
Abbitt Goodwin: 
Is there any option to redesign that?  Redesign what we will be choosing from one option in the other?


=========================================================

Heidi Perov: 
How would the fast large vehicles be kept out of the slow lane?


===========================================


Abbitt Goodwin: 
I'm having a little trouble understanding.  The goal seems to be a little bit twofold. So in in one hand, in converting these streets from one to the other we're trying to encourage mixed use development. And I guess we we're also, you know.. You work enough with NCDOT that they want to move traffic safely and swiftly.

=======================================
Chris Huffman: 
Your comment just now seems to imply that you're looking to apply these in retrofit situations. Is that right?... From a real estate right away at market perspective, doing something the first times a hell a lot easier than changing something that already exists.

Chris Huffman: 
I respectfully, there may be a more fundamental question. How do you even start?


Andrew Knudtsen 
Two-thirds of our client base are public sector and one third are private sector. We have a lot of public sector clients that are all over this, and would adopt these in their plans and the question is whether they can offer enough financial incentives to make it possible.  I do agree that getting good prototypes on this, and showing how it can work. I mean. There's a few locations where it works, and frankly, those are the ones where the residential pays the freight.  I think the residential market demand in corridors where it's high enough to be relied on to cover a lot of these costs.  But the commercial is going to drag its feet and then developers are going to drag their feet.

Chris Huffman: 
Mmake an awful lot of difference about where the area is, and it's economic land use.

Abbitt Goodwin:  
It would seem, to lack vehicular traffic and intimacy between the two sides of the road. So your street section here is so wide that, and you've got cars pulling in and out of it

to Park. It's almost like that parking that is, along the sidewalk. Wants to go behind the buildings and just be removed all together and the street brought closer together.  You know where there is intimacy between the two sides, and what traffic is on those streets is really being diverted to the parking that's in the rear.

June Williamson: 
I’d have to respectfully disagree that there's only one way to do this.  I think the Boulevard example that you showed at the outset from like Lancaster, California probably has about this width, as does Broadway in in Manhattan.  It's probably about the same width and the same number. It's a lot of traffic also.  

Abbitt Goodwin: 
Supports a lot of pedestrian activity as well. So I don't have density anywhere in North Carolina that's anywhere close to those areas.  Like it doesn't exist.


Chris Huffman: 
Considering the population density in most of the US. What's the threshold? What's the tipping point to make this economically feasible.


==========================================
Chris Huffman: 
And as someone who will likely find himself unsafe to legally operate a motor vehicle within my working life (Note: References aging and driving). Options like this are pretty important to someone like me. I’m just struggling to think of an example, where public policy successfully front ran market demand.


====================================================
Waugh Wright: 
In that one the in the top slide there's lots of economic activity going on. It's just not walkable. And so it's not necessarily that much of a difference in you know. Hopefully, it's improving economic activity going down below, because people want to go there. But there's still a lot of activity. To begin with, we're just moving those the right away parking. 

Abbitt Goodwin: 
You also end up with the same problem elsewhere. It's kind of like, you know. A lot of what you've got on the top screen appears to be car dealing ships and freestanding restaurants. And you know that sort of thing which is.  You know, in as we become in more urban areas where those existed. You know, making that transformation makes a lot of sense. But you also push those uses out to the edges of our communities. And you know we've seen that happen. And, Raleigh. You know where… Wake Forest Road, for instance, is the house. Lots of car dealers, and you know they've kind of gotten pushed out towards, you know. Wake forest road.  And you know. It's a little bit of a whack-a-mole situation where 
you might fix a problem in one area and create it in another.

Andrew Knudtsen 
One thing I would add, is that we're working with a lot of clients. We we work the range of clients, and we're finding that people who are operating on the edge of metropolitan areas doing conventional suburban development are forced for a variety of reasons to offer smaller and smaller lot sizes. So now people are building home. Developers are building homes on 35, 40 foot wide lots even less than that, and the pressure the economic pressure to conserve land is resulting in these communities that are kind of detached town homes with almost no yards, and at some point the market is going to shift. And I think the affordable housing issue is critical. The commuting challenge in terms of where people can afford product, and the drive to you qualify syndrome is getting to the tipping point where the market is going to shift and get things that they can afford in environments that are stacked flats closer in less time on the road. Less time maintaining their homes. What have you? And it's the time factor. It's going to motivate the market, and I think with the affordability challenges that are everywhere. There's an opportunity to push or introduce this that will have more traction than it would have had ever in the last several decades.   



