ORDINANCE NO. 95 0309-.G

AN ORDINANCE AMENDING THE COMPREHENSIVE PLAN BY ADOPTING
THE AUSTIN METROPOLITAN AREA TRANSPORTATION PLAN TO REPLACE
THE AUSTIN METROPOLITAN AREA ROADWAY PLAN; WAIVING THE RULE
REQUIRING THE READING OF ORDINANCES ON THREE (3) SEPARATE
DAYS; PROVIDING FOR SEVERABILITY; AND ESTABLISHING AN
EFFECTIVE DATE.

WHEREAS, the Austin Transportation Study (ATS) is the Metropolitan Planning
Organization for the City of Austin and surrounding jurisdictions; and

WHEREAS, the ATS has adopted the Austin Metropolitan Area Transportation Plan
(AMATP) for the metropolitan planning area and has requested member jurisdictions to
adopt AMATP; and

WHEREAS, the City Council wishes to adopt a transportation plan consistent with the ATS
plan; and

WHEREAS, the City Council has received recommendations about the adoption of AMATP
from the Planning Commission and the City Manager and has conducted a public hearing as
required by the City Charter;

NOW, THEREFORE,

BE IT ORDAINED BY THE CITY COUNCIL OF THE CITY OF AUSTIN:

PART 1. That the City Council hereby adopts and approves as an element of the
Comprehensive Plan the Austin Metropolitan Area Transportation Plan (AMATP), a copy
of which is attached hereto as Exhibit "A" and incorporated by reference as if fully set out
herein, with the following additional provisions:

(a) Specific roadway alignments within the City's planning jurisdiction shall be as
determined by the Director of the Department of Planning and Development or his
successor in function, except that any roadway addition, deletion, change of
classification or change of alignment of more than one thousand five hundred (1500)
feet in any direction shall require an amendment according to procedures set forth in
the Austin City Charter;

(b) Right of way requirements shall be as set forth in the Transportation Criteria
Manual as it shall be amended from time to time; and

(c) Bicycle access requirements shall be determined by AMATP and the Austin
Bikeway Plan, as they shall be adopted or amended from time to time.

PART 2, That AMATP is a policy document, implementation of which shall be by separate




ordinance or ordinances adopted in accordance with the procedures set forth in the Land
Development Code.

PART 3, That AMATP replaces the Austin Metropolitan Area Roadway Plan for all
purposes, and that references in the Land Development Code to the Roadway Plan shall be
construed as references to the roadway elements of AMATP.

PART 4. That the requirement imposed by Section 2-2-3 of the Austin City Code of 1992,
as amended, that this ordinance be read on three (3) separate days shall be waived by the
affirmative vote of five (5) members of the City Council to pass this ordinance through more
than one reading on a single vote.

PART 5. That if any provision, section, sentence, clause or phrase of this ordinance, or the
application of same to any person or set of circumstances is for any reason held to be
unconstitutional, void, invalid or for any reason unenforceable, the validity of the remaining
portion of this ordinance or its application to other persons or sets of circumstances shall not
be affected thereby, it being the intent of the City Council of the City of Austin in adopting
this ordinance that no portion hereof or provision or regulation contained herein shall become
inoperative or fail by reason of any unconstitutionality or invalidity of any other portion,
provision or regulation.

PART 6. That this ordinance shall be effective on the twenty-first day after the date of its
passage.

PASSED AND APPROVED:

§

§

bR TN

March 9 , 1995 § AN J
Bruce Todd
Mayor
APPROVED: MM ATTEST: (a/ww\ (C &QM&@
Andrew Martin James E. Aldridge

City Attorney City Clerk



The ATS Vision:

The ATS regional transportation plan and program will provide for
the maximum mobility for the people of the Greater Austin
Metropolitan Area with the least detrimental effects. It will support
the goals of safety, clean air, clean water, and preservation and
respect for neighborhoods. It will anticipate future conditions and be
realistic, affordable and effective to the community. It will foster the
development and maintenance of a metropolitan area with full
opportunity for and inclusion of a citizenry which is culturally,

. economically and physically diverse.
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Adoption Resolution

Whereas the Austin Metropolitan Area Trénsponaﬁon Plan (AMATP) was prepared in
accordance with the requirements of the intermodal Surface Transportation Efficiency Act
(ISTEA) and USDOT federal guidelines; and

Whereas the Austin Transportation Study and participating agencies agreed to cooperatively
develop a regional transportation plan for the Austin metropolitan area in order to meet our
medium and long range transportation needs; and

Whereas this AMATP will serve as a planning tool and not an action plan for a future
transportation system by providing a long-term guide for a right-of-way reservation and a
mid-term guide for public investment in transporation improvements; and

Whereas implementation of the proposed elements of this plan will require approval from tocal
jurisdictions and participating agencies over the next 25 years, followed by review and
possible endorsement by the Austin Transportation Study Policy Advisory Committee of the
use of Federal funds for pricrity projects in its five-year Transportation Improverment Program,;
and

Whereas the vision of the Austin Transportation Study is as follows:

The ATS regional transportation plan and program will provide for the maximum mobility for

the people of the Greater Austin Metropolitan Area with the least detrimental effects. It will

support the goals of safety, clean air, clean water, and preservation and respect for

neighborhoods. It will anticipate future conditions and be realistic, affordable and effective to

the community. It will foster the development and maintenance of a metropolitan area with full

gpportunity for and inclusion of a citizenry which is culturally, economically and physically
verse,

NOW, THEREFORE, BE IT RESOLVED:

A. Thatthe AMATP is adopted as the Long Range Transportation Plan under ISTEA for the
Austin Metropolitan Area and supersedes the current (19886} Transportation Plan for the
Austin Metropolitan Area; and

B. The ATS Policy Advisory Committee shall use the following criteria in its review and
endorsement of any transportation projects, whether contained in this plan or proposed in
the future:

Consistency with land use and master plans of local jurisdictions
Cost effectiveness and fiscal impact

Traffic demand

Pedestrian, cyclist, and motorist safety

Recommendations of implementing agencies and jurisdictions
Neighborhood impact

Environmental impact

Consistency with overall transportation plans and mass transit plans

* & ¢ % & @ 8 @

ADOPTED DECEMBER 12, 1994
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Preface

The Austin Metropolitan Area Transportation Plan (AMATP)is a planning guide which
contains transportation policy and projects for the next 25 years (to 2020). The Plan includes
policies and programs for con%_estionldemand management, transit, bicycles, pedestrians and
!lrggsé,) roadways and freight. The AMATP must be revised at least every five years (by

The AMATP's primary use is as a regional long-range plan for federally funded projects, and it
also serves as a comprehensive, coordinated transportation plan for all the governmental
jurisdictions within the ATS area. Different jurisdictions have different transportation
implementation responsibiliies under the Plan. These include Texas Department of
Transportation, Capital Metro, and cities and counties.

The AMATF promotes a change from existing transportation conditions and trends by
encouraging altematives to the single-occupant motor vehicle for travel, especially during
“rush hour." This is made necessary by our growing population and the inabilil?f to build
enough roadways to handle the demand. The question is how much and how fast should we
change. We must start from where we are, i.e., heavy dependence on the automobile. We
cannot force changes in travel behavior, but rather must encourage change through
transportation alternatives and programs. Transportation policy alone cannot change
transportation trends, changes in land use trends must be made also.
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P.O. Box 1088 - Annex
Austin, Texas 78767

Re: AMATP

(fe} 499-2269

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

Adopted AMATP vi December 12, 1994




Austin Metropolitan Area Transportation Plan
Table of Contents

Page
1.0 INTRODUCTION 1-1
1.1 BACKGROUND 1-1
1.1.1 ISTEA and the New Focus in Transportation Planning 1-1
1.1.2 Previous Long Range Plan -~ 1986 1-1
1.2 THE AUSTIN TRANSPORTATION STUDY 1-2
3.2.1 History and Governing Body 1-2
1.2.2 Study Area 1-2
1.23 MPO Purpose and Responsibilities 1-2
13 PLAN PREPARATION AND IMPLEMENTING AGENCIES 1-2
2.0 VISION, OPPORTUNITIES AND CONSTRAINTS 2-1
21  THE ATS VISION 2-1
22 OBJECTIVES 2-1
2.3 CONCEPTS AND STRATEGY 2-2
24 OPPORTUNITIES AND CONSTRAINTS 2-3
3.0 NEED FOR AMATP 2-1
3.1 ISTEA REQUIREMENTS - PLANNING REGULATIONS 3-1
3.1.1 Financially Constrained Plan 3-1
3.1.2 Metropolitan Planning Factors 3-1
3.1.3 Public Involvement Program 3-2
3.2 TRANSPORTATION AND DEMOGRAPHIC TRENDS 3-3
3.2.1 Austin Metropolitan Area Trends 3-3
3.2.2 Population and Employment Forecasts 3-3
3.3 PUBLIC SURVEY RESULTS 3-4
34 AIR QUALITY AND ENERGY CONSERVATION 3-8
3.4.1 Air Quality Program 3-8
3.4.1.1 Emission Inventory and Forecast _ 3-8

3.4.1.2 Ozone Advisory Program & Voluntary Vehicle
Trip Reduction Program 3-8
3.4.1.3 Long Range Pollutant Reduction Measures 3-9
3.4.2 Energy Conservation 3-9
3.4.2.1 Federal Legislative Requirements 3-9
34.22 State Requirements 3-10
3.4.2.3 Local Programs 3-10
3.4.24 ATS Initiatives and Strategies 3-10
3.5 LIST OF BACKGROUND STUDIES/DOCUMENTS 3-10
3.5.1 Metropolitan Planning Factors Report 3-10
3.5.2 Public Involvement Program 3-10
3.5.3 Transportation Trends Report 3-10
3.5.4 Public Opinion Survey 3-10
3.5.5 Emission Inventory and Forecast 3-10

Adopted AMATP Vi December 12, 1994




4.0 AMATP ELEMENTS

4.1 PLAN INTEGRATION, IMPLEMENTATION AND INTERMOODALISM
4.1.1 Integration and Implementation Policies and Programs
4.1.2 Access to Intermodal Transportation Networks :

4121
41.22
4123

1
4.1.3 Intermodal Policies and Programs

4.1.3.1

4.1.3.2

4.1.3.
414 L
4.1.4.1
4142
4143
4.2
1
4
4

&1

1

2.1.1
2.1.2

ot
NN
PN

4241
4242

4.3 CONGESTION/DEMAND MANAGEMENT ELEMENT
4.3.1 Introduction

43.1.1
4.3.1.2

o
W w
wn

1
3.3.2
333
.3.34
.3.35
44 BICYCLE/P
441

A= bbb

3.3
33
3.3
3.3
3.3
!
t
4.

4412

4.4.2 Policies and Programs
Member Jurisdictions

3 Access fo Freight Distribution Routes
ist of Background Studies and Documents

UBLIC TRANSPORTATION ELEMENT
2. ntroduction

Public Transportation Policies and Programs
Facilities and Service
List of Background Studies/Documents

CDM Policies and Programs
List of Background Studies/Documents

EDESTRIAN / TRAIL ELEMENT
n roc{uction

-9
]
e

intermodalism
ISTEA
Access

WWWe =t =

¥ 1 1

General
Access to Airports

Design Criteria for intermodal Access
Report on Airport Access
Survey of Local Transportation Providers

BAPRABARAASEAS
METRL PR, Yo

P R R T R A A el e

ISTEA Requirements
Challenges and Opportunities

LA Liotofaioio
OEOOOUMN -+ =k

(I Y Y Pt ety

NN

Capital Metro: Five Year Service Plan, 1994
University of Texas Shuftle: Five Year Service Plan

ISTEA Requirements
increasing Demands on the Transportation System

b
Wt

1
N e e i)

Congestion Management System Work Plan
Transportation Trends: 1960 - Present

Congestion Management Techniques
Congestion/Demand Management Technical Report
Austinplan: Transportation Plan for Implementation

b B
W
[]

S OOOCOOWN - =k

ISTEA Reguirements
Problems and Otpportunities
or ATS and

> hhbb
b bhpn

4.4.3 Policies and Programs for Member
Jurisdictions 4.4-9
4.4.4 List of Background Studies/Documents 4.4-11

4441
4442

B B
PN
phs AN
O~ OaW

Existing Bicycle Facilities and Programs in the

City of Austin 4.4-11
innovative ldeas in Bicycle Transportation in U.S. Cities
With High Usage of Bicycles for Transportation 4.4-
Proposed City of Austin Bicycle Plan 4.4
Issues and Strategies for City of Austin Pedestrian Plan 4.4
Draft Map of Trails and Regionally Significant

Bicycle Routes 4.4-
Austinplan: Transportation Plan for implementation 4.4
Pflugerville Bicycle Plan 4.4
Draft Travis County Pedestrian Policy and

Adopted AMATP

viii December 12, 1994




Implementation Plan
4.4.49 Draft Travis County Trail Plan
Attachment A - Design Standards

P b
NN
Sad

M
hhdbisial I

45 ROADWAY ELEMENT 4.5-
45.1 Introduction 4.5-
452 Roadways 4.
45.3 Roadways Policies and Programs 4.5-
45.4 List of Background Studies and Documents 4.5-
4541 Austinplan; Transportation Plan for Implementation 4.5-
4542 Transportation Plan for the Austin Metropolitan Area,
Preliminary Draft, 1991 455
4.6 FREIGHT ELEMENT 4.6-1
461 Introduction 4.6-1
4.6.1.1 ISTEA Requirements 4.6-1
46.1.2 Roadway Freight 4.6-1
4,6.1.3 Rail Freight 4.6-3
4.6.1.4 Air Freight 4.6-3
4.6.1.5 Effects of NAFTA 4.6-3
46.2 Policies to Enhance Freight Movement 4.6-5
4.6.3 List of Background Studies and Documents 4.6-7
4.6.3.1 Vehicle Classification Report 4.6-7
4.6.3.2 Impacts of NAFTA on Freight Transportation in Austin 4.6-7
4.6.3.3 Introduction of Freight Terminology 4.6-7
4.6.3.4 Traffic Volume Analysis 4.6-7
4.6.3.5 Characteristics of Major Freight Operations 4.6-7
4.6.3.6 Summary of TxDOT Major Investment Studies
(SH-130 and H-35) 4.6-7
5.0 FINANCIAL PLAN 5-1
5.1 INTRODUCTION 5-1
5.1.1 ISTEA Requirements 5-1
5.1.2 Current Planning Considerations of ATS Member Jurisdictions 5-1
52 POLICY INITIATIVES AND STRATEGY 5-3
5.2.1 General 5-3
5.2.2 Structure of the Financial Plan 5-4
5.2.3 Use of Public/Private Partnerships 5-5
5.2.4 Project Financing and Implementation 5-5
5.3 FINANCIAL STRATEGY 5-6
54 POLICIES AND PROGRAMS 5-10
6.0 TRANSPORTATION GLOSSARY 6-1
7.0 TRANSPORTATION ACRONYM LIST (TAL) 7-1
8.0 LIST OF PREPARERS 8-1
9.0 REFERENCES 9-1
10.0 INDEX 10-1

Adopted AMATP ix December 12, 1994




Austin Metropolitan Area Transportation Plan
List of Figures

1.0 INTRODUCTION
1.1 The Metropolitan Area 1-3

2.0 VISION, STRATEGY, OPPORTUNITIES AND CONSTRAINTS
3.0 NEED FOR AMATP

3.1 ATS Subareas 3-5
3.2  Comparison of Population and Employment Year 2020 Forecasts
By Subareas: 1991 & 1994 3-6

4.0 AMATP ELEMENTS

Plan Impi ion, In i n ism
4.1-1 Intermodal Sites 4.1-4
ic Tr ion Elemen

4.2-1 Capital Metro Service Area within the ATS Study Area 42-3
4.2-2 Principal Transit Corridors 42-9
4.2-3 Long Term Transit Network 4.2-11
4.2-4 Current & Forecasted Daily Transit Ridership Based on "Trends"

Land Use Forecast 42-15
4.2-5 Fixed Guideway Network Forecasted Year 2020 Daily Link Volumes 42-16

ion/D n nagement El
4.3-1 Traffic Congestion and Major Traffic Generators 4.3-4
4.3-2 Major Traffic Generators (Austin CBD) 4.3-5
4.3-3 AM Peak Period 27:00 - 8:30} Traffic Congestion 4.3-7
4.3-4 PM Peak Period (4:30 - 6:00) Traffic Congestion 43-8

icycl rign il Elem

4.4-1 Group A/B/C Cyclists 4.4-4
4.4-2a Metropolitan Bicycle Route System 4.4-5
4.4-2b Metropolitan Bicycle Route System (Central) 4.4-8
Roadway Element
4.5-1 Roadway Plan 4.5-6
Ereight Movement Element
4.6-1 Roadway Freight Corridors by Volume of Trips 4.6-2
4.6-2 Areas of Concentrated Roadway Freight Activity 4.6-4

Adopted AMATP x December 12, 1594




Austin Metropolitan Area Transportation
List of Tables

4.0 AMATP ELEMENTS
li ion El
4.2-1 Transit Based Land Use Development Patterns
4.2-2 Pyblic Transportation Plan
4.2-3 Description of Transit Service Types

men

E

4.5-1 Austin Metropolitan Area Transportation Plan Roadway Table
4,5-2 Criteria for the Functional Classification of Roadways
4.5-3 Recommended Service and Design Standards for Roadways

5.0 FINANCIAL PLAN
Financial Plan Transportation Cost Estimates

5.1
5.2  Financial Plan Capital Projects Summary
5.3  Financial Plan Operation and Maintenance Summary

Plan

Adopted AMATP Xi December 12, 1994




As6404 -G

Section 1

Introduction




1.0 INTRODUCTION

The Austin Metropolitan Area Transpontation Plan (AMATP) is the long range transportation
plan required by federal law for the Austin metropolitan area that 100ks to the year 2020. The
AMATP s a revision of the ATS Transportation Plan for the Austin Metropolitan Area adopted
in 1986. The AMATP considers a wide range of social, environmental, energy and economic
factors in determining overall regional goals and how transportation can best meet these
goals. The plan identifies con?estionldemand management techniques, and transit, bicycle,
pedestrian, trail and roadway facilities needed to serve the metropolitan area's expected
growth to the year 2020. The AMATP should serve as a guide for planning, evaluation, and
implementation of transportation projects within the Austin metropolitan area. The AMATPis
intende‘dbto be a flexible guide to implementing local transportation solutions in a logical,
rational basis.

1.1 BACKGROUND

1.1.1 The Intermodal Surface Transportation Efficiency Act (ISTEA) and the New
Focus in Transportation Planning

The Intermodal Surface Transportation Efficiency Act (ISTEA) was signed into federal law on
December 18, 1991. ISTEA places renewed emphasis on transportation planning,
programming and project selection by both Metropolitan Planning Crganizations ?MPOS) such
as ATS, and state Departments of Transpottation (DOTs). ISTEA focuses transportation
planning priority on overall mobility, environmental and community goals rather than on capital
investment. A wider variety and balance of transportation maodes is sought, as well as an
emphasis on the preservation of existing systems over the construction of new facilities.
Rules from the U.S. DOT require that the plan be revised at least every five years.

The AMATP arises out of requirements set forth in the Metropolitan Planning section of the
ISTEA. MPOs are responsible for developing, in cooperation with the State and affected
transit operators, a long-range transportation plan and a transportation improvement program
(TIP) consistent with that plan. The planning process includes consideration of land use,
intermodal connectivity, methods to enhance transit service, and needs identified through the
transportation management systems.

Within the ISTEA framework, AMATP identifies transportation facilities, including maijor
roadways, transit, and multimodal and intermodal facilities, that based on growth forecasts will
be needed in the next twenty-five years. In addition, The AMATP includes a financia! plan
that indicates public and private resources which are reasonably expected to be available
and identifies financing techniques to fund transportation projects and programs.

Since the signing of the ISTEA legislation in 1991 and the amendments to the Clean Air Actin
1990, transportation planning has shifted focus from the continuing expansion of roadways to
an emphasis on the more efficient use of existing roadways, and other modes of
transportation, including transit, ridesharing, bicycle, and pedestrian facilities and congestion
demand management techniques.

1.1.2 Previous Long Range Plan - 1986

The adopted April 1986 Transportation Plan for the Austin Metropolitan Area emphasized the
implementation of capital-intensive roadway and transit facilities to serve Austin's future
transportation needs. In the period from 1980-1985, Austin experienced very rapid growth in
population and employment, resuiting in extensive demands on the existing roadway system.
Projections indicated a continuation of this trend; the 1986 plan documented the need for
roadway and transit improvements to meet the existing and future transportation needs. The
Plarli promoted comprehensive transportation goals consistent with existing regional land use
goals.
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In December 1991 a draft Transportation Plan for the Austin Metropolitan Area was presented
to the Austin Transportation Study Policy Advisory Committee as a revision to the 1986 Plan.
The draft Plan lowered the Year 2020 forecast of population by 500,000 persons and
redirected urban growth away from environmentally sensitive areas in westemn Travis
County. Based on the new population forecast and urban pattern, a revised travel forecast
indicated the need for additional roadways and public transportation service, particulary in the
central cily. This draft Plan was not adopted because of the passage of ISTEA and its new
Plan requirements. At its meeting in April 1992, the ATS Policy Advisory Committee adopted
a motion to direct that the impact and disruption on existing residential neighborhoods from
transportation proposals be evaluated and eliminated as much as possible.

1.2 THE AUSTIN TRANSPORTATION STUDY
1.2.1 History and Governing Body

Established in 1973, the Austin Transportation Study (ATS) is the designated Metropolitan
Planning Organization (MPO) for the Austin metropolitan area. ATS is governed by a 17-
member Policy Advisory Committee (PAC) as listed on page iii.

1.2.2 Study Area

The ATS study area, as shown in Figure 1.1, includes Travis County, and the city limits and
extraterritorial jurisdictions (ETJs) of Austin, Round Rock, Cedar Park, Leander, and Hays.
This area includes portions of the region that are currently urbanized or are likely to be
urbanized by the year 2020, as well as non-urban areas that are logical extensions based on
inter-community travel pattems. Figure 1.1 identifies all local jurisdictions within the ATS area.

1.2.3 MPO Purpose and Responsibilities

The purpose of ATS is to coordinate regional transportation planning among the state, three
counties, nineteen cities, and Capital Metro and to approve the use of federal transportation
funds. ATS is responsible for the promotion of transportation systems which embrace a
variety of modes in a manner that efficiently maximizes the mobility of people and goods with
minimal energy consumption, air and water pollution, and negative social impacts.

1.3 PLAN PREPARATION AND IMPLEMENTING AGENCIES

Agencies working with ATS in the AMATP preparation include the Capita! Metropolitan
Transportation Authority (Capital Metro), the City of Austin, Travis County, Texas
Department of Transportation (TxDOT), Texas Parks and Wiidlife Department, the Federat
Highway Administration (FHWA), and the Federal Transit Administration (FTA).

Under contract with ATS, Capital Metro has prepared the Public Transportation Element of the
AMATP and contributed to the Congestion/Demand Management Element. The City of Austin
Department of Public Works and Transportation has been the lead agency in the _
development of the Congestion/Demand Management Element. The City of Austin
Department of Planning and Development prepared the Bicycle and Pedestrian Element and
the population and employment forecasts. The City of Austin Environmental Conservation
Services Department prepared the air quality emission inventory and forecast. The Travis
County Public improvements and Transpontation Department assisted with the development
of the Congestion/Demand Management Element and the Bicycle/Pedestrian/ Trail Element.
The Texas Parks and Wildlife Department assisted with the trails portion of the
Bicycle/Pedestrian/Trail Element. TxDOT has provided the roadway and transit modeling.
Other local jurisdictions provided data for preparation of the population forecasts.

Many of the agencies that have been involved in the preparation of the AMATP are also the
implementing agencies. The recommended actions for most transportation modes require
implementation actions by all transportation providers inciuding TxDOT, Capital Metro,
Capital Area Rural Transportation System (CARTS), cities, and counties. Actions will also be
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. requested of public and private employers. All jurisdictions within the ATS metropolitan area

will.ggve the opportunity to review and comment on the draft AMATP during the public review
period.

