CHAPTER 6 — CAPITAL FACILITIES RECOMMENDATIONS

Select ServicePlan2020 service recommendations @cast with an upgrade of select capital facilities
In addition to the capital improvements discussetthis chapter, continued cooperation with the Gfty
Austin and surrounding cities is assumed to addvaggoing issues such as sidewalks, accessilality,
pedestrian safety at intersections.

Specific recommendations are made for downtowniAupark-and-rides, and several different transit
center locations.

6.1 Downtown Austin Stop Pattern Recommendations

Downtown Austin has a variety of challenges in jnlowg effective and efficient transit service withi
downtown Austin. This section discusses the chglls and proposes a series of recommendations to
address them.

6.1.1 Current Downtown Austin Bus Operating Pattern s
Downtown Austin bus circulation is characterizeditaywelling north and south on a variety of pattern

Virtually every local route in downtown operatesime of the following two patterns:

Southbound on Colorado Street and northbound onoBr&treet;
North and southbound on Congress Avenue.

Some routes use the Colorado Street and Brazost paiE. Others use Colorado Street for southbound
travel and Congress Avenue for northbound traV¥élere is no consistency with the routing, making it
hard for a new user to figure out where to acdesis bus.

Express routes follow Guadalupe Street in the $muthd direction and Lavaca Street in the northbound
direction. These streets have been designatdueb@ity of Austin as future transit priority coroic.
They are located at the western edge of the downtrea.

Exhibit 6.0 shows the existing downtown Austin estructure.
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Exhibit 6.0 — Existing Downtown Austin Route Struct ure
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6.1.2 Downtown Austin Travel Patterns

Approximately 13,000 bus passengers travel to downtAustin on a daily basis. Based on a 2005
Origin & Destination Study, about 80 percent ofda@assengers transfer to another route.

The remaining 3,200 daily passengers are destimddwntown Austin, with about half of those coming
from commuter or flyer routes. It appears thargeé number of commuter and flyer route patrons are
walking from Guadalupe Street / Lavaca Street togZess Avenue.

A large number of routes through downtown Austia ‘@hrough-routed”, i.e. they do not terminate in
downtown but continue from one end of downtownriother. Approximately 3,600 daily passengers
travel through downtown on a through-routed bus.

6.1.3 Operational Issues with Downtown Austin Route Alignments

Congress Avenue is the heart of downtown. Howetbgs several different operational issues faresu
that reduce the quality of service for both veticds well as bus traffic. Each Congress Avenugiss
will be discussed below:

Buses Cannot Pass Each Otkefhe lanes on Congress Avenue are too narrowdw aluses to
pass each other. Since buses cannot pass, aayriirsg early in downtown, or loading a
wheelchair, or conducting a driver relief negatviehpacts and delays multiple buses behind it.
Loading Platforms Not Long EnoughAt each stop, there is curb space for only oretbiload
and unload. At some stops, there is only enough space for the front door. This inhibits
efficient loading, and delays buses traveling tigftodowntown.

Stop Spacing is Too CloseThere is a stop every block, or about 360 feattagEvery bus
operating on Congress Avenue stops at every stoja-due to the size of the loading pad, it is
highly likely that any bus trailing another will Is¢éopped by a red light prior to being able to
continue on its way.

Inconsistency in Corridors ServedThere is no discernable pattern for why whichteéswperate
on which streets throughout downtown.

Community Events Impact Servie€ongress Avenue is often closed for community&s/such
as parades, festivals, and races. If this happendgce is shifted — often with minimal noticeo- t
alternative streets, which is detrimental to botisteng and any new customers.

The overall impact of these operational issuebas ltuses travel down the Congress Avenue coratdar
scheduled speed of 4.5 miles per hour — whichsimall step up from walking speed. The average
systemwide speed for Capital Metro routes is betwlgeand 14 miles per hour, so this is much slower
than average. The slow downtown operations hayefigiant cost impacts on Capital Metro.

In addition to increased costs and delaying custeméing through downtown, the slow operations
negatively impact auto traffic on Congress AvenAeconstant stream of buses on Congress Avenue
stopping at every light makes it difficult to makeght turns. In effect, the right lane on Congrésenue
operates as a bus-only lane.

6.1.4 Existing Passenger Amenities in Downtown Aust  in

Over 13,000 passengers board buses in downtowrnnfarsia typical weekday — the majority of them on
Congress Avenue. While Congress Avenue has witdavsilks and ramps at intersections, most stops do
not have shelters, leaving riders exposed to sdirain. Also, few stops have amenities such ashms
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Bus stops on Brazos and Colorado Streets are adjcearrow sidewalks and have very few amenities
such as shelters and benches. In addition, sogriecated in loading zones or parking areas.

Bus stops on Guadalupe and Lavaca Streets havallyrho amenities other than a bus stop sign.
Sidewalk ramps are often not present and thereane grades that are challenges for wheelchairs as
well. As with Brazos and Colorado Streets, somhefstops are located in parking or loading zones,
which leads to conflicts.

6.1.5 Downtown Austin ServicePlan2020 Recommendatio ns

Downtown Austin is one of the biggest destinatitorsCapital Metro, and a focal point for servicerfr
across the region. ServicePlan2020 recommendses s changes to improve speed and reliability of
the buses, reduce traffic conflicts on Congresswiee and make the downtown route structure more
understandable and marketable to new and existiegst

ServicePlan2020 addresses Congress Avenue opatdtisnes by shifting most local service from
Colorado Street, Congress Avenue, and Brazos Stréle¢ Guadalupe Street / Lavaca Street corridor.
Proposed MetroRapid routes would also use the Gupeld Lavaca Street corridor. Guadalupe and
Lavaca Streets would become the primary transiidmrin downtown Austin — where local and
MetroRapid service from around the city converge.

Four stop pairs are anticipated in downtown on @lgak Street / Lavaca Street between Cesar Chavez
and MLK — stops are placed between three and fioekb apart. Local service would be able to move
through downtown Austin several minutes faster.adidition, this shift would also facilitate transfen
downtown Austin by creating central stops wherealtes come together

Commuter service is proposed to shift to Congregsnfie. Due to less transfers to/from commuter
routes, the stop pattern may be changed to haps ste@ry three or more blocks to speed serviceeix
for weekday morning and afternoon peak periods,nilmaber of buses on Congress would be limited.
The projected number of buses during one hour & riorning would be 29 southbound and 17
northbound — which is significantly less than catrieus volumes of 40 to 55 buses. With only conanut
routes on Congress Avenue, the total number of Ipempiting on Congress Avenue is projected to be
reduced dramatically.

The wholesale restructure of service in downtowstucan only occur after specific stop locations a
identified, ADA access improvements are made oh itadalupe and Lavaca Streets and the adjacent
lateral streets, and bus lanes are created ta Beftarate buses from automobile traffic.
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Exhibit 6.1 — Proposed Bus Route Structure in Downt ~ own Austin

Description of Proposed Stops

While selected existing stops would be used on @msgAvenue for the express and flyer routes, stops
along Guadalupe Street and Lavaca Street showdltenced to accommodate increased bus volumes

and transferring. The proposed stop locationseigular and MetroRapid routes were assumed to tee he
(it should be noted that these exact locations havdeen finalized):

Between 16th and 18th Streets;
Between 12th and 14th Streets;
Between 8th and 10th Streets;
Between 3rd and 5th Streets;

The bus stop consolidation on Guadalupe Streetadabtreet, and Congress Avenue is projected to
reduce the number of bus stops in downtown by aqmedely half.
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Proposed Bus Volumes on North/South Downtown Austin Streets

The resulting peak bus volumes are included inlikBi2. These represent the number of busesuig ro
that operate through downtown Austin between 7:60 and 8:00 a.m. on weekday mornings. While
bus volumes will vary along these corridors depegain the final turning movements of each routey th
represent the peak volumes at the highest volunaitm. This is likely to be betweeff and " Streets

on Guadalupe and Lavaca Streets. The total paakvetumes would be 47 buses on Guadalupe Street
and 51 buses on Lavaca Street.

