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Figure ES-4: Long Term Vision Concepts 
(Note that Concepts A, C and D were also examined with a Pedestrian Bridge) 
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7.3 Evaluation and Stakeholder Input 
 

Screening evaluation criteria, as listed in Table ES-5, were used to evaluate the Short Term Alternatives 
and Long Term Concepts. The results, documented in the final report, were presented to the stakeholders, 
identifying the many trade-offs.  
 

 
Table ES-5: Screening Evaluation Criteria 

 
Common Criteria 

 Low Cost 
 Improves Safety and Convenience for Transfers 
 Enhances Pedestrian Safety 
 Enhances Wayfinding/Information 
 Has Sufficient Capacity   (Operations in Short Term, Demand and Growth for Public 

Transportation Modes and Parking in the Long Term) 
 Enhances Attraction of Visitors 
 Minimal Environmental Issues 
 Minimal Property Issues  
 Potential for Public Private or Grant Funding (for the Transportation Improvements in the 

Short Term) 
Short Term Criteria 

 Easy to Implement 
 Adaptable to Future Changes in Operating Needs 
 Flexible to Accommodate Long Term Commercial Development 
 Compatibility with Bus Terminal Long Term Concepts 
 Maintains or Enhances Traffic Operation/Safety 

Long Term Criteria 
 Ease of Project Development 
 Ease of Phasing 
 Improves Convenience for Parking Access 
 Enhances Pedestrian Environment 
 Promotes Likely Development/Local Economy 
 Capitalized on Synergies between Transportation & Development 
 Balances Need for Transportation & Development 

 
The stakeholders had considerable suggestions and comments on the identification and evaluation of the 
short term alternatives and long term vision concepts presented at a Stakeholder Steering Committee 
meeting held in early summer 2009. TranSystems proceeded to examine the feasibility of some of the 
stakeholder suggestions such as introducing another railroad crossing between the two current crossings, 
shifting rail platforms northward to allow surface crossing while trains were in the station, relocating or 
removing the freight siding, etc. The consultant team was redirected by SCCOG to respond to the 
stakeholder consensus that emerged and to develop revised short term alternatives. The direction was to 
1) develop alternatives for bus terminal facilities located on the east side of Water Street adjacent to Union 
Station, incorporating use of the building currently used by Greyhound, and shifting Water Street to the 
west, if needed, to provide adequate space to meet the bus operator needs, and 2) to include an up-and-
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over pedestrian bridge or tunnel in the short term alternatives that would enable passengers to cross the 
tracks when trains are in the station (as required by Connecticut DOT) and which could include additional 
spans to connect to the Water Street Garage and the waterfront. This is reflected in the Preferred 
Alternative of the Master Plan described in the next section. 
 
With regard to the long term concepts, there was no clear consensus on a specific vision for the future.  
There was agreement that the replacement of the Water Street Garage would not occur for many years 
considering the investment the City was making to repair the facility. The sentiment of the Stakeholder 
Steering Committee was that the alternative visions would be helpful in the future but the Master Plan 
should focus on the short term alternatives including immediate actions. As a result, the long term visions 
were not carried forward into the Master Plan. The most important long term consideration will be to 
continue to keep options open to respond to development opportunities in the future and to continue 
discussion on the long term vision. 
 
 
8. Master Plan 

The Master Plan includes a Preferred Alternative and a Fallback Minimum Construction Alternative. Both of 
these are short term alternatives and the Preferred Alternative includes an immediate action and short term 
component. Long term vision concepts were prepared during the study and are described in the Final 
Report but no single long term concept was advanced into the Master Plan. 
 
The Master Plan does not represent a detailed design, but rather provides a conceptual design of the 
suggested improvements to the RITC. 