Figure 1.1
The Metropolitan Area
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2.0 VISION, OPPORTUNITIES AND CONSTRAINTS
21 THE ATS VISION

A transportation vision consistent with rqlgional land use and social goals can guide
transportation system implementation. The following is the vision which the ATS Policy
Advisory Committee (PAC) prepared to guide its work:

The ATS regional transportation plan and program will provide for the maximum mobility
for the people of the Greater Austin Metropolitan Area with the least detrimental effects. It
will support the goals of safely, clean air, clean water, and preservation and respect for
neighborhoods. It will anticipate future conditions and be realistic, affordable and effective
to the community. It will foster the development and maintenance of a metropolitan area
with full opportunity for and inclusion of a citizenry which is culturally, economically and
physically diverse.

22 OBJECTIVES
Within a framework of regional land use and social goals, the principal transportation goal is to
provide an acceptable level of mobility and accessibility for the region's residents with the
least detrimental effects. Within this overall goal, specific transportation system objectives are
listed below:

n ion Plan Objectiv

* Undentake transportation planning within the framework of comprehensive regional
planning and support regional growth and development goals.

Maintain personal mobility.

Coordinate the provision of facilities for all major modes of travel for a balanced
transportation system.

Be compatible with the unique and sensitive environment in the greater Austin
metropolitan area and be consistent with natural resource limitations.

Be consistent with the area’s social, environmental, economic, and energy conservation
goals.

* Be consistent with all adopted land use plans and ordinances.

Ensure that the Austin metropolitan area continues to meet clean air standards.

Provide for a diversity of life and work styles and travel behaviors for different subareas
with a comprehensive muitipurpose transportation system.

Contain transportation policies and programs for three time frames - near-term {1995-
2000}, mid-term (2000-2010), and long-term (2010-2020}. The near-term will emphasize
operational {(non-construction) programs which reduce congestion and use the existing
transportation system more efficiently. The mid- and long-term periods will include those
programs plus new capital improvements to the transportation system.

Be fiscally constrained. The transportation system and programs must be affordable
according to projected transportation revenues. A financial plan is being prepared that will
demonstrate how the AMATP can be implemented. The option of enlarging urban roads
as a viable measure to reduce congestion is limited by its high fiscal and social costs.
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» Identify implementing agencies and groups for each measure. .

* Monitor the Austin metropolitan area's land use development and transportation system
and revise the AMATP within five years.

23 CONCEPTS AND STRATEGY

Both population and the amount of travet have grown rapidly in the Austin metropolitan area.
Itis forecasted that the 2020 population could be twice the 1990 population. The ATS staff -
has prepared two forecasts for the distribution of population and employment in the future.
These forecasts are not predictions, but only reasonable altemnative futures. The ATS
transportation plan need not match a trends forecast. We can use the transportation plan and
policies to support the kind of metropolitan area desired.

One of the AMATP goals is to maintain personal mobility. To achieve that we need to reduce
the high proportion of drive-alone travel and to increase transit ridership, ridesharing, bicycling
and walking. This is especially important in solving peak period congestion problems. In
addition to encouraging other modes, we should reduce the need to travel and spread the
peak travel period. Based on the implementation of these measures the recommended size of
roadways in the draft AMATP s not set to handle the highest peak hour vehicle demand.

The AMATP should be a win-win transportation solution for all communities and jurisdictions
within the metropolitan area. We are a family of independent communities and neighborhoods
with diverse characteristics and the AMATP s intended to support the diversity and
individuality of personal life choice. The Plan shouid be responsive to the characteristics and
goals, including transportation and land use policies, of each jurisdiction and community while
providing a compiete and comprehensive metropolitan transportation system. The emphasis
of the AMATP is on the State and Federal transportation system and it strives to support local
jurisdiction plans for other arterials and local transportation facilities.

The ATS Policy Advisory Committee (PAC) has stated its intent to not destroy inner ¢ity
neighborhoods by widening roadways. Therefore the draft AMATP attempts to minimize the
expansion of arterials within existing urbanized areas, especially residential areas. In existing
urbanized areas the AMATP priority is on increasing person carrying capacity rather than
motor vehicle capacity.

The City of Austin contains about two-thirds of the existing ATS area population. It is the
maturing central city in a growing metropolitan area. The City of Austin is concemed about
maintaining a strong and healthy central city. It seeks to develop a compact center city (or
dense livable city) that is integrated with its diverse neighborhoods and, on a regional scale,
with its suburbs and surrounding communities. To achieve this requires giving greater
emphasis to transit, bicycle and pedestrian activity rather than motor vehicle activity in critical
areas, such as neighborhoods and mixed use activity centers, of which the largest is the
central business district.

The following are some recommended methods to support a dense livable city:
A. Transpodation Measures
1. Build the light rail transit system
Improve bus service

. Promote increased transit ridership

2
3
4. Improve pedestrian and bicycle facilities
5

. Promote ridesharing
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. 6. Promote staggered work hours and telecommuting

7. Limit roadway expansions and parking facilities
8. Increase operational efficiency of roadways

B. Land Use Measures
1. Promote infill development and higher densities in appropriate locations

2. Support development of higher residential densities and commercial nodes within
transit corridors

3. Provide incentives to encourage multipurpose activity centers

4. Update zoning, subdivision and site plan ordinances to promote more transit and
pedestrian oriented development.

24 OPPORTUNITIES AND CONSTRAINTS

In preparing the AMATP, it is important to identify opportunities for improving the
transportation system and to determine the constraints that might restrict the implementation of
identified improvements. Together with other information needed for develc:pin? the AMATP, a
detemmination of transportation opportunities and constraints is essential to the formation and
adoption of goals, objectives, strategies, policies and procedures for the long range plan.

Opponrtunities for improving the surface transportation system fall into five categories:

Make public transportation services more convenient and amenable.

Reduce travel demand and improve the efficiency of transportation operations.
Improve the safety and availability of bicycle, pedestrian, and trails facilities.
Expand the roadway system.

Upgrade the effectiveness of the movement of goods and freight.

* & & & @

Constraints on the implementation and use of the identified improvement opportunities are:

Citizen preference for the single occcupant motor vehicle.

State and local legal and reguiatory barriers.

Limited availability of funding.

Restrictions on air, water, and noise pollution.

Sensitive environmental areas.

Automobile oriented zoning and subdivision ordinances.

Concem over the disruption of neighborhoods.

Conflicting interests among political entities within the metropolitan area.
Geographic limitations (e.g., steep terrain, pervious and/or expansive soils).
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3.0 NEED FOR AMATP
3.1 ISTEA REQUIREMENTS - PLANNING REGULATIONS

3.1.1 Financially Constrained Plan

ISTEA specifies that the long range transportation plan include a financial plan that
demonstrates how future projects and programs can be implemented. Employing a number of
reasonable assumptions, local, state and federal funding levels are projected through the year
2020. Al re?ional planning transportation projects included in the AMATP are matched with
appropriate funding sources. The result is a financially constrained plan that addresses the
future regional transportation needs.

3.1.2 Metropolitan Planning Factors

ISTEA requires the following fifteen factors be considered in developing metropolitan plans
and programs. These factors are addressed in the Metropolitan Planning Factors Report.
Each factor discussed in the Report is listed below.

1) Preservation of existing transportation facilities and, where practical, ways to meet
transportation needs by using existing transportation facilities more efficiently.

2) The consistency of transportation planning with applicable Federal, State, and local
energy conservation programs, goals, and objectives.

3) The need to relieve congestion and prevent congestion from occurring where it does not
yet occur.

4) The likely effect of transportation policy decisions on land use and development and the
consistency of transportation plans and programs with the provisions of all applicable
short- and long-term land use and development plans.

5) The programming of expenditures on transportation enhancement activities.

6) The effects of all transportation projects to be undertaken in the metropolitan area, without
regard to whether such projects are publicly funded.

7) Intemational border crossings and access to ports, airports, intermodal transportation
facilities, major freight distribution routes, national parks, recreation areas, monuments and
historic sites, and military installations.

8) The need for connectivity of roads within the metropolitan area with roads outside the
metropolitan area.

9) The transportation needs identified through use of the management systems.

10) Preservation of rights-of-way for construction of future transportation projects, including
identification of unused rights-of-way which may be needed for future transportation
corridors and identification of those corridors for which action is most needed to prevent
destruction or ioss.

11) Methods to enhance the efficient movement of freight.

12) The use of life-cycle costs in the design and engineering of bridges, tunnels, or
pavement.
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13) The overall social, economic, energy, and environmental effects of transportation
decisions.

14) Metljods to expand and enhance transit services and to increase the use of such
services.

15) Capital investments that would result in increased security in transit systems.
3.13 Public Involvement Program

The ATS Policy Advisory Committee (PAC) adopted a Public Involvement Program in
February 1994 containing procedures that ATS follows in the preparation of the Austin
Metropolitan Area Transportation Plan and the Transportation Improvement Program.

The Public Involvement Program (PIP) was implemented in order to facilitate communication
between elected officials, staff and citizens in the transportation planning process. The
pr%qram has been a year-long exercise in accessing valuable pubiic input in the development
and writing of the AMATP. Phase | included the review of the transportation plan concepts,
major draft element concepts, and a Pubtic Opinion Survey; Phase il incorporated a draft
transportation plan public review period, public hearings, and staff's response to public
comment.

Phase |

This phase of the public involvement process included notification and dissemination of alt
draft Major Concepts of the AMATP. Draft reports were available free of charge at the ATS
office, and available for public review at all libraries within the ATS metropolitan area, the
Travis, Williamson, and Hays County offices, the TxDOT District office, and the ATS Policy
Advisory Committee meetings.

« As part of its regular public participation process, the ATS bi-monthly newsietter informs
citizens about ATS activities, including the development of the AMATP. The rnailin%_list
includes over 1700 interested citizens, organizations, and neighborhood groups. ATS
held Policy Advisory Committee Meetings once a month during 1994 open to the public
and public comment.

* The March/April 1994 ATS Newsletter extensively outlined the Transportation Plan
Concepts and work elements. In this same newsletter, ATS staff outlined the timeline for
the adoption of the Plan, as well as Plan objectives.

+ Three public open house meetings were held on March 29, March 31, and April 6 at the
Downtown Austin History Center, South Austin Bedichek Jr. High School, and Round
Rock Cir%z Hall, respectively. The meetings were held from 5:00 to 8:00 PM and free
copies of the Draft Concept Plans were available.

Phase |\

The second phase of the public involvement process for the AMATP incorporated the same
strategies outlined above for the dissemination of the draft Transportation Pian itself. In
addition, ATS held two public hearings on the Plan (notices of which were placed in local
newspapers) and made presentations to over 20 agencies, interested groups and
organizations.

* The July/August 1994 ATS Newsletter summarized the intent of the AMATP, as well as
the process goveming its production, and invited public comment. The August and
September Drafts of the AMATP were mailed with the ATS newsletter to the recipients on
the ATS mailing list.
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» ATS staff held three public open house meetings on the AMATP in order to receive public
comment and to allow the public access to the staff involved with writing the plan. These
meetings were held from 5:00 to 8:00 PM on September 15, September 22, and
September 27, at South Austin's Bedichek Jr. High School, Downtown Austin's Austin
History Center, and Round Rock City Hall, respectively.

* Perhaps the most important phase of the citizen involvement q_rocess was the compilation
of the public hearing, written comments and staff responses. The publication Comments
on Draft Plan (Volume l) includes the 187 comments received between July 8 and
October 31. Volume Il contains comments 188-303 received between November 1 and
the 28th. ATS staff compiled a Response to Comments on Draft Plan report which
responds to the comments specifically regarding the AMATP.

To conclude, ISTEA, Title |, SEC. 1024(a) mandates that metropolitan planning organizations
provide citizens, affected public agencies, representatives of transportation agency
employees, private providers of transportation, and other interested parties with a
“reasonable opportunity" to comment on the long range plan before its approval. ATS staff
has actively solicited public comment and participation for over a year as a tool for the
effective planning of the AMATP and incorporated many of the ideas and suggestions of the
public into the final AMATPF.

3.2 TRANSPORTATION AND DEMOGRAPHIC TRENDS
3.2.1 Austin Metropolitan Area Trends

The population and the amount of travel has increased significantly in the Austin metropolitan
area since 1960. In the last thirty years, population has tripled while employment has more
than quadrupled. All of us are traveling a lot more. On a per capita basis, vehicle miles
traveled has quadrupled, the number of vehicles owned has doubled, and the number of
vehicle trips has increased by 50 percent. Basically, we are driving ionger distances, buying
more cars, and making more trips. Average vehicle occupancy has decreased by 29 percent.
The key factors for the average vehicle occupancy decline seem to be declining family size
and increasing vehicle availability. Along with other factors, these trends have shrunk the
pool of those available to carpool or use transit. The result is a tremendous increase in
automobile use and traffic congestion.

The size of the bus fleet has tripled and transit ridership has quintupled since Capital Metro
began operation in 1985. Transit trips currently account for two to three percent of all daily
trips, and slightly higher during peak periods.

Of the four basic resources involved in a motor vehicle transportation system, two continue to
be abundant and relatively inexpensive - motor vehicles and gasoline. However, the other
two - roadway capacity and air quality - are in short supply. Because we will not be able to
continue the trend of heavy automobile dependence, we must make changes in the way we
travel as the Austin metropolitan area continues to grow. The Austin metropolitan area
population is projected to double in the next twen%-five years if the high forecast comes to
%ass. For more detailed information, refer to the ATS Transportation Trends 1960 - 1990
eport.

3.22 Population and Employment Farecasts

In April 1994, the ATS Policy Advisory Committee accepted, for transportation modeling
purposes, population and employment forecasts to the year 2020 for the Austin metropolitan
area. The population totals for Travis, Williamson, and Hays counties were produced by the
State Data Center in February 1994, and were based on data from the 1990 U.S. Census.
The State Data Center produced forecasts for all Texas counties for four growth scenarios,
each with a different assumption about net in-migration: low, mid, high and very high. The
ATS forecasts are based on the high scenario.
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The three Austin metropolitan area county totals were distributed within the ATS modeling
area (slightly larger than the ATS planning area), as shown in Figure 3.1. The distribution
was based on existing development ordinances, development trends and the availability of
“developable” land within each of 635 traffic serial zones. Within the ATS modeling area the
ggggfaﬁon is forecasted to grow from about 700,000 in 1990 to about 1,363,000 in the year

Figure 3.2 shows a summary of the high population and employment forecasts from the 1994
trends forecast. The data are distributed by the ten subareas shown in Figure 3.1. Because
the State Data Center forecasts an increase in the Williamson County population from
140,000 in 1990 to 520,000 in 2020 under the high scenario, an increase of about 247,000
people (1994 to 2020) is indicated for subarea 6, which includes the Round Rock, Cedar Park
and Leander area. This is aimost half of the total forecasted metropolitan population increase
of 546,000. Growth in other subareas ranges from 8,000 to 68,000. Forecasted growth in the
central area is 9,700. For employment, an increase of about 123,000 is indicated for subarea
6, compared 10 the total forecasted metropolitan employment increase of 277,000. '
Employment growth in other subareas ranges from 4,000 to 34,000. Forecasted employment
growth in the central area is 6,500.

The 1994 forecast data was compared to the 1991 forecast data (afso in Figure 3.2). The total
population and employment forecasted in 1991 and 1994 are very similar. The 1991 forecast
projected a much greater employment total for the Austin central city and a smaller population
total for the Williamson Urban area. The transportation system needs of both forecasts are
being analyzed and used to prepare recommendations.

3.3 PUBLIC SURVEY RESULTS

A public opinion survey was taken to collect the opinions, attitudes, beliefs and values of
residents of the Austin metropolitan area about transportation issues. The survey consisted
of three sections: 1) the current travel characteristics of area residents, 2) travel behavior
changes people would be willing to make, and 3) transportation improvements wanted by
area residents.

A total of 1,500 interviews were conducted during late April and early May 1994 with a random
sample of area residents who commute to work or school during the peak traffic hours. The
survey results are useful in understanding the characteristics of travel to work and school and
in determining where vehicle trip reduction programs might best be directed. A significant
number of respondents are willing to try altermatives to driving alone. Following are highlights
of the survey resuits:

1. Eighty-seven percent of area commuters drive their own cars to work/school, and 82
percent never use other means of transportation. Four percent occasionally or regularly
carpool; fess than one percent vanpool. Nine percent take the bus, but only three
percent of those who work rather than attend school ride the bus. Three percent walk,
two percent bicycle and less than one percent ride motorcycles or use some other mode
occasionally or regulary.

2. The average commute is just less than nine miles each way, consuming about 18 1/2
minxges in the moming and 20 minutes in the aftemoon, on an average of 4.96 days per
week.

3. About half of the commuters make stops, mainly for groceries or other shopping, on the
way to or from work. Of those, aimost two-thirds stop three or more times a week.

4. Thinty-six percent of those empioyed need a car for their job during working hours, most
using their own cars.
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Figure 3.1
ATS Subareas
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Figure 3.2

Comparison of Population and Employment
By Subareas

1991 & 1994 Forecasts

ATS 2020
SUB- ATS 1994 POPULATION
AREA SUB- ESTIMATED 1991 1994
NUMBER AREAS POPULATION | FORECAST | FORECAST
[ CENTRAL 304,971 330.786 314,688
2 SOUTH 103,486 147,839 119,052
3 SOUTHWEST 32,414 76,534 57,929
4 NORTHWEST 144,052 204,185 171,401
5 POST OAK 11,298 16,832 19,191
6 WILLIAMSON URBAN 76,436 210,633 323,665
7 GEORGETOWN 25704 40,235 93,963
8 NORTHEAST 53,867 131,337 119,477
Q SOUTHEAST 45,195 108,257 74,381
10 HAYS 18,380 30,284 68,384
TOTALS: 815,803 1,296,922 1,362,131
ATS 2020
SUB- ATS 1994 EMPLOYMENT
AREA SUB- ESTIMATED 1991 1994
NUMBER AREAS EMPLOYMENT | FORECAST | FORECAST
1 CENTRAL 227,502 305,719 234,042
2 SOUTH 17.178 35,719 24914
3 SOUTHWEST 12,395 31,206 25,077
4 NORTHWEST 74,240 113.071 87.830
5 POST OAK 1,647 3.108 5,470
6 WILLLAMSON URBAN 14,721 79.564 137,593
7 GEORGETOWN 4,795 15,629 38,719
8 NORTHEAST 28,011} 75,176 60.618
Q SOUTHEAST 21,145 43,057 39,460
10 HAYS 3.929 9,127 28,781
TOTALS: 405,463 711,376 682,604
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5. Eighty-four percent have free parking available to them at work or school. Of those, 41
percent say they would be much more or somewhat more likely to consider some other
way of commuting if they had to pay for parking; 51 percent say that having to pay for
parking would make no difference in their commuting habits.

6. Employers are not doing much to encourage altematives to single-driver daily commuting.
Sixty-three percent do offer flexible work hours and 24 percent permit compressed work
schedules. Twenty-three percent encourage carpooling and 14 percent offer preferential
parking for carpoolers. Eleven percent offer opportunities to work at home instead of the
workplace on occasion. Six percent sell or provide bus passes and five percent
subsidize use of public transportation. Only nine percent provide emergency
transportation for bus riders or campoolers. In most cases, govemment agencies account
for half or more of those promoting altemative transportation.

7. Most commuters are willing to consider altematives to driving alone if the conditions were
right for them. Sixty-five percent say thse)( would be very or somewhat willing to ride the
g_us,c;{S percent would consider carpools/vanpools, and 31 percent would consider

icycling.

8. Similarly, most commuters indicate that incentives would affect their commuting choices.
Sixty-three percent say they would be much or somewhat more likely to consider
altematives to driving alone if they were given a financial incentive to carpool; 57 percent
if there were a substantial increase in the cost of gasoline; 51 percent if there were high
occupancy vehicle lanes on major roads; 37 percent if they were given a free bus pass
bhy their l_¢imp|oyer, and 28 percent if there were showers, lockers and safe bike storage at
their work site.

9. Despite the openness to alternatives, most respondents focused on automobile trave!
when asked where they would prefer to see the most emphasis on a list of possible
areas for transportation improvements. In order of aggregate ranking, the choices were:

. AVE. RANK

Synchronize the traffic lights 22% 23% 6% 5.38
More east-west thoroughfares 20% 17% 5% 5.14
More buses and public transportation 12% 13% 7% 4.65
More roads and freeways 18% 11% 14% 4.64
Diverting single driver traffic to carpools, 8% 8% 9% 4.28
public transportation and other modes

A light rail system 9% 10% 19% 4.09
More and better bike lanes and pathways 9% 10% 20% 4.04
More and better sidewalks 4% 6% 19% 3.78
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34 AIR QUALITY AND ENERGY CONSERVATION
3.4.1 Air Quality Program

In 1993 the ATS Policy Advisory Committee adopted a three-part air quality program for the
Austin metropolitan area which is intended to keep the area in attainment of federal air quality
standards. Attainment of federal standards is important to maintain healthy air and to avoid
federaily imposed sanctions for transportation projects and economic growth in the area. Such
sanctions are in effect in the four Texas non-attainment areas of Houston, Dallas-Fort Worth,
Beaumont-Port Arthur and El Paso.

The mandate for better coordination of air quality and transportation planning was set by the
Clean Air Act Amendments (CAAA) of 1990. The CAAA requires transportation plans and
investments in areas that do not attain federal clean air standards to conform to a state's clean
air plan. Among other effects, this means that new highw?rvs and roads can be built only if
the added pollution they are likely to cause is more than offset by other measures, so that
continuing improvements are made in air quality. The Austin metropolitan area currently is
close to but does not exceed federal clean air standands, and the Texas Natural Resource
Conservation Commission (TNRCC) has designated it as a "near non-attainment" area.

The adopted three-part program includes preparation of a detailed pollutant emissions
inventory and forecast, a voluntary action program (Ozone Advisory Program) for forecasted
high ozone “advisory” days during the “smog season” from April through October, and
analysis of long range pollutant reduction measures.

3.4.1.1 mission Inven ngd F

ATS completed an emission inventory of existing air pollution in the Austin metropolitan area .
and a forecast of emissions to the years 2010 and 2020. This information is vital to
developing the most efficient and cost-effective air pollution control program.

The emission inventory inciudes the poliutants that combine to form ground-level ozone, the
principal component of smog. Ozone itself is not directlé emitted from any source, but comes
from a combination of volatile organic compounds (VOCs) and oxides of nitrogen (NOx). The
formation of ozone is strongly dependent on weather conditions, and reaches hazardous
levels whenever hot, sunny stagnant conditions arise. These conditions occur an average of
about fifteen days a year in the Austin area.

Another aspect of the air quality study is a short-term monitoring program. Until now, TNRCC
has been monitoring in only one area of town for ozone. The City of Austin recently began
monitoring ozone at an "upwind" site at Bergstrom Air Force Base. This monitor is operated
with assistance of the TNRCC, and will not only help us determine how much ozone is
formed from local emissions, but also how much is blown in from San Antonio or Houston.

The voluntary action program, formerly titled Clean Air Metro Austin, now called Austin AIR
Force, was initiated jointly by several govemment and private organization sponsors to try to
reduce unhealthy peak leveis of ozone in the Austin area.