The express and flyer routes would run north anthdmund on Congress Avenue betweel Stteet
and Riverside Drive. Total morning peak hour voésmvould be 28 southbound buses and 14
northbound buses on Congress Avenue.

Exhibit 6.2 — Downtown Austin Projected Morning Pea  k Hour Bus Volumes

I"# #13$%&'
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Estimates of Passenger Volumes at Key Stops

The bus stops on Guadalupe and Lavaca Streetshaithighest projected ridership are the stop pairs
adjacent to 9 Street and A Street. Current weekday passenger volumes ohrimats at stops along
Congress Avenue, Brazos Street, and Colorado Stezetused to estimate initial passenger volumes at
these four stops. As a comparison, the busiestiegistop in downtown has approximately 1,600
boardings and 1,200 alightings. The ridershipgoipn results are summarized below in Exhibit 6.3.

Exhibit 6.3 — Estimated Weekday Passenger Volumes a t Proposed Guadalupe / Lavaca Stops

Stop Location Projected Boardings \ Projected Alightings

Guadalupe / 9th 1,400-1,800 2,200-2,600

Guadalupe / 4th 2,400-2,800 1,500-1,900
Lavaca / 8th 3,400-3,800 2,900-3,300
Lavaca / 4th 700-900 1,700-2,100

It should be noted that the numbers in ExhibitréfBect existing ridership levels. We anticipatiership
will continue to grow on existing routes and tha tntroduction of MetroRapid on the Guadalupe and
Lavaca Street corridor will further this trend. Anity planning should reflect higher numbers thdvatwv
is shown in Exhibit 6.3.

6.1.6 Proposed Downtown Austin Capital Facilities

The ridership projections suggest that sheltersomm¢hes are necessary at stops along the Guadalupe
Street / Lavaca Street corridor. In addition t® shelters and benches, additional improvements are
necessary.

Sidewalk widths on either Guadalupe Street or Lavtteet appear to be inadequate to accommodate
higher ridership levels — so sidewalk widening maestonsidered. In conjunction with sidewalk
widening, the sidewalks must be made accessibfacpiarly on the streets connecting Guadalupe and
Lavaca Streets. Currently, there are many intémemcations where wheelchair ramps are not
available.

Additional proposed features at Guadalupe Streglanaca Street stops include security cameras and
ticket vending machines. Loitering could be reduard security enhanced by enforcing a pre-pail far
zone at these stops. The City of Austin and thedown Austin Alliance should identify opportunitie
for public restrooms in downtown Austin, ideallytiain a walkable distance of the stops referenced
above.

In order to facilitate bus volumes through the Galape and Lavaca Street corridor, the right-hant cu
lane should be restriped and signed for busesightturning vehicles only. On-street parking wibble
affected by both the recommendation to widen sidesvand by designating the curb lane as a bus lane.

Several Capital Metro routes terminate in downtov@urrently there are no provisions for recovery or
layover in downtown. While it affects only a lim@ number of routes, Capital Metro, in conjunction
with City of Austin and affected interests, shootmhsider identifying areas for layover or bus siggn
downtown.
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6.2 Park-and-Ride Recommendations

ServicePlan2020 recommends several new commutsrand enhancements to existing ones. All of
the commuter route recommendations are dependeadditional parking capacity.

6.2.1 Oak Hill Park-and-Ride

The existing Oak Hill Park-and-Ride is a TxDOT fagilocated on SH-71 just east of William Cannon.
The original park-and-ride was in the Oak Hill shioyg center, but the shared use arrangement was
terminated and the parking was shifted to thistiooa The existing location is located after thajon
traffic bottleneck in the area — the intersectio®H-71 and US-290. In addition, it has poor pérukes
access, which requires buses to serve the fatiitelling eastbound only. The shifted locationhaf
Oak Hill Park-and-Ride has contributed to the droparking utilization and ridership.

Recommendations

Implement Shared-Parking with ACC-Pinnacle

ACC-Pinnacle is planning to expand parking capacitirough an interagency agreement, utilize a
portion of the ACC parking area for a park-and-raahel extend Route 171 from the existing Oak Hill
Park-and-Ride. The existing TxDOT park-and-rideuidaemain open and the ACC Park-and-Ride
would supplement this parking.

Construct Regional Park-and-Ride in Proposed OdkHiwn Center

A regional park-and-ride should be constructedvnriew Oak Hill Town Center, which will replace the
existing TxDOT facility on SH-71. The facility shidl have at least 400 stalls to account for future
growth and allow this facility to be an intercejpimt for future growth south and west of Oak Hill.
Strong consideration should be given to makingatsdared-use facility with a complementary langl us
such as theatres or restaurants. This park-aredariaild be served by frequent all-day service to
downtown Austin.

6.2.2 Manor Park-and-Ride

Manor currently has two different park-and-rid&oth are small, with capacity for 15 vehicles @sle
Neither is well marked and it is not readily apparhat they are even park-and-ride locations.

The commuter shed analysis completed in the maglseiarch indicates that the US-290 corridor will
continue to grow. A regional park-and-ride in Magould act as a trip intercept for these trips.

Recommendations

As outlined inAll Systems GaCapital Metro should construct a new regionaksard-ride in Manor.
The lot should be at least 200 stalls, so thadnt@ccommodate future growth in and around Maiibis
park-and-ride would be served by more frequent 800 service.

6.2.3 IH-35 South Corridor Park-and-Ride

The market research indicated that the South lldeBEdor represents one of the biggest potential
commuter markets to downtown Austin. Significardvgth is continuing to occur to the south, so this
market is growing. There is currently no commugbgpress service in this corridor.

Recommendations

A new regional park-and-ride should be construateSlouth Austin. The lot should include at leadd 4
stalls. Although ServicePlan2020 does not spemifgxact location, it should be located far enough
south to act as an intercept for trips coming fityle, Buda, and San Marcos. At a minimum, it skioul
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be located no further north than Slaughter Lanieis park-and-ride would be served by a new route 94
and provide express service into downtown Austin.

6.2.3 South Mopac Park-and-Ride

The market research indicated that the South Mapse& represents a large potential commuter mavket t
downtown Austin. This area currently has neithpagk-and-ride nor does it have commuter service.

Recommendations

A new park-and-ride should be created in the SMdpac area. Shared parking opportunities may be
available at some of the businesses in the vicofitglaughter Lane and Mopac. A new Route 901 doul
provide express service from the proposed Southadlélark-and-Ride to downtown Austin.

6.2.4 Southpark Meadows Transit Center

The Southpark Meadows commercial area is curresetiyed by Routes 1L and 201. Ridership has been
growing steadily on both routes as more peopldraxelling there for shopping and employment
opportunities.

