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Is the plan based on existing density, or is increased density required?

Austin’s current land-use and demographic profile are well suited for light rail transit. Densities along the proposed
rail corridor exceed 12,000 persons per square mile, which is comparable to or higher than the densities in cities
with successful rail programs such as St. Louis and Portland. The proposed LRT corridor connects the Austin
area’s major activity centers of the University of Texas (UT), the State Capitol Complex and the Central Business
District (CBD). The LRT system also incorporates intercept park and ride lots at the ends of the lines to provide an
alternative to the two major north-south highways serving the Austin area. The 1997 employment estimate along
the proposed segment from McNeil to Downtown was approximately 122,300 employees, which is approximately
24% of the total employment for the three county Austin Metropolitan Statistical Area.

What about businesses along the route?

Dozens of cities around the country have created successful strategies to safeguard businesses and
neighborhoods during and after construction of similar projects. Capital Metro is learning from light rail projects in
peer cities. Based on experiences of what works best, Capital Metro will develop comprehensive construction
mitigation and enhancement plans for Austin. Capital Metro’s Board of Directors has already adopted 12 mitigation
and enhancement pledges to minimize impacts proven to work in other cities. These specific mitigation and
enhancement pledges are designed to reduce or eliminate potential significant impacts before, during or after
construction. The goal is for businesses and residents to experience minimum inconveniences during the
construction process.

Capital Metro will rely on businesses to participate in planning and implementation of construction. Access to
businesses will be maintained during construction and contractors will be required to limit noise and hours of
construction where it’s appropriate. Capital Metro’s board also pledged to find temporary replacement parking
during construction and maintain adequate parking after construction. In other cities, the light rail system is
proposed to increase access to businesses as well as residents. With the increased mobility provided by light rail,
businesses can expect more customers, including during rush hours when traffic congestion will not impede access
to businesses by users of the light rail system.

What about people parking in the neighborhood to ride light rail?

Normally, parking demands are concentrated at outer stations on a light-rail line; inner-city stations are less
affected. In order to support inner-city parking demands that might exist, Capital Metro has secured a long-term
least for parking spaces within the Triangle redevelopment project. 200 spaces will be available when that project
opens, initially served by bus routes 1 and 101.

Neighborhood stations in center city locations do not usually include park and ride facilities in the interest of
neighborhood character preservation. Like roadways, parking lots experience a phenomenon known as induced
demand, i.e. "if you build it they will come." Providing parking adjacent to a neighborhood station may encourage
more traffic in the neighborhood from outside the neighborhood. For this reason, center city neighborhood stations
usually rely on local bus, bicycle and pedestrian connections for access. There may be opportunities for smaller
park and ride facilities near the Central Austin Combined Neighborhood Planning Area, such as the State Triangle,
and other underutilized properties along the Central Line, which have better access to major roadways such as
Lamar Blvd.

A tool that exists currently to discourage people from parking in the neighborhoods if they do not live there is the
successful City Residential Parking Permit Program. It was initially adopted by the City Council for some
neighborhoods impacted by students parking to go to UT. It has subsequently been used to protect neighborhoods
from spillover parking from commercial areas, boat docks and even little league baseball fields. Under current City
Code, it could be used to mitigate the impact of station locations near residential areas.

Why Guadalupe & not Red River?

The initial starter line was selected because of its access to riders and because it had the capacity to move more
people. The line is able to provide service to major trip generator centers such as The University of Texas, the State
Capitol complex, and the Central Business District.
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During the summer/fall 2001, a Red River alternative was presented at the Area Team public meetings however this
option was removed from consideration and did not proceed into further sketch planning analysis as part of the
alignment evaluation process at that time. The following, from the Milestone 1 - Executive Summary, explains why
this alternative was removed from further consideration: Alternative 10 – Red River (Airport Blvd To 26th Street):
From north to south, this route location alternative would follow the railroad right-of-way as in Alternative 1, but
continuing until turning onto Red River just south of 51st street, thence via Red River south to 26th Street, and then
west on 26th Street to Guadalupe. Stations could be located at Highland Mall, Bruning Avenue, in Red River Street
near 38th, and possibly in 26th Street east of San Jacinto. Portions of the route pass near medium-density
development, mainly residential, with no major nodes of activity. It is somewhat closer to the Robert Mueller Airport
site, which is slated for redevelopment, but not within walking distance. It would bypass significant transit service
areas along Lamar Blvd/ Guadalupe Corridor, (which could have station sites at Koenig, the Triangle Property, and
38th Street). The route is longer than the Lamar/Guadalupe alternative in this area, would affect adjacent
residential property along some portions of the route where it would be within a narrow residential street that is not
a major traffic arterial, would require residential property acquisition in some locations including the turn from Red
River to 26th, and might require widening of 26th Street. The route would increase travel times for through
passengers, would be expected to generate lower ridership than a route in the Lamar/Guadalupe corridor in this
area, and would result in higher operating costs.