Ozone Advisories are announced when weather conditions are expected to produce high
levels of ozone in the Austin metropolitan area. On those days citizens are urged to help
reduce emissions by carpooling, riding the bus, riding bicycles, and avoid running gasoline
engines. Other actions include waiting until iate afternoon to buy gas, mow lawns or run
errands. On days when ozone advisories are issued, Capital Metro offers free fares on all
reqularly scheduled buses and special transit services with the exception of shuttle service to
special events.
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A Voluntary Vehicle Trip Reduction Program (V-Trip) is being created to help reduce air
pollution emissions and traffic congestion. The two-part program consists of: 1) a list of
measures recommended to all metropolitan area employers 10 encourage altemative modes of
travel to work, and 2) a pilot program to be conducted by ATS, Capital Metro, the City of
Austin, and TNRCC with selected employers for extensive support of altermative modes of
travel. The draft program and list of recommended measures for employers is listed below:

1. Promote Altemative Ways To Travel
« Ridesharing (carpooling and vanpooling)
* Transit
* Bicycle and Pedestrian

2. Promote Congestion Reduction
+ Staggered Work Hours
* Compressed Work Week
* Telecommuting

3.4.1.3 Long Range Pollutant Reduction Measures

The Austin metropolitan area currently has only voluntary air quality programs in place; the
City of Austin is working in conjunction with ATS, TNRCC, Capital Metro, and other agencies
on programs to reduce vehicle trips, encourage altemnative fuels, and operate an ozone
advisory program. Future regulations will be implemented based on the results of the
emission inventory completed under joint agreement by ATS and the City of Austin. Potential
regulations would cover Stage I/Stage Il vapor recovery systems, RFG (reformulated
gasoline), iow volatility gasoline which produces fewer emissions due to siower evaporation,
and automobile inspection and maintenance. A Stage | vapor recovery system is designed to
prevent vapors from escaping when gasoline is {ransferred from storage tanks to trucks and
from trucks to gas stations. A Stage Il vapor recovery system is designed to prevent vapors
from escaping when gasoline is transferred to automobiles.

Analysis of long range pollutant reduction measures will begin in 1995 after the emission
forecasts have been analyzed.

3.4.2 Energy Conservation

ISTEA requires that transportation plans promote energy efficiency and conservation goais

and that the transportation system is balanced and intermodal. ATS strategies to conserve
energy include a reduction in the dependence on conventional fuel sources and the amount

people travel. These strategies are in compliance with federal, state, and local requirements
as discussed below.

3.4.2.1 Federal Legislative Requirements

The Energy Policy Act (EPACT) of 1992 was enacted to encourage economic growth,
strengthen energy security, and improve environmental quality through the use of altemative
fuels. EPACT affects all urban areas with populations of 250,000 or more, which includes the
Austin metropolitan area. Except for rental cars, auto dealers, law enforcement, emergency,
and off-road vehicles, fieets with more than 20 centrally fueled light-duty vehicles and a total
fleet of more than 50 vehicles must convert 20 percent of their fleets to altemative fuel
vehicles by the year 1999. Federal fleet conversions are under a tighter schedule.

ATS has identified congestion/demand management techniques (Section 4.3) that improve the
efficiency of the traffic network and reduce traffic delays and congestion. These technigues
promote conservation of energy resources by encouraging altemative modes of
tra,?s?o;tatilon, including carpooling and bicycling, transit improvements and high occupancy
vehicle facilities.
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3.4.2.2 Hlate Requirements

The AMATP conforms to the Texas Altemative Fuels Fleet Requirement. Senate Bills 7, 740,
and 763 address the conversion of school district, state agency, metropolitan transit authority,
city transit department, regional transit authority, local govemment, and private fleets. ATS
monitors the efforts of the Texas Sustainable Energy Development Council which
encourages the deveiopment and use of renewable energy resources in Texas. ATS and
TxDOT staff cooperate in the planning and improvements processes to ensure that ATS and
state plans are compatible.

3.4.2.3 Local Programs

ATS participates in the Clean Cities Program, which promotes the reduction of dependence
on petroleum-based imported fieet fuels in the Austin and Travis County area, as specified in
the Energy Policy Act of 1992. Participants in the Clean Cities Program include Travis
County, the City of Austin, the Texas Department of Transportation, the Capital Metropolitan
Transportation Authority, ATS, and others. ATS is expected to maintain a liaison with the
Alternative Fuels Research and Education Division of the Railroad Commission, as well as
monitor the conversion of fleet vehicles.

3.4.2.4 ATS Initigtives and Strategies
ATS focuses upon specific measures 1o conserve energy by targeting the demand for energy
and facility use. ATS follows the newest strategies to reduce vehicle miles of travel and to
reduce congestion and traffic delays, all of which cause higher energy consumption.
V-Trip. ATS developed a Voluntary Vehicle Trip Reduction Program (V-Trip) to improve air
quality and reduce traffic congestion, which furthers the goal of energy conservation. This
program is described in the Air Quality section (section 2.5.1.2).

' . The Congestion/Demand Management Element, Section
4.3, addresses congestion and excess fuel consumption in the Austin metropolitan area. ATS
has approved $2.25 million in funding for a Congestion/Demand Management program in the
1995-1997 Transportation improvement Program.
3.5 LIST OF BACKGROUND STUDIES/REPORTS
3.5.1 Metropolitan Planning Factors Report
3.5.2 Public Involvement Program
35.3 Transportation Trends Report
3.5.4 Public Opinion Survey

3.5.5 Emission inventory and Forecast
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Plan Integration, Implementation and
Intermodalism



4.1 PLAN INTEGRATION, IMPLEMENTATION AND INTERMODALISM

Using the strategies discussed in Section 2.0, the Austin Transportation Stuc?/ (ATS) is
cooperating with other area agencies to recommend transportation policies and programs for
the next twenty-five years. Section 4.0 of the Austin Metropolitan Area Transporiation Plan
{AMATP) focuses on five elements of the planning and impiementation process: Public
Transportation, Congestion/Demand Management, Bicycle/ Pedestrian/Trail, Roadway, and
Freight Movement.

The clear intent of ISTEA legislation is the coordination of facilities across all major modes of
travel into a balanced and complementary or intermodal system. Thus, the five elements
presented in this section are interrelated and interdependent. ATS, working with member
jurisdictions and the public, has developed strategies to address the travel needs of the
study area population without sacrificing the community's social, environmental, and economic
priorities; the five-element intermodal framework of the AMATP is critical to achieving that goal.

Once the AMATP is adopted it is important to work with member jurisdictions to ensure
compatibility between it and local plans. It is also important to monitor changes in
transporiation characteristics and land use development patterns. This will allow ATS to
‘1(383 if the adopted policies are successful and will prepare for the next revision of the Plan in

4.1 PLAN INTEGRATION, IMPLEMENTATION AND INTERMODALISM
A. Integration and Implementation Policies and Programs

Policy A-1:  ATS will work with member jurisdictions to achieve compatibility of the
Austin Metropolitan Area Transportation Plan {AMATP) with local plans.
Adoption of AMATP by member jurisdictions is a necessary condition to be
eligible for any federal assistance to that jurisdiction.

Policy A-2:  ATS will prepare and adopt a population and employment policy forecast
which is consistent with member jurisdiction growth policies and is
supported by the AMATP.

* This is intended to support the diversity of land use goals and
characteristics of ATS member jurisdictions and communities.

+ Policy Advisory Committee (PAC) members and others have criticized
the "existing trends" forecasts for being too low in Travis County and
in the central subarea and inhibiting the efforts to promote "compact
city" growth.

» The AMATP need not match a trends forecast; it can be used to
support the kind of metropolitan area that is desired.

» See the transit corridor Policies B-3 and B-4 in the Public
Transportation Element (Section 4.2).

Policy A-3:  Coordinate transportation planning activities with land use and other
infrastructure planning activities in cooperation with affected agencies and
jurisdictions.
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Policy A-4.

Policy A-5:

Policy A-6:

Policy A-7:

ATS supports the reduction in travel and the high proportion of drive-alone .

travel, and an increase in telecommuting and the proportion of transit
ridership, ridesharing, bicycling and walking trips, especially during peak
periods.

ATS supports the development and expansion of multi-purpose activity
centers throughout the metropolitan area.

e Such centers include commercial, office, recreational and residential
deveiopment and therefore reduce the need for automobile travel.

ATS will develop and maintain a data collection program for monitoring
changes in the transportation system and land use development
characteristics in the metropolitan area.

+ Effective metropolitan planning requires extensive information about the
}ransportation system, travel behavior, existing land use and proposed
and use.

+ Effective metropolitan planning also requires that all agencies involved
in the provision of transportation facilities services coordinate their
activities and use compatible data.

Examples of steps to implement a data collection program policy are:

a) Develop and support an ongoing transportation data collection
program, that includes transportation system characteristics such as:

Volume counts {(automobile, transit, bicycle, and pedestrian)
Transit ridership

Travel time and vehicle delay
Accident analysis

Vehicle miles of travel

Vehicle occupancy

Vehicie mix

Air quality levels

Socioeconomic data

Origin and destination

Peak travel period characteristics
Bicycle Transit Linked Trips

L} L] 1 L} L L 1 1} L] L 1 L}

b) Conduct a metropolitan area travel survey and comprehensive traffic
counts in 1997.

¢) Regularly monifor and report metropolitan land use development and
population and employment changes.

d) Provide annual reports on characteristics of the transpontation system
and tand use changes.

ATS will work with TxDOT to implement the management and monitoring

systems to meet the content and schedule requirements of ISTEA and the

U.S. Depantment of Transportation. The systems are for pavement,

bridge, highway safety, traffic congestion, public transportation facilities .
and equipment, intermodal facilities and systems, and traffic monitoring for

highways.
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Policy A-8:  ATS will maintain project implementation programs that reflect schedules
and agency responsibifity for major transportation projects in the ATS area.

» There is a need to outline and publicize the implementation steps and
status of major projects so that responsibilities, timelines, and status is
clear to all interested parties.

* These implementation programs will provide a bridge between the
Long Range Plan (AMA T% and the Transportation Improvement
Program.

4.1.2 Access to Intermodal Transportation Networks

4.1.21  |ntermodalism

The term “intermodal” is relatively new to most peopie and can be confusing even to
transportation professionals. Intermodalism originated within the freight shipping industry as
the practice of allowing a freight shipment to change modes of transportation dunng the course
of a single trip from origin to destination. The first intermodal activity began with the practice of
switching semi-truck traifers from their rubber-tired tractors on the highway to a “piggy back"
ride on top of railroad flatcars.

The term "intermodal" has recently taken on a more universal meaning. An intermodal trip is
now described as a trip where there is at least one change in mode of transportation
experienced in the mavement of either goods or people. In this section of the AMATP,
“intermodal" refers only to the movement of people. The movement of freight is addressed in
Section 4.6 (Freight Movement Eiement).

4122 |STEA

In order for planning to be considered comprehensive, the MPO must consider “international
border crossings, and access {0 ports, airports, intermodal transportation facilities, major freight
distribution routes, national parks, recreation areas, monuments and historic sites, and military
installations.” ISTEA provides a specific requirement that MPOs shall develop transportation
plans and programs which " shall provide for the development of facilities..., which will
function as an intermodal transportation system for the State, the metropolitan area and the
Nation." The goal of ISTEA (factor #7) is to improve the efficiency of the transportation
network by focusing on access.

4123  Access

The term “access” has been used in the transportation field to define physical proximity and
ease of approaching a location. However, "access” has other important dimensions that need
consideration. Three other characteristics affect the consumer's perception of access: appeal,
connectivity and price. An altemative has appeal if it is conveniently located, has ample
security and lighting, provides adequate amenities, and offers a high level of service.
Connectivity is defined by how directly an individual can reach his destination. Service must
be reasonably priced.

Access (proximity, appeal, connectivity and price) influences an individual's decision about
which mode of transportation to use. It is difficult to make other transportation modes as
appealing as the automobile, because personal automobile use has exceptional access. An
individual's choice of transportation is based on perceptions of convenience and price. For
example, Southwest Airlines dominates the Texas intercity market because its service is
convenient, accessible and reasonably priced. Likewise, a metropolitan area must
incorporate all of these characteristics of access in order to have an effective intermodal
transportation network. However, the Austin metropolitan area presently has only seventeen
(17) locations (see Figure 4.1-1) which can be considered intermodal, and all but five are
Capital Metro Park and Ride lots. The remaining two locations as shown on Figure 4.1-1 are
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the future Austin Airport at Bergstrom and the Austin Executive Airpark (formerdy Timm's) for
private planes. Neither of these two sites currently has intermodal service. Facilities at the
new aimport are being planned, and the private airstrip has ample room for a park and ride
facility that offers excellent access to IH 35. The Amtrak station has only Six trains per week
in service and is hard to find and inconvenient to most residents of the ATS area.

The 14 park and ride locations are insufficient to provide community-wide access and
connectivity. Automobile-to-bus is the only option offered at the park and ride lots and relies
on the roadway network to function. Many of these park and ride locations are served by a
limited number of bus routes and infrequent service intervals. There are shelters at some
locations but no restrooms or other amenities. The service area surrounding each location is
so large that many people will not switch modes, since they already have to drive their
personal automobile a long distance to reach the intermodal access point. Therefore,
commuters continue using automobiles rather than public transportation for the entire trip.

4.1.3 Intermodal Policies and Programs
B. General

Policy B-1:  ATS will support and make available federal funds for the development of
intermodal passenger facilities in each of the ATS sub-areas.

» Traffic congestion within each neighborhood is not a major concem to
commuters. However, it is important to give people access to a
network that connects origins in one area with destinations in another.
To accomplish this, each area needs at least one high quality access
point. Such a facility will serve to connect the neighborhood areas to
the intermodal network of roads, trails, and railways.

* This development is also necessary to demonstrate the intent to
provide intermodal access, in compliance with the ISTEA requirements.

Policy B-2:  ATS will work to build public support for the completion of an integrated
regional fixed guideway system that supports compact mixed-use
communities around transit stations. The system should include facilities for
light rail transit as outlined in Section 4.2 and the design of the system
should be amenable 1o an increase in regional and intercity commuter rail
operations.

» Fixed guideway provides the metropolitan area with an altemative to
the roadway network. Fixed guideway transit stations should be
highly accessible and effectively linked to other modes of transportation
throughout the region.

* Fixed guideway stations should be designed with ample parking for
motor vehicles and bicycles in suburban areas, because a majority of
citizens in these areas will access the station by automobile or bicycle.

Policy B-3:  ATS will encourage member jurisdictions to create Park/Bike-and-Ride
facilities to provide better access for transit and carpools. Park and Ride
facilities should also be created wherever HOV lanes are considered.

* Study Park and Ride demand, especially in sub-areas 4, 6,and 7. A
thorough investigation should indicate significant "latent demand".
Commercial property owners have recently observed that the parking
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Policy B-4:

lots designated for their customers are being used by commuters as
unofficial Park and Ride locations.

Evaluate passenger rail routing and terminal altematives.

* The location of the current Amtrak station offers few opportunities for
intermodal access. It is hard to find and is not convenient to most of the
City. Relocation of the station is a viable option. if the rail freight line is
rerouted (see Freight Element), numerous opportunities for
improvement will be available, including possibly locating these
facilities at the new airport.

C. Access to Airports

Policy C-1:  ATS encourages the use of altemnatives !o single-occupant vehicles by
airport commuters from both the local and regional areas. The design of the
new airport should refiect the goal of good intermodal access.

» The trip o the new airport will be about twice as long as the current trip
for many airline passengers. They should be given incentives to use
some form of mass transit (e.?., bus, private shuttles, light rail,
commuter/regional/intercity rail). These facilities need to be closely
integrated with those of the airport.

¢ The relocation of the airport to a more remote location provides Austin
with an excellent opportunity to establish a true intermodal facility and
to get airport commuters out of the habit of relying solely on
automobiles, thereby decreasing congestion on major arterials.

« Institute altematives early to capture riders before they develop the
habit of using single occupant vehicles to travel to the new airport.
Make sure the altemative vehicles are equipped with baggage
handling capabilities.

« Inform the public of the altemative ways to get to the airport. Get this
information to the public using the mass media, travel agencies, and the
transportation providers.

Policy C-2:  Remove the permit "freeze” on private airport shuttles, currently enforced
by the City of Austin.

« The City's current palicy interferes with the goal of intermodalism. Itis a
legal barrier that prevents participation by the private sector in
providing cost-eftective alternatives to single occupant vehicles.

Policy C-3:  ATS encourages the coordination of shuttle and transit routes and
schedules with flight schedules wherever possible, in an effort to make
altemative modes of transportation more appealing.

« Conduct an origin/destination survey for local airport passengers.
Identify which areas generate the most airport passenger traffic to
assist with most efficient shuttie and transit service design.
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Policy C-4:

ATS recognizes the need to provide proper and sufficient signs to guide
passenger vehicles and truck freight traffic into and out of the airport.

« Member jurisdictions should adopt policies that clearly define the routes
to and from the airport which best accommodate each type of traffic.
Plans should be made to integrate easy access from SH 71 and US
183 and SH 130, all of which will intersect near the airport.

D. Access to Freight Distribution Routes - (See Section 4.6 - Freight Element)

4.1.4 List of Background Studies and Documents
4.1.4.1 Design Criteria for Intermodal Access

4.1.4.2 Repod on Airport Access

4.1.43 Survey of Local Transportation Providers
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4.2 PUBLIC TRANSPORTATION ELEMENT

4.2.1 Introduction

The Austin Transportation Study places major emphasis on public transportation for meeting
future mobility needs in the Austin metropolitan area. The Capital Metropolitan Transportation
Authority supports the strengthening of public transportation, and has adopted the following
mission statement:

"We envision a multimodal transportation system which provides ease of mobility
throughout the Austin metropolitan area and which contributes to clean air and water, a
sense of community, preservation and enhancement of our neighborhoods and inner-city,
and healthy economic development. Our mission is to seek our vision through:

+ Effective public transportation systems.

» Effective traffic management programs, particularly those aimed at reducing single-
occupancy vehicle travel and peak-hour congestion.

« Planning and development to encourage walking and biking.
* Leadership in urban pianning.”

Capital Metro has identified five goals for the 1994 Austin Metropolitan Area Transportation
Plan (AMATP) Public Transportation Element:

+ Support the ATS vision.

» Support land use planning.

+ Reduce single-occupant vehicle travel.

+ Develop an affordable public transportation plan.

» Create a public transportation system which is accessible to all segments of the
community.

421.1  ISTEA Requirements

Federal regulations include several transit-related planning factors that are to be considered in
the development of a regional transportation plan.

Land Use

The form and quality of urban growth can best be managed when transportation and land use
policies are mutually supportive. Numerous studies have documented the inter-relationship of
transportation infrastructure investments and development activity. Transportation
improvements can facilitate popuiation and employment growth, but in and of themselves are
not sufficient to produce desired land use patterns. Such patterns are achieved through
concerted land use and transportation policy and planning.

The regional transportation plan should recognize the likely effect of land use policies and
development on transit investment decisions. As ATS member cities are able to focus urban
growth within their respective corporate limits, transit investments begin to yield higher retums
in terms of ridership and cost-effectiveness. Lower yields on transit investments may be
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expected if the preponderance of regional growth is allowed to continue in unincorporated .

areas at the city edge. Therefore, commitments to construct major transit investments should
be coordinated with the development of land use policies that focus growth within well-
defined urban boundaries, while enhancing the existing neighborhoods' quality of life.

ion, Enhancemen Incr nsi j

Federal planning guidelines stress the importance of expanding, enhancing and increasing the
use of transit service. The policies, programs, facilities and services outlined in the following
pages focus on a variety of measures to create substantial transit capacity, improve mobility
and promote transit use.

ital Inv woul in lncn ity i i

Public transportation operates in a public environment. To be an attractive transportation
choice for a significant cross section of the community, transportation facilities and systems
should foster an environment in which patrons are safe and secure. Whiie passenger
security is an important consideration, it is one of many factors that determine the relative
attractiveness of transit service. The public transportation pian should promote the concept
of transit stops and stations as mixed-use activity centers that provide an attractive, secure
and safe atmosphere for patrons and non-patrons alike.

42.1.2 len n it

Many challenges and opportunities confront public transportation within the Austin
metropolitan area. Capital Metro's service area of 505 square miles and population of over
650,000 covers only a portion of the ATS study area (see Figure 4.2-1). About half of the
Service Area is outside of the higher density urbanized area and is sparsely developed. The
1994 AMATP Public Transportation Element is intended to provide broad transit planning
guidance for the entire ATS study area over the next 25 years, addressing the following
challenges and opportunities.

reali iv. ML

ighborh Vitality an n{rol. Austin is rich in its diversity of cultures and sub-cultures,
each with the desire and ability to create distinct life styles. Transportation plays a major role
in the quality and health of neighborhood life, and local communities must be given greater
control in the provision and appearance of transportation services that traverse their
neighborhoods. This must be balanced with the overall mobility needs of the metropolitan
community as a whole.

Environmental Quality. The need for improved mobility is inseparable from the need for
overall quality of life. Transportation solutions must present not only an improvement in
mobility; they must also protect and enhance the metropolitan area's quality of life.

i n nd Tr i

Transgport Efficient Land Use Paftemns. Regional economic competitiveness is strengthened

by a transport-efficient land use pattem which combines a compact, well-mixed downtown

with several outlying, high-density areas - ali linked by an extensive public transit system.

The system should be designed with sufficient capacity to accommodate existing and facilitate

proposed major activity centers. Transit facilities should be integrated into activity centers

and along higher-density corridors. This pattem of transportation investment builds upon .
existing urban infrastructures, supports more efficient land development pattems and

consequently strengthens the tax base of ATS member cities.
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The existing pattem and trend toward widely separated and segregated land uses has .
encouraged a dramatic escalation in trip making within the metropolitan area. The challenge

over the next several decades will be to foster more mixed-use development which invites a

higher proportion of walking, bicycling and transit trips, and diminishes the need for single-

occupancy vehicle trips. Transit stops and stations, integrated with pedestrian and bicycle

routes, can function as centers around which mixed-use residential, retait and commercial

activity can be developed.

DPowntown Revitalization. The core area of Austin, which contains the central business
district, the state capital complex and the University of Texas (UT) Main Campus, constitutes
the primary economic engine for the Austin metropolitan area. improved access and circulation
to and around the ¢entral core will be one of transit's major responsibilities in the coming
decades.

Other Activity Centers. In addition to the central core, other major activity centers are
emerging throughout the ATS region. Providing cost-effective transit access and circufation to
and around these centers, many of which are beginning to develop in suburban areas, will
become an increasingly important function for transit in the future.

iversifying Travel Vi

Mode Share. Transit trips have traditionally accounted for only a small fraction of total daily
travel. However, the ATS commuter survey indicated that 65 percent of respondents would
be willing to use transit. Through initiatives aimed at customer comfon, safety, competitive
travel times, and better route and schedule information, the overall mode share for transit could
be increased. Adoption of transit-oriented design guidelines and more transport-efficient land
development pattemns would also encourage a modal shift away from single-occupant
vehicles (SOVs).

Intelligent Transportation Systems. Transit service will greatly benefit from new technologies

aimed at improved signal timing, automatic vehicle location, real-time schedule monitoring and
customer information systems, and more convenient access to transportation services and
facilities.

Corridor Capacily and Congestion Levels, Many arterial roadways and highways in the

metropolitan area have become congested as a result of the preponderance of SOV travel.
Transit can be effective at moving large numbers of people within existing street rights-of-
way, with a resulting increase in people-carrying capacity as opposed to vehicular capacity.
Sound traffic engineering principies exist for the integration of higher-capacity transit service
with other traffic operations, and must be applied to ensure that congestion leveis, particularly
at intersections, are improved for all travelers.

Interstate Highway 35 is & unique transportation challenge because of its multiple functions
and excessive congestion. High capacity transit service designed to refieve some of the
commuter traffic from iH-35 woutld create additional capacity for the movement of goods, which
is expected to become an increasingly significant function with the advent of the North
American Free Trade Agreement (NAFTA).

Cost-Effectiveness. Major transit improvements must compete at least partially on the basis
of cost-effectiveness, as do all other major transportation projects. The Major Investment
Study (MIS) process requires consideration of many other factors besides cost-
effectiveness.) Traditional measures such as cost per ride and farebox recovery that gauge
the effectiveness of capital and operating investments should continue to be important
evaluation tools. Because of its greater carrying-capacity, transit improvements can also
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result in a variety of cost savings through avoided roadway construction, avoided parking
construction, and avoided vehicie accidents. These measures of effectiveness should also
be incorporated into the MIS process.