ServicePlan2020 recommends that Routes 3 and &égtbrded to Southpark Meadows to provide a
defined destination at the southern terminus df botites. In addition, the S. Congress / N. Lamar
MetroRapid service will terminate at Southpark Maad. The existing bus stop at Southpark Meadows
in inadequate to handle the additional bus volub®#sg proposed.

Recommendations

In order to accommodate increased numbers of basesy transit center must be constructed at
Southpark Meadows. The transit center should letataccommodate a minimum of seven buses,
including at least two 60-foot vehicles. The lématof the transit center should be within easykvedl
the commercial areas that are a prime destinatiopessengers.

6.3 Transit Center Assessment in North Central Aust in

In north Austin, there are two transit facilitiémt are approximately 1.5 miles apart: the Nortmaea
Transit Center and the Highland Mall Transit Centéhe North Lamar facility is an off-street fatyli
that is a transfer point for several routes and his a park-and-ride. The Highland Mall locai®an
on-street facility where several routes pass thnaurgerminate, allowing for transfers between esut

This section will summarize the existing conditi@doth facilities, and potential changes for iaying
service and connectivity for North Austin routepecifically, this section discusses the merits and
criteria to consider for consolidating the funcsasf these two facilities.

6.3.1 North Lamar Transit Center (NLTC) Operations ~ Summary

This facility is located at the intersection of NoLamar Blvd and Research Blvd where US 183 cssse
over North Lamar Blvd. Currently, eight routesveethe NLTC. Routes 1L, 1M, 101, 174, and 350
travel through this facility. Routes 240, 300 &&3 terminate at this location. There are apprakihy

35 buses per hour during the peak hour at the NLTC.

On a typical weekday, there are approximately 2}J¥@rdings and 2,700 alightings at the NLTC. The
following chart summarizes ridership data colledtethll of 2008 for NLTC.
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Exhibit 6.4 — Ridership at North Lamar Transit Cent  er

Northbound Northbound Southbound Southbound

Boardings Alightings Boardings Alightings
1 620 374 308 639
101 Limited 24 199 202 48
174 Flyer 57 13 18 53
240 135 Terminal Terminal 117

300 Terminal 684 733 Terminal
350 104 207 173 75
383 383 Terminal Terminal 293

Total Ridership 1,323 1,477 1,434 1,225

Virtually all of the ridership activity at the NdriLamar Transit Center consists of transfers. Alsm
number of passengers walk to destinations to thii nout the location of the transit center effeely
precludes a significant walk-up market.

The North Lamar Transit Center is self-containeghasated from regular traffic, and serves as d foca
point for regional transit routes. It is specifigalesigned to handle a large number of buses and
passengers while providing weather coverage fotingaiiders and layover space for terminating reute
In addition, it is adjacent to a park and ride ikat transit traffic generator for the commuterkea

Few patrons make use of the park-and-ride. OR8tespaces, approximately 75 are used on an average
weekday. While usage may increase upon implemientaf MetroRapid, it is not likely to reach
capacity.

Bus access to the NLTC is possible only from thst,ezs it is in the northwest quadrant of an
interchange. The single entrance is a contribuaitpr of why buses often must travel throughétoe
four signals to access the facility. Buses at NLLize three bus bays for distributing passenger
boarding volumes and bus traffic. Three routeszetih bus island while the other routes serve the
sheltered area. Buses operate through the faiilyclockwise direction.
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Exhibit 6.5 — Aerial View of North Lamar Transit Ce  nter and Park-and-Ride

Unsheltered bus
loading platforn

Sheltered bus
loading platform

Potential location
for on-street bus
stop for southboun

The proposed ServicePlan2020 changes would impleatgmstments to routes serving the facility in
2010. These include Routes 1, 101, 142, 300, 8@®), 343 (new), 350 and 383. Routes 300, 343, 350
and 383 would terminate at North Lamar (Routesdn@ 240 would be replaced by new Route 343). In
several years, Route 101 would be replaced by theadar MetroRapid route.
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The following chart summarizes the ServicePlan2@2posals for NLTC.

Exhibit 6.6 — Proposed ServicePlan2020 Peak Period

Service to North Lamar Transit Center

Route Frequency Buses/Hour Service Area Areas Served
4-6 NB Tech Ridge to Metric, Lamar, UT,
1 10-15 min 4-6 SB Southpark downtown,
Meadows S.Congress
4-6 NB Tech Ridge to N. Lamar, UT,
101 Limited 10-15 min Southpark downtown, S.
4-6 SB
Meadows Congress
5 round trips Ambherst Dr to Metric, Parkview, N.
L2 T peak direction ¢ downtown Lamar TC, IH-35, UT
Pleasant Valley,
300 * 15 min 4 S C,:\lorlgr;zsr $g o Springdale, St.
' Johns, Highland Mall
: Loyola, Rutherford
30 peak/60 2 EB Techni Center to ’
S8 ((riz) off peak 2WB Northcross Mall Walmarl_té,r’;\gderson
. Howard, Burnet,
343 (new) 30 peak/60 2 Tech Ridge to N. ACC, Metric, Rutland,
off peak Lamar TC
Lamar
; 2 NB Riverside to N. Airport Blvd, Highland
* ’
350 S0 min 2SB Lamar TC Mall
383 30 peak/60 2 Lakeline to N. Arboretum, Research
off peak Lamar TC Blvd
Total ~39 / hr

Note: * - also serves the Highland Mall Transit @&en

6.3.2 Highland Mall Transit Center Operations Summa  ry

The Highland Mall facility consists of on-streetsstops with shelters and is not a stand-alonétyaicr
transit use only. It serves as a meeting poinséweral routes as well as a terminal. The traesiter is
located at the Highland Mall shopping center at Wghland Mall Drive & Jonathan Drive, just ea$t o
Airport Road. There are two bus stops at the traester, with the main stop and terminal located
eastbound on West Highland Mall Drive, and a smaliep located southbound on Jonathan Drive.
Three routes serve the Jonathan stop, dependidigemtion of travel. There are currently approxiemna
28 buses per hour serving the Highland Mall stop.
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Exhibit 6.7 — Aerial View of Highland Mall Transit

Center

Bus stop and shelter for
buses traveling southboun

on Jonathan Driv

Bus loading area, shelter and term
along south side of Highland Mall Blvd,
Lane is shared with other traffic.

There are approximately 2,100 weekday boarding20@D weekday alightings at the Highland Mall
stop. The following chart summarizes ridershipadadllected in fall of 2008 for the Highland Malbp.

Exhibit 6.8 — Ridership at Highland Mall
Northbound

Boardings

Northbound

Alightings

Southbound
Boardings

Southbound
Alightings

7 Terminal 745 464 Terminal
10 172 157 180 214
300 131 342 356 201
320 Terminal 196 279 Terminal
339 104 43 44 144
350 80 153 153 83
Total Ridership 487 1,636 1,476 642
Capital Metro Page 6-13

Chapter 6 — Capital Facilities Recommendations

January 2010




Based on observation, a portion of the ridershipatHighland Mall stop is destined to the maklits
and the surrounding businesses. Based on thehiggvattern and observation of the site, the ritgjof
passengers at the Highland Mall Transit Centetraresferring between routes. In particular, trarsf
are taking place to and from the crosstown routek as Routes 300, 339, and 350.