How long would it take to complete 5-6 block segment?

The answer has three parts. The amount of underground utility work affects the duration: where there are more
utilities, the construction takes longer for that portion of the work. Second, the amount of road reconstruction will
also affect the duration; total curb to curb reconstruction (e.g. if the pavement is very old, the new turn lanes, etc.
that are part of the project will determine the amount of reconstruction. And third, is a choice of how to sequence
the work. Faster sequencing is more expensive, generally, to the agency, but offers benefits to the adjacent land
uses. Most of these items cannot be fully determined until final design.

How much will be spent?

The current capital budget for the PE/EIS is $5.5 million. To date, Capital Metro has been awarded $3.96 million for
the New Starts Fixed Guideway Project for engineering and project management from the Federal Transit
Administration.

Will there be noise at turns, especially at 29th St & MLK?

Modern light rail transit (LRT) systems are very quiet. As has been demonstrated in numerous cities in the U.S., at
25 or 30 mph an LRT system is quieter than a truck or bus going the same speed on another street. They can be
made even quieter through the use of sound barriers, vehicle skirts and other mitigation measures that have been
used in many cities in the U.S.

Will there be noise from whistles, etc at crossings?

Many of the potential noise impacts can be eliminated through design choices. However, regulations at the Federal
and State level, the choice of traffic control devices, and the geometry of a particular line will determine what
signals are going to be required.

Would there be noise from PA announcements?

Traditionally, PA announcements are used similar to those announcement systems currently in use on our mainline
bus system. All of the 1997 and newer buses currently deployed are equipped with "annunciator" systems which
announce stop information outside the buses as the buses approach their stops. We would expect to use similar
systems in the design of the lrt system which would provide all system users critical auditory signals at the stations.
These are generally localized noises, however and would be targeted to minimize impacts on adjacent residences
and businesses.

Do people living on Braker Lane work downtown? Where does the ridership come from?

Ridership on light rail systems comes from three primary sources: park-and-ride/kiss-and-ride commuters,
transferring riders from the bus system and pedestrian riders. Some of the rail stations in the outlying areas would
include the construction of large Park and Ride facilities, allowing rail users to drive to the station and park their
cars before using light rail to complete their trip. Additionally, existing bus services include “feeders” linking local
bus and rail transportation. In neighborhoods, circulator bus service and “kiss and ride” lots (where drivers have a
designated pull up and drop off lane) would be available. Rail stations could be easily accessed on foot, bike or by
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wheelchair. Stations would be equipped with bike racks and/or storage facilities like lockers. In most cases, bikes
would be allowed on the trains.

Who will ride the LRT?

The ridership numbers for Capital Metro's proposed light rail system were developed using a travel demand model
that was jointly developed by the Capital Area Metropolitan Planning Organization (CAMPO), Texas Department of
Transportation (TXDOT), and Capital Metro. This model takes into consideration projected employment and
population growth (provided by CAMPO) through the region and also considers travel patterns and future
improvements to transportation infrastructure (including planned expansions/construction of highways, freeways,
toll roads, transit improvements, and high occupancy vehicle lanes [HOVs], etc).

What about monorail?

Capital Metro has been working for the last several years to identify transit components for funding through the
Federal New Starts program. During the course of this work, Capital Metro led a discussion with the community in a
2001 public workshop focusing on the appropriate “Vehicle Technology” for the Austin area based on technologies
available for application for our area’s transit needs. The evaluation and selection of the appropriate type(s) of
transit included bus rapid transit, light rail, subway, monorail, etc. The recommendation by the lead transit
consultant and confirmed by the Capital Metro Board was to use light rail technology for the starter line.

The criteria for this selection were:

 Primary Trunk Function
 Circulator Function
 Affordability
 Community Character
 Ease of Implementation
 Environmental Effect
 Expandability
 Flexibility
 Improved Operating Conditions
 Proven Technology
 Standardized vs. Proprietary

A Note About Safety: The comparative safety of various modes of public transportation was not used as a
criterion for selecting a favored mode for the Rapid Transit Project. This is because all modes of public
transportation are significantly safer than automobiles. While public transportation modes vary among themselves
in relative safety, none would be considered unsafe. For this reason, safety was not considered a primary issue for
mode selection.

Why Was Light Rail Chosen as the Preferred Technology?

Light rail is a high-capacity technology well-matched to the starter line needs of linking very high-density
destinations and employment areas;

Light rail provides the best mobility benefits for its cost;
Light rail is a “tried and true” technology enjoying high ridership in many cities throughout the United States;
Light rail is a highly “fundable” technology from the Federal Transit Administration’s (FTA) point of view; FTA

would be the primary funding agent of Austin’s starter system;
Light rail integrates well within the central core of Austin, in terms of easily accessible, pedestrian-oriented, urban

design that can promote healthy community interaction and economic development, largely because it is located on
the surface, rather than being submerged or elevated – isolated from community places and businesses.

