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Executive Summary
Purpose of the Plan

The Austin Strategic Mobilty Plan is a comprehensive multimodal transportation plan for the future of
our transportation networkand it is needed for us to achieve the mobility outcomes that wil help to
improve and sustain the qumliof life for all community members. Austinites want our city, and our
transportation network, to be safe, accessible, and inclusive for all members of our community. And we
all want to be able to get where we want to go, when we want to get therdlamhisgsents the policies
needed to guide us and the actions necessary to achieve our common goals as identified in the Imagine
Austin transportation vision.

Imagine Austin Transportation Vision

Our comprehensive plan calls for Austin to be mobile andcioteiected. We envision a transportation
network that is accessible and reliable, provides choices, and serves the diverse needs of our community.

AUSTIN IS MOBILE AND INTERCONNECTED
o AAustin is accessible. Our tr afogigethat at i on
are efficient, reliable, and cesftfective to serve the diverse needs and capabilties of our
citizens. Public and private sectors work together to improve our air quality and reduce
congestion in a col | a-bnoagire Austn€omprehdnsier e at i ve
Plan

Mobilty Goals

In reviewing past public engagement efforts, eight mobilty goals emerged as recurring themes raised by
Austin residents that serve as the goals for the Austin Strategic Mobility Plan: Commuter Delay, Travel
Choice, Health & Safety, Affordability, Sustainabilty, Placemaking, Economic Prosperity,

and Innovation.

Commuter Delay Reduce the amount of time workers spend traveling between home and work.
Placemaking Build a transportation network that encouragesal interaction through quality
urban design, and connects users to the many places that make Austin unique.

Travel Choice- Promote a balanced transportation network and the ability to make informed
choices based on personal needs and preferences.

Ecaomic Prosperity Promote economic growth for individuals and the city through strategic
investments in transportation networks that meet the needs of the 21st century.

Affordability - Lower the cost of traveling in Austin by providing affordable traytibos.
Sustainability - Promote integrated designs and quality additions to the buitt environment while
reducing impacts and promoting efficient use of public resources.

Health and SafetyProtect Austinites by lowering the risk of travedlated injuryand promoting

public health.
Innovation Draw inspiration from forwaiidoking cities around the world, change the way we
think about whatodés possible, and set an exampl

The Process

These goals were the starting point for thestkuStrategic Mobility Plan engagement efforts which

began in early 2017 and occurred over four phases. In phase one, we asked the community to prioritize
the plan goals. In phase two, we wanted to get input on future transportation scenarios and what
mohlity strategies the community wants to pursue to achieve the goals of the plan. In the third phase of
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engagement, we asked for feedback on draft policies and maps that make up the future transportation
network. Together, these priorities and prefereimfesmed the development of the plan. The last phase

of engagement is the adoption process where the plan is reviewed by the community. Feedback will be
heard through boards and commissions, public hearings, and ultimately City Council action.

Mobilty Talks
Used to determine 8 goals of ASMP

Phase 1: Brainstorming
o Prioritizing goals and gathering broad thoughts from community
Phase 2: Exploring Scenarios
o Consideration of three transportation scenarios
Phase 3: Creating the Draft Plan
0 128 policies
o Citywide priority networks/projects
Phase 4: Sharing the Draft Plan
o0 Public Hearings (Boards and Commissions, Council)
o City Council Adoption



Motivation behind the Plan and Primary Plan Objective

There are many factors that motivated the recommendations contathiadthis plan including past

policy direction, what we heard from the community, our challenges, and our analysis of our projected
growth and what it means for mobility.

Since our last transportation plan was adopted in 1995, Austin has added @®@J 4&®ple and our
regionds population is slated to double in the ne

This growth trend is important when we consider our mode share. Our current mode share is 74%
drive-alone to work, meaning 26% of working age members of our community eeéngaby some

other mode of transportation (taking transit, riding a bicycle, walking, carpooling, or teleworking). This
measure is an important indicator of our congestion, transportation choices and access to those choices,
and is a proxy for other comunity goals, such as air quality and affordability.

We conducted an analysis to understand what would happen if our mode share was maintained or if it
shifted. In our most progressive multimodal scenario with a 50/50 mode share, 50%ia®/e50%

all ather options combined, we can manage congestion based on our forecasted growth by 2039. This
means that we could maintain approximately the same number of cars as we have on the road today,
while almost doubling in population. By aggressively shiftinggi@vth of total trips to other modes and
strategically expanding roadway system capacity, where feasible, we responsibly manage congestion into
the future.

There are many ways to arrive at our 50/50 mode share goal. Below is one of what could be several
different transiintensive pathways to get there. Our primary objective is to track reducing our
dependence on driving alone while keeping an eye on the trends of individual modes, allowing us to
adjust as new solutions and options emerge during thef ifee ASMP. This analysis was critical
motivation for the development of the Austin Strategic Mobilty Plan.

Current Mode Share

Mode Percentage
Drive Alone 74%

Transit 4%
Telework 8%

Walk 2%

Bicycle 1%
Carpool/Taxicab/Other 11%




Goal: 2039Mode Share

Mode Percentage
Drive Alone 50%
Transit 16%
Telework 15%

Walk 4%

Bicycle 4%
CarpoolTaxicab/Other 11%

Top Strategies to Reach 50/50 Mode Share by 2039

Reduce traffic fatalities, serious injuries by focusing on safety culture, behaviors

0 We must strategically promote a culture of safety by emphasizing education and
encouragement focused on behaviors that contribute the most to traffic injuries and fatalties,
while continuing to incorporate safe design principles into our multimodal tnicagre.

Move more people by investing in public transportation

0 We should invest in a complete public transportation system, witkchighcity vehicles in
dedicated transit pathways, because it has the abilty to move the most people in the region
and tliough the core of Austin.

Manage congestion by managing demand

o Transportation demand management (TDM) is an approach to tackling congestion through
strategies that more quickly reduce our impact on the transportation network rather than
adding costly capdty.

Build active transportation access for all ages and abilties on sidewalk, bicycle, and urban trail

systems

o0 Expand multimodal transportation choices by completing the sidewalk, bicycle, and urban
trail systems, with a focus on completing the higheistify projects in the neaterm.

Strategically add roadway capacity to improve travel efficiency

0 We should strategically add capacity for motor vehicles and improve the street grid to better
distribute trips across the community. Working with partnemspoove intersection
operations and reduce bottlenecks in the roadway system wil help smooth the flow of traffic.

Connect people to services and opportunities for better health

o Ourtransportation network should increase access to healthyhimithcare, workforce
assistance, and childcare. By increasing choices for how we travel, we can provide the
community with improved opportunities to meet these needs.

Address affordability by linking housing and transportation investments

0 We must coording housing and transportation investments to maximize affordabilty and
minimize displacement knowing that mobility is a key component of household affordability.

Right-size and manage parking supply to manage demand

o0 We should dynamically manage parkingy@nd and supply to balance the needs of people
and goods delivery. Dynamic parking management includes innovative curb space
management and pricing as a tool to manage congestion.

Develop shared mobility options with data and emerging technology



o Focus onkared mobilty capabilties in the piloting of emerging technology. From public
transportation to shared and-d@@mand mobilty services, technology and data can connect
our vehicles and infrastructure with people.

Build and expand community relationshidth plan implementation

0 Recognizing the impact our transportation network has on our community, where we choose
to live, and how we interact with each other, it is vital that all voices in our community are
heard and are sought out to participate in theetbpment of transportation projects and
programs.

Key Action Items
To implement the Austin Strategic Mobility Plan there are some key actions items that should be
completed in the nedgerm. These are:
Establish benchmarks and targets for all AShRtators
Advance public transportation initiatives, including Project Connect
Update the transportation elements of the Land Development Code
Expand the reach of TDM programming to more parts of the community
Design and build improvements funded by tbé&and 2018 bond programs
Complete the Street Impact Fee and fRadioactive Hazardous Material Route Designation
programs
Participate in the CAMPO 2045 Plan
Complete the Transportation Criteria Manual update

What 6s in the Plan?
Indicators + Targets: Morgpecific measures of our goals which help us know how well we are
achieving them. Some indicators have identified targets necessary to make ambitious yet
reasonable progress toward a goal within a specified timeline.
Policies: A definite course or methoflaction to guide and determine present and future
decisions
Actions: Steps necessary to support policies, programs, and projects
Priority Networks: Designated for the roadway, public transportation, and bicycle systems to
show where modes are prioritized improve operations
Transportation Network Maps: Identify possible projects the City may pursue in the next 20 years
based on a variety of factors, including the evolving needs of the transportation network,
engineering analysis, public input, and aalalé funding
Street Network Table: Inventory of our streets and their future conditions, which wil be used to
identify right of way requirements



Introduction

Purpose of the Plan

In 2012, the City of Austin adopted the Imagine Austin Comprehensive TPisnwvas the culmination of

many years of planning efforts across the city, and it defined a vision for Austin as we reach our 200th
anniversary in 2039. One of the key actions identified in Imagine Austin was to create a mobilty plan, the
Austin Strategc  Mobi lity Plan, to guide future growth of

Austin has changed greatly in the past 20 yéarxially, economically, and technologically. Given the
continuous growth of Austin and its surrounding communities, the AB#trtegic Mobilty Plan is an
important communitdriven step to absorb and enhance growth in a way that balances travel needs and
creates true choices among our mobility options.

The Austin Strategic Mobility Plan is a comprehensive multimodal tramgijoortplan for the future of

our transportation networkand it is needed for us to achieve the mobility outcomes that wil help to
improve and sustain the quality of life for all Austinites. We want our city, and our transportation
network, to be safecaessible, and inclusive for all members of our community. And we all want to be
able to get where we want to go, when we want to get there.

The Austin Strategic Mobility Plan integrates the recommendations from previous transportation

plans dedicated tepecific modes, such as our Sidewalk, Bicycle, and Urban Trails plans, into one
comprehensive document to align them into complementary systems. Additionally, it provides the basis
for systems and strategies that do not have standalone plans, like theysgstem and managing

demand.

This plan presents the goals we want to achieve, the policies needed to guide us, and the actions
necessary to achieve the Imagine Austin transportation vision.

Imagine Austin Transportation Vision

The vision of this planvas established in Imagine Austin. Our comprehensive plan calls for Austin to be

mobile and interconnected. We envision a transportation network thatis accessible and reliable, provides
choices, and serves the diverse needs of our community. Imagine Acistiowledges that we need to

buil d-ciat idi g ransportation ndéanetworkikhattmovesmpeoplegaroondr bi g
the city and region conveniently and safely, with or without a car.



Austin is mobile and interconnected

Austin is accessible. Our transportation network provides a wide variety of options that are efficient,
reliable, and costffective to serve the diverse needs and capabilties of our citizens. Public and private
sectors work together to improve our air quadityd reduce congestion in a collaborative and creative
manner.
Interconnected development patterns support public transit and a variety of transportation
choices, while reducing sprawl, congestion, travel times, and negative impacts on existing
neighborhoods.
Our integrated transportation system is wadintained, minimizes negative impacts on natural
resources, and remains affordable for all users.
Austin promotes safe bicycle and pedestrian access witllasagned routes that provide
conneciity throughout the greater Austin region. These routes are part of our comprehensive
regional transportation network.

Chalenges

Our current transportation network, trends, and opportunities present us with various challenges. To
achieve our goals angsion of a mobile, safe, and interconnected Austin, we wil have to address these
challenges. Strategies to tackle these chalenges motivated the recommendations in this plan.

Challenge 1: How might we lower the risk of travelated injury and proteand promote public

health?
Safety is the most important consideration in transportation deaisiéing. Even with that
mission defining much of the work of the City,
Our transportat i cable amdkatiswusersk geaple miwosvalk, bike, Bnd ede
motorcycles, as well as people of color, people with lower incomes, and those experiencing
homelessness are disproportionately affected. In addition to protecting Austinites from serious
injury and aath, transportation can affect public health in other ways. For instance, reducing
vehiclemiles traveled reduces emissions associated with automobiles. Emissions, specifically
groundlevel ozone, have health effects forrigk populations, including dbdren and seniors.
Transportation can also promote public health by increasing access to healthy food, healthcare,
recreational opportunities, and active transportation options for commuting or meeting daily
needs that can allow for physical activity astpéa daily routine.

Challenge 2: How might we supply a multimodal transportation network (for driving, walking, bicycling

and taking transit) that can meet the demands of a growing region while providing equitable access to

transportation choices, opptoinities, and services?
With Austindés popul at i on-30¢geans,olr regian stragglgs wihx i mat e |
the demand that growth has on our transportation network. The challenge is furthered by the fact
that 74 percent of Austinites drive to skar school alone. The demand on our roadways is
especially evident in the traffic congestion we see during peak hours. The average driver in
Austin spends more than 50 hours in traffic every year. Consequently, congestion costs each
Austin commuter appsamately $1,200 annually in excess fuel, vehicle wear and tear, and time
lost. In total, congestion costs the region over $1 bilion annually. Traffic congestion can lead to
unreliable and slower travel times, as well as other critical externalities sueff&iencies in



goods movement, emissions from vehicles idling in traffic, and reduced access to jobs and
services. Unpredictable traffic makes getting around Austin difficult, and a lack of alternative
travel options leaves many with no choice butitan traffic jams. While growth can bring

economic vibrancy to the city, an efficient and accessible multimodal transportation network is
required to supply these benefits for all Austinites. Barriers in mobility connectivity have created
hurdles to indiduals without vehicles, or those who frequently rely on transit services to reach
higher wage jobs in various parts of Austin. Communities outside the core of the city struggle to
access frequent and reliable public transportation services near whekett@nd work. People

who do live relatively close to where they work find transit uncompetitive with driving alone
because of commute time. Adding supply to the transportation network for all modes, including
driving, walking, bicycling, taking transignd emerging mobility solutions, is a desire of the
community that we heard throughout engagement efforts. Participants indicated our lack of
options contributes negatively to their quality of life, access to jobs, and congestion throughout
the community.This is a complicated challenge. Providing multimodal transportation
infrastructure requires prioritization and tradeoffs, as space is finite and resources are limited.
Additionally, while the community supports adding supply to the transportation netuprly

for what mode or where is often debated.

Challenge 3: How might we prepare for and lead in leveraging rapidly evolving technology in

transportation?
The mobility landscape is changing due to rapidly evolving technology and its use in
transportation. Connectedness among City departments, other agencies, and private partners, as
well as clarity in the regulatory environment, are essential for successful integration of these new
technologies. While many of the barriers in our existingdpartation network, like congestion,
affordabilty, accessibility, and environmental concerns, can be mitigated by technological
advances, there may also be unintended consequences. These consequences could include
increased drivalone trips and vehicliles traveled as a result of automated driving vehicle use.
Additionally, access to mobilty services that rely on smartphones or other technology are not
available to all members of the community. There are also likely to be workforce and land use
impacs of autonomous technologies and shared mobility services. Gaining value from new
technologies in a way that integrates well with our existing infrastructure and continued
development of basic transportation systems, such as our pedestrian, bicycldli@and pu
transportation systems, wild.l be i mportant to
what is to come and how we wil respond to and adopt new technologies. There is a need to
balance government resources on technology while continuing tdetenaprr traditional
transportation systems (roadway connections and active transportation systems).

Challenge 4: How might we ensure a financially and environmentally sustainable transportation

network?
Efficient, strategic, and targeted mobility investnts are needed to ensure the financial
sustainabilty of the City, environmental protection, and delivery of more affordable
transportation choices for residents. Today, transportation agencies are called upon to design,
implement, and operate transpadatsystems that, in addition to providing mobilty and safety,
are also socially, environmentally, and economically sustainable. With constrained financial
resources, the City has the challenge of most efficiently using public resources to invest in
infrastructure for more affordable mobilty systems. Affordable transportation options are
essential as mobility is a key factor in the affordability equation. Household affordability is
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defined by the combination of housing and transportation costs. Incigaf#oiing affordable

housing for many Austinites is a challenge. Many families, especially middle anthdmme
households, are being displaced in search of cheaper housing options on the perimeter of the city,
which generally lack mobilty options ahthan driving. Moving further away for affordable

housing often compounds transportatiefated costs and congestion. Many factors impact the
implementation, operations, and maintenance of our transportation network. This includes not
only maintaining e integrity and useful life of infrastructure, but also environmental

stewardship. Balancing tradsfs with limited resources is a challenge.

Challenge 5: How might we effectively collaborate with agencies, organizations and the Austin
community aroundhobility decisioamaking?
Collaboration with the community, partner agencies, and the private sector is vital to planning for
our future mobility needs, yet remains a major challenge. Multiple communities within Austin
and in the Central Texas region, itihg communities of color, people with disabilities, seniors,
youth, and communities impacted by poverty are often underrepresented in processes leading to
important decisions. We must find creative ways to remove barriers to engagement that
commonly preent historicaly underserved and underrepresented community members from
engaging in mobilty decisiermaking. We also have to be contsginsitive in our decisions.
New transportation infrastructure should be conscious of the traditions, desireshavidrbeof
the people currently Iliving in communities whe
rarely (if ever) matters who manages or delivers a transportation project. Therefore, it is
important to find common ground among the multiple agemgidgrivate sector companies that
directly or indirectly impact transportation, such as the Texas Department of Transportation,
Capital Metro, Travis and other counties, school districts, and others. These challenges are
different than the community chatiges in that they can include regulatory barriers, varying
levels of responsibility, and different views of what to prioritize.



Motivation behind the Plan

There are many factors that motivated the recommendations contained within this plan. Fisg Ima
Austin set the direction for our transportation network, as mobile, interconnected, accessible, multimodal,
efficient, reliable, and cosdffective. Since the adoption of Imagine Austin, we have also adopted
additional transportation policy that hasdged the development of complete streets, our sidewalk, urban
trail, and bicycle systems as well as prioritized safety as our paramount objective.

Based on our experience working to implement these plans and what we have heard from the
community, we knowthere are many tradeoffs and barriers to achieving our goals. These challenges are
outlined below and have further informed the policies, projects, and actions contained in this plan.

Motivation: Past Policy

In the past decade, Austin has workedhange the focus of its transportation policies toward a

multimodal network. Our City Council adopted policies that emphasized the need to grow our public
transportation, bicycle, urban trails, and sidewalk systems to meet the goals of Imagine Austin to
improve livabilty and sustainable transportation options. These policies informed the development of the
Austin Strategic Mobilty Plan.

In 2014, the City of Austin adopted a Complete Streets Policy as aninttial step toward implementing
Imagine Austin byadvancing mobilty, compact and connected development patterns, public health,
and safety. The Complete Streets Policy provided guidance to focus on improvements that support
safe, efficient, and convenient mobilty for all roadway usg@edestrians, byclists, transit riders, and
motorist® regardless of age or ability.

Also in 2014, the City adopted Bicycle and Urban Trails plans to establish goals and guide the
development of those systems to accommodate users of all ages and abilties to capttips shor

and reduce the demand on the roadway system. Additionally, the City updated the Sidewalk Plan/ADA
Transition Plan in 2016 to identify priorities and milestones for completing our sidewalk system. The
City also increased our commitment to transpmrasafety in 2016 in adopting a Vision Zero goal and
action plan to reduce all transportation deaths to zero.

Together these plans and policies have guided the development of our transportation network and served
as starting points for the developmefth® Austin Strategic Mobilty Plan.

Motivation: Technical Analysis

As our regiondés population grows, the shortcoming
pronounced. Over the last sixty years,itathgust i nds I
massive outward expansion and suburbanization. Austin's developed land area sprawled from 53

square miles in 1970 to over 300 square miles in 2010. Since 2010, and the adoption of the Imagine

Austin Comprehensive Plan, the total developed laed bas grown to 372 square miles, creating a

transportation network almost wholly dependent on cars. Since our last transportation plan was adopted in
1995, Austin has added over 450,000 people and grown to be the 11th most populous city in the country.

Ou region continues to see rapid population growth, historically doubling every 20 to 30 years.

This growth trend is important when we consider our mode share. Our current mode share is 74% drive
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alone to work, meaning 26% of working age members otommunity are traveling by some other

mode of transportation (taking transit, riding a bicycle, walking, carpooling, or teleworking). This
measure is an important indicator of our congestion, transportation choices and access to those choices,
and is a prey for other community goals, such as air quality and affordability.

To understand the future demands on our transportation network, we conducted a scenario planning and
modeling analysis to understand what would happen if our mode share was maintdifiédsaifted. In

our most progressive multimodal scenario with a 50/50 mode share, 50%ldriee 50% all other

options combined, we can manage congestion based on our forecasted growth by 2039. This means that
we could maintain approximately the samuenber of cars as we have on the road today, while almost
doubling in population. By aggressively shifting the growth of total trips to other modes and strategically
expanding roadway system capacity, where feasible, we responsibly manage conge stierfittioe.
Comparatively, continuing to pursue -assumaodéét inve
scenario, and a scenario where we do nothing at all, both showed a bleak warning of a future that is not
sustainable and our goals are not miis analysis was critical motivation for the development of the

Austin Strategic Mobilty Plan.

To achieve a 50/50 mode share, we have to rely significantly on public transportation. Currently, our
transit mode share is 4%. A large public investmentséradegic coordinated implementation of capital
projects, transit system operations, and land use changes wil be necessary to achieve this aggressive
trip shift. Seattle has achieved a 20% transit mode share using similar strategies, proving this goal is
attainable but requires a lotgrm commitment.

In addition to investing in our multimodal systems, we must also work to reduce the demand on the
network. With strong transportation demand management (TDM) programming, centered on education
and regulationwe can increase the number of people teleworking or working from home, avoiding
commute trips altogether.

Carpooling is another mode that can be used to maximize the capacity of our current network. We don't
expect to see growth in the share of this enadithout significant changes to how we manage capacity

on the highway system and strong TDM programming to encourage carpooling. However, we hope to
maintain, if not increase, the current mode share at 11%.

Increases in active transportation, such asimgland bicycling and other emerging modes, can

also decrease the demand on the roadway system. The combined growth of the all ages and abilties
bicycle network, supportive land uses, and scooters and other shared personal mobilty devices offer an
opporunity to capture significantly more short trips. Growth in walking trips can be achieved through
improvements in the pedestrian realm supported by higher mixes of land uses and compact development
as envisioned in Imagine Austin.

Maximizing all of thesetsategies wil be necessary to achieve a 50/50 mode share and manage our
congestion within Austin as the region continues to grow. As the city begins to realize this goal the
benefits will be felt throughout the region, where regional mode share godistbanthe impact on
mobility.
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What does a 50/50 mode share mean for Austin?

A 50/50 mode share means 50% of our population del@se to work while 50% of us use other modes.
This goal will help us manage congestion as our community grows. Tharaayevays to arrive at our
50/50 mode share goal. Below is one of what could be several differentitteamsive pathways to get
there. Our primary objective is to track reducing our dependence on driving alone while keeping an eye
on the trends of inddual modes, allowing us to adjust as new solutions and options emerge during the
life of the ASMP. We are always striving to reduce our dependence on the single (private) automobile to
50% or less, but there is a range of solutions to get us there.

Motivation: Public Engagement

Our community has a rich history of engaging in planning for our future. The voices of our community

are our greatest assets. Planning for the Austin Strategic Mobilty Planwas no different. Throughout the
planning process, commky engagementand interaction acted as the foundation and motivated the
recommendations found in this plan. The plan is built on the outreach efforts that developed Imagine

Austin and the 2016 Mobility Talks initiative. Together with the outreach comdubtoughout the two

year planning process for the Austin Strategic Mobilty Plan, these efforts provide a strong basis for
understanding the communityds needs, values, and

Since 1998, the City of Austin has engaged over 60,000 individuedsigth various methods in an effort

to shape our city based on community desires. Imagine Austin represented the single largest public
engagement effort in the cityds history, with ove
Mobilty Talks, a series of community conversations to gather input on our transportation challenges

and priorities. The Mobility Talks survey reached approximately 7,000 people, including community
members from each City Council District. An additional 52 previoaasplvere studied as part of

Mobilty Talks, forming a list of key themes and mobility considerations that have risen again and again

in the past two decades. The individuals who informed these plans came from all over the city and all

walks of life, eachiinging a unique perspective on whatis most important to consider for the future of
Austinbdés transportation network. Their opinions,
development of the Austin Strategic Mobilty Plan.

Through Mobity Talks, and the analysis of other engagement efforts, eight mobility goals emerged
as recurring themes raised by Austin residents: Commuter Delay, Travel Choice, Health & Safety,
Affordability, Sustainability, Placemaking, Economic Prosperity, and kutiwmv.

Commuter Delay Reduce the amount of time workers spend traveling between home and work.
Placemaking Build a transportation network that encourages social interaction through quality
urban design, and connects users to the many places thafogtkeunigue.

Travel Choice- Promote a balanced transportation network and the abilty to make informed
choices based on personal needs and preferences.

Economic Prosperity Promote economic growth for individuals and the city through strategic
investmants in transportation networks that meet the needs of the 21st century.

Affordability - Lower the cost of traveling in Austin by providing affordable travel options.
Sustainability - Promote integrated designs and quality additions to the buitt envirorwiat
reducing impacts and promoting efficient use of public resources.

Health and SafetyProtect Austinites by lowering the risk of travedlated injury and promoting
public health.
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Innovation Draw inspiration from forwadidoking cities around the wid, change the way we
think about whatodéds possible, and set an exampl

These goals were the starting point for the Austin Strategic Mobility Plan engagement efforts which
began in early 2017. In an effort to hear from commumimbers representing the diversity of Austin,

we focused on engaging groups that historically have been underrepresented in past public engagement
processes. These four focus populations were:

Youth (People 15 to 24)
Seniors (People 65 and older)
Peoplewith Maobility Impairments
People of Color

In prioritizing the eight goals, responses from 1,700 community members produced the following
rankings:

Priority from all participants
Rank Goal
Commuter Delay

Affordability

Health and Safety

TravelChoice

Sustainability

Placemaking

Economic Prosperity

ol N o g & w| M| e

Innovation

Priority from focus population
Rank Goal
Affordability
Commuter Delay
Travel Choice
Health and Safety
Sustainability
Placemaking
Economic Prosperity
Innovation

O |N[(o|O B~ W[N|F-

Largely, there was agreement that Commuter Delay, Affordability Travel Choice, and Health & Safety
were the top goals. One important difference that the ASMP team noted in the results was the importance
of transportation affordabilty for thiecus populations. We also surveyed community members about

three mobility scenarios to determine what the community would like transportation to look like in the
future. These scenarios were:
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Scenario A
Scenario A emphasized roadway projects @mdinued the trend of investment in public
transportation, bicycle, and pedestrian projects across the city.

ScenarioB
Scenario B emphasized balanced investment in roadway, public transportation, bicycle, and
pedestrian projects along Imagine Austin\agticorridors and within activity centers.

ScenarioC
Scenario C emphasized investing in public transportation, bicycle, and pedestrian projects along
Imagine Austin activity corridors and within activity centers and fewer roadway projects.

Overall, 5,74 people participated in the scenario survey and nearly 2,000 of these participants were
members of at least one of the four focus populations. Below are highlights of what we heard:

42% of the overall population chose Scenario C as the starting pamtSeanario B as the
second most popular choice. Scenario C was also the most popular starting point for the focus
populations, although it was chosen by only 38% of respondents; Scenario B was again second

mostpopular.
The top strategy chosen, by botle thverall and focus populations, to address transportation
issues was to Aprovide more public transit

transit. o

Again, affordabilty was important to our focus populations, as the senosatbopular strategy
chosen was to offer more choices in how we travel to reduce personal costs associated with car
ownership.

All participants had the opportunity to write open comments. Positive comments about public
transportation were the most common comments receivéotoithe overall and focus

populations. More than ortlird of all comments we received discussed the need or desire for
more transit in the city.

Elements of the Plan

The plan is made up of severalkey components and is organized by chapters théheeflec
comprehensive nature of the plan. These chapters contain policies to guide our-oedsign specific
indicators to measure progress toward our goals, and the actions and investments we need to make to
achieve them over the next 20 years.

Indicators + Targets

Each chapter contains subchapters, each with a set of indicators that spell out our goals more
specifically and will help us know how well we are achieving them. For some of these indicators, there
are targets for us to work toward.rRbose indicators that do not have targets, one of the first actions

to carry out this plan wil be to identify targets. In certain cases, benchmarks, which show where we
currently stand in relation to achieving that indicator, are included.

Policies

Thesubchapters also contain policies that will be used to guide transportation eeeiking. Within

the discussions of the policies, specific implementation strategies from our own community or others
across the country that inspire us have been idehtifie

14
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Actions

In addition to policies on our use of data, collaboration with our partners, and strategies for being
financially sound, the Implementing Our Plan chapter contains an Action Table of action items, which
are specific efforts for us to carry olihese actions range from programs to legislative or regulatory
changes, partnerships, process improvements, capital investments, and more.

Priority Networks

While this plan does not establish a mode prioritization, it identifies priority networks.yPmietiorks
are designated for the Roadway, Public Transportation, and Bicycle systems. Priority networks are
intended to provide guidance on where special treatments should be focused through strategic
improvements in infrastructure and technology.

The Veéhicle Priority Network is composed of the streets that are critical to the operations of the roadway
system and carry the most vehicular traffic. The focus of the Vehicle Priority Network is to improve
travel time reliability and to lessen the impact ahperary right of way closures on mobilty. Possible
improvements along the Vehicle Priority Network include signal timing and synchronization, limiting
closures of the street during peak travel times, and implementing emergency vehicle preemption
technology.

The Transit Priority Network includes Capital Metro's Higlquency service and planned expansions
identified in Connections 2025 and Project Connect. These corridors would carry the largest share
of transit riders. The focus of the Transit Prioftgtwork is to implement transit priority treatments

to improve the speed, reliability, and efficiency of public transportation and to lessen the impact of
temporary right of way closures on transit servidee Bicycle Priority Network is a shet¢rm allages
and abilties network based on the 2014 Bicylen. The Network consists of connected, protected
bicycle lanes, urban trails, and neighborhduikbways. Streets in the Bicycle Priority Network are
prioritized for neatterm all ages and abiltiesnprovements. Where multiple priority networks overlap,
additional study will be conducted to understand each role they play along the corridor and prioritize
elements where there is not an opportunity to design treatments that benefit multiple usergedihe pro
development process wil provide the opportunity to further refine how multiple priority networks are
treated when they are competing for the same constrained right of way. As projects and improvements
occur through the life of the plan, such as clkartg highfrequency transit service or implementation of
an all ages and abilties bicycle facility, the priority networks wil be updated to provide the latest
guidance for future project development processes.

Transportation Network Maps

Maps of the veous transportation systems found throughout the document offer a vision of the possible
projects the City may pursue in the next 20 years based on a variety of factors, including the evolving
needs of the transportation network, engineering analysiic mput, and available funding. Some of
what is shown in the maps is already in process and may be either fully or partially funded. Other
recommended improvements would require further analysis, funding, and a public input process to be
developed and estructed.

Street Network Table and Map

In addition to setting policy guidance and goals, this plan also contains an inventory of our streets and
defines their future conditions to support our muitimodal vision. This information is contained within the
Street Network Table and Map (see Appendix B). The Street Network Table and Map includes roads that
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are within the jurisdictional boundaries of the City of Austin and is used to identify right of way
dedication requirements needed to accommodate future agambmditions. These future roadway
conditions are reflective of the recommended improvements in the ASMP and of updated design
standards, which integrate all modes.
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Street Network Map

The Street Network Map includes roads that are within thedjational boundaries of the City of Austin
and is used to identify right of way dedication requirements needed to accommodate future roadway
conditions (referred to as Dedication of Right of Way in the Land Development Code). These future
roadway condttins are reflected in the Street Network Table.
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Prioritizing Our Safety

A safe transportation network is foundational to creating a hwgmatric city where everyone has

safe and convenient access to employment, educational, recreational anobpociahities.

Improving transportation network safety can help achieve broader citywide goals related to public
health and physical activity, access and affordability, and environmental sustainabilty. The policies
and actions outlined in this chaptereoffr datedriven and focused strategy for achieving this vision

for our community.

On average, more than 70 people lose their ives on Austin area streets each year, another 450 suffer
life -altering injuries, and countless other crashes andmisaes ganreported. In Travis County,

motor vehicle crashes are a leading cause of death for ages 1 through 25. All told, crashes have

an estimated $350 milion to $500 milion annual impact on the local economy. Despite these grim
statistics, there is reasontie hopeful. Cities across the world, including the City of Austin (see
sidebar), are implementing an approach to traffic safety based on the simple but powerful idea that
no death on our transportation network is acceptable. Vision Zero, also knownfasSgsdams

approach, holds that traffielated serious injuries and fatalties are a preventable public health issue
and that system designers, policymakers, public health professionals, law enforcement, individual
road users, and others all share resilitys for improving the safety of our transportation network.

The results demonstrate that countries that have implemented a Safe Systems approach have seen
sharper declines in traffic fatalties than countries that have relied on more traditionalcapprima
addressing traffic safety.
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Austi nods Vi sion Zero Commitment

The City of Austin committed to be a Vision Zero city in October 2015 when City Council amended

the Imagine Austin Comprehensive Plan and added the goal of zerceresdtted fataltis in our

community. This moment represented a paradigm shift in how our city approaches transportation
planning, codifying in City policy the preservati
transportation network. In May 2016, Ciouncil adopted the Vision Zero Action Plan, providing the

city with datadriven action items to achieve zero traffic fatalities by 2025.

I n just two years, Austindés commitment to Vision
on a new coursfr creating a safer city, including:

1 The Transportation Safety Improvement Program, which has implemented safety improvements
at 9 of the top crash intersections, secured funding for 25 more, and seen an average of 45%
reduction in total crashes at loioas where improvements have been made.

1 The Vision Zero in Action campaigna partnership between Austin Transportation Department
and Austin Police Department to extend the reach of enforcement against key dangerous
behaviors such as speeding, failingyitdd, faiing to stop and improper maneuvers.

1 The completion of a Pedestrian Safety Action Plan, which offers a set of 21 action items to
improve pedestrian safety and comfort citywide.

1 Reaching milions of people through a multimedia educational campaig

1 Forging new partnerships with judicial professionals, public health experts, and community
leaders to address the problem holistically.

1 The hiring of a Transportation Safety Officer within the Austin Transportation Department to
lead Vision Zero efforts

Despite this progress much work remains to get to zero. The policies and actions included in this chapter
provide adatel r i ven roadmap and overarching policy fr ame
into the future.

Austin Traffic Fatalties (209-2018)
Year 2009 | 2010 | 2011 | 2012 |2013 | 2014 |2015* |2016 |2017 | 2018

Fatalties | 62 49 54 78 75 63 102 72 76 74

*Vision Zero goal was adopted by City Council during October 2015
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Vision Zero: A Safe Systems Approach to Traffic Safety

The policies andctions outlined in this chapter are grounded in a Safe Systems approach, taking a

holistic view of the transportation network and the interactions among and between transportation
infrastructure, law enforcement, public education, individual road usdrsutiaral norms around

transportation safety. This approach starts with the understanding that humans make mistakes, and thatin
a complex system collisions can and wil occur. Instead of trying to perfect human behavior, a Safe
Systems approach seeksmprove systenwide safety by focusing upstream of the crash to impact the
underlying systems and environment influencing individual behavior. Importantly, a Safe Systems
approach focuses on eliminating serious injury and fatal crashes (rather thatirgmaliacrashes) by
recognizing that there is an upper | imit to the
those physical limits into the design of our tr
traffic safety is baseoh a mmber of key principles:

I..
ar

Traffic-related fatalities and serious injuries are preventable.
1 Much like smoking or other public health issues, severe traffic crashes can be reduced by
focusing on the broader environmental and societal factors, as welvatamdibehaviors, that
lead to negative health outcomes.

System designers, policymakers, public safety partners, and individual road users have a shared
responsibility for creating a safe transportation network.

I Getting to zero requires leadership fronblguhealth, law enforcement, social service providers,
transportation system designers and planners, and others to consistently engage in prioritizing
systems safety through collaborative working groups and other resource sharing efforts. Clear
ines of acountabilty with measurable benchmarks must be established to improve safety
outcomes over time.

Decisions regarding safety strategies should be evidbased whenever possible, and safety
information should be shared openly with key partners andubéq
1 Use data and emerging technologies to develop a deep understanding of the risk factors that lead
to severe crashes, and prioritize proven safety countermeasures to target those contributing
factors. Perform routine evaluation of all safety interneast and openly share this information
with the public and decisiemakers to inform strategic priorities, budgets, and updates to the
Vision Zero program.

Safety initiatives should proactively improve systems safety.

1 While it is tempting to only focus ety efforts on addressing high crash locations, getting to zero
also requires addressing streets with-nigk characteristics to prevent crashes before they
happen. Safety countermeasures and investments should primarily focus on proactively reducing
systemic risk factors citywide, such as high speeds, while supplementing those initiatives with
strategic efforts to address high crash locations.

An equitable lens should be applied to acknowledge the disparate impacts of traffic safety outcomes.
1 Minority and lowincome communities are disproportionately affected by traffic violence. A
Vision Zero approach to traffic safety prioritizes engagement efforts and safety investments in
traditionally underserved communities, and adopts equitable traffic enfortpraetices that
build in assurances against racial profiing and targeting.
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High-Injury Network

The Highlnjury Network (HIN) identifies streets in Austin with a relatively high number of serious

injury and fatal crashes. The HIN wil be used by@#y as a datanformed planning tool to identify
locations where engineering, education, or enforcement interventions should be prioritized to have the
most impact in improving safety at high crash locations. The HIN framework will be used in combination
with analyses of systemic factors that focus on the risk characteristics of streets, irrespective of crash
history, in the prioritization and implementation of safety countermeasures across the city. The HIN will
be periodically updated to reflect the kiterash trends.

(Sidebar)
Austinbés Combined HIN includes just 8% of the <cit

serious injury or fatal crashes for all modes (2020817)
(End Sidebar)

Methodology

Austin Transpor t atevelped sepante sadal iHighury eNeteorks fera m  d
motorcycles, bicycles and pedestrians looking at moderate, severe, and fatal injury crashes. A separate
motor vehicle HIN was developed by looking exclusively at severe and fatal injuries.1 These separate
madal networks were then combined into a single, multimodal -Hhginy Network, as shown on the

next page.

As shown bel ow, Austinds Combined HIN includes ju
nearly
70% of all serious injury or fatal crashes & modes (201-2017).
Modal HighInjury Percentage of street | Percentage of total Percentage of serious
Network (HIN) network included in crashes captured by | injury or fatal crashes
each modal HIN each modal HIN captured by each mod
HIN
PedestriaiIN 3% 62% 65%
Bicycle HIN 3% 53% 52%
Motorcycle HIN 4% 53% 59%
Motor Vehicle HIN 5% 57% 57%
Combined HIN 8% 69% 68%

Note that crashes occurring on aceesstrolled highways, such as those occurring on Interstate 35,

are not included in the HINncluding these crashes in the HIN would dramatically skew results given

their frequency, which is mainly a function of increased exposure due to the high vehicle miles traveled
on highways. Crashes occurring on aceasgrolled highways require specifiountermeasures that

are not always applicable to crashes occurring on city streets. Policy 5 in the Designing for Safety section
provides more information on how the City of Austin will work with regional transportation partners to
improve safety on accesontrolled highways.
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High-Injury Network Map

A detailed crash analysis of crashes from 2013 to 2017 was used to identify the Combined
High-l njury Network which includes just 8% of the
of all serious injuryor fatal crashes for all modes.
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Policy Summary

Safety Culture

Policy 1 Prioritize the protection of human life over all else in the planning, design, and operation of
Austinbds transportation networKk

Policy 2Institutionalize a culture that prioritizes transportation safety within the City of Austin

Policy 3 Optimize public safety priorities

Policy 4 Recognize the expanding needs of different users and modes on the transportation network

Designing for Safety

Policy 1 Manage for safe speeds

Policy 2 Minimize the potential for conflicts between transportation network users
Policy 3 Integrate safe design principles into the buitt environment

Policy 4 Improve the abilty of all transportation users to see aneldre s

Policy 5 Minimize the safety risks of highways

Safe Behaviors

Policy 1 Strategically implement education and enforcement initiatives around the top contributing
factors of serious injury and fatal crashes

Policy 2 Align penatties for traffic violatian with the severity of the offense based on traffic

safety impacts
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Safety Culture

Reducing traffierelated fatalities and serious injuries requires a transportation culture that prioritizes
safety. As a Vision Zero city, the Citf Austin must demonstrate and foster a commuwitle culture

that places human life at the top of our collective priorities. To achieve this goal, the City organization
must lead by example and hold ourselves accountable for making continuous povgaeds t

eliminating serious injuries and fatal crashes on our streets. It will also require the creation of a culture of
openness and transparency through the collection and use-gubiiiip data to inform all transportation
decisions. Additionally, fostring this culture wil require us to better address safety in an equitable way.
Past decisions about our transportation network and built environment have contributed to different
communities in Austin being disproportionately impacted by traffic cra¥tiesnust address these

inequities moving forward. Finally, it wil require meaningful community engagement to better
understand the safety concerns of all Austinites in order to develop transportation safety solutions that
respect community context. By doing to speak with, learn from, and educate our community, we

have the ability to be role models to our neighbors, make safe decisions, and not engage in behavior that
increases risk and reduces safety on our transportation network. These polidiesféaydation for

creating a culture that considers the protection of human life as the paramount priority for our
transportation network.

ilt seems to me that the priority of transportat.i
andsafehas possi bl e. Everyt hi ngomeuntyeMembeme s behind t h
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Indicators and Targets
Decrease traffic fatalties and serious injuries on Austin streets
o0 Achieve zero traffic fatalties and serious injuries (Curkeygar average is 78 fatalities
per year)
Increase training of City employees on Vision Zero principles
o Train 100% of newhhired City employees and incorporate Vision Zero education into
departments annually
Decrease the number of crashes involving @lgicles

Decrease the response time for emergency crews in areas not meeting current standards
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Policy 1

Prioritize the protection of human |ife over all/l
transportatiometwork
Recognize the safe limits of the human body and use that as the guiding tool when making safety
decisions

The City of Austin has a duty to protect the public health, safety, and welfare of all members of our
community. As a Vision Zero city, weonsider traffierelated serious injuries and fatalties to be a

preventable public health issue for which we have an obligation to proactively address and eventually
eradicate. Prioritizing human life requires recognizing the vulnerabilty of certagptreation network

users, such as people walking, people on bicycles or othespeed devices, people with barriers to

mobility, the elderly, the young, and people experiencing homelessness. When making decisions about

the design and operation ofthetra por t ati on net wor k, we must consid
tolerate and survive impacts from crashes, and we must use this tolerance to guide our decisions.
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Who is most affected by severe crashes in Austin?