Currently, Routes 7, 10, 300, 320, 339 and 350igdeoservice to this facility, with Routes 7 and 320
terminating at this location. If the recommendasiin ServicePlan2020 are implemented, in 2010,
service to Highland Mall would be provided by Raute 10, 300, 320 and 350. Routes 7 and 320 would
be extended beyond Highland Mall and no routes @vatilize this location as a terminal. Route 339
would be replaced by an extension of Routes 7 20d 3

It should be noted that extending Route 7 woulddlly serve a market currently served by Routes 320
300, and 339 — which would remove the large numb&ansfers occurring between Route 7 and the
three routes serving St. Johns. An estimated 8@edings and 300 alightings at Highland Mall from
Routes 300, 320, and 339 would be shifted to Réuteind the Route 7’s Highland Mall activity would
be reduced by that amount as well.

The following chart summarizes ServicePlan202MHigihland Mall.

Exhibit 6.9 — ServicePlan2020 Peak Period Servicet o Highland Mall
Route Frequency | Buses/Hour Service Area Via
7 15 min 4 NB Bluff Springs to Riverside, downtown, UT,
4 SB Rutherford Walmart Duval, St. Johns
. 3 NB Southpark Meadows S. 15 st, downtown, UT,
10 20-25 min . .
3SB to Rundberg Red River, Georgian Dr
. 4 NB S Congress TC to Pleasant Valley
* ’
o el 4 SB N. Lamar TC Springdale, St. Johns
. Riverside, East Austin,
320 30 min 2 EB Techni Center to Mueller, Cameron Rd,
2WB Northcross Mall :
Koenig Lane
. 2 NB Riverside to .
*
350 30 min 5 SB N. Lamar TC Airport Blvd
Total 32 buses/hr

Note: * - also serves the North Lamar Transit Cente

6.3.3 Transfer Patterns at NLTC and Highland Mall

Both NLTC and the Highland Mall have large numbafrransfers. The public outreach and operators
had multiple comments regarding the ease of tramsfe Transfers between the frequent routes sach a
Route 1 or Route 300 were rarely mentioned — launsfiers between some of less frequent routes were
mentioned repeatedly.

We examined both warrants for timed transfers dsagghe optimal location for such transfers. &al/
factors must be present to allow for a timed transf

Headways (frequency) of routes must be equal.

There must be sufficient space at the facilityd¢ocanmodate vehicles.

Mid-route waits should be avoided to ensure nondfierring passengers are not inconvenienced.
Routes that terminate at a transit center are raaster to time for transfers than routes coming
through a transit center in each direction.
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Transfers with a very short walk — preferably noioas a busy street — are desirable for timed
transfer purposes.

It is exceedingly difficult to have timed transfetsmultiple transit centers, particularly ones in
close proximity.

The Highland Mall Transit Center is much less sufta timed transfers than the NLTC. After
ServicePlan2020 recommendations are implementeck thill be no routes that end at the Highland Mall
Transit Center — all routes will be through routésaddition, many of the transfer movements regjui
crossing a street — which in tight connectionslead to safety issues. Highland Mall also doeshawt

the curb space available to allow for independenta and departure — something that would be
required to allow the high frequency routes to ghesugh the transit center without waiting foiraed
transfer.

The NLTC is better suited for timed transfers. eifBervicePlan2020 changes are implemented, three
routes will terminate there that have comparatdguencies— and adequate curb space to park buses is
available. Moreover, there are separated islamatsailow through-routes to continue to operaté@atit
being impacted by buses waiting for timed transféiise walk distance between platforms is mininiél.
timed transfers are designed at the NLTC, it eiffet precludes the use of timed transfers at the
Highland Mall Transit Center.

We recommend that Routes 343, 350 and 383 areithary opportunities for timed transfers due to
their terminating at NLTC and also the proposedt8@&0-minute frequencies. These three routeslghou
use the smaller island for both layover and timmaddfer purposes as well as Route 300 that teresret
NLTC. All through-routes should use the main mati. Routes 1, 101, and 300 are frequent enough to
not require a timed transfer. Route 323 is a thhetoute and would be very difficult to schedulienaed
transfer in both directions. Route 142 is a peiagetion commuter route and would not be schedfded
timed transfers. This route would be schedule@das the commuter arrival and departure time needs
in downtown.

6.3.4 Future Capacity Needs at North Lamar Transit  Center

ServicePlan2020 recommends significant changdsetaumber of buses and routes in at the NLTC. The
proposed routes at NLTC fit into two categorie$inied Transfer/Terminating Routes’, and ‘Pass-
through Routes’. Based on the route categorysplage needs are estimated.

Route Assignments for Bay B — Timed Transfer and Terminating Routes 300, 343, 350, and 383

For terminating and timed transfer routes, thegenged for a total of four stalls. Bay B curreiiiths
approximately 260 feet of curb space. The exidbiag length will accommodate four stalls operating
under a timed transfer scenario — where buses tdalpat once in a pulse. It should be noted #halts at
Bay B would be unassigned — buses would line uperorder that they arrive and depart togethery Ba
B would accommodate approximately 10 buses per toting peak times.

Route Assignments for Bays A and C Routes 1, 101 (MetroRapid), 142, and 323
Routes assigned to Bays A and C are pass-througés;ovhich means that they are not scheduled for
more than a minute at the transit center.

Bay A should include northbound Routes 1, 101, 5@ as well as eastbound Route 323. Bay A would
have up to 15 buses an hour using it.
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Bay C should include southbound Routes 1, 10114d2d as well as westbound Route 323. Bay C would
have up to 15 buses an hour using it.

While current bus volumes may be accommodated LT C, having several routes share bays may
lead to customer confusion and at times capaatyeis as more than three buses converge on a bag at
time. One way to expand bus capacity at the NLm€raduce travel time on Routes 1, 101, and the
future MetroRapid route is to install a new bugpstouthbound on Lamar Blvd adjacent to the transit
center. This would minimize construction cost,yide additional capacity in an underutilized space,
eliminate route deviations through the transit eeand speed up the southbound trips.

6.3.5 Assessment of Consolidating NLTC and Highland Mall Functions

While the existing NLTC can accommodate some titnaadsferring, a larger facility where timed
transfers for passengers and layover for operatorsake place is necessary in North Austin tdifate
mobility for existing and future Capital Metro pais. The two existing locations are examined for
expansion.

Highland Mall Assessment

The Highland Mall stop generates significant ritigysas a major destination however the locatiamois
adequate to function as a terminal and layover faregonverging routes due to its on-street locatiad
shared space with automobile traffic. Customerslevbe required to cross busy streets to makefeans
connections and there is insufficient curb spaeslabie for independent arrival and departure of a
multitude of buses. Also, all routes serving Hagid Mall would be pass-through routes and not requi
layover space under ServicePlan2020.

Routes serving both the NLTC and the Lamar cornidould require a lengthy deviation to serve a
Highland Mall transit center location. It is impant to remain on the Lamar Blvd corridor, as this
where the trunk line high-frequency routes opeaatt Lamar Blvd is the corridor for a future
MetroRapid route. Minimizing deviations from LanBivd is essential to maintaining reliable and fast
service while attracting new riders.

North Lamar Transit Center Assessment

The North Lamar Transit Center is a major tranpfent for several routes. Customers have a shalit w
to either platform, and there is weather protectidhe North Lamar Transit Center has the abibty t
accommodate some timed transfers and layover.h®ather hand, the North Lamar Transit Center is
near capacity, and there is insufficient curb spgaaffectively stage many more routes out of this
facility.