=================================

Terry Lansdell:
It was still so much more to unpack on the last question. If NCDOT classifies that road, it's a major thoroughfare.  We say Government or DOT has to responsibility to change it. That's never going to happen.  It's never gonna happen letting process that they're gonna design that road that way. And it's never gonna happen in a retrofit.  And it really puts the burden for those changes back on the local government.  And we don't see. You know we don't see a commitment from developers to make those types of investments to pay for those costs.  Especially with the inconsistent in Liu of fees associated with these types of zoning changes. So it's much cheaper to pay the $5,000 in little of building a sidewalk than to pay the $50,000 to build the sidewalk by the developers, and that comes down to the core of it is is these are betterments by NCDOT's policies. These are not standard safety features as we go through, and these strodes are major monitor thoroughfares. There's State roads in most cases for North Carolina that D. O. T. Has its fingerprints on.  And that's a challenge for me. But I couldn't let it. I was trying to let it go, but I had to say something about that, just a real challenge when we, when we classified government or someone else to do this specifically. Thanks.



===================================================


Terry Lansdell: 
Yeah, that this is a challenge to kind of make these broad assumptions for these sort of segments of routes. Yeah, you reference communities that engage in that.  Those communities that engage in this type of small vehicle.  Access and infrastructure oftentimes have great engagement for pedestrian and active mobility travel as well like in the villages They're  gold or platinum, because there's so much choice around there, and it's it's just challenging to kind of look at these in this kind of one off segment in North Carolina. I i'm aware that there is the when you're in neighborhoods you can use golf carts in certain neighborhoods when they meet certain requirements for speed, limit, etc. So I'm, just trying to figure out how this translates to quote unco activity centers

Abbitt Goodwin: 
Also have enormous wealth. Affluence. Where you've referenced.


Terry Lansdell:
 Well, I think the bill has a broad spectrum of of of wealth profiles there as Well, so it's there's there's there's a minimum building standard that's required, but there's also a maximum as well. So


================================================

Abbitt Goodwin: 
Absent of the slow land?  Absent of the slow lane, or inclusive of the slow lane. Well, whatever you want to say about it.

Heidi Perov: 
I think it would be important for bicyclist to be able to do the more direct route. I think when you send people off like that in cars, it's one thing, but if you're biking or walking, or using some other form of micro mobility. Those long turns around very discouraging.


=========================
Lauren Blackburn: 
I think…I mean it's possibly a matter of just making sure that there is a option for a crossing phase, even for that slow street crossing. It might be detected or actuated, or something. It doesn't have to happen every cycle. So I think that could happen when needed.  Which would affect you know those. It would be the only movement that would otherwise happen where those left turns might have otherwise happened. Does that make sense?


===============================================

Abbitt Goodwin: 
The implementation of this is staggering in an area that is already developed as such as the two examples. You know, the amount of displacement of existing property owners, tenants, and time that it would take to transform the existing to the proposed and reap the benefit of it. It might be immeasurable.

Abbitt Goodwin: 
Yeah, yeah, I mean, I mean your ring road, if you call it that on the northeast corner goes through the old one in a through a shopping center on the north west corner goes through a mall.  You see what I'm saying.

=================================================================
Abbitt Goodwin: 
Yeah, Greenville, was the line going through the Mall. That was a lot earlier. But the enclosed mall is a dinosaur. So that point of sale is failing in many areas, and this one included. But you know it's being replaced with.  You know other things.


=====================================================

Abbitt Goodwin: 
Well, the markets gotta respond to it, too, right?

===========================================
Andrew Knudtsen:

I would say that there's only so many tenants that are interested in small 1,500 2,000 square foot spaces. We had one municipality retain us to develop a plan similar to these, where, and some of the elected wanted acres of small mom and pops, and said that this is the this is what we need to get to.  Just doesn't exist and accommodating the mid box, accommodating the big box somehow. That's it is especially in conventional markets. That would be important, and not overstating the number of tenants that are likely to take these small spaces, I think, is important related to the market.  The other point, I would just say is that I think these types of areas are… these concepts work best in affluent markets for obvious reasons. And then there becomes the whole question of equity. And how do you get a template that works and more than just affluent areas. And that's real challenge, and it's not for lack of vision. I think these vision is. I think these visions are terrific

Abbitt Goodwin: 
Getting the traction is tough.

=================================================

Heidi Perov: 
Like it looked to me like the redo took away several of the driveway access points is that intentional that they would be more consolidated.

==========================================================

Chris Huffman: 
Does NCDOT have jurisdiction over most of these streets and roads in North Carolina? I'm: wondering about disaggregation of regulatory authority.  Okay, and do you feel like you have enough completeness of network to support these and what were you don't are those costs being factored in?


