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What is NCTCOG?

The North Central Texas Council of Governments is a voluntary association of cities, counties, school
districts, and special districts which was established in January 1966 to assist local governments in
planning for common needs, cooperating for mutual benefit, and coordinating for sound regional
development.

It serves a 16-county metropolitan region centered around the two urban centers of Dallas and

Fort Worth. Currently the Council has 233 members, including 16 counties, 165 cities, 23
independent school districts, and 29 special districts. The area of the region is approximately 12,800
square miles, which is larger than nine states, and the population of the region is over 6.4 million,
which is larger than 35 states.

NCTCOG's structure is relatively simple; each member government appoints a voting representative
from the governing body. These voting representatives make up the General Assembly which
annually elects a 15-member Executive Board. The Executive Board is supported by policy
development, technical advisory, and study committees, as well as a professional staff of 235.

NCTCOG's offices are located in Arlington in the Centerpoint Two Building at 616 Six Flags Drive
(approximately one-half mile south of the main entrance to Six Flags Over Texas).

North Central Texas Council of Governments
P. O. Box 5888

Arlington, Texas 76005-5888

(817) 640-3300

NCTCOG's Department of Transportation

Since 1974 NCTCOG has served as the Metropolitan Planning Organization (MPO) for transportation
for the Dallas-Fort Worth area. NCTCOG's Department of Transportation is responsible for the
regional planning process for all modes of transportation. The department provides technical support
and staff assistance to the Regional Transportation Council and its technical committees, which
compose the MPO policy-making structure. In addition, the department provides technical assistance
to the local governments of North Central Texas in planning, coordinating, and implementing
transportation decisions.

"The contents of this report reflect the views of the authors who are responsible for the opinions,
findings, and conclusions presented herein. The contents do not necessarily reflect the views or
policies of the Federal Highway Administration, the Federal Transit Administration, or the Texas

Department of Transportation.”
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1.0 INTRODUCTION

The McKinney Corridor is part of a long-term multimodal vision for the rapidly growing
Dallas-Fort Worth (DFW) region. The McKinney Corridor project is one of 12 passenger rail
corridors identified in the North Central Texas Council of Governments (NCTCOG) long-term
metropolitan transportation plan (MTP) Mobility 2030: The Metropolitan Transportation Plan
for the Dallas — Fort Worth Area — 2009 Amendment (Mobility 2030 - 2009 Amendment).
Proposed passenger rail service within the McKinney Corridor is intended to connect
population and employment in the fast growing central Collin County area with the existing
and proposed passenger rail network in the DFW region.

The McKinney Corridor is a proposed north-south passenger rail corridor connecting Collin
and Dallas Counties in North Central Texas. The corridor extends approximately 17.7 miles
through four municipalities along Dallas Area Rapid Transit (DART) owned freight rail
right-of-way. The connected municipalities include Allen, Fairview, McKinney, and Plano.

The study area boundary extends one mile from the current rail centerline along each side of
the proposed rail alignment from the existing DART Red Line station at Parker Road in Plano
to a northern terminus in McKinney approximately one mile south of State Highway (SH) 121
North. Based on 2000 United Stated (US) Census data, the study area population is
approximately 144,000 persons with major employers including Benecorp Business Services,
the City of Allen, the City of McKinney, Encore Wire Corporation, Experian, Lattimore
Materials Company, Medical Center of McKinney, Raytheon Company, and Timber Blind
Manufacturing. Figure 1-1 depicts the McKinney Corridor location within the DFW region.

1.1  STUDY PURPOSE

NCTCOG, the Metropolitan Planning Organization (MPO) for the DFW region, initiated the
McKinney Corridor Conceptual Engineering and Funding Study (CE & FS) in the fourth
quarter of 2008. The primary study purpose is to support future passenger rail service
implementation in the corridor. This purpose was facilitated by conducting outreach with key
stakeholders and providing an open forum to identify key issues, identify potential station
locations, and examine alignment options. In addition, this study documents existing
environmental conditions and identifies potential impacts. The study provides a foundation
for future environmental documentation anticipated to be completed by the implementing
transit agency. A key study element is to identify possible funding strategies intended to
expedite project implementation.

The CE & FS report is organized into seven chapters. Chapter 1 provides an overview of the
planning process, the regional planning context, the study area, previous work plans, and
stakeholder and agency outreach efforts related to this study. In brief, the McKinney Corridor
CE & FS is structured as follows:

Chapter 2 — Need and Purpose
Chapter 3 — Alternatives Development
Chapter 4 — Affected Environment
Chapter 5 — Funding

Chapter 6 — Coordination Efforts
Chapter 7 — Summary
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Figure 1-1 — McKinney Corridor Location Map
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1.2 THE PLANNING PROCESS

The adopted MTP is the instrument through which the MPO identifies fiscally sound regional
transportation improvements. A series of federal legislative acts have specifically addressed
and modified the MTP role. The Intermodal Surface Transportation Efficiency Act of 1991
(ISTEA) strengthened the role of the MTP, making it the central mechanism for the
decision-making process regarding transportation investments. The Transportation Equity
Act for the 21st Century (TEA-21) passed into law in 1998 continued this emphasis. The
TEA-21 successor and current law, the Safe, Accountable, Flexible, Efficient Transportation
Equity Act: A Legacy for Users (SAFETEA-LU) was passed in 2005. SAFETEA-LU
addresses the challenges facing transportation systems including safety, traffic congestion,
freight movement efficiency, intermodal connectivity, and protecting the environment.
SAFETEA-LU metropolitan planning regulations require transportation plans, such as
Mobility 2030 - 2009 Amendment, to be “fiscally constrained” meaning the plan must be
based on reasonable assumptions funding will be available to implement projects contained
in the MTP. Federal transportation acts and the Clean Air Act Amendments (CAAA) of 1990
both impose air quality conformity requirements on long-range transportation plans for
urbanized areas.

The development of Mobility 2030 - 2009 Amendment was guided by three goal categories:
transportation, quality of life, and financing. Table 1-1 lists individual goals by goal category.
These goals represent the regional commitment to a comprehensive, cooperative, and
continuous transportation planning process for a balanced transportation network by
recognizing the evolving transportation and air quality needs for the region. Encouraging
sustainable development through the direct link between land use, transportation, and air
quality is a specific objective of Mobility 2030 - 2009 Amendment.

The US Environmental Protection Agency (EPA) has designated the DFW region as a
nonattainment area for the eight-hour ozone standard. The CAAA of 1990 requires long-
range transportation plans for all nonattainment areas to be in air quality conformity with the
State Implementation Plan (SIP) and to demonstrate MTP projects meet air quality goals. In
accordance with metropolitan planning regulations, Mobility 2030 - 2009 Amendment must
include a congestion management process (CMP) to address congestion systematically.
Challenged with modest transportation funding relative to identified needs, the DFW region
optimizes its limited transportation funds. This is accomplished by first investing in low-cost,
high yield projects such as bottleneck improvements, synchronized signal systems,
congestion management strategies, managed lanes, and bicycle and pedestrian facilities.

In addition to first investing in low cost, high yield projects, efforts are underway to induce
travelers to modify their travel behavior by switching to transit, bicycle and pedestrian
facilities, or increasing auto occupancy levels. Encouraging behavior modifications could
reduce the number of vehicles on the region’s roadways, reducing the need to build
additional automobile capacity projects including toll roads or tax-supported highways.
Regional transit agencies including DART, Denton County Transportation Authority (DCTA),
and the Fort Worth Transportation Authority (The T) provided input to the MTP regarding
transit and bus mode recommendations within their respective service areas. Figure 1-2
identifies the DFW regional MTP process.
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Table 1-1

Mobility 2030 - 2009 Amendment Goals

Transportation Goals

Quality of Life Goals

Financial Goals

e Enhance mobility and
improve access for the
movement of people and
goods

¢ Reduce traffic congestion
and improve travel times

e Develop a balanced,
efficient, and dependable
multimodal transportation
system that reduces demand
for single occupant vehicle
travel

e Support management
strategies that optimize
transportation system
performance through
technology and innovation

¢ Improve transportation
system safety

¢ Provide stronger, more direct
linkages between project
planning, funding, and
implementation by
designating a metropolitan
transportation system

e Support local, regional,
statewide, national, and
international intermodal
transportation systems that
provide mobility and
accessibility for the
movement of freight

e Provide meaningful public
involvement opportunities in
the transportation plan
development process

e Promote the orderly
economic development of
the region

e Encourage balanced land
use and transportation plans
and programs which
maximize the use of
transportation investments

¢ Provide transportation
opportunities to the
traditionally underserved
populations

e Encourage the preservation
and revitalization of
communities and
neighborhoods

e Support recreation and
tourism

e Encourage transportation
investments that promote
healthy and active lifestyles

¢ Avoid, mitigate, and enhance
the environmental impacts of
transportation improvements

e Reduce energy consumption

e Improve air quality

« |dentify and actively pursue
adequate, long-term, and
stable funding sources for
transportation improvements

¢ Develop cost-effective
transportation projects,
programs, and policies
aimed at reducing
transportation system capital
and operating costs

¢ Prioritize transportation
funds to ensure current and
future transportation
systems are maintained

¢ Preserve right-of-way for
transportation investments in
advance of economic
development

Source: Mobility 2030 - 2009 Amendment, April 2009
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Figure 1-2 Metropolitan Transportation Plan Process
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Transportation system performance information is developed as a DFW Regional Travel
Model (DFWRTM) product throughout the MTP development process. This information
guides system alternatives development and indicates the impact associated with various
improvements. The improvements recommended in Mobility 2030 - 2009 Amendment
include:

Regional congestion management strategies

Bicycle and pedestrian facilities

Managed/high occupancy vehicle (HOV) lanes

Passenger rail and bus transit improvements

Intelligent transportation system (ITS) technology

Freeway lanes

Toll road lanes

Improvements to the regional arterial and local thoroughfare system (e.g., intersection
improvements and signal timing adjustments)

The Texas Metropolitan Mobility Plan (TMMP) is a needs-based plan which quantifies
transportation needs beyond the fiscal constraint barrier. Rather than a conservative
approach limited by forecasted funding availability, the TMMP focuses on the magnitude of
unmet needs and provides decision-makers with a better understanding for the total
transportation needs for each region in Texas. The TMMP indicates the DFW region is not
adequately meeting current mobility needs and additional funding is needed.
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The TMMP applied the Texas Congestion Index, an index for measuring mobility within each
region, to help evaluate needs. The Texas Congestion Index uses the improvement of all
transportation facilities with a failing (F) level-of-service (LOS) to a higher (D, C, B or A) LOS
as the target mobility level. Using this approach, approximately 4,600 additional lane miles
are needed to eliminate all LOS F facilities in the DFW region. This is in addition to the
approximately 8,500 lane miles identified and included in Mobility 2030 - 2009 Amendment.
The analysis employed to identify these additional needs should be interpreted as an overall
need to be resolved through a combination of multimodal approaches including freeways, toll

roads, high occupancy vehicles, arterial street improvements, transit (bus and rail), freight,

and operational system improvements.

As shown in Table 1-2, the estimated cost of all funded projects in the adopted

Mobility 2030 - 2009 Amendment is $145.5 billion in actual dollars that reflect an inflation
adjusted value to the year of expenditure (YOE) in which funds are projected to be
expended. These estimates indicate the DFW region requires an additional $98.0 billion in
YOE dollars to fund the unfunded needs. Inclusive of all funded and unfunded needs, the
estimated cost of all projects in the plan is $243.5 billion in YOE dollars. Primary funding
sources for the MTP include federal and state motor-fuel tax, local roadway monies, local
transit taxes, and innovative financing. Regional rail is a key element of the Mobility 2030 -
2009 Amendment. However, regional needs have out-paced funding availability.

Table 1-2 Identified Funding Needs for the DFW Region through 2030

Funded Needs Unfunded Needs

Metropolitan Transportation System Components (YOE Dollars) (YOE Dollars)

Operation and maintenance $31.8

Congestion mitigation strategies $3.1

Bicycle and pedestrian facilities & transportation

enhancements $2.1

Rail and bus transit system' $24.3

HOV and managed facilities $7.4

Freeway and toll road system $59.5 $17.1

Regional arterial and local thoroughfare system $12.9 $11.1

Additional cost to purchase right-of-way $2.0

Rehabilitation $4.4 $55.4

Goods movement/rail freight $12.4

2 $145.5 (60%) $98.0 (40%)
Totals $243.5 Billion

Source: NCTCOG, April 2009
Notes:
1. Includes funding from local transit initiatives

2. Values based on 2006 TMMP and adjusted to Mobility 2030 - 2009 Amendment
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Figure 1-3 outlines the traditional transit project development process designed to identify,
develop, and implement proposed projects. To expedite McKinney Corridor implementation,
the process may employ an array of innovative strategies from financing mechanisms

(e.g., a public-private partnership) to innovative delivery methods (e.g., design-build).

Preliminary Engineering

Figure 1-3 Traditional Project Development Process
Project Inclusion  Decision: Decision: Decision: Final Project
Conception in MTP Stop or Proceed Stop or Proceed Stop or Proceed Recommendation Opens
i i i i i i i
; 0! ! (2] ! © ! (4] ! (5] HE6
1 kil 1 i i 1 1 1
Long-Range Planning : NSp—— } E—— : Final Design : Construction } Operation
1 1 1

- Alternatives Analysis -

Source: NCTCOG, August 2009

Stakeholder and agency involvement is included in each step. Step 1, the long-range
planning process involves local, state, regional, and federal transportation officials and
ensures opportunities for interested persons throughout the region to contribute input and
feedback. Warranted projects with available funding are added to the regional MTP.
Depending on the project scope and length, Step 1 may include several studies. This
CE & FS and all previous McKinney Corridor studies are included in Step 1.

For long distance corridor transit projects or those on new alignments, project development
Step 2 may be a feasibility study. The feasibility study purpose is to determine a general
alignment, viable technology, and identify a range of realistic financial plans. The analysis
includes data collection, documents transportation needs, identifies issues to be addressed,
and identifies potential corridors and technologies. The analysis is based on travel demand
forecasts, cost estimates, revenue estimates, socio-economic conditions, and environmental
data. The feasibility study typically concludes with the identification of a recommended
corridor, vehicle technology, and funding sources for further study. Many McKinney Corridor
topics are being studied and evaluated in this CE & FS to further quantify and qualify these
issues and incorporate public concerns. Ultimately, the CE & FS will result in the
identification of a corridor concept to be further examined in subsequent environmental
studies.

In Step 3, the locally preferred alternative (LPA) and a no-build alternative are developed at
a more detailed analysis level focusing on the social, economic, and natural environmental
effects, as well as travel demand, potential revenue sources, and construction cost
estimates. This information helps decision-makers gauge the potential effects on the
community and environment. The environmental review develops specific mitigation
strategies for potential negative effects, summarizes project benefits, and further develops
potential funding mechanisms. The analyses are documented and reviewed by federal and
state agencies, decision-makers, and the public to aid in making an informed decision by
assessing the no-build alternative and the LPA.

Assuming the environmental document is approved and a build alternative is selected, a
project typically advances to Step 4, the final design stage. During the final design stage,
the implementing agency, financing, staging, and construction schedule are determined.
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Any needed right-of-way is acquired or preserved before construction begins. If the
McKinney Corridor project incorporates a public-private partnership (PPP) approach, the
steps in the project development process may differ.

1.3 REGIONAL PLANNING CONTEXT

NCTCOG is the MPO of a 12-county metropolitan region centered in the Cities of Dallas and
Fort Worth. Since the early 1970s, MPOs have had the responsibility of developing and
maintaining a federally mandated long-range MTP. The current NCTCOG MTP is

Mobility 2030 - 2009 Amendment. The MTP identifies transportation needs; guides federal,
state, and local transportation expenditures; and is the basis for project specific studies.
Regional passenger rail has been identified by NCTCOG to be critical to the region’s future.
NCTCOG studies, such as the Regional Rail Corridor Study (RRCS) and the Rail North
Texas (RNT) initiative, indicated the McKinney Corridor has high ridership potential and
warrants further study.

While this corridor is not included in the DART 2030 Transit System Plan, DART recognizes
the potential for future passenger rail on the McKinney Corridor. The portion of this corridor
north of Plano is currently outside the DART service area boundary. DART has evaluated
the potential for rail service into several non-member city communities and has begun
discussions with these communities to expand the DART service area boundary. These
discussions include municipalities within the McKinney Corridor.

1.4 STUDY AREA

The McKinney Corridor study area is a one-mile radius from the proposed rail alignment,
which extends approximately 17.7 miles, from the existing DART Red Line station at Parker
Road in Plano to a northern terminus in McKinney approximately one-mile south of SH 121
North. The study area includes many employment centers, diverse neighborhoods, and
activity centers. The study area includes portions of five municipalities including, Allen,
Fairview, McKinney, Melissa and Plano; all within Collin County. The McKinney Corridor
connection to the DART Red Line light rail transit (LRT) service and potential connection with
the proposed Cotton Belt regional rail service would facilitate intra-region travel, generating
solutions to address common regional mobility needs.

A broader planning area was established using the 2030 traffic survey zones (TSZ) to
analyze corridor travel characteristics. The planning area includes most of central Collin
County and is generally bound by Farm-to-Market Road (FM) 455 on the north, Plano
Parkway to the south, Custer Road to the west, and Lavon Lake and Sister Grove Creek to
the east. Figure 1-4 illustrates the corridor study and planning areas for the McKinney
Corridor within the DFW region.

July 2010 1-8 Final Report



Figure 1-4 — McKinney Corridor Study and Planning Area
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1.4.1 Corridor Description

The existing McKinney Corridor generally parallels the US 75 and SH 5 corridors. The right-
of-way is owned by DART from south of the Parker Road Station to Sherman, Texas. Itis
anticipated the corridor would interface with two other major passenger rail lines:

¢ DART Red Line LRT service to downtown Dallas (existing)
¢ Cotton Belt Corridor service from Dallas/Fort Worth International Airport (DFWIA) to
Richardson/Plano (proposed)

The southern section from the Parker Road Station in Plano to approximately 1,000 feet
south of Industrial Boulevard (FM 546) in McKinney is not in active rail service. In several
locations the track has been removed for the construction of new or upgraded arterial
roadways. There are ten at-grade, one grade separated, and three removed rail crossings.
No portions are currently double tracked and the rail corridor has a continuous 100-foot wide
right-of-way. The existing track condition is rated as poor.

The northern portion of the corridor, from Industrial Boulevard in McKinney to the northern
terminus in the McKinney extraterritorial jurisdiction (ETJ), is in active freight rail service. The
existing corridor is single tracked except for the siding between Virginia Street and Broad
Street. There are 11 at-grade and two grade separated rail crossings within the active freight
service area. The track condition is poor to fair, with freight trains operating at low speeds
and other rail yard rules.

1.4.2 Historical Passenger Rail Operations

The McKinney Corridor rail line was built by the Texas Traction Company to connect the
electric interurban rail line in Sherman/Denison that opened in 1901 and the Dallas/Fort
Worth line that opened in 1902. Service between Dallas and Sherman began operation in
1908, extending to Denison by 1911. The Texas Electric Railway, formed in 1917 as a
merger between the Texas Traction Company and Southern Traction Company, provided
passenger service connecting Denison, Dallas, and Waco. Within the McKinney Corridor
study area, stations in Plano, Allen, and McKinney were served by about 30 trains per day on
the Dallas-Denison Division line. Increasing automobile ownership, especially after the end
of World War Il, undermined the viability of rail service and led the Texas Electric Railway to
cease all remaining passenger operations on December 31, 1948. The interurban railways
that operated in north central Texas for some period between 1901 and 1948 are shown in
Figure 1-5.

1.4.3 Existing Freight Rail Operations

The Dallas, Garland, and Northeastern Railroad Company (DGNO) possess trackage rights
north of Stacy Road (FM 2786) and operate one or two trains on an average weekday.
There is an active east-west spur connecting the main line to customers between Industrial
Boulevard and EIm Street in McKinney. Passenger and freight rail operation within the same
corridor introduces additional challenges. Chapters 3 and 4 address this topic in greater
detail.
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Figure 1-5 — Texas Interurban Railways: 1901 to 1948
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1.4.4 Major Employment and Activity Centers

Twenty-two major employers are located within the McKinney Corridor study area including,
Benecorp Business Services, the City of Allen, the City of McKinney, Encore Wire
Corporation, Experian, Lattimore Materials Company, Medical Center of McKinney,
Raytheon Company, and Timber Blind Manufacturing. The 185 activity centers along the
corridor include major employers Allen Premium Outlets and the Allen Event Center. The
Allen Event Center is home to the Allen Americans ice hockey team, a Central Hockey
League affiliate of the Dallas Stars National Hockey League team. The study area also
includes 86 community facilities which include, but are not limited to places of worship,
recreational facilities, medical facilities, and educational facilities. Chapter 4 and Appendix B
address these facilities in greater detail.

1.5 PREVIOUS WORK EFFORTS

Passenger rail service within the McKinney Corridor has been studied for several years. The
McKinney Corridor has been analyzed and recommendations have been made for the overall
corridor and for proposed station locations by local governments and NCTCOG.

The NCTCOG RRCS, July 2005, and the MTP provide the only unique, public reports
detailing funding and a conceptual option for the McKinney Corridor. Allen, Fairview,
McKinney, and Plano each reference the potential for passenger rail service along the
McKinney Corridor within their approved local government comprehensive plans.

1.5.1 Regional Rail Corridor Study

NCTCOG published the RRCS in July 2005. Within the report, the McKinney Corridor was
referred to as Corridor E-3. The report recommended passenger rail service be implemented
using a Federal Railroad Administration (FRA) non-compliant, yet LRT-compatible vehicle
operating from northern McKinney to downtown Dallas. The recommended service would
provide new service along the existing freight rail corridor from the existing DART Parker
Road Station to the proposed McKinney North 2 Station.

1.5.2 Rail North Texas

The Regional Transportation Council (RTC), the independent transportation policy body of
the MPO, initiated RNT in 2008 to study each passenger rail corridor identified in the MTP.
RNT recommended a state legislative funding bill for the proposed 251 miles of additional
passenger rail adopted in the MTP. During this initiative, a McKinney Corridor overview was
created identifying projected ridership, preliminary station locations, potential cost, social
statistics, and land use. This study used the same project limits as the RRCS.

1.5.3 Transit Agency Studies

In the DART 2030 Transit System Plan the potential to expand DART service into Allen,
Fairview, and McKinney through a LRT Red Line extension was identified as an expansion
opportunity. The plan noted any DART light rail system expansion along the McKinney
Corridor would be predicated upon the municipalities along the rail line electing to join DART.
DART tested the McKinney Corridor as an LRT extension with supporting feeder bus service
and found it to have high ridership potential.
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1.5.4 Local Government Comprehensive Plans

The municipalities along the proposed corridor have identified potential transit stations and/or
transit oriented development (TOD) within their comprehensive plans to support the
proposed McKinney Corridor passenger rail service.

