







































































from higher to lowetr type roadway design;

{(2) Development of major radial urban expressways from outside
of the urban ring roadway to the fringe of the urbanizing
area;

(3) Development of major arterials to provide access to freeways
or expressways, to provide for through movement in the urban
fringe area;

(4) Development of minor arterials for movements between
residential areas and access to larger roadways.

b. Transit General Characteristics:

(1) Development of park-and-ride terminals and exclusive transit-
ways along major roadways served by priority tramsit to the
urban core;

(2) Development of intermediate transit service in selected
areas to provide access to exclusive transit and provide for
movement across urban/suburban development in the urban
fringe area.

c. Associated Land Use Implications:

(1) Application of special land use/development controls
within impact zones along freeways and expressways and
around transit terminals;

(2) Encourage new commercial (office, retaill) and apartment
development to occur in multiuse clusters located near
the intersection of major roadways and/or transit terminals;

(3) Application of land use/development controls within a
corridor to prevent overloading of the corridor's roadway
and transit facilities.

In addition to the development of the major transportation modes, it is
necessary to encourage the development of other forms of tramsportation.

Some of the major characteristics of the other modes within the system are
described below:

1. Development of a pedestrianway system along all streets within the
urban and urbanizing areas;

2. Development of a bikeway system along all major and minor arterials
and collector streets within the urban and urbanizing areas;

3. Development of bikeways and of pedestrianways across freeways,
expressways, rallroad tracks, and other physical barriers to travel;

4. Provide facilities for bicycle and pedestrian access to and between
schools, transit stations/terminals, activity centers, neighborhoods,
and parks;

5. Provide a highly developed, integrated pedestrianway (malls, side-
walks, aerial walkways, etc.) system within major activity centers;

6. Require all building and transportation facilities used by the
public to be architecturally barrier free for the elderly and
mobility impaired;
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7. Provide specialized transit service for the mobility impaired;

8. Encourage timely planning and implementation for municipal airport
improvements and/or relocation in order to satisfy both air
carrier growth and to provide for general aviation needs.

9. Encourage the development of a single passenger terminal for
intevcity common carriers, such as bus lines and Amtrak;

10. Examine the relocatiom of railroad lines {M.P., $5.P., M,K.T.)
curtently located within the urban ring.

Levels of Roadway and Transit Emphasis

The Long-Range Transportation plan identifies major transportation corridors
within the Austin/Travis County area. Since most travel occurs within these
identified corridors, varying emphasls will be placed on roadway and transit
facllitles and services.

There are numerous transport facilities which are pnot identified as majnr
transportation corridors. Such reoadway facilities as collector and local
streets; translt services including local, feeder, and demand responsive
transit; and nommotorized transportation including cycling and walking, provide
necessary transport functions in the total transportatlon system. In relation
to major facilities, however, their service 1s more localized in nature, and
thus they are planned for and operated by the appropriate unit of government.

Four levels of roadway emphasis and three levels of transit emphasis are
specified in the Long-Range Transportation Plan. The level of emphasis shown
for each facility 1s set forth to reflect the anticipated maximum expected
development of roadway and transit within each corridor. If growth, develop-
ment, and travel conditions change significantly in ensuing years, then the
specified level of transit or roadway emphasis can be redesignated to a lower
or higher level to reflect current conditions. The levels include the
following:

Roadway Level of Emphasis Transit
Freeway I Exclusive Transit
Expressway Ir Priority Transit
Major Arterial I1I Intermediate Transit
Minor Arterial v

A more detailed description of each level of emphasis in the previous table
can be found in Appendiz B.

Identification of Corridors and Levels of Emphasis

Based on analysis of existing and future travel ways, major tramsportation
corridors have been identified, Each corridor 1s expected to have specific
emphasis of roadway, transit, or combination roadway-transit actiyities.
These levels of emphasis which are expected to be the mazimm development,



are presented for each corridor on Exhibit 3. The lines indicated on
Exhibit 3 indicate general location or routing of various corridors and not
the designation of specific facilities, nor a commitment to construct any
project.

Corridor Study Priorities and Procedures

Because there are many significant transportation corridors, it is necessary
that priorities be established on an annual basis in order to identify sequen-
tially those requiring study and analysis. Procedures for the conduction of
corridor studies will set forth a systematic ‘and technically adequate process
for the comprehensive examination of all tramsportation (roadway, transitway,
bikeway, and pedestrianway) needs within the corridor.