To the degree that transit investments can support the development of more efficient land-use
pattems, transit improvements can also be evaluated in terms of reduced infrastructure
requirements and an enhanced tax base for member jurisdictions.

Parking Management. Employee parking in the downtown, state capital and UT areas is
currently provided at no or low cost to the employee. A significant opportunity exists to
improve transit ridership by encouraging public agency and private sector employers to
develop parking management and SOV trip reduction plans. Higher levels of transit usage
reduce the amount of parking spaces required, thereby permitting other, non-automobile
related land uses to flourish.

Allocating Resources

The “3-C" Process. Comprehensive, Cooperative and Continuing..., these have long been
the guiding principles of transportation planning. The provision of transportation services is
currently spread among all levels of govemment, with almost every agency faced with critical
transportation funding needs. In the coming years, more creative sharing of transportation

funding resources and responsibilities could contribute to more effective and efficient provision
of transportation services.

Balanced Funding Program. Federal transportation legislation has given local jurisdictions like
the ATS increased authority over which transportation projects are approved and how they
are funded. ATS has an opportunity over the coming decades to achieve the desired balance
between roadway, transit, pedestrian and bicycle infrastructure investments. Previously
adopted long range transportation plans, like the 1986 ATS plan, are being re-evaluated in
part because of funding constraints and the need to achieve a balanced pattern of
transportation investments.

vidi ial

There are many people throughout the metropofitan area who, for a variety of reasons, rely
on transit. Commuters, persons with disabilities, elderly citizens, lower income citizens, choice
riders, people who live in rural areas - all of these groups have a traditional stake in the
quality and availability of transit service. Serving the mobility needs of these constituents
over the next 25 years will be an essential responsibility for public transit.

4.2.2 Public Transportation Policies and Programs
A. Support the ATS Vision.

Policy A-1:  ATS supports the development of transit services that preserve the
cultural and physical diversity of Austin area neighborhoods.

* Transit stations should form small centers of public fife, creating
gateways into neighborhoods. They should biend into the pedestrian
and bicycle network, and reflect the cultural identity of the
neighborhood.

+ Bus stops should be easy to recognize and pleasant, with enough
activity around them to make peopie feel comfortable and safe.
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Policy A-2:

Policy B-1:

Policy B-2:

Policy B-3:

« Smaller transit vehicles shouid be used for neighborhood oriented .

serfvice.

« Even within high-capacity transit corridors, there will be locations where
higher-intensity or mixed-use land development pattems are not
appropriate.

ATS supports the implementation of transit plans that enhance
environmental quality.

* ATS encourages transit operators to utilize clean fuel options.

«  Overall, the transit "presence” should be aesthetically positive.

B. ATS supports land use planning.

ATS encourages the adoption of iand development guidelines by member
jurisdictions that focus growth within the comporate limits of ATS member
cities. ATS specifically requests that, by 1995, the City of Austin, in
conjunction with Capital Metropolitan Transit Authority, evaluate what
changes would be needed in the City of Austin Master Plan in order to
provide a plan that reflected a "compact city" approach to future growth.

* As an example, the City of Austin recently established a citizens
coordinating group to update pianning principles and policies for the
land use decision-making process.

ATS supports the development of procedures that will promote
collaboration between Capital Metro and other public, private and
community-based organizations in the land development review
processes of member jurisdictions.

« Coordination can be enhanced through site design and roadway
design criteria developed by member jurisdictions in coordination with
Capital Metro. Site Design criteria should include: easy
pedestrian/bicycie access to transit routes; for commercial projects,
buildi?ﬁ orientation that invites pedestrian activity and parking priority
for van/car pools; and corresponding reductions in off-road parking
requirements. The roadway design criteria should include: bus tumouts
on major arterials and shopping facilities; bus stop pads that save the
regular roadway; street geometrics for buses, especially at
intersections/tums; and comprehensive integration of bicycle routes into
street/roadway system. Where traditional subdivision development
continues to occur, provisions should be made for transit linkages.

» Member jurisdictions are encouraged to dedicate appropriate staff for
the purposes of (i) ensuring compliance with transit access criteria in
the subdivision and plan review process and (ii) coordinating with
Capital Metro.

ATS supports public/private sector coordination to identify infill and
redevelopment opportunities, including joint development projects, that
support transport-efficient land use pattems.
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. Policy B-4:  ATS supports the designation of transit based land use corridors.

¢ A transit service classification system should be adopted and utilized
by ATS member jurisdictions to help guide land use decisions. An
example of such a classification system is shown in Table 4.2-1.

* High-capacity fixed-Quideway transit service can support higher levels
of land use and should become primary corridors for residential and
employment growth. An illustration of the "principal transit corridors" is
shown in Figure 4.2-2.

» As transit based land use corridors develop, the type and intensity of
transit improvements should reflect the level of demand within the
corridor. Higher levels of transit service can, in tum, afford opportunities
for additional corridor development.

C. ATS supports the reduction of single occupant vehicle (SOV) travel.

Policy C-1:  ATS supports preferential treatment for transit and other high occupancy
vehicles (HOV) such as vanpools and carpools.

+ Express transit routes should be routed onto HOV lanes if and when
such lanes are constructed along 1H-35, U.S. 183, Loop 1, or other
roadways.

+ High-capacity, hijgh—demand transit corridors should have exclusive
. rights-of-way and preferential signal treatment to ensure safe and
convenient operations.

» Carpool and vanpool vehicles should be given preferential parking
spaces.

Policy C-2:  ATS supports the development of a parking management plan for the
downtown, State Capital Complex, and University of Texas Main
Campus areas.

» Parking policies should encourage transit and HOV trips, discourage
the all-day warehousing of SOVs, and encourage the availability of
short term (shopping, service) parking.

Policy C-3:  ATS supports public agency and private sector initiatives such as
subsidized transit pass programs, transportation management associations

(TMAs), employer sponsored jitneys, and parking cash-out programs.

Policy C-4:  ATS encourages member jurisdictions to support more mixed-use
development which invites a higher proportion of walking, bicycling and
transit trips, and diminishes the need for single-occupancy vehicle trips.

Policy C-5:  ATS supports the creation of intermodal transfer centers which facilitate the
development of a seamiess transportation network.

* The new Austin aiport should be developed as a national model of

. intermodalism.
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D. ATS supports the development of an affordable public transportation plan. .

Policy D-1:  ATS supports using a variety of local, state and federat transportation
funding sources to support transit operations, maintenance and
infrastructure investments,

* Operating and maintenance requirements must be fully met as new
capital improvements and costs are introguced.

E. ATS supports creating a public transportation system which is accessible to all
segments of the community.

Policy E-1:  ATS supports the provision of special transit services for persons with
disabilities and elderly persons who rely on public transportation and are
not able to use mainline transit services.

Policy E-2:  ATS encourages the use of low-floor transit vehicles, the development of
infrastructure to enhance accessibility and the development of accessible
communication systems to enhance accessibility for all riders.

Policy E-3:  ATS supports the continuation of transit fare policies that keep public
transportation services affordable and convenient to riders.

Policy E-4:  ATS supports the continuation of public transportation services for rural
citizens.

4.2.3 Facilities and Service

The major elements of the long term transit network are illustrated in Figure 4.2-3. The Public
Transportation Element contains specific transit facility and service recommendations. Table
4.2-2 shows current transit service levels by service type, along with the recommended 2010
and 2020 improvements. Figure 4.2-4 presents current and forecasted daily transit boardings,
and Figure 4.2-5 shows forecasted daily boardings for each segment of the fong term fixed-
guideway network.

The following text describes the different types of recommended facilities and services. Table
4 2-3 describes the different types of transit service.

Fixed Guideway - refers to busways or light rail transit service that can accommodate up to
4,000 passengers/hour in the peak hour direction with 7.5-minute headways along a corridor.
Aithough local service may exist, the primary function of the corridor is that of line haul. It
operates as a limited-express to express type service. Given the nature of continually
evolving guideway technology, the specific type of service is generic to aliow flexibility. As a
corridor develops, higher capacity transit service can be gradually introduced.
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Bus-Only Lane - refers to a traffic fane on a street that is reserved for transit vehicles and .

designated by special signage and striping.

Park-and-Ride Lot - refers to any designated parking lot that is serviced with express or
limited-express transit service.

Express Servige - refers to non-stop service between two distant points, usually from a
suburb or fringe area, coupled with park-and-ride lots, to the central core. Express service
may also operate between suburban activity centers. Operating speeds should be, at a
minimum, 2 to 3 times that of local service.

Maijor Transfer Center - refers {o a multimoda! transportation node that connects two or more
transit routes with pedestrian, bicycle or automobile modes of travel. The transfer distance
between different modes of transport shouid be no more than 300 feet wherever passible,
with an absolute maximum of 600 feet.

Local Service - refers to transit service, usually by bus, that accommodates boardings and
alightings roughly every 300 to 1,000 feet, depending on density levels. The average
operating speed is usually between 10 and 25 miles per hour.

Circulator Service - refers to local stop, high frequency transit service for high density,
pedestrian oriented districts. The service may include a shuttle or park-and-ride function from
some periphery parking area to the high density activity area.

Teleride - refers to demand response service, usually provided with cabs, in an area where
density levels do not warrant fixed route service. The three existing teleride zones are .
planned to be replaced with fixed route service during the coming years. New teleride zones

may be established in other sparsely developed areas.

Special Transit Service (STS) - refers to demand response service, specifically for eldery
citizens and persons with disabilities.

Travel Demand Management (TDM) - refers to an approach for alleviating traffic congestion

by reducing travel demand, in contrast to increasing the supply. This program includes
parking management, free fares on ozone advisory days, bikes on-board transit vehicles,
vanpoo!s, ridematching services, V-Trip (voluntary vehicle trip reduction initiative program),
guaranteed ride home, and employer education.

Transponation Systems Management (TSM) - refers to relatively low cost improvements to

the street network at key points, usually at intersections, that improve transit operations. Bus
pullouts, intersection improvements and queue jumper lanes are incorporated where
appropriate.

intelligent Transportation Systems - includes the use of automatic vehicle location systems,
advanced signal timing, and other new and emerging advanced public transportation system

technology.

4.2.4 List of Background Studies and Documents

4.2.41 Capital Metro: Five Year Service Plan, 1994.
4242 niversity of Tex h . Fiv r Servi | 1994,
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4.3 CONGESTION/DEMAND MANAGEMENT ELEMENT

4.3.1 Introduction

The purpose of the Austin Metropolitan Area Transportation Plan (AMATP), Congestion/
Demand Management (CDM) Element is to increase vehicular occupancy, reduce vehicle
trips, and improve mobility and safety by reducing peak hour vehicle travel demand and
implementing operational improvements to the transportation network. This will in tum reduce
air poliution and fuel consumption and result in a safer, more efficient transportation system.

The CDM Element includes:

* Preparation and implementation of a Congestion Management System (CMS)
* Travel demand reduction measures

» Roadway operational improvements

ATS, the Texas Department of Transportation (TxDOT), the City of Austin, and other
member jurisdictions and interested parties will discuss, develop, and implement a Congestion
Management System (CMS) for the Austin metropolitan area. The CMS will be used to enact
and monitor potential strategies for reducing travel demand and improving operational
efficiency in order to reduce congestion.

Travel demand reduction measures can lead to changes in travel behavior. The recommended
travel demand reduction policies in the next section are listed in order from easily implemented,
voluntary activities to more restrictive government-regulated programs. Highly restrictive
policies, such as auto restricted zones, are not recommended at this time. Research has
shown that travel demand reduction initiatives such as parking management, ridesharing (with
guaranteed ride home for emergencies), aiternative work hours, bicycling, transit and
telecommuting can substantially reduce vehicle trips.

Operational improvements can help increase the efficiency of the roadway and transit system
through measures such as traffic signal ?nchronization, intersection improvements, one-way
flow, and High-Occupancy Vehicle (HOV) lanes.

The federal requirements of the Intermodal Surface Transportation Efficiency Act (ISTEA) of
1991 and rapidly increasing demand on the transportation system in the Austin metropolitan
area provided the basis for the CDM structure. These two issues are discussed below.

4.3.1.1 A ir n

The Austin metropolitan area is considered a Transportation Management Area (TMA) by the
federal % vemment. This is an area having a population of at least 200,000 people. According
to ISTEA, the Metropolitan Planning Organization in a TMA must include a Congestion
Management System (CMS) as part of their planning process. The CMS is defined as a
sgstematic process that provides information on transportation system performance, and
identifies and implements strategies to alleviate congestion and enhance the mobility of
persons and goods. A CMS also includes methods to monitor and evaluate the effectiveness
of implemented actions. The CMS will result in the identification and implementation of on-
going strategies that improve the efficiency of existing and future transportation facilities.

The following is the federal government's compliance schedule for implementing the CMS in
an attainment TMA (one that has air quality conditions within federal limits):

Adopted AMATP 4.3-1 December 12, 1994




By October 1, 1994;

» The State shall develop a work plan that does the foliowing:
1) Identifies major activities and responsibilities.
2) Includes a scheduie demonstrating full operation and use of the CMS by 10-1-96.
3) Describes the most critically congested areas requiring analysis.
» Data collection activities shall be initiated.
By October 1, 1995;
+ (CMS design compieted or underway in accordance with the State's work plan.
» Full-scale data collection shall be underway.
By October 1, 1996:
* The CMS shall be fully operational and shall identify projects and programs for
ggr&s,ig%rrgt‘ifg?n Entthg rggvrae;?gment of the metropolitan and statewide Transportation Plans
ISTEA also requires that transportation plans be financially constrained. This limits the
availability of resources for providing sufficient peak-hour Single Occupant Vehicle (SOV)

roadway capacity. These ISTEA requirements direct that peak hour congestion must be
addressed through more vigorous congestion management strategies.

43.1.2 Increasing Demands on the Transportation System

In most urban areas of Texas, increased auto use and ownership have significantly outpaced
highway infrastructure investments resulting in more urban traffic congestion, excessive air
pollution and fuel consumption, higher accident rates, and increased levels of frustration and
delay. in Texas, from 1960 to 1990, daily person trips per person and daily vehicle trips per
person have increased approximately 13 percent and 25 percent, respectively. In the large
urban areas (greater than 200,000 persons) approximately half of these trips started during
the peak hours between 7:00 AM and 10:00 AM or between 3:00 PM and 6:00 PM.
Furthermore, from 1960 to 1990, driver-only person trips in large urban areas increased from
63 percent to 71 percent.

The Austin metropolitan area is included among the large urban areas of the state and has
experienced similar 30-year trends:

» Average vehicle occupancy declined by 29 percent (i.e., more motorists are driving alone)
» The average number of vehicles per capita doubled

* Average irip length more than doubled

« The amount of arterial vehicle miles traveled quadrupled

s The population tripled

Furthermore, a doubling of the poputation to 1.3 million persons is estimated by the year 2020.
Most of the arterial corridors and intersections within the Austin area are already experiencing

Adopted AMATP 4.3-2 December 12, 1994

R




unacceptable levels of congestion. The increase in travel demand will further aggravate our
currently congested roadway network and will reduce traffic safety, mobility, and air quality.

43.2 Congestion/'Demand Management Policies and Programs

A. ATS, TxDOT, the City of Austin, and other member jurisdictions will
cooperatively develop and implement a Congestion Management System (CMS)
for the ATS area.

Policy A-1:

Policy A-2:

Policy A-3:

ATS supports the development and use of a re%ional congestion
management system (CMS), as required by ISTEA, to enhance the
effectiveness of travel demand reduction measures and operational
improvements for the Austin metropolitan area’s transportation system.

ATS encourages its member jurisdictions to participate in the regional CMS
to monitor and quantify traffic congestion, to evaluate roadway system
performance, and to develop congestion management strategies within
their own jurisdictional boundaries.

ATS will make federal funds available to transportation providers to help
them develop and implement congestion management initiatives that
respond to strategies identified by the CMS, including travel demand
reduction and roadway operational improvements.

B. ATS supports the implementation of Travel Demand Reduction Measures.

Policy B-1:

Policy B-2:

Policy B-3:

Policy B-4:

Policy B-5:

ATS supports the completion of the ATS Voluntary Vehicle Trip Reduction
(V-Trip) Pilot Project; and will help fund the establishment of a full-scale
ATS V-Trip program based on the Pilot.

ATS encourages member jurisdictions and public agencies to implement trip
reduction programs for their employees through the ATS V-Trip program.

ATS encourages major private sector employers to follow the lead of ATS
member jurisdictions to implement trip reduction programs for their
employees through the ATS V-Trip program.

* There are approximately 145,000 people who work for major
employers (an organization or employment center with at least 250
employees) in the City of Austin alone.

ATS supports the development and implementation of a region-wide
commuter education program with two major objectives:

+ To encourage motorists to use altemative modes of transportation other
than the singfe occupant vehicle. Alternative modes of transportation
mal‘i’ci include campooling/vanpocling, public transit, bicycling and
walking.

* To emphasize the requirements of the Clean Air Act and the purpose of
the ATS Ozone Advisory Day Program.

ATS encourages all member jurisdictions to adopt growth management and
trip reduction ordinances requiring proposed subdivisions and office
buildings to implement congestion management techniques. ATS also
encourages multi-use activity centers, parking management, and access
management to minimize traffic volumes to and from a site.

Adopted AMATP
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Policy B-6:

Policy B-7:

Measures.
Poficy C-1:

Policy C-2:

Policy C-3:

ATS supports parking fees for single-occupant vehicles, and incentives
that encourage the use of public transportation, carpooling, bicycling and
walking. ATS supports investigating the feasibility of establishing a central
business district parking management authority.

ATS and its affected member jurisdictions, in cooperation with TxDOT and

the Texas Tumpike Authority, will Investigate the feasibility of

iﬁ%ementing a Road Pricing Piiot Project on a selected roadway within the
area.

« Expected benefits from road pricing inciude reduced congestion and
increased revenues. Road pricing provides a mechanism for controlling
the level of cangestion on the facility and the funds collected can be
used for construction and maintenance.

C. ATS supports the implementation of Roadway Operational Improvement

ATS encourages all member jurisdictions to participate in the Austin
metropolitan area's Traffic Management Team (TMT) to address
transportation construction, operational, and safety problems.

* The TMT has been working since 1984 to coordinate the efforts of
TxDOT, the City of Austin, and the Capital Metropolitan
Transportation Authority (CMTA).

ATS supports the establishment of an integrated metropolitan incident
management program that provides unified guidance for police, fire, rescue,
and transportation agencies for assisting motorists in disabled vehicles,
cleaning up spills, accident rescue, and wreckage removal.

« The objective is to improve safety conditions, expedite rescue efforts,
and reduce traffic congestion associated with random incidents (e.g.,
breakdowns and accidents) occurring on the region's roadway system.

* According to a study perforred by the Texas Transportation Institute,
just over half of all vehicle occupant delay costs experienced on
congested freeways and principal artenals are due to random incidents.

ATS encourages member jurisdictions to implement roadway operational
improvement projects, such as traffic signal synchronization and
Transponation Systems Management (TSM) projects, to reduce traffic
congestion and improve traffic flow.

» Traffic signal synchronization is one of the highest priorities as
evidenced by the ATS Public Opinion Survey.

* A 1994 study by the General Accounting Office reported that air
pollution is reduced when cities install new traffic control systems and
upgrade the timing of existing signals. Nationwide experiences have
shown that impraved signal timing can reduce air poliutants by 14 - 20
percent.

« Data collected by the City of Austin indicate that approximately 80
infersections experience excessive delay in the moming peak period
57:00 to 8:30 AM} and 100 intersections in the afternoon peak period

4:30 to 6:00 PM).
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Policy C-4:

Policy C-5:

* TSM projects have two primary benefits: 1) They avoid the costs of
major roadwaly capacity improvements (e.g., roadway widenings) and

the impacts of such improvements on neighborhoods; and 2) They
help reduce fuel consumption, traffic congestion, and air pollution due to
vehicle emissions.

» TSM projects are less disruptive roadway capacity improvement
measures such as reversible flow lanes, one-way streets, intersection
improvements, ramp metering, and bottleneck removal.

+ The City of Austin recently implemented seven TSM projects (at a total
cost of $700,000) to add left tum lanes and right tum bays, and to
upgrade signal mast arms at selected locations. The estimated savings
in commuter travel time and reduced fuel consumption attributed to
these projects is $1.8 million per year.

ATS supports High Occupancy Vehicle (HOV) lanes to increase the
person-carrying capacity of major arterials and freeways. ATS and its
member jurisdictions will study the feasibility and implementation of HOV
lanes at selected locations in the Austin metropolitan area.

* The Houston-Galveston area HOV network has greatly expanded
since its inception in the mid 1980s. By late 1993, 58 miles of the
proposed 96 mile network were in operation.

* The HOV system in the Houston area served over 78,000 daily
person trips in December 1993, with just less than 10,000 vehicles
parked in the associated park-and-ride lots.

« On an average day in the Houston area, a 20-mile round trip made by
an HOV takes approximately 15 minutes less time than the same trip
made driving alone.

ATS supports the current efforts of the City of Austin and TxDOT to
implement Intelligent Transportation System (ITS) technology to enhance
or improve the efficiency of new or existing major arterial and freeway
facilities and transit operations.
» Estimates of the benefits of IVHS technology were cited in an article
titled "Technology and the New Transportation" (Washington Times,
23 May 1994). Assuming current traffic levels, the article states that
IVHS has the potential:
1. To reduce traffic fatalities eight percent by the year 2011.
2. To cut travel times in half in certain congested areas.
3. To reduce fuel consumption by 10 percent.
4

. To reduce auto pollution emissions by as much as 15 percent.
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Policy C-6:  ATS encourages all member jurisdictions to require that utilities (water,
wastewater, telephone, efc.) be placed outside the pavement area of
major and minor arterial roadways.

» The objective is to decrease occurrences where work for utifity
construction and maintenance temporarily reduces roadway capacity,
particutary for roadways which carry significant traffic.

433 List of Background Studies and Documents
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4.4 BICYCLE / PEDESTRIAN / TRAIL ELEMENT

44.1 Introduction

Bicycling and walking, the two primary nonmotorized transportation choices, contribute a small
fraction of their potential. Bicycling and walking must be partners with other modes of travel if
they are to achieve widespread use. They must be elevated to the same level of planning,
design, and proportional funding that goes into the other modes. The Bicycle/Pedestrian/Trail
Eiement discusses the federal requirements, the problems and opportunities associated with
bicycle and pedestrian travel, and recommended policies and programs tc improve bicycle
and pedestnan facilities. The recommended policies and programs are divided into two
sections: 1) overall policies and programs for both ATS and member jurisdictions, and 2)
recommended policies and programs for member jurisdictions.

4411 )STEA Requirements

The passage of the Intermodal Surface Transportation Efficiency Act (ISTEA) of 1991 requires
Metropolitan Pianning Organizations (MPOs) to develop "transportation facilities (including
pedestrian walkways and bicycle transportation facilities) which will function as an intermodal
transportation system for the metropolitan area." Bicycle and pedestrian transportation
planning must be conducted in a comprehensive and functional manner and also be integrated
into all transportation efforts, particularly highway and road development.

Survey research by the U.S. Department of Transportation indicates that bicycle and
pedestrian commuting could be increased if adequate facilities were available. This would
translate into fewer motor vehicle trips and a significant drop in traffic congestion and pollution
emissions. {n addition to their applicability in the home-to-work commute market, bicycle and
pedestrian travel can serve as an all-around short distance transportation altemative to motor
vehicle trips to schools, shopping, recreational facilities and neighborhood destinations.

While the primary focus of this element is the use of bicycle and pedestrian facilities as an
alternative transporiation mode, many existir;? and progosed bicycle and pedestrian facilities
are also used to meet the region's recreational needs. Similary, many of the metropolitan
area's recreational trails are used for transportation. The bicycle/pedestrian/trail system
should be designed to create an efficient, safe network to enhance linkages for both
transportation and recreation.