8.1 The Preferred Alternative 
 
The Preferred Alternative consists of the following major elements reflecting the input from the stakeholders 
and the direction from SCCOG and Connecticut DOT: 
 

 Water Street Relocation 
 Pedestrian Bridge 
 Other Pedestrian Improvements 
 Wayfinding Improvements 
 New Combined Bus Terminal on the East Side of Water Street 
 Rail Facilities 
 Other Modal Improvements 

 
Water Street Relocation 

 
To provide the necessary space on the east side of Water Street  for the bus terminal, pedestrian bridge 
vertical circulation (elevator and stairs) and pedestrian circulation, the plan envisions the relocation of 
Water Street to the west, utilizing part of the City-owned land  in front of the Water Street Garage. The 
relocation of Water Street would at its maximum point extend about 50 feet west and would have some 
impacts on the Parade Project improvements (i.e., pavement, landscape and crosswalks) north of Atlantic 
Street. It was designed not to impact the Parade itself (south of Atlantic Street), the Julian property or the 
functioning of the Water Street Garage. The relocation plan preserves two travel lanes on Water Street 
parallel to the bus stop and continues to provide a 500-foot long right lane on Water Street approaching 
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Governor Winthrop Boulevard (for right turns and through movements). Travel lanes are narrowed slightly 
to 11 foot lanes with a total cartway width of 35 feet. Finally, although the City-owned parcels in front of the 
Water Street Garage are reduced in size by the relocation, 27 short-term parking spaces can be 
accommodated there, essentially preserving all the parking spaces currently provided there. 
 

Pedestrian Bridge 
 
After an evaluation of bridge and tunnel options, a pedestrian bridge was selected as the preferred means 
of providing direct unimpeded crossing of the railroad tracks. A tunnel would cause more disruption to rail 
traffic during construction, would require ongoing dewatering, would be impractical to extend to the Water 
Street Garage and would have greater security issues than a pedestrian bridge.  Connecticut DOT required 
that a bridge or tunnel over the primary tracks be included in the short term plan and stated that no 
additional at-grade crossings could be introduced. Extensions of the pedestrian bridge westward to Water 
Street Garage (over Water Street) and eastward to the Cross Sound Ferry property (over the freight track) 
are optional and could be added in a phased manner. Thus, the pedestrian bridge is conceived as a 
mandatory center section and two optional extensions.   
 
The mandatory central section would connect from the southbound platform area and bus terminal area on 
the east side of Water Street spanning the Amtrak tracks to the northbound platform. The bottom of the 
bridge would need to be about 30 feet above the tracks and would reach to an elevation of about 55 feet.  
At the west end of the center section, the elevator and stairway would be incorporated into the proposed 
new bus terminal building. At the east end of the center section, the elevator and stairs would be located at 
the end of the northbound platform accompanied by a short northward extension of that platform. The 
location of the bridge is largely fixed by the need to serve the northbound platform at its northern end since 
the space between the two tracks is not wide enough to accommodate vertical circulation elements and a 
rail platform. (Although stakeholders also suggested considering a location at Union Station or south of 
Union Station, such options have disadvantages such as greater impacts on the historic structure, impacts 
on South Water Street, requiring passengers to cross State Street, and eliminating the potential to directly 
connect to the Water Street Garage.) 
 
The optional extension to the Water Street Garage would not require new vertical circulation at the western 
(garage) end but could instead rely on the stairs and new elevator at the south side of the garage. 
Optionally, the existing unused elevator shaft located in the southeast corner of the garage could be 
rehabilitated. The pedestrian bridge would connect to the top floor of the garage. (The final design should 
consider how the bridge structure can remain intact while accommodating an eventual replacement of the 
garage with a new structure.) 
 
The optional extension to the Cross Sound Ferry area could be integrated with a new passenger ferry 
terminal. Such a terminal was previously proposed by Cross Sound Ferry but has not been advanced. For 
the purposes of the Master Plan, the bridge extension has been assumed to extend to the location 
identified on such prior plans but the vertical circulation to ground level is assumed to be part the bridge 
extension. At the request of Cross Sound Ferry, to accommodate the large number of Block Island Express 
passengers disembarking at once, an escalator is included at this location as well as an elevator and stairs. 
While no specific design of the bridge structure is proposed in the Master Plan, it has been assumed that a 
more transparent style bridge would reduce visual impacts. Nevertheless, the height of the bridge 
(elevation from about 36 to 55 feet) would result in visual impacts. Three dimensional visualizations have 
been prepared to convey the impacts for the center section of the bridge and for a full bridge with both 
extensions. 
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Other Pedestrian Improvements 

 
Besides the Pedestrian Bridge described above, a wide variety of other pedestrian improvements are 
proposed as part of the Master Plan’s Preferred Alternative. These include: 
 