0 Vulnerable users make up a disproportionate share of severe crashes

(@]

(@]

(@]

Proportion of all crashes, by mode

Motor Vehicle

Motorcycle

Pedestrian

Bicycle

92%

3%

3%

2%

Proportion of all serious injury/fatal crashes, by mode

Motor Vehicle Motorcycle Pedestrian Bicycle

61% 16% 17% 6%

Austinds black population is substanti al
Austinds black popul ation

Share of population

Share of Serious Injury and Fatal Crashes

7%

16%

Males make up 63% of severe crash victimg t

only

50%

of

Share of severe crashes

Male

Female

63%

37%

Severe crash victims in the-2@ age group are overrepresented

y

Austinods

Victim population ratio by age group

VlCtlm A1 17 .30 1.03| 1.74| 114 | 106 | 1.17| 1.06 | 112 | 121 | 1.15 | .96 1.03 | .60 .68 77 .58

Pop.

Ratio*

Age 0-4 |59 | 10- | 15 | 20- | 25 | 30- | 35- | 40- | 45 | 50- | 55 | 60- | 65 | 70- | 75 | 80- | 85+
14 |19 |24 |29 |34 [39 |44 [49 |54 |59 |64 |69 |74 |79 |84

*Ratios
of the Austinpopulation

greater

t han

Al10 signi

fy

27

OV ¢

POF

overrepresent



Policy 2

Institutionalize a culture that prioritizes transportation safety within the City of Austin
Implement plan recommendations and align policies, structures, and incentives to prioritize
transportation safety across all City departmeant$ among City employees

The City of Austin wildl l ead by example in cultiyv
travels our roads daily to perform their jobs, and as a major employer with a large fleet of vehicles, we

have the opportutyi to make a significant contribution to transportation safety. When City staff are on

our network, safety must be our top priority and dictate our actions.

Fostering an institution of safe transportation culture requires proper training programsyelisaiud

incentives where needed. We can demonstrate our commitment to transportation by continuing to ensure
that all staff receives training on proper driver behavior. This includes defensive driving courses and
instruction on how people use differentdas of transportation on the road. We can create appropriate
penalties for dangerous transportation behavior while working. We can also implement programs that
reward employees for demonstrating safe behaviors on the transportation network.

The City of Austin's ability to lead by example is critical for supporting the safety of the broader Austin
community. In the spirit of transparency, the City of Austin must establish a culture of safety in its own
institution that can be shared and followed.

A Tr a tasomp safety culture can be defined as the values and beliefs shared among groups of road users

and stakeholders that influence their déecisions t
Center for Health and Safety Culture, Montana Stateddsity, and Cambridge Systematics
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Polcy 3

Optimize public safety priorities
Manage public safety needs supported by the transportation network including street safety,
emergency response, flood risk, disaster resiiencypalpid health to minimize the risk of
injury and death

Our community faces various risks to our health and s&fstich as car crashes, fire, floods, and
diseased and transportation is integral to countering such risks. Our transportation network is vital

to the mitigation of and response to these hazards, and we should work with all of the public safety
agencies throughout our community to ensure that our transportation network is able to support public
safety in a manner that best protects our communitynainimizes risks overall.

We must do what we can to work wherever possible to improve safety and coordinate with partners to
minimize the impacts of wunforeseen hazards. I n 2C
streets, and over 16,008quired a police report due to the level of physical damage or seriousness of the

health outcome. These crashes resulted in over 450 serious injuries and 76 fatalities. Improving our
communityds public safety r ermpd andmantaised fominisizer eet s t
risk and protect human lives. While we can design for safety on our streets, we must also be aware of

other risks posed by nature, such as wildfires or flooding. Agencies working to minimize these dangers,

such as police, naical responders, and firefighters, rely on our transportation network to respond to

incidents and provide help to our community.

Sometimes the goals for combating all of these hazards align; for example, a connected street grid
benefits our abilty to gearound by multiple modes, public health, and emergency response, among
other things. However, sometimes there are competing goals among the different agencies working to
minimize risk. We believe that our community must approach public dadidtcally, with a focus on
creating the best outcome to minimize risk and danger to our community. When conflicting priorities
arise, we must work together to develop solutions and make evitdased decisions around policy and
design that uphold theg@vention of injury and the preservation of human life as the highest priorities.
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Policy 4

Recognize the expanding needs of different users and modes on the transportation network
Consider how the transportation network is designedstructed, and operated based on the
speed and vulnerabilty of different users

We wil work closely with all levels of government, research institutions, and the private sector to ensure
the responsible deployment of new technologies in a way thahesdaafety, mobility, and access for all

road users. As new transportation technologies emerge, we must test how they can promote safety and
mobility and determine how to safely accommodate these new modes within the transportation network.

It is not alwgs clear how and where emerging mobility solutions should be integrated into the
transportation network to ensure safety for all. As these new modes are adopted, we must always keep the
safety of all network users at the forefront of any planning, stesdgrg or regulations. We must

especially consider the impacts of these emerging technologies on the people who are even more exposed
to hazards on our transportation network, such as people who travel by foot or bicycle.

Over generations, developmentssafety have led to a comfort with prevalent modes of transportation,
such as cars, buses, and bicycles. However, new modes of transportation, such as automated driving
vehicles or electric scooters, require us to rethink how we allocate space and hawintegrate new
technologies in our existing network safely and smoothly. Often, these modes are introduced before
important safety design solutions, regulations, or safe behaviors can be determined.

We can prepare for emerging technologies by workirig teichnology companies from the beginning

and taking precautions that protect vulnerable users. Understanding new modes wil allow us to develop
responses and understand how we can protect users on the network. Testing and piloting technologies
will give us the opportunity to examine and analyze how new technology is integrated into the
transportation network and the chance to identify necessary safety precautions.

Emerging technologies offer a significant opportunity to improve the safety tfamaportation

network. These safety benefits wil be best realized if we work with technology companies to collectively
prioritze human safety, and particularly the safety of vulnerable users, in decisions regarding how these
services are used and acaabs
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(Highlight)
School Safety

Austin schools are an example of where many different transportation strategies and tools are necessary to
create a safe transportation networ k. ADemand n6s Se¢
Management (TDM) strategies, including land use and programming, contribute to school safety.

Combined, they influence the culture, design, and behaviors that are necessary to prioritize safety around

our schools and throughout our transportatiofvoek.

Safe Routes to School

Safe Routes to School (SRTS) is a program whose mission is to reduce barriers that prevent students from
actively traveling to school. SRTS works to reduce barriers through programs that address safety cultures
and behavior, awell as through projects that address infrastructure and design. SRTS has several
education initiatives. The program offers trainings for different ages ranging from toddlers through adults.
These trainings show people how to safely and actively useamaportation network in many ways,

from finding and using crosswalks to how to navigate on a bicycle safely. Crossing Guard training and
placement is also run through SRTS. If a community requests a crossing guard, SRTS will work with

local schools andheir advisory committees to identify where a crossing guard would be appropriate and
then train the crossing guard.

School Transportation Demand Management

TDM strategies offer schools additional tools to elevate school safety for students. Schoojst as ma
attractors within neighborhoods and communities, draw many people to the same place in the same,
narrow window of time each day. If everyone drove individually, the number of cars could overload our
streets, particularly for neighborhood schools thatadten located along smaller streets. Riding school
buses, where they are provided, and walking or bicycling to school are TDM strategies that help reduce
car use and the number of vehicles accessing our schools at one time. Implementing variable class
schedules and stretching out the pigk and dropoff times for students are other TDM strategies that can
reduce the high volumes of cars at our schools.

Demand can also be better managed by providing safe multimodal connectivity to schools. A school that
is sited without sufficient safe transportation access and active transportation facilties could cause traffic
delays and congestion in neighborhoods as parents and buses arrive at the school. Collaboration on the
criteria used to select school sitegjuding multimodal transportation access, canincrease safety and
prevent access problems in the future. We can also work with schools to increase the usage of school bus
service for eligible riders to reduce driving trips.

(End Highlight)
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Designng for Safety

A Safe Systems approach to traffic safety seeks to identify and address the conditions presentin our
transportation network that elevate the risk of serious injury and fatal crashes. These physical conditions
include wide streets that engage high speeds, lack of separation between different modes on major
streets, long distances between intersections that encourage riskjoakictrossings by pedestrians,

poorly placed driveways, and inconsistent street lighting that creates pdiilyvigb street users. When
conditions include speeding, increased pedestrian activity, or high rates of impaired or distracted driving,
the risk of a crash occurring on our streets is elevated. We are working to create a transportation network
that protets human life, even when individual users make mistakes; in other words, a network that is safe
by design.

fPedestrian projects along corr i doC€Cemmumty Ménderal | ow
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Indicators and Targets

Increase the number of combined engineering, education, and enforcement strategies
implemented on the Hignjury Network
o Evaluate 20% of streets on the Higijury Network annually to implement strategies to
achieve safe operating speeds eomtitions

Reduce serious injury and fatal crashes at locations where major capital improvement projects
have been implemented
0 Achieve atleast 40% reduction over a fixear period, on average
Increase the safety of pedestrian crossings
o Implement improements at 30 priority locations per year, at least 50% of which are on
the Highlnjury Network

Reduce the width and number of driveways to minimize conflicts
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Policy 1

Manage for safe speeds
Reduce the likelihood thatrashes wil result in a fatality or serious injury by designing streets for
safe speeds

Given the correlation between vehicle speed and crash severity, speed management is a critical focus
area of Vision Zero. The goal of speed management is to mintn&ehes and crash severity, using the
human bodyds tolerance for impact force as the

Our approach to speed management begins with selecting safe target speeds for all streets based on
their context. Target speed refers to the speed at wiaclvant cars to drive on the street. Surrounding

land uses, traffic volumes, and pedestrian activity all affect the appropriate target speed for a street. The
target speeds inform the design speed, which refers to the specific geometric features @& element
roadway necessary to achieve the target speed. The posted speed limits are set to help communicate
and reinforce safe target speeds. After setting the target speed and implementing design speeds, we
analyze operating speed, which refers to the obsespeed of people using the street.

Historically, many streets were designed where the operating speed influenced the design speeds and
the posted speed limit. This resulted in fast drivers raising the speed limit of roads and leading to less
safe desig elements such as larger turning radii and wider streets. Using target speeds instead of
operating speeds to influence the design speed of our streets allows our community to prioritize safety
and design our streets for safety as we work to supportdals g

Chance of Pedestrian Serious Injury

Speed 16 mph 23 mph 31 mph 39 mph 46 mph
Chance of Serious 10% 25% 50% 75% 90%
Injury

Chance of Pedestrian Fatality

Speed 23 mph 32 mph 42 mph 50 mph 58 mph
Chance of Serious 10% 25% 50% 75% 90%
Injury

34

gu



(Highlight)
Speed Concepts

0 Design speatl A selected speed used to determine the various geometric design features of the

roadway.
0 Operating spe&d The speeds at which vehicles are observed operating during free flow
conditions.
0 Target speadl The desird operating speed of a street to achieve desired safety results.
0 Speed lmid The maximum lawful vehicle speed for a specific location.
AAt the most basic level, posted speed | imits are
they send imptant messages about what authorities deem to be not only the legal speed, but also the
appropriate speedd'Vi si on Zer o Networ k, ATaming Speed for S

(End Highlight)
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Policy 2

Minimize the potential foconflicts between transportation network users
Prevent crashes through transportation network operations and street design that clearly
communicate priorities and provide structure for safe, predictable behavior for all users

Good design invites good beli@s. By designing an intuitive and predictable network we can promote
safe behaviors and prevent crashes before they occur. This means analyzing operating speeds on
different roadway types and providing appropriate separation and dedicated spacerfmdsadth

means providing adequate and reasorgpiced safe crossings for pedestrians so that they are

not forced to cross midlock to reach their destinations in a timely manner. And finally, it means
implementing lowcost, highimpact engineering cotermeasures to reduce conflicts at high crash and
as high crashrisk locations.
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Polcy 3

Integrate safe design principles into the built environment
Ensure that all new development or redevelopment contributes toteasesigortation network
through site design and access management

Future land development activities should reflect the current understanding of safe design principles,
which contribute to a safe transportation network and buitt environment. This mdadiagnstandards

that minimize the potential for conflicts between street users and prioritize the safety of vulnerable users
in all City codes, ordinances, plans, studies, manuals and programs governing land development.

A buitt environment that facilites safe mobilty wil vary greatly based on context. Infil development

may help create compact places, lighting increases safety for all users, and strong access management
policies help minimize conflicts at driveways or in parking lots. Developinghg®ocess management
policies that address safety at entry and exit points along a roadway is a critical area of focus in this
regard. The Federal Highway Administration estimates that comprehensive corridor access management
strategies can reduce injurydifatal crashes on urban/suburban streets by up to 30%. Techniques to do
this could include reducing curb cuts to minimize conflicts between modes or consolidating driveways.
This means several properties would be accessed through one driveway, aed j@quiuse

easements to alow movement into and out of the site. Raised medians, another access management
strategy, can limit potentially dangerous crosadway movements.
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Policy 4

Improve the abilty of all transportatiamsers to see and be seen
Pursue lighting improvements, unobstructed sightiines, and clear pathways to increase safety for
all users of the transportation network

Ensuring that people can see and be seen while on our transportation network is aenitexat ef
creating a network that is safe by design. Visibiity on our network relates to several things. Good lighting
and clear sightlines, while different for people using different modes, are both important.

Good lighting on our transportation netwdska fundamental part of a safe, wadsigned network.

Crashes occurring in darkness are disproportionately severe compared to crashes occurring in daylight
conditions. Street lighting across our network should also be consistent at different scades irboars

need lights at certain heights and frequencies to see the street, while pedestrians have different needs to
see where they are going on a sidewalk. Not only can consistent street lighting help lower risk factors
across our network, but it calsa improve the feeling of safety for people on our transportation network.
Many people would prefer to be in wiillareas due to the increases in both actual and perceived safety
that lighting provides.

Good visibility also means ensuring clear sightdi along streets and at intersections. Properly planning

and designing to ensure that trees or other veget
exiting driveways, and ensuring that all vegetation in properly maintained improves visibility

Engineering strategies, such as constructing corneobtd) and enforcing parking regulations, to make

sure people are parking properly in delineated spaces, will also increase the abilty to see and be seen

while people are on our network.

AAl Istbaupss are currently too dar k-CommbngyyMeraberl need b

Share of nighttime crashes that result in serious injury or fatality, by mode

Mode No Lighting With Lighting
Pedestrian 38% 27%
Bicycle 19% 19%
Motorcycle 33% 33%
Vehicle 3% 3%
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Polcy 5

Minimize the safety risks of highways
Work closely with transportation partners to ensure that the safety of vulnerable roadway users is
a primary consideration in the design and operation of new highwayeteofis of existing
highways

Austinds rapid growth has led to increased actiuvi
for fast vehicular movement, particularly along aceem#trolled highways. While highways serve an
importantregional mobilty function, their intersections with city streets should be designed in a way that
promotes safe behaviors and minimizes the chance of severe crashes. We must partner closely with our
federal, state, regional and county transportation estio ensure that safety, particularly for vulnerable

street users, is the primary consideration in new construction projects and retrofitspfet@gh access

controlled roadways within Austin.

(Sidebar)
Fatalities in Highway Crashes

Texas has the gfiiest rate of pedestrian fatalties per fatal Interstate highway crash, as well as the highest

rate of pedestrian fatalties per Interstate vehigle traveled (VMT), of any US state.
(End Sidebar)
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Safe Behaviors

While aVision Zero approach to transportation safety emphasizes the broader environmental and social
systems that contribute to severe crashes, the behaviors and decisions of individual street users play a
significant role in causing crashes. In Austin, four vna contribute to 64% of serious injury and fatal
crashes: failure to yield, distracted driving, speeding, and driving while intoxicated. We must focus on
coordinated education and enforcement strategies that help people shift away from these tafingontrib
behaviors. The policies in this subchapter also seek to advance innovative approaches toward enforcing
traffic regulations and better aligning penalties for traffic violations with the severity of the offense based
on traffic safety impacts.

Al  avikeuthere to be more availability to get myself and my family/friends safely to wherever we

needed to be via public transport, biking, or hiking, more often, but also have the availabilty to stil use
our vehicle should ®©l€enmuntyrMemberst ances call for
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Indicators and Targets

Decrease distracted and impaired driving on Austin streets
o Elminate distracted and impaired driving

Increase safety education for students and their families
o Educate 50,008tudents and their families annually and explore new programs with
middle, high school, and local coleges and universities by 2020

Increase targeted education and enforcement efforts on thenriligh Network

0 Ensure that at least 50% of targeted edanadind enforcement efforts occur on the High
Injury Network
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What behaviors contribute to severe crashesin Austin?

Police officers can assign one or more contributing factors to a crash in their crash report. This
information provides valuable insights into some of the human behaviors that most frequently contribute
to crashes in Austin. While there are dozens of potential contributing factors officers can choose from, a
grouping of four factors collectively contute to 54% of serious injury and fatal crashes in Austin:

Motorist Failure to Yield, Distracted Driving, Speeding, and Driving while Intoxicated.

Percentage of serious injury and fatal crashes in which at least
one ofthese contributing factors wase ported*
Cause of crash Serious Injury and Fatal Fatal Only
Failure to Yield 18% 12%
Distraction 17% 13%
Speeding 16% 24%
Intoxication 13% 18%

* Note, individual contributing factor percentages cannot be summed as many crashes have multiple
contributing factors recorded. CRIS 2eA@317, all crashes
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Failure to Yield

1 Between 2013 and 2017 motorist and motorcyclist Failure to Yield was reported as the primary
contributing factor in 18% of serious injury and fatal crastmsbined, and in 12% of fatal
crashes alone. Failure to Yield includes behaviors such as failing to yield to pedestrians crossing
in a crosswalk or turning left across on oncor
role in promoting safe arptedictable behavior, it is stil up to individual road users to obey the
rules of the road. This is especially important for people driving given their ability to inflict
severe injuries on vulnerable users when they fail to yield. We seek to improiee publ
understanding of state and local laws regarding safe travelin the right of way and implement
targeted enforcement efforts to improve driver yielding rates.

Distraction

0 Distracted driving by a motorist or motorcyclist, including driver inattentioriragion in the
vehicle, and use of mobile or cellular devices, was recorded as the primary contributing factor in
17% of fatal and serious injury crashes between 2013 and 2017. When looking only at fatal
crashes, distracted driving was recorded as aioatitg factor 13% of the time. Because it can
be difficult for law enforcement officers to determine whether a driver was using a cell phone at
the time of a crash, this behavior is likely substantially underreported. Increased enforcement of
this issues necessary to thwart the status quo and begin to change cultural norms about the
acceptance of driving while talking or texting on a cell phone. We seek to address the growing
distracted driving epidemic by educating the public on the dangers of driviitgy distracted,
enforcing and strengthening existing distracted driving laws, and advancing te cthasegly
solutions.

Speeding
0 Speeding was recorded as the primary contributing factor in 16% of serious injury and fatal

crashes combined, and in 24%aial crashes alone. Speeding is likely substantialy
underreported as a contributing factor given the difficulty in determining the actual travel speed
of the vehicle after a crash has occurred. Speeding can dramatically increase the distance needed
to sdely stop and make other safe driving maneuvers more difficult to perform. Similarly, small
increases in speed exponentially increase the likelihood that a crash involving a vulnerable user
will result in a serious injury or fatality. We seek to promofeedradherence to posted speed
limits through coordinated education and enforcement campaigns and policy reforms around
automated enforcement.

Intoxication

0 Motorist and motorcyclist intoxication was recorded as the primary contributing factor in 13% of
fatal and serious injury motor vehicle crashes. When looking exclusively at fatal crashes, it was a
contributing factor 18% of the time. Nationally, drunk driving crashes kil more than 10,000
people every year. Driving under the influence of drugs, alcoh@rescription medications
severely impairs a person's ability to safely operate a vehicle. We seek to eliminate drunk,
drugged, and drowsy driving through coordinated education and enforcement campaigns, policy
reform related to alcohol consumptiomdahe provision of safe transportation options.
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Policy 1
Strategicaly implement education and enforcement initiatives around the top contributing factors of
serious injury and fatal crashes
0 Pair educational and enforcement strategies with streghdegirovements to reinforce safe
travel behaviors

Achieving our target of zero traffic deaths and serious injuries wil require a cultural shift toward safer
decisions and behaviors. Education must be the foundation of this cultural shift. \iigleithent

city- and regiorwide educational campaigns that seek to influence behavior change to encourage

safer actions throughout our transportation network. We wil also engage and educate specific
audiences, including the media, large businesses aadizations, vehicle for hire service providers,

and schoolchildren, their parents, and their educators. To maximize impacts, educational efforts wil be
paired with enforcement efforts and street design improvements as appropriate, using-thgiidigh

Network as a guide for prioritizing locations. Culturedippropriate  communication materials wil be
provided in various languages in order to ensure we reach all demographic groups, especially those that
are most affected by traffic crashes.

Coordinatingeducation campaigns with safety enforcement strategies wil help achieve the ultimate

goal of behavior change. Austinds enforcement eff
and closely monitored for equity. Using the Higiury Network as ayuide, enforcement will focus on

the four most dangerous behaviors: distracted driving, intoxicated driving, speeding, and motorist failure

to yield. By focusing on the most dangerous human behaviors in areas with extensive crash histories, our
resourcesvil be used most effectively and will have the biggest impact on improving traffic safety.

Equity must be a centralfocus of an enforcement strategy to ensure that there are not inequitable disparate
impacts on people of color.



Policy 2
Align penalties for traffic violations with the severity of the offense based on traffic safety impacts
0 Achieve positive behavior change around the top contributing factors of serious injury and fatal
crashes through partnerships with law enforeetand criminal justice reform

The laws, regulations, and criminal justice policies in place today are critical to achieving positive
behavior change and improving safety for all users on our transportation network. However, it is
imperative that th@enalties for breaking these laws reflect the severity of the offenses and support
behavior change that results in a safer transportation network.

Speeding, for example, is a pervasive dangerous behavior that requires special attention from law
enforcemenin support of the street design strategies addressed in the Safe Design subchapter. Without
appropriate penalties and diigent enforcement, this dangerous behavior wil likely be repeated and safety
risks for all users wil increase. One tool to explerautomated speed enforcement, a highly effective

method to enforce speed limits, which is currently not allowed under Texas state law. It has been
demonstrated in other states that automated speed enforcement not only catches those exceeding the speed
limit, but can also deter recurring speeding violations.

Achieving postitive behavior change will also require setting appropriate penalties for repeat offenders

and equipping prosecutors with effective tools to secure convictions. Austin police officef®had

that 19% of all reportable crashes involved people driving without a license or who had an invalid license,

for example. In fact, 28% of fatal crashes in 2018 in Austin involved a driver who was driving with an

invalid license or had nolicense.#d i Nn6s Vision Zero team wil!/l furth
these and other crash trends and makeidfianed recommendations to appropriately strengthen law
enforcement tools, while also applying an equity lens to guard against unintended caresgquen

Finally, minor offenses that do not put other transportation network users atrisk, like crossing the street

mid-block, should have comparably minor penalties. Offering education classes in lieu of a fine is one
strategy that can help achieve positivehavior change that leads to a safer transportation network.
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Managing Our Demand

Demand on our transportation network is the use of our transportation systems. When we wish to
drive our car to work or walk to the park we are signaling a desire thatsmad or sidewalk; we

are creating a demand for the transportation network. Rush hour, when most people are using the
transportation network, is a period of high demand. When demand on our transportation network
exceeds the capacity our network capphuwe experience congestion.

Transportation demand is driven by several different things, and it often ebbs and flows throughout
each day and throughout the year. When we need to go to work affects when we wish to travel on
our transportation network.and use also has a large influence on our demand; where and how we
build, our homes, workplaces, and stores dictate how we access those places. Itis difficult to walk
to the park if the only road available is a highway. Where we put our vehicles, wiretiotwe use

our cars by ourselves or with people, and if we own a car at all, all affect how we move around and
the demand for our transportation network.

Our transportation networkis a finite resource; there is a limited amount of space in whitth to bu

or expand our network. However, the demand on our transportation network continues to grow.

Historically, our urban landscape served this growing demand by focusing on supply. We would

expand our transportation nantofvhighvolubesroadveaysac i ty t hr
This added capacity has encouraged and incentivized car trips, most of which aaodaverips.

However, more and larger roadways have increased the demand for our transportation network. This

is not unique to Austin; new drexpanded roadways have been shown to create more demand

for our roads. To help alleviate the burden on what the transportation network can supply, we must

focus on how we can manage our demand.

This chapter examines how to maximize the effectivenemgrdfansportation network. Land use
planning helps us use our different transportation systems more effectively. Parking supply can
influence the number of vehicle trips taken on our transportation network. We manage our curb
space by determining how andhen it should be used best. We also manage our demand through
programming that specifically targets reducing dedene trips. Shared, smart mobility options

make it possible for emerging technologies to reduce driving alone. Managing the demand on our
transportation network is critical to most efficiently use our limited supply.
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Policy Summary

Land Use

Policy 1 Promote transgupportive densities along the Transit Priority Network

Policy 2 Encourage employers to locate near pukdiosportation

Policy 3 Create places that encourage travel choice and are connected

Policy 4 Minimize the impact of development on the roadway system by prioritizing multimodal
solutions

Policy 5 Make streets great places

Parking

Policy 1 Efficiently useexisting parking supply

Policy 2 Rightsize future parking supply to encourage sustainable trip options

Policy 3 Coordinate estreet parking with curb management strategies for flexibiity and adaptability
with future parking and mobilty technology

Curb Management

Policy 1 Use context to determine mobility and-moobility curb uses
Policy 2 Manage curb space dynamically

Policy 3 Streamline objects at the curb to improve safety and mobility

Transportation Demand Management Programming

Policy 1 Implemetcommunitywide strategies to increase use of all transportation options
and manage congestion

Policy 2 Lead by example in offering, promoting, and implementing mobility options for
City of Austin employees

Shared Mobility

Policy 1 Emphasize arndcentivize shared mobility solutions

Policy 2 Promote seamless transfers between transportation modes and systems
Policy 3 Support the creation of Mobility Hubs
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Land Use

Land use lays the foundat ilestric Howmowhwasbuilhasat i nit es t
compact grid system, which allows for quick and direct access to destinations when traveling on foot,
bicycle, and transit. I n contrast, the sprawling

buitt as autecentric, disconnected systems and are neither safe nor convenient for people to access using
other modes of transportation. This shift away from traditional, compact and connected development
patterns has created an environment in which the majority refdogtation infrastructure is designed for

car travel, resulting in increased congestion, unsafe and impractical conditions for bicycling and walking,
and challenges to public transportation's speed and reliability.

Future land use patterns must allow fimore people to be able to choose to live near the places they work

and play during all stages of life by requiring a mix of land uses. Allowing for ruigedand infil

development canincrease access to safe and convenient transportation options aveyavel oy

providing pedestrian, bicycle, and transit access to many types of nearby destinations. Creating a more
compact and connected community wildl assist in in
necessity of owning a private automobileoitr der t o meet oneds daily needs

In comparison to lowdensity development, compact development can slow the loss of natural open space
and agricultural lands and reduce greenhouse gas emissions associated with longer trips. Sprawling
development also dkes up the public costs for streets, drainage infrastructure, and other infrastructure
that must be continually extended to serve-tiemsity development. More compact growth contains costs
by capitalizing on the land and infrastructure already in place.

A good land use plan is also a good transportation plan, which makes it imperative that we encourage
better land use and development patterns to create a moredtgpsittive, multimodal, and accessible
Austin.

AProgressive | an dblewhsusing maehtives onecarridoasrand centers i® asskntial in
creating the travel patterns and t-Canmsiyortation/ |
Member
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Indicators and Targets

Increase the number of people living amorking within a 1/2 mile of the Transit Priority
Network

Increase the number of people living and working within a 1/2 mile of all ages and abilities
bicycle facilties

Increase the number of developments contributing to transit, walking, bicyclehaired
mobility improvements

Reduce the number of draadone trips generated and vehicle miles traveled by new
developments (by shifting trips to other modes and not by decreasing intensity)
o Achieve an average 50% drizdone trip reduction at a minimuroy developments
undergoing transportation analyses
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Policy 1
Promote transisupportive densities along the Transit Priority Network
Require or incentivize transstupportive densities along Transit Priority Network corridors

Appropriate land use density is the foundation for efficient public transportation; dense urban areas with
multiple uses including employment centers, multifamily homes, and commercial uses makeliigh
transit services, viable. When more people Islose to transit, transit can run more often and connect
people to more destinations.

Transitsupportive density can be achieved by requiring an appropriate level of density through land
planning efforts and zoning regulations, as well as through geweitt incentives associated with
small area planning policies.

Encouraging denser development near the Transit Priority Network will foster development patterns

which will create compact centers designed to encourage walking and bicycling, and wiltemeslite

supportive development. Strategies to encourage this type of development include providing incentives

in certain cases or enacting more permissive regulations for developments that go above and beyond

base zoning requirements. Direct public inuent in and management of redevelopment at major

mobility hubs wil ensure high levels of community benefits accompany density along the Transit Priority
Network. These community benefits should include affordable housing, affordable space for arts, music

Al egacy, 06 and small business uses, and other amer

(Highlight)
TransitSupportive Densities

Population density refers to the amount of people that live, work, or play within a specified geographic
area. Itisgenerally measured by people or units per acre. When enough people live, work, or play in an
area, it means that public transportation serving the area can be economicaly, environmentally, and
socially efficient.

Different contexts, including whether &gpe is urban or suburban, whether it is residentialy
commerciallyfocused, and other differences, may require different densities to be-stzpyxittive.
Within the urban and suburban contexts of Austin, Capital Metro has defined what simsittive
density levels are. These numbers reflect the average amount of people per acre along the entire transit
corridor.

0 Residential transtupportive density: 16 people per acre

0 Commercial transisupportive density: 8 people per acre
(End Highlight)
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Growth Concept Map and Transit Priority Network

The Imagine Austin Growth Conceptis supported by the Transit Priority Network, linking land use with
transportation. By providing fast, reliable, and efficient transit options along these IrAagine

Activity Corridors and into our Activity Centers we wil be able to promote infil and redevelopment in

these desired locations. This linkage should reduce per capita car use and increase walking, bicycling, and
transit use.

51



Policy 2
Encourage employers to locate near public transportation
Locate employmerhtensive commercial zones along Transit Priority Network corridors

Most of our roadway congestion is the result of people traveling to and fromWhbda employers are
located along corridors with highuality and frequent transit service, employees have greater options to
travel to and from the workplace, providing for congestion relief by reducingaldwne trips during

peak travel hours. These didthal transit users also help to create a more robust and reliable transit
network by further warranting an increase in transit frequency, making transit more attractive to other
types of riders.

By properly zoning properties located near the Trangiti®rNetwork, future development patterns will
provide for efficient and reliable public transportation opportunities for people who work in Austin. We
must require proper development density, including anincrease in commercial, music and creative, and
mixeduse developments, along these transit corridors. This can be accomplished through land planning
efforts, zoning regulations, and small area planning processes to strengthen existing and future transit
services.
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Polcy 3

Create places that encourage travel choice and are connected
Design complete communities where land use encourages convenient transportation options and
all modes are integrated into the transportation network

Complete communities are places where thespartation network is made up of complete streets. These
places consist of highly connected streets and pedestrian pathways, which allow for multiple travel
choices. Complete streets connect people to places by encouraging walking, bicycling, anchtaiing t
enabling people of all ages and abilties to move around easily and safely.

Land use regulations should require a proper density and mix of uses, encouraging complete communities
by placing residential, employment, and commercial land uses i logimity to one another.

Regulations should also promote infil development, which provides opportunities to fil missing gaps in
the transportation network. We must require transportation infrastructure for all modes to be properly
constructed in conpction with new development to be able to safely connect people to the places they
need to go.

AWe need choice, connect-iCommunityaMesibers af ety to be pri

(Highlight)
South Central Waterfront

The South Central Waterfront encompassksdcres directly across Lady Bird Lake from downtown. It

is composed of 32 separate private properties. The South Central Waterfront Initiative promotes a vision
and a set of recommendations, tools, and programs to guide redevelopment for this aheaneet 20

years. The goal is to ensure that, as the area changes, every increment of change will contribute to making
a great new district that:

Establishes a lively, safe, and attractive pedestrian environment,

Expands open spaces and creates guédic places,

Enhances connections to and along the waterfront, and

Includes 20% new affordable housing units, which is approximately 530 units.

¢ O¢ O« O«

The I nitiativeds Vision Fr amede oetwork ¢ tcoanactedggeers a pat
streds, parks, trails, and public open spaces, while also ensuring appropriate density and character is

retained as Central Austin develops.

(End Highlight)
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Policy 4
Minimize the impact of development on the roadway system by prioritizing multinsmiiations
0 Safely connect people to the transit, sidewalk, bicycle, and urban trail systems to offset the
vehicular demand generated by development

While land development can provide assets in our community like more housing, economic opportunities,
and &cess to services, it can also have negative impacts on our transportation network. New development
can further exacerbate an already congested and incomplete transportation network,

especially when historical development regulations have centered andh®ohile, leaving gaps in the
pedestrian, bicycle, and transit systems.

We must provide multimodal solutions in conjunction with new development to ensure that
transportation impacts are dispersed among many transportation modes and that safety emtsanceme
are constructed alongside new development projects to mitigate potential safety risks, such as
connecting new sidewalks to existing sidewalks nearby. Completing these missing gaps in the
transportation network for pedestrian, bicycle, and tranisitstructure during the development review
process will ensure that new developments provide for more travel choices beyond driving.
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Polcy 5
Make streets great places
0 Faciltate social interaction by encouraging mixesg developments that are served by multiple
transportation modes, with active ground floor uses and welcoming public spaces

Our streets are the majority of our public space:
asset. Streets also do mdénan just faciltate travel from one place to another, they are places in

themselves that faciltate social interaction and economic activity. The spaces between our buildings and

our streets become the places where people interact with the buitt envitcenaeeach other, whether

that is walking on a crowded sidewalk to catch a bus or meeting a friend for coffee at a street cafe. This

public space, where personal movement meets social interaction, is an important consideration when we
regulate and desigour land development and transportation network.

Mixed-use developments include multiple use types in close proximity to one another and follow a more
traditional neighborhood design versus the sprawling development pattern historically seenin Austin.
These developments allow for the opportunity to live, work, and shop within the same geographic area
and provide an opportunity for livelier and better utiized public spaces. By developing a mix of uses
within a more compact area, we make walking, bicyctimgl taking transit more attractive and easier for

our community and visitors. In addition, these development types foster interaction and increase safety by
increasing community awareness. Development regulations built into our land development cdde shoul
require new and infil developments to utiize a mix of uses rather than a single use, encourage active
ground floor uses, and require compact street design to make streets great places and faciltate safe
mobility options.
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Parking

Effective management of parking can improve mobilty, safety, the environment, and affordability.

Parking management is closely tied to land use regulations and curb management practices, and as such,
they should both be written to encourage bgtégking management. Land use regulations should be

written to ensure new developments accommodate different travel options, not just people in cars. Parking
requirements should focus on maximums instead of minimums, and parking spaces should b® offered t
buyers and renters separately from rent or housin

Parking management could incorporate innovative curb management techniques to help reduce
congestion, such as technology that alerts drivers to availablesspathey are not adding to traffic by

circling in search of parking spaces. Properly pricing public parking at market rate could also help ease
congestion by evenly distributing the demand across the parking system and making other travel choices
attracive to more users. Flexible curb use could also enhance mobility by allowing various purposes for
parking spaces during different hours of the day, such as valet parkingatigickup and drojoff

locations, or as public spaces such as parklets.

Parkng management strategies can help shift community preferences froraldnigetrips to

multimodal ones through innovative coordination of public parking spaces, enhanced transit options,
and adjusted parking costs that reflect the true cost of drivings3ist these strategies, we need land
use regulations that allow righizing of parking requirements and encouragesiéf and shared use
parking. Stronger enforcement of our parking regulations, whether a car has overstayed a meter, is
parked in dravel or bicycle lane, or is ilegaly occupying an accessible space, is necessary to further
help shift travel preferences from driedone trips to multimodal travel.

O

l't is time to diversity surf ace mbotodvibranastreet gr ound
ul t-Comendnity Member
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Indicators and Targets

0 Increase the availability of managedsineet parking
3 Targetan average 85% parking utiization for managestr@et parking

0 Increase redime information orspace location and availability
0 Decrease the amount of parking spaces per capita

0 Increase the availabilty, distribution, and percentage of parking in Imagine Austin activity
centers and along activity corridors thatis accessible

0 Increase theercentage of developments that reduce parking
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Policy 1
Efficiently use existing parking supply
0 Implement flexible parking management strategies to leverage existing parking supply,-both on
street and ofktreet, to helpnanage demand and decrease impacts on the transportation network

Efficiently managing parking supply wil ensure that the impact of parking is minimized on the
transportation network. Driving around in search of parking contributes to congestion dedacan
frustrating experience. For example, downtown Austin has an abundant parking supply boith off

street, yet parking availability challenges continue to persist. Whilstreert parking is certainly more
affordable per hour than efftreet parkingthere is less egtreet parking available and ffreet parking

sits unused. We must use parking management strategies to correct this imbalance, such as

with performancebased parking that allows prices to be set that encourage specific availatgiys ta

for on-street parking. This management tool helps distribute parking demand across the parking supply,
encouraging people to park based on their needs and location and not just where is the cheapest.

Shared parking is another management strateggpless up existing parking supply to be used for

more than one use. In downtown Austin, one out of foust#fet parking spaces is reserved for a

specific private use, yet it sits unused during the busiest times of the day. An office that operates only
during the day could make its parking publicly available in the evening hours. Allowing this existing
parking supply to become available for public use increases our total parking supply at a lower cost than
building new parking.

Shared parking should leecouraged both downtown and throughout the city, especially in commercial
and mixeduse districts, by reducing regulatory barriers to shared parking and integrating existing
on-street parking into more holistic district parking systems. Existing progtznhsestrict orstreet

parking for specific commercial and residential uses should be reevaluated and modernized to support
our multimodal transportation network. By directly managing demand on parking, encouraging more
travel choices beyond driving, addcreasing impacts on the transportation network, these parking
management concepts have potential impacts that extend beyond the limits of downtown.

(Sidebar)
How we manage our parking supply drives demand for motor vehicle use and directly affeatsitbe n

of drive-alone trips.
(End Sidebar)
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Policy 2
Rightsize future parking supply to encourage sustainable trip options
0 Assess, design, and implement locasmecific parking that takes into consideration surrounding
network capacity angupports increased multimodal and environmenrta#ndly travel choices

Minimum parking requirements have resulted in an overabundance of parking in many locations
throughout Austin and have continued to encourage people to drive to their destinagisa.parking
spaces are expensive to build and maintain, and promote automobile use even when short trips can
be easily accessed by walking, bicycling, or by taking transit. More efficient use of our land should be
considered when building new developmeatsl when remodeling older properties.

Zoning codes should be modified to: reduce parking requirements; promote shareesiadpafking

among neighboring properties; utiize unbundling of parking in conjunction witsgiteific TDM plans;

and tosupport walkable, mixedse developments to lessen the need for parking. Unbundling of parking,
for example, would help manage demand on the transportation network by only providing parking for
those who use it and decrease project costs for the cref#itioradable housing. Affordable housing,
creative and music venues, and small, local businesses in neighborhoods especially would benefit from
reductions in parking requirements.

Parking supply should be more actively coordinated on district levelpporsiadequate parking,

particularly in commercial and entertainment districts. Reducing regulatory barriers to shared parking
strategies and encouraging holistic, district parking strategies can help meet current needs for parking
access while reducingdtportion of buitt space used for parking. By rglzing the number of parking

spaces provided in the future, we can use our land more efficiently to allow for sustainable transportation
and more welcoming places.
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Polcy 3
Coordinate orstreet parking with curb management strategies for flexibility and adaptabilty with future
parking and mobility technology
0 Consider the needs of evolving transportation options when assessing the best use of parking
spaces to accommodate adles and modes

On-street parking should be coordinated with other uses of the curb to ensure the most appropriate

use for certain times of the day. We can maximize the use of our existing parking supply by reducing
demand using curb management stratebeisprioritize mobility. The flexibiity of orstreet parking

spaces can also allow for creative placemaking activities, such as sidewalk cafes and temporary park
installations. Osstreet parking can also be used for-tidding pickup and dropff, bicycle parking, and
trash collection. The flexible use of-street parking areas must be incorporated in a cesenditive

manner to ensure all users of the right of way have the opportunity to utiize this important public space.

(Highlight)
StreetPatios

Street patios are an extension of pedestrian space that enlivens the public realm. Also known as

Aparklets,d street patios are converted parking
Austin City Council directed the creationtbk street patio program, which is overseen by Austin

S

Transportation. I n 2014, street patios were incor

permitting process.

Street patios support local businesses and economic vitality, create a sensefof plighborhoods and
business districts, beautify the streetscape, and create walkable destinations for pedestrians. By creating a
peopleoriented amenity in street space previously dedicated to vehicles, street patios asdfaciost

way for the @y to partner with local private businesses to achieve our mobility goals. Although private
businesses currently fund, operate, and maintain street patios, in the future we could

also convert additional spaces to operate as a public pocket park.

(End Highight)
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Curb Management

Curb management is the flexible and efficient use of the public space located between building fronts and
the vehicular travel lanes; this is the space in which the movement of people and goods meets access. In
order to utiize public curb space efficiently, clear guidance is needed to ensure curb management
strategies are available to allow all users of the public realm adequate space in which to carry out their
daily needs.

Curb space activity encompasses aayof uses, many of which occur simultaneously and can be in
conflict with one another. The following are examples of the diverse activities which occur within this
public space: vehicle parking and loading; bicycle parking; transit service, shutitslpedxicab and
ride-hail pickup and dropff; trash, recycle, and compost pickup; emerging shared mobilty options;
wayfinding; sidewalk cafes; parklets; traffic control devices; and vegetation like trees and rain gardens.
However, many activities penfimed within this space can be effectively coordinated to occur without
conflict and with greater efficiency while also enhancing the public realm and promoting the seamless
integration of mobility options.

ABuses must have pulbe ocvleera raerde a so f SannatimiseMeshbembei ccyacn
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Indicators and Targets

Reduce the number of conflicts between parking and bicycle lanes

Reduce congestion on streets that incorporate curb management strategies
Increase the number of bicycle and shared active mobilty parking spaces
Increase the number of parklets and active placemaking opportunities
Increase the productivity of curb space to serve more people per hour

Reduce the number of crashes associatixbenflicts at or along the curb on streets that
incorporate curb management strategies
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Policy 1
Use context to determine mobility and rmobilty curb uses
0 Identify the most appropriate uses for curbs by consideniolgiity, safety, street type,
surrounding land use, and location

Appropriate use of curb space varies depending on location, time of day, travel demand, and, most
importantly, public safety. Additionally, geographic and land use contexts determin@glitferb space

needs and differing levels of management complexity. Context consideration is important for identifying
the most critical uses of the curb. For example, areas within the downtown core require multiple
coordination efforts to safely and eféiotly allow various activities to occur within the same curb space
throughout the day. In contrast, curb space located along less traveled streets may require fewer uses to
occur, and therefore mean that coordinating these uses is less complex. Hovtle\ee@bples involve
contextsensitive issues and can equally affect safety and mobility if managed incorrectly. In addition to
location and land use, time of day should be considered, as peak travel times are associated with greater
demand for mobility thn offpeak travel times. Overall, when determining the appropriate use of curb
space, safety and mobility needs are at the forefront and will need to guide curb management practices.