1.5.4.1 City of Plano

The City of Plano Comprehensive Plan (2004) identifies plans for TOD near the two existing
DART Red Line stations (Parker Road Station and Downtown Plano Station). In addition, the
2004 City of Plano Comprehensive Plan identifies the need to determine the feasibility of a
station at Spring Creek Parkway to preserve land required for a station and to explore the
possibility of grade separating the rail line intersection with Parker Road.

1.5.4.2 City of Allen

The Allen 2002-2022 Comprehensive Plan identifies the potential for expanding DART
passenger rail service north of Plano. The plan notes the potential transportation benefits of
extending light rail transit along the corridor, but makes no specific recommendations.

1.5.4.3 Town of Fairview

The 2005 Fairview Comprehensive Plan identifies a potential transit station at the
intersection of the McKinney Corridor and SH 5. The plan recommends TOD land uses
within one-quarter mile of the preferred station location.

1.5.4.4 City of McKinney

The 2004 McKinney Comprehensive Plan includes expanding passenger rail service to
McKinney. The plan recognizes the incompatibility between current local sales tax
allocations and becoming a DART member city. The plan provides for transit center land
uses surrounding preferred station locations. As an extension of the 2004 McKinney
Comprehensive Plan, the Town Center Study is a planning initiative focused on addressing
the specific needs of the McKinney historic Town Center area. Now in its implementation
phase, the Town Center Study Phase 1 Report and associated illustrative plan was approved
by the McKinney City Council in 2008 and envisions an urban, mixed-use transit village in
anticipation of a future rail transit station within walking distance of the historic downtown.

1.5.5 System Planning Efforts

A comprehensive regional passenger rail study to identify preferred regional passenger rail
corridors and implementation phasing has not been completed.
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1.6 STAKEHOLDER AND AGENCY OUTREACH

The McKinney Corridor CE & FS has been conducted with a proactive process to allow
regional stakeholders and agency representatives the opportunity to gain knowledge and
provide input. Chapter 6 provides detailed information regarding all project meetings for the
McKinney Corridor.

NCTCOG coordination efforts included two types of meetings: Stakeholder/Agency Meetings
and Corridor Strategy Team Meetings. Input from these meetings was used to guide the
CE & FS, develop alternatives, and evaluate alternatives.

Corridor Strategy Team Meetings were held prior to major milestones to provide the
participants the opportunity to receive project data and influence the corridor study by
representing their constituents. In addition to Corridor Strategy Team Meetings, individual
Stakeholder/Agency Meetings were held with technical staff representing local and regional
governments and transportation providers throughout the corridor. These meetings were
conducted during the initial stages of each study element. The stakeholder meetings were
designed to solicit technical input and professional judgments regarding critical study
elements. The local government and transportation provider technical staff representatives
contributed valuable input furthering the goals and objectives for the project.
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2.0 NEED AND PURPOSE

Chapter 2 discusses the need and purpose for transportation improvements within the
McKinney Corridor. This chapter also provides information on the established mission
statement, goals, and objectives for the project used to guide the development of this

document, as well as subsequent phases of project development and implementation.

21 TRANSPORTION NEED

The need for the McKinney Corridor project is based on population and employment growth,
increased transportation demand, sustainable development initiatives, system linkages, and
intermodal connections from the study area to the Dallas-Fort Worth (DFW) region. The
McKinney Corridor is included in the regional long-range metropolitan transportation plan
(MTP), Mobility 2030: The Metropolitan Transportation Plan for the Dallas — Fort Worth
Area — 2009 Amendment (Mobility 2030 - 2009 Amendment).

2.1.1 Population and Economic Growth

Texas has been one of the ten fastest growing states in the nation. According to the United
States (US) Census Bureau, Texas added 3.9 million persons between 1990 and 2000, a
22.8 percent increase. By comparison, the US population grew by 32.7 million persons
between 1990 and 2000, an increase of 13.2 percent. In 2000, the DFW urbanized area
grew to 5,067,400 persons, a 29.3 percent increase since the 1990 Census. Based on 2008
population estimates, DFW is the fourth most populous urbanized area in the nation.

The DFW region has sustained a high level of population and economic growth due to three
primary factors: a favorable business climate, attractive tax policies, and an abundance of
available land. The region, like the nation in general, benefited from an unprecedented
period of growth. Regional growth has increased the need for an efficient transportation
system. The current economic downturn has slowed the growth rate over the near term.
However, Texas and the DFW region have fared better than the majority of the country and
are expected to recover more quickly. Historically, this has been the case with other
economic downturns.

The DFW region population is anticipated to increase by almost three million people over the
next 20 years. Table 2-1 shows the North Central Texas Council of Governments
(NCTCOG) regional projections for population, households, and employment for the DFW
urbanized area. The 10-county urbanized area includes Collin, Dallas, Denton, Ellis,
Johnson, Kaufman, Parker, Rockwall, Tarrant, and Wise Counties. Approximately 70
percent of the regional population increase between 2000 and 2010 is expected to occur in
the four core counties: Collin, Dallas, Denton, and Tarrant.
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Table 2-1 Dallas-Fort Worth Urbanized Area Demographics

Year Population Households Employment
1990 Census 3,920,094 1,462,047 2,033,973
2000 Census 5,067,400 1,886,700 3,158,200
2010 6,328,200 2,350,300 3,897,000
2020 7,646,600 2,851,400 4,658,700
2030 9,107,900 3,396,100 5,416,700

Source: NCTCOG 2030 Demographic Forecast (April, 2003) and US Census Bureau

Table 2-2 shows the projected populations and employment for municipalities along the
McKinney Corridor. A total population increase of approximately 93 percent and a 168
percent increase in employment are projected within the study area between 2000 and 2030.
These population and employment forecasts come from the NCTCOG 2030 demographic
forecast completed in 2003. Recent 2010 population estimates indicate the current
population of study area municipalities is 489,800, an increase of over 50 percent since

2000.
Table 2-2 Base Year and Projected Population and Employment
Population Employment
Location 2000 2030 % Change 2000 2030 % Change |
Allen 43,622 99,331 127.7% 9,059 45,144 398.3%
Fairview 2,625 18,100 589.5% 218 11,670 5253.2%
McKinney 53,725 225,933 320.5% 26,293 74,750 184.3%
Melissa 1,349 5,375 298.4% 147 840 471.4%
Plano 222,498 257,061 15.5% | 115,048 | 184,205 60.1%
Total | 323,819 605,800 87.1% | 150,765, 316,609 110.0%
Study Area 99,547 191,764 92.6% 49,844 | 133,632 168.1%

Source: NCTCOG 2030 Demographic Forecast Equation: (2030 # - 2000 #)/2000 #

Five employers with 700 or more employees are located within the study area. The largest
concentration of these large employers is in McKinney with three. With approximately 1,200
employees, the Medical Center of McKinney has the largest number of employees. Other
major employers with more than 700 employees in the study area include Benecorp
Business Services, Encore Wire Corporation, Lattimore Materials Company, and Raytheon
Company (Plano Campus).

Access to these major employers and activity centers is primarily by personal motor vehicle.
Job growth in areas outside traditional downtowns will continue to change journey to work
patterns. Also shown in Table 2-2, all communities except McKinney are projected to have a
greater percentage increase in employment than residential population from 2000 to 2030.
The municipalities in the McKinney Corridor study area are generally characterized as having
higher residential population than employment. Plano is the only city within the study area
expected to add more jobs than residents between 2000 and 2030. The projected population
increase in the corridor will increase the need for access to employment centers in the study
area and to the surrounding areas.

“Job sprawl” is addressed in several papers from The Brookings Institute. Job Sprawi:
Employment Location in US Metropolitan Areas cites a statistical correlation between the
political balkanization and employment decentralization in a metro area caused by a large
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number of municipalities competing for major employers. Job Sprawl! Revisited: The
Changing Geography of Metropolitan Employment notes a steady employment
decentralization between 1998 and 2006 with southern US metropolitan areas being
particularly emblematic of an outward shift of job share from the urban core. The DFW
region exemplifies this trend. Projected in population and employment increases, the
formation and relocation of businesses in areas further from the urban core, and the already
congested roadway network are anticipated to create severe mobility challenges and the
need for additional transportation capacity in the McKinney Corridor.

21.2 Increased Transportation Demand

As mentioned in Section 2.1.1, not only have population and employment increased, but the
nature of travel has also changed in ways contributing to increased traffic congestion.
Changes in land use associated with suburbanization have altered travel characteristics.
Rather than the suburb-to-central city commute of the past, current commuting patterns are
more widely scattered, as inter- and intra-suburban travel and reverse commute trip patterns
have increased.

Despite the rapid pace at which growth has occurred, and is projected to continue, limited
funding for transportation improvements has constrained the ability to solve ground
transportation issues. As discussed in Chapter 1, Section 1.2, Mobility 2030 - 2009
Amendment is the current fiscally constrained MTP. It presents a system of transportation
improvements needed to maintain mobility in the DFW metropolitan area over the next 20
years. Mobility 2030 - 2009 Amendment serves as a guide for the expenditure of state and
federal funds within the region.

Mobility 2030 - 2009 Amendment recommends $145.5 billion in year of expenditure (YOE)
dollars of transportation improvements. Despite a high transportation system investment
level, congestion is projected to increase by 2030 when projections indicate roadway
capacity will be insufficient to accommodate projected travel demand. Roadway upgrades
and expansion have not kept pace with changing residential and commercial development
patterns, leading to increasing congestion and delay. Figure 2-1 illustrates congestion levels
during the peak hours under 2007 and 2030 conditions. The 2030 conditions represent
anticipated congestion levels with all Mobility 2030 - 2009 Amendment projects completed.
The increase in congestion is directly attributed to the projected 93 percent population
increase and 168 percent employment increase in the study area from 2000 to 2030. To
lessen the resulting congestion impact, a number of roadway improvements are proposed in
the McKinney Corridor study area.
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Figure 2-1 System Performance 2007 and 2030 Level of Congestion

McKinney Corridor

Source: NCTCOG, April 2009

The roadway system in the McKinney Corridor planning area includes several major
highways, toll roads, and regional arterials (see Chapter 1, Figure 1-4). The major north-
south corridors traversing the planning area include US 75, State Highway (SH) 5, SH 121,
Farm-to-Market (FM) 2478 (Custer Road), FM 1378, and Shiloh Road. The Sam Rayburn
Tollway (SRT) and Spur 399 run generally northeast to southwest. The major east-west
roadways in the corridor planning area are US 380, Eldorado Parkway, FM 546 (Industrial
Boulevard), Stacy Road, Spring Creek Parkway, FM 544 (15" Street and 14™ Street), and
SH 78. The Collin County Outer Loop is a planned east-west toll road through the northern
portion of the planning area.

e US 75 is the major north-south corridor within the planning area. The roadway currently
has four to eight main lanes and four to six frontage road lanes. There is also a two-lane
high occupancy vehicle (HOV) facility south of Exchange Parkway in Allen. NCTCOG
Mobility 2030 - 2009 Amendment Corridor Fact Sheets Summary indicates this roadway
will have six to ten general purpose lanes and four to six frontage road lanes by 2030.
The two-lane HOV facility is planned to extend to Virginia Parkway in McKinney and may
be converted into managed lanes. In 2007, this facility carried up to 270,000 vehicles per
day (VPD) and is projected to carry up to 330,000 VPD by 2030.
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e SH 5/McDonald Street/Greenville Drive/Greenville Avenue/K Avenue is a north-south
arterial roadway generally parallel to US 75 to the east. It varies from two to six lanes
within the planning area. There are plans to expand the two-lane segment north of
McKinney to a four-lane facility by 2030. In 2007 the roadway carried up to 44,000 VPD
and is projected to carry up to 64,000 VPD by 2030.

e SH 121 is a two- to four-lane rural arterial with up to 18,000 VPD in 2007. By 2030 the
entire facility is planned to be four-lane and is projected to carry up to 42,000 VPD.

e The SRT is currently under construction. The six frontage road lanes have been
completed throughout the facility. With the exception of the interchange with US 75, the
six general purpose toll lanes are open to traffic. The frontage road lanes carried up to
43,000 VPD in 2007 and the entire facility is expected to carry up to 130,000 VPD by
2030.

e Spur 399 is a connecting facility extending the SRT from US 75 to SH 5. Itis currently a
four-lane facility and is planned to be expanded to six lanes by 2030. The facility carried
approximately 35,000 VPD in 2007 and is projected to carry 45,000 VPD by 2030.

e FM 2478 (Custer Road) is a major north-south arterial forming the planning area western
boundary. While it is currently a two-lane road north of Stonebridge Drive, the majority of
this facility is a divided four- to six-lane arterial. The two-lane section between
Stonebridge Drive and US 380 is under construction and will be six lanes by 2012. The
roadway currently carries up to 45,000 VPD and the projected 2030 volumes are up to
60,000 VPD.

e FM 1378 runs from SH 5 near the Fairview/McKinney border to Plano Parkway in Wylie.
It is currently a two-lane rural road, but is planned to be a six-lane divided arterial by
2030. The facility carries up to 18,000 VPD and is projected to carry up to 50,000 VPD
by 2030.

¢ Shiloh Road is an arterial extending from Parker Road south toward the President
George Bush Turnpike (PGBT). Itis currently two lanes between Park Boulevard and six
lanes farther south. The two-lane segment is planned to expand to four lanes by 2030.
The roadway carried up to 22,000 VPD in 2007 and is projected to carry up to 40,000
VPD in 2030.

e US 380 is an east-west corridor connecting Denton, McKinney, Farmersville, and
Greenville. Itis currently a four- to six-lane arterial with no future expansions planned
within the McKinney Corridor planning area. The 2007 volumes on the facility were up to
33,000 VPD with projected volumes in 2030 of up to 57,000 VPD.

e Eldorado Parkway is a two- to four-lane roadway from SH 5 to the west. There are plans
to expand the roadway to a four- to six-lane facility. The 2007 traffic volumes were up to
23,000 VPD, with future projections of up to 55,000 VPD in 2030.

e Existing FM 546 (Industrial Boulevard) is a continuation of Eldorado Parkway east of
SH 5. This two- to four-lane roadway provides access to Collin County Regional Airport
(CCRA) and rural areas northwest of Lavon Lake. The 2007 traffic volumes were up to
17,000 VPD.

e A FM 546 realignment called for in the McKinney Master Thoroughfare Plan would create
a six-lane major arterial near the current location of Old Mill Road. This roadway would
carry regional traffic around the CCRA and eastward to intersect with US 380. Future
traffic volume projections are up to 38,000 VPD in 2030.
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e Stacy Road is currently a four- to six-lane east-west arterial. Mobility 2030 - 2009
Amendment calls for the facility to be extended east, then north to form a loop around
McKinney. The roadway carried up to 20,000 VPD in 2007 and is projected to be up to
54,000 VPD in 2030. The Town of Fairview is opposed to this McKinney Loop connector
along Stacy Road and identifies Stacy Road east of FM 1378 as a two-lane, undivided
roadway in the locally adopted Master Thoroughfare Plan. The McKinney Master
Thoroughfare Plan shows the planned north-south portion of the loop as a major arterial
connecting Telephone Road to County Road 317.

e Spring Creek Parkway is a four- to six-lane facility with no plans for future extension or
expansion. It carried between 11,000 and 45,000 VPD in 2007 and is projected to carry
between 30,000 and 60,000 VPD in 2030.

o FM 544 follows 15" Street west of Avenue G and along 14" street to the east of Avenue
G in Plano. There are four- and six-lane sections accommodating up to 45,000 VPD in
2007. There are no plans to expand the facility. It is projected to carry up to 68,000 VPD
by 2030.

e SH 78 is a two- to four-lane facility following a northeast-southwest path from Wylie to the
PGBT toward downtown Dallas. The 2007 volumes within the planning area were up to
25,000 VPD. By 2030 the facility is planned to be a six-lane roadway and is projected to
carry up to 45,000 VPD.

e The Collin County Outer Loop is a planned toll facility that could have as many as ten
tolled lanes and four frontage road lanes by 2030. The county-adopted alignment is
north of FM 545 and south of FM 455 within the planning area.

As indicated in Figure 2-1, the existing roadway system within the McKinney Corridor
planning area is currently experiencing light to moderate congestion. Level-of-service (LOS)
is a rating system used to measure operating conditions such as freedom to maneuver,
speed, comfort, convenience and safety for roadways based on operating conditions, with
“A” being best and “F” worst. LOS ratings estimate the maximum traffic a facility can
accommodate under various operating conditions. The Dallas-Fort Worth Regional Travel
Model (DFWRTM) was used to generate 2007 and 2030 performance measures for the
planning area roadway network. The 2030 transportation network includes all roadway and
transit projects recommended by the MTP, including the McKinney Corridor.

As shown in Table 2-3, in 2007 almost 12 percent of the existing roadway sections in the
planning area were at LOS D or E and about 13 percent were at LOS F. Even with the
addition of the over 1,000 roadway lane miles recommended in the MTP, about 12 percent of
planning area total lane miles are projected to be at LOS D and E and over 21 percent at
LOS F in 2030. The overall percentage of roadways experiencing LOS D and E conditions
remains virtually the same between 2007 and 2030, but the percentage of roadways
experiencing LOS F increases by almost two-thirds. As population increase and congestion
worsens, drivers will increasingly use arterials and local streets to avoid anticipated traffic
delays on freeways and toll roads. In 2030, the planning area is expected to experience an
increase in vehicle miles traveled (VMT), vehicle hours of travel (VHT), and vehicle hours of
congestion delay.
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Table 2-3 Planning Area Transportation Performance Measures
Performance Measures 2007 2030 % Change |
Vehicle Miles of Travel Per Day 6,851,083 | 13,449,109 96.3%
Vehicle Hours of Travel Per Day 178,546 361,201 102.3%
Vehicle Hours of Congestion Delay Per Day 27,036 67,844 150.9%
Lane Miles in Planning Area 1,702 2,762 62.2%
Percent Lane Miles at LOS D, E 2007 2030 % Chang&

Freeway/Tollway 26.8% 12.5% -53.5%
Principal Arterial 8.2% 18.8% 129.4%
Minor Arterial 11.1% 11.1% 0.1%
Collector 6.5% 7.7% 19.3%
Freeway/Tollway Ramps 8.1% 13.1% 61.6%
Frontage Roads 17.4% 6.3% -63.8%
HOV 10.1% 10.4% 2.3%
Total Roadway Network 11.5% 11.9% 3.0%

Percent Lane Miles at LOS F 2007 2030 % Change
Freeway/Tollway 29.6% 20.5% -30.8%
Principal Arterial 4.9% 27.0% 454.1%
Minor Arterial 12.4% 21.1% 70.4%
Collector 10.1% 16.7% 64.6%
Freeway/Tollway Ramps 11.0% 10.3% -6.3%
Frontage Roads 16.9% 13.6% -19.5%
HOV 5.6% 43.6% 678.1%
Total Roadway Network 12.9% 21.1% 63.7%

Source: NCTCOG, 2009

Dallas Area Rapid Transit (DART) currently operates most transit service provided within the
planning area. DART operates humerous bus routes, as well as the DART Red Line Light
Rail Transit (LRT) passenger rail service. Collin County Area Regional Transit (CCART)
operates three bus routes within the McKinney Urbanized Area, supplemented by Americans
with Disabilities Act (ADA) paratransit service to locations within three-fourths of a mile of the
fixed routes. CCART also provides demand responsive public transportation services
throughout Collin County. The current bus network for both agencies generally operates in

mixed traffic, leading to unreliable service.

The need for additional transportation facilities has been documented in Mobility 2030 - 2009
Amendment based on regionally approved demographic projections. Mobility 2030 - 2009
Amendment recommends the implementation of LRT-compatible regional rail service along
the existing DART owned rail line from the Parker Road Station to north McKinney. Travel
forecasts were performed to evaluate the existing transportation system by assigning 2030
travel demand data to the 2030 roadway networks. As shown in Chapter 1, Figure 1-2, the
regional planning process strives to best allocate limited financial resources by maintaining
and operating existing facilities, improving the efficiencies of existing facilities, reducing
single-occupant vehicle trips, increasing transit trips, and increasing auto occupancy.
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2.1.3 Sustainable Development Initiative

As identified in Section 2.1.1, the DFW urbanized area is forecasted to grow to almost 9.1
million people and 5.4 million jobs by the year 2030. This represents approximately an 80
percent increase in population and a 72 percent increase in employment from 2000 to 2030.
In contrast, the population and employment densities in the McKinney Corridor study area
are expected to increase 93 percent and 168 percent, respectively. While the densities of
some urban areas within the region will increase, the region continues to suburbanize. A
driving factor in the continued suburbanization is the availability of more affordable housing
options outside the four core counties, as well as the employment decentralization noted in
Section 2.1.1.

Previous demographic growth trends analyses indicate increased automobile ownership,
more single-occupant vehicle travel, increased suburbanization, and increased VMT in the
region. These challenges were recognized during the development of Mobility 2030 - 2009
Amendment. A specific Mobility 2030 - 2009 Amendment objective is supporting sustainable
development through the direct link between land use, transportation, and air quality.

Market response to different transportation improvements and various land use types warrant
different transportation infrastructure. Combinations of transportation and land use can lead
to substantially different travel behaviors. For example, higher densities, mixed-land uses,
and increased transportation alternatives can reduce overall VMT.

Air quality is another critical DFW region issue. The US Environmental Protection Agency
(EPA) has designated the DFW region as a nonattainment area for the eight-hour ozone
standard. The Clean Air Act Amendments (CAAA) of 1990 require transportation plans for all
nonattainment areas to be in air quality conformity with the State Implementation Plan (SIP)
and demonstrate projects in the MTP meet air quality goals. Encouraging developments
throughout the region to adapt to these characteristics could lead to lower emissions and
improve air quality.

NCTCOG conducted a series of demographic sensitivity analyses scenarios to assess the
potential impacts of alternative growth scenarios on the region between 2010 and 2030.
Historically, the DFW region has grown outward with new developments turning rural areas
into suburban municipalities. Within the alternative growth scenarios presented by
NCTCOG, households and employment locations were redistributed throughout the region to
simulate alternative market assumptions; however, regional control totals for population and
employment remained constant. In each of the following scenarios, population and
employment growth occurring between 2010 and 2030 were redistributed throughout the
region, maintaining regional population and employment control totals.