 Sidewalks/pathways on both sides of railroad right-of-way including: 
o An 8-foot wide sidewalk on the east side of Water Street from the current bus stop to 

Governor Winthrop Boulevard and beyond to the park at Crystal Street 
o A widened sidewalk on the west side of Water Street to Governor Winthrop Boulevard 
o Pedestrian pathways from City Pier through the Cross Sound Ferry area 

 Use of pavers to unify the RITC bus terminal area with Union Station 
 Quad gates/ rubber surfaces at the two railroad crossings at State Street and Governor Winthrop 

Boulevard including wider clearly delineated crosswalks and sidewalks 
 Steel post fencing along the railroad right-of-way (Note the City has already installed this on the 

west side of the right-of-way along Water Street.) 
 Landscaping along Water Street and the waterfront 
 Gateway structures to delineate the waterfront area (located at opposite ends of the Cross Sound 

Ferry area) 
 Pedestrian scale lighting throughout, similar to that used in the Parade Project 
 Canopies with lighting for bus passengers at the Greyhound and SEAT boarding areas. 

 
The pedestrian plan is shown in Figure ES-5. It assumes that Water Street is relocated and the bus 
terminal and pedestrian bridge are constructed. Similar pedestrian improvements could be made even if 
those improvements are not constructed. Improvements at the two railroad crossings and east of the 
railroad right-of-way can be implemented immediately, if funding is available, while other improvements 
along Water Street would need to wait until Water Street is relocated and the bus terminal and pedestrian 
bridge are constructed or they would have to be redone. 
 

Wayfinding Improvements 
 
The Master Plan includes a plan for wayfinding improvements. This includes 17 locations where signage 
would be erected to direct pedestrians and vehicles to transportation functions and to downtown business 
districts.  The plan also includes recommendations that wayfinding maps be erected at three locations 
(Union Station, Bus Terminal and Water Street Garage) to help orient pedestrians. Specific examples of 
signage and information to be included on signs are shown in the Master Plan section of the Final Report. 
Note that recently New London Main Street has erected new wayfinding signage of a similar design at 
selected locations and is erecting “gateway” signs to encourage visitation to downtown New London. 
 

New Combined Bus Terminal on the East Side of Water Street 
 
The Master Plan includes a new combined bus terminal for Greyhound and SEAT located on the east side 
of Water Street made possible by the relocation of Water Street. The relocation of Water Street makes it 
possible to create two parallel bus boarding areas along Water Street while also accommodating the 
vertical circulation elements (stairway and elevator) for the pedestrian bridge over the railroad tracks and 
sidewalks for pedestrian circulation. However, even with the relocation of Water Street the space is 
constrained and the sidewalk would be only about 11 feet wide at its narrowest point. With the two parallel  
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Figure ES-5: Pedestrian Improvement Plan in the Preferred Alternative 
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bus boarding areas, the bus bays desired by the bus operators can be accommodated.  The existing 
Greyhound building would be re-used for some bus terminal functions with interior modifications to the 
building. However, to provide the most functional space for the passenger waiting area and 
ticket/information counters, a new building addition with a glass front is proposed just north of the existing 
Greyhound building. This new building will allow bus passengers to have a view of the buses and the staff 
at the counter to view the passenger waiting area and the buses. Interior waiting space would allow for 50 
SEAT passengers and 25 Greyhound passengers, consistent with the minimum requirements expressed by 
the bus operators.  Canopies would be provided to provide shelter for passengers boarding buses or 
waiting outdoors. These canopies would extend from the new terminal building along the Water Street east 
side sidewalk curb line and along a 15-foot wide SEAT passenger boarding island. The design also allows 
for some ancillary curbside space for Greyhound freight pick-up/drop-off and SEAT maintenance vehicles.   
Figure ES-6 shows the layout of the bus terminal, and pedestrian bridge and the relocation of Water Street.  
 
It should be noted that the plan envisions using currently privately-owned property (Union Station) and 
therefore would require negotiation for purchase or long term leasing of this property. 
 
While the plan accomplishes the goals identified, it is a fairly tight fit and has some drawbacks. Among 
these are the constrained sidewalk width, the long and narrow building shape leading to less efficient use of 
space, and the fact that the new terminal tends to create a barrier between Water Street and the rail 
platform. 
 