4412 roblem niti

Bicycle System

National surveys have shown that people believe inadequate facilities are the key
impediment to expanding bicycie ridership. Major barriers and problems exist which deter the
great majority of people, including active recreational cyclists, from using the bicycle as a
regular means of transportation. There are many people who would enjoy riding to work, but
find it prohibitive because of perceived safety problems, lack of bicycle facilities, large

distances, lack of bicycle parking, and inadequate support facilities such as showers or
changing rooms.

ATS conducted a public opinion survey in the Spring of 1994 regarding people's aftitudes
about the existing and future transportation system. Of those surveyed, two percent said
that they bicycle to work or school, however, 31 percent stated that they would consider
bicycling if the conditions were right for them.

Inducements to bicycle commuting include safe bicycle lanes, financial incentives, showers
and storage at the work site, and a rise in gasoline and parking prices. No single improvement
will be sufficient to attract all potential bicycle commuters to cycle. An integrated approach is
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will depend heavily on local conditions and variables. As discussed in the 1994 Draft Austin
Bicycle Plan, conditions in Austin are very favorable to increased cycling.

best for stimulating mode shifts. Moreover, the relative importance of various improvements .

Consideration for cyclists is inadequate in most instances because facilities o encourage safe
use of bicycles are not routinely designed into new or renovated roadways. Meeting
bicyclists' needs should be a regional objective within transportation related agencies and
departments. This objective is a major part of increasing the acceptance of bicycling as a
iegitimate and valuable transportation mode.

Pedestrian System

Pedestrians are not treated as legitimate users of streets both in engineering design and
transportation funding. Standard traffic engineering policies and practices facilitate motor
vehicle movement in urban areas which often cause conflict, inconvenience and unsafe
conditions for pedestrians. Too many variances to the subdivision ordinance requirements
are given to new developments resulting in inadequate sidewalk facilities being built. These
policies and practices result in an unsafe and ineffective pedestrian transportation system.

All roadways not legally prohibiting pedestrians should be designed to accommodate
sidewalks, where appropriate, in order to achieve a balanced multi-modal transportation
system. New developments need to provide for sidewalks with direct connections to
residential, commercial and recreational areas and to transit stops. Furthermore, revised
design standards for street and sidewalk construction need to be developed and implemented
to facilitate walking.

We are all pedestrians when we walk to work, school or shopping, walk to the bus stop, or
walk from our ¢car in the parking lot to the office building. Pedestrians have the same activity
centers as automobile traffic and use the same routes. Basically, pedestrians have the right
to safe, accessible, and direct sidewalk facilities.

Trail m

The need for more trail related opportunities in Texas was documented in the 71990 Texas
Outdoor Recreation Plan. Jogging, walking for pleasure, and bicycling are three of the top
four most popular outdoor recreation activities in the state. The supply of trails in Texas,
however, is relatively low compared to other states.

Off-road trails offer several transportation benefits to pedestrians and bicycle users. They
provide linkage, an altermnative to automobiles, integration with mass transit systems, and
increased transportation safety. Building trail networks will result in economic, convenience,
safety, environmental, and personal health benefits.

A major transportation benefit is in providing linkage, where trails connect origins with
destinations. Off-road trails and networks of trail systems can connect cities, regional points
of interest, different parts of a community, various transportation routes, and basically, any
two points that are desired to be linked together by means of bicycle or pedestrian travel.

Because trails do not just stop at jurisdictional boundaries, there is the need for cooperation
and coordination between all jurisdictions. The Austin Metropolitan Trails Council is a group of
citizens and area governmental representatives concemed with having more high-quality frails
in the Austin metropolitan area. The group began meeting in the fall of 1993 to look for ways
to increase trail opportunities in the region. To that end, the Trails Council is focusing on the
development of a community-based plan for a trail and greenway system that provides for
both commuting and recreational travel. The plan will emphasize resource protection and
appreciation, transportation, diverse recreational opportunities, open space, community
cohesion and quality of life improvements for iocat citizens and visitors, with hope to link all
trails wherever possible. ATS funds and supports the process of the Trails Council and the
next step is to further refine regionally significant corridors.
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. 442 Policies and Programs for ATS and Member Jurisdictions

A. Bicycle/Pedestrian/Trail Facilities

Policy A-1:  Provide a comprehensive bicycle, pedestrian, and trails program of
facilities, education, law enforcement, and promotion that is coordinated and
integrated by ATS and its member jurisdictions which will remove barriers
to continuous bicycle and pedestrian travel.

* The objective is to increase the current peak period percentage of
bicycling trips to 5% and walking trips to 6% by the year 2000. By
the year 1999, ATS will evaluate progress towards this goal. Upon
compietion of this evaluation, ATS will make further redcommendations
as needed and shall adopt additional numerical goals for the year 2010
so that further evaluations can be made.

Policy A-2:  Employ incentives for bicycles and pedestrians as alternatives to the
automobile in highly congested areas.

Policy A-3:  Design all new and improved roadways not legally prohibiting bicycles or
pedestrians to accommodate bicycle facilities and sidewalks, except where
inappropriate, in order to achieve a balanced multi-modal transportation

system.
» The ATS will coordinate bicycle system improvements with roadway
. 'anrovements to accommodate a safe and efficient car-bicycle traffic
OoW.

» Each member jurisdiction will specify a person to meet with ATS to
coordinate bicycle planning in the region, review local roadway plans
for bicycle accommodation, and apply for funding for bicycle projects.

+ When a roadway is wider than the current or anticipated travel demand,
and is designated as a bicycle route, either in AMATP or the member
jurisdiction’s roadway or bicycle plan, the roadway should be reduced
in size to provide the planned bicycle facilities (i.e. wide outside curb or
bicycle lanes).

’ Policy A-4:  Design all roadways not legally prohibiting bicycles for at least group A
bicyclists, as defined by the Federal Highway Administration (FHWA)
guidelines. Establish a network of enhanced routes in coordination with
each ATS member jurisdiction by identifying appropriate corridors in which
1o incorporate the designated bicycle facilities recommended for group B/C
bicyclists. (See Figure 4.4-1)

Policy A-5.  Adopt a metropolitan bicycle route system as shown in Figures 4.4-2a &b
and maintain the usability of these routes for bicycling by providing
shoulders, wide outer fanes or similar features. (See Figures 4.4-2a&b in
sleeve.)

Policy A-6:  Solicit public involvement from bicyclists and pedestrians to identify
. projects and programs of high priority to the local bicycle and pedestrian
community.
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Figure 4.4-1
Group A/ B/ C Bicyclists

e Group A - Advanced Bicyclists

* experienced riders

* they prefer:
« direct access to destinations
«  maximum speed with minimum delays

» sufficient operating spaceto shareroadways
with motor vehicles

 Group B - Basic Bicyclists

* casual or new adult and teenage
riders

*  they prefer:

+ comfiortable access to
destinations

» well-defined separation from
motor vehicles

» Group C - Children

* pre-teen riders
*  they prefer:

* access to key destinations

« streets with iow motor vehicle speed
limits and volumes.

+ well-defined separation from motor vehicles
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. Figure 4.4-2a
Metropolitan Bicycle Route System

SEE MAP IN THE BACK
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Figure 4.4-2b
Metropolitan Bicyclie Route System (Central)

SEE MAP IN THE BACK
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Policy A-7:

Policy A-8:

Policy A-9;

Policy A-10:

Policy A-11:

Policy A-12:

Policy A-13:

Policy A-14:

Policy A-15:

An explicit breakdown of the bicycle and pedestrian elements will be
provided in the financial plan segment of the AMATP by 1995.

» Give priority to local jurisdiction approved projects.

ATS shall assist local jurisdictions in developing zoning, subdivision and
site ptan standards which balance the needs of pedestrians, bicyclists and
the environment with the requirements of the automobile.

Suppont continued development of an off-road trails plan that recommends
connecting trails to activity centers such as schools, parks, shopping
centers and workplaces through member jurisdictional cooperation with the
Austin Metropolitan Area Transportation Plan (AMATP). ATS will continue
to support and fund the Austin Metropolitan Trails Council (AMTC)
process to further refine regionally significant corridors for trails.

Adopt design standards in transportation criteria manuals as shown in
Attachment A (D.S. 1-10) that promote comprehensive bicycle, pedestrian
and trail systems that facilitates increased use and safety and are
consistent with preservation of sensitive environmental features and
ecosystems.

Member jurisdictions should develop detailed bicycle planning which will
be reconciled with other member jurisdictions' plans and adopted by
amendment of the AMATP upon their completion. Bicycle route segment
descriptions should contain the following elements: segment start and end,
design cyclist, urban or rural design, parking, speed limit, cbserved actual
speeds, AADT, sight distance, presence of heavy duty traffic, pavement
width, number of lanes, outer lane width, ROW width, necessary
modifications, comments and reasons for inclusion.

Priority shall be given to the facilities listed in the bicycle plans and trail
systems submitted by the member jurisdictions. By mid 1995, the City of
Austin Bicycle Plan (final version), the AMTC Regional Trails Map, and the
City of Austin Pedestrian Program, and other plans from member
jurisdictions shall be considered for adoption as part of the AMATP.

For longer trips and trips across major barriers (e.g., bridges, highways),
bicycles must be able to interface with transit for an intermodat trip. In
addition to Capital Metro providing bicycle racks on all mainline buses.

ATS should encourage local jurisdictions to establish a Pedestrian
Coordinator position within the appropriate city department. The
Pedestrian Coordinator would review development proposals to insure
future development is pedestrian-oriented.

ATS encourages its member jurisdictions to encourage and fund retrofit
existing crosswalks to provide maximum visibility and safety for
pedestrians. This could be as simple as restriping a crosswalk or in
appropriate circumstances adding traffic caiming features.
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B. Education Program

Policy B-1:  Provide support to ATS member jurisdictions and local schools and law
enforcement personne! to make bicycle, pedestrian and trail use and safety
educational programs availabie area-wide.

* Bicycie training is one of the most cost-effective methods of reducing
accidents, encouraging greater ridership, and making bicycling safer for
bicyclists, pedestrians, and motorists. Bicyclists frequently do not
obey traffic laws, and thus put themselves and others in danger. A
person who knows how to ride a bicycle does not necessarily know
how to ride In traffic.

« All law enforcement officers in the ATS area should receive instruction
on bicycle and pedestrian traffic as part of regular training. Law
enforcement personnel should fully understand proper use of the
bicycie as a legal vehicle, and realize the need for adequate
enforcement for all riders, including chitdren. Children are often
overiooked during traffic enforcement, despite the increased risk of
death or injury created by their illegal riding behaviors.

« Education in bicycle use should be available for students at both the
public school and university/college levels in the ATS area.

» Defensive driver training classes should have bicycle components,
and should be available to cyclists in lieu of a fine for traffic violations.

Policy B-2:  Develop a multimodal "Share the Road" public awareness campaign which
would include placing “Share the Road" signs in selected locations.

+ The imperative to "Share the Road" should encourage cooperation
between motor vehicle operators and bicyclists on the road. Neither
group has exclusive rights to the road, and increasing congestion in the
ATS area will require greater cooperation to make the most efficient use
of our roadways. Bicycles and motor vehicles have to share the road
for safe and efficient use of the transportation system. Reduced
conflicts will improve everyone's use of the roads.

Policy B-3:  Support amendment fo the Defensive Driving Course curriculum, adding a
component on bicycle and pedestrian safety and sharing the road with
bicyclists.

» This is one of the few ongoing education programs for motorists who
already have driver's licenses; it should be used to educate this group
about the need to share public facilities with other modes of
transportation.
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. 4.4.3 Policies and Programs for Member Jurisdictions

C. Bicycle/Pedestrian/Trail Facilities

Policy C-1;

Policy C-2:

Policy C-3:

Policy C-4:

Policy C-5:

Policy C-6:

Prepare and adopt Bicycle and Pedestrian Plans for facilities, education,
safety, and maintenance which will be coordinated with the ATS Austin
Metropolitan Area Transportation Plan (AMATP). Implement the Plans
through multi-modal design.

Encourage intermodal transportation through provision of bicycleftransit
interfaces on buses and light rail trains and provision of high security
bicycle lockers and covered racks at park and ride and transit stations in
the ATS area.

Establish and regularly update a database of bicycle safety and bicycle
use data.

Develop and maintain a sidewalk data base to identify sidewalk problems
and develop a retrofit program.

ATS shall propose guidelines for the identification and development of
Pedestrian Activity Zones (PAZ) by member jurisdictions. A pedestrian
zone is an area where pedestrians are provided with quality facilities and
protected from interference from impeding vehicular traffic. 1t should be
noted that PAZ's do not have to be automobile-free zones.

The ATS metropolitan area has numerous opportunities for implementation
of this concept. A number of exampies are listed below:

1) Guadalupe St. from Martin Luther King, Jr. Blvd. to 29th St,;
2) The Capitol area;

3) Barton Springs Rd. from Loop 1 to Congress Ave.,

4) Lamar Bivd. from Town Lake to Barton Springs Rd.;

5) Riverside Dr. from Lamar Blvd. to Congress;

6) South Congress from Town Lake to Live Oak St.

This list is not all inclusive as there are areas throughout the region which
could benefit from the pedestrian activity zone designation.

The establish of Pedestrian Activity Zones would not only encourage
pedestrian activity but would also raise public awareness of the benefits
and possibilities of pedestrian-oriented development.

Ensure that all new developments provide sidewalks with direct
connections to residential, commercial and recreational areas, and to transit
stops.
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Policy C-7:  integrate trail plan with existing subdivision development regulations.
Modify the development regulations to include bicycle parking requirements
and trail easement dedication requirerents.

Policy C-8:  Modify development regulations to mandate the provision of showers and
hicycle storage facilities in public buildings with at ieast 50 employees for
new construction and major renovation projects.

D. Safety

Policy D-1:  Establish a more aggressive enforcement program of traffic laws by all
drivers, bicyclists, and pedestrians. Promote cooperation and sharing the
roadway among all users.

+ Traffic laws for bicycles and pedestrians should be regularly enforced
by all law enforcement agencies. Special enforcement in problem
areas should be made in an effort to assure cyclists that they will
receive a citation for breaking traffic laws.

« Law enforcement personnel should encourage motorists to share the
road by issuing citations for harassment of cyclists, such as passing
too cll(c;se, unnecessary hom sounding, verbal abuse, and physical
attacks.

» Local jurisdictions should set goals to reduce the number of bicycle and
ggggstrian deaths and injuries in traffic crashes by 10% by the year

Policy D-2:  Establish a comprehensive record keeping system to monitor bicycle and
pedestrian accidents and injuries with all member jurisdictions, area
hospitals and the Texas Department of Public Safety.

« Accidents involving bicycles and pedestrians (including those occurring
on trails) should be reported with at least the same degree of
information as motor vehicle accidents.

+ The bicycle/pedestrian coordinator (or designated person from member
jurisdiction) will establish a hotline that will include collection of minor
accidents involving bicyclists which may now be “blue formed” or not
reported at all.

* The bicycle/pedestrian coordinator {(or designated person from member
jurisdiction) will be responsibie for the compilation and analysis of
accident information provided by the all area law enforcement agencies.

-E. Maintenance

Policy E-1:  Establish bicycle facility maintenance programs. These should include
regular and immediate problem repair and maintenance such as: pothole
and rough pavement repair, edge and bike lane sweeping, signal problems
and adjustment, striping changes and maintenance, unsafe grate
repiacement and signing changes and upkeep.

Policy E-2:  Establish pedestrian facility maintenance programs with funding to repair,
maintain, and clean sidewalks.
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. Policy E-3:  Establish an inspection and maintenance schedule for trail routes to insure
that they are maintained and repaired in a timely matter.

4.4.4 List of Background Studies/Documents
4441 isti i , Fallit rams i ity of in
4442

4443
4444
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Attachment A

BICYCLE, PEDESTRIAN AND TRAIL
DESIGN STANDARDS

D.S 1 Adopt the American Association of State Highway and Transportation
Officials’ (AASHTO) standards (Guide for the Development of Bicycle
Facilities, 1991), FHWA guidelines (Selecting Roadway Treatmentis o

Accommodate Bicycles, 1994), (including the "Design Cyclist" concept of
groups A, B and C, (attached)), and the Manual on Uniform Traffic Control
Devices {(MUTCD) for bicycle facility planning and design.

«  ATS will work with member jurisdictions to ensure that their transportation
systems meet these standards and guidelines.

» All standards, ordinances, and regulations that affect transportation in
member jurisdictions (such as the Austin Land Development Code and
Transpertation Criteria Manual) should be revised to prevent contradictions
with national bicycle standards and ensure continuous travel by bicycle is
possible throughout the region.

D.S.2: Create a bikeway system to include both on-street and trails/paths
designed and maintained to accommodate all bicyclists in the ATS area.
This bikeway system should be designed to create an efficient, safe
network to enhance linkages for both transportation and recreation.

+ The Bicycle Federation of America estimates that fewer than 5 percent would
qualify as experienced or highly skilled bicyclists. Since the policy goal is to
accommodate existing bicyclists and encourage increased bicycle use, there
will be more novice riders than advanced bicyclists using the highway system.
Therefore, any roadway treatments intended to accommodate bicycle use
must address the needs of both experienced and less experienced riders.

» Regionat Routes

- Selected roadways, generally arterials, or continuous collectors, will
be planned for ali three groups of cyclists: A, B, and C.

- These will have the most exposure and provide the best
encouragement for bicycle transportation, and should be given
prionty in the implementation process to eliminate barriers to
continuous travel.

- Roadways should be selected to provide a basic mobility
framework in all parts of the Austin metropolitan area.

v« Local Routes

- Establish a Group A bikeway system to facilitate continuous and
efficient bicycle transportation.

- Establish a Group B/C bikeway system, with bike lanes or .
separate path connections.
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D.S. 3

D.S. 4:

D.S.5:

D.S.6:

D.S8.7:

D.S.8:

D.S. &

- Tie local routes into the regional bicycle system

- Connect to local routes in adjoining jurisdictions.
-  Eliminate barriers to continuous travel.

Implement the American With Disabilities Act (ADA) standards for
pedestrian facility planning and design.

Increasing pedestrian activity requires a view of the street as an
environment for all modes of transportation. A Comprehensive Pedestrian
Design Plan should be developed by each member jurisdiction consisting
of pedestrian-oriented development reguiations, traffic calming measures,
sensitive design, street/sidewalk design and a new street classification
system which ties every street to its land use class. These elements are
necessary to fully realize the potential for pedestrian travel to replace
single-occupancy vehicle trips. Upon their completion, the design plans
shall be reconciled with other member jurisdictions’ plans and considered for
adoption by amendment of the AMATP.

Design the trail network to give preference to establishing trails in
easements, flood plains and through parks where trails would serve both
transportation and recreation purposes.

Establish trail corridors parallel to arterials and coliectors where suitable
easements and flood plains are not available.

Construct transportation trails according to AASHTO bicycle facility
guidelines, keeping in mind that the trails are for multi-purpose user types.

Coordinate transportation trail improvements to coincide with state and local
roadway and utility improvements.

Design, construct, and maintain all roads to provide for the needs of
bicyclists as defined in the Federal Highway Administration's (FHWA)
"Selecting Roadway Treatments to Accommodate Bicycles" and the
American Association of State Highway and Transportation Officials’
(AASHTO) “Guide for the Development of Bicycle Facilities.”

* Regardless of the source of funding for transportation improvements, all
members of the public are entitled to use public thoroughfares by their
choice of mode. Therefore, it is incumbent on all Austin area transportation
agencies to plan and design facilities accordingly.

* Bicycle facilities need to be considered at the inception of new transportation
projects and become incorporated into the total design of each project.
Retrofitting bicycle facilities in completed roadways is more costly and
generaliy leads to less desirable results. Planning for bicycles must
recommend routes and facilities that are direct, safe, efficient, and
convenient.

* People who choose to bicycle should not be placed in greater danger than
any other legal mode of transportation, as is the case when roadways are not
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designed to accommodate them. Adequate street width should be provided
to accommodate both bicycles and automobiles safely. .

D.S.10: Plan for rest facilities, including rest rooms, drinking fountains, public

telephones, and air for tires when existing infrastructure does not provide
them or makes their use inconvenient for trail users.
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4.5 ROADWAY ELEMENT

45.1 Introduction

As population growth and increased travel demand continues to place a higher burden on
area roadways, it is imperative that many single-occupant vehicle trips be shifted to other
modes such as transit, bicycling, and walking, especially during the peak travel periods. As
the cost of constructing and maintaining roadway facilities increases, it will become more
difficult for govemment agencies to provide sufficient funds to satisfy traveler's demands for
new roadways.

Given these constraints, the roadway element of the Austin Metropolitan Area Transportation
Plan (AMATP) is designed to provide a reasonabie level-of-service for all vehicular travel in
and through the Austin metropolitan area, and provide a safe and efficient driving environment.
In developing this element, many local and regional influences were considered. Existing and
future land use and transportation facilities are critical factors in forecasting future travel
demand. Using a variety of inputs, the future travel demand for the years 2010 and 2020
have been estimated in order to develop a recommended transportation system for those
years.

Additional factors considered while developing the recommended roadway networks include
the impact of freight traffic, impacts to neighborhoods, environmental impacts, fiscal
constraints, and increasing levels of congestion. Right-of-way preservation is a key
component to a strong transportation plan, and the construction of future roadways or
increasing capacity on existing roadways depends on the provision of sufficient right-of-way.
The Roadway Table 4.5-1 should be used as a guide to preserving right-of-way throughout
the Austin metropolitan area.

The ATS Policy Advisory Committee {PAC) has stated its intent to not destroy inner city
neighborhoods by widening roadways. Therefore the draft Roadway Element attempts to
minimize the expansion of arterials within existing urbanized areas, especially residential
areas. The AMATP priority is on increasing person carrying capacity rather than motor vehicie
capacity.

452 Roadways

Table 4.5-1 identifies facilities that are regionally significant from the standpoint of moving
traffic within and through the urban area. Roadways are classified according to the relative
importance of the movement and access-to-property functions they perform. As the
importance of the movement function increases, the access function decreases and vice
versa. For example, freeways perform the function of moving large traffic volumes at high
speeds, while residential local streets provide access to homes at low speeds and low
volumes.

The facilities identified in the AMATP consist of:

+ [Freeways (FWY) - Fully access controlled roadways with grade separation at
interchanges. Ramp movements on and off the facility are accomplished by ramps
connecting to frontage roads. Access points are limited to major facility crossings.

+ Parkway (PKY) - Through travel lanes are similar in characteristics to Freeways, but
frontage roads are not normally provided. Access is provided by grade separated
interchanges and ramps at major crossings. Whenever possible, landscape treatments
and scenic easements are provided.
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+ Expressway (EXPY) - High voiume, high capacity roadways with widely spaced at- .
grade signalized intersections. Little or no direct access from frontage development or local
roads along the facility with right tums in and out when access is available. Major street
crossings are grade separated.

* Major Divided Arterials (MAD) - High volume surface roadways with high priority at
intersections with all iower level facilities. Typically, signalization is provided at significant
crossings. Flush, depressed or raised center median with left tum storage.

* Major Undivided Arterials (MAU]) - Similar to Major Divided Arterials, but with no center
median, nomally due to right-of-way limitations. Limited left tum channelization at key
crossing is provided wherever possible,

* Minor Arterials (MNR) - Secondary facility to meet local access and circulation requirements
in addition to providing through movement. Typically, full movement access (left and right
tums) is permitted along the route. Low priority is given at significant intersections.

Table 4.5-1, indicates the travel demand on roagway facilities for the years 2010 and 2020
(columns 8 and 9). For many roadways, the recommended cross section (columns 10 and 11)
is less than the travel demand indicates. This indicates that the demand for such roadways is
growing beyond the ability to expand and fund roadway capacity increases. The other
modal elements of the draft AMATP recommend altematives to continued roadway expansion.

The efficient operation of existing roadway facilities is critical to provide a minimum level-of-
service to roadway users. By implementing congestion management techniques a more
efficient use of the existing facilities is possible, thereby, reducing the need for the
construction of new roadways or the expansion of existing roadways. As an alternative to
widening major freeway facilities, high-occupancy vehicle (HOV) facilities will be
recommended for many of these routes to encourage higher vehicle occupancies and increase
the capacity of such corridors.