(Begin Sidebar)

Without a doubt, the curb in an urban setting is nvalgable than ever before due to all of the demands
placed on it by various sources. As such its value should be consistent with the policies that govern it and
the associated pricing structure.

(End Sidebar)

(Highlight)
National Example: Washington D.Bick-Up and DropOff Zones

The District of Columbiabés Department of- Transpor
hailing companies and local business improvement districts (BIDs), recently implemented rajv pick

and dropoff zone pilots folleving a successful pilot in the Golden Triangle Nightlife BID. The pilot was
implemented when businesses in the area noticed increasing gridlock and safety concerns occurring

during nightlife hours, much of which was resulting fromfidgiing passengergi-up and drogoff.

After rounds of data collection and public input, the District piloted new curb management restrictions in
the threeblock area with the highest concentration of nightlife venues. New parking signs were usedto
communicate a prohibitio of onstreet parking between the hours of 10 PM and 7 AM from Thursday
night to Sunday mornings, and rtlaiing companies agreed to share anonymized data etipgland
drop-offs in the area during the pilot.

The District saw a reduction in conflicketween pedestrians, vehicles, and cyclists because passenger
and commercial loading now occurs directly at the curb, rather than in travel lanes. The success of the
pilot has led to the implementation of-Bdur passenger and commercial loading zon&garmore high
demand areas throughout Washington, D.C.

(End Highlight)
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Policy 2
Manage curb space dynamically
0 Flexibly allocate curb space to adapt to different uses and users

Flexible curb use is key to accommodating the dynamic needs diffdtent uses and users of the curb.

By allowing and planning for flexible uses, curb space can be utiized more productively throughout the
day. Depending on the context, different demands are created for the use of the curb at different times of
the dayJust as it is important to differentiate between mobility anenmaloility uses of the curb, we

must differentiate within the types of mobility and noobility uses. Mobilty uses faciltate the

movement of people and goods, whether it is walking, Ingyctaking transit, or driving. Each of these
mobility uses has its own spatial and temporal needs to faciltate safe and efficient travel.

Non-mobility uses include different types of access for people and fixed uses of the curb. This non
mobility space for access is constantly changing throughout the day between people arriving at their
destination and then leaving. Namobility uses for access can include passenger loading and unloading
zones, transit stops, taxicab zones, short term parking faneeist, and commercial loading zones.

Simply put, when the curb is dedicated to these uses, it sits inactive between uses, which can be brief
moments when demand is high and extended periods when demand is low. As a result, the productivity
of these uses oaange from very efficient to very poor, depending on the time of day.

Understanding when the periods of high and low demand are will help determine the flexibility of that
curb space. Nemobility, fixed uses of the curb caninclude long term storagelutles, reserved or
prohibited uses, and sidewalk cafes, parklets, streetscaping infrastructure, and green space. These fixed,
nortmobility uses are often seen as the least productive when compared to how many people they serve,
but are important wheroasidering the context and in promoting the pedestrian realm. Balancing the
flexible use of the curb between mobilty andmability uses will be an evolving challenge as the city
continues to grow and the transportation industry evolves. Developing aeaistent programs and
guidelines to allow flexible, userentric use of and enhancements to curb space should be a key goal for
ensuring flexible curb management.
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Polcy 3
Streamline objects at the curb to improve safetyramialiity

0 Coordinate the placement, number, and use of objects at the curb with natural features to realize
multiple community benefits

Between considering the appropriate use of the curb and how it is flexibly managed, it is also important
to remember howall of these moving or fixed parts fit together in the same space. The curb can

become an overly crowded and complex space, making it an unsafe and unwelcoming environment. The
challenge between appropriately regulating the space through signage antingreveisualy cluttered
environment is real. Other temporary and fixed objects can add to the feeling of a public space being
cluttered, such as where bicycles and scooters are parked or the placement of furniture. All of these
features are necessary &ppropriate wayfinding, creating a sense of place, and communicating the use
of the curb, but require careful consideration within the limited right of way.

There are several steps we can take to confront these challenges. Coordination and plamning allo
small areas, streets, or districts to create and identify specific locations for street furniture, routes for
wayfinding, or locations for multimodal parking. Review and enforcement of the use of right of way
can help remove existing items that are motpited or no longer necessary, as well as reduce the
introduction of too many items into one space. Thoughtful and effective planning that considers the
available space, different uses, and the safety and mobility of all users will help create spages whe
multiple community benefits can be realized.
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Transportation Demand Management Programming

Transportation demand management (TDM) is an approach to tackling congestion through strategies that
reduce our impact on the transportation network rather than add capacity. These strategies focus on
helping people use the existing infrastructure in ptacgalk, bike, share rides, or take public transit.

They also aim to reduce peak travel congestion by encouraging alternative work schedules and telework
to shift travel times. Spreading demand across time also aids in managing congestion and betirer uses
infrastructure.

Managing our transportation demand requires a coordinated effort of thoughtful land use decisions,
parking supply coordination, curb management techniques, encouragement of shared mobilty, and
implementation of smart TDM programmirand policies. These lowost, neaterm strategies can be
deployed in a much shorter timeframe than multimodal infrastructure improvements atettorignd
use changes.

TDM strategies can take on many forms. In Columbus, Ohio, all downtown employgeevited free

public transit passes. In San Francisco, developers are required to incorporate TDM strategies into their
projects, such as bundling transit passes into their leases, unbundling parking from their leases, or
building shower amenities for lyicle commuters. In Aspen, Colorado, commuting is turned into a game
and residents earn points toward local rewards for everdmaralone trip they take. In Austin, the

Smart Trips neighborhood outreach program offers free transit adventures to siertisednow to use

public transit for recreational trips. No matter the approach, TDM strategies aedfeasive solutions

that aim to reduce drivalone trips, increase public transit, walking, biking, scooting, carpooling, and
vanpooling trips, shifdriving trips away from peak travel times, or reduce the need to take a trip in the
first place.

Al ncreased cycling, wal king infrastructure, and
and safer by reduci ngComnmmitylMembenot or vehicle
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Indicators and Targets

(@]

Increase the understanding of transportation options (aside from a personal vehicle) and
satisfaction of users to get around Austin (rideshare, bus/train, bike, walk, etc.), reported by
socioeconomic demographic measures

Increase the share of City of Austin employees commuting by walking, bicycling, sharing rides,
or taking transit

Reduce vehicle mies traveled (VMT) per capita
Increase the share of Austin residents who work at hostead of commuting to work
3 Achieve 15% of Austin residents who work at home by 2039 (7.9% of residents worked
at home between 2013 and 2017)
Increase the share of Austin residents who carpool to work
3 Achieve 11% of Austin residents who carpool to woyk2039 (10.8% of residents
carpooled to work between 2013 and 2017)

Increase the share of work trips that are taken duringeak hours
3 (51.6% of work trips leave home between 7:00 a.m. and 9:00 a.m.)

Increase the number of people reachettdoysportation demand management programming
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Policy 1
Implement communityvide strategies to increase use of all transportation options and manage congestion
0 Encourage sustainable modes of transportation and discourage dinmegand singi@urpose
trips to maximize the use of our transportation network

Our community is what makes Austin such an attractive place to live, play, and work. As Austin

continues to grow, we want to ensure that people have the resources theytraaed around in a safe,
efficient, and affordable manner, that also contributes to (rather than deteriorates) the vibrancy of our
community. In order to succeed, we need a TDM program that creates the cultural shift necessary for our
community to use guexisting transportation network in the most efficient ways. Developing a TDM
program also complements the longrm capital investments discussed in other parts of this plan by
providing more affordable, ne#erm, noninfrastructure strategies to heipeet our broader

transportation objectives and policies.

Our first step toward creating a strong TDM program is to become a resource for how to get around

Austin. We want to work toward an outcome in which our community fully understands the

transportaon options available to them and, more importantly, feels comfortable using them. Only then

can we achieve the remaining policy objectives outlined in the prior section. In order to do so, we must

develop comprehensive educational programs and targdtedco TDM is not a onsize-fits-all

solution, so education, outreach, and other strat
A strong TDM program will tailor strategies for: residents and their daily trips and errands,
commuters/emplees and their employers, students and school staff (from the elementary to university

level), and visitors. In addition, the program should be combined with a strong focus on collaboration that
specifically identifies how it can improve transportationigg

This policy section wil provide more detail on the following key TDM strategy topics:
Residentiafocused

Employer, schoal, and visitorfocused

Inter-departmental and intexgency

Transportation equity

O¢ O¢ O« O«

feel 1ike | n osharetwihvirenddaad fanmdyrso weeanose publie s t o

Al
transportat i onSmarpTrigs partsipatt oget her . 0
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(Highlight)
National Best Practices

0 Columbus, Ohio
3 Through a partnership of the regional planning commission, transit agemty,

downtown property owners, Columbus, Ohio is easing downtown congestion by offering
free annual bus passes to the more than 40,000+ employees who work downtown. In
addition, they run a free circulator shuttle that connects employees from downtown to a
retail and commercial hub known as the Short North arts district. They also made it easier
for anyone to take transit by upgrading downtown bus stops to displatimearrival
information.

District of Columbia
3 The District of Columbia Department dfansportation provides the community with a
one-stopshop website called goDCgo. This resource caters to residents, employers, and
visitors, and provides all the multimodal transportation resources needed to get around
town. The goDCgo website is also waa&levelopers and businesses can understand how
to comply with TDM requirements set by the district.

(@]

(@]

Seattle, Washington
3 Downtown Seattle is seeing significant reductions in their grfgae rates, while the

number of downtown jobs continues to incredd$aM is a large contributor to this
success. Downtown Seattle businesses invest over $100 milion per year in commuter
benefits for commutes other than driving alone. Many employers utiize subsidized bulk
transit passes, which account for half of theydgaiiblic transportation boardings. King
County Metro runs the largest vanpool program in the nation, and employers comply with
a statewide commute trip reduction law.

(End Highlight)
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ResidentialFocused TDM Strategies

Recognizing thamost trips start from home, TDM strategies that focus on residents are a key element
to a strong TDM program. The Smart Trips program focuses on shifting transportation behaviors at
the residential level. Following national best practice TDM programs,tSims Austin is designed

to engage communities to try active transportation options and shift away froraldrieetrips. The
program focuses on personal interactions to educate individuals on their transportation options and
to overcome barriers to aat travel. Transportation toolkits are distributed to households and this
educational information and incentives are further solidified through comrnasyd active programs
such as group bike rides, transit adventures, and group walking activitersndtibn is tailored to meet
the needs and interests of each household through target segmentation, customized messaging, and
one-on-one interactions with Smart Trips Ambassadors that have been hired from the neighborhood.
Travel choices are measured befand after implementation to evaluate program effectiveness. Much
of the success of the program relies on behavioral nudge/incbasexl programs, showing the true

cost of driving, and utilizing strong local policy to demonstrate the multiple benesitstainable
transportation modes and how these benefits align with other City policies and goals.

(Highlight)
National Example: Transportation Wallet

The Portland Bureau of Transportation teamed up with Northwest and cEantaide Parking

ManagemenbDistricts to encourage walking, taking transit, and bicycling in the districts. Residents and
employees of the district can purchase an active
pass or for free in exchange for their parking pasdudied in the wallet is access to the TriMet light rail

and bus, the Portland streetcar, and a member ship
Transportation Wallet (with heavily discounted transportation options) is funded by eliminating free

parking and adding surcharges to parking permits in the districts. The program also frees up parking for

those whose only option is to drive to these districts. In the future, the program hopes to expand citywide,
include dockless mobilty options, and deliver mssdigitally.

(End Highlight)
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Smart Trips Austin

The Smart Trips Austin program has demonstrated a successful decreaseaiodevear use at a local
level. In addition, participants have become more aware of other transportatios @pithare wiling to
integrate these modes into their trips more often.

Smart Trips Central South Program Results

0 The percentage of respondents using transit three days prior to taking the survey increased 2
percentage points (17% to 19%)

0 Surveyrespondents feel more aware of transportation options in Austin because of the program (3
in 4)

0 Respondents made an average of 1.4 fewer-diivee trips per week after the program (Drive
alone mode share decreased 3.7%)

0 Survey respondents reported incgieg their use of transportation options because of the program

(1in 3)

AJust talking about using better options (than dr
todosd at | east 2-Schatyrpd Gertral Bduth padicipant

A have ridden buses in other cities but had never tried the bus here. | really wanted to learn but felt
intimidated to try it for the first time. A Smart Trips group bus outing to the Central Library was just what
| needed! | asked lots of questions andeithen | have ridden the bus every time I've gone to the Central
Li b r aSmart Tops Eastside participant
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Employer, School, and VisitorFocused TDM Strategies

Trips generated by employers, schools, and large events all needtmnaged in unigue ways. Tailored
programming and policies can ensure that commuters have a wide range of transportation choices, that
students and staff have transportation support from their schools, and that visitors can explore Austin in
a sustainab way.

An example of a visitor policy is the special events ordinance that Austin City Council passed in 2018.
The Office of Special Events, in collaboration with Austin Transportation, created a framework for
requiring large events to accommodate argbarage sustainable transportation options to and

from events. Example strategies include requiring a minimum amount of bicycle parking, discounts
for traveling sustainably, prioritizing multimodal access, creating temporaryapaltide lots, and
organiing bike rides to events.

(Highlight)
National Example: Arlington Public Schools

In 2013, Arlington Public Schools in Virginia launched APS Go!, a communitg, schooldriven

process that raises awareness and provides incentives, information, amdgameunt related to

walking, biking, transit, car/vanpooling, and school busing. The program, which was the first initiative of

its kind in the country, focuses on the transportation needs of all students and staff while also considering

the broader intems of the communities located around school sites. Arlington Public Schools developed

the APS Go! inttiative as a comprehensive and-temgn TDM plan for the district. APS Go! is a part of

the school districtods ef thecommunity, cespond to growthiamde | y a s s €
demand, and develop forwatiginking transportation programs.
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Mayor 6s Mobility Challenge

The Mayor6s Mobility Challenge was developed as &
Movabiity, t he r egionds transportation management assoc
in hand with employers to improve the regionds ec

options that save time and money. The Challenge launchepilaisarogram in 2014 in an effort to
reduce congestion in Austin by working with employers to develop customized mobilty plans. Since this
time, over 60 employers with over 120,000 employees have pledged to participate.

One key downtown employamplemented several innovative transportation solutions as part of the
Challenge. It created an employled Transportation Committee and worked through Movability to host
guarterly "transit adventures” with the Capital Metropolitan Transportation Aytl{Qdépital Metro).

The company also developed a parking incentive plan offering monthly stipends in exchange for their
downtown employee parking spaces.

How have Mobiity Chalenge Companies changed their employee transportation benefits 3
programs?*

75% of companies provided free, discounted of 40% of companies gave cash to employees to
cost Capital Metro transit passes up their parking spot

25% of companies increased the cost of parkin| 93% of companies plan to begiffering
for each employee commuter benefits as a result of participating in
the Mobility Challenge

*2015-2017 Mayor6s Mobility Challenge participant :
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Inter-Departmental and InteAgency TDM Strategies

A strong TDM program will succeed with collaboration. It can be challenging to change behaviors that
have been ingrained in our everyday actions. It will take a coalition made up of local and regional allies to
leverage policy support and increase program outré&icdtegies should be developed and implemented

in partnership with departments throughout the City government, as well as local and regional partners.

The Cityds current-B@sapgt €Eon88@cPer Potmanwceor the
is more commonly known) incentivizes businesses to locate, grow, and hire within Austin. The new
vision for the policy includes a focus on reflect
community challenges. The policy includes support forlldmainesses, incentives for employers

seeking to hire socieconomically disadvantaged individuals, and recruiting external businesses that

provide community benefits beyond jobs, including transportation. The specific transportation strategies

that comfement the vision of this incentives policy are included in Appendix E. Examples include

locating the company in ahighr equency transit corridor and incen
transportation modes.

(Highlight)
National Example: San Fraisco TDM Ordinance

San Francisco's transit agency, planning department, and economic development office collaborated on
the San Francisco TDM Ordinance. Its primary purpose is to reduce vehicle miles traveled (VMT)
generated by new development proje€t®e ordinance is designed to work with developers to provide
more onsite amenities that will encourage smarter travel options so people can get around more easily
without a car. The intent is to shift more typical-dependent travel practices by prawiglia series of
developmenfocused TDM measures. Some strategies include offering fewer parking spaces relative to
surrounding neighborhoods, supplying more bicycle parking and amenities, subsidizing transit passes,
and implementing delivery services fiiek.

(End Highlight)
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Achieving transportation equity through TDM Strategies

The TDM program should also be used as part of a-pmoltiged approach to help reduce inequities and
alleviate affordability issues in Austin. Studies hakiewn that affordability is not only impacted by

housing costs but also by transportation costs. Transportation can be a social equalizer. When given
access to lovcost transportation options, community members can reallocate funds that would have been
spent on car ownership, insurance, maintenance, and gas on other costs of living instead.

Smart Work, Learn, Play
The Housing Authority of the City of Austin (HACA) offers a program called Smart Work, Learn, Play,
which aims to connect underserved commuitigth various opportunities by increasing their ability to

use online public services, including those that
inclusion program seeks to put an internet connection, digital literacy training, and conmpetessyi
housing authority property. The program recruits

other residents, provide ote-one training on how to use various digital tools to access transportation
options, and advocate for transportation iwgments.

Downtown Employee Subsidies

To reduce the need to own a car, the Palo Alto Transportation Management Association (TMA)
subsidizes Lyft rides for downtown employees who make less than $50,000. This allows service workers
who either start or ershifts outside of public transit hours to utiize public transit on one leg of the trip,
without the risk of being stranded downtown if their shift ends too late. Each month, the Palo Ato TMA
pays up to $10 per ride for up to 15 rides per employee. itivaddhe TMA provides free monthly

transit passes for downtown workers who make less than $70,000 per year.
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Policy 2
Lead by example in offering, promoting, and implementing mobility options for City of Austin
employees
0 Providecomprehensive transportation benefits to all City employees to encourage sustainable
travel behaviors

The City of Austin is one of the largest employers in Austin, so the manner in which its employees
commute to work and home can have a large impactdfictconditions. For well over a decade, the

City has offered commuter incentives, including subsidized vanpool and transit passes. In 2017, the City
established an official commute trip reduction program called Commute Connections housed in Austin
Transprtation. Also in 2017, Smart Commute Rewards was introduced as a new commuter incentive
program under Commute Connections.

The City of Austin is leading the way by proving that City employees can limit-didree trips and help

i n managi n diccéngestibn 3in6es2018,1tha €ity of Austin has been recognized as one of the
Best Workplaces for Commuters (BWC), offering exceptional sustainable commuting options that meet
national standards of excellence. As a BWC participant, the City strivestioually improve its

commuter programming by offering and encouraging employees to take a sustainable commute to work
by using active transportation, carpooling or vanpooling, or taking transit. Sustainable commutes help
meet the City 6 sustanabiity goals by imiirng eeissians ahd waste, minimizing
consumption of nomenewable resources, and minimizing the use of land. Additional peak travel time
trips are reduced through employees participating in telework, working alternative dmingorking
compressed schedules.

The City collaborates regularly with several community organizations, such as Movability, the Capital

Area Council of Governments, and Capital Metro with the objective of identifying and promoting the
transportation solutons t hat best serve employeesd needs. Wh
inspire others to do the same, causing a ripple effect that ultimately supports better traffic congestion
management and preserves air quality across the community. For exam@dy of Austin should lead

the way to offer parking casbut programs (one of the most effective TDM tools) to its employees as a

signal to other large employers in the downtown area. Through Commute Connections, we collaborate

with TDM professionalsiationwide to share best practices that contribute to building an exemplary

commuter program.

NRAs employees, we | earn so much about sustainable

footprint. That 6s not someitshd mgs € ch ad-rAusmPublmu rma g e e.r
Works Employee
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(Highlight)
Commute Connections

The Commute Connections program helps City of Austin employees understand their sustainable
commute options and take action to reduce their-@oee work trips, especially during peak travel

times. The ultimate goal is to minimize the impact these commutes have on traffic congestion and air
quality in our region, whether through incentives or disincentives. Austin Transportation houses staff that
consigently work on developing new commuter tools and informing all City employees about sustainable
commute options. These employees work with other City employeesnemee and through department
specific commute consulting events. Addttionally, severaieffiand departments have established

mobility coordinators to promote and discuss trip reduction strategies. This structure helps expand the
reach of the program and increase employee participation.

While Austin Transportation oversees the Commute CdiamscProgram, several departments provide
tools for employees to be successful at reducing their-dioree trips. The City ensures that employees
have access to numerous mobility services, including an online employee commute resource center,
commuter itaining opportunities, casharing through car2go or Zipcar, and emergency ride home options.
Many employees that commute using active transportation modes have access to bike lockers and
showers. Employees choosing to f&lare may be matched with a aaofbuddy at

myCommute Solutions.com or join a vanpool and enjoy a monthly subsidy. Transit riders can use a free
annual pass to travel on any Capital Metro route.

Austin Transportation plans to enhance Commute Connections by developing and implementing a
commute trip reduction plan that is meaningful to all City offices and departments. The plan will clarify
specific actions offices and departments can take toward motivating employees to travel differently, with
the intent to improve overall employee coatenreduction. The plan wil also provide a clear vision for
program oversight that would include improved tracking, training, incentives, and accountability
mechanisms. The plan is expected to house realistic and achievable goals, with data collection and
analysis that will be presented in an annual progress report.

(End Highlight)

77



(Highlight)
Smart Commute Rewards

Smart Commute Rewards is the incentive arm of
Commute offers City of Austin employees various incentives to adopt a commuting habit that
incorporates sustainable transportation, even for just one day a week.

In 2017, the City of Austin launched a-snonth pilot project that allowed regular fulind partime
employees the opportunity to earn leave time for logging sustainable commute trips (bicycle, walk,
carpool, vanpool, transit, or telework) in a#iggging application. Ten percent, or approximately 1,300,
of the Cityds employees, participated in the
saw more than 50% of participants make a positive shift to reduce thesatimee trips, infiding a
doubling of carpool and vanpool trips. Austin Transportation has a vision to launchrayedrersion

t he

proc

of the leave time reward, sustaining and potentially increasing the motivation of participating employees.

Smart Commute Rewards also hostaieber of contests during the year to help keep individuals

motivated, with prizes ranging from gift cards to travel tumblers. The effect of Smart Commute trips goes

beyond just helping to manage traffic congestion. Commuters realize health benefits anslegee of
pride in helping to preserve the environment.

The success of Smart Commute Rewards has drawn interest from organizations across the country. In
November 2017, the Capital Area Council of Governments celebrated the organizations andisndividua

who have made significant contributions to the re

Smart Commute Rewards received the 2017 Air Central Texas Public Sector Award. In 2018, the
Association for Commute Transportation awarded Smart ComReneards with a National Award in

the commuting option category of carpool for the
(End Highlight)
AEverybody knows that they should carpool, bike,

rewaus programis an awesome forcing mechanism to encourage folks on the brink of changing their
habits to act ua Watgrshetd fotectian DepartmdneEmgogee 0
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(Highlight)

Smart Commute Rewards launched to City of Austin employees on May 1, 2017. The program offers
employees incentives (administrative leave and prized) for taking a sustainable commute.* Smart
Commute generated some impressive 2017 statistics and receivadGestral Texas Public Sector
award for its innovative approach.

Number of employees registers: 10% of the regular and civil service workforce
Administrative leave (ADL) participation: 990
606 Smart Commute Rewards participants earned ADL
3 35% earned@ hours ADL
3 17% earned 12 hours ADL
3 22% earned 8 hours ADL
3 26% earned 4 hours ADL
421 individuals took the survey
53% of participants made a positive shift to reduce their drive along trips
Carpool and vanpool trips doubled
Nitrogen oxides reduced: 3 tons
Carbon dioxide reduced: 380 tons
Calories burned: 2,982,385
Questions? EmabmartCommute @AustinTexas.gowcall 5129741150

O¢ O¢ O«

O¢ O¢ O¢ O¢ O¢ O«

*Definition: A sustainable commute means employees leave theiralame habit, for even one day a
week, and take a different mode to work.
(End Highlight)
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Shared Mobility

Shared mobilty encompasses transportation services and resources that are shared among users, either at
the same time or orefter another. These services can include public transportation, taxishhideg,

carsharing, ridehailing, ridesharing, scootesharing, shuttles, circulators, and even some commercial

delivery vehicles. From higbapacity public transportation, $thared and edemand mobilty services,

to technology that allows our vehicles and infrastructure to be better utiized by more

people, shared mobilty offers many potential solutions. Whatever form it takes, shared mobility helps

more people use our exigg transportation network, and managing our demand this way helps to manage
congestion and improve travel time reliability.

Shared mobilty can have an even larger impact on our mobilty landscape when it is paired with
infrastructure investments and engiag technologies such as connected, automated and electric vehicles.
Integrating our resources together can decrease household transportation costs and greenhouse gas
emissions, help manage congestion, and improve safety and travel choice for Austinites.

We want to approach and use shared mobilty technology proactively, thoughtfully, and in partnership

with other public and private sector providers toc
more people with more ways to get where they w@gb safely and easily, shared mobilty wil be a key

to meeting our mobilty needs and goals for years to come.

AShared electric vehicles, buses transité Great s
seta best practice forsmarteis 1 nf r astr uct u€Conmuniy dMenbérac e maki ng. 0

80



Indicators and Targets

0 Increase the usage of shared mobility solutions (such asshbieing, caisharing, ridehailing,
ride-sharing, scootesharing, etc.)

0 Increase thehare of shared mobilty trips that originate or end in areas that are historically
underrepresented and underserved

0 Increase the coverage of shared mobility solutions
0 Increase the density of shared mobity vehicles

0 Increase the number of Mobilty Hubs
3 Establish at least 1 Mobilty Hub within a 1/2 mile of each Imagine Austin activity center

0 Increase the capacity of park and rides
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Policy 1
Emphasize and incentivize shared mobility solutions
0 Develop and focus robushared mobility services and systems to provide-nigt/lastmile
mobility solutions and increase shared trips on the transportation network

Promoting shared mobility has immediate community benefits of better managing our congestion,
transportation cgts, and emissions associated with driving alone. Individuals can benefit from having
many robust shared mobilty services available without needing to own a personal vehicle.

Shared mobilty services that help get people from their front door to-érbighency or higltapacity

public transportation service are known as-iréieé/lastmile solutions, because they make it easier to
travel the first or last mile to the bus stop or train station. When shared mobility solutions work together
with public trarsportation, more people can more conveniently connect to their destinations all around
Austin.

To manage the demand we place on our transportation infrastructure, we will encourage the use of
shared mobility to help us improve congestion and get the subsif our roadway, sidewalk, bicycle,

and urban trail systems. Shared mobility comes with another benefit: increased social interaction with
your family, friends, neighbors, coworkers, and people from all over the community. We emphasize
shared mobility slutions not only for how they connect us to places, but for how they connect us to
each other and our community.

(Highlight)
Dockless Mability Program

In 2018, dockless bicycles and scooters entered the Austin transportation network provatingletely

new mode of transportation for the community. There are now more than 17,000 dockless bicycles and
electricassist scooters available to use throughout the city. Since April 2018, close to two milion trips
have been taken on electric scootdoaer Over this time period, the Austin Transportation Department
initiated a thregpart management system that addresses regulation, education, and street design to best
manage the relative speed and location of these micromobility devices on publaf vigtyt. This

process has resulted in new rules that govern the regulation of rdeviket, micromobilty solutions in

the public right of way, an education campaign on how to use these devices safety, and deployment of
parking solutions for bikes and siters. This work to integrate and evaluate new options in our network
continues to evolve and improve. For example, in December 2018, the City of Austin partnered with the
National Centers for Disease Control and Prevention to inttiate theweststudyof electric assist

scooter injuries to better understand the safety and prevention for this new mode. As more information is
gathered through this safety study, the City of Austin will continue to adapt itsghremanagement

model to continue integriag this emerging mobility solution

while prioritizing the safety of vulnerable users.

(End Highlight)
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Policy 2
Promote seamless transfers between transportation modes and systems

0 Encourage easy and convenient transfers between transportation modesote pnultimodal
solutions

A key missing piece in Austin that would help us emphasize shared mobility and manage demand is a
universal source of transportation information with an integrated payment system. For many people, the
convenience of driving thepersonal vehicle outweighs hassle caused by transferring routes or modes.
The need to carry multiple forms of payment for different types of fares creates an additional obstacle. If
we can reduce barriers that prevent people from choosing multimoddiymopiions, we wil be better
equipped to manage congestion and demand.

To promote a truly multimodal transportation network in Austin, we need a seamless way to pay for
transportation services, find information on routes and schedules, learrpatestial delays, and

transfer between one trip or mode and the next. Strategies we can pursue with public and private
partners to promote these seamless transfers include technology applications for smartphones and
integrated fare cards. This integraté@dtegy could also include a matching service to help people join
carpools or to share personal vehicles with other community members. Although a universal app and
payment method would help create seamless transportation transfers for many Austinitéalsee w

need to find additional solutions that allow community members without a smartphone or bank account
to be able to use our transportation network fully.

By promoting more convenient ways to access and use all the transportation options Atstoifeas
affordable options become easier to access and us
costs. When more people can use more transportation options more easily, and fewer people need to own

and drive personal cars, we can bettacteour goals of improving affordability and travel choices while

managing congestion.
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Polcy 3
Support the creation of Mobility Hubs
0 Support and develop Mobility Hubs of different scales to serve as connection points between
public and private transportation services and multimodal transportation options

Mobility hubs play a vital role in the network by faciltating safe and easy connections between shared
travel modes, as places for people to switch from a personal vehicle teed stubiity service.

Mobility hubs are more than a typical transit station or {zarttride facility. They create welcoming

and attractive places for travelers that include amenities, information resources, and a variety of both
public and private transitervices. Mobility hubs can be coupled with placemaking efforts, creating safe,
accessible and connected places for people to engage with fellow passengers and the wider community.

By creating mobilty hubs integrated with public transportation, we ffan@wide variety of first

mile/lastmile options for people to use. Some of the services located at mobilty hubs could include bike
and scooteshare, cashare, access to shuttles, and-hHdéing services. Mobilty hubs should also
incorporate diffeent electric vehicle charging devices for locals and visitors alike. These mobility hubs
could incorporate services like package pickup so that people can pick up mail along their trips, reducing
the overall number of deliveries drivers make to individadtiresses.

Mobility hubs are community spaces where we can share mobility knowledge with each other.
Community programming such as repair and maintenance classes, at mobilty hubs, can help people
learn how to care for their personal vehicles like cadsbicycles. These spaces could also empower
community members to try out and use other shared mobilty options, such as showing people which
bus route would be best for their trip.

Mobility hubs must emphasize equity and access as integral design catsptanieelp guide the

modes and services available at each unique location. Mobility hubs wil offer a different set of services
based on where they are, how many people use them, and what the needs of specific communities
are, but they will all be higlyuality places where we can take advantage of all the options that shared
mobility has to offer.
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Supplying Our Transportation Infrastructure

Austinds transportation network is made up of
systems. Thesgystems, our sidewalks, roadways, public transportation services, bicycle

facilities, and urban trails, among others, are supplied to our community to ensure we can use our
transportation network to move around our community when and how we wish.

The amaint of transportation infrastructure we can supply, the amount of and width of roads, for
example, is limited. Physical space and financial constraints are two major forces that limit our
transportation supply, but we also know that an unlimited supphae$portation infrastructure

will not solve many of the problems we face today. Larger roads with more lanes increase vehicle
speeds and bring more cars to them, a concept
harmful emissions, cutting off rfiborhoods and communities, reducing travel choice, and

decreasing the overall safety of our transportation network.

t

k

h e

n C

I n addition to enabling our movement, the transpoc

landscape, our social expectations, andooitliural values. Decisions made in the past affect our
mobility today, and the transportation decisions we make today wil affect how our chidren move
around in 20 years.

Strategically planned transportation systems that supply our network with tioprgip

infrastructure, in both size and location, are what enable us to travel around our community safely,
reliably, and efficiently. A complete sidewalk system is integral to connecting people, resources

and opportunities across our community. Buildstgategic connections and vehiciated

improvements are necessary to support people on our roadways. Prioritizing speed, reliabiliy,

and comfort can encourage public transportation ridership. Safe and comfortable all ages and
abilties bicycle facit es and related i mprovements support
provide transportation options that are physically separated from our streets. New transportation
systems, whether they are shared micromobilty options like scooters, automatgdwadrvicies,

or something else, will expand how we provide and operate our transportation infrastructure in

the future. For our entire transportation network, we must responsibly extend the useful life of
infrastructure, increase its resiiency and levenageility improvements through capital renewal. We
also must recognize the growing role our airport has in our transportation network. Individual mode
systems should not be considered in isolation. Rather all modes should support each other to create
a stong transportation network.

This chapter presents our proposed transportation network. It builds upon the strengths that exist
today but also focuses on the systems that can achieve our mobilty goals over the next 20 years.
The full proposed transportai network is buit around infrastructure that will get us where we want
to go, when we want to get there, safely and-effeictively.
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Policy Summary

Sidewalk System

Policy 1 Complete the sidewalk system

Policy 2 Make the sidewalk system accklesand comfortable for all
Policy 3 Maintain the usabilty of the sidewalk system

Policy 4 Ensure new development connects to the sidewalk system

Roadway System

Policy 1 Strategically provide new roadway connections and add capacity for vehicles
Policy 2Improve travel time reliability

Policy 3 Increase the persoarrying capacity of the highway system

Policy 4 Work with regional partners to upgrade the highway system

Policy 5 Manage right of way space for all users

Public Transportation System

Policy 1Give public transportation priority

Policy 2 Enhance commuter public transportation service
Policy 3 Support local public transportation service
Policy 4 Invest in a higleapacity transit system

Policy 5 Improve the public transportation experience
Policy 6 Improve access to public transportation

Bicycle System

Policy 1 Make streets safe for bicycling

Policy 2 Complete the Bicycle Priority Network

Policy 3 Remove significant infrastructure gaps in the bicycle system

Policy 4 Provide a comfortable bicycdystem with enaf-trip facilties

Policy 5 Work with partner agencies and other jurisdictions to develop a regional bicycle system
Policy 6 Maintain the usabilty of the bicycle system

Urban Trail System

Policy 1 Recognize the urban trail system as teyinal part of the transportation network
Policy 2 Provide higlquality urban trails that can serve all users

Policy 3 Pursue opportunities to connect to and expand the urban trail system

Condition of Infrastructure

Policy 1 Responsibly maximize the udldifa of transportation infrastructure

Policy 2 Pursue opportunities to increase mobility options during capital projects
Policy 3 Improve multimodal mobility through maintenance activities

Policy 4 Maintain the usabilty of all mobility infrastructure

Emerging Mobility Solutions

Policy 1 Evaluate emerging mobilty solutions to meet community needs

Policy 2 Integrate emerging mobility solutions into existing transportation infrastructure systems
Policy 3 Invest in infrastructure that enables the adopticemerging mobilty technologies

Aviation

Policy 1 Expand mobilty options to and from the airport
Policy 2 Increase multimodal connectivity and options on the airport campus
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Policy 3 I nform visitors about Austinds mobility
Policy 4 Prepare faind design aviation facilties to adapt to emerging mobility solutions
Policy 5 Coordinate wayfinding to, from, and at the airport
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Sidewalk System

Everyone, at some point in their trip, is a pedestrian. Becaitisis,ai complete and usable sidewalk
systemis necessary across all of Austin. Making Austin a more walkable city enhances our health and
safety, sustainability, and economic competitiveness by improving our overall quality of life. Sidewalks
also give peple more options for how they move around the city. People might use sidewalks for their
entire journey, as a short connection to some other mode of transportation, or for health and recreation.
Since sidewalks are so critical to mobility, this makeghktualty sidewalk system the backbone of our
entire transportation network.

We have over 2,100 miles of missing sidewalks spread throughout Austin, and it will require lots of
resources to fill these gaps where sidewalks abruptly end. The Sidelaafhmericans with Disabilties

Act Transition Plan guides us in maintaining and improving the sidewalk system in Austin, laying out the
challenges and needs of our community and the strategies we use to address them. Absent sections pose
barriers for metrers of our community, making it difficult to access the places we go and the other

modes we use to get there, like public transportation and bicycling. Missing sidewalks can cause people to
use thestreet instead, which can lead to conflicts betweernagehiotl pedestrians and decreases safety.

We also have the challenge of maintaining the sid
Our sidewalks do not function the same way today as they did when they were built, and the expected

Ifespan & a sidewalk is only around 75 years. As of 2016, an estimated 80% of existing sidewalks in

Austin are considered functionally deficient. Clearing sidewalks overgrown with vegetation is challenging

to keep up with, and preventing obstacles from blockidgvgalks requires planning, ongoing help from

community members, and enforcement.

A connected and continuous sidewalk system is important to ensure that our community can move
around Austin. It also provides numerous health benefits associated withlifestiyles and can help

foster a dynamic public realm that makes commercial districts and neighborhoods vibrant places to be.
Sidewalks are essential, and a kiglality sidewalk system wil support all of our other transportation
systems, providing the dmdation for mobility throughout all of Austin.

il believe we must i nvest in additional alternati
wa | k waCpremurty Member
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Indicators and Targets

Increase the functionality of existingery high and highpriority sidewalks
0 Achieve and maintain 95% functionality for very higlnd highpriority sidewalks by
2026

Increase the functionality of the existing sidewalk system
0 Achieve and maintain 55% functionality for the sidewalk syste/®J36

Increase the number of new very higind highpriority sidewalks completed within 1/4 mile of
all identified schools, bus stops, and parks, including both sides of arterial and collector streets
and one side of residential streets
o Complete 100% of ising very high and highpriority sidewalks within 1/4 mile of all
identified schools, bus stops, and parks by 2026
Improve the response time for sidewalk obstruction complaints

Increase the frequency of assessing the condition of the existing sidestekn
0 Assess 10% of the sidewalk system annually

Increase the percentage of street frontages with sidewalks
Increase the share of Austin residents who walk to work
o Achieve 4% of Austin residents who walk to work by 2039 (2.3% of residents walked to
work between 2013 and 2017)

Increase the number of leading pedestrian intervals and pedestrian signal priority treatments
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Policy 1

Complete the sidewalk system
Provide a highguality, continuous sidewalk system throughout all of Austimeet existing and
expanding demand

Sidewalks provide a safe, separated path of travel for pedestrians to get to the places they live, work and

go for recreation, and provide vital connections to public transportation. They can help foster community
andenhance our quality of life. The absence of sidewalks can decrease safety for pedestrians by putting
them in conflict with cars. Itis clear that sidewalks are an integral component of a safe and accessible
pedestrian system. Walking and other actve ormof tr ansportation are also
and are zer@mission ways to travel around our city.

Both the public and private sectors wil be responsible for helping to complete the sidewalk system in
Austin. Developers need to supply siddke when developing or redeveloping land, and public agencies
need to construct missing sections to fil in gaps and reconstruct deficient sidewalks. To help prioritize
which sidewalks to build first, the City uses scoring criteria in the Sidewalk Plamidans with

Disabilties Act Transition Plan to rank every sidewalk in Austin. Prioritization rankings are intended as a
tool to allocate limited City of Austin sidewalk resources. Just because a particular section of sidewalk

is ranked as a lower prigritdoes not mean it is not a necessary component of a complete pedestrian
network.

Although we use prioritization rankings to help us know where to build and rebuild sidewalks first,

we need to recognize that completing the sidewalk systemis exceadpoiyant to reaching our

mobilty goals. This means we need to dedicate more resources to getting this basic infrastructure buitt
and maintained. The demand for sidewalk investment already exists, with many community members
requesting more and better pstrian infrastructure each year. As Austin grows in the next decades, the
demand for safe, quality, accessible sidewalks wil only continue to grow alongside it.
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Policy 2

Make the sidewalk system accessible and comfortable for all
Implement sidewalk system projects and complementary transportation investments that increase
accessibility to, and comfort using, the sidewalk system

Our sidewalk system is intended to be used by anyone of any age or abilty in Austin. The Americans
with Disabilties Act prohibits discrimination based on ability, including in transportation, and guidelines
have been developed governing the design of transportation facilities to meet the requirements of this
law. While the Americans with Disabilties Asta driving factor in the design and configuration of new
and existing sidewalks, the benefits of a wdekigned and accessible sidewalk system can be enjoyed
by the entire community. Universal design, or design that meets the needs of everyone whio wishes
use it, considers the diverse needs and abilties of everyone throughout the process. From the parent
with a stroller, to the senior with a walker, to the traveler with luggage, to the person using a wheelcharr,
everyone can enjoy a sidewalk thaascessible and comfortable. The design (and redesign) of our
pedestrian infrastructure is a key component to achieving an accessible and comfortable sidewalk
system.

We can also increase the comfort of our sidewalk system by adding complementary arieeg¢ies
vegetation, shade structures, benches, handrails, crosswalks, signage, and many other things help
pedestrians enjoy the sidewalk system while using it. These investments that support our sidewalk
system should be integrated into sidewalk recoosti projects. Transitioning all of our older

sidewalks and pedestrian infrastructure to modern standards will require significant resources, but these
resources are critical to expanding all of our sidewalk system to be accessible for everyone.

A Si dks waultl be helpful to those who need to depend on mobility scooters to be able to get to the
corner store or be able to take a bus, giving them a little more independeomthunity Member
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Polcy 3

Maintain the usabilty of theidewalk system
Proactively maintain and provide incentives to ensure our existing sidewalk system is functional
and clear of obstructions

While missing sidewalks are a major concern with the sidewalk system in Austin, another and sometimes
trickier probeém is how to keep our existing sidewalks clear and functional. The Public Works

Department is currently responsible for maintaining approximately 2,600 miles of existing sidewalks. To
assess the condition of sidewalks, segments are scored A throughdribadiseir level of usability.

Currently, only an estimated 20% of Austin sidewalks score an A or a B rating, which are considered
functionally acceptable.

Vegetation impacts the usability of sidewalks by creating protrusions and obstructions thatean mak

it difficult to get by. City Code requirements to maintain vegetation lack clarity and are infrequently

enforced. Currently, the City addresses vegetation reactively by responding after community members
bring obstruction ithreughe3s1l. \fegetativel abstrgctiora rerhodabcostsstare e nt i o n
significantly lower than sidewalk repair and rehabiltation costs, and it is estimated that we could double

the percentage of functional sidewalks in Austin from 20% to 40% if we addressed thesgs.barri

Other obstructions, such as dumpsters, dockless scooters, and utility poles wil require increased
coordination between the public and private sectors to address. A proactive approach, including clear
education, incentives, and enforcement will hedpall keep our sidewalks clear and usable. Implementing
these strategies will dramatically increase the usabilty of our sidewalk system without constructing a
single new sidewalk segment, and improve the quality of life and travel options for our whole
community.