Figure ES-7 depicts a conceptual interior floor plan, whose purpose is primarily to show that it is feasible to 
accommodate the space required. A final floor plan would be part of the building design to be undertaken in 
a future implementation step. 
 

Rail Facilities 
 
The Master Plan has not identified the need for additional facilities for Amtrak rail operations although 
enhanced amenities for passengers at Union Station would be desirable and minor adjustments are 
needed for ADA compliance.  At the outset of the study, it appeared that Shore Line East would continue to 
operate from the current platform and that its primary need was commuter parking which could be 
accommodated at the Water Street Garage. However, late in the study, it became clear that Amtrak desires 
expanded Shore Line East service to operate from the freight track (Track 6), the track farthest from Union 
Station. Connecticut DOT is therefore examining immediate modifications to the northbound platform to 
enable it to be used to access Track 6. In the longer term, Connecticut DOT may consider a new platform 
for Track 6 located on the east side of the track adjacent to City Pier and Cross Sound Ferry. This was not 
examined in this study. However, it would have an impact on the proposed pedestrian bridge, requiring 
extension of the center section of the bridge and either requiring additional vertical circulation for the new 
platform or consolidation of the vertical circulation at the east side of the optional extension to the Cross 
Sound Ferry area with vertical circulation for this platform. 
 

Other Modal Improvements 
 
Taxis and Automobile Pick-up/Drop-off - Taxi and automobile pick-up and drop-off are critically 
important access modes for the train service at Union Station and are expected to grow in importance with 
the increased presence of Shore Line East at the station. However, the space available for taxi and 
automobile pick-up and drop-off at the rail station and bus terminal is already constrained by the limited 
space on Water Street and strong competition for uses. The proposed relocation of Water Street and the  
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Figure ES-6: Combined Greyhound and SEAT Terminal Site Plan in the Preferred Alternative 
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Figure ES-7: Draft Conceptual Floor Plan of the Bus Terminal in the Preferred Alternative 
 



 

 

 29 Regional Intermodal Transportation Center Master Plan 

Executive Summary  
 

plan for the Bus Terminal and Pedestrian Bridge does not negatively impact any of the existing designated 
auto or taxi pick-up, drop-off, queuing or parking spaces. It is envisioned that taxis would continue to pick-
up and drop-off passengers directly in front of Union Station and that auto passengers would at least be 
dropped off in front of Union Station as well. It is suggested that the available short term parking spaces in 
front of the Water Street Garage be used for automobile passenger pick-up so that automobile standing in 
front of Union Station is limited to the short time needed for actual unloading.  It is also recommended that 
the first block of State Street (that is, between South Water Street and Bank Street) be used for taxi 
queuing so that taxis wait there in an orderly queue and then can pull up in turn to pick up passengers at 
two designated spaces in front of Union Station nearest the State Street corner. The remaining three 
spaces in front of Union Station would be designated for passenger drop-off for automobiles and taxis. The 
final operational arrangements will need to be worked out with the taxi operators.  
 
Car Rental - There may be opportunities to locate a car rental counter in Union Station provided nearby 
parking for rental cars can be arranged. A ZipCar space or two could be located in the Water Street Garage 
or in front of the Garage. 
 
Bicycle Accommodations - A bike rental business might be located in Union Station. Bike racks should 
be provided at the station. Possible locations include at City Pier, in front of the Water Street Garage or in 
the current Amtrak parking spaces on South Water Street if these parking spaces can be relocated to 
another nearby location. 
 

Visualization 
 
Figures ES-8 and ES-9 show the view from the Parade of the RITC bus terminal and pedestrian bridge with 
the mandatory central section of the pedestrian bridge and with the full bridge with the optional extensions 
to the Water Street Garage and to the Cross Sound Ferry area, respectively. 
 

8.2  The Fallback Minimum Construction Alternative 
 
The Master Plan includes a second alternative, called the Fallback Minimum Construction Alternative 
(hereafter called the Fallback Alternative for short). This alternative has been included, at the City’s 
request, to identify an option that could be exercised to meet needs in the short term if the funding cannot 
be obtained to construct the Preferred Alternative or if there are other reasons not to pursue the Preferred 
Alternative. Since one primary reason for including it is the lack of funds, it is assumed to exclude the 
Pedestrian Bridge that is included in the Preferred Alternative; however, if funding can be obtained for the 
Pedestrian Bridge, it is compatible with the Fallback Alternative. 
 