¢ Rail Scenario — Growth was shifted from rural areas to passenger rail station areas.

o Infill Scenario — Growth was shifted from rural areas to infill areas along existing freeways
and toll roads.

e Rail with County Control Totals (RCCT) Scenario — The control total for each individual
county was also maintained. Growth was shifted from rural areas to passenger
rail-oriented areas.

e Vision North Texas (VNT) Scenario — Growth was distributed based on VNT participant
feedback.
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o forward Dallas! Scenario — Created for the City of Dallas, NCTCOG population and
employment growth occurring between 2010 and 2030 was redistributed based on the
final alternative demographic dataset created during the forward Dallas! Comprehensive

Plan process.

Table 2-4 reveals travel demand and air quality effects based on each scenario. Results
indicate both the passenger rail and VNT scenarios reduce the greatest amounts of ozone
emissions, VMT, and hours of congestion delay in the region.

Table 2-4 Alternative Growth Scenarios Compared to Historical Growth Model
Rail Infill RCCT VNT forward
Data of Interest Scenario | Scenario | Scenario | Scenario | Dallas!

MPA Average of Trip Length -8% +3%| -0.01%| -10.85% -2.9%
MPA Rail Transit Boardings +52% +9% +8%| +11.13% +7.4%
MPA Non-Rail Transit Boardings +29% +11% +5% | +15.98% +11%
MPA Vehicle Miles Traveled -6% -5% -1.2%| -9.43% -2.2%
MPA Vehicle Hours Traveled -9% -7% -1.7%| -14.31% -5.7%
Total Vehicle Hours of Delay -24.0%| -19.0% -4.0%| -32.5%| -14.5%
Lane Miles Needs -13.0%| -10.0%| -13.3%]| -30.90%| -32.1%
Financial Needs (billions) -$9.5 -$6.7 -$2.9| -$15.6 -$7.0
Roadway Pavement Needs (sq. mi.) -8.3 -6.5 -0.7 -9.8 -1.6
Nitrogen Oxides Emissions -4.1% -3.9% -1.2%| -8.47% -2.4%
Volatile Organic Compounds Emissions -5.3% -5.2% -1.5%]| -11.02% -3.0%

Source: NCTCOG, Mobility 2030 - 2009 Amendment, April 2009

The alternative growth scenarios are presented as suggested alternatives municipalities

could incorporate into land use policies to improve regional transportation and environmental
conditions. Because federal, state, and local transportation agencies do not possess the
power to control regional growth and land development, the MTP provides these alternatives
as guidance to local planners and developers to help local governments determine the most
efficient way to grow. By presenting these options, land use planning initiatives can be
aligned with regional transportation goals. The region has established four basic sustainable
development policy directions to promote an important new direction in local development
patterns:

Utilize existing system capacity
Improve rail mobility

Promote mixed-use development
Improve access management

These strategies are based on an increased desire for a greater variety of transportation
options, mixed-use developments, and sustainable communities with a sense of place. If
implemented, these policies could lead to more sustainable development patterns and
federal air quality standards attainment for the region. Passenger rail within the McKinney
Corridor supports these policies.
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2.1.4 System Linkage and Intermodal Connections

Passenger rail is an integral part of the DFW region MTP intended to provide a more reliable
transportation system in North Central Texas. The proven ability of rail service to improve
mobility will play a crucial role in meeting future transportation needs. The McKinney
Corridor has an opportunity to link residents with several other transportation facilities
throughout the region.

The DFW region currently has over 48 miles of LRT and 35 miles of commuter rail in
operation. Several additional passenger rail transit projects are currently in construction or
planning phases. These projects include new regional rail services and LRT expansions with
a regional, line-haul focus. The McKinney Corridor has the potential to directly interface with:

e The DART Red Line is currently in operation from the Westmoreland Station in southwest
Dallas to the Parker Road Station in Plano. The line travels over 28 miles, passing
through Oak Cliff and downtown Dallas and paralleling US 75 through Dallas,
Richardson, and Plano. The DART Red Line carries more than 30,000 passengers on an
average weekday and operates at headways of 10 minutes or less during peak periods
and 20 to 30 minutes during off-peak periods.

¢ The planned Cotton Belt Corridor would connect the eastern terminus of the Fort Worth
Transportation Authority (The T) Southwest-to-Northeast (SW2NE) Commuter Rail
Corridor to the DART Red Line. The corridor extends from Dallas/Fort Worth
International Airport (DFWIA) to a new or existing station on the DART Red Line in
Richardson or Plano. Originally planned to begin operations between 2025 and 2030,
local and regional leaders are exploring possible project delivery methods to accelerate
Cotton Belt Corridor implementation to match the planned opening of the SW2NE
Commuter Rail Corridor in 2013.

2.2 PURPOSE

The primary McKinney Corridor purpose is to provide a passenger rail connection to improve
mobility, accessibility, and system linkages to major employment, population, and activity
centers. Passenger rail service implementation within the McKinney Corridor would provide
an alternative to roadway traffic congestion in the planning area. A key McKinney Corridor
component is the regional connectivity offered by connecting with the DART Red Line. The
McKinney Corridor also offers opportunities to connect with the proposed Cotton Belt
Corridor linking DFWIA, Carrollton, Addison, and Richardson/Plano.

Because of forecasted population and employment growth, regional travel demand in the
planning area is projected to increase along with congestion. Project implementation would
improve transit performance in the planning area by offering a new, more reliable service.
The project seeks to reduce peak period congestion levels and improve regional air quality
by increasing transportation modal options in the service area.
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2.3 MISSION STATEMENT, GOALS AND OBJECTIVES

As mentioned in Chapter 1, Section 1.1, the purpose of this study is to support
implementation of passenger rail service in the McKinney Corridor. To support this effort,
corridor stakeholders developed the following mission statement to guide the study.

Provide additional transportation choices connecting major activity centers from
Dallas County to Collin County by efficiently developing safe, fiscally sound,
environmentally conscious, and regionally supported mobility improvement
projects that support economic opportunities and sustain or augment the quality of
life and mobility for the citizens of the Dallas/Fort Worth Metroplex.

The corridor stakeholders established a set of goals to support this mission statement and
transportation improvements in the McKinney Corridor. The goals and objectives respond to
the underlying transportation needs determined in this chapter. This study identified the
following purposes for transportation improvements in the McKinney Corridor:

Goal: Enhance corridor mobility and accessibility

Objectives:

Provide connectivity to existing and planned passenger rail facilities

Provide transportation investments serving future population and employment growth
Improve access to existing and emerging major employment and activity centers
Increase access to transit

Increase transit usage

Provide cost-effective options

Goal: Encourage economic development

Objectives:

e Encourage employment opportunities

e Encourage economic development opportunities

e Ensure consistency with regional and local transportation and comprehensive plans
e Encourage strategies for land use development and redevelopment

Goal: Provide an environmentally-sensitive transit investment

Objectives:

¢ Minimize negative project effects to the community

¢ Minimize negative project effects to the built environment

e Minimize negative project impacts to natural and cultural resources
e Improve air quality
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3.0 DEVELOPMENT OF ALTERNATIVES

Chapter 3 discusses the alternatives developed for the McKinney Corridor Conceptual
Engineering and Funding Study (CE & FS). This chapter provides information on the vehicle
technology, alignment alternatives, service alternatives, potential stations, rail operations,
bus operations, and costs. The various alignment and service alternatives within the
McKinney Corridor were developed based on the set of corridor development conditions
previously discussed in Chapter 1, Section 1.5, and information obtained from a variety of
documents including:

e North Central Texas Council of Governments (NCTCOG) Mobility 2030: The Metropolitan
Transportation Plan for the Dallas — Fort Worth Area — 2009 Amendment
(Mobility 2030 - 2009 Amendment)

e NCTCOG Regional Rail Corridor Study (RRCS)

e NCTCOG Rail North Texas (RNT)

Corridor stakeholders also contributed to alternatives development within the study area.
Information concerning each alternative was collected and presented to the stakeholders. A
decision regarding a preferred alternative will be determined in a subsequent study effort.

3.1 VEHICLE TECHNOLOGY

Evaluating potential vehicle technologies acceptable for McKinney Corridor conditions is a
major study component. The primary objective is to select a cost-effective, efficient
passenger rail service vehicle technology sensitive to the needs and concerns of
communities located in the corridor. Three vehicle technologies were initially considered for
the McKinney Corridor: Light Rail Transit (LRT), Light Rail New Technology (LRNT), and
Commuter Rail Transit (CRT). These technologies are defined in the following sections. In
previous study efforts, two vehicle types were examined based on service strategies
employed by Dallas Area Rapid Transit (DART) to determine the best approach to provide
passenger rail services in a new corridor. Based upon findings from previous efforts and
input received from Corridor Strategy Team Meeting participants, the vehicle technologies
considered appropriate for study in the McKinney Corridor are: LRT and LRNT.

3.1.1 Light Rail Transit

LRT vehicles provide medium- to high-capacity passenger service used for both short and
medium length trips typically from a center city to surrounding urban communities within a
given city or metropolitan area. LRT trains may employ a single car, but typically operate as
a multi-unit train. Maximum LRT train length is often determined by the minimum city block
length to avoid blocking vehicular traffic on surface cross streets. Light rail cars typically
range in length from approximately 50 feet to over 100 feet.

Currently, the seating capacity of a LRT vehicle within the DART system is 96 seats per car.
LRT vehicles accommodate standing passengers. Most LRT systems are implemented
within exclusive rights-of-way. However, LRT vehicles do not meet the Federal Railroad
Administration (FRA) crash worthiness standards, and for this reason cannot operate on
right-of-way with freight traffic unless separated spatially or temporally. Capital cost for a
LRT system is estimated at $60 to $80 million per mile, with increased costs when large
infrastructure elements are needed, such as bridges, tunnels, etc.
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Recently, DART completed retrofitting their LRT vehicle fleet with the insertion of a low-floor,
center section. Transforming existing LRT vehicle fleet to Super Light Rail Vehicles (SLRV)
expands the LRT vehicle length from 92 feet, eight inches to 123 feet, eight inches. LRT
vehicles are powered by electricity from overhead wiring suspended from poles within the
right-of-way. The SLRV vehicle is currently the primary passenger rail vehicle in the DART
system.

3.1.2 Light Rail New Technology

LRNT vehicles are envisioned as a new type of passenger rail conceived for the Dallas-Fort
Worth (DFW) region with application to other metropolitan areas. DART staff in coordination
with the FRA, Federal Transit Administration (FTA), and passenger rail industry leaders, is
currently developing LRNT vehicle specifications. Vehicle development efforts will ensure
the LRNT vehicle would meet the following criteria:

Noise and vibration consistent with SLRVs

Overall bulk (height, length, and width) within eight percent of a SLRV

Compliance with FRA design and safety regulations

Compliance with United States (US) Environmental Protection Agency (EPA) Tier 4
requirements for non-road engine standards

The two primary differences between the conceptual LRNT vehicle and an existing SLRV are
vehicle propulsion and the ability to withstand crash with a freight train. The LRNT vehicle
may be powered by either an electric or non-electric engine and would not be powered by
overhead wiring equipment. LRNT vehicles would be designed to provide passenger rail
service within suburban areas and to connect these areas to central cities. LRNT trains are
conceived to be one to four cars in length, with a per car capacity of 120 to 200 passengers,
including standees.

Initially, service may be offered only during peak travel periods. As the system matures
service could be operated throughout the weekday and weekends. Estimated capital costs
for a LRNT system range from $20 to $40 million per mile. New Jersey Transit Riverline,
Austin Capital MetroRail, and soon the Denton County Transportation Authority (DCTA) A-
train (currently under construction) are examples of systems employing a form of LRNT
vehicle technology; however, these system vehicles are not FRA crash worthiness compliant
and thus are unable to operate on tracks shared with freight trains without a variance.

3.1.3 Commuter Rail

Commuter rail systems are designed to provide passenger service over longer distances
normally extending 10 to 50 miles from the center city. Services could be city-to-city or
center city to suburban region.

Commuter rail vehicles normally consist of a push-pull locomotive and several single or bi-
level passenger cars. The dimensions of a commuter rail passenger car are typically 60 to
80 feet long, ten to 11 feet wide, allowing for a seating capacity of 60 to 170 passengers.
The larger passenger car provides more seating capacity and less standing room than a
typical LRT vehicle. Commuter rail passenger cars are typically propelled by a separate
diesel or electric locomotive engine. Most commuter rail systems are implemented within
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existing railroad right-of-way sharing tracks with freight trains. Commuter rail vehicles meet
FRA crash worthiness standards.

Typical capital cost estimates for commuter rail lines range up to $25 million per mile,
depending upon existing track infrastructure condition and available right-of-way. The
Virginia Railway Express servicing suburban Washington, D.C. and the Long Island Railroad
servicing suburban New York City are city-to-suburb commuter rail examples. Commuter rail
is often employed to connect one central city to another if the cities are in close proximity.
The Trinity Railway Express (TRE) connecting Dallas and Fort Worth is an example of a city-
to-city commuter rail system. Table 3-1 provides a vehicle technology summary.

Table 3-1 Vehicle Technologies Considered

e Connects urban communities with CBD and
urban activity centers

e Vehicles are electrically powered from
overhead wires

e Capable of running in street or on exclusive
right-of-way

e Vehicles are not FRA crash compliant

Light
Rail

e Connects suburban communities to activity
centers, LRT corridors, and city centers

e Vehicles are similar in size to LRT vehicles

e Service may operate on shared tracks with
freight railroads and on exclusive right-of-way

o Self-propelled passenger vehicles

Light Rail
New
Technology

o Used for passenger rail services between
downtown and distant suburbs (Long Island,
New York)

e Used to connect large central cities (West
Palm Beach/Fort Lauderdale/Miami in south
Florida and Dallas/Fort Worth in north Texas)

e Service may be on tracks shared with freight
railroad operations

¢ Vehicles are FRA crash compliant

e Service provided by equipment generally
characterized as “push-pull”

Commuter
Rail

Source: DART, 2010 and NCTCOG, September 2009

July 2010 3-3 Final Report




McKinney Corridor
Chapter 3 — Development of Alternatives Conceptual Engineering and Funding Study

3.2 DEFINITION OF ALIGNMENT ALTERNATIVES
3.2.1 Alignment Alternatives

Previous studies have identified one alignment with a slight variation of station locations.
Various station locations were identified in alignment alternatives development. Generally,
the CE & FS incorporates an alignment following the existing DART-owned railroad right-of-
way, as was done in previous corridor study efforts. Alignments on new right-of-way were
not considered due to anticipated difficulty in acquiring needed right-of-way and potentially
greater social, economic, and natural environment impacts.

3.2.2 Grade Separations

Within the McKinney Corridor, three of the 27 roadway crossings are grade separated.
Additional traffic analyses and travel demand forecast modeling will be required for each
at-grade crossing in the next project development phase. For this study, a preliminary grade
separation analysis was conducted to determine if existing at-grade crossings are warranted
for grade separation. The analysis deemed a roadway warranted for grade separation if one
of the following criteria is satisfied:

o Traffic volumes greater than 40,000 daily vehicles
e Roadway is a six-lane facility
e Roadway is a four-lane divided facility

This analysis would determine if the addition of passenger rail service would increase vehicle
queuing or decrease roadway level-of-service (LOS) to levels warranting grade separation.
Table 3-2 provides a list of current or proposed roadways in the McKinney Corridor meeting
one or more of these criteria based on year 2030 model results identified in Mobility 2030 -
2009 Amendment. More analysis would be performed in future studies to determine if these
grade separations are warranted. DART established a policy by resolution in 1997 regarding
grade separation. The resolution outlines criteria similar to those used in this study for
warranting grade separation of roadway intersections for DART capital projects.

Table 3-2 Potential Grade Separations

Street 40,000+ VPD 6+ Lanes | 4-Lane Divided
6-Lane Major Arterial [Future] X
US 380 X X
Existing FM 546 (Industrial Boulevard) X
FM 546 Realignment [Future] X

Stacy Road X X
Exchange Parkway X
McDermott Drive X
Bethany Drive X
Legacy Drive X X
Spring Creek Parkway X X
Parker Road X X

Source: Mobility 2030 - 2009 Amendment travel demand model (DFWRTM version 3.3.1)
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3.2.3 Termini

A terminus located at a transit rail hub allows passengers to transfer between multiple
passenger rail lines. Within the McKinney Corridor the potential transit rail hub is the Parker
Road Station. At this station riders could connect to the DART Red Line LRT to reach
downtown Dallas or other destinations along the line. The Cotton Belt Corridor could also
connect with the DART Red Line at various locations including the existing DART Red Line
Bush Turnpike Station or a new 12th Street Station near the DART Red Line/Cotton Belt
intersection. Technical and regulatory obstacles make a northward extension of the Cotton
Belt within the existing DART Red Line alignment unfeasible. However, if technical issues
can be resolved, the Cotton Belt Corridor could pass through Downtown Plano Station and
Parker Road Stations and terminate at the McKinney North 2 Station.

The northern terminus would be an end of the line station for this corridor. The McKinney
North 2 Station or the US 380—McKinney Station could be designed to serve local residents
and park-and-ride users. If the population north of the proposed terminus continues to
expand, a northward extension of passenger rail service to Melissa or Anna could be
considered.

3.2.4 Right-of-Way

The existing McKinney Corridor right-of-way extends from Parker Road in Plano to
McKinney, a distance of approximately 17.7 route miles. DART owns the right-of-way from
the Parker Road Station to a junction with a Burlington Northern Santa Fe (BNSF) freight rail
line near Sherman, Texas. The right-of-way width is generally 100 feet with variations along
the corridor. Figure 3-1 shows the track ownership within the proposed corridor.

3.2.5 Operating Rights

Within the McKinney Corridor right-of-way, the Dallas, Garland, and Northeastern Railroad
Company (DGNO) serves the freight rail customers. DART operates and dispatches the
LRT service within the corridor. DART LRT vehicles are often parked on the tracks
immediately north of the Parker Road Station when not in use. Figure 3-1 also shows the
operating rights for the McKinney Corridor and connecting facilities.

3.3 DESCRIPTION OF ALTERNATIVES
3.3.1  No-Build Alternative

The No-Build Alternative assumes the background roadway, thoroughfare, and transit
network included in Mobility 2030 - 2009 Amendment [the financially constrained, long-range
metropolitan transportation plan (MTP) adopted by NCTCOG, the Metropolitan Planning
Organization (MPO) for the DFW region] is completed by 2030. Mobility 2030 - 2009
Amendment includes Intelligent Transportation System (ITS) improvements such as ramp
metering, variable message signs, and incident management systems.

DART currently provides LRT service along the DART Red Line from Dallas to Parker Road
Station in Plano and operates five bus routes in the study area within Plano. DART offers
on-call service to supplement the fixed route service within the DART service area.
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Figure 3-1 — Rail Line Ownership and Operation
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Collin County Area Regional Transit (CCART) operates three bus routes within the McKinney
Urbanized Area, supplemented by Americans with Disabilities Act (ADA) paratransit service
to locations within three-fourths of a mile of the fixed routes. CCART also provides demand
responsive public transportation services throughout Collin County.

The No-Build Alternative will include all planned improvements to the regional roadway
system and transit services, except for the McKinney Corridor passenger rail and associated
support bus services. The No-Build Alternative would be carried forward into the next project
development phase for comparative reasons.

3.3.2 Build Alternatives

The build alternatives are based upon the corridor alignment recommended in the NCTCOG
RRCS completed in 2005. In addition, the alternatives are based on input from various
technical staff representing the cities along the corridor, previous study efforts, and corridor
stakeholders. All six build alternatives are proposed to operate within the existing DART
owned right-of-way. The alternatives tested variations in vehicle technology and potential
station locations. Alternatives 1, 2, and 6 include interlined service within the existing DART
Red Line LRT service area. This interlined service would share the tracks with the existing
DART Red Line service, effectively doubling the frequency of service at stations served by
both lines. Alternatives 4 and 5 test the implementation of the McKinney Corridor as a
continuation of the proposed Cotton Belt Corridor and the existing DART Red Line,
respectively.

3.3.2.1 Alternative 1

In Alternative 1, a new LRT service throughout the McKinney Corridor and interlining with the
DART Red Line between Parker Road Station and Bush Turnpike Station is examined. This
service would require riders with destinations south of Bush Turnpike Station to transfer to
the DART Red Line at one of the three stations served by both routes, but would allow for
direct transfers to the proposed Cotton Belt Corridor eastern terminus at the Bush Turnpike
Station or a possible station near 12th Street in Plano. Every potential station location was
included in this alternative. Figure 3-2 shows the alignment and stations modeled in
Alternative 1.

As described in Section 3.1.1, LRT service cannot share tracks with the existing freight rail
service in McKinney. In addition to the tracks required for LRT vehicles, dedicated freight rail
tracks would need to be constructed within the existing right-of-way if freight rail service is to
continue.

3.3.2.2 Alternative 2

The passenger rail service modeled in Alternative 2 operates under the same conditions as
Alternative 1. The only difference between the alternatives is a reduction in the number of
stations built. Millennium Business Park Station, Industrial Boulevard Station, and McKinney
North 1 Station were not included in the regional travel demand model for this alternative.
Figure 3-3 shows the alignment and stations modeled in Alternative 2. As with Alternative 1,
dedicated freight rail tracks would need to be constructed within the existing right-of-way in
McKinney if freight rail service is to continue.
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Figure 3-2 — Alternative 1
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Figure 3-3 — Alternative 2
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McKinney Corridor
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3.3.2.3 Alternative 3

The LRNT service modeled in Alternative 3 offers the most limited service of the six
alternatives. The service begins at the Parker Road Station and continues north to
McKinney North 2 Station, serving the same stations as Alternative 2. McKinney Corridor
users in this alternative are required to transfer to, or from, the DART Red Line at Parker
Road Station if their origin or destination are not both within the McKinney Corridor service
area. Passengers traveling to destinations along the proposed Cotton Belt Corridor would be
required to transfer two times, once at Parker Road Station and again at the eastern
terminus station (Bush Turnpike Station in Richardson or a possible new station near 12th
Street in Plano). Figure 3-4 shows the alignment and stations modeled in Alternative 3.

The existing freight rail service in McKinney would be compatible with LRNT service if FRA
compliant vehicles are used. The tracks required for these vehicles could continue to serve
freight rail vehicles. The low level of daily freight rail traffic within the corridor could be
integrated with passenger rail service through appropriate dispatching.

3.3.2.4 Alternative 4

The LRNT service modeled in Alternative 4 offers service to the same stations as

Alternative 3. In addition, the service in the McKinney Corridor and the proposed Cotton Belt
Corridor are combined in this alternative to allow users to continue southwest toward
Addison, Carrollton, or Dallas/Fort Worth International Airport (DFWIA) without transferring.
For passengers within the McKinney Corridor with destinations toward downtown Dallas,
transfers to the DART Red Line could be accommodated at the Parker Road or Downtown
Plano Stations. Figure 3-5 shows the alignment and stations modeled in Alternative 4.