(Highlight)
Vegetative Obstruction Removal Program

A proactive vegetative obstruction removal program would assess conditions throughout the City and fix
problems without having to wait for a community member to lodge a complaint. It wouldencl

education for property owners about maintenance responsibilties, improved enforcement of violations,
and proactive management by the City for obstructions in public rights of way. Such a program-is a cost
effective strategy to help achieve a more fiamal sidewalk network.

(End Highlight)
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Policy 4

Ensure new development connects to the sidewalk system
Promote and incentivize the expansion of the sidewalk system through new development and site
redevelopment

New development and redevelopment geat opportunity to fill in missing sidewalk gaps, and to

construct new segments on streets where sidewalk do not exist. Currently, by City ordinance, any new
building, building relocation, or conoteruction tF
requires the installation of sidewalks. Developers in these cases are required to either construct a sidewalk

or to pay a fee in lieu. If a developer pays a fee in lieu instead of constructing a sidewalk, then those funds

are set aside for future sidalk construction in the neighborhood.

Not all development currently requires the construction of new sidewalks or the payment of fees in lieu
for future sidewalks, however. A buiding being fully remodeled but that does not increase in gross floor
area wald not be held to current sidewalk installation requirements.

Developing strategies that require both new development and redevelopment connect to our sidewalk
system wil speed the completion of our sidewalk system and help us realize all the teatefisne

along with highquality sidewalks. Strategies could include requiring more types of development to
construct sidewalks, or incentivizing development and redevelopment to connect to existing sidewalks.
City Code could also be updated to ensuredbaelopers upgrade existing rlmmctional sidewalks

to increase accessibiity and usabilty. These strategies are just some of the possible ways that
development and redevelopment can help us reach a complete sidewalk network.
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Sidewalk Prioritization Map

Prioritization rankings are intended as a tool to allocate limited City of Austin sidewalk resources; just
because a particular section of sidewalk is ranked as a lower priority does not mean it is not a necessary
component o complete pedestrian network. Consistent with City of Austin Complete Streets policies,

all private and public development, redevelopment, and capital improvement projects should include
ADA compliant sidewalks (or urban trails where appropriate) aloaduhlength of every roadway.
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Roadway System

We rely on roads to get to work, school, the store, and many other places in our daily lives. The roadway
systemis made up of many types of roads, from the rddnnof your home to the highway you use to

get to work, and it is the only system dedicated to the movement of vehicles. Itis necessary to have a
roadway system that can transport people and good
ke up historically with the amount of growth our region has experienced. More importantly, the
roadway system was never built to manage todayods
insufficient investment in our roadway system and the number plgp#wt use it are largely responsible

for the congestion and unreliable travel times we experience today. While we acknowledge that

congestion cannot be solved solely by building more roadways, we can take advantage of opportunities to
add roadway capagiand improve travel time reliabiity where we can. Leveraging funding for strategic
investments at capacity bottlenecks in the roadway system wil help manage congestion on a strained
system.

AWe need road inve sdamohalengest oc degeé swiom- ahdrtravel
Community Member
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Indicators and Targets

(@]

Improve travel time reliability
3 Provide predictable travel times on the Vehicle Priority Network by 2029

Increase the number of jobs accessibleddyicle in a 2éminute commute
Increase the number of roadway capacity improvements implemented
Increase the number of capagiglated intersection improvements implemented

Reduce the amount of time it takes to clear crashes from the roadway
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Policy 1
Strategically provide new roadway connections and add capacity for vehicles
0 Identify and develop projects that increase vehicle capacity on our roadway system at strategic
locations to manage congestion, faciltat@ergency response, and provide connectivity

Throughout the transportation network, there are opportunities to strategically provide new roadway
connections and make improvements to existing roads and intersections that add vehicle capacity. These
new roalways connect people to the places they want to go and these improvements help faciltate how
efficiently they get there.

New roads and improvements to existing roads and intersections are necessary to keep up with the
amount of growth Austin haxperienced and continues to experience. In some suburban parts of Austin
that continue to grow, these roadways provide the basis for how people not only get around, but they also
shape their environment. In some areas of Austin these new roads andtiotelisgrovements provide

relief from a congested network by providing new alternative routes. We must also recognize the
importance of new roads and improvements to existing roads and intersections in faciltating faster
emergency evacuation and responeggether it is people evacuating from a wildfire or a patient being
transported to the hospital.

Other opportunities to add vehicle capacity include expansion of existing roads, reconstruction of existing
substandard streets, managed access along g@xistids, and enhancement of capacity and efficiency at
intersections of roads. Expanded road projects include adding travel lanes and constructing raised
medians, as well as bicycle and pedestrian elements. A substandard street reconstruction pogesct inclu
updating a road to modern standards by adding curbs, gutters, and facilties for bicycles and pedestrians.
An access management project includes converting a center turn lane into a raised median and
consolidating driveways for increased capacity afdty by reducing conflicts of turning vehicles. Other
improvements, such as constructing turn lanes and traffic signals or even innovative intersections, such as
continuous flow intersections, can also add vehicle capacity.

(Highlight)
Delivering CapitalProjects

Implementing capacity improvements on the roadway system requires a strong project delivery process in
order to take them from planning to reality. As funding becomes available for study, design, and
construction, the City wil initiate a commitynengagement process. This includes notifying residents

and businesses along the proposed project, holding open houses to gather stakeholder input before any
improvements are implemented and during design, and determining the feasibility through detailed
engineering analysis.

(End Highlight)
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Policy 2
Improve travel time reliability
0 Implement projects that improve travel time reliabilty on the Vehicle Priority Network

The Vehicle Priority Network is a subset of streets in the roadway systecathias the most vehicular

traffic and are the most critical roadways to vehicle operations. This network includes more than 400
miles of City streets each carrying between 10,000 and 60,000 vehicles per day and also includes the
highway system under tharisdiction of the Texas Department of Transportation (TxDOT). Vehicle

travel time is a measure of how long it takes someone to get somewhere on a typical weekday. Vehicle
travel time reliability is meant to express the consistency and dependabilityedftivee on any given

day, at any given time of day, and is measured based on the variabilty in travel time from the average
weekday. Traveltime reliabilty on the Vehicle Priority Network is important because these corridors are
critical for people whal r i v e . Unexpected delays such as crashe:
impact travel time reliability. Having more predictable, reliable travel time is important to everyone trying
to get around in Austin.

Improving travel time reliability on th&'ehicle Priority Network can result from projects that improve
mobility and safety. Access management projects can improve travel time reliability by removing conflict
points in the road that result in crashes from turning vehicles. There are alsorgjgmrta study

corridors for mobilty improvements through new Corridor Mobility Reports. Additional improvements
could include signal timing and synchronization, limitations of street closures during peak travel times,
and implementing emergency vehigiezemption technology that would allow safe management of

traffic and reduced response times for emergency vehicles.

(Highlight)
Corridor Mobility Reports

Corridor Mobility Reports were first created leading up to a successful 2010 Mobilty Bond tthed fun

the study of seven major corridors in Austin. These studies resulted in the identification -of short
medium, and longterm recommendations that were designed to improve the safety, mobilty, and
connectivity of each corridor. Additional corridors wdunded for study as part of the 2012 Mobility

Bond, and reports for these corridors were subsequently used to develop the 2016 Mobility Bond, which
partially funded construction improvements. Continuing to use Corridor Mobility Reports to identify
mobility and safety improvements on additional corridors wil help prepare us to construct improvements
when funding becomes available in the future for design and construction.

(End Highlight)
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Polcy 3
Increase the persararrying capacity of the highwagystem
0 Collaborate with TXDOT, CTRMA, Capital Metro, and other agencies in the region to increase
the ability of the highway system to carry more people by managing new and existing capacity

Austinbdés highway system c a minithesegomdhedighpyay gystemneis t h an
made up of 435, Loop 1, and other various U.S. and State Highways going into, out of and around

Austin. On an average day, more than 100,000 vehicles use each of those regional roadways and more

than 200,000 vehiclegse 35.

We must recognize that the existing highway system does more than just carry vehicles; it moves people.
Unfortunately, the number of people it moves is not enough, as most of those vehicles are only carrying a
single person. Without significéiypn expanding the highway system we wil not be able to carry more
vehicles, but we know that it is not possible to expand these regional roadways enough to adequately
serve the projected demand in the limited space that exists. It is imperative thatstrategies that

increase the persararrying capacity of the highway system to move more people and not just vehicles.

l ncreasing the highway systembés capacity for peocg
partners in the region, such as IftkDOT, Central Texas Regional Mobilty Authority (CTRMA), Capittal
Metropolitan Transportation Authority (Capital Metro), and other agencies. Carpooling and vanpooling is
another important strategy to further increase the number of people, rather thims veh our

highways. Commuter bus service from surrounding communities can carry more people in the same
amount of space as several cars. However, due to induced demand, an effective strategy to increase
the persortarrying capacity of the highway systas to manage any new capacity using teleees

or dynamicallypriced express lanes where transit has a travel time advantage, like the MoPac Express
Lanes. Highoccupancy vehicle lanes are another strategy to increase-oarsging capacity. Without

these strategies to manage new capacity, additional travel lanes would quickly be filed with more cars,
perpetuating the congestion problem and leaving less room for more people.

(Sidebar)
A highway is an accessontrolled, multilane, divided facility
(End Sidebar)

(Highlight)
MoPac Express Lanes

CTRMA implemented a solution to provide travel time reliabilty and relief from congestion on MoPac.
Express Lanes were used as an innovative congestion management tool that allow drivers to bypass
congestiorwhen reliable travel time is needed by paying a toll. The cost of utiizing the MoPac Express
Lanes is dynamic, changing throughout the day to respond to conditions on the highway. Analysis has
shown that in the afternoon peak Express Lane drivers tiges are reduced by an average of 15
minutes.

(End Highlight)
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Policy 4
Work with regional partners to upgrade the highway system

0 Collaborate with TXDOT, CTRMA, and other agencies in the region to improve the safety and
mobility of the existing highwagystem

The highway system, consisting e85, Loop 1, and various other US and State Highways, was built

over decades, with much of its footprint establis
roadways were upgraded in the same footpiantha original system of state highways while a few others

took on new alignment s. With the development of t
highways took shape and resulted in the cityobds ge

we know today was completed, Austin has grown up around it. Many past transportation planning efforts
included the idea of expanding the highway system and building new freeways, but such efforts were
never implemented. The reality that Austin faces rothat with the buitt environment that exists today
there are no more opportunities to build new freeways through our neighborhoods, but only make
improvements to safety and mobilty on the highway system we have today. The City of Austin must
collaboratewith TXDOT, CTRMA, and other agencies in the region to improve the safety and mobilty of
the existing highway system. Many of Austinods
instead of overpasses and underpasses causing delay atteveegtion. We must work with our

regional partners to upgrade the existing highway system by constructing additional travel lanes,
implementing managed lanes, and constructing gsagarated intersections.

(Sidebar)
Through the 2016 Mobility Bond, theity of Austin contributed $46 milion to upgrade the Capital of
Texas Highway. TxDOT matched local funds with $204 milion to construct four grepkerated

intersections and other improvements.
(End Sidebar)
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Polcy 5
Manage rightof way space for all users
0 Optimize the use of space in constrained right of way for all travel modes while planning for the
ultimate capacity needs of all users

The right of way is public space used for transportation and other municipal purposes.giliidsas

Our communityés right of way, that includes our r
some instances, has not changed since the first streets were laid out in Austin. There are some

opportunities to expand the right of way tcammodate future improvements, but this is not always

possible. In these constrained right of way situations, it is important to evaluate how that space can be
optimized in the shoierm for all users while considering the ultimate needs of the roadway.

We must recognize the evolving nature of our community and understand that roadways can, and should,
change over time to accommodate all travel modes.
around the automobile, but over the last few decdedp®mnd for improved conditions and use of other

travel modes has increased. This esleanging environment, as well as our commitment to mode shift

and safety for all roadway users, means that we should evaluate when it is appropriate to reallocate space

to different travel modes, such as public transportation, bicycles, scooters, and pedestrians, to address our
safety and mobilty needs.

Over the last ten years many of Austinbs roadways
resulting in a sker, more reliable travel environment. In the last few years there has been anincreased

focus on transforming street space to improve safety for all roadway users and also improving transit
operations. We must continue to look for opportunities to accolaraall users by expanding the right

of way to include the ideal amount of space, designing elements to fit within the existing right of way,

prioritizing modes within the existing right of way, or privatizing elements, such as sidewalks, through

public access easements. As we plan for roadway capacity needs, we must recognize the challenge of

space allocation for people across different travel modes and consider the best strategies to address

potential tradeoffs.
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Roadway CapacityProjects Map

The roadway capacity projects map offers a vision of the possible projects the City may pursue in the next
20 years based on a variety of factors, including the evolving needs of the transportation network,
engineering analysis, public inpatnd avaiable funding. Some of what is shown in the map is already in
process and may be either fully or partially funded. Other recommended improvements would require
further analysis, funding, and a public input process to be developed and constructed.
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Public Transportation System

The public transportation system of Austin, operated by Capital Metro and the Capital Area Rural
Transportation System (CARTS), serves a wide market of people in and around iAcistimg

commuters, students, recreational riders, seniors, and visitors. Both service providers operate commuter
transit service, bringing people into and out of Austin from rural and suburban Central Texas

communities. Capital Metro also provides freguand local transit service within the urban core of
Austinds neighborhoods and down our busy streets.
but every market has its own unique set of mobility needs that the different services tryde gktbv

people, regardless of income or abilty, should have access to a transit system that accommodates their

daily needs.

Au st i n-6osth deeelogméant pattern, largely centered on the automobile, has created a public
transportation system that haad difficulty offering an option that is as tirsempetitive, cheap, or

enjoyable as a personal vehicle. When transit trips take as long or longer than trips in a car, gas prices are
low and free or subsidized parking is available, and the public trdas@o experience is not rider

friendly, transit ridership goes down. Ridership is further diminished when core public transportation

riders, seeking more affordable housing, move outside of the city where public transportation options are
more limited.

To make public transportation a viable option, we must work with our public transportation partners and
enhance services to create an experience that att
Service Plan has already made progress tsvacreasing ridership by streamlining routes and
increasing frequency of service on Aust-inds busie
capacity transit planning effort, can continue the trend by investing in a system that operates congestion

free, separate from traffic where possible. CARTS provides critical links between Austin and the many

different suburban communities surrounding us. These efforts wil move Austin and the region toward a
complete public transportation system that is &raetive alternative to driving.

AAustin is growing and needs bette
gesti

r
options will | e a@bmrhuaity Membes c on on. O

103



Indicators and Targets

0

(@]

(@]

Increase the shaoé Austin residents who take transit to work
3 Achieve 16% of residents who take transit to work by 2039 (3.9% of residents took
transit to work between 2013 and 2017)

Improve ortime performance for transit service that operates at a frequency of 10eor mor
minutes

Improve bunching and excess headway for transit service that operates at a frequency of 15
minutes or less

Increase the number of transit stops that have amenities suchtimeeadrival information and
off-board payment, shelters, benchaas] supporting safety features such as improved access and
lighting

Increase the percentage of electrified fleet

Increase the number of transit priority treatments at intersections along the Transit Priority
Network

Increase transit ridership
3 Achieve aleasta 1% year over year increase

Decrease transit travel time

3 Decrease transit travel time to work by 10% by 2039 (Mean travel time to work was 39.5
minutes between 2013 and 2017 for residents who took transit to work)
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Policy 1
Give public transportation priority
0 Improve the speed and reliability of public transportation service on the Transit Priority Network

Speed and reliability of transit service are decisive factors in attracting and retaining riders. Speed is the
ability of transit tomove along a route in a reasonable amount of time, competitive with a car. Reliability

is the ability of transit to arrive at stops and travel between stops at a consistent and predictable time. The
Transit Priority Network consists of the highest prodggcihighesfrequency transit service routes
operating on Austindés streets. Transit priority
Network to improve both the speed and reliability of its service. In order to make transit mere time
competitive and move more people on our Transit Priority Network, transit priority treatments need to be
implemented to meet the needs of the different types of service and demand. These improvements to our
key network routes wil increase transit ridershigl @mprove public mobility.

Transit priority treatments available to use on the Transit Priority Network include transit signal priority
and synchronization, queue jump lanes, gealkr transionly lanes, and atlay transitonly lanes. Other
consideratios that affect the attractiveness, comfort, and efficiency of transit include increased frequency
of service, offboard fare payment, bus stop amenities such as shelters and benches, bus stop placement,
roadway pavement conditions, and safety of custoatesgtions and on board.

AProvide fast, reliable service is paramount to
system. Transit agencies around the world are interested in making transit as attractive as possible and

workto putimproe ment s i n place to s pe+KihgGuny MetroBpaenic e bus

and Reliabiity Guidelines and Strategies
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(Highlight)
Local Example: Transit Enhancement Program

The purpose of the Transit Enhancement Programiispi@ve mobility and access to opportunity for

those living in and around Austin, by fostering collaborative relationships with public transportation
providers, working directly with communities to understand needs and opportunities, and systematically
enhancing areas of the buitt environment identified as traugiportive.

This program formed out of an earlier inttiative, the Transit Priority Working Group, which was
organized to implement smaltale projects that would improve the speed and rejialifitpublic
transportation. The work of the Transit Priority Working Group highlighted a need for dedicated funding
toward trans#priority projects. In April 2018, the City of Austin and Capital Metro executed an interlocal
agreement that committed $3limil, spread over three years, towards trgmditrity projects.

Additionally, both the City of Austin and Capital Metro dedicated staff to oversee the program and to
manage the progress of individual projects.

The Transit Enhancement Program is a cotiative program by nature. Because of this, a framework has
been developed that allows the City of Austin and Capital Metro to maintain realistic expectations of one
another. Within this framework, tools and processes exist that allow individual projéetsdentified,
priortized, and implemented in a systematic and inclusive manner.

National Example: King County Transit Speed and Reliability Guidelines and Strategies

King County Metro developed a Transit Speed and Reliabiity document to stretigthgartnerships

Metro has built with local jurisdictions on speed and reliabilty improvements. The document seeks to
broaden the reach of transit partnerships to a wider range of local jurisdictions and provide diverse tools
to implement speedandreliab i t vy i mpr ov e nAr@getpben MEMROICONNEETS!| o n g
proposes both capital and service improvements to the Metro System, and speed and reliability
improvements are a major piece of the METRO CONNECTS vision and strategy. The document is
designed to élp faciltate discussions between Metro and local jurisdictions to implement speed and
reliability improvements throughout King County.

(End Highlight)
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Policy 2
Enhance commuter public transportation service
0 Support commuter publicransportation service from outlying neighborhoods and surrounding
communities into and out of Austin activity centers utiizing managed lanes

Commuter public transportation service is another critical part of the complete public transportation

systempr oviding access to the regionbés major job ce
communities. This transit service, provided by Cas
system which is often stuck in the same congestion as cars veliQres type of transit service has the
potential to be more productive andtimeo mpet i tive by prioritizing ¢tran
flexible and managed lanes. Commuter routes are often limited due to their less frequent yet more direct
Aolseat rides. 0o However, we have seen transit ride
express lanes on MoPac, where the speed and volume of the lanes are managed and public transit users

ride tolHfree. This increased value of transit caneee@mmuter congestion and offset new congestion as

the region continues to grow, possibly deferring the needto build additional vehicle capacity.

We must work with our regional partners to expand the coverage and frequency of commuter transit

service butwe must also ensure it is a more attractive alternative to driving by utiizing express lanes so
that it doesndét get stuck in the same congestion
also provide convenient, accessible park arel fatiities with sufficient parking and supporting services

and amenities. Addtionally, some park and ride facilties may serve as Mobilty Hubs, which serve a

critical function in the regional transportation system as the origin, destination or tizousfdor a

significant portion of trips.
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Polcy 3
Support local public transportation service
0 Support local public transportation service within Austin to be an affordable, efficient,
convenient, and attractive alternativedtving, especially to those who need it most

Capital Metro operates local public transportation service throughout Austin in some of its lowest density
neighborhoods, connecting them to higfrequency transit service and major destinations. Locakpubli
transportation services can complement the more frequent services by completing and extending their

reach. These local public transportation services do not meet the requirements for higher levels of service,

but the limited service provided is critic@l those who need it most. Many people that do not have
consistent access to a car or cannot afford one r
they need to go. We must recognize the importance of local public transportation semowelingpthis

basic level of access to those who need it the most. The City of Austin is working with Capital Metro to

ensure transit can operate where it is needed and when it is needed.

Local public transportation service can be supported by makingssaets can accommodate buses.

Transit improvements and design considerations need to be implemented to ensure local transit service
is efficient, convenient, and does not contribute to significant pavement degradation. Together these
strategies will helreate an attractive and affordable alternative to driving. The Connections 2025
Service Plan proposes to operate local transit service every 30 minutes, providiage stasinnectivity

and convenient transfers to the kfghquency transit service. Asapital Metro continues to implement

their plan during service changes, the City of Austin continues to be an active partner in the process and
continue to support these improvements.

Alf we truly want to encour agehaye tooyestbeaviyan thosee ot he
other modes (as we have with roads) in order to make them attractive enough to lure drivers off roads.

There are so many simple options to encourage more efficient transportation options. The city's

transportation investnmts have created a situation where driving oneself is by far the most reliable,
efficient, and pleasant opti on.-Coeunisniembermake publ
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Policy 4
Invest in a higkcapacity transit system
0 Support thecreation of a higitapacity transit system in Austin

Austin is one of the largest cities in the United States to not have-edpgltity transit system. High

capacity transit service can be any variety ofgghlity transit services, including commutal, light

rail, streetcar, bus rapid transit (BRT), and other emerging technologiescafiglkity transit service is

intended to be fast, frequent, and convenient, and is differentiated by other public transportation service

by operating in fuly dediat ed space separate from the rest of t

In order for the City of Austin to accomplish our mode share goals, it must create a complete transit
system, including investing in higtepacity transit. Higltapacity tansit provides a substantially higher
level of passenger capacity, speed, and reliability that will undoubtedly change the landscape of Austin,
influencing where we choose to live and work, and how we choose to get around.

In 2016, Capital Metro begaspdating their higitapacity transit planning effort, called Project Connect.

The planning effort followed the Federal Transit
all of the criteria to support a higlapacity transit investment. Thesaridors are included in the Project

Connect Long Term Vision Plan and include higtpacity transit operating in its own dedicated

pat hway. These corridors include some of Austinds
Guadalupe, South Coreps, and Riverside. The City of Austin will continue to work with Capital Metro

and other regional partners as Project Connect advances the Vision Plan further in 2019 and into 2020.

For corridors that are not slated for dedicated transit pathways iearéerm, we must continue to

advance the levels of transit service, such as by increasing frequency to less than 15 minutes and by
providing highcapacity vehicles, in order to have a complete-bagbacity transit system in the leng

term.

i We e s haiwittaAmericans taking over 1,300 trips per year, a shift of transit mode share from 1.5
percent to 3 percent could accomplish anywhere from a 10 percent to 40 percent reduction in traffic
fatality rates. Itis time we employ public transit as a traféifety tool because it can dramatically reduce
the crash risk for individuals as well as a community. While no mode of travelsatskhe safety of

public transtt is striking when observing the number of fataltiesatfea result of auto crasheés.

American Public Transportation Association
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(Highlight)
Local Example: Project Connect Long Term Vision Plan

Project Connect -iesn viSioa planttoacteatdvbenriglaparcity public tamgportation
network serving Austiand the Central Texas region. The goal of Project Connectis to provide the region
with an efficient, sustainable public transportation system that can help relieve congestion on our
transportation network. It focuses on providing sherim enhancementsrfits existing services such as
MetroRail, MetroRapid, and MetroExpress, while also investing in atemg highcapacity public
transportation system. These laiegm investments focus on severalthings, such as the electrification of
Capit al eet)the potenfiasautbnhation of transit vehicles, and the use of dedicated pathways.

Dedicated pathways are separate lanes on the roadway that would allow-teghiglty vehicles to

move more quickly and efficiently. These pathways could be along#ige vehicles, or above or below

the ground. Where these dedicated pathways would be, what they would look like, and the specific mode
of public transportation traveling in them are all questions that Capital Metro, the City, and the
community are workingn answering together. Capital Metro is studying the Project Connect corridors to
determine how much right of way different modes and configurations require. The study results inform
overall costs and what the final cross sections might look like.

Public engagement, as we learn the results of these technical analyses, is critical to ensure the public is
determining how and where we move around our community. This is especially important because each
Project Connect configuration wil have tradeoffs. Faaraple, belowground transit lanes allow vehicles

to move extremely quickly and reliably, and donot
construct. Orstreet lanes are cheaper to construct, but may not allow vehicles to travel thpesadse s

and may require decisions about certain modes when there is limited right of way.

As Project Connect continues moving forward, unprecedented collaboration between the community, the
City, and Capital Metrois critical. So far, weekly planning nmggsti a joint community advisory

commission, and attendance at public events have helped guide a joint vision for growth between the City
and Project Connect. As our community continues to develop and we need to make decisions about how
best to achieve oumobilty goals, it is important that the City and Project Connect continue to

collaborate to make higbapacity transit a viable travel choice for our community.

(End Highlight)
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Polcy 5
Improve the public transportation experience
0 Developinfrastructure that promotes an attractive public transportation experience to maintain
and encourage ridership throughout the city

In order to attract and retain public transportation riders, it is important that the City of Austin and

its public transpadation providers create a transportation service that can rival the comfort and

convenience of individual automobiles. During the Connections 2025 planning effort, a survey of riders
conducted found that the second highest reason riders use CapitalWisletrecause it is more

enjoyable than driving. What makes a transit ride
factors, from the time traveling to the time waiting. The City of Austin and public transportation

providers must emphasize qualkéxperiences at stops and stations, in addition to frequent service, travel

time, and reliabilty, in order to grow the number of public transportation users.

There are a variety of services and facilties that the public transportation system shotuul noffiee

the system appealing. Public transportation stops and stations should be well lit, and they should be
safe, accessible and webnnected to the surrounding transportation network. Public transportation
vehicles, stops and the areas surroundiogssshould be clean, and the local streetscape should

welcome people. Stops and stations should provide shade and a place to sit as people wait for their ride.
Information, such as when vehicles are expected to arrive or how riders should pay theipditdyes

provided in a clearly visible location. All of these factors are important to achieve the best overall public
transportation experience.
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Polcy 6
Improve access to public transportation
0 Supply infrastructure to provideafe, expanded, and seamless multimodal access to public
transportation

Access to public transportation is an essential component of the overall public transportation experience
and vital to its success. Public transportation users should have as mehggtians as possible to

access stops and stations, from walking and bicycling, to scooting or driving. The City of Austin must
continue to provide infrastructure to ensure safe, expanded, and seamless multimodal access to public
transportation to not gnimprove the overall transit experience, but to also extend the reach of the public
transportation system to more customers. Most transtt trips begin and end as pedestrian trips, making it
critical that we have a complete sidewalk system with safe ngss# typical distance to walk to access
transit is between 1/4 mile and 1/2 mile, or between 5 and 10 minutes. There is an even greater
opportunity to access transit by bicycle, as a reasonable distance for bicycling is 2 to 3 miles. Improving
access fopedestrians and bicyclists can significantly increase the market for transit and convert drive
alone trips.

The City of Austin must prioritize access to transit in order to fully recognize the benefit of a complete
public transportation system. If no oseable to access the system, no one will be able to use its
services. The City of Austin must continue to collaborate with its public transportation providers to
coordinate improvements for pedestrians and bicyclists around transit. Beyond simplyctiogstru
missing sidewalks and providing connecting bicycle facilties to stops and stations, we should also
provide wider sidewalks with cafes and storefronts that encourage economic activity and a sense of
place, ensure safe environments through enhanosslitgs and superior design, and provide clearly
visible and consistent wayfinding.

(Highlight)
Austin 2014 Bicycle Plan: Fully Integrate Cycling with Transit Services

The 2014 Bicycle Plan identifies the importance of pairing cycling infrastructurepulittc

transportation services. This is because bicycling has the potential to significantly improve transit service
by providing a solution for the first and last mile. The range of a reasonable bicycle trip can significantly
increase the potential matiier transit. The Bicycle Plan recommends safe and secure bicycle parking be
implemented at key transit stops. Additionally, bicycle accommodation on all bus, rail transit, and
vanpool vehicles should be provided to help people seamlessly transitiooreomode to another on

their trip.

(End Highlight)
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Publc Transportaton System Map

Supporting our public transportation partners, Capital Metro and CARTS, and enhancing services are
crucial to creating an experience that attracts and retains ridesnplete public transportation system

of high-capacity transit operating in dedicated pathways;ietuency service with transit priority
treatments, and commuter and local service supported by Mobilty Hubs are identified in the map.
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Bicycle System

People ride bicycles for different reasons. Some people ride for fun with their familiesroadtfails,

while other people commute by bicycle on the roads, mixing with other traffic. Some people ride to enjoy
abeautiful day, while others ride because it is the quickest way to get to their destination. Regardless of
how or why someone rides a bicycle in Austin, a safe anebwefiected bicycle system is needed to
support riders of all ages and abilties throughiine city.

Our bicycle system includes, among other things, bicycle lanes, urban trails,-sbagihs,

neighborhood bikeways (quiet streets) crossing treatments for major streets, wayfinding signage, and end
of-trip facilties such as parking aredessigned to make it safe, easy, and comfortable to ride a bicycle
around and through our community.

A high-quality bicycle system creates a safe and comfortable experience for cyclists of all ages and
abilties and supports different types of trips. Bieyg is often comfortable, timeompetitive, and easier
than other modes for trips up to 3 miles long. Additionally, bicycle infrastructure can accommodate
emerging mobilty solutions that operate at similar speeds and with similar profiles, such essscoot
Although bicycle usage in Austin is growing, it stil faces many challenges.

For our bicycle system to flourish we need to develop a safer and more complete bicycle system, improve
our collective understanding of how to share the limited roadwagsaad enhance education and
enforcement efforts on Austin's roadway laws. While Austin's bicycle network has rapidly expanded,

from 2009 to 2019 we more than doubled our mies of streets with painted bicycle lanes to 260, this rapid
growth has created &ed for increased maintenance, parking enforcement, and street sweeping. Finally,
we need to provide tools and education to help people overcome obstacles like the summer heat and our
beloved hills.

Despite these chall engesanimpdrtast tool fpohelpind ouc coronueity sy st er
achieve its mobility goals. The bicycle system helps relieve demand on our roadways, removing cars

and relieving congestion. Bicycling gives people reliable mobilty choices, and also provides a safe

place forthe new scooters and other l@peed micromobilty devices to operate. As an active form

of transportation, it supports increased public health while supporting our environment and helping us

connect to the outdoors and our public spaces. Itis impdiiahtve create and support a safe bicycle

system that serves people of all ages and abilties.

APrioritize c¢cycling lanes and pathways with signi
and tr aveCommupity Meamber . 0
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Indicators and Targets

Increase the number of major roadways that have all ages and abilities bicycle facilties
Increase the linear miles of all ages and abilties facilties
Increase the number of children commuting to school by bicycle
Increase the share Afistin residents who bicycle to work
3 Achieve 4% of residents who bicycle to work by 2039 (1.3% of residents commuted to

work by bicycle between 2013 and 2017)

Increase the share of Austin residents who live in the central city and bicycle to work
3 Achieve 10% of central city workforce commuting by bicycle by 2020; 15% by 2025

Decrease traveltime to work by bicycle
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Policy 1
Make streets safe for bicycling
0 Provide safe, comfortable bicycle facilties on roadways througbhattes of all projects for
people of all ages and abilties

To maximize the benefits that bicycling can bring to our community, and to achieve ttevhigh
community goals of Imagine Austin, it is critical that our streets are safe and comfortalelegler p

of all ages and abilties to bicycle. Since 2014 City policies and strategies have deliberately focused on
implementing infrastructure that serves people of all ages and abilties through the Bicycle Plan, Urban
Trails Plan, and Complete Streets &oliOur current bicycle system reflects this. Despite this growth and
shift in focus the bicycle systemis still fragmented for people who are only comfortable riding on
protected bicycle lanes, urban trails, and quiet neighborhood streets.

Protected bicgle lanes provide a physical separation from vehicle through bollards, traffic buttons,

or concrete curb. These lanes are also separated from sidewalks to reduce conflicts with all roadway
users. Protected lanes are critical to providing safe and contobtiapcle facilties. We know over 55%

of our community would ride in protected bicycle lanes, while only 15% of our community is wiling to
ride in a painted bicycle lane. When streets have moderate to high speeds or volumes protected bicycle
lanes becomnecessary to accommodate people of all ages and abilties.

Not all streets require a protected lane to be safe and comfortable for people of all ages and abilties.
Neighborhood bikeways enhance local streets that are often comfortable places #rriieyslthrough

speed and volume control, wayfinding signage, and providing crossings of major streets. Ultimately, the
facilty type used should be appropriate for the context with the goal of accommodating people of all ages
and abilties, offering thhighest degree of comfort possible where there are conflicting needs or
constraints. In addition to street type, other cortgxiropriate facilties should be considered to increase
safety for bicycle riders. Adequate lighting helps ensure that cyadlstsesn by other road users, and it

allows riders to see obstructions or debris in the road. Adesigned intersection includes protected
treatments such as a smaller turning radius, advanced bicycle stop bars, and bicycle signal timing. Making
our streets safe also requires that we evaluate the opportunity to rethink our streets to serve all modes and
all ages and abilties at every phase of every project and maintenance activity. This could take place
during a large reconstruction project or when réigaring the striping of a street during resurfacing.

(Highlight)
Rio Grande Street Protected Bicycle Lanes

The Bicycle Priority Network aims to provide facilties for people of all ages and abilties. On busy
streets, this often means offeringteysical separation between riders and cars. Thenmsyoprotected

cycle track on Rio Grande Street between 29th Street and Martin Luther King, Jr. Boulevard (MLK) is
protected by concrete islands. Several cuts were made to allow safe turns into tissdsisine

residences along

the west side of the street. There are also two bicycle signals at major intersections, at 24th Street and at
MLK. The signal at MLK includes bicycle signal detection, which helps ensure cyclists can cross this
busy street evenifio cars are detected waiting at the intersection. Before the protected bicycle lanes were
installed, Rio Grande Street had only a painted bicycle lane. A study analyzing bicycle traffic before and
after the installation of the protected bicycle lane shibtliat bicycle traffic increased by 126%.

(End Highlight)
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Policy 2
Complete the Bicycle Priority Network
0 Provide a feasible, shererm, fully connected, comfortable system of and oftstreet bicycle
facilities

The Bicycle Priority Network is ahortterm all ages and abilties network based on the 2014 Bicycle
Plan. The Network consists of connected protected bicycle lanes, urban trails, and neighborhood
bikeways. All facilties are designed to comfortably accommodate all bicyclists, reganfdtees age or

their comfort on a bicycle. By designing facilties for people of all ages and abilties, the Bicycle Priority
Network could serve a family with young children out for a recreational ride, a commuter going to work,
or people riding to medtiends across town. It is designed to allow people to use bicycling as a mode for
many different types of trip, and to be a robust, connected network of bicycle facilties across Austin.

The Bicycle Priority Network is comprised of three types of bicyatdlities. The first type is protected

bicycle lanes. These lanes have a physical barrier, such as concrete, between cyclists and motor vehicles.
Urban trails are the second type of facilty. These areoaitl, hardveather surfaces connecting

neighbor hoods, parks, and greenways. The third ¢ty
neighborhood streets that are appropriate for people of all ages and abilties to safely and comfortably

use; these are most of the streets in the Bicycleity idetwork. These local, neighborhood streets

are naturally more attractive for all cyclists, and can be further improved for people through smaller

measures such as traffic calming, improved wayfinding signage, or improved lighting.

The Bicycle Priorig Network is a collection of connected existing or esf$¢ctive improvements to

streets and trails. Itis designed to allow our community to enjoy the many benefits of bicycling in the
near term with modest levels of capital investment. The Networiostiped in locations where higher

levels of short trips exist to enable a shift of trips to bicycle. It supplies comfortable and connected
bicycle routes for people of all ages and abilties for a financial investment that is less than most single
highway projects in the Austin Area over the last decade. While the Bicycle Priority Network is a
strategic investment to increase bicycle use, all streets are recommended to accommodate people of all
ages and abilties as projects and private development occur.
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Polcy 3
Remove significant infrastructure gaps in the bicycle system
0 Ensure connectivity in the bicycle system and resolve geographic and infrastructure barriers to
cycling

While Austinbés bicycl e syaredilmmahyarcasthaleave gr owi ng r &
incomplete bicycle facilties or barriers that prevent connectivity even for the system of painted bicycle
infrastructure. These infrastructure gaps present opportunities to develop -&@tettssted bicycle

system to makbicycling between two adjacent areas safer and less difficult.

Infrastructure gaps can take many different forms. A gap could be the abrupt end of a bicycle lane at
an intersection, a highpeed highway with a shoulder that disappears on a bridge, aoceesdiroad.
Although some of these gaps represent major obstacles, some can be removed through inexpensive
means such as the reconfiguration of roadway striping or improved routing and wayfinding. Other
barriers do require larger capital investmentyBle projects that require greater investment, such as the
reconstruction of a roadway would be coupled with projects for additional modes or through support by
private development.

Whatever the type or location, gaps weaken the bicycle system. Feler pao access work, school

or other necessities, even when they are close to home, without confronting the gaps. Additionally, a
fractured bicycle system creates a major barrier
bicycle systemis ria patchwork of safe and comfortable facilities, we must erase the gaps that

currently exist by providing the appropriate infrastructure to link neighborhoods and areas across town.
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Policy 4
Provide a comfortable bicycle systewvith endof-trip facilties
0 Investin, partner to create, and require facilties that meevkemg needs

Endof-trip facilties are amenities that cyclists need for their trips in addition to a bicycle and a place to

ride. Secure parking is @anportant enebf-trip facilty, but there are other amenities that can increase

bicycle ridership by increasing cyclist comfort and making more trips possible. Examples include a place

to shower and change ( especi adcdtigns tHattara nangeros arglt i n 6 s
close to destinations, bicycle stands for small fixes and repairs, and maps with information on bicycle

routes or shops.

There are different ways Austin can supply or facilitate moreoédp facilties. The City should

continue to provide, require, and incentivize the provision of end of trip facilties through development
across Austin. Parking that is secure and protected from both theft and the elements is already

in demand in many places. This demand wil continugréay as scooters and other emerging
micromobility devices continue to share limited public space. Secure parking and facilties, such

as longeiterm parking at public transportation locations, wil also faciitate combining bicycle and
public transportadin trips. Seamless integration of bicycle and public transportation trips significantly
increases the amount of places, distances, and types of trips people cantake. TDM programs and
incentives can help employers and institutions to make it easpedple to shower or change after
riding to a destination. Having no place to clean up, change clothes or dry off after a short ride in the
Austin heat often deters people from choosing to make a trip by bicycle.
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Polcy 5
Work with partner agencies and other jurisdictions to develop a regional bicycle system

0 Enhance regional bicycle connectivity through the provision of-jatesdictional bicycle
facilties

Regional partner agencies have an important role to play in thessscceof Austinds bicycl e
To create a connected bicycle system within Austin that is also integrated to nearby jurisdictions,

destinations, and services like public transportation requires collaboration with other entities that own

or manage rights afay, public lanes, or operate transportation services. Additionally, many important

roads and barriers in the All Ages and Abilties Bicycle Network fall under the jurisdiction of TxDOT,

counties, CTRMA, or neighboring cities, and we must work with tlefartd and implement these

priority connections. We must also work with transit agencies to develop and improve easy and reliable
multimodal connections between cycling and public transportation infrastructure and services, extending

the reach of eaamnode.

Since many local trips cross municipal, county and other boundaries, it is vital that different agencies

and entities coordinate to ensure that a safe bicycle facilty crosses jurisdictions when necessary, rather
than ending abruptly. While ourbtyl e system i s most often used for
expanding footprint creates the case for a regional bicycle system. Creating a regional bicycle system can
help address regional transportation issues by allowing people who linerfaxay from their homes,

jobs, or schools to take longer trips and consider bicycling as a feasible mode of transportation. Bicycling
can become even more attractive as a regional transportation mode as traffic congestion and the
unreliability of motor ehicle travel times in peak periods slows down vehicle speeds ancadowid
time-competitive travel.

(Highlight)
National Example: Razorback Regional Greenway

The Razorback Regional Greenway isr3#& shareelise path that runs from Bentonvile to Fgeile,
Arkansas. The greenway is primarily -offad, and connects six communities, the University of Arkansas,
three major corporate headquarters, and hospitals, parks, schools, and shopping areas throughout the
region.

The Razorback Regional Greenwagk strong regional collaboration to complete. It was first considered
in a longrange regional planning process led by the local metropolitan planning organization. The
Walton Family Foundation supported the idea, recognizing its many regional ecdmeattic, and
environmental benefits. They helped spearhead collaboration among the many municipalties involved,
and together with a federal grant the foundation helped fund the $38 milion project.

In 2017, the Walton Family Foundation releasedsevgrabre t s examining the gr een
health effects since it opened in 2015. It has increased bicycle ridership by 24% annually, generated over

$50 milion in economic development annually, provided over an estimated $85 milion in health savings

tr ough reduced mortality and health care benefits
high quality of life.

(End Highlight)
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Polcy 6
Maintain the usabilty of the bicycle system
0 Proactively maintain the existing bicycle system, ensurirgysiafe, functional, and comfortable

If we want our bicycle system to be usable, we need to make sure it is not ortiesigrled and
complete, but welmaintained. This means that it should be easy to report hazards and debris so that
they can be quidk cleared, bicycle facilties should receive proper and preventative maintenance to
extend their useful life, closures and detours should be maintain the facilties comfort and directness,
and roadway surfaces should be kept in a safe and comfortablidonofat cyclists.

Bicycle lanes, whether they are protected or painted, require routine maintenance for the safety and
comfort of cyclists. Paint wears off, physical barriers degrade and, without proper maintenance, cyclists
can find themselves in a maay space without a clearly designated lane to use. Itis important that the
Transportation, Public Works, Resource Recovery, and other partner departments work together to track
and provide maintenance on bicycle facilties across the city.

Street surfae treatments for vehicles and road drainage structures can also create conditions for
cyclists that render parts of the bicycle system unusable. Rumble strips, steel grates, steel plates, and
curb inlet openings are common features of roadways that ddfaot cars, but can cause serious

safety issues for cyclists. Itis important that bicycle routes are designed in such a way to provide safe
passage around these obstacles and do not assume cyclists can maneuver over them.