The Fallback Alternative differs from the Preferred Alternative in the following aspects: 
 

 Water Street remains in its current location 
 Bus loading areas remain in the their current locations 
 The Pedestrian Bridge and new bus terminal building addition are not included 
 Indoor bus passenger facilities are located in existing structures. 

 
The pedestrian improvements other than the Pedestrian Bridge would be assumed to be included in the 
Fallback Alternative although the design would be revised to accommodate the current street configuration. 
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Figure ES-8: Preferred Alternative with Center Section of Pedestrian Bridge 
View from the Parade 

 

=  
Figure ES-9: Preferred Alternative with Full Pedestrian Bridge Including Extensions 

View from the Parade 
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The Fallback Alternative, like the Preferred Alternative, keeps all the public transportation services on the 
east side of Water Street. However, it does not involve construction of new bus terminal building and it 
does not involve the relocation of Water Street or the creation of two parallel set of bus boarding areas. As 
a result, it cannot provide expanded capacity for buses, though it does accommodate the current needs.  It 
utilizes existing buildings including both the Greyhound Building and Union Station itself for the bus terminal 
facilities, requiring interior modifications and the construction of a connection between the two buildings.  
Figure ES-10 shows the configuration of the bus terminal area and Figure ES-11 shows a Conceptual Floor 
Plan within the existing buildings (for the purposes of a feasibility assessment and not a final design). 
 
The major drawback of the Fallback Plan is the fact that the indoor waiting area would be located 
considerably farther from the SEAT buses than in the Preferred Alternative.  Experience suggests that bus 
passengers prefer to wait near their buses.  Canopies are provided at the bus boarding areas as in the 
Preferred Alternative. To accommodate winter and other poor weather circumstance, a large bus shelter is 
incorporated closer to the SEAT buses to address this drawback. However the Floor Plan shows the same 
indoor waiting area in the Greyhound Building as proposed for the new bus terminal building addition in the 
Preferred Alternative. 
 
It should be noted that the Fallback Plan, like the Preferred Plan, envisions use of privately owned property 
(Union Station property) and that arrangement to purchase or lease the required property would need to be 
negotiated. 
 

8.3 Estimated Costs 
 
Costs to construct the Preferred Alternative and the Fallback Alternative were estimated in 2012 dollars 
(except the immediate pedestrian improvements which are in 2011 dollars.) 
 
Immediate pedestrian improvements that are not dependent on the relocation of Water Street or the 
Pedestrian Bridge were estimated to cost $5.5 M including those on both public and Cross Sound Ferry 
property (or $4.7M excluding improvements solely on Cross Sound Ferry property). 
 
The cost for the remaining short term improvements in the Preferred Alternative, including the center 
section of the Pedestrian Bridge, Water Street relocation and the bus terminal and canopies is $9.9 M. Note 
that this excludes any costs associated with the purchasing or leasing the Union Station property which 
would be required (and also any cost of purchasing or leasing the Water Street Garage property if that is 
also desired to be a part of purchased RITC property, as noted in a later section of this Executive 
Summary).  It also excludes any repairs underway or needed to be made at Union Station or the Water 
Street Garage.  Repair costs, based on prior studies, appear to be in the range of $1.6 M for Union Station 
and $2.6 M for the Water Street Garage. (Some repairs at the Water Street Garage are underway.) These 
costs represent additional costs that would need to be taken into account, meaning that the total cost of 
immediate and short term improvements with the center section of the pedestrian bridge excluding 
purchase or lease would be nearly $20 M. 
 
ConnDOT is currently preparing cost estimates for immediate improvements to allow Shore Line East to 
use Track 6 from the platform currently used for Track 2. These costs or the costs for a new platform are 
not included. 
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Figure ES-10: Fallback Alternative Site Plan 
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Figure ES-11: Fallback Alternative Conceptual Floor Plan 
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The center section of the pedestrian bridge constitutes approximately $4.9 M (including engineering 
inspection, contingency and escalation) of the estimated $9.9 million in short term improvements. The 
additional costs for the optional extensions to the pedestrian bridge are $1.4 M for the extension to the 
Water Street Garage and $4.9 M for the extension to the ferry area with the needed stairways, elevator and 
escalators (including engineering inspection, contingency and escalation). 
 