As in Alternative 3, the existing freight rail service in McKinney is compatible with LRNT
service if FRA compliant vehicles are used. Interlining the Cotton Belt and McKinney
Corridors creates additional logistical and engineering issues to be addressed. The ability to
operate LRNT vehicles along the same tracks as LRT vehicles could be limited if FRA
compliant vehicles are used. Vehicle technology and FRA policy changes would be needed
before this alternative could be implemented. If the vehicles can safely be operated on the
same tracks, the stations would need to be modified to meet ADA accessibility requirements
for both vehicle types. The dispatching requirements for this alternative are more
complicated than for any other modeled alternative. If separate tracks are needed to
accommodate LRNT vehicles through the existing LRT service area, additional right-of-way
or lengthy elevated sections would be needed.
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Figure 3-4 — Alternative 3
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Figure 3-5 — Alternative 4
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3.3.2.5 Alternative 5

In Alternative 5, a combination of DART Red Line LRT service with the McKinney Corridor is
modeled. This service allows for one-seat rides (i.e., no transfers) from stations in the
McKinney Corridor to all destinations along the DART Red Line. Direct transfers to the
proposed Cotton Belt Corridor would occur at the eastern terminus at Bush Turnpike Station
or a possible station near 12th Street in Plano. With LRT service the minimum distance
between stations is shorter; therefore each potential station location was included in this
alternative. Figure 3-6 shows the alignment and stations modeled in Alternative 5. As with
the other LRT alternatives, dedicated freight rail tracks would need to be constructed within
the existing right-of-way in McKinney if freight rail service is to continue.

3.3.2.6 Alternative 6

In Alternative 6, a new LRT service throughout the McKinney Corridor interlined with the
DART Red Line between Parker Road Station and Mockingbird Station is modeled. This
service allows for one-seat rides from stations in the McKinney Corridor to destinations along
the DART Red Line from Mockingbird Station north. Users with destinations farther south or
along the DART Blue Line could transfer to another transit service at this station. Direct
transfers to the proposed Cotton Belt Corridor would occur at the eastern terminus at Bush
Turnpike Station or a possible station near 12th Street in Plano. Eleven potential stations
location were included in this alternative. Figure 3-7 shows the alignment and stations
modeled in Alternative 6. As with the other LRT alternatives, dedicated freight rail tracks
would need to be constructed within the existing right-of-way in McKinney if freight rail
service is to continue.

3.3.2.7 Summary of Build Alternatives

Table 3-3 provides a matrix showing the technology and service alternatives considered. All
six alternatives include McKinney North 2 Station as the northern terminus.

Table 3-3 Build Alternatives Summary

McKinney
Primary Interlined Combined Southern Corridor
Alternative Mode Service Service Terminus Stations
1 LRT DART Red Line None Bush Turnpike 11
2 LRT DART Red Line None Bush Turnpike 8
3 LRNT None None Parker Road 8
4 LRNT None Cotton Belt DFW Airport 8
5 LRT None DART Red Line | West Oak Cliff 11
6 LRT DART Red Line None Mockingbird 11

Source: NCTCOG, September 2009
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Figure 3-6 — Alternative 5
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Figure 3-7 — Alternative 6
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McKinney Corridor
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3.4 STATIONS

The proposed passenger rail service would provide up to 10 new stations depending on the
vehicle technology and build alternative selected for this corridor. Station platforms would be
approximately 300 to 500 feet in length and can be described as one of the following:

e Center platforms — one station platform in the center of the tracks with the tracks on the
outside of the station platform

o Side platforms — two station platforms across from each other with the tracks on the
inside of the station platforms

Some McKinney Corridor alignment alternatives include service to stations outside the
McKinney Corridor study area. While the increased service or connectivity could have a
marginal impact on land use and development trends near these stations, any changes
induced solely by the McKinney Corridor are considered unlikely. The primary driver of any
changes in transportation infrastructure or land use would be the existing DART Red Line or
the proposed Cotton Belt Corridor. The specific locations of any proposed stations along
these passenger rail services are not addressed in this study.

3.41 Parker Road Station

Located within one-half mile of US 75, access to this existing DART Red Line station is
provided by the local street network. Major arterials near the station include, Parker Road,
Park Boulevard, and K Avenue. Bicycle and pedestrian access through the Regional
Veloweb is planned on the Lavon Link Trail. Plano has plans for designated on-street bicycle
lanes along Central Parkway and Archerwood Street, and several off-street facilities along
Spring Creek Parkway about one-half mile south of the station. The local street network
currently provides direct pedestrian and bicycle access to the facility. DART local transit
feeder bus service is in place for this station. This location could serve as a connection
between the DART Red Line, the proposed Cotton Belt Corridor, and the McKinney Corridor
for rail transit users, depending on the alternatives selected. Figure 3-8 shows the
transportation facilities near this station.

3.4.2 Legacy Drive Station

The proposed Legacy Drive Station would be located along the McKinney Corridor
approximately half-way between Spring Creek Parkway and Legacy Drive. Both Raytheon
Company and Texas Instruments have offices within one-half mile of the proposed station.
Roadway access to this station would be accommodated on US 75, K Avenue, and Legacy
Drive. Bicycle and pedestrian access would be accommodated on the planned Plano
Central Link Trail, as well as local streets and sidewalks. Future land uses for Plano indicate
mixed commercial development near the future station. Additional local feeder bus service to
supplement existing DART bus service would be considered for this proposed station. A
parking analysis would need to be conducted in subsequent project development phases to
identify appropriate parking requirements. Figure 3-8 shows the transportation facilities near
this station.
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3.4.3 Millennium Business Park Station

The Millennium Business Park Station would provide transit access to several major
employers, including Experian and Jack Henry & Associates. The Allen future land use
maps indicate additional office and industrial development in this area. Roadway access to
this station would be accommodated on US 75, Greenville Avenue, and Ridgemont Drive.
Bicycle and pedestrian access would be accommodated on the planned Cotton Belt Lavon
Trail, as well as local streets and sidewalks. Local feeder bus service would be considered
for this proposed station. A parking analysis would need to be conducted in subsequent
project development phases to identify appropriate parking requirements. Figure 3-8 shows
the transportation facilities near this station.

3.4.4 Downtown Allen Station

The proposed Downtown Allen Station would be located north of Main Street in downtown
Allen. The historic Allen Train Depot is located just south of Main Street in downtown Allen.
The largest employer near this station is the City of Allen. The primary roadway access to
this station would be accommodated on McDermott Boulevard and Main Street, while US 75
and Greenville Avenue are located within one-half mile of the proposed station location.
Bicycle and pedestrian access would be accommodated on the planned Cotton Belt Lavon
Trail, as well as local streets and sidewalks. The Allen Station Park bicycle and pedestrian
trail system connects to St. Mary Drive and Cedar Drive less than one-half mile north of the
proposed station. A local feeder bus service would be considered for this proposed station.
A parking analysis would need to be conducted in subsequent project development phases
to identify appropriate parking requirements. Figure 3-8 shows the transportation facilities
near this station.

3.4.5 Stacy Road Station

The proposed Stacy Road Station would be located within The Village at Allen or The Village
at Fairview developments. This station would be located near the intersection of US 75 and
Stacy Road. These developments have a mixture of residential and commercial properties.
The Allen Event Center and the Allen Premium Outlets are also located within one-half mile
of the proposed station. Bicycle and pedestrian access would be accommodated on the
existing and planned Stacy Road bicycle lanes, the planned Cotton Belt Lavon Trail, and
other local streets and sidewalks. A local feeder bus service would be considered for this
proposed station. A parking analysis would need to be conducted in subsequent project
development phases to identify appropriate parking requirements. Figure 3-9 shows the
transportation facilities near this station.
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3.4.6 Fairview/SH 5 Station

The Fairview/SH 5 Station would be located near the intersection of SH 5 with the McKinney
Corridor. The planned Fairview Center mixed-use development includes land reserved for a
future rail station. The primary roadway access to this station would be accommodated on
SH 5. Bicycle and pedestrian access would be accommodated on the planned Bluebonnet
East and Sloan Creek Trails, as well as local streets and sidewalks. A local feeder bus
service would be considered for this proposed station. A parking analysis would need to be
conducted in subsequent project development phases to identify appropriate parking
requirements. Figure 3-9 shows the transportation facilities near this station.

3.4.7 Industrial Boulevard Station

The Industrial Boulevard Station would be located near the McKinney Corridor intersection
with Industrial Boulevard. The current land use in the area is mostly industrial, with Encore
Wire Corporation located within one-fourth mile of the proposed station and Timber Blind
Manufacturing located within one-half mile of the proposed station. The historic Pecan
Grove Cemetery is located at the southeast corner of Industrial Boulevard and SH 5. Collin
County Regional Airport is located approximately one-mile east of the proposed station. The
McKinney future land use plan calls for development of a transit village near this proposed
station. The primary roadway access to this station would be accommodated by Industrial
Boulevard, Eldorado Parkway, and SH 5. Bicycle and pedestrian access would be
accommodated on the planned Bluebonnet East Regional Veloweb Trail, as well as local
streets and sidewalks. Additional local feeder bus service would be considered to
supplement existing CCART bus service in the area. A parking analysis would need to be
conducted in subsequent project development phases to identify appropriate parking
requirements. Figure 3-9 shows the transportation facilities near this station.

3.4.8 Downtown McKinney Station

The proposed Downtown McKinney Station would be located near downtown McKinney
immediately north of Virginia Street or immediately south of Louisiana Street. Current land
use near the station is a mixture of residential, office, retail, and industrial. The McKinney
Town Center Study envisions this station as part of an urban transit village, not as a park-
and-ride location. The City of McKinney is a major employer near this potential station.
Major arterials near the station include SH 5 (McDonald Street), Louisiana Street, Virginia
Street, and Tennessee Street. Bicycle and pedestrian access would be served by the local
street and sidewalk networks and by the planned Bluebonnet East Regional Veloweb Trail.
Additional local feeder bus service to supplement existing CCART bus service would be
considered for this proposed station. The Downtown McKinney Station is proposed to be an
urban station with limited or no vehicle parking. Figure 3-9 shows the transportation facilities
near this station.
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3.4.9 US 380-McKinney Station

The US 380-McKinney Station would be located north of US 380 near the intersection with
the McKinney Corridor. Roadway access to this station would be accommodated by US 380
and SH 5, making this station ideal for park-and-ride commuters throughout north-central
Collin County. Bicycle and pedestrian access would be accommodated on local streets and
sidewalks. The Bluebonnet East Regional Veloweb Trail is also planned to terminate in the
area south of this station. Additional local feeder bus service to supplement existing CCART
bus service would be considered for this proposed station. A parking analysis would need to
be conducted in subsequent project development phases to identify appropriate parking
requirements. Figure 3-10 shows the transportation facilities near this station.

3.4.10 McKinney North 1 Station

The proposed McKinney North 1 Station would be located at a transit village included on
McKinney future land use map. Presently located in a relatively rural location, access to this
station is currently limited to County Road 388 and private roads. Based on McKinney’s
future transportation plan, a planned six lane major arterial roadway would provide station
access. There is a planned bicycle and pedestrian trail system along Clemons Creek and
within the existing rail right-of-way in proximity to the proposed station. Local feeder bus
service would be considered for this proposed station. A parking analysis would need to be
conducted in subsequent project development phases to identify appropriate parking
requirements. Figure 3-10 shows the transportation facilities near this station.

3.4.11 McKinney North 2 Station

The proposed McKinney North 2 Station would be located at a transit village included on the
City of McKinney future land use map. As with the proposed McKinney North 1 Station, this
station is currently located in a mostly undeveloped area. Access to this station is currently
limited to Berry Road and private roads. Based on the future transportation plan, McKinney
will expand the arterial roadway network to provide access to the station. There are planned
bicycle and pedestrian trails within the existing rail right-of-way and along Fitzhugh Branch in
Melissa that would provide access to the proposed station. A local feeder bus service would
be considered for this proposed station. A parking analysis would need to be conducted in
subsequent project development phases to identify appropriate parking requirements. Figure
3-10 shows the transportation facilities near this station.

3.4.12 Station Summary

Table 3-4 shows the approximate spacing between each potential station. Table 3-5
provides a matrix showing the potential stations for each alternative. The stations are listed
from south to north. All six build alternatives provide service starting at Parker Road Station
and terminating at McKinney North 2 Station. The eventual McKinney Corridor could include
any combination of potential stations and should not be limited to only the station
combinations examined in this study. Parking would be provided at stations where demand
warrants and space allows. Parking demand will be evaluated in greater detail in the next
project development phase. An impact assessment of the build alternatives on existing
transit services would be performed in subsequent studies.
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Table 3-4 Station Spacing
© 4 .
© = ©
§|¢|(SE2 |8 | 8|2 |=E/58. 88 |2
55| BEE|2_| % |2 |532E|gEEC|E
- Q o c | > wolcl|lol(S |l
ol 5| 222388 3|5 |23|2%|ns5/55/85
Bl & | S EaddI| & |[Cw|Ealds|SS|=2|=2
From Station Distance (miles)
Parker Road (Existing) -- 20| 34| 52| 7.1 9.0 11.6| 13.0] 13.9| 16.7| 17.7
Legacy Drive -- 1. 3.2| 51| 7.0 9.6| 11.0] 11.9] 14.7| 15.7
Millennium Business Park -- 1.7] 3.7] 5.6| 8.2 9.5 10.5 13.2| 14.3
Downtown Allen 2.0 3.9 6.5 7.8/ 8.7 11.5/ 12.6
Stacy Road -- 1.9 45/ 5.8 6.8/ 9.5 10.6
Fairview/SH 5 -- 26| 39| 49 76| 87
Industrial Boulevard -- 1.3] 2.3 5.0 6.1
Downtown McKinney -- 0.9 3.7] 4.8
US 380—McKinney -- 2.8 3.8
McKinney North 1 -- 1.1
McKinney North 2 --
Source: NCTCOG, 2010
Table 3-5 Build Alternatives Station List
Station Alternative 1 2 3 4 5 6
DART Red Line Stations south of Mockingbird X
DART Red Line Stations from Mockingbird to X X
Eastern Cotton Belt Terminus
Cotton Belt Stations from DFW Airport to X
UTD/Synergy Park
Eastern Cotton Belt Terminus and X X X X X
Downtown Plano
Parker Road X X X X X X
Legacy Drive X X X X X X
Millennium Business Park X X X
Downtown Allen X X X X X X
Stacy Road X X X X X X
Fairview/SH 5 X X X X X X
Industrial Boulevard X X X
Downtown McKinney X X X X X X
US 380—McKinney X X X X X X
McKinney North 1 X X X
McKinney North 2 X X X X X X

Source: NCTCOG, September 2009
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3.5 PROJECTED RIDERSHIP

Using standard transit ridership forecasting techniques, estimated riders in the McKinney
Corridor were calculated using the Mobility 2030 - 2009 Amendment Dallas-Fort Worth
Regional Travel Model (DFWRTM). Demographic input datasets used in the modeling
exercise were adopted by the NCTCOG Executive Board and are considered the official
demographic dataset for the region. The model information used in this study evaluates
projected conditions for the horizon year of 2030. No alterations were made to the
demographic dataset as adopted.

By employing the adopted demographic dataset, the travel demand modeling conforms to
the regional planning process. NCTCOG staff is currently developing the datasets and a
travel demand model for the next MTP horizon year, 2035. The updated demographic data
sets will incorporate additional anticipated development near several locations as determined
by local governments. The next project implementation phase will incorporate the updated
demographic datasets.

Ridership estimates for stations in each corridor alternative are presented in Table 3-6.

The table shows the total length of the modeled passenger rail service, the estimated
corridor travel time, and the total transit ridership in the DFW region for each alternative.
“‘DART Transfer Trips” reflect the total number of transfers from McKinney Corridor service to
modeled DART bus or LRT service. “Parker Road (Red Line)” activity is included to show
how transfer options could impact existing DART LRT service. The “McKinney Station Total”
is the activity in stations within the McKinney Corridor. In each alternative except Alternative
3, some passengers board or alight at stations outside the McKinney Corridor. The
“McKinney Line Total” includes both passengers who board and alight within the corridor and
those with only one end of their trip in the study area.
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Table 3-6 Estimated 2030 Daily Passenger Volumes

Alternative
Project Measure No Build 1 2 3 4 5 6
Primary Mode N/A LRT LRT LRNT | LRNT LRT LRT
Length (miles)’ N/A 19.9 19.9 17.7 44.6 49.0 32.3
Travel Time (minutes) N/A 29.7 28.1 23.9 61.8 78.7 49.7
Headway” (peak/off-peak) N/A 10/20 | 10/20 | 20/60 | 20/60 | 10/20 | 10/20
Regional Transit Trips 293,041 |297,710 |297,776 [295,313 (298,478 (298,657 {300,454
DART Transfer Trips 2,800 2,730 1,680 1,020 4,050 3,510
Modeled Ridership

Parker Road (Red Line) 2400 1680| 1670| 3,120 | 2,250 | 2,000| 1,360
Parker Road 590 590 1,780 570 360 350
Legacy Drive 400 450 220 40 420 350
Millennium Business Park 150 170 130
Downtown Allen 780 870 500 450 1,140 950
Stacy Road 650 660 360 830 640 580
Fairview/SH 5 680 690 440 600 860 800
Industrial Boulevard 30 20 20
Downtown McKinney 770 790 440 490 930 870
US 380—McKinney 680 770 450 710 740 690
McKinney North 1 150 150 140
McKinney North 2 130 180 110 140 130 120
McKinney Station Total 5010 5,000 4,300] 3,830 5,560 | 5,000
Interlined Ridership® 2,360 2,280° 3,230°
Combined Ridership® 1,910°| 3,760’
McKinney Line Total 7,370 7,280 4,300| 5,740 9,320 | 8,230

Source: Mobility 2030 - 2009 Amendment travel demand model (DFWRTM version 3.3.1)

1. Includes length of interlined or shared-track service

2. Frequency of train arrivals (in minutes)

3. Interlined and Combined Ridership include riders who board/alight within corridor stations and alight/board at
stations outside the McKinney Corridor

4. Interlined Ridership includes one-seat rides through the DART Red Line Bush Turnpike Station

5. Interlined Ridership includes one-seat rides through the DART Red Line Mockingbird Station

6. Combined Ridership includes one-seat rides through the planned Cotton Belt DFW Airport Station

7. Combined Ridership includes one-seat rides through the DART Red Line West Oak Cliff Station

3.6 RAIL OPERATIONS

The frequency of service and hours of operation for passenger rail would vary by technology.
Figure 3-11 shows the rail operations modeled for the build alternatives.

3.6.1 Light Rail Transit Operations

Proposed McKinney Corridor operations for LRT alternatives will be similar to current DART
Red Line rail service operations. Rail service would be provided between 5:00 a.m. and
12:30 a.m. with non-service hours reserved for maintenance. During peak periods (weekday
mornings from 6:00 a.m. to 9:00 a.m. and afternoons from 3:00 p.m. to 6:00 p.m.) rail service
would operate with ten-minute headways. During the off-peak operating periods (mid-days
between 9:00 a.m. to 3:00 p.m., evenings from 6:00 p.m. to 12:00 a.m., and weekends) the
route is planned to operate with 20-minute headways. These headways would vary slightly
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in areas where McKinney Corridor service shares track with other LRT services. An
expansion of existing DART LRT maintenance facilities to accommodate McKinney Corridor
vehicles is assumed for these alternatives.

A detailed operational impact analysis to existing transit services is outside the scope of this
study. Several general issues will need to be addressed for any McKinney Corridor
alternative, especially those implemented using LRT vehicles. Peak period capacity along
the DART Red Line is constrained by two main factors: vehicle headways and downtown
Dallas corridor capacity. Current vehicle headways during peak periods range from four to
seven minutes. Reducing these headways to provide more frequent service could lead to
reduced reliability of service, especially south of Mockingbird Station where the track is
shared by the DART Blue Line. With the opening of the DART Green Line and planned
DART Orange Line, the additional capacity constraints through downtown Dallas limit the
minimum headways for all DART LRT services. A planned second downtown Dallas
alignment (D2) would address the conflict of short headways and the overlapping demands
of multiple lines using shared tracks. Unless the D2 alignment was already in place, the
construction of the McKinney Corridor could overload the LRT system through Dallas.

3.6.2 Light Rail New Technology Operations

Proposed McKinney Corridor operations for LRNT alternatives will be similar to current TRE
rail service operations. Rail service would be provided between 5:00 a.m. and 12:00 a.m.
with non-service hours reserved for maintenance. During peak periods (weekday mornings
from 6:00 a.m. to 9:00 a.m. and afternoons from 3:00 p.m. to 6:00 p.m.) rail service would
operate with 20-minute headways. During the off-peak operating periods (mid-days between
9:00 a.m. to 3:00 p.m., evenings from 6:00 p.m. to 12:00 a.m., and weekends) the route is
planned to operate with 60-minute headways.

In the LRNT alternatives, freight service operations would coexist with passenger service
within McKinney, with one track with sidings shared by passenger and freight service. The
separation between the tracks and vehicle type considered would meet FRA and FTA
requirements. The proposed operating concept would be reviewed and modified within the
next project development phase. Vehicle access to an LRNT maintenance facility shared
with the TRE or DCTA would be routed to the Cotton Belt line through the existing DART
Red Line service area or, if that is not technically feasible, through the BNSF line that
connects to the McKinney Corridor line near Sherman, Texas.
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Figure 3-11 — Modeled Rail Operations
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3.7 BUS OPERATIONS

Currently, eight bus routes provide service within the corridor. Current bus services are
limited to McKinney and Plano. Some existing bus routes could serve a feeder bus role.

Bus route headways would be adjusted to match needs associated with the rail service
schedule. Expanded bus transit operations within the corridor would be evaluated in the next
project development phase for possible modifications to provide connections to new stations
within the corridor. Figure 3-12 shows the bus network modeled for the build alternatives.