Routes serving Highland Mall, but not the NLTC webuéquire a lengthy deviation to serve the NLTC
transit center location, and between Routes 30B&Adhere are at least 6 buses an hour connecting
these two points.

Transit Center Consolidation Assessment
Based on these factors, a full consolidation oftéifacilities is not recommended; however
consideration could be given to moving North Lamiensit Center for several reasons:

It is in an isolated location and hard to access

Bus routing is convoluted and adds travel time

The parking facility is underutilized while requig on-going maintenance with minimal return in
ridership
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Interaction with MetroRail could be facilitated

Relocating the facility further south, for examplear the Crestview Station, could improve mobibigy
providing transit facilities adjacent to each othed the subsequent multi-modal connections. In
addition, locating near Crestview would provideyetransit access for area residents from nearbyi-mul
family housing, and potentially attract new ridefidie environment would also feel safer for cust@me
as it would be in a visible and easily-accessibtéation. It should be noted that the existingliigcat
Crestwood station is entirely unsuited to act &amsit center and should not be considered fer thi

Moving the NLTC south to the Crestview area shaalguire only minimal adjustments to routes
terminating at NLTC. This location could likely agthin walking distance for some customers destined
to Highland Mall, but they could also easily trardfor a frequent, short ride. The need for pawtt ade
space is questionable since there is very littbgasat the current location (75 stalls out of 266duon an
average weekday) and the neighborhood may raisetijs. The level of demand at the existing NLTC
suggests that opportunities for shared parkingrevafacility would be a more cost effective way of
handling the park-and-ride market at this location.

Conclusions

If a new stand-alone transit center were constduictéNorth Austin directly adjacent to N. Lamar
Boulevard to replace the North Lamar Transit Ceriteould solve several operational issues. First
could accommodate more routes doing a timed trangi@ticularly during evening times and Sundays
when frequencies on more than just Routes 350,8%#8383 are reduced to hourly service. Second, it
could save Route 1, 101, and the future MetroRbp#&lup to eight minutes of round trip travel tinye b
having stops on North Lamar Boulevard instead @dioig circuitously into a transit center. It stdbe
noted that being directly adjacent to N. Lamar ane of the proposed MetroRapid stops is criticatlfie
success of this facility. Last, it could provideannection to MetroRail — if it were placed within
walking distance of the Crestview Station.

6.3.6 Capacity Needs of a New North Austin Transit  Center

As shown in Chapter 6.3.5, there are advantagasiaw North Austin Transit Center. While
ServicePlan2020 does not specifically recommeratation to shift the NLTC to, it does recommend the
potential number of bays necessary to accommodaiesfdemand. An anticipated 10 routes could serve
the revised transit center.

Of the existing NLTC routes, Routes 142 and 323ldioot deviate to the new location, but Route 10
could be added due to its close proximity on GugsalStreet. Routes 161 and 320 should also be
considered due to the close operating proximitpedeing on the length and/or complexity of the
deviation that may be required. Although the Nighil service would not connect with any other
services, Route 481 should also serve the tramstecto provide an easy-to-understand focal and
meeting point for riders.

Routes 1 and 101 (and the future MetroRapid) busedd stop on-street on North Lamar Boulevard. In
the northbound direction, the bus stop would haveasy transfer to the transit center platfornmsthé
southbound direction, a crossing of North Lamar|Beard would be necessary. Due to the frequency of
Routes 1, 101, and MetroRapid, no timed trans#moim these routes is anticipated, nor is it needed

A total of 9 bays with independent arrival and déga should be considered for this proposed ttansi
center location.
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Exhibit 6.10 — ServicePlan2020 Routes at New Locati on near Crestview Station

Route Maximum Bays Needed Note
1 — northbound on N Lamar

L 1 — southbound on N Lamar PSS AT
10 2 — northbound and southbound Pass through
101 Uses the same stops as Route 1 Pass through
161 1 — use paratransit bay Potential depending on deviation length
300 1 Terminal
320 2 — northbound and southbound Potential depending on deviation length
343 1 Terminal - minor route extension
350 1 Terminal
383 1 Terminal - minor route extension
481 0 — can use any bay Night Owl

9 Transit Center Bays &
Total 1 Northbound and 1 Southbound

Superstop on N. Lamar

6.4 Downtown Austin Transit Center Assessment

A properly placed transit center can address sditleeaneed for passenger waiting space. But itatsm
have many other functions. The addition of a fitasenter located in downtown could provide the
following improvements:

1.

Additional Space for Passengers

This would be an important feature of a transiteem downtown Austin. There should be
passenger amenities such as shelters, bencheguednformation. Restrooms may also be
considered.

Space for Bus Layovers

Many layover locations at the end of some routesnat ideal and routing decisions are being
made due to restroom locations for operators. Woigld provide an alternative. Restrooms for
Capital Metro drivers and staff can be provided dbwntown transit center.

Base for Security Staff
A downtown transit center would need adequate ggcuf a building were built as part of a
transit center, then it could house and provideef§pace for security personnel.

Pass/Ticket Sales and Passenger Information
A customer service outlet at a downtown transiteecould also be provided - replacing the
office on Congress Avenue. This would be a veryeaient location for most passengers.

Public Meeting Space
A meeting room in a downtown Austin would make pubheetings easier to attend.

Commercial Space / Redevelopment
Space for private business to lease can also widpobfor coffee shops, restaurants, newspaper
stands, etc. as well as allow for potential othersusuch as office or mixed use development

Multi-Modal Point of Transit Service

A transit center would be the focal point for alhient and future forms of transit in downtown
Austin — which not only facilitates transfers beémanodes, but also creates a marketable
connection.

In addition to the many operational improvements atided passenger amenities, a properly designed
downtown transit center will improve Capital Mesdmage and increase its awareness in the
community. An attractive transit center can becansgmbol of a high quality transit service. h®ge
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can be used in advertising and marketing effdttsan also improve and enhance urban design in the
area that it is located.

In order to operate effectively, a downtown tramsiiter must be located immediately adjacent teeeit
Guadalupe or Lavaca Streets — preferably next &xating major stop around'&treet or 4 Street. To
minimize delays to existing through customersnalth/south through-routes would serve the transit
center area on-street. All routes travelling tigfodowntown on the Guadalupe / Lavaca corridor @oul
not deviate into the transit center. The only eswgtopping in the actual transit center wouldhose
terminating in downtown. Express and Flyer rostesuld operate along Congress in both north and
south directions.

A downtown transit center can help address bothatipmal and passenger challenges. The Downtown
Austin route restructure could be enhanced by antlomn transit center, but it is not a requirement.

We recommend a phased implementation plan. Tiediiority should be to implement the Guadalupe /
Lavaca Street transit corridor plan. This showduo prior to 2015. Concurrently, a funding pléwosld

be developed to leverage existing revenue sougcast funding, and potential earmarks to fund the
siting and construction of a downtown transit ceni&/e anticipate that with appropriate planning,
funding may be available for the downtown transitter after 2015. If funding is available earlier,
implementation of a downtown transit center maybeelerated.