Why Was Monorail Not Chosen as the Preferred Technology?

First and foremost, an overarching principle is that the vehicle technology chosen should be one that has been
operating effectively as a general purpose transit system in the United States for at least five years. Monorail does
not meet this requirement. Monorail technology, to date in the US, has not been used for connecting suburbs with
central city destinations, the function required for Austin’s starter line.

The cost of monorail is generally about three times the cost of light rail. (Las Vegas’ proposed monorail project,
for example, is ranging between $140 to $170 million per mile, as opposed to Austin’s most recent light rail
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estimate of approximately $40 million per mile.) Given Capital Metro’s approximate budget for the starter line, we
would be able to construct about 3 1/3 miles, which would not constitute a viable starter line project. The “per
passenger” cost for monorail for the Austin starter line are too costly from FTA’s perspective to achieve a fundable
project.

While the elevated nature of monorails offers advantages in terms of freedom from traffic conflicts, it poses some
challenges, as well. The elevated line and stations will result in issues of urban design and visual impacts and,
perhaps, some privacy issues, as well. The starter rail alignment would travel through Downtown, the Capitol
Complex, University of Texas, historic central Austin neighborhoods and other sensitive areas where the view of the
elevated vehicles and their structures could be a major issue. This is particularly true of the Capitol View Corridors,
protected by State and City ordinance.

Another impact of elevated stations is the need to use stairs, elevators, or escalators to access them. This is
generally not a problem when only a few stations are elevated, but with a monorail system, virtually all would be.
Stairs are inconvenient for many patrons to use, while elevators and escalators are expensive to install and
maintain.

Monorails are based upon proprietary technology. That is, each system has been developed by a different
company and is protected by that company’s patents. Monorails are not “generic”, like light rail or bus systems. This
means that once a particular system is chosen, all future additions to the line and replacements of vehicles must
use that company’s equipment. This results in lack of competition for these future procurements and likely higher
prices. Moreover, if the company goes out of business, either elements of the entire system must be replaced or
other companies must be induced to bid on the original specifications that may not be applicable anywhere else.
Neither condition is a healthy one to enter into when other, generic modal options are available.

Why Was Bus Rapid Transit Not Chosen as the Preferred Technology?

Bus Rapid Transit (BRT) is a mode that has a useful place in the toolbox of transit options for the Austin area, but
not necessarily for the Central Line corridor. The reasons for this include operating cost and capacity and in
addition to right-of-way (space) requirements. The operating cost is greater because of the larger number of
operators needed to move high levels of ridership in individual buses with lower capacity relative to light rail with
higher capacity. Because of the high volume of potential ridership on the central lne the number of buses required
would also have an impact on traffic operations in the corridor. A light rail train running every 6 minutes will have
only slight disruptions through the corridor. To accomplish the same mobility through the corridor with BRT would
require at least double the frequency, which would result in significantly greater traffic disruption through the
corridor.
A full-fledged BRT system will still require dedicated ROW to keep vehicles separated from traffic to maintain
operating speeds comparable to rail. In fact, the ROW requirement for BRT may be slightly higher than for LRT
operations. BRT and or rapid bus systems will play a role in the development of transit service in the Austin area
and Capital Metro is currently examining several corridors for introduction of upgraded, rapid bus service.

Can riders get on & off @ any stop?

Yes

How would you buy tickets?

Every stop would be equipped with a ticket machine that would dispense tickets.

Are you planning to expand bus system, especially east-west links?

With implementation of a light rail system, many bus services would be re-oriented to serve light rail stations. It is
projected that bus “feeder” services would link neighborhoods to the line. Existing cross-town services in the area
and new services will be developed. Capital Metro has planned growth to the bus system (2-3% per year)
throughout the development of light rail and into the years of operation of the system. Additionally, Capital Metro will
be adding new transit Park and Ride centers as part of its five-year Bus System Improvement Plan to improve the
ability to travel throughout our service area.

What are plans for bus routes currently on Guadalupe?

Services along the specific path of the light rail corridor would likely be reduced, but some service would continue in
on-street segments to allow for pickup/delivery of passengers who are not able to walk the full distance to a station
(three to four blocks). Capital Metro expects that the frequency of the 1 North Lamar route would be reduced to
thirty minutes versus the current ten-minute frequency. Capital Metro will continue to provide high-quality bus
service as a crucial element of a successful system.
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Where would bus stops be if light rail is built?