3.8 COSTS

Conceptual capital costs were estimated for the six build alternative scenarios considered in
this study. Capital cost estimates were developed in part using the conceptual alignment
alternatives described in Section 3.3. DART Capital Cost Methodology, recent TRE
construction bids, recent DART LRT estimated costs, and previous work efforts from
NCTCOG RRCS and RNT efforts were the basis for unit and line item costs. The information
and methodology contained in DART Capital Cost Methodology are in accordance with FTA
guidelines for the preparation of capital cost estimates. Cost estimate items are grouped
based upon the FTA Standard Cost Categories (SCCs) for major capital projects, these
include:

Guideway and track elements

Station, stops, terminals and intermodal

Support facilities: yards, shops, administrative buildings
Site work and special conditions

Systems

Right-of-way, land, existing improvements

Vehicles

Professional services

Unallocated contingency
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Figure 3-12 — Modeled Bus Routes
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Assumptions included as part of the conceptual capital cost estimates are:

e A grade separation is suggested if a crossing is a major arterial that carries (or is
expected to carry) more than 40,000 vehicles per day, is a six-lane facility, or is a four-
lane divided facility.

e |n areas along the corridor where a new bridge structure and/or replacement of an
existing structure is needed for creek or stream crossings (approximation based upon
previous study of existing stream/wetland crossings within corridor).

e Station locations proposed to include parking, 300 parking spaces per station is included
in the cost estimates. Some station locations will not have parking and will be further
studied in the next project development phase.

o All capital cost estimates have been developed using year 2009 dollars.

e Unit costs are based on averages of costs for similar recent construction in the DFW
region.

e As recommended by DART Capital Cost Methodology, a 30 percent design contingency
is added to the civil engineering cost estimate to cover possible unit cost changes as
projects progress through various design development stages.

e A ten percent construction contingency is added to the estimated construction cost
estimate to cover unforeseen costs incurred during construction.

e As recommended by DART Capital Cost Methodology, a 32 percent add-on allowance is
added to construction cost estimates for professional services to cover administrative
costs. These values reflect the DART cost to provide administrative services and are
capitalized against the project.

e As recommended by DART Capital Cost Methodology, right-of-way is estimated to be
approximately four percent of the estimated construction costs for LRNT or 15 percent for
LRT. This does not include the right-of-way presently owned by DART and generally
represents land typically needed for stations and station access.

¢ An additional one percent of construction cost is added to cover potential environmental
mitigation not incorporated into the design.

Cost estimates include all infrastructure items: track installation, land acquisition, stations,
parking, signal system installation, and equipment acquisition. Cost assumptions do not
include elevated or sub-grade sections along the corridor but do include various grade
separation costs. Infrastructure requirements were identified at a conceptual level based on
proposed alignments.

The cost estimates do not account for additional costs incurred on the existing transit system
caused by the addition of McKinney Corridor service. The detailed operational plan required
to estimate these costs is not within the scope of this CE & FS. These and other operational
and maintenance costs will be addressed in future engineering or environmental studies.

Detailed worksheets based on the DART Capital Cost Methodology were developed to
calculate capital cost estimates for each alternative. Each worksheet includes the relevant
alternative elements by unit costs for each item. The worksheets providing capital cost
estimate information for the corridor are provided in Appendix A. Table 3-7 shows a
summary of capital cost estimates for each alternative.
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Table 3-7 Rail Capital Costs Summary
Alternative
1 2 3 | 4 | 5 | 6
Cost Category Cost (millions of 2009 dollars)

Guideway and Track Elements $127 $127 $93 $219 $127 $127
Passenger Stations and Parking $50 $35 $35 $81 $50 $50
Maintenance and Layover Facilities $7 $7 $4 $4 $7 $7
Sitework & Special Conditions $67 $67 $7 $16 $67 $67
Electrification, Signaling and

Communications Systems $196 $196 $29 $74 $196 $196
Allowances $384 | $371 $144 | $338 | $384 | $384
Right-of-Way Acquisition $87 $84 $9 $20 $87 $87
Vehicles $153 $153 $77 $165 $153 $282
Unallocated Contingency’ $0 $0 $0 $50 $0 $0
Capital Cost Total $1,071 | $1,040 $398 $967 | $1,071 | $1,200
Approximate Capital Cost Total? $1,075 | $1,050 $400 $975 | $1,075 | $1,200
Total Length (miles) 17.7 17.7 17.7 44.6 17.7 17.7
Approximate Cost Per Mile $61 $59 $23 $22 $61 $68
Annualized Capital Cost’ $75.25 | $73.50 | $28.00 | $68.25 | $75.25 | $84.00
2030 Annual Ridership (millions)* 2.06 2.04 1.20 3.39 2.61 2.33
Annualized Capital Cost Per Rider

(in 2009 dollars/rider) $37 $36 $23 $20 $29 $36

1. Alternative 4: Unallocated Contingency includes trench alignments proposed in the Cities of Dallas and Coppell,
as well as an environmental contingency along the Cotton Belt Corridor

2. Approximate Capital Cost Total rounded to the nearest $25 million

3. Annualized Cost = 0.07 x Present Value (assumes 50-year project life and 6.75 percent annual inflation)
4.2030 Annual Ridership = Daily Ridership estimate x 280 days (to account for holidays and weekends)
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4.0 AFFECTED ENVIRONMENT

Chapter 4 summarizes the social, economic, and natural environmental resources within the
McKinney Corridor study area described in Chapter 1, Section 1.4. These resources include
the transportation system, land use, socio-economic indicators, community facilities, cultural
resources, parklands and recreational areas, regulated/hazardous material sites, air quality,
noise, vibration, water resources, biological resources, wetlands, soils, geology, and energy.
This information was developed using the best available data from federal and state resource
agencies and local governments. This information was developed to establish the existing
conditions within the corridor and to assist with early identification of potential issues and
opportunities along the corridor. The data also provides a foundation for future
environmental studies. Appendix B provides a more detailed accounting of this information
along with the legal and regulatory context, methodology/research, existing conditions, and
when available, future projections and plans.

41 TRANSPORTATION SYSTEM

To be efficient and effective, the proposed McKinney Corridor would be integrated into the
existing transportation system of roadways, transit routes, bicycle and pedestrian facilities,
railroads, and aviation facilities. Data collection to document the existing conditions of, and
proposed changes to, the transportation system within the McKinney Corridor came from a
variety of sources. The primary transportation system data sources regarding existing
conditions and proposed improvements are North Central Texas Council of Governments
(NCTCOG), the metropolitan planning organization (MPO) for the Dallas-Fort Worth (DFW)
region; Texas Department of Transportation (TxDOT); and Dallas Area Rapid Transit
(DART).

41.1 Roadway System

According to the 2000 United States (US) Census, over 90 percent of workers in the DFW
region traveled to work in a car, truck, or van. When motorcycles, buses, and taxis are
included, the percentage of work trips utilizing the roadway system is over 93 percent. The
most traveled facilities in the regional roadway network are interstate highways, other limited
access federal and state highways, and toll roads. Listed in Appendix B, Table B-1 are the
regionally significant arterials passing through the McKinney Corridor study area.

Appendix B, Figures B-1 and B-2, identify the major highways, toll roads, and regionally
significant arterials within the study area. The US 75 and State Highway (SH) 5 corridors
both run parallel to the McKinney Corridor. Appendix B, Figures B-3 and B-4, illustrate the
modeled level-of-service (LOS) for roadways, including regionally significant arterials, within
the study area and the traffic counts taken by TxDOT in 2004. The NCTCOG Dallas-Fort
Worth Regional Travel Model (DFWRTM) indicated approximately 75 percent of study area
roads were operating at a LOS A, B, or C in 2007; 12 percent were operating ata LOS D or
E; and 13 percent were operating at a LOS F.

There are several roadway improvement projects planned within the study area. These
projects are included in Appendix B, Tables B-2 and B-3. Planned improvements to the
existing highway system include the addition of tolled or managed lanes. Travel time

improvements associated with additional capacity would be distributed between system
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users based on the user’s ability to pay for access to the tolled or managed lanes. Appendix
B, Figure B-5, shows the locations of planned projects on highways, toll roads, and regionally
significant arterials.

Appendix B, Figures B-6 and B-7, depict the projected LOS for roadways within and near the
study area in 2030. By comparing the projected 2030 congestion levels to 2007 levels, the
LOS trend for the study area roadways is consistent with the regional trend. As shown in
Appendix B, Figure B-8, the McKinney Corridor passes through areas currently experiencing
moderate to severe congestion. Estimates indicate congestion levels will be more severe by
2030, even if all planned projects, including the McKinney Corridor passenger rail line, are
constructed.

4.1.2 Transit System

The McKinney Corridor study area falls within the service area of two transit providers, DART
and Collin County Area Regional Transit (CCART). Data describing the existing and
near-term expansion of transit routes and ridership was provided by DART and CCART.
NCTCOG provided information regarding the long-range regional planning for bus transit and
passenger rail projects.

Currently, DART operates most transit service provided within the study area. DART
operates several bus routes and one light rail transit (LRT) line, the Red Line, terminating
within the study area. Appendix B, Table B-4, lists the five DART bus routes passing through
some portion of the study area including one suburban route, two crosstown routes, and two
special or shuttle routes. DART also offers on-call service to areas within Plano. Appendix
B, Figure B-9, identifies the transit services currently provided within the study area. The
DART Red Line Parker Road Station is the only park-and-ride facility within the study area.

CCART also provides transit service in the study area. CCART operates three bus routes
within the McKinney Urbanized Area, listed in Appendix B, Table B-4. Appendix B, Figure B-
10, shows these routes. The fixed service routes are supplemented by Americans with
Disabilities Act (ADA) paratransit service to locations within three-fourths of a mile of the
fixed routes. CCART also provides demand responsive public transportation services
throughout Collin County.

In addition to existing LRT service provided by DART, the planned Cotton Belt Corridor could
connect, depending on the vehicle technology and other considerations, with the DART Red
Line. The connection could be made at a number of locations including the existing DART
Red Line Bush Turnpike Station, Downtown Plano Station, Parker Road Station, or
potentially a new station on the DART Red Line. Appendix B, Figure B-9, shows the location
of the Cotton Belt Corridor.

41.3 Bicycle and Pedestrian

Dedicated bicycle and pedestrian facilities exist at several locations within the study area.
Municipalities with existing facilities include Allen, McKinney, and Plano. All of the
municipalities in the study area have planned bicycle and pedestrian facilities. The primary
bicycle and pedestrian data sources include NCTCOG and the most recent comprehensive
plans and/or trail plans of Allen, Fairview, McKinney, Melissa, and Plano. NCTCOG
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maintains data describing the existing and planned regional bicycle and pedestrian facilities
associated with the Regional Veloweb initiative.

The Regional Veloweb is a 644-mile, designated off-street trail network planned to provide
bicycle and pedestrian connections in the DFW region. Appendix B, Figures B-11 and

B-12, show the locations of existing and planned bicycle and pedestrian facility
improvements in the study area. There are many portions of the Regional Veloweb planned
for inclusion into existing freight rail corridors including the Lavon Link, Plano Central Link,
Cotton Belt Lavon, and Bluebonnet East trails, which follow almost the entire alignment of the
McKinney Corridor rail line. Appendix B, Tables B-5, B-6, and B-7 list the existing and
planned bicycle and pedestrian facilities within the study area.

Approximately 17 miles of bicycle and pedestrian facilities are currently operational within the
study area. Facilities in Allen account for about ten miles (60 percent) of the bicycle and
pedestrian system within the study area.

All municipalities within the study area have planned expansions to their local bicycle and
pedestrian trail systems, totaling approximately 75 miles. Allen and Plano each plan to add
over 20 miles of trails. McKinney and Fairview plan to add approximately 18 and 13 miles of
improvements, respectively.

41.4 Freight

The existing roadway system accommodates most freight movement within the study area.
North of Industrial Boulevard in McKinney, one or two freight trains operate within the
McKinney Corridor on an average weekday. The primary data sources are NCTCOG and
TxDOT. TxDOT data describes the freight rail system, while NCTCOG data tracks the
locations of freight intensive facilities, freight oriented developments (FODs), and Foreign
Trade Zones (FTZs). Appendix B, Figures B-13 and B-14, illustrate the locations of freight
rail facilities within the study area.

Several locations within the study area have concentrations of freight intensive facilities
including one distribution center, 20 manufacturing centers, and four warehouses. These
facilities are concentrated mainly in three areas - the Millennium Business Park in Allen, near
Industrial Boulevard in McKinney, and near US 380 in McKinney. Access to freight rail
service was an important location factor for many McKinney facilities. There are no identified
FODs in the McKinney Corridor study area.

Another important regional freight system component are federally designated FTZs where
goods are considered outside of US Customs Territory. Within FTZs, goods can be stored,
distributed, manufactured, assembled, inspected, tested, and repackaged prior to officially
entering US Customs Territory. The benefits of these zones include reduced/deferred duty
rates, reduced inventory taxes, and increased security while goods are moving through the
supply chain. The only FTZ within three miles of the study area is the Fossil Partners
subzone in Richardson (FTZ #39-E), instituted as a subzone of the Dallas/Fort Worth
International Airport (DFWIA) FTZ (FTZ #39).

Owned by DART, the McKinney Corridor rail line provides active freight rail service in
McKinney. While no freight rail lines intersect the McKinney Corridor within the study area,
the Cotton Belt rail line crosses under the DART Red Line approximately one-third mile south
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of the study area. There are 19.7 miles of main line DART-owned tracks and 2.4 miles of
railroad spurs within the study area.

NCTCOG identified the US 75 corridor for potential long-term intercity truck lane restrictions.
If implemented, the proposed expanded truck lane restrictions along these facilities would not
allow trucks with three axles or more in the left-most lane except in areas within one mile of a
left exit or entrance to the facility. There has been no timeframe identified for the
implementation of additional truck lane restrictions for the US 75 corridor and no other
changes to the goods movement system are planned.

4.1.5 Aviation

Two primary commercial service airports serve DFW region passengers, DFWIA and Dallas
Love Field. DFWIA and Fort Worth Alliance Airport handle the majority of air cargo traffic
within the region. The sources for airport data include NCTCOG and the individual airports.

As identified in Appendix B, Figure B-14, there is one public use airport within the study area,
Collin County Regional Airport (CCRA) at McKinney. Owned by the City of McKinney,
managed by McKinney Airport Development Corporation, this airport primarily serves general
aviation users. There are plans to construct a new airport traffic control tower and a new
7,000-foot long runway. Construction of these projects is scheduled to begin in 2010.

4.1.6 Travel Patterns

Commuting patterns within the study area and throughout the region were reviewed for
potential interactions with the McKinney Corridor. The data for this section comes from the
US Census Bureau and NCTCOG. Information compiled from both the 1990 Census and
2000 Census show trends in journey to work data over time.

According to the 2000 Census, 58.1 percent of study area residents are employed within
their county of residence, but only 30.9 percent work within the city or town where they
reside. For the 2000 Census, the DFW Metropolitan Statistical Area (MSA) central cities
were Arlington, Dallas, Denton, Fort Worth, and Irving. About 22.4 percent of study area
residents worked in one of these five primary cities. The 2000 Census reported 93.0 percent
of commuters used a car, truck, or van; with 80.3 percent of the commutes consisting of drive
alone trips; and the other 12.8 percent in two or more person carpools. The other methods
reported by at least 1,000 workers for accessing employment were working from home and
walking to work with overall share of commutes at 3.6 percent and 1.6 percent, respectively.

Travel time to work for study area residents was similar to the travel times for the entire DFW
MSA. Approximately 22.8 percent of study area residents had a commute of less than 15
minutes when compared to 21.7 percent of DFW MSA residents. A slightly lower proportion
of study area residents (31.5 percent) had a commute of 15 to 29 minutes when compared to
the rest of the DFW MSA (34.8 percent). Appendix B, Tables B-8 through B-10, show how
study area residents compared to residents of the entire DFW MSA by place of work, mode
choice travel patterns for employment related trips, and travel time range.

The geographical distribution of places of employment for workers in the study area changed
slightly between 1990 and 2000. The percentage of workers employed within their county of
residence increased by 3.3 percent and the proportion of workers who commuted to a central
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city decreased by 0.6 percent. The mode choice of study area commuters did not change
drastically between 1990 and 2000, with the proportion working from home increasing and
those driving alone decreasing slightly. The trend in travel times for commuters indicates
workers within the study area are taking longer to get to their places of employment in
comparison to the previous census.

4.2 BUILT ENVIRONMENT
4.21 Land Use

The project study area encompasses portions of Collin County, the municipalities of Allen,
Fairview, McKinney, Melissa, and Plano. Table 4-1 identifies various land use types within
the study area. Over 56.0 percent of the study area is classified undeveloped land with
residential areas accounting for the majority of developed land. Appendix B, Figures B-15
and B-16, graphically illustrate land use in the McKinney Corridor study area.

Table 4-1 2005 Land Use within Study Area

Land Use Type Percentage
Residential 19.8%
Dedicated 6.9%
Commercial 6.7%
Government/Educational 5.0%
Industrial 4.4%
Water 0.6%
Infrastructure 0.4%
Airports 0.1%
Undeveloped 56.3%

Source: NCTCOG GIS Land Use, 2005
4.2.2 Socio-Economic

Population and employment trends for the region and study area are discussed in Chapter 2,
Section 2.1.1. This section details additional socio-economic conditions in the McKinney
Corridor including race, ethnicity, age, environmental justice populations, and limited English
proficiency (LEP) populations.

4.2.21 Ethnicity

Table 4-2 shows the population, race, and ethnicity for Collin County and the census tracts
intersecting the study area. The 24 census tracts identified in the McKinney Corridor are
shown in Appendix B, Figures B-17 and B-18. The study area has approximately 28.8
percent minority population, which includes Hispanic persons; compared to approximately
22.5 percent minority for Collin County. The study area ethnic composition is approximately
78.5 percent White, 16.5 percent Hispanic (or Latino), 5.9 percent Black/African-American,
4.1 percent Asian, 0.6 percent American Indian/Alaska Native, and 0.015 percent Native
Hawaiian or other Pacific Islander. The study area exhibits a higher percentage of all ethnic
minorities, except Asian, than Collin County as a whole. Although the general study area is
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not classified minority, census tracts 309.00 and 319.00 were identified as having majority
minority populations. Appendix B, Table B-17, shows population, race, and ethnicity by
census tract.

Table 4-2 2000 Population and Ethnicity

Collin County Study Area
Characteristic Population Percent Population Percent
White 400,181 81.4% 112,973 78.5%
Black 23,561 4.8% 8,543 5.9%
Asian 34,047 6.9% 5,835 4.1%
American Indian 2,323 0.5% 813 0.6%
Native Hawaiian 230 0.0% 21 <0.1%
Other race 20,957 4.3% 12,026 8.4%
Two or more 10,376 2.1% 3,744 2.6%
Hispanic' 50,510 10.3% 23,743 16.5%
Total 491,675 100% 143,955 100%

Source: US Census, 2000
1. Hispanic persons are not considered a separate race and may belong to any race.

4.2.2.2 Age

The average median age in study area census tracts is 32 years old, slightly lower than the
median age in Collin County of 33 years old. Approximately 35 percent of study area
residents are under 18 or older than 64 years. This corresponds to Collin County with 34
percent of the population in these age ranges. This population cohort represents non-drivers
or infrequent drivers who tend to be more dependent on mass transit and carpooling for
mobility. Appendix B, Table B-18, details this information.

4.2.2.3 Poverty Levels

The median household income for the census tracts in the study area ranged from $30,653
to $102,367. Fifteen of the 24 census tracts had median incomes below $70,835, the
median Collin County household income. Using 2000 Census data and the Department of
Housing and Urban Development (HUD) definition of low-income household, nine census
tracts out of 24 were determined to have low-income residents. Appendix B, Table B-20,
shows median household income and poverty levels for each census tract in the study area.

4.2.2.4 Language

Census tract data for “Ability to Speak English for the Population Five Years and Over”
indicates an average of 6.0 percent of the residents in the study area speak English “Not
Well” or “Not At All.” The average for Collin County is 3.5 percent. Of those persons who did
not speak English well, Spanish was the preferred language. Appendix B, Tables B-20 and
B-21, show data from the 2000 Census including languages spoken by the LEP population
over five years of age from the 24 census tracts in the study area.
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4.2.3 Community Resources
This section details major activity centers, employment, and community facilities.
4.2.3.1 Major Activity Centers and Developments

Major activity centers and developments in the McKinney Corridor are defined as places
employing over 80 employees at one location, building structures with over 80,000 square
feet of space, multi-family developments with at least 80 units, and hospitals/facilities with at
least 80 beds. The study area has a total of 185 maijor activity centers and developments
including:

Six cultural facilities

17 educational facilities
Seven government quarters
Eight hotels/motels

33 industrial facilities

Six institutional facilities

45 multi-family developments
Two mixed-use developments
26 office complexes

One recreational facility

29 retail centers

Five single-family developments

Notable major activity centers in the study area include the Allen Event Center, Allen
Premium Outlets, Encore Wire Corporation, Lattimore Materials Company, the Medical
Center of McKinney, and the Raytheon Company Spring Creek site. Each facility is a
regional destination point. Appendix B, Table B-22, lists the number of existing major activity
centers and developments in the study area by type and municipality.

4.2.3.2 Employment

Major employment centers in the McKinney Corridor are defined as 250 employees or more
at a single location. There were 22 major employers identified within the study area.
Appendix B, Table B-23, lists the major employers in the study area. Allen and McKinney
each had eight, and Plano had six. No other cities had major employers. There are five
major employers with over 700 employees in the McKinney Corridor study area with three in
McKinney and two in Plano.
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4.2.3.3 Community Facilities

There were 86 community facilities identified within the study area, categorized into ten
distinct types:

11 assisted living facilities
Six cemeteries

Five cultural facilities

19 educational facilities

Nine emergency services
Ten governmental facilities
Seven medical facilities

Two places of worship

14 recreational facilities
Three transportation facilities

Appendix B, Table B-24, lists the number of community facilities by municipality. The most
common community facilities are educational and recreational.

4.2.4 Cultural Resources

Identified in the study area are 112 known cultural resources. Appendix B, Tables B-25
through B-29 and Figures B-19 and B-20, depict the locations that include:

e Three nationally registered historic districts

e 53 nationally registered historic properties

e 50 historical markers

e Six cemeteries

Specific archeological data were not obtained for the study area; however, there were 33
previous archeological surveys conducted in the corridor for other projects. Appendix B,
Table B-30, lists the date, agency, and type of each investigation performed.

4.2.5 Parks and Recreation

Fifty-six parks and recreational areas were identified within the study area. The data search
returned seven different types of facilities in three study area municipalities. Appendix B,
Table B-31, lists the name, type, and location of each facility.

4.2.6 Regulated Materials

The potential regulated or hazardous material sites in the study area consist of four landfill
sites and 14 miles of pipeline; no mining, radioactive, or Superfund sites were identified.
Three of the four landfill sites were identified in the Texas Closed Landfill Inventory as
unauthorized landfill sites with no permitting for disposal or dumping. These sites could be a
source of hazardous contamination because of site regulation deficiencies for dumping and
disposal and possible types of waste disposed. The other identified landfill, the City of
McKinney Landfill, is an active, authorized landfill with a registered permit with the Texas
Commission on Environmental Quality (TCEQ) for waste disposal.
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Pipelines crossing the project area carried two separate commaodities, natural gas and
natural gas liquids. Appendix B, Figures B-21 and B-22, show the locations of potential
regulated materials sites in the McKinney Corridor study area.

4.3 ENVIRONMENTAL CONDITIONS

This section describes environmental conditions within the study area regarding air quality,
noise, vibration, water resources, biological resources, waters of the US, soils and geology,
and energy.