A further discussion of potential transit centagdtions follows:

6.4.1 Assessment of Five Different Downtown Austin Transit Center Locations

Five different locations in downtown Austin werdested for analysis. These locations were selected
because they are on the proposed Guadalupe/Lawasdt corridor, they are adjacent to proposedsstop
for MetroRapid, and a very cursory assessmentnof lese indicated that these locations may be
available. The five locations are:

Full block bordered by Guadalupe, 10th, Lavaca, Hitt — eight bus stalls;
Full block bordered by Guadalupe, 9th, Lavaca, Hotth — eight bus stalls;

Full block bordered by San Antonio, 4th, Guadalgre] 3rd — eight bus stalls.
Full block bordered by San Antonio, 5th, Guadalwgrel 6th — eight bus stalls.
Half block bordered by Guadalupe, 5th, and Lavagight bus stalls.
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Exhibit 6.11 — Potential Downtown Austin Transit Ce nter Locations

Potential
Transit Center
Location:

\

Each of the five potential transit center locatiaras assessed with the following criteria:

Bus Capacity — How many buses can realisticallgXpected to use the facility?

Bus Operating Costs — This reflects the time spgeirtg into and out of a transit center, and how
much additional time, if any, is required. The lbpgrating costs are calculated from the number
of projected trips into the facility and the tinjesit making the deviation. Costs are expressed in
hours. The base scenario for costs assumes tienmaptation of the Guadalupe/Lavaca transit
corridors.

Ease of Transfers — How easy is it to transfer fomm route to another? Is it cross platform, or
do you have to cross multiple streets?

Joint Development Potential — Is the block avaddblk joint development and if so, what kind of
joint development.
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Traffic impacts — Will the location have negativepiacts on traffic operations on either
Guadalupe / Lavaca Streets or on the side streets?

Bus Volume Assumptions

On weekdays, approximately 1,250 weekday bus #énipgprojected to travel through downtown on the
Guadalupe / Lavaca street pair. Of these, apprtein450 trips travel northbound on Guadalupee$tre
450 trips travel southbound on Lavaca Street, &@de®d in downtown.

Exhibit 6.12 — Daily Bus Volumes on Downtown Street s

Trips on Guadalupe / Lavaca Trips Terminating in Downtown
Route Weekday Sat Sun Weekday Sat Sun
1 108 73 52
2 40 29 27
3 96 67 57
4 41 29 25
5 73 53 46
6 38 27 15
7 111 70 60
10 94 70 59
11 97 45 42
12 130 60 64
17 71 37 33
18 32 29 24
19 15 22 0
20 83 69 61
21 31 16 15
30 31 28 28
37 44 36 31
101 135 78 58
Totals 927 585 499 343 253 198

The routes ending in downtown are the routes ctlyrending in downtown. It may be possible for
some, if not all, of these routes to be interlimgth each other to reduce amount of necessary downt
recovery and layover. For the purposes of thisyaiga we will assume that routes currently ending
downtown will continue to do so.

6.4.1.1 Transit Center Bordered by Guadalupe, 9 ", Lavaca, and 10 ™

This location is envisioned as a full-block trarcghter, with a center island that can accommauiate
eight buses. For the purposes of this analysissssamed an east-west orientation, so buses can use
either Guadalupe or Lavaca Streets to accessciityfa

We examined the possibility of a north/south orioh and routing all Capital Metro buses on the
Guadalupe / Lavaca corridor into the facility, this is not feasible for the following reasons:
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Projected bus volumes are higher than can be acodaed by the facility. The capacity
constraint includes both platform length as wellresinability to move 30-40 buses per hour in
each direction in and out of the facility effectiue The short block lengths and resultant lack of
storage space are the issue.

Buses not terminating at this facility would needhift from the curb lane on Guadalupe or
Lavaca Streets over three lanes to turn into tbilitfa This would be difficult, and would
remove buses from any potential curb bus lane.

The cost of routing all buses into the facilitycluding those travelling through downtown on
Guadalupe / Lavaca Streets would add at least Atesrof travel time to every trip, due to the
multiple turns and intersection delay. This egsiadeapproximately 10,000 in additional annual
hours.

With only terminating routes going directly intcettransit center, a total of approximately 350ydail
buses are projected to use the downtown transiitfacApproximately 450 daily bus trips are projed
to use the southbound stop on Guadalupe Streetesjto Woodridge Park betweer!"iand ¢' Streets,
and another 450 daily bus trips are projected éothis northbound stop on Lavaca betweéhar ¢'
Streets. The stops on Guadalupe and Lavaca Salemisfor access to the transit center and itdifies
with only one street crossing.

Bus Capacity
Between 25 and 30 buses per hour on nine locadsare projected to terminate in downtown transit

center during weekday peak hours. Eight baysufieignt to accommodate these movements and allow
for recovery time and a restroom break. It is alsificient to stage commuter service, if necessary

Ease of Transfers

Under this concept, all local and terminating reuseuld be within a one walk block of each othethw
a maximum of two street crossings. In an urbarrenment, this is excellent. Transfers would be
significantly easier than what is possible today.

Traffic Impacts
Turning movements into and out of the transit cewtguld be from Guadalupe and Lavaca Streets.

Buses that terminate downtown that are coming $owihd on Guadalupe Street would turn left directly
into transit center and exit heading northbound.@avaca Street. Likewise, terminating buses coming
northbound on Lavaca Street would turn left diseatto the transit center prior to heading southizbu

on Guadalupe Street. Routes from the north woelgdsitioned to make turns to/from"3treet, while
routes from the south would use the Guadalupe/lzaeanidor to access'B" Streets, and Cesar
Chavez. Overall, the number of turns would be thas what is currently being done with the Colarad
Brazos corridor pattern, as is the number of stoprolled intersection. Overall, traffic flow andpacts
due to buses would be reduced as a result ofrimisit center location.

Buses would leave the proposed transit center imaontrolled intersection. Buses would need td wa
for gaps in traffic on both Guadalupe and Lavacae®s. The signal at the Guadalup&/ir@lersection
would effectively control egress onto Guadalupe&twhile the signalized intersection of Lavatia/9
would control egress onto Lavaca Street.
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Exhibit 6.13 — Proposed Routing for Site Bordered by Guadalupe, 9 ™ Lavaca, and 10 "

Joint Development

Joint Development

Note: the layout of the transit center and baysteie multiple forms. This is an illustrationafe potential alternative.

Bus Operating Costs

The Guadalupe / Lavaca corridor improvements agerasd to have been completed prior to the
construction of this transit center. This traggihter location would increase annual hours byoup 750
hours annually over operating without a transiteenThe primary reason for this is several rotites
the south would have to travel several blocks &rtiorth — which increases the operating costs.

Joint Development Potential

This location is in the Capital view corridor, whitimits the height of any development on this kloc
Given the height restrictions, it may not be rdiit expect any significant joint developmenthas site
- at least not several stories of joint development

Urban Rail Integration

Currently, urban rail corridors are being examimgithin downtown Austin. Several options are being
considered, including using the Guadalupe and Lag#eet pair. Other options include Congress
Avenue and going east of the Capital. It is neacwhether this transit center location will beved by
urban rail.

Potential Fatal Flaws
None

6.4.1.2 Transit Center Bordered by Guadalupe, 11 ", Lavaca, and 10 ™

This location is envisioned as a full-block trareghter, with a center island that can accommauate
eight buses. For the purposes of this analysisgssamed an east-west orientation so buses can use
either Guadalupe or Lavaca Streets to access thigyfaThe traffic volumes on f1Street preclude the
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operation of a north-south type island. With ai@sminating routes going directly into the tramsnter,
a total of approximately 350 daily buses are ptejto use the downtown transit facility.