Keeping a safe and usalieycle system also means keeping bicycle facilties clear of debris and parked

vehicles. This includes having enough narrow street sweepers that can fit into our expanding network of
protected lanes and adequate resources to maintain an expanding ridéwnd.dedicated cityvide

parking enforcement resources are also necessary to keep bicycle lanes clear. Creating and maintaining
an efficient public input method to allow the community to report dangerous conditions, as well as quick

responses by the €ito conditions that make the bicycle system unsafe or unusable is also important.
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Bicycle System Map

A high-quality bicycle system creates a safe and comfortable experience for cyclists of all ages and
abilties and supports differetypes of trips. All ages and abilties bicycle facilties include a range of
facilties that are appropriate to the type of street, ranging from Protected Bicycle Lanes, Buffered Bicycle

Lanes, Quiet Streets, and Bicycle Lanes.
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Urban Trail System

Urban trails are offoad trails with an alveather surface (such as asphalt or concrete) that are wide

enough to accommodate multiple people and connect seamlessly withsiteetrbikeways and

sidewalks. Urbafrails are physically separated from vehicle traffic, and they are a part of our active
transportation system. They are used for both recreation and transportation purposes. Not all trails within
Austinds trail systems matural swfack, suoh as dirtaarelnarrowlyMudtn y t r e
and do not connect to our sidewalk or bicycle systems. The primary purpose of those natural trails is often
recreation, as opposed to transportation.

The urban trail syst e nmdkicyce systanss albw far bath recreationahaad s i d e w
transportation uses. This gives our community the opportunity to travel across all parts of Austin by foot

or active transportation options. Urban trails offer famiies and friends comfortable routeseto tr

together and opportunities for people to exercise. They are often a great introduction to running and

bicycling, especially as a new form of travel. Asaf&d facilties, urban trails offer people a pathway

that is more comfortable. Urban trails exffour community the opportunity to integrate with nature, even

within our urban ecosystem. Ecologically, Urban Trails support the use and expansion of parks and open
space, and they help promote an active and healthy lifestyle with access to the outdoors.

Austinds urban trail system encompasses many of ¢
beautiful natural features, offers an array of activities, and helps connect our unique and diverse
neighborhoods and communities.

Al ncreasingr hWahre tmidielss,ofsidewal ks, and -bicycle fa
Community Member
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Indicators and Targets

0

O«

Increase the linear miles of Tier | urban trails
3 Complete 100% of Tier | urban trails by 2029

Increase wayfindinglements on existing urban trails
3 Install wayfinding elements on 100% of existing urban trails by 2022

Improve lighting for existing urban trails
3 Light 100% of urban trails as defined by a citywide trail lighting plan by 2028

Increase trail usage

Reducehe response time to address unforeseen trail damage

124



Policy 1
Recognize the urban trail system as an integral part of the transportation network
0 Acknowledge urban trails as assets that should be constructed, opendtedintained in a
manner equivalent to other parts of the transportation network

Our urban trails are much loved and heavily used. The urban trail system, just like the roadway, sidewalk,
bicycle, and transit systems, is a piece of the transportatiromethat is important to our mobility. It is
important that these trails are recognized as the critical pieces of infrastructure that they are within our
community. We must supply resources for building and maintaining urban trails as we would tp streets
bridges, bikeways, and sidewalks.

We must recognize the importance of building and maintaining the Urban Trails network across the city
to create a webuitt, balanced network of eBtreet paths for recreation and transportation purposes. We
must prowde important amenities such as lighting or benches so people can use the trails and have an
enjoyable and comfortable experience. We must also maintain our urban trails so they are functional,
clean, and have a long lifespan. Trimming vegetation, sotiagnage issues, and removing obstructions

are some frequent maintenance issues we must confront immediately upon our trails without letting them
fall into disrepair. We must allocate resources in such a way to communicate value for urban trails that
mirrors other systems of the transportation network.

(Highlight)
Tier 1 and 2 Urban Trails

The 2014 Urban Trail Plan identified two types of urban trail: Tier | and Tier Il. A Tier | trail has been
identified as a higipriority trail. High volumes of peoplealve access to Tier | trails for transportation

and recreation purposes, and they connect significant and dense populations of people. The Urban Tralil
Plan identified 47 miles of Tier | trails to be constructed by 2029. Tier Il trails are urban traliswbat
beenidentified during previous planning processes. Most Tier Il trail alignments are still conceptual in
nature, although some have been constructed througisitanst or development opportunities. Tier Il

trails represent a desired trail connectiout are considered less critical for connectivity than Tier | trails,
and the Urban Trail Plan identified 360 miles of Tier Il urban trails.

(End Highlight)
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Policy 2
Provide highquality urban trails that can serve all users
0 Implement a system of urbanmails designed for people of all ages and abilties

Urban trails are not just for highly skiled athletes to use as training facilties. By design, the urban trail
systemis built to support all ages and abilties within our community, including seuiargy children,

and people in wheelchairs. Along with our sidewalks and bicycle facilties, the urban trail system must
be designed, built and maintained to allow for our entire community to safely and comfortably use it.
Although some trails emphasizeethatural ecosystems within and around Austin, many of those trails
do not allow people with mobility impairments, people using strollers, or others the opportunity to use
them. On the other hand, urban trails provide accessibility to all people, by sitlioéring to building
material and construction standards for surface materials, trail widths, slopes, and curvatures.
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Polcy 3
Pursue opportunities to connect to and expand the urban trail system
0 Expand the urbatrail system to connect more people to nature and provide recreation and
mobility opportunities

Urban trails have the important ability to connect our neighborhoods to the natural features, resources,

and communities surrounding us. While Austin has sddezen mies of urban trails already, there are

stil many barriers to accessing these important facilties. New trail connections will increase connectivity
between neighborhoods, faciltate active trips, promote healthy lifestyles and outdoor egge&d@dc
strengthen our communityds connection to nature &

Opportunities to expand our urban trail system include land development incentives and community
partnerships. Austinbés |l and devel oepsroaud be provolatle of f €
with incentives to include new urban trails and connect them to our existing networks. Itis also possible

to consider allowing new and expanded urban trails to be a mitigation technique for developers as they

build or redevelop areaMlitigation techniques are actions takento relieve the stress on the transportation
network caused by increased development in places.

Working with neighborhoods and community groups also offers the chance for increased partnerships.

These partnershipsffer new and innovative ways to plan, design, and maintain trails in support of
neighborhoods and trail users. Allowing these grc
responsibility in the planning and care of trails can allow improvesnignbe identified and made more

quickly. This allows limited resources to be shared equitably throughout the system.

To support the expansion of this cherished community resource we should continue to explore the
possibilities of new urban trails acraag entire community when planning processes, development, and
the public interest allows.

(Highlight)
Neighborhood Partnering Program

New and expanded partnerships with neighborhood and community groups offer another opportunity for

the expansion of ther ban tr ai |l system. The City of Austinds
provides assistance to groups for smal/l and mediu
City-owned property. Costharing options in this program for communitembers to use include cash
contributions, iFkind contributions, or donated labor. Although the cost for the planning and construction

of an urban trail is higher than what a neighborhood is able to receive through NPP, NPP funding can be

used to developlans for urban trails. This can help begin to move a desired trail from an idea towards
becoming a project, or help with the removal of small barriers to

constructing an urban tralil.

(End Highlight)
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Urban Traill System Map

The urban trail system is ehsportation asset that offers many recreational, mobilty, and environmental
uses and benefits for our community. The Urban Trail Plan identified 47 miles of Tier | urban trails for
transportation and recreation purposes, and they connect significat resedpopulations of people. Tier

[l trails are urban trails that have been identified during previous planning processes. Most Tier Il trail
alignments are still conceptual in nature, although some have been constructed threaphreast
developmenbpportunities.
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Condition of Infrastructure

Our transportation infrastructure is made up of physical assets that must-b®intined to be

accessible, usable, reliable, and safe. Infrastructure ass€ig/ave@ned items with a useful life of more
than one year and an acquisition cost or value of $5,000 or more. Mobility infrastructure assets include
streets, bridges, sidewalks, bikeways, urban trails, traffic signals, communication technologies, City
vehcles, and aviation facilties.

It is critical to the operation of the transportation network that we have our infrastructure in good

condttion. A poor condition in infrastructure can resutlt in closures, or other failures, that can compromise
the reliabity and safety of our network. Our transportation infrastructure supports vital activities, such as
goods movement, emergency response, stormwater conveyance, and mobilty for all. Our streets are also
our most abundant public spaces that, if maintainegbad condition, will improve the quality of our
experiences as we travel from place to place.

Transportation infrastructure, along with the abilty to move people and goods, is also critical to overall
climate resiience and our abilty to effectively nage shortand longterm impacts related to climate
change and weather extremes, such as longer droughts, increased flooding, and greater wildfire risk.
These impacts can not only affect the condition of our infrastructure, but our abilty to accessservic
respond to emergencies and, when needed, evacuate.

We regularly collect information and assess the condition of transportation infrastructure. It is important
that we collect and maintain information on the status of our existing infrastructurielikeimber and

type of assets, their condition, any plans for preservation and maintenance, and what the critical needs are
to keep assets safe and in operation. The data from these assessments allow us to make decisions about
maintenance and capital rerewit is also important for financial planning to consider the maintenance

and replacement costs of infrastructure when investing in new or upgraded assets.

fi think we need to

c ue to maintaitngand enha
reliable, affordable, andfare ac hi ng p

in
i ¢ t-Commuity Membert i on net wor |
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Indicators and Targets

(@]

Increase citizen satisfaction with the physical condition of major City streets

Increase citizen satisfaction with thleysical condition of the Transit Priority Network

Increase citizen satisfaction with the overall maintenance of City sidewalks

Increase citizen satisfaction with the physical condition of bicycle facilties, including urban trails

Decrease the lamailes of City streets in poor or faiing condition
3 (InFY2018, 26.2% of City streets were in poor or faiing condition)

Increase the frequency of sweeping and maintenance of protected bicycle facilties

Improve the response time of requests/égetation maintenance in the public right of way
3 Respond to 100% of requests within 2 weeks by 2039

Decrease the percentage of major bridges in poor or faiing condition
3 (In FY 2018, 10% of major bridges were in poor or faiing condition)
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Policy 1
Responsibly maximize the useful life of transportation infrastructure
0 Design, maintain, and improve the condition of transportation infrastructure to reach its useful
ife and increase its resiiency in a fiscally responsibitextsensitive manner

Maximizing the useful life of transportation infrastructure means that we make sure an asset lasts as long
as intended, whether it is a traffic signal, bridge or roadway surface. Doing so reduces taxpayer dollars
needed t@prematurely replace infrastructure that should have lasted longer. By proactively maintaining
transportation infrastructure, we can maximize its useful life. When maintenance is deferred, an asset
becomes unreliable and may have to be taken out of seaffieeting the safety and operation of our
transportation network.

For example, scheduled preventative maintenance will help prolong the life of streets and bridges by
protecting the surface from the effects of aging, cracking, deterioration and witatetianf P rolonging

the life of our city streets in using these methods saves taxpayer money by intervening before more costly
full reconstruction of the street is needed.

Asset management strategies should be used to identify rehabiltation projeaistéan and when
ultimately needed, replace assets. Additionally, new assets need to be designed to withstand changing
environments and climate change impacts, like increased flooding and highly elastic soils, because
resiiency will be important to reiaihg the useful life of infrastructure into the future.

(Highlight)
Central Texas Extreme Weather and Climate Change Vulnerability Assessment of Regional
Transportation Infrastructure

The City worked closely with CAMP O and other state, regional, asd éities to evaluate

infrastructure vulnerabilities, including for roadways, bridges, and rail. The clralatied stressors that

were considered as part of the assessment were flooding, drought, extreme heat, wildfire, and extreme

cold. Theassessméntoc used on fAcritical transportation faci
greatest impacts if they were taken out of service due to extreme weather.

The assessment determined that the nature of inland extreme weather and climate challedifes may

from those faced by coastal communities. Some risks that impact central Texas are more localized, like
flooding, or chronic, like extreme heat or drought, than storm surge, a risk faced by coastal cities. The
assessment also showed that critic@leésare not necessarily the ones most vulnerable to extreme

weather and climate change. Many critical assets are higher volume roadways that are already designed to
higher standards. Older and small er momeaedsitvey s, whi
and need to be made more resilient.

(End Highlight)
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Policy 2
Pursue opportunities to increase mobility options during capital projects
0 Use street rehabiltation and reconstruction projects as opportunities to achieve future street
conditions as indicated in the Street Network Table

With regular maintenance and rehabiltation, streets typically have-gpeaBldfespan. Over that time, the

land uses adjacent to the street and the uses of the street space can change, someticely,dessmat

parts of our city experience significant growth. We need to use street rehabiltation and reconstruction
activities as strategic opportunities to make changes to the allocation of space in the right of way based on
current and future mobilty @hsafety needs.

One example of this approach would be widening a roadway to add additional space for sidewalk and
bicycle facilties, which could occur when a street is being reconstructed, thus improving mobility for
pedestrians and bicyclists along teteet. Another example could be the addition of a median along

a street with a high volume of vehicular traffic and many driveway access points for commercial uses.
The addition of the median with a street rehabiltation or reconstruction project wpuile safety

by reducing the potential for he@d colisions and conflicts between l¢dirning vehicles and more
vulnerable users. The addition of the median and the resulting reduction in conflicts would also help to
improve the operation of the streetd increase vehicular throughput, or the number of vehicles that
would be able to move through a section of a street in a given amount of time. These opportunities
for street rehabiltation and reconstruction do not come along very often, which makexs ihore

important that we take advantage of the opportunity to improve mobilty and safety for all.
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Polcy 3
Improve multimodal mobility through maintenance activities

0 Pursue opportunities to improve the multimodal netwonBaasof planning transportation
infrastructure maintenance

We regularly perform street preventative maintenance to improve the roadway surface and maximize
the lifespan of roads through various treatment types and applications. When the City perfetms stre
maintenance activities like resurfacing, workers must reapply roadway markings and striping. This is an
opportunity to allocate space differently. The space between the existing curbs can be used for travel
lanes, turn lanes, parking, bicycle lanes &iccess, or other needs. These regular maintenance activities
allow us to reconsider the operation of the street and the space allocated to different modes and uses.

For example, bicycle lanes have been added to certain streets through street reautiétiEsysince

the 2000s, quickly and cesffectively increasing the number of miles of bicycle facilties in the

transportation network. In these situations, impacts to other modes and safety are studied and streets must
have certain volumes to justifadding or removing travel lanes for vehicles to accommodate bicycle

lanes. In the near term, if a road is not at capacity and vehicular operations would not be significantly
impacted, allocating space currently used for travel lanes for a bicycleyfaailb lane, parking, or other

use in a more temporary way is an approach we should use to meet mode share goals, especially when
funding for a costly street reconstruction project is not currently available.

(Highlight)
Opportunities for Multimoddimprovements During Preventative Maintenance

Depending on where the streetis in its life cycle, preventative maintenance may include surface
treatments, an overlay, street rehabilitation, or full street reconstruction. Each of these treatments, applied
at the appropriate point throughout the life of the street, maintains the street through its ful, useful life.
Each time we do preventative maintenance, it is an opportunity to reassess mobility and safety needs and,
potentially, make changes that helpbetter achieve our goals.

(End Highlight)
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Policy 4
Maintain the usabilty of all mobilty infrastructure
0 Proactively maintain all mobilty systems, recognizing that each system has unique needs

Maintaining usabilty in our transportation infrastructuneans that it is functional, safe, and

accessible for all. In order for infrastructure to be usable, it needs to be in good condition and available.
Infrastructure that is not available due to poor maintenance practices creates issues for our mobility
andsafety. This is especially true for users who are mobilty impaired and rely on infrastructure to be
accessible at all times to make their trips safely and reliably.

While a sidewalk can be completely accessible in theory because it follows properstisigrds, if
vegetation grows over it and blocks the pathway, then it is no longer usable. As of 2016, approximately
80% of our existing sidewalk network is functionally deficient, and, in some cases, this is due to
vegetative overgrowth. We need to p@rstrategies to quickly reacttoissues like these when they are
reported and proactively work to maintain the right of way to ensure existing infrastructure is usable for
everyone. Another example of proactively maintaining our transportation netwestiigtthe flashing
beacons used in school zone signs before the beginning of every school year. By proactively checking
the condition of the lights on these signs, we can improve safety for all the people traveling through a
school zone.

(Highlight)
Conprehensive Infrastructure Assessments

The City regularly conducts a Comprehensive Infrastructure Assessment to account for infrastructure
assets, including transportation infrastructure, and assess their condition. Infrastructure condition is
dependent omultiple variables including intensity and frequency of use, weather and other
environmental factors, the frequency of regular maintenance, age, human factors such as damage from
crashes or other incidents, and relation to other infrastructure systgmsléetrical system).

Knowing this information is necessary to value assets and calculate replacement costs and remaining life.
It also allows us to be proactive about managing, repairing, maintaining, rehabiltating, and replacing
those assets. Infragtture costs can be mitigated if deterioration is minimized by preventative
maintenance and damage is detected early, rather than when the infrastructure is in poor or failing
condition. Unanticipated emergency repairs or replacements are much mor¢hemsttyork that is

planned and budgeted. Having a consistent way to compile information about the transportation
infrastructure conditions also allows decisions to be made about what to prioritize based on the relative
needs of other assets.

Other factorsuch as risk, criticalty, resiience, age, expected useful life, acceptable levels of service,
desired performance, and capacity are important considerations in identifying capital maintenance and
operational infrastructure needs.

(End Highlight)
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Emerging Mobility Solutions

Emerging mobilty solutions can be defined as new technologies and services that are currently
developing or can be expected to develop in the near term, and have the potential to enhance while also
disrupt the status quo ofe¢mobility landscape. Emerging technologies are not limited to new modes of
vehicular travel, like scooters and connected and automated vehicles. They also include innovation in
operating our transportation network, such as sensors and communications sy$tese technologies

have the potential to move people and goods through our city in faster, safer, cleaner, more affordable,
and more equitable ways. We must learn how to direct, adapt, and harness these emerging mobility
solutions continuously over tmext 20 years in order to meet our mobilty goals.

Emerging technologies are evolving at a rapid pace. Traditional transportation options like walking,
driving, taking public transportation, and bicycling wil continue to be crucial ways to get around. Bu
integrating emerging solutions into our current transportation network may improve efficiency and
accessibility for our community. Automated vehicles, for example, have the potential to increase safety
and accessibility for travelers, but also to createe congestion if not managed well. As with any new
solution, however, challenges will arise that need to be addressed in order to ensure emerging options
best help us balance community needs, safety concerns, and other shared values in Austin.

To maximeze the benefits of emerging technologies, we must also continue to pursue collaborative
partnerships and investments with local, regional, and national organizations in the public and private
sectors. These partnerships help us learn from one anotheeatelcommon standards related to
emerging technologies.

Austin is known for its ability to embrace and encourage innovation. We prioritize solutions that improve
the quality of life for Austinites by adapting technology to meet our community needsalndjolicy
development, publc engagement efforts, education, infrastructure projects, and inclusion efforts are vital
to the success of emerging mobility solutions.

AAut onomous cars will -CommuityMemberni ze transportatio
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Indicators and Targets

0 Increase the number of intersections with smart and connected technology that exchanges
information with vehicles or devices

0 Increase the number of emerging mobilty proposals evaluated annually
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Policy 1
Evaluate emerging mobilty solutions to meet community needs
0 Testemerging mobility techniques and technologies to better understand their impacts and
opportunities and gather stakeholder input to maximize community benefits

The majority of new transportation technology innovations, from the bicycle to the airplane, were once
emerging mobilty solutions. As a community, Austin has often been an early adopter of technology, and
new transportation solutions are no exception. We wil stoyglot emerging mobilty solutions that

help us meet our community goals and align with adopted plans.

Deliberate and careful testing in redrld conditions should be paired with interactive community
engagement to i mpr ove codogmomemengihgysolutoe mimdeheirspdtentialn d e r s t a
impacts. Incorporating feedback from community members wil help us make decisions about where and

how we use new services. This process wil be continuously refined with local, regional, and

national partner® ensure that we are supporting the best of emerging mobility solutions throughout

the community.

(Highlight)
Smart Mobility Technology Pilots Process

Austin Transportation has instituted a process that demonstrates, pilots, and proves emerging mobilit
technologies in partnership with the private sector. As anintial stepin the development process,
companies interested in testing their technologies in Austin must submit an Expression of Interest Form.
This form allows staff to catalog and vet progedaased on municipal goals and community needs.

These forms describe the company itself, the product they with the City to consider, and the municipal
purposes the technology would serve.

After reviewing these interest forms, staff help companies maeeigh three tiers of testing. The three

testing tiers grow progressively, testing new features in additional locations for longer periods of time.
Between each testing tier, Transportation staff conducts an analysis that assesses how well the technology
worked, if it fuffiled its purpose, and if it should continue to be tested on a large scale. By the time a
technology reaches the end of the process, it has been thoroughly evaluated and refined. This process
helps Austin Transportation determine whethgriave n t echnol ogy is suitable
landscape.

(End Highlight)
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Policy 2
Integrate emerging mobility solutions into existing transportation infrastructure systems
0 Incorporate emerging mobility technologies into the transportation netvased on speed, size,
and other safety characteristics

As emerging mobilty solutions arrive in Austin, these solutions should be integrated into the current
transportation network in a way that fits our needs. We wil work to provide new infrastruediuects,

ke electrification and communication systems as well as supporting systems, like data management and
analysis, to accommodate new modes and transportation technologies. However, retrofitting our current
systems and infrastructure takes time, amerging solutions should be able to fit into the current
transportation network in the meantime.

A good example of integrating emerging mobilty solutions into our existing transportation infrastructure
is using our existing Bicycle Priority Network&@commodate electric scooters. Our existing

transportation network was not designed for or around thef@ed, electric scooters that are now in use

in our community. However, electric scooters are very similar to bicycles due to thepdmuds and

narow profile. Our existing bicycle system infrastructure, including lanes on the street and parking off of
the street, must be used in the stertn to accommodate scooters. Laagn planning wil be able to

take scooters, and data on their use, locatians best safety practices, into account when designing new
infrastructure systems.

For all emerging mobility solutions, we will use sht@tm measures to address physical and digital
implementation needs until lorsigrm improvements can be made. Wé wike speed, safety measures,

size, and other characteristics into account when examining the best locations and ways to integrate
emerging mobilty solutions. We must ensure that the seamless integration of new innovations works for
Austinites and makesur mobility options more effective for all.
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Polcy 3
Invest in infrastructure that enables the adoption of emerging mobility technologies
0 Invest in infrastructure that supports the adoption of emerging mobility technologies through
innovative business models

We must ensure that emerging mobility technologies and solutions contribute to tterongability of

our transportation network. New investments in strategically planned and placed capital improvements,
along withsupporting features, like data analytics and processing, may be needed to help connect these
emerging technologies to our transportation networkFWénd connected vehicle technology are a few
examples of placemaking infrastructure that can enhanceopungnity and improve safety,

accessibility, and digital connectivity.

Investment in new types of mobility infrastructure is a{tgign measure. However, both the public and
private sectors can help us support our growing need for adaptable infrastituciugl innovative
business models and partnerships. In the long term, this investment in and development of new
transportatiorrelated infrastructure and supporting features wil contribute to securing the future
financial, environmental, and social aaisability needed for a truly resiient community.

(Highlight)
Vehicle to Infrastructure Communication Technology

Communication technologies between vehicles and infrastructure are aninnovative way to increase the

safety, reliabiity, and efficiency ajur transportation network. In 2018, Austin became the first city in

Texas to install Vehicle to Infrastructure (V2I) technology on our transportation network. The V2l

technology was installed at five major intersections in 2018, and two more intersedgtioeseive the

same technology in 2019. V2I uses digital stnartge communication to connect vehicles with the traffic
signal controller in real time, in essence, allov
canimprove pedestriaand vehicle safety as part of the operations of the signalized intersection.

The small test devices can broadcast industry standard basic safety messages in the immediate vicinity of
the intersection to surrounding vehicles equipped with onboard unéshalic safety messages indicate
vehicle position, motion, brake system status and size, and provide vehicles with information and data,
which is then used to illustrate intersection geometry usingrbigblution formatting. This

type of information willhelp future connected traffic signals and equipped vehicles communicate about
pedestrian or bicyclist presence in the intersection, improve vehicle performance, and provide engineers
with traffic data that can be used to improve safety and operations.

(Highlight)
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Aviation

While air travelis not a daily activity for most Austinites, it is an important part of our transportation
network and vibrant economy. Central Texas depends on reliable air service from Austin to foster
business and leisure opporti@st as well as connect friends and families.

The vision for AustrBer gstrom | nternational Airport is Ato b
and its mission is fAto connecistogudre cexmpmunietnyc et.® t
destinaibn city that people want to visit, and as the airport increases departure options, demand for air

service continues to rise. This demand also means more -a€fatetd jobs and local economic activity.

The Austin airport generated $7.6 bilion in ecoromctivity and supports more than 74,000 jobs in the

Austin area, according to a 2018 Economic Impact Study from TxDOT.

Originally constructed in 1999, the Austin airport is a growing transportation hub for locals, visitors, and

freight. AustinBergstromcurrently serves more than 15 milion passengers annually, beyond its original
design capacity of 11 million passengers, and the
2040 Plan to expand the airport, annual passenger volume is anticpgreavtto more than 30 milion

by 2040. While the majority of our airport passengers come from Travis County, in recent years

passengers have come from 21 counties surrounding the greater Austin region, and even south of San
Antonio. In addition to servinthe Central Texas region, Austergstrom is also a reliever airport to

surrounding Texas airports when they reach capacity, such as-Balad/orth, San Antonio

International, George Bush Intercontinental, and Houston Wiliam P. Hobby airports. ise te

airport receives more flight diversions than any other airport in the country.

As more people and goods move to and from Central Texas, it is critical that our airport infrastructure
and options in getting to and from the airport expand tostppustin remaining a regional and

national leader. A steady increase in travelers, domestic and international flights, new technologies, and
passenger safety regulations make it necessary for us to envision and position the airport to meet future
needsWith expanded options in the future for transportation to and from Austin, ARestgstrom
International Airport could also serve as a mobility hub for communities traveling to and from the city by
different modes, providing jobs and access to publicspaation and other mobilty services.

fBetter connectivity to ABI A would help promote ¢
devel op @enmanity Member
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Indicators and Targets

0 Increase transportation options to and frdostin-Bergstrom International Airport
0 Increase shared mobilty solutions on the ABIA campus

0 Increase the number of airplane passenger seats in Austin market

0 Increase the number of ABIA destinations

3 (In 2017, there were 58 domestic destination20i8, there were 9 international
destinations)
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Policy 1
Expand mobility options to and from the airport
0 Increase the options for both travelers and employees to get to and fromBargtitrom
International Airport

As the eleventh largest city in the country, Austin visitors and residents expect many options to travel to

and from the airport. In order to better manage congestion and provide options for travelers and

employees to get to AustiBergstrom Internationairport, we need to increase the number of affordable
multimodal options to and from the airport. Currently, Aut@rgstrom International Airport is not
servedby highc apacity transit and is only served by one
southeast of Central Austin means that most people traveling to and from the airport are doing so by car,
whet her i1itds their p-ailirgsenae, aloewhichadddo,the tcostafaic a b, or
travel.

Providing more affordable optionsuch as higltapacity transit and urban trails, to getto the airport

would reduce travel costs, increase access, and decrease the space needed for parking which could be
used for other aviation and commercial functions. Additional transportation optaud also increase

access to employment at the airport for people who do not have access to a car or are not able to drive. As
passenger volumes are expected to double over the next 20 years, expanding mobilty options will

become even more necessary. Wed to especially work with Capital Metro to plan for and provide
high-capacity transit that connects to the airport.
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Policy 2
Increase multimodal connectivity and options on the airport campus
0 Provide more ways for employeasd visitors to get around the airport campus to reduce reliance
on fossil fuels and encourage active transportation

With thousands of passengers and employees traversing the airport campus every day, it is important

that we increase options togetarotnd at dondét require getting into a
options on the airport campus are limited. Adding circulator services and micromobility devices, like

scooters or bicycles, could help employees travel around the airport campus hathingtto drive a car.

Active transportation modes can also decrease the reliance of airport operations on fossil fuels, reducing

the airportdés contribution to emissions generatec

A personal rapid transit system, defined asatonomous circulator for passengers as they arrive or

depart from the airport, could greatly reduce the amount of vehicular traffic that needs to access the
terminal and provide an opportunity for a regional ground transportation center or mobiliat thab

airport. A personal rapid transit system would also reduce congestion at the terminal by allowing people
who choose to park and those being picked up or dropped off at the airport to arrive at separate locations
on the airport campus, but still matke final journey to the terminal via the same system.
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Polcy 3
|l nform visitors about Austinbs mobility options
0 Assist travelers in being less ed@pendent when visiting Austin by providing them with
convenient informatiorto help them make mobility decisions

One of the ways we can improve the experience of visitors to Austin and reduce congestion is to inform
them of their transportation options, potentially
use tebnology and communication strategies to provide visitors with clear information about mobility
options so they know they donét need a car to becg
unknown city can be stressful, and Austin offers differemtsjpartation options to travelers if they wish

to be caifree. However, if we do not provide them with information on our public transportation and

shared mobility systems when they arrive, they may have a difficult time learning about these systems.

Visitors who have more information about mobilty options, which can be delivered through tools such as
display screens at the airport and mobile device applications, can make better decisions about how they

can get around while in Austin.
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Policy 4
Prepare for and design aviation facilties to adapt to emerging mobility solutions
0 Plan for, design, construct, and manage the airport campus to respond to changes in transportation
preferences and technologies

Transportation to aniilom the airport diversify and emerging mobilty solutions enter the market, our
airport needs to be adaptable. It is important that, as we expand-Beggstrom International Airport

to respond to increasing passenger growth, we consider the changigyohéransportation.

Currently, large portions of the airport campus are dedicated to parking private vehicles for passengers
and employees. However, as highypacity transit to the airport and automated driving vehicles become
areality, it will be necssary to repurpose facilties dedicated to housing automobiles for better uses,
such as cargo facilties, other commercial uses, or facilties to support airport operations. In preparation,
parking garages should be built to be adaptively reused to makeshuse of airport land when

parking demand decreases.

Shared mobility solutions, such as transportation network companies, also require us to adapt to
accommodate waiting vehicles as well as passenger loading and unloading to ensure efficient airport
operations. As dockless mobilty services expand beyond the urban core, we wil also need to prepare to
manage the storage of these vehicles so they are accessible by passengers and employees.
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Polcy 5
Coordinate wayfindingo, from, and at the airport
0 Provide a seamless user experience when navigating to, from, and within the airport

Wayfinding is a system of signs and markings that show us how to get to where we are going. to and

from an airport is especially importargince visitors may not be familiar with our transportation network.

We can make arriving atour airport amore tfsari endly part of someoneds ol
messaging about how they can get to their destination.

Most people who arrive in or leeVAustin, whether they are residents or visitors, arrive at Austin
Bergstrom International Airport by car. For this reason, it is critical that we have clear signage along
mayjor corridors that lead to the airport to make that experience more seamlessoliesigns, such as
the standard green highway signs, should be clearmad@itained, and consistent. Digital signs that are
dynamic and offer more information, such as how far in minutes someone is from the airport, also
strengthen wayfinding. Publitansportation options should have clear signs indicating which routes
service the airport. As transportation options to and from the airport evolve, it is increasingly necessary to
work with our partners at the TxDOT and Capital Metro to expand togisotade clear information on
how to navigate seamlessly between the airport and different parts of Austin. Similarly, wayfinding
within the airport campus should be clear and easy to understand, minimizing decision points and
providing ample advance notiition.

(Highlight)
International Example: Heathrow PRT System

Heathrow Airport in London has a-2&hicle personal rapid transit (PRT) system that connects travelers
using Heathrowbés Terminal 5 with | knewndsapodgismnat ed r
powered by electric batteries and can hold up to four people and their luggage. The PRT at Heathrow has
three stations. When riders enter the pod they select their destination. Unlike traditional transit systems,
the pod wil go directlyto the destination entered by the passenger and will not continue to a station

if the riders do not select that station. Austin Bergstrom International Airport (ABIA) is exploring the
possibiity of a PRT system and other circulator technologies. ABlI&$itpese systems could offer

several benefits, including decreasing roadway and curbside congestion on the airport campus. They
could also provide inteterminal and/or concourse transportation, while potentially integrating with a
high-capacity transit stem.

(End Highlight)

146



Operating Our Transportation Network

Operating our transportation network means ensuring that all the parts of our network are running
normally and correctly. Our traffic signals must be functioning, painted lines on thenstitet

be visible, and signs must be standing so they can be read by people. Transportation network
operations involve care and maintenance over these pieces of infrastructure, as well as guidelines
and standards to ensure that certain events involvingrahsportation network are dealt with safely
and efficiently.

A well-run transportation network will be able to accommodate unforeseen or temporary changes.
When a traffic crash occurs, first responders must be able to access the site, and our t@nsportati
network must react to this unexpected closure. Special events like street festivals use our streets
and sidewalks, removing them from the network temporarily. The construction of new buildings and
infrastructure repairs are other temporary changesatfeit how smoothly people move on

our network. Managing and planning for these disruptions ensures that our network can continue
running safely, reliably, and efficiently.

This chapter emphasizes system efficiencies. Efficiencies can be achieved iimonayled
transportation operations, such as maintaining signal infrastructure. Better managing closures
and detours on our transportation network helps people more efficiently move around or through
disruptions. Clear guidelines on how to move freight ennetwork, wil improve local freight

operations and i ncr eas eunmperatiomsevil ensureloud rretwerk wWilibe i e nc i e

safe, reliable, and efficient for our community.

ATraffic signals need t o hceu rdYonmmunitg Ménbber bet t er
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Policy Summary

Transportation Operations

Policy 1 Operate the transportation network safely, reliably, and efficiently

Policy 2 Build and maintain technology infrastructure to meet the needs of all users
Polcy 3 Increase redime responsiveness to changing transportation conditions

Policy 4 Strive for connected operations across departments, agencies, and jurisdictions
Policy 5 Allocate signal timing to coincide with modal priorities

Policy 6 Manage the moweent of oversize and overweight vehicles

Closures and Detours

Policy 1 Accommodate all users safely when there are closures and detours

Policy 2 Ensure detours are accessible and convenient

Policy 3 Lessenthe impact of temporary right of way closurenatility

Policy 4 Streamline and enforce closure and detour requirements

Policy 5 Include all modes and users in special event planning

Policy 6 Provide helpful information about closures and detours to partners and the public

Goods Movement

Policy 1Support reliable freight operations and efficient goods movement through, into, and out of
Austin

Policy 2 Recognize, plan for, and mitigate impacts of goods movement

Policy 3 Improve safety and predictability of hazardous materials movement through Austin

Policy 4 Support local and lastile goods delivery innovations

Policy 5 Participate in state and regional freight planning efforts
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Transportation Operations

Our infrastructure is only as effective as how we use, operate, and méjrizid we are dedicated to
managing mobility and safety for all modes that get around on our transportation network.

Transportation operations define how we safely and efficiently assign space to travelers throughout the
transportation network. The mossible examples of how we operate our transportation network are
through traffic signals, traffic control signs, and pavement markings. Traffic signals provide safe and
efficient movements for all roadway users through an intersection. A variety of tegyhand

infrastructure is used to operate traffic signals andto manage them remotely, and emerging technologies
may improve our abilty to operate more efficiently in ways we have yet to discover.

Markings, which are the lines and symbols on the suidaoar streets and urban trails, help different

users know where they should be and what they can do. Some examples of markings include turn lanes,
parking symbols, arrows, crosswalks, dividing lines between different directions of traffic, bicycle lanes,

and fistop barso (the thick Ilines at an intersecti
Traffic control signs help indicate where to go, whatis allowed, and what is not allowed. They are placed

to improve safety and mobility for sablazones, crosswalks, yielding, and parking, among other things.

Traffic control signs also give us information about what is around us to help make decisions and can

alert us to potential conflicts or dangerous situations.

All of the ways we operate otnransportation network can help us support our mobility goals. More
efficient roadways can lead to fewer vehicle emissions, helping protect our health and environment.
Operations also have a big role to play in decreasing commuter delay and heipiamptas more

reliable travel times.
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Indicators and Targets
1 Increase the number of signalized intersections that can be remotely monitored
1 Achieve and maintain ability to remotely monitor 100% of signalized intersections by
2020
1 Increase the number of signalized intersections with emergency vehicle preemption capability
1 Increase the efficiency of detection equipment at intersections
1 Achieve and maintain efficient detection for all modes of transportation at 95% of
locations wih actuated signals by 2023.

1 Increase the frequency of adjusting timing and phasing of signalized intersections
f Assess and adjust 33% of all signalized intersections every year

1 Increase the number of signals and pedestrian hybrid beacons construpgraded
1 Construct at least 75% of requests received annually that have been determined to be
currently justified by an engineering study

1 Increase the persararrying capacity of the transportation network

1 Decrease the percentage of signs and markingsor or faiing condition
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Policy 1
Operate the transportation network safely, reliably, and efficiently

1 Promote safe, reliable, and efficient mobility for all modes of transportation across the entire
network

Operating our tmasportation network is about getting everyone where they need to go, when they want
to get there, safely, reliably, and efficiently. Today transportation comes with inherent risks to travelers.
While we cannot eliminate risk entirely, safety is our nuntmer goal and we seek to reduce risk,
especially to vulnerable road users. For example, a broken pedestrian push button is considered an
emergency priority for repair.

Providing reliable operations is also animportant goal. Traditionally, transporatmeers have

focused their work on reducing vehicle travel time. However, vehicle travel time does not account for

other factors such as safety, comfort, and predictabilty for the trips that we take. Although it is appealing

to focus on shorter traveltme s, we must consider Atravel time re
improving transportation operations. For example, if you often encounter a crash or unusually heavy

traffic on your way to work, your travel time is not very reliable. To pensate for this lack of

reliability, we typically leave early, which is time that could be spentin other areas of our lives.

A successful, inclusive transportation network must also consider the different needs of people with
varying mobility needs angehicle types across all modes. People traveling by foot and bicycle may not
be as visible to people who are driving and may need a head start to travel through an intersection. New
strategies and devices in our transportation network can help everyomemooy safely.

(Highlight)
Waze Connected Citizens Program

Austin Transportation is a member of the Waze Connected Citizens Program (CCP), which gives City

staff access to reéime anonymized traffic and incident data generated by Waze users. Cigubtaits

data to Waze on planned road closures and detours, like those due to special events or roadway
construction, so the Waze app can redirect users to take alternate routes. In exchange for sharing this data,
Waze sends notifications of crashes angsual congestion to Austin Transportation staff, who then

update signal timing plans and disseminate information as appropriate to keep our transportation network
operating safely, reliably, and efficiently. Through this informasibaring, the CCP helpsprove travel

time reliability by helping Austinites make more informed travel decisions, getting us where we want to

go, when we want to get there.

(End Highlight)
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Policy 2
Build and maintain technology infrastructure to meet the needs of all users

1 Sumply all modes with the necessary, innovative technology infrastructure to keep pace with the
existing and future transportation network

Technology powers and influences our transportation network. Smart intersections, innovative traffic
control signals, ad new modes of transportation are a few of many different transportation technologies
that affect the safety, reliability, and efficiency of our network. By recognizing, acquiring, and
maintaining new technology thatis available for all modes of tratejoor, we will help our

transportation network grow and adapt to emerging mobilty technologies as they develop.

Our transportation network must accommodate current technology and prepare for future technology.
One existing technology that is becominglespread is the pedestrian hybrid beacon. The pedestrian
hybrid beaconis a buttesctivated traffic control signal that allows pedestrians to safely cross streets
where there may not be a traffic signal. Some technology is not widely used yet, blitmiessprepare

for its adoption. Vehicles that use dedicated stamge communications (DSRC) to communicate with
traffic signals are an emerging technology. This technology helps an intersection and car communicate
with each other, and which increasessportation network safety and efficiency. We must pursue and
integrate new technology for all modes, not just a few, so that we can increase the overall safety,
reliability, and efficiency of our transportation network.

Building infrastructure to sujgpt this technology is important, but maintaining it and educating our staff

and community on how this technology works is equally important. Public communication on how to use
innovations like pedestrian hybrid beacons is crucial to ensuring that wehprage our infrastructure.

City of Austin staff must also be trained on how to use, operate, and maintain this new technology. Proper
maintenance of the technology wil maximize its value to travelers and its useful lifetime. City of Austin
staff must ale be trained to test and incorporate new technology as it becomes available. Continuous
innovations in technology require that we stay aware and knowledgeable about how we can improve our
transportation infrastructure and achieve our mobility goals.
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Policy 3
Increase redime responsiveness to changing transportation conditions
1 Mitigate safety and congestion concerns that arise from events and incidents that cause unusual
traffic patterns

The City of Austinds (NMCH fotmery the TMaspoaagon Manageme@te nt e r
Center, is the headqguarters for monitoring mobility and managing traffic in real time throughout the

Austin area. The MMC is staffed every day of the week from before the morning peak travel time until

after the evening peak travel time, as well as during special events. Staff at the MMC monitor the
transportation network through cameras, signals, and sensors to ensure smooth operations. From

the center, City staff are able to, among other things, help thepdréa®n network accommodate

construction, assist first responders at an incident, make adjustments in response to congestion, and
inform travelers and agencies of unforeseen issues.

Optimal use of the MMC requires experienced and knowledgeable pegmiep@ate and decisive

action, and collaboration among different partners to ensure the best result is realized. Adequate staffing
and hours of operation are critical for effective MMC operation. When an incident does occur, MMC staff
must be able to qudy address the issue, which often includes alerting emergency services and working
with other partners to ensure there is a quick solution. We must be able to see and predict how the
network will be affected by this crash, and use our resources to niafifig signal operations, dispatch

a signal technician to make a repair, and alert the public about the incident.

(Highlight)

TxDOT and CAMPO partner together to run the Highway Emergency Response Operator (HERO) patrol
service program. HERO is a freeogram that assists motorists in need and clears minor crashes along
certain roadways. The program operates on highways in the Austin area. This includes stre@hes of |

US 183, US 290, SH 71 and MoPac/Loop 1.

The goal of the HERO program is to improsafety and keep the highways clear of incidents. The

program was established in 2010 and quickly grew from covering 34 miles of roadways to the 138 miles
it currently covers. HERO trucks include digital messaging that help provide information about the
incident to oncoming traffic, as well as cameras and feeds to keep the Combined Transportation,
Emergency & Communications Center (CTECC), a regional center for emergency response coordination,
up to date on the incident.

The HERO program offers a wide \et§i of services, ranging from jumping dead batteries to removing
debris from travel lanes to providing water to stranded motorists. The program is accessible by phone,
seven days a week. It currently operates from 5 a.m. to 9 p.m. Mdritdgy, and 7 a.m

to 7 p.m. Saturday and Sunday.