4.3.1 Air Quality

Air quality is a regional problem, not a localized condition. The study area is within a
designated moderate nonattainment area for the eight-hour ozone standard by the US
Environmental Protection Agency (EPA). Appendix B, Table B-32, lists the EPA adopted
standard concentration limits, the National Ambient Air Quality Standards (NAAQS), for the
six air pollutants the EPA regulates. The NCTCOG eight-hour ozone nonattainment region
includes Collin, Dallas, Denton, Ellis, Johnson, Kaufman, Parker, Rockwall, and Tarrant
Counties. Hood, Hunt, and Wise Counties are also currently under review by the EPA for
nonattainment for eight-hour ozone standards. Emissions from motor vehicles and point
sources are directly related to the formation of ozone. The primary pollutants from motor
vehicles are volatile organic compounds (VOCs), carbon monoxide (CO), and nitrogen
oxides (NOXx).

Appendix B, Table B-33, lists the four highest daily maximum eight-hour ozone
concentrations recorded annually from 2000 to 2009 at the Frisco Continuous Air Monitoring
Station (CAMS) 31/CAMS 680. This is the closest active monitoring station to the study
area.

4.3.2 Noise

The 2005 land use conditions described in Appendix B, Section B.2.1, were used to
determine the linear feet of noise sensitive land uses adjacent to the existing McKinney
Corridor rail line. The land use adjacent to the rail right-of-way includes 18,925 linear feet
(10.1 percent) of residential land use, 5,777 linear feet (3.1 percent) of park or recreational
land use, and 1,274 linear feet (0.7 percent) of institutional land use. This totals 25,976
linear feet (13.9 percent) of noise sensitive land use. In addition, the existing McKinney
Corridor rail line has freight activity. While this freight activity is light to moderate and is
currently confined to McKinney, existing land use areas have adapted to the light to
moderate freight rail noise surrounding the active freight rail line.

4.3.3 Vibration

Geographic Information System (GIS) data for 2005 land use was used to determine the
linear feet of vibration sensitive land use adjacent to the existing McKinney Corridor rail line.
In the study area, no Category 1 land uses were identified. Category 2 land uses totaled
18,925 linear feet (10.1 percent) which included residential, hotels, and motels. Category 3
land uses totaled 7,050 linear feet (3.7 percent) which included institutional buildings (such
as government buildings) and park and recreational facilities. Each identified land use type
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could contain specific vibration sensitive receivers. Appendix B, Figures B-15 and B-16,
identify the land use for the study area, which includes vibration sensitive areas.

4.3.4 Water Resources

A total of 3,716 acres of 100-year floodplain were located in the study area. In addition, 282
acres of 500-year floodplain land were identified. These floodplains are located around the
numerous streams crossing the project study area as shown in Appendix B, Figures B-27
and B-28. The largest floodplain area occurred along the East Fork Trinity River and
Clemons Creek, which parallels the McKinney Corridor study area north of US 380.

Numerous streams cross the McKinney Corridor study area. Over 230,000 linear feet of
stream were identified, including named and unnamed rivers, streams, and aqueducts.
Larger streams include Bowman Branch, Brown Branch, Clemons Creek, Comegy Creek,
Cottonwood Creek, East Fork Trinity River, Fitzhugh Branch, Honey Creek, Jeans Creek,
Rowlett Creek, Russell Branch Rowlett Creek, Shawnee Park Pond, Sloan Creek, Spring
Creek, and Wilson Creek. No stream segments within the study area are on the TCEQ 2008
303(d) list for impaired water body segments.

All municipalities within the study area are members of the North Texas Municipal Water
District and have Municipal Separate Storm Sewer Systems (MS4) permits. Plano has a
medium or large MS4 permits (Phase 1). Allen, Fairview, McKinney, Melissa, and Collin
County have small MS4 permits (Phase 2). Appendix B, Section B.3.4.1, has a detailed
discussion regarding the MS4 permits. As development and growth continues in the project
area, the potential for additional impacts to water quality may occur.

4.3.5 Biological Resources

The study area is contained entirely in one ecological area: the Northern Blackland Prairie
subarea of the Texas Blackland Prairies. Additionally, identified in the study area are two
vegetation types from the Vegetation Types of Texas. The majority of the study area falls
into the “crops” category with approximately 23,024 acres while “urban areas” account for
approximately 1,665 acres. Appendix B, Table B-37, also describes the vegetation type,
typical species found in each vegetation type, and where the distribution of the vegetation
type occurs. Appendix B, Figure B-29, illustrates the vegetation types.

Through the Natural Diversity Database (NDD) from the Texas Parks and Wildlife
Department (TPWD), a search was conducted to identify potential threatened and
endangered species, species of concern, protected species, and vegetation series. The
database yielded no occurrences of threatened or endangered species in the study area.

As the study area becomes more developed, biological resources would decline. Vegetation
and wildlife habitat would be converted to urban and suburban areas based on future
population growth as described in Chapter 2, Section 2.1.1. Creation of parks and green
space could offset any permanent impacts. Impacts to threatened and endangered species
could occur if it were determined their habitat would be impacted by future growth. Although
some species would lose habitat, some have adapted to living within an urban environment if
the right combination of surrounding foraging areas remain; such as the Interior Least Tern
species, which nests on the gravel rooftops of buildings.
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4.3.6 Waters of the US, including Wetlands

The longest stretch of stream and the only river crossed by the McKinney Corridor is the East
Fork Trinity River, which runs for over 30,000 linear feet (almost six miles) within the study
area. Over 200,000 additional linear feet of streams were identified in the study area. Other
streams with at least 15,000 linear feet inside the study area are Clemons Creek,
Cottonwood Creek, Rowlett Creek, Sloan Creek, and Wilson Creek. The locations of
ephemeral and some intermediate streams would likely not have been reported though
standard sources and would need to be identified through field investigations in future
environmental studies. Appendix B, Table B-38, lists the linear footage by stream.

There are also approximately 427 acres of wetlands and lakes in the study area. Lakes
accounted for less than 0.3 percent of the study area, with the majority located in golf
courses. There were very few wetlands identified in the study area. Most wetland areas
were located in proximity to the East Fork Trinity River, Clemons Creek, and Wilson Creek.
Appendix B, Tables B-39 and B-40, shows acreage of lakes and wetlands in the study area
and the percent of the entire study area they encompass. Appendix B, Figure B-30, shows
the locations of the potential wetlands. Future studies will conduct field investigations to
delineate study area wetlands.

4.3.7 Soils and Geology

The study area lies on top of one major geological formation, the Austin Chalk Formation.
Other minor geological units include alluvium and terrace deposits. Two aquifers occur in the
study area, the Trinity Aquifer and the Woodbine Aquifer. Appendix B, Figure B-31, shows
the locations of these geological features.

The soils located within the study area were described and mapped by the Natural Resource
Conservation Service (NRCS). The study area contained 24 unique map unit types. These
map units are condensed into 11 separate soil series and one non-series soils. Appendix B,
Table B-41, details the study area soils. Appendix B, Figures B-32 and B-33, graphically
display the soil series in the study area.

Additional land development could change study area soils. During land development, the
top layer of soil could be disturbed and altered beyond its existing properties. While these
changes could occur to the top layers of soil, the deeper soil horizons would remain
unchanged in the future.

4.3.8 Energy

Energy use for transit or transportation projects is described by converting vehicle miles
traveled (VMT) to British Thermal Units (BTUs). The NCTCOG 20089 traffic performance
reports for the region reported an average daily VMT for the nine-county region at
approximately 158 million miles travelled. This daily VMT converts to 987 billion BTUs of
energy usage. This equals approximately 170 thousand barrels of oil per day for the DFW
region. The study area may see increased energy consumption as the population in the area
densifies. More vehicles and more VMT will increase the energy required for the study area
and the region.
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5.0 FUNDING

Chapter 5 provides an overview of current transportation infrastructure funding in the
Dallas-Fort Worth (DFW) region. Funding sources proposed for consideration by regional
decision-makers are highlighted. Also included is Dallas Area Rapid Transit (DART)
innovative efforts in seeking a public-private partnership (PPP) to help fund expedited
corridor implementation. Lastly, selected funding sources utilized by other transit providers
are described.

5.1 CURRENT REVENUE SOURCES

The McKinney Corridor, as detailed in Chapter 1, Section 1.4, is being studied from the
DART Red Line Parker Road Station in Plano to the proposed McKinney North 2 Station in
McKinney. The portion of the study area in Plano is within the DART service area. The
portion of the study area in McKinney is within the service area of the Collin County Area
Regional Transit (CCART). Figure 5-1 illustrates the McKinney Corridor study area within
existing transit service areas.

DART local funding is derived from a 1.0 cent sales tax levied in 13 member cities. The Fort
Worth Transportation Authority (The T) levies a 0.50 cent sales tax as their local funding
source from the Cities of Blue Mound, Fort Worth, and Richland Hills. Grapevine is also a
The T member city under a special agreement allowing Grapevine to provide a 0.375 cent
(3/8-cent) sales tax for the purposes of providing passenger rail service within the city. Table
5-1 provides a current funding sources summary for transit providers in the region.

Table 5-1 List of Local Agency Funding Sources

Agency Type of Funding Source Amount Service Area Cities
Sales tax 1.000¢ _ c c
Passenger revenues Varies Agd|son, arroliton, Cockrell
Ad — ; Hill, Dallas, Farmers Branch,
vertising Varies Garland, Glenn Heights
DART Rent Varies . : TICIgNS,
. . Highland Park, Irving, Plano,
Investment income Varies Richardson. Rowlett. and
Other non-operating Varies University Park
revenues
The T Sales tax 0.500¢ | PueMound, Fortborth, and
The T Sales tax 0.375¢ Grapevine
DCTA Sales tax 0.500¢ | Denton, H;f’g‘v'fi‘;‘j”\é”'age’ and
Federal/State/Local Vari
aries
government grants
CCART Passenger revenues Varies McKinney
Private donations Varies
Contract services Varies

Source: NCTCOG, DART, FWTA, DCTA, and CCART 2009
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DART founding legislation specifies any city adjoining Dallas or another DART member city
is eligible to join the DART service area. A 1.0 cent sales tax is currently required to become
a DART member city. Currently, many DART non-member municipalities have dedicated all
available sales tax revenues for other purposes; therefore, sales tax revenues are not
available for the purpose of joining a transit service. This issue applies to the three primary
transit service providers in the region.

5.2 POTENTIAL REVENUE SOURCES

This section describes potential public funding sources, legislative initiatives, and
PPPs.

5.21 Public Funding Sources

From 2004 to 2009, various committees and studies organized or supported by North Central
Texas Council of Governments (NCTCOG) have examined potential funding sources for
transportation facility implementation. The following describes numerous potential public
funding sources.

5.21.1 Access Fee

A fee assessed on non-residential taxable property (per square foot) located near transit
facilities. This fee is similar in concept to a Business Improvement District (BID) where a
specified boundary is established within a station area for assessment purposes. This fee
could be incorporated with property taxes to implement passenger rail service.

5.2.1.2 Bond Anticipation Note

Bond anticipation notes are short-term bonds issued by governments and corporations
anticipating the proceeds of a larger future bond. Issuing entities use the notes as short-term
financing.

5.2.1.3 Capital Leasing

Transit agencies generally use capital leasing to help with purchasing vehicles for transit
services. In general, capital leasing is a lease that meets one or more of the following
criteria:

The lease term is greater than 75 percent of the property's estimated economic life.

The lease contains an option to purchase the property for less than fair market value.
Property ownership is transferred to the lessee at the end of the lease term.

The lease payments present value exceeds 90 percent of the property’s fair market value.

5.2.1.4 Debt Service Reserve with Federal Transit Administration

Cash reserves set aside by a borrower to ensure full and timely payments to bond holders.
An agency must first issue bonds, equal to approximately one year’s worth of debt service
payments to support an eligible transit capital project. The agency can then apply for 80
percent reimbursement.
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5.2.1.5 Drivers License Fee Increase

A fee assessed to individuals for driver’s license renewal. Currently, the driver’s license fees
are a General Fund revenue source. Legislative action would be required to use any driver’s
license fee to implement passenger rail service.

5.21.6 Emissions Fee

A surcharge applied to vehicles during annual inspection. Currently, fees collected are
deposited into the General Fund with 60 percent of fees collected allocated to the Texas Air
Control Board. All or a portion of the funds collected could be used to implement passenger
rail service. Legislative action would be required to transfer the funds provided by the
surcharge for use in implementing passenger rail service.

5.2.1.7 Fare Box Revenue Bonds

The Transportation Equity Act for the 21st Century (TEA-21) authorized the use of farebox
revenues and anticipated grant receipts as collateral for revenue bonds. Revenue bonds can
only be backed by farebox revenues if the level of state and local funding committed to
transit for the three years following the bond issue are higher than the funds that were
committed in the three years prior to the bond issue. Agencies must identify another source
of funds for the operating expenses before issuing a revenue bond. The Metropolitan Atlanta
Regional Transit Authority (MARTA) is the only agency of the five transit agencies surveyed
for this project to use farebox revenue bonds.

5.2.1.8 Grant Anticipation Notes

Revenue bonds backed by anticipated grant receipts. Grant Anticipation Notes (GANs) were
enabled by the establishment of program funding firewalls in TEA-21. Principal and interest
on GANs are eligible to be repaid with Federal Transit Administration (FTA) capital funding.
Proceeds raised by a GAN can be used for the local match for a FTA supported project.

5.21.9 Hotel Room Rental Tax

A tax levied as a percent of the total rate on hotel room rentals. A municipality or county may
impose a local hotel room rental tax rate, in addition to the state tax for the sole purpose of
promoting tourism and the convention and hotel industry. State legislative action would be
required to implement or reallocate any revenue generated for the use of implementing
passenger rail service. Legislative action would be required to dedicate a hotel room rental
tax for implementing passenger rail service.

5.2.1.10 Local Option Motor-Fuel Sales Tax

A tax levied on the quantity of motor fuel purchased within a specified local government
jurisdiction. The local option motor-fuel sales tax allows local governments to levy a motor-
fuel tax based on quantity. State legislative action would be required to implement any
additional motor-fuel tax and for the revenue generated to be allocated for the use of
implementing passenger rail service.
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5.2.1.11 Local Subsidy Option

This allows a municipality the option to raise revenue from designated sources. The local
subsidy could be a surcharge to local services (trash collection, utilities, etc.). All or a portion
of the funds could be used to implement rail passenger service in a municipality. Legislative
action would be required to enable local governments the ability to institute a local subsidy
option and dedicate revenues for implementing passenger rail service.

5.2.1.12 Mobility Improvement Fee

A proposed fee to increase the annual vehicle registration fee by up to $60 a year.
Legislative action would be needed to implement the increase and allocate revenues to
passenger rail service.

5.2.1.13 Motor Vehicle Sales Tax

A tax levied on all retail motor vehicle sales in Texas. The tax would also be levied on motor
vehicles purchased at retailers outside the state and used on Texas public highways by a
Texas resident. Currently, the revenues from this tax are placed within the state Foundation
School Fund or the General Fund with small amounts retained at the county level.
Legislative action would be needed to redirect these funds to passenger rail service.

5.2.1.14 New Resident Impact Fee

A fee applied to new residents registering a vehicle in the State of Texas for the first time.
Currently, a fee of $90 is paid, in addition to new resident vehicle registration fees.

Revenues from this tax are combined with revenues from the motor vehicle sales tax and are
used for the state Foundation School Fund or the General Fund. Legislative action would be
required to use these funds for passenger rail service.

5.2.1.15 Parking Fee

Parking fees would allow municipalities who own and/or operate parking facilities to impose a
surcharge by the space and by the hour at city-owned parking lots and garages. A similar
fee could be levied as a percentage of total parking charges to parking operators in a
municipality, regardless if the operator is publicly or privately owned. All or a portion of the
collected revenues could be used to provide a share of the cost needed to implement
passenger rail service in a municipality.

5.2.1.16 Payroll and Self Employment Tax

This option is currently used in the State of Oregon where a percentage of wages paid by an
employer and/or the net earnings from self-employment are taxed with proceeds used for
services within a transit service boundary. The rate increases annually by 1/100 of a percent
for a 10-year period currently set to conclude in 2014. Legislative action would be required
to implement this fee as a funding source and for revenues generated to be used for
passenger rail service.
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5.2.1.17 Property Tax

A local tax imposed on individual properties. Property tax is typically the largest single
funding source for many community service providers (i.e., schools, police, fire, hospitals,
etc.). Local legislative action and potential voter approval would be required to allocate or
increase funds for implementing passenger rail service in a municipality.

5.2.1.18 Public Improvement Districts

The Public Improvement District (PID) Assessment Act (Chapter 372 of Local Government
Code) allows any city to levy and collect special assessments on property within the city or
within the Extraterritorial Jurisdiction (ETJ). Uptown Dallas is considered a PID and provides
civil improvements to the uptown area. While no Texas transit agencies are considered
PIDs, a PID could be established to provide improvements in the acquisition, construction,
and improvement of transit facilities.

5.2.1.19 Real Estate Transfer Tax

State and local taxes assessed on real property when property ownership is transferred.
Currently, there is no statewide real estate transfer tax. Legislative action would be required
to implement this fee as a funding source and the funds generated from this source to be
used for passenger rail service implementation.

5.2.1.20 Regional Toll Surcharge

A region toll surcharge would be an additional flat rate fee per trip on designated toll facilities.
The surcharge could be pooled and used for implementing passenger rail services. Possible
legislative approval, in addition to approval and agreements between implementing toll road
and transit agencies would be required.

5.2.1.21 Rental Vehicle Tax

A tax imposed on the gross rental receipts from the temporary lease of vehicles. Currently,
revenues from this tax are combined with revenues from the motor vehicle sales tax and are
placed within the state Foundation School Fund or the General Fund with small amounts
retained at the county level. Legislative action would be needed to redirect these revenues
to passenger rail service implementation.

5.2.1.22 Sales Tax

Currently, the sales tax is capped at 8.25 percent. State sales tax is 6.25 percent and local
governments can collect up to two percent. Municipalities have many uses for sales tax
revenue, including city services, property tax reduction, economic development
bonds/incentives, and transit services. Many municipalities utilize the full amount of local
sales tax allowed, thus these municipalities are unable to contribute sales tax revenues to
implement transit service. Legislative action would be required to raise the existing state
sales tax cap and provide a funding source for passenger rail service.
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5.2.1.23 Special Purpose District

According to the Texas Comptroller of Public Accounts, special purpose districts (SPD) are
taxing entities created to generate revenue for a specific reason such as crime control,
libraries, or emergency services. Several transit agencies nationwide are considered a SPD,
but none in the State of Texas. The Triangle Transit Authority in North Carolina is an
example of a regional transit agency providing passenger rail service across multiple
municipalities within three Raleigh/Durham/Research Triangle Park region counties.
Legislative action would be required to allow special purpose districts as a funding source
and for revenues generated to be used for passenger rail service.

5.2.1.24 State Infrastructure Bank

A revolving fund created and established by a state department of transportation with the
capacity to offer direct loans and various lines of credit to enhance surface transportation
projects. Special accounts have been established in 21 states to assist in funding transit
projects. The State Infrastructure Bank (SIB) program helps accelerate project delivery by
allowing the SIB to borrow funds instead of waiting for grant funding to be approved. The
State of Texas currently has a SIB loan program.

5.2.1.25 Surface Coverage Fee

The surface coverage (or storm water) fee is a tax levied per square foot on impervious
surfaces in a given area, such as building footprints and parking lots. The surface coverage
fee could be imposed within a given area or region for the intended purpose of implementing
passenger rail service. Currently, this tax is not imposed in the region or the state.
Legislative action would be required to implement this fee as a funding source and for
revenues generated to be used for passenger rail service.

5.2.1.26 Tax Increment Financing District

A Tax Increment Financing (TIF) District is a tool local governments can employ to publicly
finance needed structural improvements and enhanced infrastructure within a defined area.
The cost of improvements to the area is repaid by the contribution of future tax revenues by
each taxing unit that levies taxes against the property. Traditionally TIF funds are generated
and used for rail stations and station areas.

5.2.1.27 Tire Tax

A tax or fee imposed on the purchase of passenger vehicle tires, in addition to the sales tax
collected. Currently, this tax is not imposed in the region or the state. Legislative action
would be required to implement this fee as a funding source and for revenues generated to
be used for passenger rail service.
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5.2.1.28 Transportation Infrastructure Finance and Innovation Act of 1998

This act established a federal credit program for eligible transportation projects of national or
regional significance under which the United States (US) Department of Transportation
(DOT) may provide three forms of credit assistance — secured (direct) loans, loan
guarantees, and standby lines of credit. The program goal is to help attract new investment
capital to transit projects incapable of generating sufficient revenues through user charges or
dedicated funding sources. Eligible projects through this program must meet certain criteria
(for example, a minimum project cost of $50 million and federal funding for the project cannot
exceed 33 percent of the eligible cost). Additional study will be needed to determine if the
McKinney Corridor is eligible for funding through this program.

5.2.1.29 Turnkey Service

Turnkey, in general, is a product or service that is designed, supplied, built, or installed fully
complete and ready to operate. Under this scenario, the transit agency would enter into an
agreement with a company to construct and build the transit facility and the agency will take
charge of operating and maintaining the facility. This method may be used with a (PPP).

5.2.1.30 Vehicle Miles Traveled User Fee

A fee charged to vehicle owners based on the number of miles driven rather than the
traditional fuel consumption method. A vehicle mile traveled (VMT) User Fee would require
all vehicles to install monitoring equipment to accurately calculate the total number of miles
traveled over a given period. The fee would be assessed to the registered vehicle owner
with revenues used to implement passenger rail service. In many states, this fee is being
proposed as an infrastructure funding mechanism potentially to replace the motor-fuel tax.
Enabling legislation has not been enacted by any state or at the national level.

5.2.1.31 Vehicle Property Tax

A vehicle property (or ad valorem) tax is levied on the fair property value of a vehicle. This
tax is assessed as a percentage of the estimated worth and would be limited to personal
passenger vehicles. Currently, this tax is not imposed in the region or the state. Legislative
action would be required to implement this fee as a funding source and for revenues
generated to be used for passenger rail service.