Approximately 450 bus daily bus trips are projedtedse the southbound stop on Guadalupe Stréet. T
closest stop to this proposed location is betwdfrahd 18 Streets. This stop was selected to
complement this proposed transit center location.

Another 450 daily bus trips are projected to usentbrthbound stop on Lavaca Street. We examirged th
possibility of placing the stop between™and 18' Streets, which would be optimal from a walking
environment as it minimizing street crossings betweansfers. However, due to the Governor's
Mansion, we did not believe it was feasible to plaanajor bus stop on that block. Thus, we assumed
that both local bus service and MetroRapid serkiEading north and southbound on Lavaca Street would
use the stop between"™and ¢ Streets.

Bus Capacity
Between 25 and 30 buses per hour on nine routqeajerted to terminate in downtown transit center

during weekday peak hours. Eight bays are suffidie accommodate these movements and allow for
recovery time and a restroom break. It also allfwstaging of commuter service in addition todbc
routes.

Ease of Transfers

Under this concept, all local and terminating reut®uld be within a one and a half (1.5) block atle
other, with a maximum of three street crossinggnificant pedestrian volumes would be added imtfro
of the Governors’ Mansion, as passengers walked fhe stop on Lavaca Street betweBragd 16
Streets to the transit center. The additionaksireossing is likely to increase transfer timeabjeast one
minute over the alternative location to the souts"d_avaca/18/Guadalupe, which may have negative
impacts for passengers.

Traffic Impacts
Turning movements into and out of the transit cemsuld be from Guadalupe and Lavaca. Vehicles

coming southbound on Guadalupe Street would twarat and exit heading northbound on Lavaca
Street, and buses coming northbound on Lavacat$tréee transit center would exit heading
southbound on Guadalupe Street.

Buses would leave the proposed transit center imaontrolled intersection. Buses would need td wa
for gaps in traffic on both Guadalupe and Lavacae®s. The signal at Guadalupélidould effectively
control egress onto Guadalupe Street while theasim_avaca/1Owould control egress onto Lavaca
Street.

Bus routes destined to eastboun] $treet will have the challenge of crossing theset and hoping
that the queue for northbound right turns is skarugh for buses to access. The proximity {oQtteet
— and the resultant lack of storage capacity —wike movements from the transit center to eastboun
11" Street difficult, if not impossible.
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Exhibit 6.14 — Proposed Routing for Site Bordered by Guadalupe, 10 ™ Lavaca, and 11 "

Joint Development

Joint Development

Note: the layout of the transit center and baystaeie multiple forms. This is an illustrationafe potential alternative.

Bus Operating Costs

The Guadalupe / Lavaca corridor improvements asemasd to have been completed prior to the
construction of this transit center. This trameihter location would cause an increase in anruaishof
up to 1,750 hours annually over operating withotraasit center. The primary reason for this isesal
routes from the south would have to travel seMaliaiks further north — which increases the opegatin
costs.

Joint Development Potential

This location is in the Capital view corridor, whitimits the height of any development on this kloc
Given the height restrictions, it may not be re@lit expect any significant multi-story joint
development at this site.

Urban Rail Integration

Currently, urban rail corridors are being examimgithin downtown Austin. Several options are being
considered, including using the Guadalupe and Lagaeet pair. Other options include Congress
Avenue and going east of the Capital. It is neaclwhether this transit center location will beved by
urban rail.
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Potential Fatal Flaws
Pedestrian access adjacent to the Governor's Mansio
Turning movements from the transit center to eastid 1" Street are extremely difficult
This location is in the Capitol view corridor, whimandates height restrictions — and thus limits
joint development opportunities.

6.4.1.3 Transit Center Bordered by Guadalupe, 3 ™, San Antonio, and 4 ™ Streets

This location is currently a parking lot south afgriblic Park. The proposed transit center wolkd tgp
to a full-block and have several islands to accontet® layover for up to eight different buses atret
Access would be via®and &' Streets. Depending on the ultimate configuratireast half of this
block could be used for joint development purposes.

Exhibit 6.15 — Proposed Routing for Site Bordered by Guadalupe, 3 "d San Antonio, and 4

Joint Development

Note: the layout of the transit center and baystaeie multiple forms. This is an illustrationafe potential alternative.

Bus Capacity
Between 25 and 30 buses per hour on nine routqeajerted to terminate in downtown transit center

during weekday peak hours. Eight bays are suffidie accommodate these movements and allow for
recovery time and a restroom break, future expansind staging of commuter routes.

Bus Operating Costs

The Guadalupe / Lavaca corridor improvements asemasd to have been completed prior to the
construction of this transit center. This traeegihter location would increase the number of hours
required for annual operation by 4,750 hours operating without a transit center. The primarysa
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for this is several routes from the north wouldédn&w travel several blocks further south — which
increases the operating costs.

Ease of Transfers

Under this concept, all local and terminating reuteuld be within a block and a half (1.5) of eater,
with a maximum of two street crossings. In an arbavironment, this is excellent. Transfers wdugd
significantly easier than what is possible today.

Traffic Impacts
Turning movements into and out of the transit cewtauld be from % and 4" Streets Vehicles coming

southbound on Guadalupe Street would turn rigrﬁ“bﬁtreet, north into the transit center, and then ex
onto 4" Street. Likewise, vehicles heading northbound.avaca Street would utiliz€®3Street to access
the transit center and usB 8treet to exit. Due to the one-way street patieis highly likely that 4
Street will have bus queuing issues in the eastibdirection as buses exit the transit center. Assing
this potential problem is one of the reasons feirtatransit center access on San Antonio Boulevard

Overall, this transit center location would havesléurns would be less than what is currently bdoge
with the Colorado / Brazos corridor pattern.

Joint Development Potential

It does not appear that there are any developmastriations for this site. Depending on the ultiena
transit center configuration, it appears that astdalf of this block may be used for joint depehent
purposes. In addition, the air rights over thagiacenter would be available.

Urban Rail Integration

Currently, urban rail corridors are being examimgithin downtown Austin. Several options are being
considered, including an east-west line alofig#5" Street. If rail were implemented on eith&rot 5"
Streets, this facility would be well situated foartsfers. However, at this time, it is not cledether this
transit center location will be served by urbah rai

Potential Fatal Flaws
Turning movements from the transit center to easthal" Street may overload the queuing capacity of
the intersection of Guadalupe" 8treets.

6.4.1.4 Transit Center Bordered by Guadalupe, 5 " San Antonio, and 6 " Streets

This location is currently the post office northRépublic Park. The proposed transit center wtakd
up to a full-block and have several islands to auoodate layover for up to eight different buses at
time. Access would be vid"and &' Streets.
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Exhibit 6.16 — Proposed Routing for Site Bordered by Guadalupe, 5 ! San Antonio, and 6 "

Joint
Development

Note: the layout of the transit center and baystaeie multiple forms. This is an illustrationafe potential alternative.