(End Highlight)
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Policy 4
Strive for connected operations across departments, agencies, and jurisdictions
1 Partner across administrative and jurisdictional boundaries to ensure a seamless experience for
travelers in theegion

We must ensure that our communityds mobility expe
continues beyond Austinds boundaries. Travelers
jurisdictional boundaries while traveling. Neither do thegw nor care which department or agency is

responsible for providing infrastructure or staffing. For example, several major corridors within City of

Austin limits are owned by the Texas Department of Transportation (TxDOT), and, conversely, several

TxDOT and Travis County signals are maintained by the City of Austin. We are committed to working

with our partners across jurisdictional boundaries to ensure a seamless experience for the traveler.
Coordination is not only needed across these boundaries, dutiddg the City of Austin. We will work

to continuously strengthen interdepartmental relationships to ensure a smooth experience for everyone.

To that end, we are joining with partner transportation agencies, such as TxDOT, CTRMA, and Capital
Metrotoad eat e AOne Systemd of operations for roadway:
communicate in realtime about traffic incidents and work together to develop transportation safety

and congestion management. Not only is it more efficient to coropieeations, but the end result is a

seamless mobility experience for the traveler.
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Polcy 5
Allocate signal timing to coincide with modal priorities
1 Prioritize green time based on the priority networks and surrounding context

Muchlike we allocate space in our transportation network, we can also allocate time. We control the
green and red times not just for our motor vehicle signals, but also our pedestrian walk signals, bicycle
or transit signals, and turn arrows. This gives aaungportation network flexibility when dealing with
different travel demands on certain streets across different modes throughout the day. To keep our
network moving as safely and efficiently as possible, we wil time our signals to allow for the most
efficient movements along priority networks whenever possible.

Properlytimed signals require a combination of data, technology, and evaluation. The Vehicle, Transtt,
and Bicycle Priority Networks deserve careful consideration and coordination when pdoriizen

time for the most efficient travel of each of these modes. These roadways carry the most people and are
critical to our overall transportation network. These priority networks are the basis for where we should
focus signal retiming. Our equipmeriasild also allow us to control and quickly change them to avoid
interruptions and ensure smooth operations. By planning for, instaling, and maintaining infrastructure
that accommodates quick response across different modes of transportation, we cameazfiey

efficient, and reliable transportation network.
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Polcy 6
Manage the movement of oversize and overweight vehicles
1 Increase the reliability and sustainability of the transportation network by managing the
movement of largevehicles

To keep our network operating safely, efficiently, and reliably, it is necessary to manage the movement
of certain vehicles above a certain size or weight. This management includes designating routes for
the transport of hazardous materials pasting overpass height limitations for trucks and other taller
vehicles.

The State of Texas defines what is considered oversize or overweight, and these designations often
depend on the type and make of the vehicle. Oversize vehicles range from beatgvigld by 14 feet

high to an almost unlimited length depending on the vehicle. Overweight vehicles range from 20,000 to
80,000 pounds gross vehicle weight.

Oversize vehicles face numerous difficulties maneuvering in cities, because theyseffjaient

area to make turns and must fit beneath underpasses. Overweight vehicles face similar problems and

require greater stopping distances, and not all bridges can safely support their weight. In addition to the
difficulties operating these vehiclesyersize and overweight vehicles can also pose significant safety

i ssues in urban environments. Given these vehicle
visible below elevated truck cabs, and narrow urban streets may increase risks betaegahicles

and other people traveling

Acknowledging and preparing for oversize and overweight vehicles wil go a long way to safely and
efficiently managing these vehicles. Setting routes for them, publishing maps, and instaling and
maintaining cleasignage wil allow these operators to plan a safe and efficient route to their destination.
Collaborating on logistics, moving, and construction with companies that frequently operate oversize and
overweight vehicles will also help us prepare routesatittiese vehicles can reach their final

destinations safely, while others on our transportation network are kept safe, as well.

(Highlight)
National Example: goDCgo Bus and Truck Map

Washington, D.C. released a truck and bus map to help oversize vetaciage their movements on the
cityds narrow streets. The-umames, andpavkiag lacdtonofargh r ou't
trucks and buses. Any restricted areas are differentiated by whether the restriction is for bus, truck, or

both, and includs the size in feet of the restriction. This tool is publicly available, and it is used by the

trucking industry along with the District to plan truck routes throughout the city.

(End Highlight)
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Closures and Detours

Planned, temporary disruptions to @t@ansportation network are necessary to keep our transportation
network healthy and running smoothly. Regular maintenance to our transportation infrastructure, work
on the utilties that run above, below, or alongside our transportation facilties, exidl syents such as
street festivals are all important activities that require a closure along our network.

Closures and detours on our transportation network can take many forms. A work zone will often close
part of the street to perform maintenanceanstruction activities. The closure might affect traffic

lanes or sidewalks, require overhead work or be a-sort (work completed in 30 days or less) or fong
term closure. As our city grows and ages, the need for these closures and detours bectagusinte

Maintenance on the transportation network is not the only reason a closure may occur. Our streets, as
important public spaces, often host social and neighborhood events and activities. Special events like
festivals, block parties, and paradésequire the use of our transportation network, and they all result

in street closures or detours. Itis important that we balance the civic functions our streets support

and offer, while also preserving mobilty throughout our network. Natural disastetsas flooding or

wildfire, as well as traffic incidents, could also cause closures and detours on our transportation network.

Whenever they occur, detours on our transportation network must maximize safety. Detours should be
imited and convenient fall to ensure that people follow the detour and do not risk injury. Information
should be communicated clearly and early to the public, and detours should be planned for all modes.
All detours must be accessible. Safety for workers in work zones modieatsonsidered. The Federal
Highway Administration found that, on average in 2015, a crash occurred in a work zone every five
minutes across the country, and that every week there were 12 work zone crashes that resulted in at
least one fatality. Enforcingur regulations and ensuring that traffic control plans are being adhered to
will help us keep our closures and detours as safe as possible.

Well-planned closures and detours will strengthen our community. Itis critical that we are able to
performroutine and emergency maintenance on utiities and other infrastructure that live within our
transportation right of way. We must also be able to use our streets for their many different functions.
Well-planned temporary changes to our transportation mktwib allow us to accommodate closures
and detours on our transportation network with as few impacts to mobility as possible.

APl an out the projects so detoured traffic has
wor k zooGornsunitpoMember
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Indicators and Targets

1 Decrease the number of crashes reported in work zones in City of Austin right of way
1 Achieve zero crashes reported in work zones in City of Austin right of way every year

1 Improve the review time of traffic contrplans
1 Review 100% of traffic control plans within 9 business days

1 Decrease the number of closures and detours on major downtown streets during peak hours

1 Increase the number of special events providing and encouraging multimodal travel options
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Policy 1
Accommodate all users safely when there are closures and detours
1 Prioritize safety for all travelers and site workers over efficiency when there are changes to
normal transportation operations

The safety of everyone wheess the transportation network is our top priority. This is reflected in our
mobilty decisions, and is no different for closures and detours on the network. All closures and detours
must ensure the safety of people on the transportation network, regafdieade. Itis critical that this
safety perspective includes not just people moving along the network, but the safety of anyone working
within the closure, as well.

There are a variety of strategies that can be applied to help ensure safety wheme tblesaires or

detours, and the correct application of these strategies requires a careful; smmsde approach.

Proper signage and communication of closures is imperative to ensure the safe movement along our
network. Enhanced crossings, suchedgstrian hybrid beacons, refuge islands, or rectangular rapid

flash beacons can be used to assist pedestrians, particularly if it is in a knowmjutyigtiocation.

Lower speed limits, clear posted notices, and flaggers to assist roadway users wiisedpsafety.

Proper lighting, equipment like barriers to separate modes, and safe access to a reasonably convenient
detour will all contribute significantly to elevating safety. Detours must be simple to followsigredid,

and convenient so people wibmplete the detour. A safe detour must also allow people to use it without
any assistance if flaggers or workers are not present.

Considering different modes when planning a temporary traffic closure or detour is critical. A sign
intended for a car muse posted early enough and be large enough that a driver can see it. Steel plates,
while important for covering holes, can be very dangerous for bicyclists to maneuver on or around. Proper
drainage is necessary so people can walk through a site. Themafi@ent of everyone on our

transportation network is the cornerstone of an effective transportation network, even when there are
temporary closures or detours.
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Policy 2
Ensure detours are accessible and convenient
1 Create detours that tak&o account modal and user abilties, preferences, and capacities

Detours are often a hassle regardless of transportation mode. Whether you are a driver, bicyclist,
pedestrian, or using another mode, detours present unexpected changes that typidaty tadat

trips. Although they are necessary to maintain the health and vitalty of our transportation network and
our community, detours must be conteghsitive and reflective of how people actually use and reactto
them. Detours must be limited wheeewossible, convenient when necessary, and accessible to people
with mobility impairments.

Accessible detours are mandated by the Americans with Disabilties Act of 1990 (ADA). Accessibility
guidelines, from the ADA, the Manual on Traffic Control Devicas our Transportation Criteria

Manual

outline the necessary steps to create an accessible detour. Accessible detours must also be maintained
throughout the temporary closure. Although the location of work often changes within the work zone, it
is critical that an accessible path is always available for people with mobilty impairments. This includes
considering the width and surface of the detour, as well as providing curb ramps that allow access to
and from the detour. Proper lighting, colors with losnirasts, and audible and tactie messages are also
necessary. Handrails and guide rails may also be necessary depending on the specifics of the detour.

A convenient detour must be properly planned for people across modes and of all ages and abilities.
Convenience for drivers will require different signage than convenience for cyclists or pedestrians. Detour
lengths wil also differ based on mode, but should be as short as possible. People will only tolerate so
much inconvenience, and inconvenient routagdclead someone into the street, a work zone, or other
dangerous location. The length that a detour will be in place wil also affect the convenience of a detour.
A temporary closure in place for just a few hours wil be used differently than one ithalase for

several weeks.

It is important to plan out how people wil actually use the detour before it is installed. Wil it cut off
access to a transit stop, can people see information about the detour, and is there sufficient protection
from motorvehicles are just a few questions that should be asked when designing detours. By
considering how different people and modes wil react to a detour, we will be able to make our detours
accessible and as convenient as possible for all users.
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Poicy 3
Lessen the impact of temporary right of way closures on mobility
f Limit and coordinate closures, including for special events, on the Vehicle and Transit Priority
Networks to minimize disruptions to transportation network operations

Routine maintenare, special events, and unforeseen issues wil always require closures in the
transportation network. While accommaodations for maintenance and events are necessary, we should
strive to maintain mobilty along our priority networks.

The Vehicle, Transit, rad Bicycle Priority Networks carry the most cars, public transportation riders, and
bicyclists. Many of these roads are also major pedestrian thoroughfares. Due to the high volumes of
people using these transportation facilties disruptions due to temmiwaures are even greater. While
work-hour restrictions already limit construction on major arterials at rush hour times (6:00 a.m. to 9:00
a.m. and 4:00 p.m. to 7:.00 p.m.), appropriately limiting the number of closures wil also help ensure our
transpotation network runs as smoothly as possible for as many people as possible.

There are severalways to help ensure that planned, temporary closures on the network are limited
Currently, only work in certain areas of the City, those in the Downtown Austjad® Coordination

Zone, are required to meet addtional criteria for temporary closures on the transportation network.
Extending this requirement to cover the Vehicle, Transit, and Bicycle Priority Networks would help
ensure that projects that close thestworks receive extra scrutiny. Additional coordination could also
help combine projects; coordinating projects in similar locations wil reduce the amount of time these
priority networks are closed. Expanding work hours and permitting work to talkegilaght could

allow street work to be completed more quickly, reduce unsafe traffic exposure for workers, and lessen
the impact closures have on our mobility. An overall limitation on the number of times major city streets,
such as along these priorketworks, are closed for n@mergency purposes would also help ensure our
transportation network supports our mobility as often as possible.
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Policy 4
Streamline and enforce closure and detour requirements
1 Improve processes to enablsforcement of traffic control requirements across all projects

To occupy or close a portion of our right of way requires both a traffic control plan and an approved
permit. The requirements for these differ based on the specifics of each projectyastdfflieview

each to ensure that the closure of the transportation facility is necessary and that safety and mobility will
not be affected by the closure or detour.

As our community has continued to develop, expand, and age, the number of requéstshe gght

of way, either to build something new or maintain or fix something that already exists, has increased. To
help ensure that the safety of transportation users, as well as of workers in work zones, is priorttized, as
well as limit impacts on auransportation network, we must improve the way we process and handle
requests to temporarily close transportation infrastructure.

There are several ways we can improve the way we handle temporary traffic closures. Creating
standardized traffic contrgllans that help applicants supply the necessary information and reduce the
time and effort City staff need to review these plans will help increase the amount of requests City staff
can handle. Currently, it often requires more time and energy to heilpaafpicreate and correct these
plans and help them through the permitting process than it takes to actually review the plan and permit.

Increasing inspections and the enforcement of violations will help ensure that work zones are adhering
to their plansare providing safe and necessary accommodations, and are completing their work

quickly. Focusing inspections along priority networks wil help ensure safety and mobilty are the top
considerations when temporary traffic closures or detours are necéssggsed enforcement will

help ensure that detours are accessible for all and that accessibilty violations are addressed as quickly
as possible. Locating reviewers and inspectors together in the Mobilty Management Center will improve
coordination amondifferent City departments that oversee traffic control requirements.
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Polcy 5
Include all modes and users in special event planning
1 Plan for special event attendees to access events through all modes of transportation and
encourage sharedobility options

Special events strain the transportation network in severalways. In addition to sometimes closing
streets and parts of our transportation network, they often fill our streets to capacity as many people try
to go to the same place at #@me time. This overwhelms our network at certain points. By faciltating
and encouraging users to arrive at special events through all modes of transportation, we can help
manage the demand on our transportation network that these special events generate.

Including all modes and users in special event planning will support the event itself in severalways.

It will spread people across our different transportation systems, making it easier for people to arrive

or depart the event. It will provide a safewveonment for everyone by creating a clear plan for how
pedestrians, bicyclists, and other multimodal users should arrive at or depart from the event. Planning for
all modes and users also reduces conflicts between different transportation modes. Mahg\sgas

attract higher numbers of pedestrians than normal, especially if there is limited or restricted parking at the
event. Clearly delineating how each mode can access the event, like sharing information on where mode
specific parking areas are,a@signating piclup or dropoff locations for ridehailing and shared

mobility options wil support the event and create a safer environment for both attendees and community
members in general.

Planning for all modes also requires creating clear ang essierstandable instructions for the public to
follow. A good plan without proper implementation wil not help the public understand new rules or
accommodations in place for the event. Disseminating information, like setting up signage along a
pedestriamoute, will assist people in accessing the event. Other multimodal accommodations, such as
pick up or dropoff zones for ridehailing or modespecific parking, should be clearly shown on maps and
signage distributed to event attendees and made availathle gablic as well.
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(Highlight)
ACE and the Special Events Ordinance

Austin is home to numerous w&hown special events. Austin City Limits, the Austin Marathon, and the
Pecan Street Festival are just a few major events that drawof tdasisands of people into our

community every year. These special events not only bring in lots of visitors, often causing strain

on the transportation network, but they require the use of our right of way, closing parts of the network
and requiring deturs.

As our community has grown, the desire to host events here has, too. To help deal with the increasing
number of applications for the limited amount of space in our community, as well as to deal with the

imited number of days in a year, the City &ted the Austin Center for Events (ACE). ACE is a

collaborative office designed to streamline special event permitting. ACE is anchored by experts from
transportation, music, police, fire, EMS, and other departments, agencies, and facilties. By combining

of fices andstopashopgoaf donevent per mits, ACE i s
organizers, while also reviewing the amount of available public space and resources being used each day.

Dovetailing with the creation of ACE and their evplainning guidebook, the City released the Special

Events Ordinance (SEQ) in 2018. This ordinance helps regulate and standardize the many different events
that happen in Austin. The SEO creates four tiers of events that differ based on estimated number of
attendees, the length of the event, whether or not the event is at a city facility, and how many municipal
resources must be dedicated to the event.

The creation of ACE and passage of the SEO have helped bring focus to the impacts special events have
on air transportation network and other municipal resources. Regulation like the SEO and a centralized
office such as ACE allow the City to maintain a biege view of all the events around our community

that could be affecting the transportation network,iaatbws us to plan for these atypical conditions.

By planning ahead we can support both special events, which are important social, economic, and
community activities, while also ensuring the continued safety and mobility for people on our
transportatio network.

(End Highlight)
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Polcy 6
Provide helpful information about closures and detours to partners and the public
1 Provide closure and detour information for all functional abilties to the public and coordinate
closures with mobilty serge providers

Austin Transportation gives advanced notification of restrictions to our transportation network. These
notifications allow the general public, various transportation stakeholders, and mobilty service providers,
including emergency servicesponders, to make necessary preparations and adjustments to their
operations. The notification system currently depends on the type of roadway affected and the duration of
the planned closure or detour. We attempt to distribute helpful information atmwtes and detours

through a variety of methods, including Austii-3, direct public outreach by neighborhood or

community communications, press releases, coordination with navigation apps, and dynamic message
signs on our streets. Certain projects, ature, entail longerm closures, like largscale developments

and capital projects, and additional notification may be necessary for longer or more major disruptions.

Moving forward, we should develop and implement tools that disseminaténre ahformation

about active work zones. Tools like these are helpful to alert our public transportation providers, like
Capital Metro and CARTS, when operational changes need to be made that could affect their service.
Additionally, knowing reatime conditionsabout closures and detours can also help route first
responders quickly and effectively in the case of an emergency.

We would like to expand the accessibilty of our notification methods to alert people of all functional
abilties of changes to normal tsportation operations. For example, currently, we may only require
diversion signs midlock to alert a pedestrian of a smaller or shorter sidewalk closure. In some cases
this is adequate notice for pedestrians to find and follow an alternate route. ¢ppezlestrians who

are blind or lowvision may not be alerted to the sign until they come upon it and would not necessarily
know which way to head for an alternate route to the sidewalk closure. Exploring how innovations in
closure and detour aleriscluding both physical and digital systems of notifications, can assist people
with mobility impairments navigate changes to our transportation network wil increase the safety and
usability of our network for everyone.
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Goods Movement

Our ransportation network serves a critical role in the movement of goods throughou® Aarsdigoods

are essential to our daily lives, whether it is food, medicine, clothing, or fuel. The movement of goods

t hrough Austin is al soocriittiiomalast coa Texased e aontadcney
multimodal freight network includes roads, raiways, and airports, and provides for the movement of

materials and finished goods. The operation of the multimodal freight network also employs thotisands o
people, contributing to our thriving economy. With the projected population growth in Austin and in

Texas as a whole, significant growth in freight is expected over the next few decades. Much of this

growth will occur in the megaegion called the Texaiangle (HoustorDallasFort Worth San

Antonio-Austin), furthering the need for our transportation network to support this growth in the

movement of goods.

Goods movement can have varying impacts on communities, which must be considered in the planning
of our transportation network. Not surprisingly, areas of high freight activity in Texas are also highly
congested. Nine of the top 50 freight bottlenecks in the United States are found in Texas, with one being
in Austin: I-35 through central Austin. Corgfion erodes the safe, efficient, and reliable movement of
goods, negatively impacting the end users, including Austin business owners and community members.
Traffic incidents involving freight vehicles can also have impacts on our community if the tedieir
transported are hazardous to people or to the environment.

With the rise in ecommerce, local and lastile goods movement is a growing need. Technology for
such goods movement is quickly changing, requiring engagement between public and@cik@teto
minimize the potential impacts of new delivery technologies, like autonomous robots, while maximizing
safety, access, and efficiency.

AShift t hr o386, @dpecialy teudk traffic.d @ommuinity Member
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Indicators andrargets
1 Improve travel time reliability for freight operations
1 Improve the flow of freight traffic
f Reduce the number of crashes involving -retioactive hazardous materials
1 Improve the productivity of dwell time for commercial delivery vehicles

1 Increase the number of lagile delivery options
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Policy 1
Support reliable freight operations and efficient goods movement through, into, and out of Austin
1 Provide for the safe, efficient, and reliable movement of gdudsigh all phases of delivery
throughout Austin and along the Texas Multimodal Freight Network

To remain competitive in the economy at all levels, it is important that we support the reliable and
efficient movement of goods through, into, and out of lugkoods that are produced locally need to

make the trip to their final destinations and goods that we import need to arrive to us reliably and safely.
We rely on our transportation infrastructure, including highways, raiways, and airports to support the
interregional and interstate movement of goods.

TxDOT identifies key roadways, rairoads, ports, waterways, and airports in the Texas Multimodal

Freight Network. In Austin, roads like35, US 290/SH 71, and SH 130, and facilties like the Austin
Bergstom International Airport are part of this network; these roads and facilties are critical for focusing
investment to improve safe and efficient goods movement. Expanding cargo and freight facilties at the
airport and improving transportation operatiemsl incident management along major corridors and
highways are strategies we should pursue to support goods movement in and along the Texas Multimodal
Freight Network and throughout Austin.

(Highlight)
Kyle Heavy Tow Program

Transportation incidentimvolving commercial or large vehicles pose additional obstacles for our
transportation network. The size of these vehicles makes clearing incident areas particularly difficult.
Traditional clearup vehicles are often unable to deal with incidents inv@hgommercial or oversized
vehicles, such as an overturned semailer truck. The City of Kyle has implemented a contract, run

through their police department, that calls in heavy wrecker vehicles to clear these incidents. This heavy
tow program helps mapga incidents involving large vehicles, and can help minimize the effects of a

large traffic incident. Programs like these are crucial to not only keeping our entire network operating as
smoothly as possible, but to supporting our goods movement througimdimut of Austin.

(End Highlight)
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Policy 2
Recognize, plan for, and mitigate impacts of goods movement
f Assess and consider equity, environmental, and mobility impacts of goods movement and
proactively develop strategies to mitigate them

The movemenbf goods throughout our community is critical to our economy and helps ensure access
to basic needs for everyone. However, there are impacts that must be recognized, planned for, and
mitigated to equitably spread the effects of urban freight movementsaheosommunity. Truck traffic

can contribute to congestion, add to air and noise pollution, and expose the community to hazardous
materials resulting from incidents. Considering these impacts in the planning for transportation
improvements and regulatiomsn increase the equity in our community.

One way to minimize congestion impacts from freight movement would be to require deliveries at certain
times of day when there are not as many users on the roadway system, such as overnight. However, there
could be unintended consequences to equity, such as forcinpdowe jobs in the freight industry to

night shifts. We need to identify these types of unintended consequences, and potential mitigation
measures, before regulating goods movement.

Additionally, we should coordinate land development for frelgkdvy land uses to ensure the supply

of transportation and utility infrastructure minimize impacts to surrounding land uses. Historically,
industrial land uses requiring higher amounts of freight vehiclee loeated in underserved and
underrepresented communities, especially inilm@me neighborhoods of color. It is important for

us to recognize these historical actions, mitigate impacts as much as possible, and minimize future
disproportionate impactsdm freight movement on parts of our community. As the urban core grows

and has more diverse uses supported by freight operations, it is necessary to spread industrial uses and
activities throughout the community to distribute the impacts and supportdheneg
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Polcy 3
Improve safety and predictabilty of hazardous materials movement through Austin
1 Reduce risk to populations and environmentally sensitive areas with a designated route for non
radioactive hazardous materials movement

Oureconomy requires the movement of certain materials that can be hazardous to our health and
environment if not planned for appropriately. Hazardous materials are substances determined to be
capable of posing an unreasonable risk to heatlth, safety, ortgrofen transported in commerce.

The movement of neradioactive hazardous materials (NRHM) is regulated by the state of Texas when
a city reaches 850,000 in population, as we did in 2013. NRHM are materials transported in types and
guantities which reqee placards on motor vehicles that indicate the type of material. Examples of
NRHM are gasoline, fireworks, chlorine, diesel fuel, sulfuric acid, and propane. On the other hand,
movement of radioactive hazardous materials is regulated by the federahgenemather than state
governments.

We need to direct hazardous materials being transported through Austin away from heavily populated
areas, ke downtown Austin, and environmentally sensitive areas, such as the Edwards Aquifer Recharge
Zone. To achievéhis and fulfil requirements under Texas state law, we need to designate routes through
Austin for the movement of namdioactive hazardous materials. The designation of routes requires
studying populations, environmental features, and the risk ofesa$he designation of a route wil help
lessen the probability of incidents and emergency responders to prepare in case of an incident. Once
designated, the route will require signs on the roadways to show wheradimarctive hazardous

materials are alved, and fines to help enforce the regulation.
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(Highlight)
Non-Radioactive Hazardous Materials Route Designation Study

Texas state law requires cities with a population over 850,000 people to designate routes for commercial
vehiclesto transport nomadioactive hazardous materials (NRHM). When our population went above this
number, we inttiated a formal process to designate NRHM routing through Austin. The study worked
with local industry stakeholders and the public. It inttially ddesed the feasibility of each existing

roadway in our network for designation as an NRHM route. Based on feedback from the stakeholder
working group and guidance from the Federal Highway Administration, the potential network for NRHM
route designation wasarrowed down to only througioutes on roadways classified as a principal arterial

or above, and did not focus on local deliveries. Roadways with physical or legal constraints were also
disqualified from being considered for NRHM route designation.

In comparing NRHM routing options, the study considered potential risk, travel time, environmental
justice populations, roadway miles within the Edwards Aquifer Recharge Zone, and the number of
sensitive environmental features within close proximity to théesowRisk is a measure of the relative
safety for an NRHM vehicle traveling along a specified route that considers potential impacted
populations and crash probability.

The risk analysis of potential routes involves calculating the relative risk for ausneombinations of
routing altternatives and identifying the throwugliutes which provide the safest routing option. In this
study, risk for a given througtoute is defined by crash probabilty along the roadway and potential
impacted population within 5.miles of the roadway. Norouth travel is the predominant NRHM
throughrouting movement for the study area. All major neartiuth routing options were considered for
designation, including MoPac/Loop 1, SH 130, US 183, Loop 360,-35d |

When compang potential norttsouth NRHM routing options, SH 130 scored as the safest route in terms
of risk for the general population as well as for populations in environmental justice areas. This routing
option also has the fewest roadway miles running througliedwards Aquifer Recharge Zone. Among

the northsouth NRHM routing options-35 and US 183 were identified as having the highest risk, as
they both run through higtlensity areas. The stakeholder working group considered many of the
roadways in West Aust to be unsuitable for NRHM route designation due to environmental concerns.

Public outreach was a crucial element that helped shape the study. This extensive process involved fifteen
separate outreach events during which community members and inshadefnolders provided feedback

to help guide the study and inform decisibaking. Outreach also included an online forum to gather
community input.

Based on community input and technical analysis, a selected route wil be presentedto TxDOT and the
TexasTransportation Commission for approval. The City will work with TXDOT to implement the final
route designations, including instaling signage and setting fines.

(End Highlight)
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Policy 4
Support local and laghile goods delivery innovations
1 Improve eficiency of deliveries and increase access to goods for all by supporting new
techniques and technologies

With the increase in-eommerce in recent years, local goods deliveries have increased significantly.
Opportunities to improve the efficiency of dely of goods once they arrive in Austin can reduce the
impacts on congestion, reduce costs, and increase access to basic needs. Increases in traditional local
goods deliveries by trucks of varying sizes means we need to be efficient in how we useaaigmdpa
loading zones, especially in areas of Austin where there is a lot of competition for that space, such as
downtown.

New emerging technologies and techniques forrailst deliveries, such as autonomous delivery robots,
can achieve more flexibilitynigoods movement. We should work with the private sector and other
jurisdictions to support and test these innovations in Austin to understand the possibilties they may
serve as lagmile delivery options.

While the implications of these technologies aoealways clear, it is important that we assess the
benefits and impacts to the community to ensure we are reaching community goals. Mobilty hubs, or
locations with access to various mobility services, could serve as launching points for these emerging
solutions. Mobilty hubs could also incorporate delivery depot stations for customers to pick up
packaged deliveries from a secured locker on their way home. This system would reduce the amount of
deliveries to individual addresses and delivery vehicleseaghborhood streets.
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Polcy 5
Participate in state and regional freight planning efforts
1 Work with industry trade groups, jurisdictions, and other entities to plan for growing demand and
changes in freight operations

The majority ofthe goods we rely on for personal and business needs are not produced in Austin, so

it is critical that we participate in efforts to plan for freight movement across the region and the state.
As technology and freight operations evolve, Austin must aoletb with industry trade groups and

other jurisdictions in Central Texas and across the state to prepare the community for these changes.
As automated driving vehicles are used more in freight activities, we must be prepared, through
infrastructure, edud®an, and regulations, to achieve the efficiency and safety benefits of the technology.

We should seek opportunities to engage with industry leaders and organizations locally and across the

state to share best practices, learn about new solutions alkagdslifacing goods movement, and
plan for the future.
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Protecting Our Health and Environment

We all want to enjoy a sustainable environment and a healthy life, physically and mentally. As

Austinites, we enjoy a close connection with nature and hatrersg environmental ethos. We

appreciate our trails and greenways, lakes and rivers, parks and open spaces. Our environment, and

the healthy lifestyle it accommodates, is a core
ecosystem is our communityf living things and their interactions with néwving things; our urban

ecosystem s rich in natural resources and amentties, but the effects of development and climate

change put the health of ourselves and our environment at risk.

Our transportation etwork has a large impact on our health and environment. Transportation has
a significant role in encouraging healthy lifestyles and providing safe access to food, healthcare,
and other social resources. Our important air, climate, water, and ecologisahsyre heavily
impacted by our transportation network. The transportation network is just one component of our
urban ecosystem, and it must coordinate with other natural antha@de systems to protect and
enhance our health and environment.

This chaper lays out the importance of considering the many impacts of mobilty on our public
heatlth, air and climate, water, and land and ecology systems. From improving access to healthcare,
to promoting electric vehicles, from integrating stormwater managenterdur streets, to pursuing

the preservation of open space, it is easy to see how transportation can strengthen and complement
our health and environment. By ensuring transportation helps protect people and the environment
from longterm effects of a chgmng climate and population growth, we can become a healthier,

more resiient community.

174



Policy Summary

Public Health
Policy 1 Recognize that transportation fatalties and serious injuries are a public heatlth crisis
Policy2Recogni ze and plan for transportation infrast

Policy 3 Provide infrastructure and programming to encourage active lifestyles and healthy living
Policy 4 Connect people to food, opportunities for physical activity, andhhesie using muttiple
transportation modes

Air and Climate

Policy 1 Reduce emissions generated by the transportation sector

Policy 2 Lead by example in reducing ozone and gr
Policy 3 Choose energy efficient magdsiand methods in the design, construction, and operation

of our transportation network

Water and Stormwater

Policy 1 Use streets strategically as key compone
water, and wastewater systems

Policy 2 Inegrate stormwater control measures into the transportation network

Policy 3 Optimize mobility and water management goals

Land and Ecology

Policy 1 Avoid, minimize, and mitigate adverse impacts of the transportation network on natural and
cultural resource

Policy 2 Pursue designs that enhance our ecosystem

Policy 3 Support the Imagine Austin Growth Concept in a way that is sustainable, equitable, and
consistent

Policy 4 Recognize and plan for trees as vital to supporting the transportation network

175



Public Health

Our communityés health and transportation are
healthy choices are directly affected by where they live, work, learn, and play and by how they travel.
While transportatiorsystems directly affect our abilty to access affordable, healthy food and healthcare,
having convenient options to travel on foot, by public transportation or by bicycle provides specific health
benefits. These mobilty choices increase our daily phyaictlity, helping to

prevent and manage chronic diseases like cancer, diabetes and heart disease.

Improving the overall health of our community is achieved through policy, systems, environmental
changes, evidendeased programming and interventions ttl@nge norms and improve health

behaviors. In Travis County, significant health disparities exist for chronic disease, specifically among
low-income populations and populations of color. In addition to chronic diseases, these populations are
disproportiongely affected by traffic fatalties and serious injuries. Focused efforts on neighborhoods and
populations experiencing higher disease rates and risk factors, such as obesity and lack of physical
activity, are key to improving overall community health.

In addition to providing health benefits to individuals through access to basic needs and physical
activity, transportation choices directly affect the environment in which we live. The quality of our air is
impacted by the burning of fossil fuels for traoption, which is the largest source of air pollutants in
Austin. Pollutants, including ozone, canimpact respiratory health, especially for vulnerable populations
like seniors, children, and those with lung diseases. Improving access to more sustaidablef
transportation and reducing our reliance on fossil fuels will be important to protecting our health as our
population grows.

st
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Indicators and Targets

1

1

Increase the percent of adults who are considered "active” or "highly active"
Increase the access by active modes to and around parks and trails

Increase the number of sidewalks, bicycle facilties, and urban trails thaklneZIP codes
with disproportionate prevalence of chronic diseases or conditions

Increase the safe access by transit and active modes to affordable and culturaly competent
opportunities for healthy food

Decrease nghow rates at safetyet providerslue to difficulty traveling to appointments
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Policy 1
Recognize that transportation fatalities and serious injuries are a public health crisis
1 Promote safe, reliable, and efficient mobility for all modes of transportatimsstire entire
network

In order to advance our work toward the goal of Vision dezero traffic fatalties and serious injuries

we must recognize the severity and preventable nature of the problem. If a preventable disease killed
more than 35,000 peopleeh year in this country, as traffic crashes do, it could be considered an
epidemic. Traffic deaths and injuries are a preventable, public health issue. Any traffic deathis too many.

On average, more than 70 pe ophyear. Fooeaan petstndiled, sd i ve s
more suffer lifealtering injuries and thousands more suffer minor or moderate injuries. Half of these

deaths are people walking or riding motorcycles or bicycles, even though these modes only make up

about 6.5% of alcommuters. A disproportionate number of minority groups and homeless individuals

make up these numbers. In addition to the human loss, these injuries and fatal crashes resultin more than
$350 milion annually in local economic impact. We must tacklegtablem through education and

outreach, better street design, enforcement against dangerous behaviors, and legislative changes.
Recognizing the public health crisis of traffic fatalties is an integral step toward increasing awareness and
dedicating the reources needed to reach our goal of Vision Zero.

AfWe honor the I|lives | ost or irrevocable altered i
deat hs and s2016iVieian<Zero AttjouRlaine s . 0
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Policy 2
Recognize andl an for transportation infrastructureos
1 Utiize health impact assessments using a health equity lens when planning for major
improvements to the transportation network to understand and mitigate effects

The transportation netwoedfects our physical, social and mental health by influencing our behaviors,
such as physical activity, and exposing us to environmental elements, such as traffic safety hazards.

In planning future transportation improvements, it is important that wgzentde potential health

impacts, such as through health impact assessments. Health impact assessments consider the
environment and populations in the area of the improvement and help identify opportunities to maximize
positive health effects and minimigeotential negative outcomes. Assessments allow us to understand
how transportation is affecting various populations to ensure we are providing equitable opportunities for
people to have healthy lives.

Health impact assessments should especially focuseas ghat have historicaly been underserved

and are disproportionately affected by chronic diseases and adverse health conditions. In addition to
populations affected, other factors that should be considered when assessing health impacts include
the abilty to access basic needs (food, housing, healthcare, education, and other services), available
transportation options, and safety concerns. Planning for major transportation improvements, such as
corridor preliminary engineering and design work, sthautorporate health impact assessments to
assess the impacts of the recommended improvements.

(Highlight)
South Lamar Boulevard Corridor Mobility Repidrtealth Impact Assessment

The City is continually working to identify shertid-, and longterm transportation improvements for
various corridors to enhance muitimodal mobility, safety, and quality of life. Recently, a corridor mobility
report was completed for the South Lamar corridor. The project included a Health Impact Assessment to
help the pract team consider public health during the planning process, provide information on the
potential health impacts of proposed plans, and develop approaches to evaluate future health outcomes
related to the corridor improvements.

In regards to health, theo®h Lamar corridor has a number of existing assets and barriers. Assets
include access to public transportation, increasing density of people and destinations, existing
sidewalks and bike lanes along most of the corridor, and a public interested irg veaiiticycling

within the corridor area, pending infrastructure improvements. Barriers to health include lack of safe
crossing opportunities, high road speeds, lack of connectivity from within neighborhoods (particularly
to the east), inadequate pedestamd bicyclist infrastructure, lack of green space and shade, and

lack of bicycle parkingThe report included recommendations to make walking and bicycling a safe,
convenient, angleasant choice for those who live, work, shop, and recreate along tidercétesulting
increase® physical activity and social interactions in the short term can havedomgpublic health
benefitssuch as reductions in rates of diabetes and heart disease. Improvements related to urban trees and
landscaping may have atiohal healthrelated benefits such as a reduction in fiektted illnessexKey
healthrelated recommendations include more street crossing opportunites and enhanced safety
existing street crossings, reduced speed limits, the addition of continuatested bicycle lanesnd

wide sidewalks along the length of the corridor, and use of trees and rain gardens. (End Highlight)
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Polcy 3
Provide infrastructure and programming to encourage active lifestyles and healthy living
1 Recognize active transportatidd s contr i bution to preventing an:i
supporting physical and mental wieéing for people of all ages and abilties

Improvements to the buitt environment, especially those that encourage active lifestyles such as walking
and bcycling, have been shown to increase physical activity. For example, sidewalks, trails, protected
bicycle lanes, speeding calming devices, expanding public transportation services including times,
locations, and connections increase daily physical actkidditionally, improvements that improve the
comfort and safety of active modes, such as street trees and pedestrian lighting, can encourage walking
and bicycling.

Because of the disparities in chronic diseases rates in Austin, it is important tmfiesisucture and
programming on historically underserved areas and those that are disproportionately affected by chronic
disease and adverse health conditions.

Active lifestyles can prevent and manage chronic diseases, such as diabetes, high bloel peass
disease, and cancer. We can improve heatlthy living and promote active lifestyles by providing more
programs for culturally appropriate physical activity classes that teach how to bike, walk, or ride the bus,
to wor k or s c hloigsPrografis orie waydve areSeaahing community members where
they live to provide information and training on active transportation options.
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(Highlight)
Encouragement Programs for Physical Activity and Active Transportation

Encouragement programs can increase awareness and opportunities for individuals to take up regular
physical activity, including walking, bicycling and other forms of physical activity. These programs
provide information and support to help individuals rechmeiers to active transportation. They also

help people stay motivated and set goals. Such programs help track daily physical activity minutes and
provide group leaders for motivation and social support.

The Centers for Disease Control and Prevemt@mmmmends 150 minutes of moderate to vigorous

physical activity per week. In addition to chronic disease prevention, exercise is known to increase energy
and improve memory, sleep, and mood. These programs can be used in flexible locations including
neighborhood exercise groups, worksites, etc. In addition to using the built environment, these programs
help encourage people to both take up and continue physical activity.

A u s t Watk@exas! ACTIVE AUSTIN Meek Challengis one example of an encouragent program
for physical activity. The goal of the program is to help individuals begin and sustain an active lifestyle.

Program activities:
1 10week physical activity challenge using an activity tracking system
1 Orientation sessions and group leadeningi
1 Rewards and incentives

Program measures:
1 Increased number of individuals participating in physical activity encouragement programs
1 Number of physical activity groups and events
1 Increase in physical activity by group members

(End Highlight)
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Policy 4
Connect people to food, opportunities for physical activity, and health care using multiple transportation
modes
1 Develop safe, multimodal transportation options across the community, paying particular
attention to efforts that increaaéordable food access, opportunities for physical activity, and
health care access

Transportation increases access to opportunities. By increasing choices for how we travel, we can provide
the community with more opportunities to meet basic needs, sutcassing affordable, healthy food,
healthcare, and physical activity.

As Austin grows and housing in the central area becomes more expensive, people are moving away to
afford housing in areas with limited access to services. This is especially true-fiocdmme populations
experiencing the largest health disparities. Thwesshould seek to increase access to service providers
where people can be enrolled in and access food assistance, workforce assistance, and childcare. In
addition to increasing access, we should continue to support food retail expansion initiativesbiend m
healthcare service expansion.

Having affordable options for transportation, like public transportation, allows people to save money on
the cost of using and maintaining a car. These savings free up disposable income for food and other
needs. Pluaving opportunities for safe active transportation, using sidewalks, bicycle facilties, and
urban trails, incorporates physical activity into our daily ives. Walkable commercial andusied

districts can catalyze more physical activity when they stigmiive transportation, include a rich mix of
amenities and cultural anchors, and are connected to neighborhoods and affordable housing options.

(Highlight)
Community Health Assessment and Community Health Improvement Plan

A community health assessm¢nCHA) i s a systematic examination of
as key assets and challenges to its health. Communities throughout Austin and Travis County collaborate

to conduct a CHA every five years to determine the priorities for the-yl@eCommunity Health

Improvement Plan. Transportation continues to be a factor in community health in Austin, whether it is

access to healthcare or opportuntties to have healthy lifestyles. This is why it is important for us to

continue to participate irhé assessment process and the identification of goals, objectives, and action

items for the ways transportation infrastructure, services, and programming can contribute to improving
community health.

(End hghlight)
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Air and Climate

Transportation hasdirect relationship with our air and climate, which we must consider as we shape a
sustainable mobilty future. Austin is experiencing muitiple indicators of climate change including higher
temperatures, extended periods of drought, increased wildfireariskintense rain and flooding. Extreme
weather events are projected to increase in frequency. The use of fossil fuels (oil, gasoline, diesel, coal,
and natural gas) for energy and transportation creates greenhouse gases that lead to climate change. In
adlition to the immediate and obvious impacts of climate change on regional weather, climate change can
negatively impact the resiiency of transportation assets. Flooding can cause road closures, transportation
network disruptions, and road damage. Wildfiraay render roads impassable and create traffic jams
resulting from evacuations. There is also the potential for roadway damage resulting from extreme
variations in precipitation and soil moisture (e.g., drought followed by heavy rainfall).

We must consler the impacts of transportation on our air quality and public health. The use of fossil

fuels for energy and transportation also produces pollutants, such as nitrogen oxides (NOX), volatile
organic compounds (VOCSs), and particulate matter (PM). Ovralleading air quality concernin

Austin is grounedevel ozone (Q. Groundlevel ozone is not emitted directly into the air but is formed

through chemical reactions between emissions of NOx and VOCs in the presence of sunlight. These gases
react in the mbient, or outdoor, air, and when they interact with sunlight, ozone is formed.

Transportation activity is the primary source of ozone precursors, mainly NOx emissions. While the

region is currently in compliance with federal air quality standards, uhizdattels of air quality can stil

be observed during the year. Elevated ozone levels can have a significant impact on human health causing
many individuals to experience increased respiratory ilnesses. Vulnerable populations, including

children, older adlts, and those with lung diseases like asthma, are more prone to be affected by

increased ozone levels. In Austin, the largest source of air polutants, including those that acutely affect
human health and cause leiggm climate change, come from trangationrelated activities.

As a major employer and steward of transportation infrastructure and public funds, the City of Austin

must continue to act to reduce emissions generated by the transportation sector. Reducing the number of
drive-alone trips iskey to reducing the use of fossil fuels and reducing negative impacts on regional

climate and air quality. When our community travels sustaifablych as by transit, bicycling, walking,

carpooling and vanpoolidgt hey pr eser ve Aus thilityn dnsases wherempenpleme n t an
must drive alone, they can adjust their departure time, reduce the length of trips, or-irsényiiwgl and

battery electric vehicles to help reduce greenhouse gas emissions and air pollution. Given the broader
community img@cts of air qualty, we must work with regional partners to reduce transporeitibed

pollutants.