5.2.1.32 Vehicle Registration Fee

An annual assessment on vehicle ownership collected in Texas through the Department of
Motor Vehicles. Local fees are assessed and collected by the County Tax Assessor-
Collector’s office. Legislative action would be needed to direct these revenues to implement
passenger rail service.
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5.2.2 Legislative Initiatives

Several locally sponsored initiatives to the State Legislature over the past six years have
proposed legislation to allow residents within the DFW region an option to provide passenger
rail service. When the Texas Local Option Transportation Act (TLOTA) was sent to the
regional legislative delegation for the 2009 Legislative Session, six funding options were
provided for review and possible legislative adoption. The local option fees would have
included one or a combination of:

New resident impact fee
Mobility improvement fee
Drivers license fee

Local option gas tax
Parking fee

Emission fee

Five of these six options are current fees collected and deposited into the General Fund for
various uses. One initiative proposed each option considered would have all, or a portion of,
the increased revenues dedicated to implement passenger rail service within the DFW
region. The initiative did not receive legislative approval during the 2009 Legislative Session.
These options would require legislative action to dedicate certain sources toward
implementing passenger rail service in the region.

In the next project development phase, all potential funding sources should be evaluated to
determine which source or sources will best benefit the region in implementing passenger rail
service.

5.2.3 Public-Private Partnerships

A PPP is a contractual arrangement formed between public and private sector entities. Such
an arrangement typically provides for extensive private sector participation in the design,
construction, operation, maintenance, and/or financing of an infrastructure project. Under a
PPP, public facility or system ownership is typically retained by the public entity. The private
entity generally invests its own capital for design and development. A PPP, although a
contractual arrangement, differs from a typical service contract in that the private entity
makes a significant, at-risk, equity investment. In a PPP the public entity gains access to
new revenue or service delivery capacity without providing up-front construction financing.

DART began a PPP initiative in June 2009 by obtaining information through a request for
information (RFI) from interested parties for the Cotton Belt Corridor. Based on the
information gathered, DART staff is developing a business case for the Cotton Belt Corridor.
DART has met with many respondents seeking feedback on various items relating to
technical issues, procurement, governance, financing, and project funding. Some PPP
benefits include an accelerated project delivery process and improved service quality.

Currently, NCTCOG is conducting an Innovative Funding Initiative (IFl) to determine if a PPP
or other funding strategies are appropriate for funding passenger rail service. Depending on
the success of the IFI, a PPP could be an option considered on the McKinney Corridor, as
well as other regional passenger rail corridors.
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5.3 FUNDING SOURCES FROM SIMILAR SYSTEMS

Several transit agencies around the nation were surveyed to gauge the methods employed to
fund transit service. Results indicate the DFW region is similar to other metropolitan areas
by utilizing a sales tax as the primary local funding source. DFW and the Denver region
collect the sales tax at the municipal level while the Atlanta region and San Diego County
collect the sales tax at the county level.

Table 5-2 provides a list of transit systems surveyed and the local funding sources used by
each. Four of five transit systems surveyed use a percentage of local sales tax to provide
transit service. MARTA dedicates 50 percent of sales tax revenues for capital improvements
and the remaining 50 percent to daily system operation. The percentage of local funding
spent on capital and operating expenses varies by each transit provider. The DART FY 2010
Business Plan estimates that 81 percent of sales tax revenues are used for daily operation
costs, which includes operations for all DART provided services.

Table 5-2 List of Local Funding Sources for Transit Agencies in Other Regions
Level of Funding
Agency Region Funding Sources Funding Rate Collection
City of Atlanta,
MARTA Atlanta Sales tax 0.5 cent DeKalb, and Fulton
Counties
e Boulder,
Broomfield,
Denver, and
Jefferson Counties
RTD Denver Local sales tax 0.6 cent .
e Portions of Adams,
Arapahoe,
Douglas, and Weld
Counties
. Motor vehicle/local Urban_areas of King,
Sound Transit Seattle 0.3t0 0.4 cent Pierce, and
sales tax : .
Snohomish Counties
NCTD -
Coaster and San Diego Local sales tax 0.75 cent San Diego County
Sprinter
Tri-Met Portland Payroll and self- 0.6718 percent Employers within Tri-

employment tax

Met District Boundary

Source: MARTA, RTD, Sound Transit, NCTD, and Tri-Met, 2009
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6.0 COORDINATION EFFORTS

The McKinney Corridor Conceptual Engineering and Funding Study (CE & FS) was
conducted in a proactive manner by the North Central Texas Council of Governments
(NCTCOG) to allow regional stakeholders and agencies to gain knowledge, keep informed,
and provide input in the study efforts. Chapter 6 summarizes the coordination efforts and
results of coordination activities.

6.1

MEETINGS

Coordination efforts included two meeting types: Stakeholder/Agency Meetings and Corridor
Strategy Team Meetings. Stakeholder/Agency Meetings included technical staffs
representing individual municipalities and transit agencies with a vested interest in the
corridor. The Stakeholder/Agency Meeting purpose is to ensure all stakeholder and
individual partnering agency needs were expressed and incorporated into the CE & FS as
appropriate. The meetings were also an opportunity to answer direct individual partner
concerns and to solicit technical input. The Corridor Strategy Team Meetings served as a
forum to bring together stakeholder/agency meeting participants, local elected and appointed
officials, and the general public. The meetings, listed in Table 6-1, were designed as a forum
to guide the CE & FS and to develop and evaluate alternatives.

Table 6-1 McKinney Corridor Meetings
Date Meeting Location Type of Meeting

Advancing Rail in North Texas Strategy |NCTCOG Transportation Corridor Strategy
1/20/2009 . . : )

Meeting - McKinney Corridor Council Room Team
3/13/2009 Advancing Rail in North Texas Strategy |Downtown Plano Station Corridor Strategy

Meeting - McKinney Corridor Conference Room Team
5/7/2009 | Collin County Meeting Collin County Offices Stakeholder
5/7/2009 | City of Plano Meeting City of Plano Offices Stakeholder
5/21/2009 | Town of Fairview Meeting Fairview Town Hall Stakeholder
5/21/2009 | City of Allen Meeting Allen City Hall Stakeholder

. NCTCOG Mustang
5/21/2009 |DART Meeting Conference Room Agency
5/28/2009 | City of McKinney Meeting McKinney Development Stakeholder
Services Building

6/1/2009 Advancing Rail in North Texas Strategy |Allen Municipal Court/Parks | Corridor Strategy

Meeting - McKinney Corridor and Recreation Building Team
9/25/2009 | City of Plano Meeting City of Plano Offices Stakeholder
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Table 6-1 McKinney Corridor Meetings (continued)

Date Meeting Location Type of Meeting
9/30/2009 | Collin County Meeting Collin County Offices Stakeholder
10/29/2009 | City of Allen Meeting Allen City Hall Stakeholder

McKinney Development

11/2/2009 | City of McKinney Meeting Services Building

Stakeholder

Advancing Rail in North Texas Strategy |Allen Municipal Court / Parks | Corridor Strategy

11/13/2009 Meeting - McKinney Corridor and Recreation Building Team

McKinney Development

04/09/2010 | City of McKinney Meeting Services Building Stakeholder
04/12/2010 | City of Plano Meeting City of Plano Offices Stakeholder
04/13/2010 | City of Allen Meeting Allen City Hall Stakeholder
04/13/2010 | Collin County Meeting Collin County Offices Stakeholder

Advancing Rail in North Texas Strategy |Allen Municipal Court / Parks | Corridor Strategy

04/16/2010 Meeting - McKinney Corridor and Recreation Building Team

Source: NCTCOG, April 2010

6.1.1 Stakeholder/Agency Meetings

Throughout the project there were three rounds of Stakeholder/Agency Meetings, totaling 14
individual meetings.

6.1.1.1 Round One — May 2009

May 7, 2009

NCTCOG staff provided a brief regional passenger rail initiative description to the Collin
County Engineering Director and a member of the Collin County Planning Board. NCTCOG
staff explained the Stakeholder/Agency Meeting purpose was to convene stakeholders prior
to the Corridor Strategy Team Meeting to collect initial feedback, identify potential station
locations, and address stakeholder concerns. County staff was briefed on the current project
status. County representatives deferred to the individual cities for judgment regarding station
locations, but suggested access to the Collin County Regional Airport (CCRA) be
considered. NCTCOG staff noted the McKinney Corridor begins at the DART Red Line
northern terminus, the corridor could be implemented as either light rail new technology
(LRNT) or light rail transit (LRT).
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May 7, 2009

NCTCOG staff provided a brief regional passenger rail initiative description to the Plano
Assistant City Manager and City Engineer. NCTCOG staff explained the Stakeholder/
Agency Meeting purpose was to convene stakeholders prior to the Corridor Strategy Team
Meeting to collect initial feedback, identify potential station locations, and address
stakeholder concerns. The Plano City Council priorities among the three potential passenger
rail corridors traveling through Plano are: Cotton Belt Corridor, Frisco Corridor, and
McKinney Corridor. City staff discussed capacity constraints along the DART Red Line,
noting corridor trains are almost completely full during peak periods. NCTCOG staff noted
previous studies had shown two potential stations in Plano, Spring Creek Parkway, and
Legacy Drive. City staff suggested if only one station is feasible, the preference is the
Legacy Drive location.

May 21, 2009

NCTCOG staff provided a brief regional passenger rail initiative description to the Fairview
Town Manager and other staff members. NCTCOG staff explained the Stakeholder/Agency
Meeting purpose was to convene stakeholders prior to the Corridor Strategy Team meeting
to collect initial feedback, identify potential station locations, and address stakeholder
concerns. Town staff noted previous studies had shown stations at Stacy Road near the
Fairview/Allen border and at Farm-to-Market Road (FM) 1378 (Country Club Road). It was
indicated the Stacy Road station is the preferred station, but the other station should be
shifted south to the intersection of the rail line with State Highway (SH) 5 (Greenville Drive).
Town staff noted the planned Fairview Center development has included a potential rail
station in their plans at this location.

May 21, 2009

NCTCOG staff provided a brief regional passenger rail initiative description to the Allen City
Manager and other city staff. NCTCOG staff explained the Stakeholder/Agency Meeting
purpose was to convene stakeholders prior to the Corridor Strategy Team Meeting to collect
initial feedback, identify potential station locations, and address any stakeholder concerns
regarding this corridor. City staff indicated there are two potential station locations in their
comprehensive plan, downtown Allen and Stacy Road. Concerns were raised regarding the
limited additional capacity along the DART Red Line south of Plano and the potential for a
forced transfer from the McKinney Corridor to the DART Red Line. The need for grade
separations to reduce potential rail service impacts on roadway system performance was
also discussed.

May 21, 2009

NCTCOG staff provided a brief regional passenger rail initiative description to DART staff
and explained the Stakeholder/Agency Meeting purpose was to convene stakeholders prior
to the Corridor Strategy Team Meetings to collect initial feedback, identify potential station
locations, and address stakeholder concerns. DART staff provided an update on the status
of the LRNT vehicle under development by DART. They also indicated preferred station
spacing for LRNT service of three to five miles.
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May 28, 2009

NCTCOG staff provided a brief regional passenger rail initiative description to the McKinney
City Manager and other city staff. NCTCOG staff explained the Stakeholder/Agency Meeting
purpose was to convene stakeholders prior to the Corridor Strategy Team Meeting to collect
initial feedback, identify potential station locations, and address stakeholder concerns. City
staff discussed the five potential station locations included in the 2006 McKinney
Comprehensive Plan: Industrial Boulevard, downtown McKinney, US 380, and two transit
oriented development (TOD) locations north of US 380. Due to station spacing criteria,
NCTCOG staff noted that a LRNT technology would not allow for all five stations. City staff
indicated downtown McKinney, US 380, and one of the TOD stations should be included in
all McKinney Corridor alternatives. The need to maintain the active freight rail service along
the corridor within the City of McKinney was also discussed.

6.1.1.2 Round Two — September to November 2009

September 25, 2009

NCTCOG staff met with Plano staff to update city representatives on progress to date and
seek input regarding data collection efforts. City staff was briefed on the preliminary
modeling results for the McKinney Corridor. Downstream impacts of riders from the
McKinney Corridor on the DART Red Line were also discussed. When the station criteria
were presented to the city staff, it was suggested that different types of stations should have
different criteria. For example, end of the line stations should be focused on ease of access
and sufficient land for parking lots while mid-section stations should focus more on
development opportunities, demographics, and local preferences. It was also suggested the
criteria be focused on impacts around the potential stations.

September 30, 2009

NCTCOG staff met with Collin County staff to discuss the corridor/station level criteria.
County staff questioned the demographics used for the evaluation. Mobility 2030: The
Metropolitan Transportation Plan for the Dallas — Fort Worth Area — 2009 Amendment
(Mobility 2030 - 2009 Amendment) approved demographics were used for the evaluation.
Updated demographics are projected to be available in early 2010; however, this CE & FS
will not utilize the new demographic set. Ridership estimates from the Dallas-Fort Worth
Regional Travel Model (DFWRTM) were also discussed.

October 29, 2009

NCTCOG staff met with Allen staff to discuss the upcoming Corridor Strategy Team Meeting,
station criteria, and ridership estimates. City staff indicated the preliminary DFWRTM results
underscore the city’s preference for LRT service along the McKinney Corridor. Discussion
focused on options for funding rail service through some combination of local, countywide,
regional, state, and federal sources.
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November 2, 2009

NCTCOG staff met with McKinney staff to update the city on project progress to date,
document changes, and collect feedback regarding the station criteria. NCTCOG staff also
presented the preliminary ridership forecasts based on the DFWRTM version and the 2030
demographic forecast used in Mobility 2030 - 2009 Amendment. Discussion then focused on
options for funding rail service through some combination of local, countywide, regional,
state, and federal sources.

6.1.1.3 Round Three — April 2010

April 9, 2010

NCTCOG staff met with McKinney staff to update city representatives on progress to date
and seek feedback regarding data collection efforts. City staff was briefed on the preliminary
assessment of social and environmental effects and the status of cost estimates for the
McKinney Corridor.

April 12, 2010

NCTCOG staff met with Plano staff to update city representatives on progress to date and
seek feedback regarding data collection efforts. City staff was briefed on the preliminary
assessment of social and environmental effects and on the status of cost estimates for the
McKinney Corridor. City staff stressed the importance of grade separating Parker Road and
other roadways.

April 13, 2010

NCTCOG staff met with Allen staff to update city representatives on progress to date and
seek feedback regarding data collection efforts. City staff was briefed on the preliminary
assessment of social and environmental effects and on the status of cost estimates for the
McKinney Corridor. City staff noted the importance of future coordination between
municipalities to the implementation of the McKinney Corridor. A grant of Job
Access/Reverse Commute (JA/RC) funds will allow the city to start a bus route to connect
major employment and population centers in Allen to the existing DART transit network.

April 13, 2010

NCTCOG staff met with Collin County staff to update county representatives on progress to
date and seek feedback regarding data collection efforts. County staff was briefed on the
preliminary assessment of social and environmental effects and on the status of cost
estimates for the McKinney Corridor.
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6.1.2 Corridor Strategy Team Meetings

During the study, five Corridor Strategy Team Meetings were held. Meeting notes for each
meeting are included in Appendix C. A summary of each meeting is provided in the following
sections.

6.1.2.1 January 2009

The primary purpose of the initial McKinney Corridor Strategy Team Meeting was to
introduce the project and begin communications between the stakeholders throughout the
corridor. Other goals included gaining consensus for the approach and work program scope.
Meeting participants included local government elected and appointed officials, local
government staff, transportation agency staff, and consultants. Topics discussed included
station locations, land use, and economic implications.

The McKinney Corridor is one of the regional rail corridors defined in the Rail North Texas
(RNT) initiative. This corridor would open the study area to direct access to the existing
passenger rail system through the connection with the DART Red Line. The 2009
Legislative Session was the third attempt by the North Central Texas region requesting the
legislature to provide a funding mechanism for the RNT initiative. If funding opportunities are
not secured for the proposed regional rail facilities, the Regional Transportation Council
(RTC) will need to remove from the metropolitan transportation plan (MTP) the proposed

251 miles of additional rail identified in Mobility 2030 - 2009 Amendment. This would impact
the remainder of the Mobility 2030 - 2009 Amendment planned system and air quality
conformity for the region.

DART is assisting in developing a LRNT vehicle to be compatible with light rail and
commuter rail technology. The LRNT vehicle must be compliant with Federal Railroad
Administration (FRA) crash worthiness requirements. The LRNT vehicle could be used for
seamless transit for both the transit agencies and the riders. The concept vehicle is planned
to look like a light rail vehicle, be approximately 100 feet in length, with approximately the
same capacity of a light rail vehicle of between 150 and 180 passengers. There will not be a
catenary system on the top, it will have a larger turning radius then LRT, and the weight
would be different based on the structural needs of this type of vehicle. Exact vehicle
specifications have not been determined, though it is planned to be able to travel at 70 miles
per hour (mph). Actual speed will depend on the corridor track curvature, super elevation,
grade separations, and other factors. An advantage to having a vehicle like this is it would
reduce parts inventory and maintenance since there would not be multiple vehicle types in
the fleet to maintain.

NCTCOG will prepare detailed ridership estimates. Ridership estimates indicated on the
RNT fact sheets represent average weekday ridership. Ridership estimates could change
based on different station locations, station spacing, and/or train frequency which could be
the case when this corridor is further studied in this study effort.

The station locations in the RNT McKinney Fact Sheet were developed looking at traditional
regional rail standard spacing and working with cities and their land use plans. This study
will further investigate station locations. The station spacing between Legacy Drive and
Spring Creek Parkway was determined to be too short. Studying an additional station near
CCRA was also suggested.
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Based on DFWRTM forecasts and the current Mobility 2030 - 2009 Amendment
demographics, the McKinney Corridor is only warranted between Plano and McKinney by
2030, although new demographic data may show a need for northward expansion sooner.
Northward expansion to Melissa, Anna, or even farther to Sherman could eventually be
warranted.

6.1.2.2 March 2009

The meeting purpose was to highlight key issues for corridor stakeholders to consider,
determine how the corridor should move forward, and discuss the draft work program. It was
decided future meeting advertisements will include information regarding the meeting focus —
either technical or policy issues — so members can decide which representatives should
participate. The major topics of discussion included the corridor alignment, stations and
limits, the draft work program, potential vehicle technologies, and TOD and sustainable
development issues.

Participant comments focused on a number of issues. It was important to ensure the data
underlying the study is as current as possible. Because one project goal is to improve
regional mobility, all alternatives should be considered including extending passenger rail
service north of McKinney. Some participant concerns regarding funding and equity between
residents of DART member and non-member cities were also raised. The choice of vehicle
technology for the corridor should consider the LRNT vehicle development timeframe.

6.1.2.3 June 2009

The primary meeting purpose was to discuss the CE & FS. The mission statement, study
goals and objectives, and a draft Chapter 1 were presented. Some of the comments and
concerns regarding the study included:

e Constructing passenger rail infrastructure all or part of the way to Sherman to get ahead
of construction cost inflation.

e Connecting this corridor to either the DART Red Line or the proposed Cotton Belt
Corridor for more “one-seat ride” destinations.

e Given the failure of the Texas Local Option Transportation Act (TLOTA) initiative in the
Texas State Legislature, an investigation of additional funding options for regional
passenger rail needs to be conducted.

The corridor alignment and station alternatives discussions held with the individual
stakeholders and agencies were reported to the Corridor Strategy Team. Due to funding
uncertainties, a suggestion was made to implement the corridor in several stages. Both LRT
and LRNT vehicles would face logistical issues if implemented within the corridor.

6.1.2.4 November 2009

This meeting provided information on NCTCOG'’s efforts regarding this corridor and study
efforts related to the alternatives considered and ridership information.

It was reported by DART staff that progress has been made with the FRA in developing and
refining the safety standards for LRNT rail transit lines sharing tracks with freight rail. These
safety standards will be incorporated into developing the LRNT vehicle, which could allow for
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economies of scale in purchasing and maintaining the vehicle fleet. It was stated a LRT
system is estimated to cost between $65 and $80 million per mile and a LRNT system is
estimated to cost approximately $20 million per mile.

The Corridor Strategy Team felt it is important to continue the momentum on this project,
even though TLOTA was not passed in the 2009 Texas Legislative Session. The Corridor
Strategy Team would also like to see this project move forward in partnership with a regional
transit agency under a comprehensive development agreement (CDA) or public-private
partnership (PPP) if possible.

6.1.2.5 April 2010

The final Corridor Strategy Team Meeting included a brief update on DART efforts regarding
the new passenger rail vehicle technology for regional rail, a summary of the individual
Stakeholder Meetings, a CE & FS status update, and a general discussion regarding the next
steps for this corridor.

It was stated that NCTCOG is currently updating the regional demographics which will be
used in the next McKinney Corridor project phase. These demographics should be approved
by the end of the year and will alter ridership estimates for the entire corridor.

A brief discussion regarding the recent JA/RC grants awarded to the Allen and McKinney
focused on using the programs to demonstrate the viability of transit service throughout the
McKinney Corridor. City of Allen staff suggested moving the Downtown Allen Station to a
location north of Main Street. During a summary of forecasted ridership of the McKinney
Corridor alternatives it was suggested that downstream impacts to existing DART Red Line
LRT service be studied, especially through the downtown Dallas corridor.

General discussion at the end of this meeting focused on the next steps for this project. It
was suggested document completion should not end current project efforts and the project
should continue moving forward. Funding is an important issue and a large challenge for this
project. It was suggested to have as much preliminary work completed as possible so when
funding does become available the project is ready to move to construction. It was stated an
advocacy group should be created as the first step after completing the current effort.

6.2 WEBSITE

Information regarding the McKinney Corridor CE & FS is provided through a Web site
(www.nctcog.org/trans/spd/transitrail/redline) launched in December 2008. Project
information includes draft reports, meeting information, and NCTCOG staff contact
information. All information on the Web site is reviewed and updated on a regular basis.
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7.0 SUMMARY
7.1  STUDY BACKGROUND

The North Central Texas Council of Governments (NCTCOG) Transportation Department
and Regional Transportation Council (RTC) form the Metropolitan Planning Organization
(MPO) for regional transportation planning in the Dallas-Fort Worth (DFW) area. The RTC is
the independent transportation policy body consisting of 43 locally elected or appointed
officials from the 12-county metropolitan area and a representative from various
transportation providers. In the early 2000’s, the region identified funding shortfalls for
implementing regional passenger rail projects. To carry out their responsibility, the RTC
commissioned a study of regional freight rail corridors for possible inclusion of passenger rail
service. The Regional Mobility Initiatives effort examined several regional freight rail
corridors, including the McKinney Corridor.

Subsequent regional passenger rail program development efforts have included the
NCTCOG Regional Rail Corridor Study (RRCS) and the Rail North Texas (RNT) initiative.
These efforts were primarily focused on obtaining additional funding mechanisms from the
Texas Legislature dedicated to regional passenger rail implementation. The RNT initiative
was specifically targeted to gain approval for the Texas Local Option Transportation Act
(TLOTA) during the 2009 Texas Legislative Session. However, legislative initiatives in 2005,
2007, and 2009 failed to gain approval.