Bus Capacity
Between 25 and 30 buses per hour on nine routqeajerted to terminate in downtown transit center

during weekday peak hours. Eight bays are suffidie accommodate these movements and allow for
recovery time and a restroom break, and futuremsipa. It also allows for staging of commuter esut

Bus Operating Costs

The Guadalupe / Lavaca corridor improvements asemasd to have been completed prior to the
construction of this transit center. This traeeihter location would increase the number of hours
required by up to 3,800 annually over operatindhaiit a transit center. The primary reason forighis
several routes from the north would have to traeskral blocks further south and some of the routes
operating from the south would need to head west lbipck — both of which increase the operatindscos

Ease of Transfers

Under this concept, all local and terminating reut@uld be within two blocks of each other, with a
maximum of three street crossings. In an urbair@emwent, this is good. Transfers would be
significantly easier than what is possible toddthaugh not as good as some of the other altermsitiv

Traffic Impacts
Turning movements into and out of the transit cemguld be from % and &' Streets Vehicles coming

southbound on Guadalupe Street would turn righ&"b8treet and south into the transit center, and then
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exit onto eastbound™Street. Likewise, vehicles heading northboundlavaca Street would utilize"s
Street to access the transit center and {iStfget to exit. Due to the one-way street patieis highly
likely that 8" Street will have bus queuing issues in the easithdiirection as buses exit the transit
center.

Overall, this transit center location would havesléurns would be less than what is currently bdmge
with the Colorado / Brazos corridor pattern.

Joint Development Potential

It does not appear that there are any developrestriations for this site. It appears that halthef block
could be utilized for joint development purposésaddition, the air rights over the transit centeuld
be available.

Urban Rail Integration

Currently, urban rail corridors are being examimgithin downtown Austin. Several options are being
considered, including an east-west line alofigrs" Street — which would serve this facility. It istn
clear whether this transit center location willdezved by urban rail.

Potential Fatal Flaws

Turning movements from the transit center to eastd®" Street may overload the queuing capacity of
the intersection of Guadalupe" Streets — as this intersection already has quéssngs during peak
hours.

6.4.1.5 Transit Center Bordered by Guadalupe, 5 " "and Lavaca Streets

This location is currently an office building withparking garage underneath it. It appears pessibl
route buses through the parking garage’s bottoel without impacting access to the other parking
floors. This transit center alternative would beeezed into the existing garage space. Accesklwweu
from Guadalupe Street from the north, and to La&tcaet heading north. The proposed transit center
would have several islands to accommodate layarangd to 8 different buses at a time. Access would
be via %' and & Streets.

It is unclear whether ventilation, pavement depteight of the garage roof will accommodate large
numbers of buses. The size of passenger waiteagawill be constrained by the existing site gelgya
and the support beams running throughout the leofgtie platform. The support beams may in some
cases be in the same places where bus doors wepldded, which could reduce the capacity of tites s
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Exhibit 6.17 — Proposed Routing for Site Bordered by Guadalupe, 5 "/ and Lavaca

Joint
Development

Note: the layout of the transit center and baystaeie multiple forms. This is an illustrationafe potential alternative.

Bus Capacity
Between 25 and 30 buses per hour on 9 routes ejected to terminate in downtown transit center

during weekday peak hours. Eight bays are suffidie accommodate these movements and allow for
recovery time and a restroom break, and future resipa.

Bus Operating Costs

The Guadalupe / Lavaca corridor improvements asemasd to have been completed prior to the
construction of this Transit Center. This Tra@&#nter location would increase the number of hours
operated by Capital Metro by up to 3,500 annuallgraperating without a transit center. The primar
reason for this is several routes from the northlddave to travel several blocks further south some
of the routes operating from the south would nedukiad west by a block — both of which increase the
operating costs.

Ease of Transfers

Under this concept, all local and terminating reut®uld be within one block of each other, with a
maximum of two street crossings. This is the sgnivalk distance of any alternative, but an acloléti
street crossing may be needed. Transfers wousigbéicantly easier than what is possible today.
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Traffic Impacts
Turning movements into the transit center wouldrbm Guadalupe Street only. Egress would be onto

northbound Lavaca Street. Routes coming from el¢hswould need to loop around the block,
potentially adding several minutes of travel timaile literally adjacent to the facility. "sand &' Streets
in this vicinity are very heavily trafficked — witllueues at both Guadalupe and Lavaca Streets being
common.

There will be significant conflicts for egressingses with right-turns onto Lavaca Street frdfrSireet.
Sight distance for buses will be very limited ugmgmessing.

Overall, this transit center location would havssléurns would be less than what is currently bdme
with the Colorado / Brazos corridor pattern.

Joint Development Potential

This site represents an already existing joint igraent. The space above the bus bays is alretmdy e
parking or office space. Capital Metro will hawved its downtown transit center issue withouirigk
up a valuable downtown property.

Urban Rail Integration

Currently, urban rail corridors are being examimgithin downtown Austin. Several options are being
considered, including an east-west line aloR@#5" Street — which would directly serve this. However
at this time, it is not clear whether this tramghter location will be served by urban rail.

Potential Fatal Flaws

Pavement depth in the existing garage may not leetathandle bus traffic
Due to low ceiling ventilation for buses in the gg& may be problematic
The low ceiling increases the perception of a ¢tapfobic

Rider services on the ground floor may be constaes the site is full
Multiple turns from the south will be necessarateess the facility

Busy surrounding streets may lead to queuing issues

6.4.2 Downtown Austin Transit Center Assessment Con clusions

All of the five different locations examined asesult of this effort were feasible from an openasio
standpoint. None of the locations are able to moodate all of the buses operating on Guadalupe and
Lavaca Streets. However, all locations can accodatgoall routes terminating in downtown Austin.
And all transit center sites would facilitate triars within downtown Austin to a two block walk less.

All locations would require more annual hours afvigse to operate than the Guadalupe / Lavaca aworrid
plan without transit centers. More resources egelired to serve sites further south than the gitése
north because more terminating routes are comong the north.

The two sites on'910"/11" Streets have very limited joint development patmiue to the Capital view
corridor. It may not be possible to put any type@velopment on top of a proposed transit ceriter a
these sites.

The location bounded by Guadalug¥lSvaca/18 Streets had less potential impacts than the other
locations. Transfers were easy and the trafficaictgpwere the least. All other locations had $icgmit
traffic impacts that reduce the appeal of thesssit
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Exhibit 6.18 — Proposed Downtown Austin Transit Cen  ter Location Assessment Summary

Service
Max Bus  Ease of Traffic Rail Impact

Potential
Joint Fatal Flaw?
Development

Location

Capacity Transfers | Impacts Integration (Annual
Hrs)

Guadalupe, Limited due to
9" Lavaca, itb(l)]lfg: Excellent | Medium | Not likely 1’h7r§0 Capital view None
and 10" corridor
- Governor’s
Mansion &
edestrian
Guadalupe, . P
10™, 8 buses Very High — . 1,750 | Limited due to access
. Not likely Capital view - Turn from
Lavaca, at once Good Queuing hrs id .
and 11" corridor Transit
Center to
eastbound
11" Street
Guadalupe .
rd ' T Good —up to | - Queuing on
in,tciailcr: itb(l)]lfg: Excellent Ql-ggﬂin Likely 43}?2 half block 4" Street at
th ' 9 available Guadalupe
and 4
Guadalupe, .
5" San 8 buses Very High — . 3,850 | ©00d—upfo | -Queuing on
. . Likely half block 4" Street at
Antonio, at once Good Queuing hrs .
th available Guadalupe
and 4
High — - Can buses
Half Block 8 buses nguing 3.450 Excellent — it ar:;ine’P
Guadalupe, Excellent & Likely ’ already garage:
th at once ; hrs : - Queuing on
5", Lavaca Sight exists 51 Street at
distance Guadalupe
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