AWe need to maximize alternatives to single occur
e mi s s & Gammunily Member
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Indicators and Targets

1 Reduce greenhouse gas emissions
1 Reach nekzero communitywide greenhouse gas emissions by 2050

1 Reduce average ozone level regiide
1 Reduce average ozone level regaide by 0.071.00 partsperbilion annually

1 Increase the number of carbon neutray Git Austin facilties, fleets, and operations
1 Achieve 100% of City of Austin facilties, fleets, and operations carbon neutral by 2020

1 Increase the amount of electric vehicle charging infrastructure

1 Increase the percent of City fleet vehicles thatsheeed among departments
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Policy 1
Reduce emissions generated by the transportation sector
1 Pursue strategies and collaborate with regional partners to reduce ozone and greenhouse gas
emissions, including promoting sustainatlensportation modes and improving traffic flow

Being able to reduce our reliance on fossil fuel s
ozone and greenhouse gas emissions. The growth and development of a strategically planned
transportéion network, which accommodates active and sustainable transportation solutions, allows
individuals to move away from using vehicles which emit high levels of air pollutants. A compact and
connected land development pattern, as presented in Imagine, Auibtiso allow for this shift to take

place. Use of strategies and behavioral changes, such as those seen within the Transportation Demand
Management (TDM) Programming subchapter, can also mitigate levels of emissions which we currently
observe. A robuselectric vehicle charging network will help make clean energy options more attractive
than fossil fuels, which wil improve air qualty measures. Regional partners such as the Capital Area
Council of Governments (CAPCOG), the Capital Area MetropolitagaA?lanning Organization

(CAMPO), Capital Area Rural Transportation System (CARTS), the Texas Department of Transportation
(TxDOT), the Central Texas Regional Mobilty Authority (CTRMA), and the Capital Metropolitan
Transportation Authority (Capital Metra)so play critical roles in alleviating emissions resulting from

the transportation sector.

(Highlight)

20192023 Regional Air Quality Plan

This plan is intended to guide efforts within the Auftiound Rock Metropolitan Statistical Area (MSA)
to maintan and improve air quality from 208823. This is the fifth voluntary regional air quality plan
adopted for the region; previous plans included the 28@aut Ozone Flex Plan, the 2004 Early Action
Compact (EAC) State Implementation Plan (SIP), the 208@@ Ozone Flex Plan {8. Flex), and the
2013 Ozone Advance Program (OAP) Action Plan. This plan is designed to accomplish two goals:

1. Maximize the probability of compliance with the National Ambient Air Quality Standards
(NAAQS) regionwide; and
2. Minimize the health and environmental impacts of regional air pollution.
(End Highlight)
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Policy 2

Lead by example in reducing ozone and greenhouse

f Focus on acquiring and using the cleanest vehicles appropriate for therjeblidating trips,
and implementing other strategies that reduce ozone precursors and greenhouse gas emissions

As an organization, the City of Austin caninfluence a community shift away from fossil fuels by setting
an example to follow. The City of Aisi n6s Fl eet Services Department
incorporate a mix of batterglectric and hybrigelectric vehicles into the fleet. Our fleet electrification

plan calls for 330 battery electric vehicles by 2020. Moving forward, the City of Autitievaluate and
improve fleet and fuel efficiencies, focus on using the cleanest vehicle appropriate for the jobs,
consolidate trips, and set policies for fleet usage that reduce nitrogen oxigesihg3ions. These efforts

will require pursuit of grantunding for retrofitting, repowering, and replacing older equipment when
appropriate. As an organization, we should seek out new strategies which improve climate and air quality
and continue to take an active role in local and regional planning initiatives
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Water and Stormwater

Austin lies in the heart of North Americads nFIl as

over the last several years. Austin has also recently experienced historic droughts thatdtresdder

supply. There are numerous connections between the mobility, stormwater, drinking water, reclaimed
water, and wastewater systems. For example, the transportation network is not only designed for mobilty,
but also serves to convey stormwategit@inage infrastructure and transport users safely over waterways.
In some locations, the street network serves as the primary drainage network. Similarly, the pipes that
carry our drinking water, reclaimed water, and wastewater throughout the cityearbwied below our

streets and sidewalks. Given this degree of overlap, enhancements to one component must consider the
needs of the system as a whole.

The interaction between our water systems (drinking water, reclaimed water, wastewater, andesjormwat
and transportation systems is complex. Transportation infrastructure and operations can negatively impact
stormwater, drinking water, reclaimed water, and wastewater systems, if not managed or mitigated by
design. For stormwater systems, this impagrimarily related to the impervious cover and changes in

natural drainage patterns associated with transportation infrastructure projects. Impervious cover is any
surface that prevents the infitration of water into the ground. If stormwater is notlpromeraged, the
increased volume and velocity of runoff from streets can contribute to erosion and flooding and impair
water quality by carrying pollutants into Austin's creeks.

Conversely, water systems infrastructure can also negatively impact thgomtation network. Many of
Austinbs streams are eroding near transportation
development occurred before protective regulations were putin place. Excessive streambank erosion not
only threatensteeam stability, water quality, and aquatic ecosystems, but also impacts the reliability of

the transportation and water systems, as seen in 2018 with the closure of the Shoal Creek Trail due to
erosion. If rainfall overwhelms the drainage system, bridggesroadways can become flooded and

impassable, potentially posing a safety risk to the public anddisgionders. Finally, maintenance to our

drinking water, reclaimed water, wastewater, and drainage infrastructure can damage infrastructure and
disrupttransportation operations. When utility lines need to be serviced or expanded, our transportation
network must temporarily close, affecting our abilty to get where we need to go.

The development of our transportation network must also consider thaiednfinotection and
enhancement of our water resources. Working to a sustainable transportation future requires considering

the important functions our streets and other public rights of way serve in supplying us with safe, reliable
water and protecting oareeks, lakes, and aquifers.

AProtect the creek€ommuiytMember and ecosystem. 0
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Indicators and Targets

1 Reduce the risk if flooding on all roads and road crossing in thged0floodplain, including
provision of adequate warning @angerous crossings

7 Reduce the danger of street flooding created by substandard storm drains
1 Reduce the number of eroding stream banks that threaten roadways and trails

7 Reduce pollutant loads in all creeks to the maximum extent possible
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Policy 1
Use streets strategically as key components of
wastewater systems
1 Design and develop transportation infrastructure and rights of way to allow for the distribution of
clean, safe, reliable drinking water, effectively manage and convey stormwater runoff, and
prevent or mitigate flood risk and erosion problems

Beyond just moving people, our streets also serve as critical drainage infrastructure and are home to the
utilities that collect stormwater and distribute water to homes, schools, and businesses. Streets are
designed to channel stormwater into storm drain pipes beneath our streets, where it is then conveyed to
the creeks. If streets are not designed withdfasnage function in mind, the runoff from our streets can
contribute to nuisance ponding, erosion, and flooding and impair water quality by carrying pollutants into
Austin's creeks. The design of a street can also affect how stormwater is able todilmi thur city,

especially where transportation infrastructure crosses creek systems. The construction and maintenance of
bridges and culverts require holistic approaches that work with natural systems while enhancing the safety
and mobility of our transptation network.

Austin can be more strategic in integrating our drinking water, reclaimed water, wastewater, stormwater,
and transportation systems by effectively coordinating infrastructure improvement projects to identify
potential opportunities for nwally beneficial partnerships as well as potential technical obstacles. We
should also optimize the placement of utiities within our right of way to allow for utiity servicing and
reduce the impact of related closures on mobility. By applying varials ttm each transportation project

based on context, we can better manage our water and stormwater systems and increase the sustainability
and resiliency of our urban ecosystems.

(Highlight)
Environmental Review of Local Transportation Infrastructrejects

Austin Transportation, working with the Watershed Protection Department, is actively engaging and
collaborating with regional peer transportation agencies to enhance the environmental protections and
improve stormwater management practices @omtransportation projects.

These partnerships are built on a shared understanding of our responsibilities to protect sensitive
environmental resources. The new joint environmental approach emphasizes working together, and
includes important collaboraé elements such as establishing a single point of contact to review
stormwater management and environmental protection practices. Important environmental protections,
such as allowing stormwater management and environmental protection planning toedesigin of
transportation planning, elevated performance standards for transportation construction, increased
environmental mitigation during projects, and expanded analysis and inspection of ecological resources
such as trees are big steps towards ptiaggour environment and achieving our ecological goals.

(End Highlight)
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Policy 2
Integrate stormwater control measures into the transportation network
f Use stormwater infrastructure strategically throughout the transportation network to protect water
qudity and stream health, and to improve the urban environment by integrating nature into the

city
Transportation infrastructure makes up a |l arge po
on impervious surfaces such as roadways and padtsgit picks up contaminants from the roadway
surface which can have a significant i mpact on tfF

control measures are one way to protect creek health and reduce the risk of flooding and erosion. The
integration of stormwater control measures including flood detention ponds and water quality controls,
such as biofitration ponds, porous pavement, and rain gardens, needs to be considered with the
devel opment of Austinbdés transportation networ k.

In addtion to improving stream health, integrating stormwater control measures into the transportation
network can also improve reliability, mobilty, and public safety outcomes. Stormwater control measures
can enhance system reliability by reducing localizedes flooding caused by undersized drainage
infrastructure. Stormwater strategies can also enhance the streetscaperiotanzed transportation

users by incorporating the natural world into our urban environment and serving as traffic calming
measuresFor example, rain gardens can be incorporated into curb extensions that protrude into the street,
slowing traffic while also slowing and infitrating runoff. Maximizing the natural function of our
transportation network also fuffils an intrinsic needhese to be surrounded by the natural world, and

helps us be more in tune with the ecosystem we live in.
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(Highlight)
Todd Lane Greenroads Project

The Todd Lane improvement project added 6.8 acres of new and redeveloped impovaus

Austinds existing transportation network. I n orde
comply with City code, the City of Austin worked to develop a water quality control strategy for the Todd

Lane project.

In the City of Augin, development projects are required to capture a minimum volume of stormwater
runoff for water qualty treatment and to release the treated volume within 48 hours. Traditionally, this
requirement has been met with a single,-efagipe, water quality aarol. For the Todd Lane project,
however, multiple green stormwater infrastructure controls were implemented, including seven rain
gardens and two partial sedimentation/biofiltration ponds. The rain gardens and biofitration ponds
capture, fiter, and helinfitrate stormwater into the soil. They also remove pollutants including
suspended particles, oil, heavy metals, and other chemicals, and enhance the baseflow to the nearby
Country Club West and Wiliamson Creeks.

Todd Lane i s AudsGreermoads Projactrasdtachievedmasilvee cesdification by

Greenroads Project standards. This international rating system measures and manages the sustainability of
transportation projects by providing a thpdrty assessment to ensure that projects rsaney, water,

energy, and reduce carbon footprints. The Todd Lane improvement project met these goals by
incorporating numerous sustainable features, while also improving pedestrian, bicyclist, and motorist
safety. Notably, the Todd Lane improvement mroj@as the first in the United States to receive the

maximum Greenroads Project score for Runoff Flow Control and Runoff Quality.

(End Highlight)
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Polcy 3
Optimize mobilty and water management goals
1 Coordinate the development of regulaticand criteria that impact mobility, drinking water,
wastewater, reclaimed water, and stormwater to optimize the benefits to multiple goals and
objectives

Because of the high level of interconnectedness between mobility, drinking water, reclaimed water,
wastewater, and stormwater systems, many different City of Austin departments must pursue a
collaborative approach to reviewing engineering and design decisions. Although review activities are
primarily the responsibility of the Development Services Dipamnt, other departments assist in the
process. The Watershed Protection and Public Works departments, Austin Water, Austin Transportation,
Austin Fire, and Austin Energy all contribute to the coordination of development review. Each
department contributesxpertise during the review process, but we must work toward more proactive
coordination during the project prioritization and design phases, while also incorporating community
concerns and desires.

Another avenue for optimizing mobilty and water magmagnt goals is through the coordination of code

and criteria manuals across the various disciplines that utiize rights of way. Much like how an integrated
design process makes largeale construction projects more eeffective, timely, and viable, ansiar

approach can be taken to the codes that govern mobility. Code and criteria manuals provide rules, design
criteria, and guidelines for development, including mobilty, water, wastewater, and stormwater
infrastructure. For example, the Drainage Catévianual establishes standards for the design and
construction of drainage systems within Austin. Similarly, the Transportation Criteria Manual presents
guidelines and criteria to provide the foundation for engineering design decisions of our transportatio
network. Because of the need to incorporate stormwater control measures into street development and the
fact that a large portion of our drainage and water distribution system is contained within our streets, the
Environmental Criteria Manual, Drainageit€ria Manual, Utiities Criteria Manual, and Transportation
Criteria Manual must all be aligned to optimize outcomes for each discipline.
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Land and Ecology

Austin is known for being environmentally conscious and we celebrate our distinct teatsgsd the

abundance of biodiversity they provide. Our natural and cultural resources are an ingrained part of who

we are as a community. Protecting and supporting these resources requires conscious effort in all that we

do. While the primary focus ofighplan is to improve mobility within Austin, we recognize
transportationdés potentially adverse impacts on
enhance, and provide access to these unique ecological assets.

Austin is located at thiatersection of four physical geographic regions: the Edwards Plateau (known as

the AHIII Countryo), the Rolling Prairie, the BIa
contains a variety of terrains, soils, habitats, flora, and fauntodiselocation in this transitional zone.
Whi |l e much of Austin is urbanized, some of Centr e

Austin. The amount of open space and agricultural land in Travis County is shrinking as Austin grows
and devidps, which puts a strain on our water quality and wildife. Many endangered species of birds,
salamanders, and invertebrates call Austin home. Other animals, such as the Mexitzledrbats that
roost under the Congress Avenue Bridge and countlesiespf birds that migrate through Austin each
year along the Central Flyway for North America, are perennial visitors to our city.

Transportation infrastructure canimpact our ecological resources, disturb habitat, reduce biodiversity, and
increase impevious cover. These impacts can be avoided, minimized, or mitigated through careful design

and construction. Onthe other hand, our public rights of way along streets, medians, sidewalks, and urban
trails can positively contribute to our urban ecosysteonsidered as a whole, these areas represent the
citybébs most significant l andholding and they dire
neighbor hoods, parks, and open spaces. Green Str e
Streets policy, incorporate landscape features and stormwater controls to enhance design, mitigate the

heat that is absorbed and reflected by paved surfaces and other urban features, improve air and water

guality, and conserve our ecological resources. Withghtful design, such as increasing tree canopy

coverage, our transportation network can not only avoid harm to our landscape and ecosystem but

enhance it and provide access to it for the benefit of all.

AAdding trees to inteheechbone DO6r ne Canthmenitydr i v e mank
Member
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Indicators and Targets
1 Increase tree canopy along the transportation network
1 Increase the amount of open space preserved through transportation project mitigation

1 Increase the acce$o cultural resources
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Policy 1
Avoid, minimize, and mitigate adverse impacts of the transportation network on natural and cultural
resources
1 Lessen negative impacts to natural and cultural resources of site setdign, construction,
operation, and maintenance of our transportation infrastructure

Our transportation network is essential to getting people where they want and need to go, but it has the
potential to harm the natural and cultural resources that rade Austin a great place to be. Natural

resources include many of the things we immediately think of when we think of the environment:

greenbelts, our trees, parks and preserve lands, the Colorado River, and our creeks, ponds, and springs.
While culturale sour ces may not necessarily be classified
of community identity and hold special meaning. Historic places and buildings, cemeteries, and iconic
landmarks can all be cultural resources and must be upinelth historic preservation initiatives. By

considering the impacts transportation decisions have on our environment, we can avoid or minimize

harm and better practice lotgrm stewardship of our resources.

Thinking of the environment before the onsetanstruction could mean choosing an alignment for a
sidewalk that avoids sensitive environmental areas, like the critical root zone of a heritage tree. In some
cases, no option wil entirely be able to avoid impacts to natural or cultural resourdes,inobility

needs of Austinites wil still call for a solution. In these cases, transportation decisions and designs should
minimize the amount and severity of any impacts. Further mitigation might be required as well to help
protect and sustain our vahla resources. The environmental impact of decisions and projects will

always be considered. Environmental sustainabilty and responsible resource management wil be
integrated as we work to achieve our mobility goals.

(Highlight)
City of Austin Conservain Lands

The City of Austin manages three types of conservation lands. These lands are managed by different
departments and serve different purposes.

Nature Preserve Lands: There are currently 15 different nature preserves in the City. There aes two typ

of primary preserves:the Edwards Plateau and Texas Blackland Prairie. The lands that compose these
preserves are spread across the City, and they compose almost 20,000 acres. These lands are managed by
the Parks and Recreation Department.

WaterQualy Pr ot ection Lands: These |l ands contribute t
Quality Protection Lands are either fuliywvned by the City or the City has purchased conservation

easements to protect the land from development. There are cuatemily26,000 acres of Water Quality

Protection Lands, and these lands are overseen by Austin Water.

Balcones Canyonlands Preseri@fferent tracts of land across Austin comprise the Balcones
Canyonlands Preserve. The City of Austin and Travis Couimtyyjonanage the Preserve, which has a
goal of setting aside over 30,000 acres as habitat for endangered species and species of berCigyn.
currently manages almost 14,000 acres in the Balcones Canyonlands Preserve. Austin Water and the
Parks and Rereation Department manage the Preserve, depending on the tract of land.

(End Highlight)

Policy 2

Pursue designs that enhance our ecosystem
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1 Embrace opportunities with partner agencies to provide multiple ecosystem services that enhance
the beauty and réisncy of our environment

Our mobilty infrastructure can greatly enhance the beauty and resiliency of our community. The
integration of nature into our mobility infrastructure can also be utiized to support sustainable
development goals such as disastsiliency efforts, community health, and environmental

considerations. Along with our transportation partner agencies, such as the TxDOT, CTRMA, and Travis
County, we can embrace new opportunities to strengthen our landscape as part of transpojgatien pr

Projects that incorporate more native vegetation into our public rights of way are one way to give backto
our local ecosystem, and it is important to integrate trees in the urban environment. Other measures that
reduce erosion and flooding alorgpdways, and even help positively impact these concerns, should be
incorporated throughout the design of our transportation networkther strategy to enhance our
ecosystem could be to preserve land elsewhere in the Austin area as apart of the ttasspbrtation
infrastructure project through an environmentally sensitive area.

The benefits of natural ecosystems, while not always easily quantifiable, should be considered alongside
mobility benefits when making transportation decisions. Wheniplarour projects, we should aim to

leave the environment better than we found it. New innovations in design, construction techniques and
materials, and operations should be pursued when they can help us move towards a better, more beautiful,
and more regdnt transportation network and ecosystem.
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Polcy 3
Support the Imagine Austin Growth Concept in a way thatis sustainable, equitable, and consistent
1 Retrofit and expand the transportation network within the context and constraints of o
environment to further our social, environmental, equity, and economic goals

The vision set forward in Imagine Austin directs us to become a compact and connected community. As
part of the comprehensive plan, the Imagine Austin Growth Concept Mapeasdto ilustrate how

we want to accommodate new people, jobs, and transportation infrastructure with open spaces and
environmental resources. It was developed with extensive public involvement and was informed by
existing development patterns, planrmedjects, and neighborhood and small area plans. Key features of
the Growth Concept Map include activity centers and corridors, which are compact and walkable places
that allow people to reside, work, shop, access services, and engage in recreatitieal aditiwithout
traveling far distances.

Our transportation network is one factor that guides where new development occurs in Austin. When we
retrofit, reconstruct, or expand the transportation network, we must always be sensitive to the constraints
of our environment. Projects that occur in sensitive environmental areas, like the Edwards Aquifer
contributing zone, recharge zone, or the transition zone wil require exceptional attention to water quality
in their design.

Similarly, it is important thathe transportation network does not direct our growth in an inequitable way.
Transportation network expansion or enhancement in areas inconsistent with our Growth Concept could
encourage growth in a way that negatively affects affordability and consributgprawl. We will

consider both the microscale of the local ecosystem and the macroscale of the health of the wider Austin
ecosystem, and couple equity with the environment to further not only our mobilty goals, but other
social, environmental, equitgnd economic goals.
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Policy 4
Recognize and plan for trees as vital to supporting the transportation network
T Provide and maintain trees in public rights of way to encourage active transportation modes,
supply shade, protect pedestriang] grovide other ecosystem benefits

We know that a key to enhancing both the health of the environment and the health of our community lies

in our urban forest. The urban forest plays an in
sociale col ogical, and economic benefits to the commu
Urban Forest Plan, Complete Streets policy, Climate Action Plan, and other documents offer guidance to

us when we plan for trees. For people moving aroundiriusees provide beauty, shade, and act as

buffers to help protect slower and more vulnerable transportation users such from conflicts with larger

and faster vehicles. These benefits can help us reach our mobility goals by encouraging active forms of
transportation, improving our choices for comfortable ways to get around, and increasing the

sustainability of our transportation network and community as a whole.

Providing trees in public rights of way along streets, sidewalks, and urban traienjgoatant tool

towards making our community more bicycénd pedestriafriendly. The Transportation Criteria

Manual provides technical guidance on where, how, and which trees should be planted as part of
transportation projects. Careful planning andgragion of trees, other green infrastructure, and shade
devices throughout the transportation network is also required. For example, in dense urban areas there
might not be sufficient soil volume for trees to thrive without additional measures being taken.

Thoughtful landscape and street design are necessary to ensure existing and new trees are incorporated
into our transportation network without reducing safety or mobility. Trees can reduce sightlines and
visibility or be crash hazards if not properly ipied for, placed, and maintained. Tree roots can also

cause issues for underground utilities in public rights of way or increase cracking and shifting of
sidewalks and urban trails, sometimes causing obstructions or inaccessibility. Additionally, \ekile tre
provide us with shade in the day, without proper consideration of tree placement and pestedérian

lighting, they can also block out street lights at night. We should strive for balance in design when
considering whether to avoid or move trees arubiv to mitigate impacts.

Trees and other green infrastructure also need their own maintenance. Clear responsibilties and programs
for care need to accompany any investment in our urban forest. The benefits that trees and other
vegetation provide our esystem and community are astounding. We must ensure our transportation
network integrates and supports trees as they are not just beneficial for the environment, but for our entire
community.
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Supporting Our Community

Our community is composed of the myadifferent, unique, and important people that create

distinct, vibrant, and special neighborhoods across our city. Everything that occurs on our
transportation network, from buiding roads to fixing sidewalks, experimenting with new signal
technology tglanting street trees, is done to help our community get where we wantto go in a safe
and reliable way.

Our transportation network is an integral part of our community. This extends past the routes

or modes we choose to go to work or school. This integras based on the deep impact our
transportation network has on the ways our community grows, where we choose to live, how we
interact with each other, and how we support the different communities and populations within
neighborhoods. Because our trao$gtion network exists to support our community with the many
different goals, tasks, and joys of our lives, we must ensure that our network is a positive influence; it
must serve all of us.

This chapter addresses how transportation supports peoples agraty. It begins by recognizing

the inequities of past land use and transportation planning and expresses our determination

to take steps to improve outcomes for all. We know that transportation is expensive and that
transportation improvements caffect displacement, both for people and for businesses. We must
acknowledge and confront these affordability issues by working with all our communities to retain
the unique character of our neighborhoods within the growing city. Accessibilty for peidple w
mobility impairments must be emphasized throughout the transportation network. To properly learn
from and support our community we must proactively listen to and work with our community. As
our transportation network grows within our city, we must emghat the network supports our
community and helps us grow and thrive.
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Policy Summary

Equity

Policy 1 Acknowledge and learn from the negative effects of past transportation and land use decisions
Policy 2 Amplify the voices ohistorically underserved and underrepresented populations

Policy 3 Partner with the public and private sectors to expand and improve mobilty solutions for
historically underserved communities

Policy 4 Take steps to mitigate unintended consequences veyeodtur

Policy 5 Prioritize serving the most vulnerable populations in Austin by supporting broader efforts to
provide social services

Affordability

Policy 1 Proactively assess displacement impacts of transportation projects

Policy 2 Work with communitie to mitigate displacement impacts of transportation projects
Policy 3 Reduce transportation costs as a component of household affordability

Accessibility

Policy 1 Ensure that people of all functional abilties have equitable access to the transpatatiok

and mobilty services

Policy 2 Advance public transportation and other mobilty services for people with mobilty impairments
Policy 3 Ensure sidewalks are safe and accessible for people with mobilty impairments

Policy 4 Make all detours safe, assible, and known to people of all functional abilties

Policy 5 Enforce accessible parking regulations

Public Interaction

Policy 1 Provide higlguality customer service, responsiveness, and transparency
Policy 2 Engage community members in transportadiecisions

Policy 3 Make public engagement convenient, accessible, and meaningful

Policy 4 Evaluate interactions with the community

Policy 5 Proactively maintain community relationships

Policy 6 Create shared experiences for the public to engage witltymobiions
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Equity

Equity is achieved when every member of the community has a fair opportunity to live a long, healthy

and meaningf ul i fe. Embedding it into Austinbdés v
transforming local governemt from the inside out, eradicating disparities and ensuring all Austin

community members share in the benefits of community progress. An equitable community is one where
everyone can participate and prosper, and conditions allow all of us to reach potefutial.

We can think about transportation equity in severalways:

1 Geographic equity: the treatment of and funding for different geographic areas in the city of
Austin is equitable based on safety and mobility needs.

1 Modal equity: the treatment of dfiunding for different transportation modes, like walking,
driving, taking public transportation, and bicycling, is equitable based on community goals and
system needs.

1 Travel choice equity: users of the transportation network are provided meamiaggportation
mode choices that enable access to jobs, healthcare, education, publc amentties, and
opportunities.

f Social equity: not only treating all people fairly, but also recognizing, acknowledging, and
purposefully acting to right historical wrongsd inequities caused by transportatelated
decisions.

As a transportation industry, we have historically used tools to focus on geographic, modal, and travel
choice equity. While these approaches to equity are critical to achieving our mobility tigeadection is
primarily focused on how we can better integrate and prioritize the fourth equity approach, social equity,
into our transportation decisionaking. It is important to keep in mind, however, that these four forms of
equity are not mutualyexclusive, and strategies to address one type can overlap with and either help or
hurt the other types. Further, the City recognizes thatrace is the primary determinant of social equity and,
therefore, racial equity is the starting point for the jourtweyards social equity.

Inequity in access and options can be a barrier that keeps us from reaching the benefits and

opportunities for prosperity Austin has to offer. It can also be cyclical, leading to intergenerational
disenfranchisement that preventstiple generations of families from establishing financial security

and accessing opportunities. I n Austin, as in ottt
from active decisions to disrupt communities and from passive harmful ndgjlésditl-funded

transportation decisiema ki ng and systems have been part of th
systemic racism, leading to the inequitable outcomes we see today. We recognize the historical harm,
acknowledge these inequitable outcomeasl, #hrough this plan, we will address inequity throughout

Austin as we move forward. All aspects of transportation deeis@king need to be examined through

an equity lens and transformed to better serve all Austinites, especially those most harasd by p

decisions.
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Indicators and Targets
1 Increase the mobility funding allocated to areas that are historically underserved
1 Increase the percent of transportation projects and programs that use the Equity Assessment Tool
1 Increase the percentGity employees receiving mobility equity training

1 Increase the number and share of people participating in transportation workforce training
programs
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Policy 1
Acknowledge and learn from the negative effects of past tostadipn and land use decisions
1 Recognize that historically communities of color, {m@ome communities, and people with
disabilties have been most negatively impacted by transportation and land use policy and
infrastructure due to barriers leading tlaek of representation and institutional power

Austin has a history of systemic racism and racial inequity that continues to affect us in the present day.
Decisions related to transportation and land use policy and infrastructure have resulted iugimaexcl
marginalization, and discrimination of communities of color,-ilb@eome communities, and people with
disabilties. Land use and transportation decisions, including the 1928 Master Plan of Austin adopted
by an allwhite, alkmale City Council, worketbgether to segregate narhite residents in East Austin.
African-Americans and Hispanic/Latinx community members who tried to settle in areas outside the

designated ANegro Districto were deniedunesssic ser
they moved into the district. Segregation resulti
|l ater fAredliningd maps depicting four levels of F

primarily in East Austin where many low&come and/or newhite Austinites lived, which were

deemed Ahazardouso to extend mortgages and ot her
financial opportunities for newhite people, while at the same time increasing economic opportunities

for white people, and it further encouraged spatial segregation.

Transportation planning and infrastructure decisions worked in concert with discriminatory land use

policies to exacerbate inequities in Austin for communities of color. Vehicular travejomys and

other major roadways leads to increased pollution in neighborhoods located nearby. Higher rates of
respiratory diseases such as asthma have been documented in many communities of colorand lower

income communities who live or work close togbenajor roadways. Perhaps the largest and most

obvious reminder of inequity and segregation in Austin is also a freeway: the double decks of Interstate

35 dividing downtown from East Austin. The highway follows along what was once East Avenue, the

bounday | ine of the redlined fANegro Districto and of
a physical and symbolic barrier to opportunity and reminds us of the critical work left to be done to learn

from our history.

(Highlight)

Clarksville and tle MoPac Expressway

The MoPac Expressway (Loop 1) was constructed in the 1970s through a historic black neighborhood,
Clarksville, displacing nearly a third of the nei
to be displaced to other homegside of the tighknit community. Only a few years later, a proposed

crosstown expressway aligned along 15th Street and Enfield Road would have wiped out the rest of

Clarksvile and force the majority black residents to move from their community in \Wieth A

Clarksvile community members banded together to successfully oppose this crosstown freeway, atthough
gentrification pressures continue to threaten the community today.

(End Highlight)
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(Highlight)

1935 Home Owners' Loan Corporation Resider@iaturity Map Showing Redlining in Austin

The Home Ownersé Loan Corporation (HOLC), sponsor
New Deal, was formed to offer assistance to homeowners and prevent foreclosures for those in default on
their loans.The HOLC developed a series of residential security maps that deemed areas safe or

hazardous to lend to. Areas in red were those deemed hazardous. These determinations further entrenched
spatial segregation for many people of color into specific are@&spidtess is known today as
Aredlining. 0O

(End Highlight)

Some negative effects of past transportation and land use decisions come from disinvestment rather than
from the construction of largecale infrastructure projects. Decades of neglect have hativeegffects

on neighborhoods such as Dove Springs and North Lamar where residents have had to make do without
much investment in transportation infrastructure and other public and private services. Acknowledging

this kind of longterm discriminatory disivestment is just as important as acknowledging devastation
caused by new construction projects. All transportation and land use decisions need to first consider these
and other historical events that have negatively impacted communities of color. @Qnbathee

acknowledge them and create space for communities to share so that we do not repeat the same mistakes.
Increasing equity throughout the transportation and land use densking processes wil require more
representative collaboration, input, mevship, and ongoing evaluation of existing and new policies to
understand their implications for equity. We recognize that our decisions today will affect equity in the
future.

(Highlight)
Equity Assessment Tool

The Equity Assessment Tool, developedtbh e City of Austinds Equity Off
City departments in the following ways:
1 Focusing on humaoentered design and building institutional empathy;
1 Engaging community members in decisioaking processes, prioritizing those adedys
affected by current conditions;
f Bringing conscious attention to racial and other inequities and unintended consequences before
decisions are made;
1 Advancing opportunities for the improvement of outcomes for historically marginalized
communities;
1 Remowvng barriers to the improvement of outcomes for historically marginalized communities;
and
f Affirming our commitment to equity, inclusion, and diversity.

The Equity Assessment Tool can be utiized to implement new policies, practices, and programs to help
identify and address the inequities that negatively impact quality of life fenémme communities in

Austin, which are disproportionately communities of color. The Tool asks who will benefit or be
burdened by any particular proposal, and what it doasitance racial equity or mitigate unintended
consequences. It also helps departments plan for data collection, engagement, implementation, and
ongoing accountability and evaluation. A departrvewnt! equity assessment wil be followed by a yearly
Equity Action Plan of concrete steps the department is taking to improve equity. Austin Transportation
participated in the first cohort of departments to implement the Equity Analysis Tool. Following an
assessment of strengths, weaknesses, opportunities, aatd,tArestin Transportation developed its first
Annual Equity Action Plan for 2019. Action items identified through this process include, among others,
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establishing a single equity point of contact, establishing public interaction and equity policied throug
the ASMP to guide transportation decisimaking, and establishing a public engagement and equity plan
to help implement the ASMP after adoption.

(End Highlight)
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Policy 2
Amplify the voices of historically underserved and underrepresented populations
1 Ensure that all voices are represented, especially those of historically underserved and
underrepresented communities, throughout the planning, development, provision, and operation
of the transportation network

In an effort to include all voices that wiile affected by the outcome of a transportation decision, we

need to speak with many different community members who have varying opinions, beliefs, and needs.
We will take meaningful steps to hear from and listen to all members of our community, buallyspeci
those that have been marginalized or shut out from past demiaking processes. Because of the

history of inequity in Austin and the many barriers to institutional power that have impacted historically
underserved and underrepresented communitiesnust go beyond simply hearing these needs. We

will amplify the voices of those who have previously been silenced and those who we are not meeting
the basic needs of today. This must be done inclusively, which means bringing traditionally excluded
individuals or groups into transportation processes and sharing power authentically with them.

Many community members may have lost trust in the City or other public agencies after repeatedly
feeling that they were not being listened to or supported aychewve stopped voicing their concerns

or input. Other community members may not interact at all with the public sector because their status
is undocumented or they have had negative experiences with people acting in an official capacity. It
is necessarytreach out to amplify these voices that are especially underrepresented in traditional
transportation decisiemaking, and unconventional strategies may be the best way to connect with
these Austinites. Focused efforts and {tewgn relationship buildingwvill be needed to repair and foster
trust with community members who have lost that trust over long periods of time. Actions speak loudly,
so incorporating input and implementing solutions must be done in a timely manner.

To better understand where we arel to continue to improve toward a more socially equitable Austin,

we must work to know who we are and are not hearing from. This means looking at public feedback data
not only to learn what Austin overall needs and wants, but digging further to sediffelnant groups

that have been marginalized in the past need and want. One strategy to better amplify these community
member sé6 voices could be analyzing feedback in a
feedback according to whether agwas over or underrepresented in a particular data sample. Another
equally important strategy is to focus public engagement attention and resources on developing and
maintaining relationships with individuals and leaders of communities that have beeepretented

and underserved. Tailoring our process to integrate and amplify the experiences and needs of
marginalized voices should include holdingdipth focus groups that provide rich qualtative data on
peopleds |ived e xp eanspatationascisiamakingl iNewenodels gnd grocdsses m
may be needed to help bridge between the City and community members. Strategies that amplify and
incorporate the voices of historically silenced Austinites can help to address previously harnitwisiecis

and ensure we are advancing mobility equitably for everyone in our community.
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Polcy 3
Partner with the public and private sectors to expand and improve mobility solutions for historically
underserved communities
1 Support the creation and integoa of mobilty solutions that address equity and access to
opportunity and that maximize user choice and freedom of movement

Accessibility to and equity of multimodal transpc
indicators for signitant improvement in the near term. Increasing the accessibilty of transportation

choices for more people wil be fundamental to addressing the historical inequities caused by or

perpetuated in our transportation network. The fewer transportation cangésancial resources a

family or neighborhood has, the greater their difficulty in accessing opportunities and services is. Limited
transportation options can also lead to more constrained employment, educational, healthcare, and
recreationabpportunities.

The traditional transportation model to provide access to everyone involves providing partially or fuly
subsidized public transportation services. While expanding public transportation is one key strategy to
increase access and equityany areas of Austin do not fit the traditional public transportation

service model. This can be due, for example, to development patterns and road networks that make it very
difficult to provide costeffective bus service. Service changes can createsifmuygeople that rely on

particular routes to access jobs, schools, and other opportunities.

Because one service type wil not work for every person or place in Austin, we wil need to partner with
other service providers for more and varied solutionadulition to a higlguality public transportation

system. Communities themselves should participate in planning which emerging mobilty solutions do
and do not work for them. We will support improvements and expansions to mobilty services that
prioritize social equity in an effort to better serve all of our communities, especially those who have been
historically underserved.

People without cars, senior adults, and people with mobilty impairments would all benefit from

having more ways to get where theed to go. Communities of color, lemcome communities, and
people with disabilties that have been historically underserved by the City can be better served by
new, innovative solutions to mobility concerns. New and emerging mobility solutions, lkenoand
ride-share services, neighborhood circulators, and shared dockless mobilty devices, can open up new
options for many people throughout Austin currently underserved by our transportation network. We
must prioritize where emerging mobilty solutioagse deployed to improve outcomes for historically
underserved communities, and we should not limit ourselves to any one mode or service model as
different communities will require different combinations of solutions. We must harness mobility
technologies ®ad partnerships with the private sector that help us address inequities of the past and
expand access to opportunity in the future. By increasing our transportation choices, especially for those
who need it most, we can connect people to all the opp@tursind amenities Austin has to offer.

AWe need more options that provide fast reliable
particularly working class neCoginity Menmberds and ar eé
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Policy 4
Take steps tmitigate unintended consequences when they occur
1 Attempt to anticipate unintended consequences that may disproportionately affect historically
underserved and underrepresented populations and proactively mitigate these effects

Welkintentioned policiesand actions may still disproportionately benefit white, affluent groups,
inadvertently harm marginalized groupsd an some casés do both. If a welintentioned action has a
positive overall outcome for our community but also has potential unintendedjuenses to equity,

should we shy away from doing anything, leaving everything as it is in its current inequitable condition?
We believe that the answer is no. We should take action and work to mitigate unintended consequences
rather than simply doing notiy at all.

Take, for example, the question of safety and enforcement. We know that some groups in Austin are
disproportionately affected by pedestrian crashes. Communities of color;itmeere communities, and
communities with limited English proficiegchave higher rates of serious pedestrian crashes than other
groups. Factors in crash rates include mode of travel, transit ridership, amreaship, and various
demographic factors lke age can result in more serious injuries for some groups of

peoplecompared to others.

One strategy to mitigate safetylated consequences could be to increase and focus enforcement efforts in
high-crash areas of Austin. This would potentially reduce the number of fatalties and serious injuries
overall and thereforeof historically underserved and underrepresented groups. However, transportation
enforcement practices have been shown to have a history of racial profiing and targeting, which has
resulted in a disproportionate number of stops and arrests for peopleradmd has eroded community

trust in police relationships.

Rather than completely ignoring the potential negative effects of increased enforcement, or declining to
increase enforcement activities due to potential equity impacts, we choose a thirdWietiill work

with communities to acknowledge and understand the unintended consequencemiahtietied

actions, and work with them to mitigate these consequences. Community input and preferences wil have
to guide the strategies that we use to atisgunintended consequences. There is rarely a single easy fix

for complex issues like addressing street safety, and this means that we-gngsttesolutions

alongside those most affected by an issue.

One part of a solution could be to pair any incesbesnforcement with racial bias training for police

officers, but this alone is no guarantee of a better outcome. Other solutions that are infrashasxare

like instaling pedestrian refuge islands, can make it easier to cross the street anshbedase

safety. Connecting both of these with related efforts to develop restorative justice programs and to
address other root causes of traffic fatalities wil be necessary to proactively, sensttively, and thoughtfully
take steps to mitigate unintendednsequences. We must explicitly plan to incorporate equity into all
transportation decisiemaking through community input from the earliest stages, including decisions
about increases in traffic safety enforcement, to better address the needs osfnopertionately

affected by traffic injuries and fatalities.

inSafety is a big issue for me. | see distracted d
l ight s, aggressive driving, s-@ommutity Mgmbe  Enf or c e mer
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Polcy 5
Prioritize serving the most vulnerable populations in Austin by supporting broader efforts to provide
social services
T Acknowledge transportationdés role in being pal
homelessness and povertyilhgreasing access to community support services

Transportation choice and freedom of movement can be powerfully beneficial or powerfully obstructive

forces in access to basic services and support. There are many ways that transportation can negatively

i mpact peoplebds everyday |lives. Unreliable or inf
job performance or access to healthcare needs, |
cannot enroll in or complete programs that providestmsie for things like job placement, education,

healthcare, childcare, food assistance, and many other things because they lack the abilty to getto

where they need to go.

While we can work towards fixing existing transportation barriers like theseawalso do more,

especially for people who need it most. Transportation planning and implementation cannot ignore

the complex issues it affects and is affected by, such as lack of available and affordable housing and
healthcare. We will participate in kader efforts across the community to address the underlying

causes of homelessness and poverty. Affordable and reliable mobility solutions that help people access
the services they need are the first step for many on a much longer journey toward fseneiat

and stable housing. Transportation can help people access opportunities across town or in their own
neighborhood. By thinking of transportation as one among many community support services, we can
more holistically take up the complex and inteatedl root issues of chronic homelessness and poverty.
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Affordability

Transportation affordabilty is more than just the price of gas, hailing a ride, or-shaike membership.
Transportation affordabilty also includes the costsedfidp able to live in certain neighborhoods and
locations that have access to highality schools, businesses, shops and medical services connected by
safe, effective and weathaintained transportation infrastructure. Whether it is for renters or owners,
people in singldamily or multifamily buildings, or commercial or residential

uses, our transportation network should support affordable communities.

Transportation costs are often a householdbs secc
caris high, but the cost of living in a neighborhood that offers multiple transportation options and travel
choices can be just as high or higher. Often, when we expand our transportation network with

enhancements such as new roads, new public trangpodarvice, or new sidewalks, the cost to rent or

own a home in those neighborhoods goes up. This can lead to residential and commercial displacement as
long-term communities are no longer able to afford housing, and they are forced to move furttibe from
businesses and services they use. This leads to increased transportation costs for them as they pay more in
gas and wear on their car, or they have to rely on unfamiliar or fewer transportation options in their new
neighborhoods.

It is not just localcommunity members who are vulnerable to this turn of events. Businesses also

grapple with the impacts of rapighising rents. If the customers these businesses have historically

served no longer live in that neighborhood, these establishments musefaosdibiity of losing much

of their business. If new residents do not patronize these establishments, these businesses may not be able
to sustain themselves and could be forced to close or move.

Diminishing numbers of lorgerm community members and inesses unwind the fabric of many
established communities. Affordable communities are important, and there is a close connection
between transportation, affordabilty, and a high quality of life. It is critical that our transportation
network supports olwzommunities in a way that allows for sustainable neighborhood growth without
necessitating the displacement of our {beign, established communities.