ISTEA requires that all recommended freeways, parkways and fixed quideway transit lines
be reviewed through a "major investment study" (MIS). In the MIS, altemnatives are
evaluated in the identified corridor prior to selection of a preferred altemative to proceed to
design and construction. Roadways subject to the MIS requirement are indicated in Table
4.5-1, and the roadway size is recommended for adoption by the Policy Advisory Committee
subject to the completion of the MIS.

ISTEA also requires that the adopted transportation system be constrained by "reasonably”
available financial resources over the life of the Plan. The recommendations in cofumn 11 0
the Roadway Table have not yet been constrained in that way. Project costs and
prospective sources will be provided to the Policy Advisory Committee at its October 10
meeting.

A type of facility new to the ATS area recommended in the roadway eiement are high-
occupancy vehicle lanes. Evaluation of HOV lanes through an areawide HOV study is
recommended for IH 35, US 183, and Loop 1. Consideration of HOV lanes on these
roadways should be given priority fo encourage ridesharing and transit ridership, rather than
encouraging additional single-occupancy vehicle (SOV) travel.

There are three roadway locations which require policy direction from the Policy Advisory
%:ommittee. They are RM 2222, SH 130/US 183 and a suggested new bridge over Lake
ravis.

First, our recommendation for RM 2222 (Koenig lane) between Loop 1 and IH 35 is to keep it
at its existing size. Modeling results suggest that the existing size may be adequate.
However, existing conditions are that the intersections at Bumet Road and Lamar Blvd. are
almost at failure. It is clear that if the roadway were to be widened it would carry more traffic.
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The decision on improvements to RM 2222 in this section should be made after the completion
of the current TxDOT feasibility study.

" Second, the portions of proposed SH 130 that are parallel to US 183 require Policy Advisory
Committee consideration. The transportation modeling analysis for SH 130 assumed that
15 percent of the extemal traffic on iH 35, at the southem boundary of the ATS area, was
diverted to US 183 (8). This was based on a study of diversion from [H 35 conducted by
the Texas Transportation institute. The modeling results indicate that the construction of
SH 130 adjacent to US 183 may not be warranted by the year 2020, and that the forecasted
demand could be handled by improving US 183 to a freeway from its adopted intersection
with SH 130 south to SH 71. |t is recommended that this option be considered in the ongoing
MIS study for SH 130.

Third, based on a request from the City of Lago Vista, we evaluated the need for a new
bridge over Lake Travis in the vicinity of Lohman's Ford Road and the Arkansas Bend
County Park. Transportation modeling results indicate a significant demand for such a
crossing. Because of the many issues that must be addressed before considering adoption
of such a facility, it is recommended that a crossing feasibility study be undertaken to
determine if such a crossing is warranted and if it should be a ferry or bridge crossing.

45.3 Roadway Policies and Programs
A. ATS supports the concept of "Compact City"

Policy A-1:  Design, manage and utilize roadway systems that are compatible with and
support desired major activity centers and high intensity nodes while
redirecting and slowing motor vehicle traffic in neighborhoods to enhance
safety and freedom of movement of children, pedestrians, and bicyclists.

Policy A-2:  Support infill development that more fully utilizes the existing roadway
infrastructure and minimizes negative neighborhood and environmental
impacts.

B. Maximize the operational efficiency of existing roadways

Policy B-1:  Give priority to roadway improvements which will increase a roadway's
person-carrying capacity, such as transit lanes and HOV lanes, as
opposed to the vehicle-carrying capacity.

Policy B-2:  Provide adequate resources {0 properly maintain existing roadway
facilities, in order to minimize excessive reconstruction costs.

Policy B-3:  Member jurisdictions are encouraged to implement access (driveway and
street) management standards to improve traffic movement.

C. Provide adequate collector street systems

Policy C-1:  Member jurisdictions shall adopt and implement collector street plans in
coordination with ATS through subdivision ordinances, in order to provide
adequate circulation within neighborhoods and access to arterials.
gelic_}_esd collector streets shall be considered for amendment to the AMATP

y .

e Mandatory collector plans are necessary in order to avoid excess traffic
on local and residential streets.
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Policy C-2:

Policy C-3:

Policy D-1:

Policy D-2:

Policy D-3:

+ Collector plans and future local, collector and arterial extensions should
be made clear to residents and propeny owners, through barricade
signs and correspondence.

* Implement procedures in the subdivision review process to anticipate
and mitigate potentiat through traffic problems.

Develop and implement traffic management and calming strategies within
and around existing neighborhoods.

* Encourage local junisidictions to develop and implement a Traffic
Calming Program to facilitate and siow intemal neighborhood traffic
flow, discourage high speed cut through traffic movement on locat
streets, and ta increase bicycle and pedestrian safety.

Discourage the widening of arterial roadways within existing
neighborhoods in order to prevent disruption.

D. Environmental Mitigation

include evaluation of sound walls for freeways and parkways in urban and
suburban areas in all appropriate feasibility studies following the Naticnal
Environmental Policy Act (NEPA). If the studies warrant the need, sound
walls should be included in all construction plans.

include evaluation in the Environmental Impact Statement (EIS) of the air
quality impacts of ail freeway and parkway expansions and construction.

* For projects requiring an Major investment Study (MIS), ATS and
TxDOT will conduct an appropriate analysis of reasonably available
travel demand reduction and operational management strategies for the
comidor in which a project that will result in a significant increase in
Single-Occupant Vehicle (SOV) capacity is proposed. lf the demand
cannot be reduced or met through operational strategies, including
transit, an SOV capacity project of appropriate design concept and
scope may be an appropriate solution.

Consider and protect the environmental sensitivity of areas in designing
roadway improvements as shown in Table 4.5-1.

E. State Highway 130

Policy E-1:

It is the vision of the ATS Policy Advisory Committee (PAC) that SH 130
be a true intermodal facility, with a freight and passenger rail element. To
protect the concemed neighborhoods of East Austin, the portion of SH 130
which stretches from US 290 to SH 71 is adopted as a parkway and must
have limited access points.

The Major Investment Study (MiS) shall also include discussion of
alignment options, freeway/parkway options, social/economic impacts, and
tollway feasibilitsy. During the MIS the planners should evaluate whether
construction of SH 130 wili eliminate the need for conversion of US 183 to a
freeway from US 290 to SH 71.

Furthermore, no construction of any SH 130 segment in the ATS study
area should proceed until realistic and comprehensive design and financial
plans are in place for all segments.

Adopted AMATP
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In addition to these policies, please see Policy A-8 in Section 4.1 - Plan, Implementation and
Intermodalism which is pertinent to roadway construction.

Figure 4.5-1 illustrates the roadway plan (see inserted sleeve). Table 4.5-1 shows the
existing and recommended roadway sizes. It also shows the environmental sensitivity of the
area through which the roadway passes and remarks about the roadway. Tabie 4.5-2
shows the criteria for the functional ciassification of roadways and Table 4.5-3 shows the
recommended service and design standards for roadways.

4.5.4 List of Background Studies and Documents

4541 inplan: Tran ion for Implementation

4542 i r in li rea, Preliminary Dr. i
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Figure 4.5-1
Roadway Plan

SEE MAP IN THE BACK

L Adopted AMATP 4.5-6 December 12, 1994
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Section 4.6

Freight Element




4.6 FREIGHT ELEMENT
4.6.1 Introduction

Freight movement, as an impact on transportation, has received minimal consideration in past
planning efforts. However, ISTEA now requires consideration of freight movement in
transportation planning. The efficient movement of freight is especially significant for the
Austin metropolitan area, where freight transporters and passenger vehicles generally utilize
the same transportation corridors. The Freight Movement Element addresses the federal
requirements (ISTEA), impacts of the North American Free Trade Agreement (NAFTA), and
significant aspects of roadway freight, rail freight, and air freight in the Austin metropolitan area.
Recommended policies are grouped as issues pertaining to: SH-130, Ordinances and
gm(ational Regulations, Altemative Freight Routes, Interchanges and Bridges, and Other
udies.

4.6.1.1  |STEA Requirements

The passage of the Intermodal Surface Transportation Efficiency Act (ISTEA) of 1991 requires
Metropolitan Planning Organizations (MPOs) to consider "methods to enhance the efficient
movement of freight." This legislation forces planners to look beyond the needs of passenger
vehicles, and directs all modes of transportation to receive equal attention with respect to
planning a future transportation network. Addressing this factor { ISTEA factor #11) will
require many areas to undertake goods-movement studies.

4612  Boadway Freight

In order to enhance freight movement, it is necessary to study the means by which freight is
moved. In the Austin metropolitan area the majority of freight is moved by truck (roadway
lf(r)gght). Roadway freight is addressed in this document as being either through (non-stop), or

non-stop) Roadway Frei

Through roadway freight pertains to trucks traveling through Austin, having no origin or
destination inside the metropolitan area. Most of the through roadway freight traveling from
Mexico (along the Laredo - San Antonio - Dallas/Fort Worth corridor) is carried on IH-35, and
therefore moves directly through the center of Austin. This freight traffic places a huge burden
on {H-35, which is already over capacity with commuters at peak hours. Interstates in many
major cities include bypasses around the CBD, trucks hauling through freight on these
interstates can be diverted around urban traffic congestion. This is not the case for Austin,
where |M-35 passes through the CBD. As stated previously, through roadway freight traffic
is anticipated to increase steadily over the next few years.

Local (stop) Roadway Freight

Local roadway freight pertains to any trucks having an origin or destination(s) inside the
Austin metropolitan area. Austin has a higher level of inbound roadway freight than outbound
freight. This fact is explained by the nature of Austin business. The Austin metropolitan area
is unique in that its highest paying jobs are in fields that produce a lower-than-average
volume of outgoing freight. A large portion of the work force is characterized by Joung,
affluent households which are huge consumers of sports and entertainment products,
electronic equipment, clothes, fumiture, disposable paper products, building materials,
automobiles, and food and beverages. This high level of consumption generates a high
volume of incoming freight trips in the Austin area (see Figure 4.6-1).

Adopted AMATP 4.6-1 December 12, 1994




Figure 4.6-1

Roadway Freight Corridors, by Volume of Trips
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Preliminary findings indicate that a majority of consumable goods, especially food products,
enter Austin from the south (San Antonio), while durable goods tend to come from the north
(Dallas/Fort Worth). Almost all of this freight travels on IH-35. Many of these trucks have an
Austin destination east of IH-35 (see Figure 4.6-2). Most commercial distribution centers
(warehouses), as well as UPS, Federal Express, the General Mail Facility, and all five (5)
landfills are located east of IH-35.

46.1.3 il Frei

A high level of rail freight traffic moves by train through Austin non-stop. These trains must
decrease speed because of restrictive grades, slow speed curves, and the single-track
Colorado River bridge. The Union Pacific Railroad (UPRR) currently operates about 20

ins per day. The current UPRR track capacity (without significant delays) is about
25 fraing. Industry forecasts suggest that the amount of rail traffic through the Austin corridor
to San Antonio and Laredo will double (to 40) between 1993 and 1998. Improvements to the
current Austin rail configuration may require building @ modem double-track bridge, or possibly
rerouting the main tracks to enhance the movement of rail freight.

The level of Jocal rail freight traffic (stopping) in Austin is relatively light compared to the total
volume of rail freight movin(? through the city. Goods carried into Austin by rail include beer,
lumber, paper, plastics, and some chemicals. Goods camied out of Austin are primarily
aggregates from mines and quarries in Georgetown, Austin and Marble Falls.

There are currently no facilities in the ATS service area for transferring freight from trucks onto
trains. San Antonio, less than 200 miles away, currently provides this service ata
reasonable price.

48614 ir Freigh

Austin serves as a regional air freight hub. The Austin metropolitan area sustains a very high
per capita volume of air freight, due largely to its business climate (high-tech and academic).
This volume of air freight is expected to continue to grow rapidly, and this growth may result in
conflicts between passenger and freight traffic at and near the new airport.

46.1.5  Effects of NAFTA

The North American Free Trade Agreement took effect on January 1, 1994. The City of
Laredo currently accounts for 60 percent of all trade between the US and Mexico. About 80
percent of that traffic moves by truck; most of the remaining 20 percent moves by rail. Itis
estimated that at least 30 percent of that truck traffic travels atong IH-35 through Austin
enroute to the mid-west and Canada; 80 percent of the rail traffic travels the Union Pacific
Railroad (UPRR) main track through Austin. From October 1991 to December 1993, Austin
experienced a 40 percent increase in cross-border truckloads passing through the city
destined for Mexico (from 13,000 to 18,000 truck loads per month) and a 25 percent increase
in trucklioads coming from Mexico (from 8,500 to 10,400 per month). This traffic is anticipated
to continue to increase at 20 percent per year through the year 1898, coinciding with the initial
phase-in of the Agreement. it will likely level off after the year 1998, proceeding with a more
nomal 10 percent growth rate as experienced prior to the announcement of NAFTA.
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4.6.2 Policies to Enhance Freight Movement

A. SH-130
Policy A-1:

Policy A-2:

Policy A-3:

Accelerate feasibility study/planning of SH-130 (segments A & B, east of
IH-35, around the CBD.

* Preliminary reports from TxDOT indicate a completion date beyond the
year 2020.

Make the enhancement of freight movement a priority in the planning of
SH-130. Design SH-130 as an express freight route away from the CBD,
with interchanges and ramp exits planned to encourage through traffic.
This will minimize the number of ramps, thus minimizing cost.

» {f SH-130 is designed primarily to cater to the needs of passenger cars,
then trucks will continue to use IH-35, as the most direct route.
Increased efficiency through reduced congestion will be the main
incentive for trucks to use SH-130.

Study the feasibility of relocating UPRR to the east (e.g. SH-130 corridor)
for rail freight movement.

» |f this transpontation corridor is adopted b?( ATS and implemented, the
existing UPRR track through the center of Austin could be utilized for
local/regional passenger service during the 5:00 am - 11:00 pm time
frame, allowing local treight operations during the nighttime. Provision of
adequate rail nght of way should be addressed in the planning of SH-
130, including provisions for air cargo - rail transfer of containers.

B. Ordinances and Operational Regulations

Policy B-1:

Policy B-2:

Policy B-3:

Restrict large commercial trucks to the right lane(s) of IH-35, US 290, and
US 183, using local ordinances or changes to state law, if necessary.

Establish an adequate number of designated delivery parking spaces for
commercial vehicles, especially in the CBD.

Identify and enforce an altemative route for trucks transporting hazardous
materials.

C. Alternative Roadway and Rail Routes

Policy C-1:

Evaluate US 183 (Ed Bluestein Blvd.) as an interim alternative freight route
for through freight in order to bypass the heavy congestion on 1H-35, until
construction of SH-130. To connect US 183 to IH-35, consider using either
FM 1327, or the Slaughter Lane extension east of IH-35, or SH 71.

+ Expansion at the US 183 Montopolis bridge is incomplete. Current
southbound capacity is reduced to one iane for through traffic on US
183. Northbound lanes have new bridge piers but no bridge. This
bridge must be completed to full capacity in order to utilize US 183 as a
freight route.

Adopted AMATP
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Policy C-2:

Policy C-3:

Policy C-4:

Policy D-1:

Policy D-2:

Policy D-3:

Policy E-1:

Policy E-2:

Policy E-3:

Interchanges

Notify trucking companies, truck stops and the Department of Public Safety .
(DPS) of this altemative route(s) and provide incentive to trucks who use

them. Also, instalt Route signs to inform trucks of "Truck Route" {(see

Manual on Uniform Traffic Control Devices).

Study benefit of Commercial Vehicle Only lanes as part of current
feasibility study for HOV lanes.

» The hi?h level of commercial/freight activity in Austin may indicate this
type of lane to be at least as beneficial as an HOV iane. Also,
consider a combination of both lane types. Additionally, if Williamson
County implements a transit commute plan, a new level of HOV
demand will be introduced to |H-35.

Examine feasible altemative rail alignments and improvements. This
evaluation should include the following options: {1} building a double-track
bridge at the present Coiorado River bridge location, (2) double-tracking
other segments of the existing line, and (3) constructing a new rail
alignment (see Policy A-3).

Evaluate the Airport Blvd./IH-35 interchange for improvement as this
location appears to have an increasingly high level of truck freight traffic,
not necessarily related to airport cargo operations.

Evaluate possibie solutions to the 1H-35/US 290 East interchange as this
location has a high level of commuter traffic, mixing with inbound truck
freight and intercity bus traffic.

Evaluate curmrent plans for IH-35/US 183 interchange to facilitate future
freight movement.

« Current plans for this interchange show dedicated lanes for traffic
movement westbound on US 183 only. Traffic moving eastward on
US 183 from I1H-35 will be required to stop at a signalized intersection.
This configuration will slow down the movement of freight and will
impede the northem connection of the US 183 altemate freight route.

Further Study

Conduct a freight origin/destination study for trucks utilizing 1H-35 as part of
an origin/destination study that TxDOT will conduct in 1997 in the ATS

area.

+ Determine the percentage of inbound/outbound traffic from both the
south {San Antonio and Mexico) and the north (Dallas/Fort Worth).
Determine which carriers have a destination in ATS area and which are
passing through.

Study economic impact of traffic delays to local businesses who require
freight transport/shipping or deliveries by truck.

Conduct an hourly freight movement study. Hourly traffic counts that show
number of trucks are necessary to improve traffic signal timing. Efficient .
traffic signal timing is important to enhance the movement of freight.
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Policy E-4:  Study current freight corridors to detemmine the need for and existence of
dedicated left tum signals, left tum lanes, and wide-radius right tum lanes.
Trucks need these features to expedite their travel through intersections.

4.6.3 List of Background Studies and Documents
4.6.3.1 Vehicle Classification Report

4.6.3.2 Impacts of NAFTA on Frejght Transportation in Austin
4.6.3.3 Introduction to Freight Terminology

4.6.3.4 Traffic Volume Analysis

4.6.3.5 Characteristics of Major Freight Operations
46.3.6 Summary of TXDOT Major Investment Studies (SH-130 and 1H-35)
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5.0 FINANCIAL PLAN
5.1 INTRODUCTION

The Austin Transportation Study (ATS), acting as the Metropolitan Planning Organization
(MPO) for the urbanized areas of Travis, Williamson and Hays Counties, has adopted a
long-range financial plan which is structured to provide resources for the transportation
projects which can be accommodated within the fimits of available funding. ATS, along with
virtually every other dynamic and growing urbanized area in Texas, faces a difficult dilemma:
the demand for roadway and highway capacity and intermodal transportation system linkages
far outpaces the growth of available funds from standard, traditional sources to meet those
demands. When combined with the other issues of growth management, environmental
protection and preservation, North American Free Trade Agreement (NAFTA) and local and
regional economic deveiopment initiatives, the willingness and ability to plan and construct the
necessary facilities will depend more and more on local creativity and innovation and less on
reliance on the Texas Department of Transportation (TxDOT) to solve the area's
transportation needs. Many other urbanized areas in the country which have previously
experienced these same types of situations have begun to address the gap between
demand and available traditional funds by identifying and by implementing non-traditional
sources and pursuing privatization programs.

5.1.1 ISTEA Requirements

The AMATP Financial Plan was prepared to meet the requirements of the Intermodal Surface
Transportation Efficiency Act (ISTEA), which requires that the long range plan (AMATP):

“Include a financial plan that demonstrates how the iong-range plan can be implemented,
indicates resources from public and private sources that are reasonably expected to be
made available to carry out the plan, and recommends any innovative financing
techniques to finance needed projects and programs, including such techniques as value
capture, tolls and congestion pricing."

Metropolitan Planning Rules issued by the U.S. Department of Transportation in 1993 to
amplify the ISTEA requirements state:

“The (long range) plan shall ... (11) include a financial plan that demonstrates the
consistency of proposed transportation investments with already available and projected
sources of revenue. The financial pian shall compare the estimated revenue from existing
and proposed funding sources that can reasonably be expected to be available for
transportation uses, and the estimated costs of constructing, maintaining and operating the
total (existing plus planned) transportation system, over the period of the plan. The
estimated revenue by existing revenue source (local, State, and Federal and private)
available for transportation projects shall be determined and any shortfalls identified.
Proposed new revenues and/or revenue sources to cover shortfalls shall be identified,
including strategies for ensuring their availability for proposed investments. Existing and
proposed revenue shall cover all forecasted capital, operating, and maintenance costs. All
cost and revenue projections shall be based on the data reflecting the existing situation
and historical trends."

5.1.2 Current Planning Considerations of ATS Member Jurisdictions

A review of the local jurisdictions, including the TxDOT Austin District and Capital Metro,
revealed a lack of consistency in the development and utilization of long term revenue
forecasting for both capital projects and maintenance. While all agencies and jurisdictions
have some form of needs assessment, it is not directly tied to a revenue source. The
exception is Capital Metro, which has a dedicated sales tax base and has been able to
prepare a 35-year revenue forecast.
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Those agencies and jurisdictions which have prepared a needs assessment do not have the
same planning horizon. While TxDOT may forecast its needs for 10 years, the City of Austin
looks at a 6-year planning horizon for their Capital Improvements Program. Because of the {
lack of a dedicated revenue source or even a guaranteed annual budget aliccation, all of the |
agencies and jurisdictions are unable to develop and sustain long-term capital and ‘
maintenance programs.

Major financial planning issues facing the implementing agencies in the Austin Transportation
Study include:

= No major dedicated transportation funding source.

« Dependence on traditional funding sources (e.g., ad valorem taxes) for maintenance
programs.

« Competing interest for limited local dollars (i.e., crime versus roads).

« Inability to accurately project revenues and budget allocations for capital and maintenance
programs.

leverage TxDOT funds.

* Anunderuse of altemative transportation funding mechanisms to supplement and
* Inability to "catch up" on backlog of maintenance needs, further exacerbating the long-term
maintenance and viability of the roadway system. |
|
« Competing interest and demand for limited state (TxDOT) dollars delays and defers high
priority state highway projects.

The review of the area agencies' and jurisdictions’ financial planning identified another critical
problem that affects the timely and successful completion of the ATS long range plan: the lack
of coordinated budgeting and financial planning on projects with multi-jurisdictional
responsibilities. A good example of this problem is SH 130 which is one of the region's
highest priority corndors:

= TxDOT is responsible for the environmental studies, design and construction of the
project.

. T;(DOT is aggressively pursuing the environmental clearances and development of right-
of-way.

« TxDOT has programmed, in their 10-year plan, the design and construction of earty
phases of the project.

*  While TxDOT has identified the need and programmed the project, no funds are available
to construct the project.

= The counties and cities are responsible for right-of-way acquisition (by minute order
agreement with the Texas Transportation Commission) and some utility relocations.

« TxDOT has no right-of-way estimates and local agencies have not identified funds for
right-of-way.

All affected agencies or jurisdictions are aware the project is underway, but there has been no
effort to develop a muiti-jurisdictional financing plan to assure the project's timely
impiementation.
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The success of the ATS long range plan is dependent upon the development of a
comprehensive financing program for major multi-jurisdictional projects, identifying costs by
agency or jurisdiction, the time frames in which funds are required, and identified sources of
revenue to fund those requirements. The ATS long range pian requires the implementation of
a series of traditional and non-traditional funding sources in order to provide a dedicated and
consistent revenue stream over the next 25 years. The region's transportation needs can not
be met if only traditional funding sources are available.

No one can argue with the condition of the region's streets and the needs to improve Austin's
transportation system. The shortfall will only continue to increase as the transportation
system competes with other needed state and local services. This financial plan identifies a
package of funding sources that, if implemented over a period of time, would close the
transportation funding gap.

Successful implementation of the ATS long range plan must also take into account other
issues, some of which may be specific to the ATS area and others which may result from
statewide, national and intemational issues. Some of these issues which should be
integrated into the financial planning process include:

« Impacts of local, state and federal environmental policies and ordinances.

» Technology that could promote more efficient utilization of maintenance funds.

» Impacts of current versus potential future clean air attainment status.