Annual operating and maintenance costs for the bus terminal and pedestrian bridge are estimated at $0.3-
$0.4 M per year. (This cost does not include the effect of any Greyhound lease revenue.) Operating costs 
for Union Station (approximately $0.3 M) and Water Street Garage (approximately $0.4 M) are additional; 
each of these facilities has revenue sources that cover some or all operating costs. 
 
The Fallback Alternative would include the same $5.5 M in immediate pedestrian improvements plus 
$3.0 M for the bus terminal facilities. There would be additional costs to purchase or lease the Union 
Station (and possibly Water Street Garage) property and to make necessary repairs as in the Preferred 
Alternative. 
 

8.4 Use of Union Station for Non-Transportation Functions 
 
Union Station is the core of the existing and future RITC. This study has identified how Union Station 
property can be used to create an enhanced intermodal center.  The Master Plan contained in this report 
continues the current use of the Union Station lobby for rail passenger facilities and the use of the 
Greyhound building for bus facilities.  The plan proposes that outdoor space included in the property be 
used for expansion of bus facilities, the pedestrian bridge and passenger pickup and drop-off space.  
Incorporation of these transportation facilities, however, leaves some space inside the building available for 
other uses.  
 
The TOD market analysis conducted in this study addressed the potential demand for residential, office and 
retail development within walking distance of the RITC.  The analysis considered the potential for 
development over a ten year period within ½ mile walking distance around Union Station. Union Station 
represents just one key resource that could be positioned to serve some of this demand.  Although 
residential demand was found to have the greatest potential in New London, the Union Station building is 
more suited to office development with possible first floor retail uses. 
 
To date, however, the Union Station property has not been redeveloped to its full potential. Recently, the 
interior space in the Union Station building, both on the ground floor and the upper floors, has been 
underutilized. In the past, the upper floors were occupied office space and there are still some limited office 
uses there today. A restaurant occupied the second floor and some first floor space in the past. However, 
even before the current economic downturn, much of this space remained vacant. 
 
Given the recently announced departure of Pfizer from Fort Trumbull and the overall economic downturn 
combined with the previously weak position of New London as an office market, the market for office space 
is severely depressed in the short term. Union Station faces competition from other downtown building 
spaces and the newly vacant first class office space at Fort Trumbull. However, looking several years into 
the future, one can envision Union Station being better positioned as a result of proposed transportation 
and other downtown improvements, improving economic activity nationally, and a series of policy decisions 
designed to promote downtown New London as a transportation center and a site for TOD. It will be critical 
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to take advantage of this time to develop a comprehensive TOD plan for the Historic Waterfront District, 
including Union Station, and to make policy decisions that support that plan, while also keeping options 
open to take advantage of arising opportunities. 
 
While a comprehensive TOD strategy is needed, the strategy for Union Station could be one of incremental 
improvements.  It may not be reasonable to attract full time retail tenants into the ground floor until a market 
can be developed. An incremental approach could mean bringing kiosks for retail uses in summer and 
holiday seasons and introducing part time cafes and later evolving to full time retail and restaurant space.  
However, part-time uses should only be introduced for a limited time with the understanding that they will 
eventually be replaced by full-time uses. 
 

8.5 Implementation Considerations 
 
To move the project forward, consideration will need to be given to environmental issues and to the 
appropriate lead agency, as well as funding. 
 

Environmental Considerations 
 
Clearly there are visual impacts associated with the Preferred Alternative. The newly reconfigured Parade 
area now allows for direct views of the Thames River along a line of sight to the north of existing Union 
Station and the Greyhound Terminal Building. The bus terminal and pedestrian bridge obstruct some of the 
view, so the RITC project conflicts with the Parade Project in this respect. 
 
Approval of the State Historic Preservation Officer will be required given that the project is located in an 
historic district listed on the National Register of Historic Places and given that Union Station is individually 
listed.  If federal funds are used, Section 106 of the Historic Preservation Act applies as does Section 4(f) of 
the 1966 Department of Transportation Act. The latter prohibits use of historic property unless there is no 
feasible and prudent alternative and all possible planning has been done to minimize harm to the historic 
resources.  View shed impacts will have to be thoroughly examined.   
 