============================================
Abbitt Goodwin: 
I'm having a hard time getting past the impact to the private property owners Along here. The amount of taking or contribution of private land and displacement of existing businesses is pretty far reaching.


Abbitt Goodwin: 
Yeah, maybe I mean, even like at the example of Red Banks and Greenville Boulevard, I mean, I happen to know someone who just built that Tommy's car. I know for a fact that they spent 7 million dollars on it. That's just one example. You start taking away 10 parking spaces from them, and you know the business. you know, goes away

=========================================
Chris Huffman: 
Yeah, the the challenge that I'm running into playing expert witness here and there around the country is that a growing number of jurisdictions are now being expected to maximize a developer’s profitability. Just compensation means you you make me as rich as I want to be.  So, if these can be approached through, like you say more of a public private partnership model. I think that might serve the short circuit a lot of those kinds of concerns.


==================================

Chris Huffman: 
If you treat it like a campaign they're going to find every means at their disposal to shut you down. If you treat it as a partnership you might be able to bring them along.


===========================================================

Chris Huffman: 
What you just said is you already have the solution in mind. That's what I just heard as a developer or as a business owner. You're here trying to sell me on something that you've already decided on.


==================================================
Chris Huffman: 
Approach it from ‘here are the problems that we're seeing. And here the challenges we think you and us alike are going to face. We need and want your help in figuring out the solutions.’

Waugh Wright: 
But if you come in, and it's disingenuous thinking and acting that way. But really you have some ideas you want to You want to present those ideas. We have ideas, sure, but we have not made any decisions. 

Also I will not show you're showing before, and then like 30 years after. Or maybe this is 50 years after, you know, showing before and like after construction will help. Those local businesses know more what is really. We only had so much ability to create graphics. 

June Williamson: 
Just to add on to that and some comments made earlier. I you know, I appreciate that we what we're trying to tease out here is about the different road construction, and seeing the info buildings is to help provide context. But that can be very distracting, because people then become very interested, or assume that that's the kind of buildings that will, or you expect to occur in concert with this changed roadway, and it might even be interesting to have two versions of the after one with the townhouse and the ground for retail, and so on. These These kinds of buildings, and another with a, you know, very modern or or distinctive different types of buildings. Same density, but a different kind of massing or configuration to help kind of drive the point that these things aren't in concert, that this kind of rude way change, will not automatically create this kind of building. I guess I've gotten Machia Bell in after 30 years of trying to do this kind of stuff.



Chris Huffman: 
I've taken the adopted the philosophy of it's always better to bribe people with their own money. If you can convince the business leaders, and I would start with the business leaders, identify who the power brokers really are in these areas and say, we, we think that the problems that we're seeing develop out here are going to cost you a lot of money over the years, and we have some ideas in mind that we think will put more money in your pocket. We reverse the negative. However, it's going to require vision. It's going to require courage and that's why we came to you first.


===================================
Andrew Knudtsen:
I agree. I think it'd be very interesting to see and test how this holds up under more conventional commercial development programs holding on to the vision, but realizing that there's at least 20 years or something like that of the interim where it's still going to be business as usual. One other detail I have a hard time visually seeing the equivalency of parking.  I know that you've said that.  It's one for one but and I know the focus has been planning the land within the but you might take a closer look and just verify that. In fact it is one to one. Pardon me.



===========================================================
Andrew Knudtsen:
Well we we want both, you know. It really depends on the market context. I've got clients right now who would do this for corridors that are a disaster and the property owners Aren't getting any revenue.  Cities and towns aren't getting any revenue and everyone wants change. It builds on it in what you were saying, Chris, about building on the problems. There are non functioning retail centers that are looking for change it just in those kinds of situations where the market pressure is very low.  How do you move in and create enough of a mix of uses such that there's this sufficient return to start to cover the and municipal investment to to cover the infrastructure changes. There's a market for this, because there's there are so many 1970 s tired corridors. These strodes where no one's happy. So you know, focusing on that as opposed to maybe some corridors that are already are currently successful might be a You know the window of opportunity.


==================================================

Terry Lansdell: 
Yeah, my God, I was checking my head a lot here. Because yeah. I think you're not doing a service to active mobility. When we don't clarify by claims versus the slow vehicle. And this one set here for a market street, I think it happened 4 or 5 times it was trying to take notes where you called it a bike lane, and you caught it something else, and the visualization of having that that single bike, and that 12 foot wide Lane.  It is a challenge to call out a bike lane when you have these golf carts in there as well. So I want to be be cautious of that. That it's that. It's not. It's not a bike lane anymore. It's a it's a it's something else that slow moving vehicle that shared lane that I'm hesitant and kind of engaging in that conversation in support of of calling it a bikelane at that point, because it's not that.