As a result of these corridor studies, along with concurrent neighborhood and
activity center studies, the Long-Range Transportation Plan will prov1de
specific courses of action to be followed in the development of the area's
transportation system.
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APPENDIX A
DEVELOPMENT AREAS AND CHARACTERISTICS
AND CORRIDOR DESIGNATIONS

Development Areas

As a part of the proposed Long-Range Plan, development characteristics have
been identified for three different areas within the county. The concentric
rings that form the boundaries between these areas generally represent the
1imits of various stages of urban development. While these development
stages are relatively homogenious throughout any one area, they vary between
each. Similar development stages within each area include:

population density

population and transportation activity

transportation facility costs

transit service costs

relative "fixedness" of land use, road alignments, etc.

* % % ¥ %

To some degree the similarities within and the variation between areas pro-
duces transportation problems and needs unique to each area. How these
problems are to be addressed, and how the uniqueness of development within
the areas is to be preserved require application of transportation develop-
ment characteristics suitable for the individual area. By categorizing the
transportation development characteristics, they are tailored to the appro-
priate problems and needs of an area.

The boundaries of Areas 1 and 2 as depicted by Exhibit 2 in the Long-Range
Plan represent generally the Timits respectively of the intensively developed
core area and that of the urban area. These developmental area boundaries
have been selected with planning convenience in mind, and whereas the core
area may be considered more relatively fixed, neither it nor the urban bound-
ary is intended to be totally rigid. With justification, developmental
characteristics may be applied across the boundaries on a case by case basis.

The three areas illustrated in Exhibit 2 in the Long-Range Plan have been
designated as follows:

Area 1 - This area is for the most part totally developed, and char-
acterized by a collection of intense and specialized activity
centers. Changes in land use are generally a result of
redevelopment activities. The location and widths of trans-
portation facilities are expected to remain predominantly fixed.

Area 2 - This area is composed primarily of developed urban areas which
are currently experiencing infill development and some redevel-
opment. The alignments for providing transportation services
are relatively fixed,
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Area 3 - This area is mainly composed of areas of undeveloped land
within the county, There are, however, isolated pockets of
development, and a few areas already completely urbanized,
particularly adjacent to the inner boundary of Area 3. The
locations of major roadways and transportation services are
not fixed, nor unduly constrained.

Development Characteristics

Tha

development characteristics which have been identified in the Long-Range

Plan reflect an intent for the manner in which the transportation system

should develop in each of the three areas. As written, they speak to the
type of mobility to be offered by the transportation system. The desired
relationship of the transportation system with the environment, neighbor-
hoods, urban development, and aesthetics is not directly identified even

though, in some cases, it may be directly implied.

The

The

The

intent of the development characteristics in Area 1 is to:
* Encourage revitalization of the urban core.

* Increase or optimize the person carrying capacity of existing road-
ways primarily through the use of transportation system management
{TSM) strategies and allowing minor roadway reconstruction.

* Encourage use of transit to Area 1 destinations by providing good
service from Areas 2 and 3 and an excellent circulation system
within Area 1.

intent of the development characteristics in Area 2 is to:

* Encourage large scale redevelopment to occur in multiuse activity
centers located at points served by major transportation facilities.

* Maximize the use of TSM strategies to improve existing roadway facil-
ities with onty limited roadway development to improve safety and
aliow traffic movement on roadways which do not peretrate and are
buffered from residential areas.

* Improve transit to provide a hetter-than-basic service within Area 2
and a high level of service to Area 1 and other major activity centers.

intent of the development characteristics in Area 3 is to:

* A1Tow and encourage urban development to occur in conformance with
the growth corridors (as identified in the City of Austin Comprehen-
sive Plan) by providing transportation facilities and access.

* Ipsure that the function of the transportation facilities are not

overly impaired in the future by "improper” land use adjacent to the
facility or within the corridor.
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* Foster the use of priority transit into Areas 1 and 2 from outlying
locations within Area 3, and of intermediate transit in contiguous
development in Area 3.

A few additional development characteristics are identified for application
to the entire area. The intent of these is to:

* Promote substantial development of bicycle and pedestrianway networks.

* Promote architecturally barrier-free buildings and transportation
facilities.

* Encourage coordination of intercity surface passenger transportation
at a single terminal.

Transportation Corridors

Exhibits 3A and 3B in the Long-Range Plan identify the corridors to be
emphasized for transit or automobile use in the future. The corridors and
transportation emphasis in conjunction with the applicable area development
characteristics identify the manner in which the transportation system
should be developed.