Since this is an already built environmental, natural resources are not likely to be major constraints. 
Connecticut Department of Environmental Protection (CTDEP) permits will be required since the project is 
within the coastal boundary area and there are shorelands and coastal flood hazard areas that are 
impacted. In addition to triggering the need for a Connecticut Coastal Consistency Review, the proposed 
undertaking may also trigger the need for a local (City of New London) Coastal Site Plan Review. Because 
a portion of the site is located within the 100-year floodplain as designated by the Federal Emergency 
Management Agency (FEMA), a Flood Management Certification may need to be filed with the CTDEP for 
the RITC project.   
 
Since the project area has a history of former industrial uses which has been well-documented during this 
study, there is some potential for hazardous materials. Testing of the soil should be undertaken as part of 
the environmental assessment in the next phase of design studies. 
 
Finally local building permits and City Council approval would be required. 
 



 

 

 36 Regional Intermodal Transportation Center Master Plan 

Executive Summary  
 

Funding, Leadership and Governance 
 
The project as proposed requires substantial funding and a lead agency that could own and build the 
project.  ConnDOT has previously submitted a request for a Congressional earmark for improvements at 
Union Station in the amount of $7. Transportation Enhancement Funding once reauthorized may be 
another source. Federal funds will require local match and the State looks to municipal entities to supply 
local shares.  
 
While some elements of the RITC would continue to be owned, managed and operated by individual 
entities, there will likely be a need for coordination between the various transportation operators and shared 
funding of some elements. The study examined the governance of other intermodal transportation centers 
and developed a recommendation that the State take the lead role in owning and building the project. 
Based on its role in Shore Line East, rail stations and transit systems in the state, and its requirement that a 
pedestrian overpass or underpass be included in the short term plan, the Master Plan recommends that the 
State manage the rail station, the bus terminal and the pedestrian bridge. This would be accomplished 
through negotiation with the private owner to purchase or entering into a long term lease for the Union 
Station property (or a lease could be limited to the ground floor of Union Station, the Greyhound building 
and the land needed for the bus facilities and the pedestrian bridge).  Connecticut DOT has indicated that 
this may need to include purchase or lease of the Water Street Garage to insure a revenue stream to cover 
operating costs. Negotiations with the private owner and the City would be needed. 
 
In addition to acquiring Union Station, Connecticut DOT would also be responsible for building the SEAT 
bus terminal (which would then be leased to SEAT) and would be responsible for building the pedestrian 
bridge.  
 
The consultant team also recommends that an RITC Association be formed to continue to involve the key 
stakeholders. The principal membership of this Association would be the transportation providers, the City 
and Connecticut DOT and any private owner if private property is involved. Responsibilities of this 
association would likely include arrangements for ongoing operational coordination (e.g., schedule 
coordination, information sharing, joint marketing and ticketing, etc.), sharing of maintenances 
responsibilities for intermodal linkages and longer term planning for the RITC. Members could be asked to 
contribute funding to this Association to cover expenses. Formation of this group may be an important first 
step toward implementation of the Master Plan. 
 
 
9. Conclusions and Next Steps 

This Master Plan and Efficiency Study has confirmed that the existing site is the preferable site for the 
enhanced Regional Intermodal Transportation Center. The study has identified the physical and operational 
needs of the Regional Intermodal Transportation Center at the current site and developed conceptual 
alternatives. The Master Plan includes a Preferred Alternative, comprised of both immediate and short term 
improvements, as well as a Fallback Minimum Construction Alternative that would be less costly. The 
capital and operating/maintenance costs associated with the two alternatives have been estimated as well 
as the costs for some optional elements. Environmental issues have been identified. The Master Plan 
recommends that the State take a lead role in managing the RITC and building the new facilities with the 
support and ongoing guidance of an association of key stakeholders including the City of New London and 
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the transportation providers at a minimum. Finally, an ongoing public process, including an active 
Stakeholder Steering Committee, has been carried out throughout the study to obtain stakeholder input.  
 
The next steps to advance the project include the following: 

 obtain City endorsement of study recommendation 
 coordinate with the Connecticut Department of Transportation 
 form an association to continue key stakeholder involvement 
 pursue funding opportunities 
 negotiate with the property owners to acquire or lease the necessary properties 
 develop more detailed facility designs and conduct required environmental studies.  
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