The McKinney Corridor Conceptual Engineering & Funding Study (CE & FS) began as a
supplement to the RNT initiative. The CE & FS was initiated to provide detailed corridor
information to public officials, partnering municipality staff, and the public in advance of a
potential county-wide transportation project referendum to be enabled in TLOTA. After the
TLOTA legislation failed in 2009, the McKinney Corridor CE & FS focus switched to
continuing project development efforts by expediting the required environmental document
process.

7.2 PROJECT SUMMARY

Table 7-1 presents an information summary for the no-build and build alternatives. The
information presented was gathered from multiple sources, including stakeholders, previous
study efforts, industry standard databases, and staff research. The project measures listed
in Table 7-1 are defined in Appendix D. For measures based on proximity to stations, a
detailed list of identified features is also included in Appendix D.
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Table 7-1 Summary of Potential Corridor Impacts’
. Alternative
Project Measure -

No-Build 1 2 3 4 5 6
Length (miles) 0 19.9 19.9 17.7 44.6 49.0 32.3
Primary Mode N/A LRT LRT LRNT LRNT LRT LRT
Interlined Service N/A DAR.T Red DAR.T Red None None None DAR.T Red

Line Line Line
Combined Service N/A None None None Cotton Belt DAﬁ;sed None
. Bush Bush Parker DFW West Mocking-

Southern Terminus N/A Turnpike | Turnpike | Road Airport | Oak Cliff bird
Number of Stations 0 11 8 8 8 11 11
Transit
Estimated Daily Ridership 0 7,370 7,280 4,300 5,740 9,320 8,230
Linked Regional Transit Trips 293,041 297,710 297,776 295,313 298,478 298,657 300,454
Corridor Travel Time (minutes) N/A 29.7 28.1 23.9 61.8 78.7 49.7
Daily DART service transfer trips N/A 2,800 2,730 1,680 1,020 4,050 3,510
Property Acquisition
(ROW Needed for Alignment) None None None None None None None
Project Costs
Total Cost (millions, 2009 dollars) N/A $1,075 $1,050 $400 $975 $1,075 $1,200
Cost Per Mile (millions, 2009 dollars) N/A $61 $59 $23 $22 $61 $68
Annualized Cost Per Rider N/A $37 $36 $23 $20 $29 $36
Land Use
Compatibility with Local Plans Low High Medium Medium Medium High High
Major Employers 1 11 6 6 6 11 11
Activity Centers 15 65 49 49 49 65 65
Community Facilities 1 15 14 14 14 15 15
Historic and Archeological
Resources
Existing Historical Sites 0 39 36 36 36 39 39
Archeological Investigations 4 22 17 17 17 22 22
Potential Historical Structures 11 709 630 630 630 709 709
Parks, Trails and Recreational
Facilities
Facilities adjacent to Rail Corridor 0 2 2 2 2 2 2
Facilities near Stations 4 43 31 31 31 43 43
Hazardous/Regulated Materials
Sites adjacent to Rail Corridor 0 5 5 5 5 5 5
Sites near Stations 0 6 2 2 2 6 6
Air Quality Impact None Positive Positive Positive Positive Positive Positive
Noise (linear feet)
Potential Sensitive Land Uses 0 25,976 25,976 25,976 25,976 25,976 25,976
Vibration (linear feet)
Potential Sensitive Land Uses
Category 1 0 0 0 0 0 0 0
Category 2 0 18,925 18,925 18,925 18,925 18,925 18,925
Category 3 0 7,050 7,050 7,050 7,050 7,050 7,050
Water Resources
Floodplain Crossings (in linear feet) 0 14,252 14,252 14,252 14,252 14,252 14,252
Stream Crossings 0 8 8 8 8 8 8
Ecosystems 0 0 0 0 0 0 0
Prime Farmlands (acres) 27 1,444 1,125 1,125 1,125 1,444 1,444
Constructability Difficulty” N/A Medium Medium Low High Low Medium

Source: NCTCOG, January 2010

1. Data reflect conditions for alignments from Parker Road Station to the potential McKinney North 2 Station only.
2. Based upon feedback from strategy meetings, and discussions with strategy team members and professional
judgment. High = greater difficulty and Low = less difficulty to construct.
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7.3 STATION SUMMARY

Potential station locations were identified using information gathered in previous study efforts
in conjunction with input from corridor stakeholders. Table 7-2 provides an overview of
potential benefits and challenges for each potential station location.

Table 7-2 Summary of Station Findings

Benefits |Challenges

Parker Road Station (Existing)
Connects to DART Red Line ¢ Need to elevate rail line over Parker Road
Located within DART service area e Potential need to redesign existing station
Opportunities for redevelopment and and parking depending on vehicle selected
densification

Existing park-and-ride facility access from
major roadways including: US 75,

Avenue K, Parker Road, and

Park Boulevard

Local street and sidewalk network provides
bicycle and pedestrian access

Major employers and activity centers within

one-half mile

Legacy Drive Station
Compatible with City of Plano plans ¢ Close proximity to potential Millennium
Located within DART service area Business Park Station depending on
Opportunities for redevelopment and vehicle selected
densification e Limited sites for station development and
Access to major roadways including: parking
US 75, Avenue K, Legacy Drive, and e Undeveloped land within identified
Spring Creek Parkway floodplains

Local street and sidewalk network provides
bicycle and pedestrian access

Major employers and activity centers within
one-half mile

Millennium Business Park Station

Opportunities for redevelopment and ¢ Close proximity to potential Downtown
densification Allen Station and Legacy Drive Station
Park-and-ride access through US 75 and depending on vehicle selected
Greenville Avenue ¢ Undeveloped land within identified
Local street and sidewalk network provides floodplains

bicycle and pedestrian access e Not currently in a primary transit agency
Major employers and activity centers within service area

one-half mile
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Table 7-2 Summary of Station Findings (continued)
Benefits |Challenges
Downtown Allen Station
e Compatible with City of Allen plans e Close proximity to potential Millennium
e Opportunities for redevelopment and Business Park Station depending on
densification vehicle selected
e Access to major roadways including: e Limited sites for station parking
US 75, Greenville Avenue, and McDermott [¢ Not currently in a primary transit agency
Drive/Main Street service area
e Local street and sidewalk network provides
bicycle and pedestrian access
e Major employers, special events, and
activity centers within one-half mile
Stacy Road Station
o Compatible with City of Allen and Town of [e Potential need to elevate station
Fairview plans e Limited sites for station parking
e Opportunities for new TOD e Shared parking agreement may be required
e Included in The Village at Allen e Not currently in a primary transit agency
e Park-and-ride access through US 75 and service area
FM 2786 (Stacy Road)
e Local street and sidewalk network provides
bicycle and pedestrian access
e Major employers, special events, and
activity centers within one-half mile
Fairview/SH 5 Station
e Compatible with Town of Fairview plans e Minimal existing development near station
e Opportunities for new TOD ¢ Potential hazardous/regulated material
¢ Included in Fairview Center development sites within one-half mile
e Access to SH 5 (Greenville Drive) e Not currently in a primary transit agency
e McKinney Medical Center within three- service area
fourths of a mile
Industrial Boulevard Station
e Compatible with City of McKinney plans e Close proximity to potential Downtown
e Access to major arterial roadways McKinney Station depending on vehicle
including: selected
SH 5 (McDonald Street), Industrial e Limited sites for station development and
Boulevard, and Eldorado Parkway parking
e Local street and sidewalk network provides |[¢  Numerous identified and/or potentially
bicycle and pedestrian access historical resources within one-half mile
e Major employers and activity centers within |¢ Potential hazardous/regulated material
one-half mile sites within one-half mile
e Collin County Regional Airport within one |e¢ Pecan Grove Cemetery within one-half mile
mile e Not currently in a primary transit agency
service area
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Table 7-2

Summary of Station Findings (continued)

Benefits

|Challenges

Downtown McKinney Station

Compatible with City of McKinney plans
Opportunities for redevelopment and
densification and opportunities for new
TOD

Access to major arterial roadways
including:

SH 5 (McDonald Street), Virginia Street,
and Louisiana Street

Local street and sidewalk network provides
bicycle and pedestrian access

Major employers, special events, and
activity centers within one-half mile

Close proximity to potential US 380—
McKinney Station and Industrial Boulevard
Station depending on vehicle selected
Limited sites for station parking

Numerous identified and/or potential
historical resources within one-half mile
Not currently in a primary transit agency
service area

US 380—McKinney Station

Compatible with City of McKinney plans
Park-and-ride access through US 380 and
SH 5 (McDonald Street)

Major employers and activity centers within
one-half mile

Close proximity to potential McKinney
North 1 Station and Downtown McKinney
Station depending on vehicle selected
Potential hazardous/regulated material
sites within one-half mile

Not currently in a primary transit agency
service area

McKinney North 1 Station

Compatible with City of McKinney plans
Opportunities for new TOD

Located outside of current city limits

No existing transportation infrastructure to
support station

Minimal existing development near station
Close proximity to potential McKinney
North 2 Station and US 380—McKinney
Station depending on vehicle selected
Undeveloped land within identified
floodplains

Potential hazardous/regulated material
sites within one-half mile

Not currently in a primary transit agency
service area

McKinney North 2 Station

Compatible with City of McKinney plans
Opportunities for new transit oriented
development (TOD)

Park-and-ride access through SH 5 and
SH 121

Located outside of current city limits

No existing transportation infrastructure to
support station

Minimal existing development near station
Close proximity to potential McKinney
North 1 Station depending on vehicle
selected

Not currently in a primary transit agency
service area

Source: NCTCOG February, 2010

July 2010

7-5

Final Report




McKinney Corridor
Chapter 7 — Summary Conceptual Engineering and Funding Study

7.4 NEXT STEPS

The McKinney Corridor CE & FS has identified the following items for consideration in
ensuing project development phases.

Corridor Ridership Projections

e Incorporate updated 2035 travel demand forecast model
e Incorporate updated 2035 demographic inputs

Vehicle Technology Work Efforts

o Dallas Area Rapid Transit (DART) to continue Light Rail New Technology (LRNT) vehicle
development efforts

Public-Private Partnership Work Efforts

¢ Continue NCTCOG efforts to identify and secure project funding support

¢ Region and DART work toward shared right-of-way agreement if DART is not the
implementing entity

e Develop steps to proceed with the DART right-of-way
o Joint agreement for usage rights depending on implementing entity

Determine best track ownership scenario depending on implementing entity

Identify, define, and overcome challenges

Freight/commuter train modeling in McKinney

O O O

Next Project Development Phase

e Coordinate a corridor advocacy group focused on stakeholder issues and corridor
implementation
Initiate an environmental assessment study
Identify implementing entity
Initiate preliminary engineering efforts to achieve a five percent design level
Continue Corridor Strategy Team Meetings to guide project development
Conduct a comprehensive public involvement process
Determine project implementation phasing schedule
Achieve station location and alignment consensus among stakeholders
Determine final station locations and alignment
¢ Develop a station phasing plan as needed
= Stations/terminus
= Segments

o Develop detailed operational plan to assess impacts to existing transit services
¢ Resolve member city issues
¢ Investigate interlined or continuous service opportunities with other passenger rail

services

o Cotton Belt

o DART Red Line
¢ Identify and secure appropriate funding sources
e Achieve environmental documentation approval from reviewing agencies
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A1 ALTERNATIVE 1

Corridor:

Corridor Limits: (All Stations Included)

McKinney Corridor (Alternative 1)
LRT from Bush Turnpike Station to McKinney North 2 Station

Total Length (Miles): 17.7
Total Length (Feet): 93,500
Number of Stations: 10
Number of Vehicles: 17
Number of Support Busses: 20
Quantity Unit Unit Price Cost
10 GUIDEWAY & TRACK ELEMENTS
10.01 New Double Track, 136# CWR 935500  FT $620 $57,970,000
(Ties, rail, ballast)
10.02 New Siding Track, 136# CWR 32,200 FT $310 $9,982,000
10.03 'C\l:\?\\/NRStatlon Siding Track, 136# 0 FT $310 $0
10.04 New Turnout #20, 136# Rail 6 EA $485,000 $2,910,000
New Turnout #20, 136# Rail, Station
10.05 " Siding / Double Track 0 EA $485,000 $0
New Railroad Diamond Crossing,
10.06 1364 Rail 2 EA $400,000 $800,000
Highway/Railroad Grade Separation
10.07 (RR over Roadway) 6 EA $7,000,000 $42,000,000
Railroad/Railroad Grade Separation
10.08 (Railroad over RR) 0 TF $6,500 $0
10.09 New Bridge, Concrete 2,070 TF $3,280 $6,789,600
10.10 New Bridge - US 380, Concrete 470 TF $3,710 $1,743,700
10.11 Retalr_ung Wall (0 FT - 10 FT High), 0 LE $575 $0
one side
10.12 Retalplng Wall (10 FT - 20 FT High), 0 LF $1.200 $0
one side
10.13 Fencing 187,000 LF $25 $4,675,000
SUBTOTAL $126,870,300
20 PASSENGER STATIONS & PARKING
20.01 g?;tgi\r:vgrk, General Clearing and 30 AC $100,500 $3,015,000
20.02 Utilities Allowance 10 Station $325,000 $3,250,000
Station, At-Grade, Center Platform
20.03 (Canopy, Fare Equip, Security, etc.) 1 EA $2,200,000 $2,200,000
Station, At-Grade, 2 Side Platforms
20.04 (Canopy, Fare Equip, Security, etc.) 9 EA $3,200,000 $28,800,000
20.05 Parking Spaces, Surface Lot 3,000 EA $4,000 $12,000,000
20.06 Pedestrian Overcrossing 0 EA $1,000,000 $0
20.07 New Roadway for Station Access 13,500 SY $60 $810,000
20.08 Eeconstruct Roadway for Station 6,500 sy $30 $195,000
ccess
SUBTOTAL $50,270,000
July 2010 A-1 Final Report



Appendix A — Cost Estimates

McKinney Corridor
Conceptual Engineering and Funding Study

Quantity Unit Unit Price Cost
30 MAINTENANCE & LAYOVER FACILITIES
30.01 garth_work, General Clearing and 25 AC $6.000 $15.000
rading
30.02 New Yard Track, 115# CWR 5280 FT $500 $2,640,000
30.03 New Turnout #10, 115# Rail 2 EA $350,000 $700,000
30.04 Track Bumping Post 2 EA $7,500 $15,000
30.05 Layover Facility Building 600 SF $5,000 $3,000,000
30.06 Sho_p Fire Protection, Security, and 1 LS $200.000 $200.000
Environmental Systems
Yard Service Aisle Crossing
30.07 (Crossbucks) 1 EA $50,000 $50,000
30.08 Yard Service Aisles 7,100 SY $15 $106,500
30.09 Fencing 2,300 LF $25 $57,500
30.10 Utilities Allowance 1 LS $200,000 $200,000
SUBTOTAL $6,984,000
40 SITEWORK & SPECIAL CONDITIONS
40.01 g‘;‘:gi‘;]"grk’ General Clearing and 177 Ml $1,500,000 $26,550,000
40.02  Utilities Allowance (Alignment) 17.7 MI $1,848,000 $32,709,600
40.03 New Railbed - Mainline 17.7 MI $286,000 $5,062,200
40.04 New Railbed - Station Sidings 0 MI $286,000 $0
40.05 New Railbed - Passing Sidings 6.1 Ml $286,000 $1,744,600
5 -
40.06 Eigfr:;“e”ts (10% of total project 177 MI $528,000 $934,560
SUBTOTAL $67,000,960
50 ELECTRIFICATION, SIGNALING & COMMUNICATIONS SYSTEMS
Communications System (Trains,
50.01 Stations, Yards, etc.) 93,500 LF $225 $21,037,500
Positive Train Control (PTC) -
50.02 Locomotives & Cab Cars 0 EA $100,000 $0
50.03 Traction Electrification 93,500 LF $700 $65,450,000
50.04 PT_C - Wa_y3|de (co.ntrol pomts, 0 EA $25.000 $0
switches, intermediate signals)
50.05 PTC - Office 0 EA $25,000 $0
50.06 PTC - Communications 0 EA $1,700 $0
50.07 PTC - System Engineering 0 EA $24,500 $0
50.08 PTC - Program Management 0 EA $11,500 $0
50.09 CTC System (at Control Points) 93,500 LF $900 $84,150,000
Minor Street At-grade (New/Modify
50.10 Gates & Devices) 9 EA $345,000 $3,105,000
50.11 Major Street At-grade (New Gates & 6 EA $515,000 $3,090,000
Warning Devices)
50.12 At-Grade Crossing Surface, 800 LF $600 $480,000
Concrete Panels
50.13 Rail Safety Measures (including 1 LS $1.000,000 $1.,000,000
flagging)
50.14 Special Conditions Contingency 17.7 Ml $1,000,000 $17,700,000
SUBTOTAL $196,012,500
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Quantity Unit Unit Price Cost
BASIC CIVIL/ISYSTEMS COST $447,137,760

DART Allowances

Design Contingency (30%) % 0.30 $134,141,328
$581,279,088

Construction Contingency (10%) % 0.10 $58,127,909
DART Add-on Allowance (32%) % 0.32 $186,009,308
$825,416,305

Environmental Allowance (1%) % 0.01 $5,812,791
SUBTOTAL $831,229,096

60 RIGHT-OF-WAY ACQUISITION

Right-of-Way Allowance (Alignment)

60.01  (15% of Subtotal of Design % 0.15 $87,191,863
Contingency)
SUBTOTAL $87,191,863
70 VEHICLES
70.01 Rail Vehicles, Light Rail Transit 17 EA $8,100,000 $137,700,000
70.02 Buses for Feeder Bus Service 20 EA $750,000 $15,000,000
SUBTOTAL $152,700,000
90 UNALLOCATED CONTINGENCY
90.01 Environmental Mitigation 0 EA $0 $0
90.02 Cost Allocation for Increased 0 LS $0 $0
Passenger Services
SUBTOTAL $0
TOTAL PROJECT COST $1,071,120,959
COST PER MILE $60,515,308
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A.2 ALTERNATIVE 2

Corridor:

Corridor Limits:

McKinney Corridor (Alternative 2)
LRT from Bush Turnpike Station to McKinney North 2 Station

(No Millenium Bus. Park/Industrial Blvd./McKinney North 1 Stn.)

Total Length (Miles): 17.7
Total Length (Feet): 93,500
Number of Stations: 10
Number of Vehicles: 17
Number of Support Busses: 20
Quantity Unit Unit Price Cost
10 GUIDEWAY & TRACK ELEMENTS
10.01 New Double Track, 136# CWR 935500  FT $620 $57,970,000
(Ties, rail, ballast)
10.02 New Siding Track, 136# CWR 32,200 FT $310 $9,982,000
10.03 'C\l:\?\\/NRStatlon Siding Track, 136# 0 FT $310 $0
10.04 New Turnout #20, 136# Rail 6 EA $485,000 $2,910,000
New Turnout #20, 136# Rail, Station
10.05 " Siding / Double Track 0 EA $485,000 $0
New Railroad Diamond Crossing,
10.06 136# Rail 2 EA $400,000 $800,000
Highway/Railroad Grade Separation
10.07 (RR over Roadway) 6 EA $7,000,000 $42,000,000
Railroad/Railroad Grade Separation
10.08 (Railroad over RR) 0 TF $6,500 $0
10.09 New Bridge, Concrete 2,070 TF $3,280 $6,789,600
10.10 New Bridge - US 380, Concrete 470 TF $3,710 $1,743,700
10.11 Retalr_ung Wall (0 FT - 10 FT High), 0 LE $575 $0
one side
10.12 Retalplng Wall (10 FT - 20 FT High), 0 LF $1.200 $0
one side
10.13 Fencing 187,000 LF $25 $4,675,000
SUBTOTAL $126,870,300
20 PASSENGER STATIONS & PARKING
20.01 gf;tg‘i‘évgrk’ General Clearing and 21 AC $100,500 $2,110,500
20.02 Utilities Allowance 7 Station $325,000 $2,275,000
Station, At-Grade, Center Platform
20.03 (Canopy, Fare Equip, Security, etc.) 1 EA $2,200,000 $2,200,000
Station, At-Grade, 2 Side Platforms
20.04 (Canopy, Fare Equip, Security, etc.) 6 EA $3,200,000 $19,200,000
20.05 Parking Spaces, Surface Lot 2,100 EA $4,000 $8,400,000
20.06 Pedestrian Overcrossing 0 EA $1,000,000 $0
20.07 New Roadway for Station Access 9,450 SY $60 $567,000
20.08 Eeconstruct Roadway for Station 4,550 sy $30 $136,500
ccess
SUBTOTAL $34,889,000
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Quantity Unit Unit Price Cost
30 MAINTENANCE & LAYOVER FACILITIES
30.01 Earth_work, General Clearing and 25 AC $6.000 $15.000
Grading
30.02 New Yard Track, 115# CWR 5280 FT $500 $2,640,000
30.03 New Turnout #10, 115# Rail 2 EA $350,000 $700,000
30.04 Track Bumping Post 2 EA $7,500 $15,000
30.05 Layover Facility Building 600 SF $5,000 $3,000,000
30.06 Sho_p Fire Protection, Security, and 1 LS $200.000 $200.000
Environmental Systems
Yard Service Aisle Crossing
30.07 (Crossbucks) 1 EA $50,000 $50,000
30.08 Yard Service Aisles 7,112 SY $15 $106,500
30.09 Fencing 2,300 LF $25 $57,500
30.10 Utilities Allowance 1 LS $200,000 $200,000
SUBTOTAL $6,984,000
40 SITEWORK & SPECIAL CONDITIONS
40.01 g‘;‘:gi‘;]"grk’ General Clearing and 177 Ml $1,500,000 $26,550,000
40.02  Utilities Allowance (Alignment) 17.7 MI $1,848,000 $32,709,600
40.03 New Railbed - Mainline 17.7 MI $286,000 $5,062,200
40.04 New Railbed - Station Sidings 0 MI $286,000 $0
40.05 New Railbed - Passing Sidings 6.1 Ml $286,000 $1,744,600
5 -
40.06 Eigfr:;“e”ts (10% of total project 177 MI $528,000 $934,560
SUBTOTAL $67,000,960
50 ELECTRIFICATION, SIGNALING & COMMUNICATIONS SYSTEMS
Communications System (Trains,
50.01 Stations, Yards, etc.) 93,500 LF $225 $21,037,500
Positive Train Control (PTC) -
50.02 Locomotives & Cab Cars 0 EA $100,000 $0
50.03 Traction Electrification 93,500 LF $700 $65,450,000
50.04 PT_C - Wa_y3|de (co.ntrol pomts, 0 EA $25.000 $0
switches, intermediate signals)
50.05 PTC - Office 0 EA $25,000 $0
50.06 PTC - Communications 0 EA $1,700 $0
50.07 PTC - System Engineering 0 EA $