Within Area 1, no new roadways are proposed except a possible new bridge
across Town Lake as an extension of Barton Springs Road northeasterly. TSM
improvements are implied to establish an integral set of north/south one-way
pairs to facilitate movement and foster revitalization of the urban core,
East/west moverent {s encouraged onto the most appropriate facilities.
Transit service in this area is characterized by a north/south spine with
good east/west circulation and connections with the rest of the transit cor-
ridors. Again, local service is implied,

Within Area 2, Exhibit 3A indicates the most appropriate roadways on which
to concentrate auto traffic and at the same {ime minimize the level of
traffic on other reoads and through neighborhoods. Roadway facilities which
presently exist will remain with TSM improvements applied to promote more
efficient operation, No new freeways are shown inside the freeway ring
beyond those already programmed, The transit emphasis within Area 2 illus-
trates a pattern with crosstown routes and priority and exclusive transit
radial routes. Local transit service has not been shown but is implied as
essential to provide an adequate level of service throughout Area 2 and to
provide access to the priority and exclusive transit corridors. The major
fransit corridors are superimposed onto major arterial alignments which will
have high levels of activity and numerous destinations along their length.

Within Area 3, the designation of roadway ccrridors is to provide access to
and reinforce the growth region as identified in the City Comprehensive Plan
while also recognizing the need to accommodate the momentum of urbanization
out the U.S.183 north and U,5.290 west corridors. Transit service extending
into Area 3 {s composed of priority and intermediate levels of service with
no construction of fixed transit facilities. The provision of local transit
service is not identified.
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Implied throughout the entire area is a coordinated and strong pedestrian/
bicycle system to complement both roadway and transit systems,
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APPENDIX B
DEFINITIONS OF LEVELS OF EMPHASIS

LEVELS OF ROADWAY EMPHASIS

LEVEL I: FREEWAY

Physical Design: Multiple-Tane roadways which are separated by a
continuous median strip or barrier.

Functional Characteristics: A high speed, high capacity facility
which serves as a primary route for long distance rural-urban,
inter-urban, and intraurban through movement of persons, and
goods.

Access: The control of access is fully exercised to give preference
to through traffic by:

1)} Providing grade-separated access connections with selected
public roadways.

2) Prohibiting crossings at grade and driveway connections to
main lanes. ’

Full control of access for the freeway is accomplished by a) public
purchase of any existing access rights that may have accrued to
adjacent land along the roadway alignment, or b) provision of
frontage roads contiguous to and generally paralleling the main
roadway that would intercept, collect, and distribute traffic
desiring to cross, enter, or exit from the freeway, and that would
also furnish access to adjacent properties which have access rights.

Land Use Relationship: Each method of achieving full control of
access wi1l generate or be responsive to different land use charac-
teristics of the adjacent property. The provision of frontage roads
will encourage or reinforce the development of higher intensity
residential or non-residential land uses in a linear fashion along
the freeway corridor, as well as in the areas where access connections
are provided with other roadways. The purchase of access rights or
the lack of frontage roads along the freeway will discourage the
development of adjacent land between points of access and encourage
the development of higher intensity land uses along crossing roadways
near the points of freeway access. Special "Impact Zones" may be
created along a freeway corridor to define the public policies
pertinent to the relationships between existing and proposed develop-
ment of nearby land, access, and the desired roadway operations.




Right-of-Way: The amount of space required by a freeway varies
depending upon considerations such as topography, number of free-
way travel lanes, provision and width of frontage roads, design of
interchanges with other roadways, utility and drainage requirements.
The specific design of a freeway determines the actual right-of-way
requirements. In general, right-of-way width for a freeway
{excluding interchanges) could be expected to range from 200-400
feet, or 61.0 to 122.2 meters.

Examples of freeways in Austin:
With frontage roads - Interstate 35
Without frontage roads - MoPac Blvd, (Loop 1) from Enfield Road to
North Hills Drive
LEVEL II: EXPRESSHAY

Physical Design: Multiple lane roadways which are separated by a
median strip or barrier along most of the facility.

Functional Characteristics: A moderately high speed, moderately high
capacity facility which may serve as & primary or secondary route
for long distance rural-urban, interurban, and intraurban through
movements of persons and goods.