I don't want you to have to go back to the slide. But, as people will say, the premise was to pull people off Market Street and get people to loop around to one way one way. Now, that's a state road, and I think one of your slide showed it to State Road 70. So who's gonna own that that spur? Who's going to maintain the spur? Who's how does that transition from local ownership or responsibility for maintenance and improvement. To state or state to local. So some communities may be overburdened with this kind of conceptual design in my mind. But maybe I am…

Yeah, I just look at this one slide here at the the Greenville Boulevard and see this massive, expansive, slow lane. And then there's another slow lane. I just that space piece, and well, I appreciate that it's a great concept that is that's gonna be a harder sell. And especially as we shift to more. You know, unified development ordinances that that affect zoning changes, you know, for the for developers. I think if they're willing to give up that space, there has to be some sort of bonus allocation for height or density or other pieces to help their profitability in their in their parcel design or their project design. But I think that comes down to the local level and the local zoning decisions that have to be made in a case by case basis.


===============

Norm Van Eeden Petersman:
Fascinated but I'm still grappling with the one way elements of it, particularly with respect to the question of what is it that psychologically causes drivers to be slower while passing through these types of zones, especially not so much this one which I actually think is an improvement with, just, you know, Clutter and some of the the or clutter. But the physical things that you trigger a responsive driver to take note on the previous slide displayed, You know, 3 lanes of of moving cars passing through, and I know that their service requirements for some of these these throughput parts of the system. But the there's 3 lanes coming as you are then, in a slow lane, with a lot of activity happening, and the trouble is that you get the fat. Your fast tracks you can be really are. Don't seem to be hindered very much, and that continues to perpetuate the worst problems of the stro, that you still got quite a bit of interweave access. All of those things where you're trying to fulfill some of the functions of a street, while simultaneously allowing for 3 3 lanes abreast to be passing, you know, even at posted speeds of of 35 or 40 miles per hour probably be a little bit less than that. But the question is, what is the design speed in that area? And how can that perhaps be addressed. Is there any way within the broader system like this? Is site by site? But are you also integrating sort of a a deeper question of like, how do we do? System wide diffusion of traffic? There was a comment early on about the concern that well, if we do this, a lot of traffic is going to go on to the side streets. And I think actually there's some value in saying, let's make more use of our side streets. They can be traffic calm. They can be, you know, roots, but rather than having dedicated core routes through each core, place it up, up ends the idea of arterial networks a little bit more, but it actually creates an opportunity for people to to understand that their whole system is just slower. Their whole system to a driver used to the strode experience. The whole system feels sluggish. And yet that sluggishness is actually a design feature and not a bug. It's. It's a bit of that suggestion to property owners and developers to say, You know, how do you increase your foot traffic? How do you increase your walk through revenue create congestion, so that people have reasons to say like, oh, i'm going into the core and if I need to avoid it.  I'm going to go all the way around, because I don't want to go through there, but if I have any reason to go there, i'm going to go there and dwell there a little while longer. See a, you know. Observe positive reasons to to stop my vehicle or to add things onto my trip. The those ideas of of task linkages within any given trip. So that way people are doing multiple things in one trip, I think benefits are the economic argument for making these types of changes.


 ========

Terry Lansdell:
Yeah, i'm a bit challenged by that momentum preservation conversation. I know it's really hard. We all have the solution for it yet, either. But you know, when we have to push the Beg button as pedestrians across that I mean.  We see the standard operating procedure to just indicate at the next transition cycle. You know we we. We talk about pedestrian interfaces with these types of strodes, and even the modifications we have to prioritize the interruption of that flow to allow for the level of service for non-vehicular traffic travel to occur. The notion that we're gonna continue to penalize pedestrians even as great design. And we don't have that conservation of momentum for pedestrians and active mobility only for vehicles traveling on the road. That's a that's a challenge for us that we're trying to get our heads around in many different municipalities across the State. Many different projects that we're looking at as well so, and the best way to do that for Ncdot right now is to not to design any pedestrian crossings on their roads, because their their way to to understand how to do congestion mitigation is to to ensure momentum preservation at all cost. So it's a challenge for us when we really start looking at the these designs, and how they truly affect active mobility on the ground when when the design is there to increase traffic volume, increase momentum preservation for vehicles. So

Terry Lansdell:
Oh, that's right. It is a beg [button]. We are required to physically manipulate an intersection and hope that the software design gives us an opportunity in the next 30, 60 90 seconds. 