Generally, bus stops will be located in locations similar to where they exist now. In the vicinity of rail stations, bus
stops would be located to allow passenger transfers between bus and rail services. Some rail stations would have
small off-street bus transit centers to allow more direct connections, subject to available space and the impact on
surrounding land use.

Can pedestrians cross Guadalupe at each intersection (to & from campus) specifically @ 24th St.?

Designated pedestrian crossings will occur at the same intersections where left turns are allowed and traffic signals
are provided. Pedestrian only crossings may be provided at intermittent intersections as well. While the proposed
alignment south of 27th has not been determined, if light rail does run down the Drag, existing pedestrian crossings
will be maintained. The crossing at 24th is probably the busiest in the city, and would likely be upgraded as part of
the project.

What about boarding by Dirty Martin's so pedestrians don't have to cross a lane of traffic?

Pedestrians on the southwest corner of Guadalupe and 28th adjacent to Dirty Martin's will have direct access to the
platform without crossing a lane of traffic. The platform does not fit immediately adjacent to Dirty Martin's because
of the narrow, offset Right-of-Way, and shallow set-back of Dirty Martin's in that location. A platform in that location
would have direct impacts on the building, which is a cherished neighborhood institution, and a potential historic
property.

What happens between the stations/crossings, etc?

The locations of all of the pedestrian crossing points has not been determined. Staff will be working to include as
many as possible. More information will be available in workshop 2 during the summer.

Could you make a u-turn at the left turn (38th)?

U-turns will generally be allowed. After the system is in operation, if a pattern of accidents develop which could be
broken with the restriction of u-turns, they may be restricted. Later this year the City will be doing operational
modeling of the proposal to look at the impacts of the reduction of lanes and locations of full purpose median
openings. It will also be looking at areas that may have u-turns to see if additional median openings will reduce the
need to do u-turns.

Could you turn left off Guadalupe (southbound) on to 39th St? (Baker school, businesses)

This is a location we are looking at for a full service median opening. A final decision will be dependent on
availability of right-of-way and traffic volumes sufficient to warrant a signal.

How will drivers cross Guadalupe?

In addition to the major streets like 38th and 45th, additional intersections will have full service median openings. In
the previous study of the Guadalupe route, traffic was also able to cross at 41st and 34th. Later this year the City
will be doing operational modeling of the proposal to look at the impacts of the reduction of lanes and locations of
full purpose median openings. It will also be looking at areas that may have streets cut off, only allowing right turns
in and out, to see if additional median openings will reduce the need to do u-turns. The final list of locations will be
dependent on feedback from the neighborhood, availability of right-of-way and traffic volumes sufficient to warrant a
signal.

How will you keep traffic from Fruth from entering neighborhood via Hemphill Park?

Staff has looked at several different schemes for revising the street network near the proposed 29th Street station.
A criteria in the final selection will be the impact on the neighborhoods to the north. This will be discussed in greater
detail in the second station planning workshop with the neighborhood.

Traffic capacity loss? What happens? How will traffic move with only 2 lanes of traffic (29th group)?

One critically important element of the engineering and environmental studies currently underway is the traffic
impact in the corridors under consideration. One of the benefits of working in partnership with the City of Austin on
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this project is that impacts can be identified in advance and alternate routing can be established for through traffic.
We will be working directly with the City of Austin and our contractors on the traffic analysis and will provide this
information to the community as it is available.

What would the impacts of dispersing traffic be on Red River & Lamar?

The modeling work that is being done for the PE/EIS will attempt to quantify the numbers moving to the alternative
routes. Staff will also be looking at capacity constraints along Guadalupe, Lamar, Duval and Red River, in an
attempt to predict sources of failure and to identify mitigation measures.

Will there be mitgation in neighborhoods if traffic is cutting through? Traffic calming?

Before and after counts will be done on adjacent neighborhood streets. The range of responses to deal with the
problems located will be reviewed and the least restrictive tried to determine the impact. If that measure is not
sufficient, then more restrictive measures will be implemented. The City will make sure that the goals of the City
and Capital Metro will be met, including the mandate to maintain livable neighborhoods.
Consideration of these impacts is required in the Preliminary Engineering and Environmental Impact Statement.
These impacts are subject to mitigation in the construction and operation of the system.

Will there be train crossing signals/gates?

No gates are planned for this segment of the route. These intersections would be handled through signalization.

Will there be bike storage at bus stops?

The connection between different modes of travel (by bike, walking or bus) are critically important in the design of a
well-integrated transit system. Stations would be equipped with bike racks and/or storage facilities like lockers,
along with consideration of pedestrian facilities leading up to the stops and the bike routes that connect to the
system. Neighborhood Transit Centers and other significant bus facilities will have bike storage areas where
possible. Bike racks will be at every station, but bicycle lockers may only be provided at transfer and more outlying
park and ride stations.

 © 2003 Capital Metropolitan Transportation Authority - All rights
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