» Americans with Disabilities Act requirements.

« Iimpacts of federal "information highway" with relation to access 1o rights-of-way,
requirements for hard-wire and fiber optic systems, etc.

« Impacts of statutory recycling of construction materials.

» Altemative fuels policies and regulations.

* In-place private toll road corporations which have statutory power to develop toll roads.
« TxDOT maintenance agreement renewals with municipal and county entities.

» Use of operational characteristics in prioritizing roadway system maintenance.

« Inconsistency of ROW dedication requirements between local municipal and county
entities.

. R{rbsan and suburban funding resources versus urban and suburban travel demand, in the
area.

These and other issues will cause the financial plan to be a dynamic rather than static
document requiring periodic review and updates and statutory program changes or local
initiatives to be enacted.

5.2 POLICY INITIATIVES AND STRATEGY
521 General
Over the next 25 years, the ATS population is expected to double, increasing dramatically

the traffic volume and demand for transportation facilities throughout the region. Public monies
are limited for the improvements which will be needed and under the provisions of the new
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Clean Air Act amendments, ATS and TxDOT will be limited in the types of new highway
capacity that can be built to handle increased traffic.

Broad public resistance fo general tax increases and increasing demands on limited federai
and state budgets have left local govermments with little choice but to find altemate sources of
revenue to pay for capital and maintenance improvements. A regional effort will be required to
meet this funding challenge, not only in terms of integrated transportation modal planning, but
?'S% in project identification and implementation and perhaps most importantiy, the allocation of
unds.

A new framework may be necessary which depends on an unprecedented level of
cooperation among state and local units of govemment, and partnerships with the private

sector to take advantage of capital availability and operating efficiencies. The philosophy
which underpins the regional framework is composed of the%qu_oﬂmg_f_om_algmguls

* A regional financial plan which addresses identified project funding gaps at five-year
intervals from 1995 through 2020, with revenue initiatives and expenditure reductions that
over time are progressively severe.

« Institutional actions which will expand the region's ability to finance transportation projects
with public and private capital, contributing to the availability of resources and financial
self sufficiency.

» Utilization of joint private sector / public agency organizations in highway and transit
infrastructure development in order to leverage private capital with scarce public funds for
new projects.

. Highway development that is essentially funded by user fees. New construction wili be
HOV-onented to help achieve the region's air quality goals and congestion priced to
discourage single occupant vehicles.

5.2.2 Structure of the Financial Plan

ATS' long-term financial plan shotild emphasize a careful assessment of transportation needs
and availabie funding resources over the period 1995-2020. The following principles and
assumptions apply to these analyses:

* Capital, operating and maintenance requirements are to be projected on a cash flow basis
and adjusted for inflation over the life of the plan.

» Specific revenues from traditional federal, state and local sources should be matched to
long-term project funding needs.

« The gap in available revenues to meet these needs should be identified at five-year
increments by project category (i.e., street rehabilitation and repair, highway construction,
bus capital, etc.).

+  Availability of non-traditional funding sources (user fees, private sector financing) should
be projected and matched to project requirements over the life of the plan.

One of the basic purposes of the long-range plan is to expand the region's ability to leverage
Pubhc funds with private capital, utilizing innovative methods of revenue-based debt
nancing without pledging the credit of the public sector.

The identified funding gap should also be matched with potential solutions to address the
shortfall. For example, in the near-term it may be necessary for Austin, Round Rock, Cedar
Park or Leander to impose special assessment districts to fund street, arterial and collector
infrastructure in new neighborhoods. As the gap widens in future years, capital program
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cutbacks, deferrals and stern revenue measures may be necessary, even to the point that
?e?chanisms such as a head tax and sales tax surcharge would be needed to fund the budget
icit.

The strategy for financial planning contains near-term measures to help prevent a long-term
funding crisis. implementation of a pilot toll road project, SH 130, for example, and benefit
assessment districts, if properly timed, could set the stage for other programs such as a
dedicated local sales tax or motor fuels tax in the future or a city/county supported road
concessions program in the future.

5.2.3 Use of Public/Private Partnerships

Private capital, when raised through user fees and other non-traditional sources, and
combined with public monies, will expand the region's capacity to fund and complete highway
and transit projects. Public/private partnerships can take several forms, as follows:

+  Provision of right-of-way and engineering design and other project services in exchange
for development rights near a major highway project, for example.

* Development of concession roads and bridges, with debt/equity financing, construction
and operation of the facility by a private entity.

+ Payment of impact fees through a Benefit Assessment or Special Districts to finance
special purpose infrastructure connected to residential or commercial developments.

Public/private partnerships can be complex business arrangements in which the mixed use of
public and private funds; allocation of risk and retum on equity capital are not well understood
by the public. Among govemment agencies, the use of federal and state grants, general
obligation bond authority and direct govemment revenues offend few constituents directly.
When this base is expanded to include private capital supported by tolls, tariffs, and
assessments affecting specific users or groups, the politics become more difficult.

Imposition of user fees and the use and allocation of these funds are almost always political
rather than economic decisions for govemnment policymakers. Interest groups and the public
at large understand these decisions only when they can see tangible project results,
competition among urban/rural interests is resolved, and the economic benefits are spread
among all transportation modes.

5.24 Project Financing and Implementation

The level of regional interagency cooperation needed to effectively implement the long-range
plan could be strengthened by establishment of a Special Infrastructure Development
Unit. The unit would consist of a cadre of planning, engineering and financial specialists
whose mission would be to identify and manage to implementation a limited number of major
transportation projects with public and private sector funding.

The Infrastructure Development Unit could be implemented through a Joint Powers Resolution
among local agencies, such as the TxDOT Austin District and a city and/or county
transportation department. The Unit would be governed by these a?encies and on their
behalf would manage a single public/private sector projects pipeline for the region. Project
implementation, however, would remain with the relevant state and local agencies. The Unit
would finance its operations through fees payable at a financial closing, with the following
responsibilities:

* identification of revenue-producing infrastructure project opportunities for joint funding by
public and private sectors. Highway and transit facilities would be a priority for the Unit.

* Coordination and prioritization of public/private projects among state and local agencies in
the region, including allocation of funds.
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+ information clearinghouse and point of contact for private firms with an investment interest
in the region's infrastructure.

+ Assistance 1o line agencies in developing a solicitation and bid evaluation process for
public/private projects.

* Intemal role for local agencies in helping them structure and execute financing for
infrastructure projects.

The Infrastructure Development Unit would be augmented by a Private Sector
Infrastructure Develppment Fund (PSIDF), funded by local governments as a revolving
subordinated debt facility for privately-funded projects. The fund would be capitalized by
local governments with federal grants or tax exempt bond proceeds. Borrowers with
revenue-producing projects would be eligible for the subordinated debt fund at taxable rates

in order to attract commitments for senior debt from commercial lenders or the capital markets.
Timely debt service payments would replenish the PSIDF for other borrowers.

The Unit could also coordinate the establishment and utilization of an Infrastructure
Development Trust Fund to leverage the off-balance sheet financing potential of public and
non-public revenue sources. The fund would issue revenue and project finance bonds to
support public/private transportation projects in Austin and could be supported by taxes and
grants on the public side and fees and assessments from private sources. It would be under
the management of a public agency issuer, but without the credit of state or local
govemments.

5.3 FINANCIAL STRATEGY

The Financial Plan includes an estimate of capital and operations/maintenance costs. Table
5.1 shows summary costs. Table 5.2 shows capital project costs, revenues and shartfalls for
the 25 year period of the plan. Table 5.3 shows the same information for transportation
system operations and maintenance. No shortfalls are identified for construction based on the
revenue assumptions made in the Financial Plan, but there are some shortfalls for
maintenance as shown in Table 5.3.

New revenue sources have been recommended for agencies with shortfalls to pursue in order
to eliminate those shortfalls. Recommendations are also included for Capita! Metro, although
no shortfall is identified. These new revenue sources are described in Policies B-1 throu?_h
B-5. The foliowing is the strategy for new revenue sources adopted as part of the AMATP
Financial Plan to ensure that the shortfalls are eliminated:

1. ATS will transmit the adopted AMATP in January with the financial analysis and
recommended new revenue sources to each of the ATS member jurisdictions
with a request that they each agree to investigate and pursue the
implementation of the new revenue sources, or else suggest deleting
transportation projects from the AMATP.

2. ATS staff will review the progress of new revenue source implementation by
each jurisdiction and report to the Committee.

3. Annually in December, the ATS staff will report to the Committee on the status
of AMATP costs and revenues for facilities and maintenance including new
revenue sources. The Committee may consider amendments to the Financial
Plan or other Plan Elements based on that status.

4. During consideration of the Transportation Improvement Program (TiP) each
year, the Committee will ensure that all approved projects have reasonably
committed funds to carry them to completion.
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Table 5.1
. Financial Plan
Transportation Cost Estimates

Capital Operations/
Facilities Maintenance
Roadway System $2,476 $1,286
Transit System $1,674 $2,028
TOTAL $4,150 $3,314
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Capital Cost
Traditional Revenue

Total Shortfall

TxDOT

CMTA

Table 5.2

Financial Plan

Capital Projects Summary

($ million)

Transit System

State Roads

$1,674
$1,674
$0

$1,439
$1,439
$0

Local Roads
1,037

$1,037
$0

S0

$0

New Revenue Sources:

Toll Roads

High Occupancy Vehicle (HOV) Facilities

Use FTA Funds for Highways

Increased lLicense and Registration Fees
Sale or Lease of Development Rights

Increased Motor Fuel Tax

Increased Texas Transportation Commission

Discretionary Funding

User Fees for HOV Facilities

Sale or Lease of Development Rights

Developer impact Fees, etc.

Density Bonuses

Use FHWA Funds for Transit
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Operation & Maintenance

Traditional Revenue

Total Shortfall

Operation and Maintenance Summary

Table 5.3
Financial Plan

($ million)

TxDOT

I | Jurisdict
Travis County
Williamson Co.
Cedar Park

{ eander
Pflugerville
Round Rock
Private

CMTA

Transit System| State Roads | Local Roads
$2,028 $444 $842
$2,028 $441 $469
$0 $3 $373
Shortfali New Revenue Sources:
$3 Increased Motor Fuel Tax
Local Jurisdiction Revenue Sources:
$192 Local Option Sales Tax
$6 Local Option Fuel Tax
$1 Increased License and Registration Fees
36 Periodic Increase in Transportation User Fee
$1 Privatization of Maintenance and Operations
$5 Contract Maintenance with Construction
$171 Tax Increment Financing and Benefit
Assessment Districts
10-Year Maintenance Reserve Account
$0 Privatization of Long-Term Maintenance

and/or Qperations

Adopted AMATP

5-9 Decemnber 12, 1994




54 POLICIES AND PROGRAMS

A. Member Agency and Jurisdiction Financial Planning

Policy A-1:

Policy A-2:

Policy A-3:

Policy A-4:

Policy A-5:

Policy A-6:

Policy A-7:

Policy A-8:

ATS, TxDOT, and other member jurisdictions will cooperatively prioritize
Interstate and National Highway system projects to maximize eligibility for
ISTEA funding.

ATS, TxDOT, and other member jurisdictions will coordinate and cooperate
21 nﬂ& gassage of local CIP bond issues to fund local segments of the

ATS, TxDOT, and other member jurisdictions will coordinate and cooperate
in the development and implementation of project funding enhancement
program and aggressively promote the selected projects and local funding
to the Texas Transportation Commission.

ATS enoourages all member jurisdictions to proactively support and
cooperate with TxDOT Austin District in the implementation of regional
Interstate, National Highway System, U.S. Highway, State Highway,
Farm-to-Market projects as identified in the AMATP and the Transportation
Improvement Program (T1P).

ATS recommends the establishment of a Special infrastructure

Development Unit to coordinate the activities of member agencies and

jurisdictions and the private sector in the programming, financing and

construction of regional transportation projects, augmented by a Private

1S_ec:to‘r__ inféastructure Development Fund and Infrastructure Development
rust Fund.

ATS encourages all member jurisdictions to build dedicated maintenance
reserve accounts through non-traditional revenue sources to guarantee
maintenance for the transportation system during the first 10 years of the
ATS long range plan timeframe.

ATS encourages all member jurisdictions to fully fund transportation
maintenance programs and protect such programs from local political
considerations which may adversely impact maintenance funding during
annual budget processes.

ATS does not assume or recommend that Capital Metropolitan
Transportation Authority will resume full collection of it's voter authorized
one (1) percent local sales tax until it initiates a long range mass transit
system which requires capital costs that necessitates additional local
revenue, or uniess revenue is lost in an amount which necessitates using
previously authorized local revenue as a replacement.

B. Non-Traditional Sources of Revenue

tf the region is to stay up with its transportation capital needs and maintenance requirements
over the next 25 years, then additional revenue sources will be necessary to supplement
traditional sources of taxpayer funds. The following are recommended additional revenue
sources as they may be applied to the ATS planning over the near, medium and long-term
time horizon. Implementation of any of these revenue sources will depend on the political
environment, specific project requirements to be addressed, and revenue-generating ability.
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Policy B-1:

Policy B-2:

ATS encourages and supports the evaluation and application, where
appropriate and viable, of the following user-fee mechanisms for the
financing of transportation system improvements:

Tolls and Tariffs - Major source of funding for construction and
operation of new highways. Utilized more recently in Texas for urban
exgressways in Dallas and Houston, and many other areas of the
U.S. Politically difficult to impose in areas without toll roads and nearly
impossible to convert existing free roads to toll facilities.

Implementation: Difficult in near-term, easier long-term
Revenue: Significant
Time frame: Medium-term

Congestion Pricing - Application of toll or fee to the peak-hour use of
certain heavily traveled highways. Can also be used to price the use
of a road based on vehicle occupancy. In use only on a pilot basis in
one location in the U.S., the Bay Bridge between San Francisco and
Oakland. Funding is available through the Federal Highway
Administration for more demonstration projects. Can be used in Austin
as a clean air strategy and could possibly be required if the area falls
into non-attainment status.

Implementation: Easier to implement for air quality reasons.
Revenue: Low
Time frame: Near-term

Tax Exempt Revenue Bonds - Widely used by state and local
govermmment to finance revenue producing facilities such as airports, toll
roads, sports complexes, hospitals, and wastewater plants. It is
generally secured only 2}’ project revenues, and without a back-up
pledge, is regarded as off balance sheet financing for the public agency
issuing the bonds. Revenue bonds can be used for street
rehabilitation and maintenance, and possibly for new construction

when moderate flows of revenue are identified to secure bonds.

Implementation: Feasible if repayment source is secure
Revenue: Significant
Time frame: Near-term

ATS encourages and supports the evaluation and application, where
appropriate and viable, of the following value capture techniques to
finance transportation system improvements:

Special Districts - Special Assessment Districts, Benefit
Assessment Districts, and Road Utility Districts are used to help
recover the capital costs of street or roads or to capture part of the
potential value of these improvements for adjcining landowners or
commercial businesses. As public entities, these districts can issue
bonds secured only by fee income. This affects or benefits specific
constituents and can be sensitive politically. Revenues derived from
special districts are a potential good source to fund maintenance
reserve accounts.

Implementation: Used on a case-by-case basis
Revenue: Low to medium
Time frame: Medium to long-term
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Policy B-3:

Tax Increment Financing - Utilized where property values and ad
valorem assessments may increase as the result of transporation
improvements, The local government agrees to apply the tax
proceeds of any increased assessment to support the financing for a
specified period of fime, thereafter claiming the tax revenues for itself.
Useful in urban areas for rail transit development, but limited potential
for highways.

Implementation: Used on a case-by-case basis
Revenue: Low
Timing: Medium-term

Developer Impact Fees - Occurs after a highway has been built
and is applied to the value {income potential) of adjacent iand which
becomes developable as resuit of the improvements. These fees can
be fixed on the value of the land or the completed development.
Useful for development of transit centers near planned office buildings
or highway interchanges constructed in the vicinity of land which is
zoned for malls or shopping centers.

Implementation: Used on a case-by-case basis
Revenue: Low
Timing: Near-term

Sale of Development Rights - Used at highway interchanges and
along arteriais by the public sector 1o capture the value of real estate
potential, without giving up ownership of the land.

implementation: Used on a case-by-case basis
Revenue: Low
Timing: Medium

ATS encourages and supports the evaluation and application, where
appropriate and viable, of the following dedicated revenue source
funds which may be utilized on either a general or specific dedicated basis
for transportation system improvements:

Dedicated Sales Tax - Ulilized with more frequency b}r local
govemments, particularly in Califomia and Florida, for all types of
transportation improvements. Can be used to fund local share of
federal grants. If the income is steady and in a growing area,
eamarked sales taxes can produce a secure revenue stream with
which to support bond financing for highway and transit infrastructure
which may not generate sufficient income for repayment. In Austin, an
expansion of the sales tax would require that the state ceiling be
increased or local officials designate part of the current income for
transportation purposes. Dedication of sales tax for transportation
purposes would also require voter approval.

Implementation: Difficult, except in crisis
Revenue: Significant
Time frame: Medium-term

Local Option Gas Tax - Federal and state governments have
historically reserved taxation of fuel to themselves, which in Texas
now totals 0.20 cents, but with the approval of the State Legislature,
municipalities can attach their own tax at the pump. Fuel taxes area
natural revenue source for transportation improvements but they
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Policy B-4:

engender opposition among truckers, the AAA, and educators in Texas
who receive part of the state's gasoline levy.

Implementation: Very difficult
Revenue: Significant
Timing: Long-term

Auto/Bicycle Licensing Fees - Usually levied by local government
as supplementary revenue sources to support bond financing which
with project revenues alone, may be marginal. In lower density urban
areas with a high ratio of vehicle ownership to population, auto
registrationflicensing fees can be considerable.

Implementation: Not difficult
Revenue: Medium
Timing: Near-term

ATS encourages and supports the evaluation and application, where
appropriate and viable, of the following additional governmental or
institutional mechanisms to provide capita! for fransportation system
improvements:

Revolving Loan Funds - These have been used successfully by
states to finance new wastewater projects using EPA funds for
capitalization. The fund issues bonds at a rate less than what it [oans
the proceeds for, while replenishing its capital and covering its
administrative costs.

The State of Texas has a revolving fund for economic development
purposes. Such a fund could be established by the city for loans in
lieu of direct expenditures or grants for road infrastructure in new
neighborhoods or commercial developments. Federal highway funds
c¢an be on-loaned by states to private entities and discussion is
underway in Washington about the use of these monies in revolving
funds for private borrowers. Austin could capitalize its own revolving
fund with grants or bond proceeds secured by independent revenue
sources.

Implementation: Not difficult if proper credit analysis procedures used
Revenue: Medium to high
Timing: Near to medgium-term

Subordinated Debt - Longer term financing which is subordinated to
the primary debt in a project can improve the credit quality of a project
and its chances for financial closure. Subordinated lenders can be
investors looking for higher retums or govemment agencies with an
interest in a project financed primarily by commercial lenders or the
capital markets. If a Private Sector Infrastructure Development Fund is
capitalized with grants or from independent revenue sources, a city or a
county may be able to participate as an indirect lender for eligible
projects. Authorization may be needed from the State Legislature.

Implementation: Feasible if balance sheet is independent
Revenue: Medium
Timing: Medium-term

Sale/l.easeback - Used by the public agencies as a cash raising or
saving technique. Govemment-owned facilities, such as bus
maintenance facllities, can be sold to private investors, who will
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expand or rehabilitate the facility and then lease it back to the public
agency over a fixed period of time. .

Implementation: Used on a case-by-case basis
Revenue: Low
Timing: Medium

Policy B-5:  ATS strongly encourages and supports the evaluation and development
of the following private sector funding sources where appropriate and
financially feasible:

* Taxable Bonds - For private-purpose transportation infrastructure
projects that do not qualify for tax exempt private activity bonds.
Govemment entities may issue debt on behalf of private borrowers at
taxable rates, which are generally more favorable than commercial bank
loans. These are often placed with institutional investors and have
replaced tax exempt industrial development bonds as financing
sources for the infrastructure requirements of creditworthy developers
such as Walt Disney Co.

Implementation: Used on a case-by-case basis
Revenue: Medium
Timing: Medium {o long-term

* Public/Private Partnerships - Very useful for toll road and major rail
projects. As a project incentive, land owners, developers and
contractors may contribute right-of-way, or partial engineering, design,
and construction services in the form of in-kind equity or debt.
Repayment or a return on investment occurs when revenues fiow and
lenders and bondholders have been paid. Used successfully by joint
powers agency in Orange County, CA for large-scale toll road with
non-recourse financing secured only by project revenues.

Implementation: Mixed experience; use on a case-by-case basis
Revenue: Significant
Timing: Long-term

* Concession Development and Financing - Through the use of
Build-Own-Transfer (BOT) and Build-Own-Operate (BOO)
techniques and similar structures, govemment can effectively involve
the private sector in the development or expansion of facilities. The
public sector awards a concession in a particular corridor for a fixed

eriod of time to private firms, who will build or expand the facility using
unds from investors and lenders. There is usually no financial liability
to the public sector.

Profit sharing with the public sector can occur during the concession.
After operating the facility and collecting user fees during the term of the
concession, the concessionaire will tum it over to govemment debt free.

implementation: Difficult; viewed as special interest
Revenue: Significant
Term: Long-term
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6.0 TRANSPORTATION GLOSSARY

Alternative Fuels - Any motor fuel other than ordinary gasoline which generally results in
lower Iev)els of air pollutants (i.e. reformulated gasoline, natural gas and liquid
propane).

Americans with Disabilities Act of 1990 (ADA) - Federal Law which requires accessible
public transportation services for persons with disabilities, including complementary or
supplemental paratransit services in areas where fixed route transit service is
operated. Expands definition of eligibility for accessible services to persons with
mental disabilities, temporary disabilities, and the conditions related to substance
abuse. The Actis an augmentation to, but does not supersede, Section 504 of the
Rehabilitation Act of 1973 which prohibits discrimination on the basis of disability
against otherwise qualified individuals in programs receiving federal assistance.

Arterialh-. Ah street classification for roadways serving major traffic volumes other than
ighways.

Attainment Area - An area considered to have air quality at least as good as the U.S.
Environmental Protection Agency (EPA) health standards used in the Ciean Air Act.
An area may be an Attainment Area for one pollutant and a Non-Attainment Area for
others. Non-attainment areas are areas considered not to have met these standards
for designated pollutants.

Austin Metropolitan Area Transportation Plan (AMATP) - A document which identifies
existing and future transportation deficiencies and needs, as well as network
improvements needed to meet mobility requirements over at least a twenty year time
period. To receive federal funding a transportation project must be included in the
AMATP and the Transportation Improvement Program (TIP). Formerly known as the
Long Range Transportation Plan,

Average Daily Traffic - The average number of vehicles passing a fixed point in a 24-hour
time frame. A convention for measuring traffic volume.

Base Year - An analysis or study’s baseline or leadoff year. The year to which other years
are compared to.

Bikeway - A facility intended to accommodate bicycle travel for recreational or commuting
purposes. Bikeways are not necessarily separated facilities; they may be designed
and operated to be shared with other travel modes.

Bus Lapﬁd G\'!ane reserved for bus use only. Also known as a "diamond lane." See also

3C "Continuinsf_,| Comprehensive, Cooperative" - Refers to the requirement set forth in the
Federal Highway Act of 1962 that transportation projects in urpanized areas be based
on a "continuing, comprehensive transportation planning process carried out
cooperatively by states and local communities." ISTEA's planning requirements
broaden the framework for such a process to include consideration of important social,
environmental and energy goals and to involve the public in the process at several
key decision making points.

Carbon Monoxide, (CO) - A gas without color and odor which is toxic because too much of
it can dangerously reduce oxygen in the bloodstream.
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Census Tract - Census tracts are small, relatively permanent statistical subdivisions of a
county which are delineated for all metropolitan areas and other densely populated
copdntilgs by local census statistical area committees following Census Bureau
guidelines.

Central Business District (CBD) - The most intensely commercial sector of a city.
Clean Air Act (CAA) - 1970 Federal Act designed to improve air quality.