CHAT COMMENTS

Lauren Blackburn: 
The posted and operating speed of these roads is also a significant issue for these roads. Especially considering that land uses support pedestrian/bicycle activity and speed is a significant risk to safety when and where there is a conflict between vehicles and bike/peds.

Terry Lansdell: 
Slide 9.  Well it is not just the strouds fault.  It is land use and zoning changes that impact the success of corridors. IMO

Norm Van Eeden Petersman: 
High volume, frequent access, businesses expecting vehicular entrances and exits in order to have customers reach their businesses

Lauren Blackburn: 
Reacted to "Slide 9.  Well it is..." with 👍

Terry Lansdell: 
Not sure about DOT’s true commitment.  For your review later. There is a project called Gordon Rd. It was clearly let to only increase traffic volume and not to allow any new accommodations for active mobility or crossings. 

At 32 minutes they reference the MUP.  At 41 minutes or so and you hear that IMD at DOT signed off on this project and stated they met the FHWA guidance with the MUP. But please pay attention to 47:30, you will be shocked at the answer.  “Our project is not connecting across the road… you will do it like you do today. To go when there is a gap…maybe there is a better chance to do it after this project is built”.  
https://www.youtube.com/watch?v=m1XPENWzw90
Here is the complete Gordon Rd link to see this IRL for NCDOT. https://www.ncdot.gov/projects/gordon-road/Pages/photos-videos.aspx

Terry Lansdell: 
Does this slide indicated a change in road classification per DOT standards?  Like from a major tfare to a minor fare? With congestion mitigation funds, this road design would not be allowed.

Terry Lansdell: 

Yes.  The lever is to include these designs in the letting process not retrofit.

Lauren Blackburn: 
interesting concept. several technical issues that would need to be resolved (but maybe not impossible): (1) how to clearly delineate the spaces with significant speed differential; (2) how to legally designate speed limits; (3) and deal with the many conflict points between angle parking and thru lanes; the continuous median would probably push more trips on side street network

Heidi Perov: 
The bottom slide shows a much denser streetscape, which screams for more types of safe mobility. However, as a person who often rides a bike, I am not excited about the many conflict points with parking. I prefer the suggestion that the parking go in the back. Would prefer that the lane near the curb perhaps be a lane that could be a bus and bike lane.

Lauren Blackburn: Need to think about how Transit fits into these scenarios

Lauren Blackburn: the slow street could also be a space for autonomous micro transit

Terry Lansdell: 
Real world example of opposition to this configuration: https://spectrumlocalnews.com/nc/charlotte/news/2021/03/24/central-avenue-dedicated-bus-lane-pilot-program-to-end

June Williamson: 
I’ve spent ALOT of time in the Villages, can confirm it works there.

Heidi Perov: 
They already have these carts at many retirement living neighborhoods, so if the retirement housing were in this area, it might work.

Terry Lansdell: 
Yes June, my sister and parents have lived there for over a decade.

Terry Lansdell, BikeWalkNC: Where are the bike lanes?  there is no all ages design.





Chris Huffman: 
Is there a fundamental disconnect between land use (by definition local traffic for these areas) and through traffic (not visiting higher density developments)? If we're trying to provide a better environment for BOTH through and local users, that's great, but I'm not sure we have the tools to do that. NCHRP 900 started that conversation, but there's a lot of work to do.

Lauren Blackburn: 
there are relatively decent bike/ped options for Quads, if you need that much vehicle capacity: https://highways.dot.gov/sites/fhwa.dot.gov/files/2022-06/fhwasa22017.pdf

Chris Huffman: 
The challenge I see is that the modes still have to connect/intersect/cross one another. These alternatives may have separated the conflicts, and that may be a good enough benefit, but I wonder how realistic the safety recommendations might be.

Chris Huffman: 
The mixture of local traffic generators/attractors, and through traffic generators/attractors may continue to confound your efforts.

[bookmark: _GoBack]Terry Lansdell: Thank you for including mid block counter measures

Andrew Knudtsen: 
Malls are definitely looking for alternatives.  Not a bad prototype to pursue.

Andrew Knudtsen: 
I need to jump.  Great concepts.  Terrific vision.  Thanks for inviting me to participate.

Lauren Blackburn: 
can we assume the slow streets COULD be two-way travel? for bicyclists especially

June Williamson: Thank you for including me — I’ve got to go. I like the Quadrant scheme for many intersections...