Access: The control of access is partially exercised to give preference
to through traffic by grade-separated access connections which are
usually provided at intersecting major roadways, controlled at-grade
crossings with minor streets, and limited direct private driveway
connections. The number, location, and geometric layout of these
private driveway connections are controlled so as to insure the
general safety of roadway users and to insure that roadway operations
are not impaired by the availability of access to adjacent land,

Land Use Relationship: The partial contral of access inherent in the
design of exprassways is intended to allow some access to abutting
land, but on a limited basis. In areas where land use intensity
is generally low or scattered (such as rural areas), direct driveway
connections can suffice for the limited volume of traffic entering
or exiting from those points. However, in areas where higher inten-
sity land use concentrations may exist along an expressway {within
urban areas), high volumes of entering and exiting traffic may
require additional design measures to provide access without
impairing safety and roadway operations. Examples include the
provision of frontage roads to separate through traffic and local
access traffic along short segments of an expressway, the provision
of internal street networks within the abutting properties which
would have access to the expressway at controlled locations or a
combination of both. Special "Impact Zones" may be created along
an expressway corridor to define the public policies pertinent to
the relationships between the existing and proposed development of
adjacent land, access, and the desired roadway operations.




Right-of-Way: The amount of space required by an expressway varies
depending upon considerations such as topography, number of travel
lanes, provision of frontage roads, design of interchanges with
other major roadways, utility and drainage requirements. In
general, the right-of-way width of an expressway would range from
150-250 feet, or 45.7-76.2 meters.

Examples of Expressways in Austin: Ben White Blvd., Research Blvd.,
and SH 71E: however, the appiication of the usual expressway con-
cept as defined is very limited in Austin due to the limited number
of grade separated crossings and the excessive number of private
driveway connections along these facilities.

LEVEL III: MAJOR ARTERIAL

Physical Design: Multiple lane roadways which are often separated by
2 median strip along much of the facility or a single, undi vided
roadway. Both types include separate or designated lane spaces
for turning traffic at all major intersections.

Functional Characteristics: A moderate speed, moderate capacity
facility wnich may serve as a primary route for long distance
interurban and a secondary route for long distance rural-urban and
intraurban through movement of persons and local movement of goods,
or serve as a primary route for short distance intrarural or intra-
urban movement and for collection and distribution of traffic
between higher and lower level roadways in urban and rural areas.

Access: The control of access is not exercised to limit the number
of points of ingress or egress, except through goverance of the
placement and geometric layout of private driveway connections.
These are located and designed to insure the safety of roadway
users and to insure that roadway operations are not overly
impaired by the availability of access to adjacent land.

Land Use Relationship: The minor control of access inherent in the
design of major arterial roadways is intended to allow limited
access to abutting land. Higher intensity land uses will generally
occur in a linear fashion along the roadway, with a resulting demand
for numerous driveway connections whose ingress and egress traffic
can cause the general roadway operations to deteriorate. in some
instances, abutting property owners may be encouraged to establish
a single, common driveway for several land parcels that would coin-
cide with the median opening.

Rignt-of-Way: The amount of space required by a major arterial
facility varies depending upon considerations such as topography,
number of travel lanes, utility and drainage requirements. In
general, a major arterial could be expected to range from 100-150
feet, or 30.5-45.7 meters.
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Examples of Major Arterials in Austin:

Divided: William Cannon Drive, Anderson Lane
Undivided:
w/o center left turn storage: Burnet Road (45th-Koenig l.ane)
w/ center left turn storage: Airport Blvd. (45th-Lamar; Manor
Rd.-Fast 7th St.), Lamar Bivd. (Ben White Blvd.-Barton Springs
Rd; Guadalupe St.-Morrow St.)

LEVEL 1V: MINOR ARTERIAL

Physical Design: Multipie lane roadways which may be separated by a
median strip along some of the facility or a single, undivided road-

way. Both types may contain separate or designated turning lanes
at major intersections.

Functional Characteristics: A medium speed. medium capacity facility
which may serve as a primary or secondary route for short distance
intrarural or intraurban movement and for collection and distribution

of traffic between higher and lower level roadways in rural and
urban areas.

Access: The control of access is not exercised to 1imit the number of
points of ingress or egress, except through governance of the
normal placement and geometric layout of private driveway connections.

Land Use Relationship: The minor control of access inherent in the
design of minor arterial roadways is intended to allow substantial
access to abutting land. A mixture of low and higher intensity
land uses can be expected along a minor arterial (except in the
‘urban core) and much of the higher intensity commercial land use
tends to concentrate around intersections with other important
roadways. Access to land which is adjacent or near intersections
requires evaluation to insure that local ingress or egress to these

properties will not significantly impair traffic movements through
the intersections.

Rights-of-Way: The amount of space required by a minor arterial varies
but in general the right-of-way could be expected to range from 70
to 110 feet, or 21.3 to 33.5 meters.