Clean Air Act Amendments (CAAA) - 1990 amendments to the Clean Air Act which aim to
substantially reduce air poliutants by specified target dates. This federal regulation
classified the Houston-Galveston area as a nonattainment area for the pollutant
ozone.

Clean Fuels - Blends and/or substitutes for gasoline. Compressed natural gas (CNG),
methanol, ethanol, and others are considered clean fuels. Also known under heading,
"Altermnative Fuels.”

Collector/Distributor Street - A road generally paraliel to a freeway which collects and
distributes traffic from mainlanes to the local street system.

Conformity - Process to assess the compliance of any transportation plan, program, or
g\:ofct with air quality control plans. The conformity process is defined by the Clean
ir Act.

Congestion Management System (CMS) - ISTEA requires that each Transportation
Management Area (see definition of TMA) develop a CMS that provides for effective
management of new and existing transportation facilities through the use of travel
demand reduction and operational management strategies. Unless a part of a CMS,
future highway projects which significantly increase capacity for single occupant
vehicies (SOVs) may be ineligible for federal funding.

Congestion Mitigation and Air Quality Improvement Program (CMAQ) - A $6 billion
program which helps implement projects designed to reduce emissions in non-
aftainment areas (areas not meeting federal health standards for air quality).

Coordination - When agencies share responsibilities related to transporting clients: carrying
others' clients, arranging with other agencies to carry clients, or sharing vehicles or
vehicle support services including maintenance, etc. Example: a provider whose
major activity is transporting elderly clients may make midday schedule space o serve
clients of an AFDC, WIC, or substance abuse prevention program.

Demand-Responsive - Descriptive term for a service type, usually considered paratransit,
in which a user can access transportation service which can be variably routed and
timed to meet changing needs on a semi-daily basis. Compare with Fixed-Route.

Demography - Characteristics of a total population - characteristics can include, but are not
restricted to: ethnic makeup, age distribution, education levels, and occupation
patterns.

Elderly and Handicapped (E&H) - Anachronistic designation for special transportation
planning and services.

Employer Trip Reduction (ETR) pr%ﬂrams - Employer-designed programs which minimize
employee commuting levels. These programs are federally required in severe non-
attainment areas.

Adopted AMATP 6-2 December 12, 1994




Enhancement Activities - Refers to activities conducted in relationship to a particular
transportation project which "enhance” the existing or proposed project. Examples of
such activities include provision of facilities for pedestrians or cyclists, landscaping or
other scenic beautification projects, historic preservation, control and removal of
outdoor advertising, archeological planning and research, and mitigation of water
pollution due to highway runoff.

Environmental impact Statement (EIS) - Report which details any adverse economic,
social, and environmental effects of a proposed transportation project for which federal
funding is being sought. Adverse effects could include air, water, or noise pollution;
destruction or disruption of natural resources; adverse employment effects; injurious
dispiagement of people or businesses; or disruption of desirable community or regiona!
growth.

Environmentaf Protection Agency (EPA) - EPA is the source agency of air quality control
requlations affecting transportation.

Expressway (EXPY) - High volume, high capacity roadways with widely spaced at-grade
signalized intersections. Little or no direct access from frontage development or local
roads along the facility with right turns in and out when access is available. Crossings
between intersections are by grade separated over- and underpasses.

Federal Highway Administration (FHWA) - A part of the U.S. Department of
Transportation. FHWA is responsible for approving and funding all federal aid for any
highway project or program.

Federal Transit Administration (FTA) - A part of the U.S. Department of Transportation.
FTA is responsible for approving and funding all federal aid for transit programs or
projects.

Fixed-Route - Term applied to transit service which is regularly scheduled, operating over a
set route.

Freewag (FWY) - Limited access roadways with full grade separation at interchanges.
amp movements on and off the facility are accomplished by slip ramps connecting to
frontage roads. Access points are mited to major facility crossings.

Headway - A transportation term meaning the time between vehicles on the same route.

High-Occupancy Vehicle (HOV) - A vehicle with two or more occupants. Freeways and
other roads carrying large traffic volumes may have lanes designated for HOV use
such as vanpools, carpools, and transit. HOV lanes may be designated for use by
carpoolers, vanpools, and buses. The term HOV is also sometimes used to refer to
high occupancy vehicle lanes themselves.

Highway - Term applies to roads, streets, and parkways, and also includes rights-of-way,
bridges, railroad crossings, tunnels, drainage structures, signs, quard rails, and
protective structures in connection with highways.

Home-Based Work Trip - A trip for the purpose of one's employment, with their trip end
being one's home.

Infrastructure - A term connoting the physical underpinnings of society at large, including,
but not limited to, roads, bridges, transit, waste system, public housing, sidewalks,
utility installations, parks, pubiic buildings, and communications networks.
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Intelligent Transportation System (ITS) - A computer/communications technology that
provides the motorist with information about road conditions as well as monitors and
controls vehicle operation on roadways.

Intermodal - Refers to the connections between transportation modes.

Intermodal Surface Transportation Act (ISTEA) of 1991 - A federal mandate that
restructures funding for highway and transit programs. The Act also requires that
transportation plans and programs developed by metropolitan planning organizations
be comprehensive and intermodal. In addition, the Act requires comprehensive
regional long-range transportation plans extending to the horizon year of 2015.

Interstate System - That system of highways which connects the principal metropolitan
areas, cities, and industrial centers of the United States. The interstate system also
connects at suitable border points with routes of continental importance in Canada and
Mexico. The routes of the interstate system are selected by joint action of the state
highway department of each state and the adjoining states, subject to the approval of
the U.S. Secretary of Transportation.

Jitney - Service provided by a van or automobile along a specific corridor. Stops are made
only where riders appear.

Land Use - The way specific portions of land or the structures on them are used, i.e.,
commercial, residential, retail, industrial, and so on.

Local Street - A street intended solely for access to properties contiguous to it.

Long Range - Refers in transportation planning to a time span of more than five years. The
TIP referred to in the ?Iossar?l is typically regarded as a short-range program. ISTEA
has changed the TIP from a five-year to a three-year document.

Long Range Transportation Plan - See Austin Metropolitan Area Transportation Plan.

Major Divided Arterials (MAD) - High volume surface roadways with high priority at
intersections with all lower level facilities. Typically, signalization is provided at
significant crossings. Flush or raised center median with left tum storage.

Major Undivided Arterials (MAU) - Similar to Major Divided Arterials, but with no center
median, nomally due to right-of-way limitations. Limited left tum channelization at key
crossing is provided wherever possible.

Metropolitan Planning Organization (MPO) - The organizational entity designated by law
with lead responsibility for developing transportation plans and programs for
urbanized areas of 50,000 or more in population. Development of the Metropolitan
Area Transportation Plan is the MPQ's primary responsibility.

Minor Arterials (MNR) - Secondary facility to meet local access and circulation requirements.
Typically, full movement access (left and right tums) is permitted along the route. Low
priority is given at significant intersections.

Mobility - The ease with which desired destinations can be reached.

Model - A mathematical and geometric projection of activity and the interactions in the
transportation system in an area. This projection must be abie to be evaluated
according to a given set of criteria which typically include criteria pertaining to land use,
economics, social values, and travel pattems.
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Multimodal - Refers 1o the diversity of options for the same trip; also, an approach to
transportation planning or programming which acknowledges the existence of or need
for transponrtation options.

National Ambient Air Quality Standard (NAAQS) - Federally mandated maximum levels
(i.e. federal health standards) for air pollutants such as ozone.

National Environmental Policy Act (NEPA) - Federal act requiring a study on any
environmental impact a federally funded or permitted project might cause.

National Highway System (NHS) - A classification of roads authorized by !STEA which are
comprised of interstate Highways and roads designated as important for interstate
travel, national defense, intermodal connections, and intemational commerce. Federal
funds are designated for projects on the NHS system.

Natural gas - A chemical (methane) used for fueling vehicles which bums cleaner than more
conventional vehicle fuels (gasoline and diesel). Naturai gas is often used in either a
compressed form (CNG) or liquefied form (LNG).

Network - A graphic and/or mathematical representation of multimodal paths in 2
transportation system.

Nitrogen oxides (NOx) - A pollutant produced during fossil fuel combustion which
contributes to ground-level ozone.

Non-attainment area - A designation by the Environmental Protection Agency of any place
in the United States failing to meet national air quality standards (NAAQS). The
Houston-Galveston area is a non-attainment area for ozone.

Origin - The point or locale where a trip begins.

Origin-Destination Survey (O-D Survey) - A survey typically undertaken of travelers
{motorists or transit passengers) to identify travel patterns, habits and needs.

Ozone - A gas which in excess quantities at ground-level is a pollutant and irritant. Ozone is
created when nitrogen oxides (NOX) react with volatile organic compounds (VOCs) in
sunlight. Also known as smog.

Paratransit - Altematively known as special transportation when applied to social services
systems. Appiies to a variety of smalier, often flexibly-scheduied and routed nonprofit
oriented transportation services using low capacity vehicles to operate within nomal
urban transit corridors or rural areas. These services usually serve the needs of
persons whom standard mass transit services would serve with difficulty, or not at all.
Common patrons are the elderly and persons with disabilities.

Paratransit Van - A van specially modified to carry disabled passengers.

Parking Cash-Out Progfram - The act of employers providing their employers with money
that either partially or totally covers the cost of parking. Employers then have the
option to spend the money on parking or spend some of the money on a transit pass
and pocket the difference.

Parkway (PKY) - Through travel lanes are similar in characteristics to Freeways, but paralle!
frontage roads are not normally provided. Access is usually provided by grade
separated interchanges and ramps at major crossings. Whenever possible,
landscape treatments and scenic easements are provided.
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Peak Hour - The 60 minute period in the a.m. or p.m. in which the largest volume of travel is .

experienced.
Pedestrian Walkway - Secured walkway provided as an altemate to auto travel.
Person-Trip - A trip made by one person from one origin to one destination.

Planner - In the transportation field, a title likely having to do with the management and
analysis of data which directly supports qualitatively oriented, strategic, or “macro”
decision making.

Privatization - Concept or theory having to do with for-profit business supplring goods and
services for govemment, pubtic programs or systems, with the intent of enhancing
cost efficiency.

Provider - An agency that causes clients to be transported, as opposed to an agency
whose role is limited to funding programs.

Public Involvement - The active involvement of the public in the development of
transportation plans and improvement programs. The Intermodal Surface
Transportation Efficiency Act (ISTEA) requires that state departments of transportation
and MPOs "shall provide citizens, affected public agencies, representatives of
transportation agency employees, private providers of transportation, and other
interested parties with a reasonable opportunity to comment on the development of
the long range plan and the TIP."

Public Road - Any road or street under the jurisdiction of and maintained by a public
authority and open to public traffic.

Queue Jumper Lanes - Reserved lanes that allow transit vehicles to by-pass (cut to the
front of the line) the queued vehicles at entrance ramps to freeways.

Reverse Commute - Travel from home to work or from work to home against the main
directions of traffic.

Right of Way (R-O-W) - Priority paths for the construction and operation of highways, light
and heavy rail, railroads, etc.

Shuttle - Usually a service provided with a 20-or-less passenger vehicle connecting major
trip destinations and origins on a fixed-or route-deviation basis. Shuttles can provide
feeder service to main transit routes, or operate in a point-to point or circular fashion.

Single Occupant Vehicle (SOV) - Any vehicle where the driver is driving alone to work,
school, and other destinations.

Standard Metropolitan Statistical Area {SMSA) - A Census Bureau delineation for major
metro areas in the U.S.

Surface Transportation Program (STP) - A federal program designed to create flexible
funding for transit and highway construction. Funds may be used for a wide variety of
purposes, including: roadway construction, reconstruction, resurfacing, restoration and
rehabilitation: roadway operational improvements; capital costs for transit projects;
highway and transit safety improvements; bicycle and pedestrian facilities; scenic and
histpdﬁcal transportation facilities; and, preservation of abandoned transportation
corridors.

Telecommuting - Using a home computer or a neighborhood work center for work, effectively
eliminating the need to trave! to a conventional workplace.
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Teleconferencing - Using audio, video, and/or computer connections among sites for
meetings, eliminating any need to travel to the meeting site.

Texas Department of Transportation (TxDOT) - State agency responsible for
construction and maintenance of all Interstate, U.S., and State Highways and Farm-to-
Market (FM) Roads within the state.

Traffic District - A geographic unit comprised of several traffic serial zones which may be
used for the same purposes as traffic serial zones.

Traffic Serial Zone - The smallest geographically designated area for analysis of
transportation activity such as data coliection and travel movements within, into, and
out of the urban area. A zone can be from one to 10 square miles in area.

Transit - Transportation mode which moves larger numbers of people than does a single
automobile. Generally refers to passenger service provided to the general public
along established routes with fixed or variable schedules at published fares.

Transit Dependent - Persons who must rely on public transit or paratransit services for
m%s_t Iof their transportation. Typically refers to individuals without access to personal
vehicles.

Transportation - The act of getting persons or things from here to there, through personal or
communal means. An integral and vital human need, behavior, and/or service.

Transportation Conformity - A requirement of the CAAA that a regional emissions analysis
be conducted on transportation programs and plans to ensure that these plans meet
the State Implementation Plan’s air quality goals.

Transportation Control Measure (TCM) - Any measure designed to reduce congestion,
emissions, and other traffic problems.

Transportation Demand Management (TDM) - Strategies for easing or reducing
transportation demand, specifically aimed at diverting people from driving alone.
Programs used to improve air quality and congestion by decreasing vehicle miles
traveled and vehicle trips.

Transportation Improvement Program (TIP) - An MPO prepared document that identifies
specific highway and transit projects to be impiemented in an area over a three year
geriod, i.e.. this document covers the first three years of the Metropolitan

ransportation Plan. To receive federal funding, a transportation project must be
included in the plan and TIP.

Transportation Management Area (TMA) - Defined by ISTEA as all urbanized areas over
200,000 in population. Within a TMA, all transportation plans and programs must be
based on a continuing and comprehensive planning process carried out by the
Metropolitan Planning Organization (MPO) in cooperation with states and transit
operators. The TMA boundary affects the responsibility for the selection of
transportation projects that receive federal funds.

Transportation System Management (TSM) - That element of a TIP (Transportation
Improvement Program) which proposed non-capital-intensive steps toward the
improvement of a transportation system, such as refinement of system and traffic
management, the use of bus priority or reserved lanes, and parking strategies. It
includes actions to reduce vehicle use, facilitate traffic flow, and improve intemal transit
management.
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Travel Time - Customarily calculated as the time it takes to travel from "door-to-door." For . ‘
transit service measures of travel time include time spent accessing, waiting, and |
transferring between vehicles, as well as that time spent on board.

Trip - A one-direction movement from an origin to a destination.
Trip End - Origin or destination of a trip.
Trip Purpose - Reason for a trip.

Unified Planning Work Program (UPWP) - Annual report prepared by the MPO describing
transportation planning activities which will take place within the Austin ETJ.

United States Department of Transportation (DOT) - Principal federal funding and
regulating agency for transportation facilities. FHWA and FTA are agencies within
DOT.

Urbanized Area (UZA) - Area which contains a city of 50,000 or more population plus
incorporated surrounding areas meeting set size or density critera.

Vehicle Miles Traveled (VMT) - Term used for describing the total number of miles traveled
by a vehicle in a given time. Most conventional VMT calcuiation is to multiply average
iength of trip by the total number of trips.

Volatile Organic Compounds (VOC) - Toxic residual chemicals from fossil fuel combustion,
solvents, paints, glues, and some dry cleaning processes. VOCs contribute to ozone
formation and other pollutants.
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. 7.0 TRANSPORTATION ACRONYM LIST (TAL)
AASHTO American Association of State Highway and Transportation Officials
ADA Americans With Disabilities Act

AMARP  Austin Metropolitan Area Roadway Plan (City of Austin)
AMATP  Austin Metropolitan Area Transportation Plan {(ATS)
AMTC  Austin Metropolitan Trails Council

AARF Austin AlR Force

ATS Austin Transportation Study

CAAA Clean Air Act Amendments

CAMA  Clean Air Metro Austin

CDM Congestion/Demand Management

CMS Congestion Management System

DOT Department of Transportation

. EA Environmental Assessment
EiS Environmental Impact Statement
EPA Environmental Protection Agency
EPACT Energy Policy Act
ETJ Extraterritorial Jurisdiction

EXPY Expressway

FHWA Federal Highway Administration (part of United States DOT)

FFS Ferry Feasibility Study
FRY Freeway
FTA Federal Transit Administration {part of United States DOT)

HOV High Occupancy Vehicle
ISTEA  Intermodal Surface Transportation Efficiency Act of 1991
ITS Intelligent Transportation System

. LRP Long Range Plan
MAD Major Divided Arterial
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MAU
MNR
MPO
MUTCD
NHS
NOx
PAC
PIP
PKY
PSIDF
RFG
RVP
SDC
SIP
sSov
STIP
STP
STS
TAL
TCM
TOM
TiP
TMA
T™T
TSM
TNRCC
TxDOT
VOC
V-Trip

Major Undivided Arterial

Minor Arterial

Metropoiitan Planning Organization

Manual on Uniform Traffic Control Devices
National Highway System (part of ISTEA)
Nitrogen Oxides

Policy Advisory Committee

Public Involvement Program

Parkway

Private Sector Infrastructure Development Fund
Reformulated Gasoline

Reid Vapor Pressure

State Data Center

State Implementation Plan (under CAAA)
Single Occupant Vehicle

State Transportation Improvement Program
Surface Transportation Program (part of ISTEA}
Special Transit Service

Transportation Acronym List
Transportation Control Measure
Transportation Demand Management
Transportation Improvement Program
Transportation Management Area

Traffic Management Team

Transportation Systems Management

Texas Natural Resource Conservation Commission

Texas Department of Transportation
Volatite Organic Compounds

Voluntary Vehicle Trip Reduction Program
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o 80 LIST OF PREPARERS

Agencies
Austin Transportation Study
Capital Metropolitan Transportation Authority
City of Austin Environmental Conservation and Services Department
City of Austin Department of Planning and Development
City of Austin Department of Public Works and Transportation
Texas Department of Transportation

Travis County Public Improvements and Transponation Department

Consultants
Carter Burgess
E.P. Hamilton & Associates, Inc.
. Huston-Tillotson College
Opinion Analysts, Inc.

Parsons Brinckerhoff Quade & Douglas, Inc.
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10.0 INDEX TO POLICIES

Policy Topic Policy # Section/Page
Air Quality

- Ozone Advisory program B-4 4.3-3

- roadways D-2 4.5-4
Aimport

- intermodal access C-1 4.1-6

- intermodal scheduling C-3 4.1-6

- passenger and freight signage C-4 4.1-7

- shuttles C-2 4.1-6
AMATP

- agency responsibilities A-8 4.1-3

- implementation
Bicycles

- balance with automobiles A-8 4.4-7

- comprehensive program and goals A-1 4.4-3

- data for safety and usage C3 4.4-9

- design standards A-10, Attachment A 4.4-7,4.4-12

- education and training B-1, B-3 4.4-8

- FHWA standards A-4, Figure 4.4-1 4.4-3,4.4-4

- facilities on improved roadways A-3 4.4-3

- facility maintenance E-1 4.4-10

- funding A-7 4.4-7

- incentives A-2 44-3

- interface with transit A-13, C-2 4.4-7,4.4-9

- local plans A-11, C-1 4.4-7,44-9

- metropolitan route system A-5, Figure 4.4-2 4.4-5 44-6

- priority for facilities A-12 4.4-7

- recommendations from bicyclists A-6 4.4-3

- safety and law enforcement D-1, D-2 4.4-10

- Share the Road campaign B-2 4.4-8

- shower and storage facilities C-8 4.4-10

- subdivision development regulations C-7 4.4-10
Compact City

- activity centers and alternative travel A-1 4.5-3

- focused growth B-1 42-6

- infill development A-2 4.5-3
Congestion/Demand Management

- travel demand reduction measures B-1t0B-7 4.3-3

see also: Congestion Management System;

Roadways; Trip Reduction Program.
Congestion Management System

- federal funding A-3 4.3-3

- local coordination A-2 4.3-3

- regional system A-1 4.3-3
Collector Street Plan C-1 4.5-3
Commuter Education Program B-4 4.3-3

Environmental Sensitivity, see Roadways
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Fixed Guideway
- Fixed Guideway Network 2020
- support for system

Freight
- altemative roadway and rail routes
- further studies
- hazardous materials
- interchange improvements
- operational policies
- refocation of UPRR
see also: State Highway 130

Growth Management

High Occupancy Vehicle (HOV)
- lanes
- Park/Bike-and-Ride lots
- preferential treatment
- priority for roadway improvements
- publi¢/private sector initiatives

infill Development
- public/private cooperation
- utilization of existing roadways

inteliigent Transportation System (ITS)

fntermodalism
- bicycles and pedestrians
- ISTEA funding
- roadways
- transfer centers
see also: Airport

Land Use
- coordination with iocal jurisdictions
- focused growth
- monitoring system
- review by Capital Metro
- transit corridors
see also: Compact City;
Monitoring Program,;
infill Development.

Light Rail, see Transit

Local Transportation Plans
- compatibility with AMATP

see also: Population/Employment Forecasts

Management Systems
Mixed-use Development

Monitoring Program
- regional monitoring

Multi-purpose Activity Centers

Park, Bike-and-Ride Lots
- access

Figure 4.2-5
-2
C-1t0C-4
E-1to E-4
B-3
D-1toD-3
B-1toc B-2
A-3
B-5
Cc4
B-3
C-1
B-1
C-3
B-3
A-2
-5
Cc-2
B-1
A-3
C-5

©wPE>P
AND =W

A-7
C-4

A-6
A-5

B-3

4.1-1

4.1-2
4.2-7

4.1-2
4.1-2

4.1-5
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Parking
- fees for SOVs
- management plan

Passenger Rail, see Transit

Pedestrians
- balance with automobiles
- crosswalk retrofitting
- comprehensive program and goals
- design standards
- education
- facilities on improved roadways
- facility maintenance
- funding
- incentives
- local plans
- Pedestrian Activity Zones (PAZ)
- Pedestrian Coordinator position
- prionity for facilities
- recommendations from pedestrians
- safety and law enforcement
- sidewalk connections
- sidewalk database

Population/Employment Forecasts
Project Implementation Programs

Public/Private Cooperation
- development opportunities
- travel reduction initiatives

Roadways
- access standards
- Adopted Roadway Plan
- Adopted Roadway Table
- discourggement against widening
- Environmental Impact Statement (EIS)
- Functional Classification Criteria
- environmental sensitivity
- incident management
- maintenance
- operational improvements
- Road Pricing Pilot Project
- Service and Design Standards
- sound walls
see aiso: Compact City,
High Occupancy Vehicle;
State Highway 130; Traffic.

Sidewalks, see Pedestrians

Single Occupancy Vehicles (SOVs)
- reduction in travel of SOVs

Sound Walls, see Roadways

Special Transit Services, See Transit
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State Highway 130 (SH 130)
- freight movement
- SH 130 "Vision"

Telecommuting
- reduction in travel

Traffic
- calming techniques
- Traffic Management Team

Trails
- AMTC
- comprehensive program and goals
- design standards
- education
- facility maintenance
- off-road trails ptan
- priority for facilities
- subdivision development regulations

Transit
- accessibility for elderly and disabled
- Adopted Transit Table
- Capital Metro Service Area
- Description of Transit Service
- environmental quality
- fare policies
- fixed guideway service
- funding
- HOV usage
- Land Use Development Patterns
- Long Term Transit Network
- neighborhood preservation
- passenger rail and teminal
- preferential treatment
- Principal Transit Corridors
- Ridership
- rural
- special transit services
see also: Land Use; Fixed Guideway;
State Highway 130.

Transportation Demand Management,
see Congestion Demand Management

Trip Reduction Program (V-Trip}
- encouragement for V-Trip
- major employer participation
- pilot program

Utility Location

Walking, see Pedestrians
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