Examples of Minor Arterials in Austin:

Divided: Rundberg Lane
Undivided: South Ist Street



LEVELS OF TRANSIT EMPHASIS

LEVEL I: EXCLUSIVE TRANSIT

Physical Design: A fixed guideway or busway for exclusive use of transit
vehicles.

Functional Characteristics: A high speed, high capacity facility which
serves as a primary route for long-distance urban transit movement of
persons within major urban corridors. Service is very freguent with
5 to 10 minute headways in peak hours. This level of emphasis also
applies to exclusive guideway 1nterna1 circutation systems for major
activity centers.

Access: Passengers would enter and exit the system at transit stations
or transit terminals. Transit vehicles would stop only at these
(station/terminal) points.

Land Use Relationship: Transit stations/terminals and the surrounding
area should foster moderate to intensive land use occurring in a
clustering or nodal fashion around the station/terminal. Within
one-half mile, non-motorized (walking and cycling) access to the
transit station/terminal should be emphasized. Within one to one-
fourth mile, internal circulation systems and feeder transit should
serve as the major form of access. Multi-use {commercial, retail,
office, high~density residential) major activity centers and major
special purpose (U.T., Capitol Complex, Municipal Airport, etc.)
centers should be served by rapid transit facilities. Special
"Impact Zones" shouid be considered for implementation up to one-
half mile from the station/terminal.

Right-of-Way: The amount of space required for an exclusive transit
facitity varies depending on the transit mode and whether the
facility is a subgrade, at-grade, or elevated facility. Generally,
right-of-way of 40 to 80 feet (12.2 to 24.4 meters) is sufficient
for transit-way development. Additional R-0-W is required near
the stations.

Examples of Exclusive Transit: Shaker Heights (Cleveland) light rail
transit-Tine and Shirley Highway (Virginia) busway.

LEVEL II: PRIORITY BUS TRANSIT

Physical Design: A specially treated roadway designed to give priority
to movement of transit vehicles. Examples of priority treatment are

reserved travel lanes, signal pre-emption, and freeway bypass ramps,
etc.
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Functional Characteristics: A high to moderate speed, moderate capacity
facility which serves as a primary route for urban-to-suburban and
urban movement of persons within major urban-to-suburban and major
urban corridors. Service is frequent with 10 to 20 minute headways
during peak hours.

Access: Passengers would enter the system at transit stations, transit
Terminals, or curb-side transit stops. Transit vehicles would stop
only at the stations or terminals and at selected infrequent curb-side
stops.

Land Use Relationship: Priority bus service should foster a moderate
Use of Jand around stations or terminals where non-motorized trips
and feeder transit service are emphasized as the primary means of
access. Where park-and-ride {auto access) access is emphasized,
the station/terminal should have 1ittle influence on the immediate
land use. Park-and-ride access would emphasize service from primarily
Tow density, single family residential areas via auto to the transit
system. The curb-side transit stops would not significantly influence
the surrounding land use, other than possibly to reinforce existing
Tand use.

Right-of-Way: The right-of-way for priority bus services would be
within the roadway of an existing or proposed roadway facility. One
or two travel lanes, 12 to 24 feet (3.7 to 7.3 meters), may be
reserved for exclusive use by transit during specified time periods.

Examples of Priority Bus Transit: Trolley operations within the roadway
and Dixie Highway (Miami, Florida) busway.

LEVEL III: INTERMEDIATE BUS

Physical Design: A roadway where transit and other vehicles share the
use of the travel Tanes.

Functional Characteristics: A moderate to low speed, moderate to low
capacity facility which serves as a secondary route for urban or
suburban movement of persons within urban and suburban corridors.
Priority is given to providing frequent to very frequent service
with 5 to 20 minute headways during peak demand periods. Intermediate
bus service would also apply to intérnal circulation service in
activity centers where this service is operated in mixed traffic
within the roadway.

Access: Passengers would enter the system at curb-side transit stops
that are frequently spaced (every 2 to 4 blocks) aleng transit routes
or at transit stations/terminals where priority local transit routes
intersect exclusive transit and/or priority bus routes,

Land Use Relationship: Intermediate bus should not have a significant
impact on surrounding land use. The system's capacity and speed are
too low and the frequency of transit stops too numerous to channel
the volume of people through a specific point that would be necessary
to induce major changes in land use. The service could possibly
stabilize or reinforce existing land use.
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Right-of-Way: MNo transit right-of-way would be required due to the fact
that intermediate bus service will operate in mixed traffic (in the
same lanes as other roadway vehic?es? on roadways.

Examples of Intermediate Bus: U.T. Shuttie Bus routes to campus--
Enfield Road, Intramural Field, North Riverside, etc.
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