AWe need more affordable housing, public transpor
city eComnumty Member
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Indicators and Targets

1 Increase the percentage of affordable housing available at 60% MFI within 1/2 mile of transit and
bicycle priority networks

1 Increase the percentage of affordable housing availableYah@® within 1/2 mile of transit and
bicycle priority networks

1 Increase the number of 2 car households transitioning to 1 car households

1 Decrease the cost of transportation as a percentage of household budget
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Policy 1
Proactively assess displacement impacts of transportation projects
f Assess and consider impacts to housing and commercial affordability when planning and
designing transportation infrastructure projects

We know that transportation improvements, while neddeour community, can lead to higher property
values and rents. These results can eventually lead to displacement, disproportionately affecting lower
income residents. It is important that we recognize this fact during the planning phase of alltatmspor
infrastructure projects and that, before we begin the implementation of these projects, we work with our
partners, develop strategies, and utiize tools to support current neighborhood residents and businesses,
stopping or limiting their displacemen

There are several different ways that we can be proactive when planning and improving transportation
infrastructure across Austin as outlined in the Austin Strategic Housing Blueprint (ASHB), Anti
Displacement Task Force recommendations, and otiperts. Increased collaboration among City
departments and partners is an important first step. Austin Transportation should work with other
departments and agencies, such as City departments working on housing and real estate, and the local
housing authdties, at the very beginning of planned transportation infrastructure improvements. This
allows the City or private organizations the opportunity to purchase land, retain affordable housing,

and implement programs to support the community before newogeweht occurs. Even smatale
transportation improvements should be shared and integrated into plans for our partners so affordable
housing can exist sidey-side with robust mobility options.

Other tools that could help local communities mitigeség housing costs that may stem from
transportation infrastructure projects include: using strategic land banking in underdeveloped areas;
developing infrastructure in targeted areas to support Imagine Austin and ASHB affordable housing
goals; leveragm valuecapture programs such as tax increment financing or the transfer of development
rights; and working with local homeowners and other City departments to take advantage of assistance
programs, such as weatherization and home repair subsidies.

Assesig how transportation infrastructure projects may affect local residents wil allow the City and

other organizations to organize the best and most appropriate programs and services to support the
current residents in the face of new costs that may acegntipa new transportation infrastructure.

Al would also |like the City to be mindful t hat
town to work because t heyComawity Mbrbeen priced out
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(Highlight)
Strategiedor Affordable Housing

Constructing and maintaining affordable housing requires the use of e@®nsiive strategies,

including a range of housing types, and displacement mitigation options that might be more or less

feasible or effective in differemarts of Austin. These strategies may differ based on whether they are
targeted at renters or homeowners, seniors or far
other things.

i Strategic Land Banking

0 Aland bank is not a financial instiut but a publie or communityowned organization
that acquires, maintains, and disburses property to support comivasdy interests,
such as providing affordable housing. The City of Austin should strategically acquire and
hold land in underdeveloped &gine Austin activity centers and corridors, making it
available to private or nerprofit developers, or publied development for the
construction of incomeestricted affordable housing as these areas develop. Land
banking may also provide affordablease for important communigriented uses such
as creative venues and workshops, nonprofit offices, music venues, and small, local
businesses integrated into mixesk projects. Of the $250 milion approved by voters in
the 2018 Affordable Housing Bond1@ milion is allocated to strategic land banking.

i Value Capture Programs

0 Value capture programs are strategies used to realize the increased value that often
accompanies properties when infrastructure or other improvements are implemented. Tax
Incremenfinancing (TIF) is the most widely used of these programs to pay for
affordable housing. TIF redirects some of theftasm the properties in a geographic
area, designated as a Tax Increment Reinvestment Zone, to pay for improvements in the
area. Other Vae capture programs include transfer of development rights, land value
taxes, and improvement districts. Some value capture programs, such as linkage fees,
which dedicate fees from market rate housing to affordable housing, are ilegal in Texas.

1 Homeowne Assistance Programs
0 The City of Austin offers several homeowner assistance programs that suppahdbw
moderateincome homeowners. These include down payment assistance ftimerst
buyers, weatherization assistance, and loans for home repairGessibity
modifications. These modifications could include upgrading homes to accommodate
accessibility issues by instaling wheelchair ramps or handrails, or other repairs that fix
substandard housing conditions that range from siding to plumbing ftceruears.
(End Highlight)
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Policy 2
Work with communities to mitigate displacement impacts of transportation projects

1 Work collaboratively with communities to mitigate adverse impacts to housing and commercial
affordability triggered byransportation projects

When transportation projects lead to displacement, the City must ensure that we are responding to the
problem collaboratively, with a communbased approach. The City, or any individual department,
should not make unilateral dsioins on how best to handle or mitigate the situation. We must work
together, led by the affected communities, to try to offset residential and commercial impacts that may
occur resulting from transportation improvements. These coalitions must be drndn&peesentative

of these communitties. Different participants wil bring different issues to light and different skills to

the table. Educational, social, and cultural community leaders are a few examples of the different types
of people that we must workith to lessen and remedy displacement that may occur as a result of
transportation and land use decisions.

(Highlight)
National Example: Twin Cities Central Corridor
MinneapolisS t . Paul 6s Central Corridor pragdctgconhectiryahe | ( Gr e

two citiesd downtowns and running through sever al
project, regional and local governments, business associations, and community groups created a railway
mitigation strategy to suppobusinesses along the rail line that would be affected by construction and

potential neighborhood changes. Forgivable loans, tax help, and marketing support were just a few

services offered to business owners to help them continue their operations daositrigation and

strengthen their businesses in the long term. This collaboration began severalyears before construction
started on the rail line, and those leading it offered services in multiple languages and met with businesses

in oneto-one meetings tbelp them identify, create, and conduct the specific work necessary to help each
business.

(End Highlight)
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Polcy 3
Reduce transportation costs as a component of household affordability
1 Reduce personal costs associated with car ownership by offeringhzices in how we travel

Transportation costs are high. Unfortunately, the high costs of owning and maintaining a car are often
necessary due to limited transportation options and the large distances between where people live and
work. More affordable &nsportation options, such as public transportation, walking, or carpooling,

are sometimes available, but not at all times or throughout Austin. For locations where alternative
transportation options are not widely available, we must seek to improveantartisp choices.

For locations where these transportation choices do exist, we must make it easier, safer, and more
convenient for people to utiize these options.

Creating and improving transportation options and travel choices can happen througlaayidé
programs and initiatives. Transportation demand management (TDM) programs often faciltate the use
of cheaper transportation modes. For example, TDM programs that make it easier to carpool and can
significantly reduce the amount of monkguseholds have to spend on maintenance and gas for their
cars.

Our land development code should also utiize density bonus programs that help create and maintain
affordable housing along the Transit Priority Network. Revising the sidewalk prioritizet#inix to
emphasize filing in sidewalk gaps near affordable housing, reassessing parking requirements for
development, and prioritizing denser, affordable development in tratsireas are additional

strategies that could reduce reliance on privatécies and reduce the amount of money households
spend on owning and operating a private vehicle.

(Highlight)
Affordable Parking Program

The Affordable Parking Programis a collaborative pyfiate partnership between Austin
Transportation, DowntowAustin Aliance, and commercial and government parking garages in
downtown. The program was designed to serve hotel and service industry workers by providing cheap
evening and overnight parking in existing downtown garages that typically empty out ftetinean.

Workers purchase monthly passes that typically cost $40 or less for access to a specific participating
garage every day. The Affordable Parking Program has been so popular that it took less than two years
for the program to expand from 200 toG00parking spaces.

(End Highlight)
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Accessibility

Austinds diverse community requires an equitable
comfortable, and efficient movement of many different people. An equitable transportation network
recognizeghat people have different functional abilties and move in very different ways. People with

mobility impairments, seniors, and parents with strollers are some groups among many with different
functional abilties that our transportation systems mustracwmlate and support.

It is especially important that our transportation network supports our community members most
impacted by mobilty barriers as they move throughout and across our network using different types of
transportation. iyunnovation nantLdatérmiyatios arecntegral to creating the

most accessible transportation network. This process requires creating infrastructure that is usable for all,
providing services that go beyond minimum standards, and establishing tramspprtagrams that are
available to everyone. A transportation network that is safe, reliable, and efficient for people of different
functional abilties is a transportation network that is safe, reliable, and efficient for our entire community.

ARAccbheidsity for people with mobility T Caompaniyr ments m
Member

216



Indicators and Targets
1 Increase the percentage of accessible intersections and crossings
1 Install or upgrade curb ramps at 100%abifntersections and crossings to meet current
standards
1 Decrease the percentage of the sidewalk system obstructed by vegetation or other barriers

1 Increase the number of accessible vehicles operated by shared mobility services and providers
within the Atstin area

1 Increase the number of accessible pedestrian signals
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Policy 1
Ensure that people of all functional abilties have equitable access to the transportation network and

mobility services
1 Provide a transportation network and travel options that allows everyone to move safely and

easily across the City

Our transportation network exists to allow all users to move from one place to another safely and
efficiently, and it must work for everyerregardless of functional abilty. Everyone should be able to

use our transportation network safely and comfortably, including people who use wheelchairs, walkers,
mobility canes for the blind or low vision, supplemental oxygen, people who push staitlersadults

and children.

A transportation network that is built and oriented for people of all functional abilites must address
infrastructural and service challenges to better serve our community. Infrastructural challenges include
utiity poles in he middle of the sidewalks, poorly maintained sidewalks or missing sidewalks and curb
ramps, and overgrown vegetation. While some people may be able to navigate obstructions in their
paths, such as large cracks, curbs, or rough terrain, many others umapleeto.

There are also limited accessible public transportation options available. Limited accessible services,
finite spaces for wheelchairs on public transportation, and rideshare services that do not accommodate
wheelchairs reduce the transportatiptions available.
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Policy 2
Advance public transportation and other mobilty services for people with mobility impairments

1 Encourage travel options that allow people with mobility impairments to make mobility choices
based on personal needs and preferences

Public transportation and other mobilty services are continually working to create and improve travel
options. Howevelt is important that these services are available to everyone. Our public transportation
system must make it simple and easy for people with mobility impairments to use their programs. Wide
pick-up and dropff windows, limited service areas, and narravaldying criteria for riders can make it
difficult for people to use these accessible services to get to their jobs, the grocery store, or visit their
doctor.

New and emerging mobility services must also support people with mobilty impairments. Vans and
cars that are equipped to carry wheelchairs, as well as a variety-bdiiidg options, should be made
available sothat all people across our community have access to these important and innovative
services.

Partners across regions and sectors asthanimportant part of improving the accessibility of public
transportation and emerging mobility services. Austin is a regional hub for medical services and other
resources, so public transportation and emerging mobilty services must also expapddhei r

include regional users and providers. Partnerships with public and private transportation providers
are also necessary to help people access and use the services our community offers. Regardless of
jurisdictional boundaries, partnerships can estalgissential connections that help overcome gaps in

the accessibilty of our transportation network.

(Highlight)
Visually Accessible Transit Wayfinding

In 2018, the Capital Metropoltan Transportation Authority (Capital Metro) partnered with a private

company specializing in beacon technology to pilot a system for accessible wayfinding around 15 bus

stops on 2nd Street in downtown Austin. Small, inteowenected devices were attached to bus stops

that transmit information to blind and low vision useiesa smartphone application. The devices increase

GPS location accuracy for the bus stop signs. Audible directions are provided to users by the app to guide
them closer to the bus stop, which can help a person better locate where to wait for a biso Tbips
ensure a bus driver doesndt bypass the stop. The
closures and detours to users, which is traditionally only provided as a posted sign that does

not properly alert visually impaired people to ches@n transit routes or schedules.

(End Highlight)
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Polcy 3
Ensure sidewalks are safe and accessible for people with mobilty impairments
1 Recognize that children, seniors, and people with mobilty impairments face disproportional
difficutties when sidewalk infrastructure is not properly provided, operated, and maintained

Sidewalks are a critical system within our transportation networkogtl all trips begin and end with

the use of the sidewalk system. Currently, howeve
acceptable. While people may be able to step around an overgrown bush or step over a curb without a
ramp, these obstaclase much greater for seniors, children, and people with mobility impairments.

In accordance with the federal Americans with Disabilties Act (ADA), the City of Austin has adopted

an ADA Transition Plan. This plan outlines the ways that our communityendlure compliance with

the federal mandate that all facilties in the public right of way will be accessible to all. It was released

in 2016 along with the Sidewalk Plan and included aninventory of the physical barriers to sidewalk
accessibility and a seldule and methods for the removal of these barriers. The plan identified possible
funding sources to assist in creating a fully accessible system, and also identified who is responsible for
the implementation of the plan.

The ADA Transition Plan notes arety of steps that needed and must continue to be, taken to

ensure an accessible sidewalk system. For example, implementing a proactive vegetttietion

reduction system could effectively double the amount of accessible sidewalks in Austin b2@#8l on
numbers. Working with homeowners and businesses to educate and inform the public about who has
responsibility for keeping a sidewalk functional and accessible, as well as clarifying city code about who
is responsible for driveway approaches is andib@. Developmenrfocused steps can ensure that new
projects for capital improvement, private development or redevelopment, or major utilities, adhere to the
Complete Streets Policy to repair and rehabiltate existing sidewalks to ADA standards.
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Policy 4
Make all detours safe, assessible, and known to people of all functional abilties
1 Ensure that all detours are safe and convenient for people with mobility impairments and that
changes to the transportation network are communicatediveince

Closures and detours on the transportation network can be a hassle for everyone, but they are necessary.
However, unexpected changes to the transportation network may have serious consequences if they are
not wellplanned or communicated, partaly for people with mobilty impairments.

Unexpected transportation network closures, poor communication of route changes, or detours that

end at an inaccessible location can put people with mobility needs at risk if they are unable to safely
travel whee they need to go. When the City of Austin plans to temporarily close a street, for any

reason, we must make sure that the closure is adequately planned and communicated for all. These
communications may include using tactile, digital, or mobile methodsright of way Mobility

Guidelines are rules and regulations that people and companies must follow whenimplementing closures
and detours, in order to make sure that public pathways are still accessible.

Enforcing these guidelines in regards to the dstaof detours, and clarifying and expanding the

distance and methods to advertise the detour, will help create routes that are efficient and safe for people
of all functional abilties.
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Polcy 5
Enforce accessible parking regulato
1 Enforce violations of rules and regulations for vehicles ilegally parked in or occupying
accessible parking spaces

Accessible parking is necessary to faciltate the movement and safety of people with mobility
impairments. However, it is possible foeople to take advantage of and misuse accessible parking
spaces, which can force people with mobilty impairments to face barriers reaching their destinations.
When people ilegally take up accessible parking spaces without a parking placard, theyataéa aw
essential mobilty asset for those who need it most.

City codes and regulations, such as our land development code and the Transportation Criteria Manual,
determine our accessible parking requirements. They specify important requirementswhereas
accessible parking spaces are required, how many accompany development, and the size of the spaces.
Properly developing and adhering to these requirements wil help ensure accessible parking spaces are
developed for those who need them.

We must be tsingent in our enforcement of accessible parking regulations. In addition to traditional
enforcement, community enforcementis another strategy to help ensure that our accessible parking

spaces are being used properly. This would involve training conymueinbers to help maintain

accessibility in their neighborhoods by issuing citations for llegal parking in an accessible space. This
would also ease the demand on the City of Austind

(Highlight)
National Example: Accessible Parking EnforcetiieiHouston

The City of Houstonbés Volunteer Parking Enfor ceme
misuse and abuse of accessible parking violations. It is designed to ensure that accessible spaces are used
only by people who need theseasps. Community members who are interested in preserving these spots

for their proper use attend a feuour training. Afterward, these volunteers can write citations for

someone parking illegally in accessible spaces ar
(End Highlight)
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Public Interaction

Meaningful and informative interactions with the people and communities of Austin are integral to
successfully addressing our mobility needs. Some ways people interact with the City of Austin include
submitting service requests for us to supply and manage mobility services, asking for information on how
our transportation networks work, and requesting permits to use the transportation right of way. For more
direct feedback on transportation networkraens, people communicate with the City of Austin

through Austin 31-1 or input processes on mobilty plans and projects.

Achieving our mobility goals requires numerous and ongoing public engagement efforts to best

understand and communicate with oumoaunity. We must engage the community respectfully,

thoughtfully, and consistently if we expect them to attend our meetings, participate in public processes, or
consider different transportation options. Major transportation construction projects, k@léhe

Mobilty Bond, have demonstrated that ongoing public engagement is necessary to create transformative
change that meets our communityds needs. As we mc
entire Austin community to facilitate this change.

We must ensure that we are hearing from a variety of Austin neighborhoods and communities, especially
communities that have historically been underserved. To ensure an inclusive public engagement process,

we must use whatever tools we can to hear froariaty of people that is diverse and representative of

Austin.

Al really appreciate your involvement in our neiog
-Community Member
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Indicators and Targets

1

Increase the amount of tilily project materials and other City transportation information
available in the City's target languages

Increase the amount and diversity (digital, analog, apeiison) of mobilityrelated public
engagement activities

Increase the demographic arebgraphic representativeness of mobilty public engagement
processes

Increase the satisfaction of participants with the outcomes of mobility engagement
Increase the number and percentage of people reached through mobility education campaigns
Improve theresponse time for mobilityelated customer service requests

Increase the amount of mobility project materials and other City transportation information
available at or below an 8tjrade reading level
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Policy 1
Provide highqualty customer service, responsiveness, and transparency
1 Reduce response time in investigating and addressing citizen requests, and make customer service
information readiy available, accessible, reliable, and usable

In many ways the City of Austin is a ¢aser service organization. All mobilty departments' services
affect the community in direct and indirect ways, such as engineering studies, traffic signal management,
and road closure permits. Public processes are necessary for us to learn aboueanansipmptation

and mobilty goals within Austin. To best serve our community, our work must demonstrate respect,
responsiveness, and transparency. To ensure quality service to the public, we must answer requests for
permits or maintenance in a timely manand provide clear communications on our work.

All public communications must be comprehensive, thorough and prompt. We must actively listen

to, address and document questions and feedback from the community. We must respond to permit
submissions ancequests for information quickly. Conversations, whether on the phone, electronically,

or in-person, must be handled professionally. Notes, presentations, and rosters from meetings should be
uploaded and available online soon after the meeting, in a furatas accessible for all. Our webpage
should be easy to navigate across different platforms and we should use language that is easily
understood. We must also be able to provide paper copies of information when needed or requested,
knowing that not evgone uses or has access to a computer. All of these strategies can help improve

the quality of our customer service.

Finally, all our actions should be guided by ethics and public trust. We must be forthright with the
community in discussing decisions astthnges. Transparency helps to keep our community informed
and included, which builds trust in our processes, decisions, and actions.

(Highlight)
Austin 31-1 and Service Requests

Austin 31-1 is the primary point of contact between the community am€ily of Austin. It began In

2001 for police noremergency calls to reduce the number of callstdl9nd has since expanded to

include additional City services. Austinl3l now receives over 1 milion calls per year that result in

more than 200,000 séce requests across City departments. We field many transportation questions and
service requests from community members throudhl 3t is the best way to alert the City to mobility
issues, whether it is a pothole that needs to be filed or a stothaigneeds replacement.

These requests help direct us to problems on the transportation network, but they do not direct
prioritization of projects or decide what programs or infrastructure are designed or constructed.
Transportation staff address repaand maintenance issues as quickly as possible, and critical safety and
emergency issues are addressed even on nights and weekends. However, requests for new infrastructure
often need to meet certain criteria to be evaluated fully for implementation. p#s®s of infrastructure

in the City, such as sidewalks and urban trails, are prioritized through criteria to ensure that this
infrastructure is buitt where it is needed most for the transportation network, not simply in the location

that receives the mb8-1-1 requests.

(End Highlight)
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Policy 2
Engage community members in transportation decisions
7 Include interested and affected community members when making decisions in the planning,
design, construction, and operation of transportation projectsragms

Planning decisions must be inclusive and public, because they affect how people get around in their daily
i ves. Il n many cases our decisions can have an
prosperity. Because of this, engagmepple in mobilty decisions is incredibly important.

Because our planning is commuriigised, we must engage the many different communities of Austin in

our process. We must ask them what issues they face, how they would like their transpertatiok

to operate, and what it should look like. Our knowledge and expertise should be used to guide community
decisions throughout these processes, not to make decisions for them.

In particular, we must engage people from communities that have bewiclgt underserved and
underrepresented. Public participation in the past has often been limited to people from certain places
or people of certain demographic characteristics. This has resulted in transportation policies, programs,
and infrastructure #t have historically been and continue to be inequitable in access, connectivity,
health, and wealth. Our public engagement should strive to engage with people we have not historically
spoken with to ensure these community members have the opportuniakealetisions and give input

on transportation decisions.

A successfulcommunity engagement process includes open lines of communication with people sowe
can share information on new projects or programs, ask for community feedback, and receive requests
and questions from the community in turn. When projects in certain areas are being considered or
planned, we must work even harder to ensure that the people most affected by the project have the
opportunity to engage with us. Strategies that can helpags @it to people include mailng notices

to nearby homes and businesses, knocking on doors to alert people to upcoming meetings, and
posting signs around the project area. This outreach process must continue from planning through to
construction, and weust be sure to communicate with our community on when a project is completed,
to demonstrate how their time and input has brought mobilty improvements to their neighborhood.
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Polcy 3
Make public engagement convenient, accessible, and mg@alni
1 Consider the many different ways, methods, and places to interact with the community, and work
to make all community engagement simple, easy, and comprehensible to the community

To successfully and meaningfully engage the Austin community, weahnali#nge these norms and

make communitypased, thoughtful decisions about how to engage people. This cannot be a one
sizefits-all approach; we know there is a great diversity of people and thought, even within a single
neighborhood. The activities thaitract people, how people hear about our events or surveys (through
friends, social media, email, their local library), and how they absorb our information (by sight, through
discussion, reading a pamphlet) all differ based on personal preferences, lauiywage, age, and

other unique attributes. These differences require that we work extra hard to engage everyone.

There are many important ways we can improve our engagement and make it as inclusive as possible.
To eliminate language barriers, we muanslate materials into multiple languages, and provide as

many speakers of different languages at meetings as possible, especially in areas where we know certain
languages are widely spoken. We must also work to make material accessible to peopleblivicb are

or have visual impairments through the use of accessible technology and formats. This includes using
colors on maps or in presentations that do not pose difficulties for people who are colorblind, ensuring
digital materials are compatible with screreading technology, and having print materials available in

Braille, for instance.

In all our communications, we need to use words and phrases that are easily understood. We must
eliminate or limit jargon and write to a reading level that most peopidodaw without feeling

intimidated or excluded. We must be mindful of the words and phrases we use, and we must take the
time to make sure people understand what we are saying. We murgtate and test out our methods

and materials ahead of time witanous community members to help us determine changes we need
to make.

Our events should be held at times and in locations that are convenient for a diverse community
of people. Our staff should travel to people whenever possible, rather than haverpsepte

us. Meetings should be located in areas accessible by different modes of transportation, with
accommodations such as accessible sidewalks, nearby bus stops, and bicycle facilities.

Perhaps most importantly, our engagement must be thoughtfal amc i se t o be respectHf

time. We must take the time to ask the right questions and be mindful that people have many priorities to
manage in their lives.
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Policy 4
Evaluate interactions with the community
1 Review and examine publfiacng activities to make sure objectives are achieved

We must track and evaluate all interactions with the community, in order to measure progress. The
nature of this information is qualtative, which we can use to consider what we learned, who we heard
from, and how we acquired this information. Much like measuring the number of transit riders per hour,
our evaluations of community interactions provide insight on the people we are reaching, what topics
matter, desired outcomes and potential actionskitafuture public engagement activities.

Our evaluations of engagement activities must also involve a public process. We can provide feedback
forms after an event or meeting to determine what, if anything, should be changed to improve a future
event. Sbuld an interpreter be hired for a specific language? Did people have difficulties understanding
what we were asking or how we were asking questions? Are we hearing from a representative sampling
of people? We must be nimble in our engagement and beoabledify our activities as we learn what

does and does not work.

At the conclusion of projects or programs we must also evaluate the entirety of our engagement. What
lessons can we learn from this round of community engagement? Interacting itibihveand engaging

with the Austin community is ongoing and continuous, and these lessons can be shared throughout the
entire City of Austin government to help improve standards and practices.

(Highlight)
Language Access Planning

Itis estimatedthat 28 of Austin residents speak English | ess
American Community Survey. If they are only released in English, our official City notices and important
community information is much less likely to be received or undersipgetople with limited English

proficiency. In an effort to reach and hear from these underserved muttlingual voices, we must be able to
communicate in the languages our community uses. We should be able to communigatrierijgh

information and receeé feedback in the following languages commonly spoken in Austin by those with

limited English proficiency:

Arabic

Burmese

Chinese (traditional and simplified)
Hindi

Korean

Spanish

Viethamese

=4 =4 =4 -4 -4 -8 -

Achieving better language inclusion must include both theskation of written materials and official
communications, and the interpretation of spoken communicatipargon and ovethe-phone. A

Language Access Implementation Plan is currently in development for the City of Austin and will help
guide public inteaction expectations and strategies for reaching and serving people with limited English
proficiency.

(End Highlight)
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Polcy 5
Proactively maintain community relationships
1 Recognize and guarantee that the cultivation and maintenance of community Stejzios
undertaken by the City of Austin

As a provider of community services and information, we must bear the responsibility to build
relationships with communities. Creating successful relationships is a complex aorsuing

commitment thatequires energy, dedication, and sensttivity, and many people do not know, are not
comfortable with, or do not have the ability to create a relationship with a large institution like the City

of Austin. Maintaining community relationships wil benefit uslahe community as a whole. A close
relationship with a community helps to open a dialogue where people can share their opinions, concerns,
and desires regarding transportation needs.

We must use all the avenues we have available to identify commuenitgré&eand groups, underserved

and underrepresented people, small business associations, and all other Austin community members to
ensure that everyone has the opportunity to participate in our transportation planning processes. When
we approach a community ask for opinions on a street redesign or ask them what they want to see

in their neighborhood, it is often difficult to get many or varied voices. A strong relationship with local,
cultural, and social groups, institutions, and businesses wil halpread the word about our work and
facilitate the community input we need.

We also must consider the amount of work that goes into the creation and maintenance of these
relationships. People provide their time, effort, thoughts, and opinions witbauytensation in order

to make transportation better in Austin. The burdens of time and energy required to start and maintain
relationships must be on our shoulders. We should clearly define our relationships with community
members and communityased orgarations so that they are mutually beneficial and notsited.

Once our community relationships are established, a strong and successful relationship requires us to
continue putting in the time and energy to maintain that relationship. Attending reestingvents,

sending out information in newsletters, and maintaining different methods of communication are just a
few elements that help maintain a relationship with the community.
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Polcy 6
Create shared experiences for the publiertgage with mobility options
1 Employ nontraditional public engagement techniques that emphasize drantisractions and
personal experience to educate community members and faciltate adoption of travel options

We must go beyond traditional public engamgat tools by devising and implementing new ideas,
activities, and ways to interact with the public and derive meaningful community feedback. In traditional
surveys, we ask our community to commit their free time to answer questions about their opinions,
concerns, and desires for their city. Public meetings and surveys can, however, become monotonous,
overused tools lacking attractive, hatmfsactivities. If we depend too much on the same tools, we risk
not attracting a broad enough audience to engagesvith

To effectively engage our community or deliver information, we must consider new methods beyond
traditional surveys or public meetings. We should attend community events that attract the general
public, and not limit ourselves to activities thatattronly the most passionate transportation

advocates. We should be advertising opportunities for input on social media, in newspapers, on buses,
and in other places that people wil see or hear about them.

When new mobility options emerge, we should gremple the opportunity to test out these alternatives
to understand how they could be integrated into their daily lives. By providing -barajsportunities for

the public to engage personally with emerging mobility solutions, it encourages futurethesseof

options and gives us more feedback for future improvements. Our engagement activities should be as
creative and innovative as our street and neighborhood design.

(Highlight)
Transit Adventures with Capital Metro

Capital Me t r o 6 s anihnowative and freA pragram thai ideetifies activities around

Austin and offers people public transportation directions and free Capital Metro passes to take transit to

the event. The program also covers admission to the event. The goal is to ipcecasp| e 6s comf or t
public transportation and teach people travel skills, such as how to read a public

transportation map or load a bicycle onto a bus.

Adventures are comprehensively planned and led by a Capital Metro employee. In addition to providing
free transit passes and covering event admission, Capital Metro plans the full travel schedule, and is there
with participants before transit arrives, while they are traveling, and when they are returning after the
event ends. They help answer any questihiat arise and try to make people comfortable

using public transportation. In addition to planning Transit Adventures that are open to the public, Capital
Metro also works with organizations, offices, and neighborhood groups to plan their own Transit
Adventure.

(End Highlight)
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Implementing Our Plan

The policies and indicators in the ASMP have been created to help our community get where we
want to go when we want to get there, safely andefisttively. To do this, the ASMP sets an
ambitious objective where in 2039, 50% of our community drives alone to work and 50% of our
community uses other modes. This is a big task. Currently, 74% of our community drives alone to
work, while 26% uses other modes.

The ASMPO6s polici e sedtefelow tdo dnsure that oud teahspantagian netwerk n

is safe, offers us transportation options, reduces our costs, improves our health and environment,
supports our communityos prosperity, and helps fc
goodplan is only as strong as its implementation. To strengthen our policies, we must back them

with actions

The actions we take will be strategic. Data, both quantitative and qualitative, must be the
foundation of the decisions we make. Sound financial jesigrand innovative financial strategies

must be considered to ensure that the many projects, programs, and inttiatives that make up our
transportation network are undertaken exfé¢ctively. We must also approach solutions with

partners. Outransportation network relies on many different partners. Our community members,
other towns and counties, regional and state agencies, schools, and public transportation providers
are just a few of the many different partners with whom we must work. iBy data to inform our
decisions, using sound financial judgment, and working with our partners, we wil turn the ASMP
from words on a page into decisive and positive action in our community.
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Policy Summary

Data

Policy 1 Protecprivacy and use data responsibly

Policy 2 Operate in a manner where data are open and accessible by default
Policy 3 Use data to make informed decisions

Collaboration

Policy 1 Collaborate with internal departments, regional partners, and outside agencies

Policy 2 Synchronize transportation infrastructure projects with other public capital investments
Policy 3 Utiize private development to improve the transportation network

Policy 4 Celocate public services and facilties

Policy 5 Balance mobilty needsitv utiity needs

Policy 6 Work with the community to incorporate public art and beautification

into transportation infrastructure

Policy 7 Support interregional transportation options

Financial Strategies

Policy 1 Ensure longerm, viable funding modeko plan, finance, and maintain the
transportation network

Policy 2 Operate in a fiscally responsible manner

Policy 3 Consider the lifeycle costs of ownership when planning and budgeting transportation
infrastructure projects

Policy 4 Allocate resourcesjuitably across modes to achieve the goals of the ASMP
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Data

Transportation decisions are guided by our goals, knowledge, and policy, but are informed by the data we
collect. Qualitative and quantitative data are vital components to making the best decisions to support a
safe, reliable, and efficient transportatimgtwork for our entire community.

Quantitative data reveal important measurable aspects of our transportation network, such as how many
cars travelon a road over the course of a day, the location of fatal or serious injury crashes, or where
people areaking dockless transportation services. On the other hand, qualitative data can reveal personal
behaviors and preferences, such as why people choose to take the bus instead of walking, what type of
infrastructure people want in their neighborhood, or hmletst communicate closures or detours to the
community. In order to understand the challenges we face, plan how to solve them, and monitor progress,
we must collect both kinds of data on a consistent and thorough basis.

Collecting data is only the firstep towards an effective datdormed transportation network. As our
technology and ability to capture and interpret data increases and improves, the data we collect grows
quickly. Increased volumes of collected data require responsible manage meanidyz®tection of

data. Responsible management includes making data public in an accessible, anonymous form so that
our community, and those outside of it, have the abilty to access and analyze it. Sharing data leads to
the innovations necessary to impeowur transportation network.

A datainformed transportation network must be the outcome of our collection, storage, and use of data.
This includes identifying the data we must collect, acquiring that data, using it to plan and operate our
network, and tn evaluating the changes we make. From project designation to evaluation, quantitative
and qualitative data must inform our decisions. Data are critical to plan, operate, maintain, and evaluate a
safe, reliable, and efficient transportation network.

ALt rely on good empirical e v i-€Cemmangy Memberma ki n g
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Indicators and Targets
Increase the percentage of City mobility datasets that are open and accessible to the public
Increase the number of Cityobility spatial datasets that are mapped
Increase the amount of retahe mobility information available to the public
Increase the number of data sources to inform planning and implementation
Increase the use of opsource software to manage, analya@ad share data

Increase the percentage of City mobility datasets that are regularly maintained
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Policy 1
Protect privacy and use data responsibly
Ensure sensitive data are protected, anonymized, and accessed ethically

The evolution of technology has occurred swiftly across the world. About 10 years after the introduction
of the smartphone, more than 86% of Austin community members now own smartphones. With this
pervasive use of smartphones comes an increasingly invakivi® privacy. Smartphones allow
technologies such as Bluetooth andRio passively track your location using sensors. While this
technology is instrumental in understanding travel patterns and travel time when aggregated and
processed, it is possibithat the unprocessed data could be used to identify individual people if not
handled responsibly. On the user end, smartphone users actively accept permissions from a number
of applications that access and store personal information every day. Prv@ofign is both the
responsibility of those passively tracking our information and our own. While this information is critical
to the planning and implementation process, we must protect the privacy and security of its users.
We must use the data respbiysiand ethically to ensure it will always be available for planning and
implementation. In order to do so, the City must adopt standards for organizing different types of data
and create interlocal datharing agreements that all uphold privacy as aitgrio

(Highlight)
Dockless Mability Data

The introduction of dockless mobility devices has created a wealth of new transportation data. These
modes have been adopted quickly, resulting in over two milion trips worth of data that can be used to
improve our transportation network. The City hasrbeerking with companies to ensure that data is

handled securely, while also being used to improve safety and mobility on our transportation network.

To be transparent and help gain additional perspectives, City staff has made anonymized trip data
availeble to the public. In addition to emphasizing the importance of keeping data open for all, this allows
more people to consider and analyze this data, allowing new analysis and insight into our transportation
network.

This high volume of new data has reqdithe City to confront a host of questions about how to

responsibly use this data. Since this data is generated by personal devices, it contains personally
identifiable information. Therefore, the city is anonymizing this data before releasing it lamihdo

civic, industry, and academic best practices and standards to ensure that transportation data is both secure
and usable.

(End Highlighy
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Policy 2
Operate in a manner where data are open and accessible by default
w Promote openness and transpardicgharing data in usdriendly and accessible formats for
community use and accountability

As we collect data to implement the plan and monitor progress we must operate in a manner thatis open
and transparent. This means the data we collect shouldtipgeda be made available to the public atthe

same time. In fact, due to laws like the Freedom of Information Act, most government data that is not
subject to valid privacy, security, or privilege limitations is public data by law, and therefore should be
made open and made available for others to use.

Through open data, community members are empowered with more information and can be active
participants in the decisiemaking process. This practice of publishing open data also allows

governments to shavehat they are doing, which helps to build trust through transparency. In order to

build a more trusting, collaborative, decisimaking process, we must take steps to proactively share
information. There are many ways to share data openly, whethdwibugh the Austin Open Data Portal

or some other online platform. These online data portals provide easy access to open data and information
about our city government . Open data that can be
been angked and information that has been analyzed, processed, organized, structured or presentedin a
given context and consists of things like reports, charts, and other documents. We must strive to share

both raw and processed data openly.

A We e nc o wsechpydic dath thattbe City of Austin has published to spark innovation, promote

public collaboration, increase goveAoDmennhosr ®@pe pec
Data Portal
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Polcy 3
Use data to make informedkcisions
w Proactively collect and consider qualty data to prioritize, implement, and evaluate transportation
programs and infrastructure projects

Implementation of the plan is guided by policy, but is informed by data. We must continue to collect and
consider quality data to prioritize and implement transportation programs and infrastructure projects.
Proactively collecting data before and after a program or project is implemented wil also allow us to
better evaluate its effectiveness. Using data tiyvelbservations and instincts will allow us to develop

a deeper understanding of issues and clearly communicate them to the community. This approach to
making informed decisions also further builds trust through transparency.

By developing and investinp a more robust data collection and analysis process, the City will be

better positioned to make informed decisions. Throughout the implementation of the plan there wil be
a need to collect many different types of data, such as travel data from vegublesiransit ridership,

bicycle and pedestrian counts, and even survey data. This may include working with private entities
and data providers to access data the City cannot otherwise obtain. This information must be managed
in a sustainable, scalab#nd repeatable way and we must prepare to adapt to new technologies and
practices.

(Highlight)
Using Data to Improve Safety

Although it may look odd, every piece of color in the photo to the right represents the actual path

someone took to cross the irgection. Austin Transportation is partnering with the University of Texas
Center for Transportation Research to use the Cit
ke these in order to obtain data on dripexdestrian interactions atdyintersections.

The data collected from this project will provide new insights into where people are currently crossing the
street and how far out of their way they might be wiling to walk to use a safe crossing. This information
will help identify andprioritize locations where new infrastructure can help reduce risky pedestrian
behaviors, such as crossing fbidck on highspeed arterial roads. Longer term, this technology has the
potential to help identify where and how often near misses betweersdamd pedestrians are occurring

SO we can implement countermeasures to prevent crashes before they happen.

(End Highlight)
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Collaboration

To plan, build, operate, and maintain our transportation network, we must work with our local
communities,public agencies, and the private sector. Local, regional, state, and federal entities should
strive to collaboratively pursue mobilty improvement initiatives in ways that are seamless and
transparent between jurisdictions. We must be able to work teodetiard a common goal in order to
enhance the transportation network for the benefit of all users. These common goals must seek to benefit
the greater good, and we must be able to identify $@ort needs as we pursue ldegm goals. In order

to achievehese goals, we partner with commuiiggsed organizations, residents, neighborhood groups,
and businesses. Just as important are key partners, such as the Texas Department of Transportation
(TxDOT), Capital Area Metropolitan Planning Organization (CAMPC8ntral Texas Regional Mobility
Authority (CTRMA), Capital Area Council of Governments (CAPCOG), Capital Metropolitan
Transportation Authority (Capital Metro), Capital Area Rural Transportation System (CARTS), counties,
municipalities, universities, scbbdistricts, and others.

External agencies are key collaborators to improving our transportation network and, together with
internal City departments, make deyday operations and maintenance activities possible. While we
work to improve the sheraindlong-term outcomes of our transportation network we need to coordinate
our planning with others who use our streets for utilities, drainage, and other critical public services.
Alignment must be carried over into the construction and implementationneptidation infrastructure

and other capital improvement projects. Finally, we must work with the private sector to help us build
projects and improvements that enhance mobility and safety initiatives throughout Austin. Improving the
lives of all Austinites is the forefront of all collaborative efforts.

AThe City and Capital Metro need to work more effectively together to provide a more balanced/effective
transpor t aCommounity Mgmbdre m. 0
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Indicators and Targets

w

Increase thaumber of transportation projects, programs, and initiatives that are coordinated
across City of Austin departments

Increase the number of transportation projects, programs, and initiatives that are coordinated with
partner agencies

Increase the numbef transportation projects that are coordinated through-dejpii@rtmental
construction planning activities

Increase the number of partnerships with private development to contribute to transportation
improvements

Increase the number of City faciltiedfering multiple services
Increase the number of joint capital renewal and utility projects
Increase the number of lomtistance travel options into and out of Austin

Increase the number of opportuntties for art in the transportation network
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Policy 1
Collaborate with internal departments, regional partners, and outside agencies
w ldentify and pursue opportunities to strengthen local and regional policies, programs, and projects
through partnerships

Partnerships are mutuallyeneficial relationships with a commitment to a common goal. Collaboration
between TXDOT, CTRMA, Capital Metro, counties, school districts, and others must be used to improve
local and regional mobility for all. These relationships will result in morecefepolicies, programs,

and projects. For example, our work with CAMP O on the 2045 Regional Transportation Plan is critical to
our regionds shared success. We must strengthen c
system throughout Austin is proved. In addition to highways such a35 and MoPac/Loop 1, TxDOT

has jurisdiction over many important Austin roadways, including parts of Cesar Chavez Street, North
Lamar Boulevard, and South Congress Avenue. This makes coordinating with TXDOT amsragrd
projects across our transportation network especially important. Our continued partnership with Travis
County, to coordinate our transportation plans in our shared jurisdiction, wil be critical to those living

just outside of our city limits. This even more important with our growing affordability crisis as

individuals and famiies move further outside of Austin itself. We must also continue to strengthen our
partnership with Capital Metro to improve public transportation services operated stneais and, even
more importantly, to ensure higlapacity transit can be implemented. When spearheaded by multiple
groups, the initiatives laid out in this plan will not only improve the lives of Austinites, but everyone who
calls Central Texas home.

(Highlight)
[-35: Capital Area Corridor

The 35 Corridor Implementation Plan, developed by TxDOT in partnership with the City of Austin and
other regional transportation agencies, identifies projects that can be constructed to reduce congestion
within the1-35 Corridor and improve efficiency. These projects include:
0 Downtown Access Roadway and Riverside Interchange: This project would develop new access
ramps to and from downtown Austin with circulation and distribution lanes between Riverside
Drive andEast Cesar Chavez Street. This project allows for future transit and highway capacity
additions in the-B5 Corridor.

(@]

Ottorf, Stassney, and Wiliam Cannon Overpass and Interchange Replacements: These projects
would reconstruct frontage road access amddetctions at each of the arterials. Work may

include replacing the existing arterial overpasses, additigristructures, and other safety
improvements.

0 US 183 FullyDirectional Interchange Completion: This project would connect the north and east
ramppairs, providing direct access between Norddland US 183.

0 Regional Transportation Management Center a8l Integrated Corridor Management: This
project would include using new technologies that would initially focus on3seQorridor to
manage pek hour traffic flow, construction activities, crash and weathé&ted diversions, and
special event surges. Data from the new management center would provide actiortigle pre
and enroute traveler information; improved signalization and travelerrmidion systems on
surrounding, parallel, and feeder arterials are also included in the management center.
(End Highlight)
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(Highlight)
City of Austin Mobility Roles

Mobility in Austin is the responsibility of many different departments within the Citusitin
government.

(@]

Austin Transportation Department
3 Austin Transportation is responsible for general mobilty, including the planning,
operation and management of the Austin transportation network.

(@]

Aviation Department
3 Aviation is responsible fooverseeing AustiBergstrom International Airport, which
serves more than 14 milion passengers annually.

0 The Corridor Program Office
3 The Corridor Program Office was establishe
investments in major transportatioorridors funded by the 2016 Mobilty Bond.

0 Economic Development Department

3 Economic Development contributes to the implementation of mobility infrastructure
needs on small area and citywide plans, special planning inttiatives, redevelopment, and
specialzed economic development and policy inttiatives.

0 Fleet Services Department
3 Fleet Services manages and maintains the vehicles owned and operated by the City of
Austin.

0 Parks and Recreation Department
3 Parks and Recreation is responsible for pubdd development and management on City
parkland. These trails provide both recreational and mobilty benefits.

(@]

Planning and Zoning Department
3 Planning and Zoning develops and updates t
variety of small areglans including neighborhood plans, corridor plans, -spEific
master plans, and other plans.

0 Public Works Department
3 Public Works is responsible for the planning and establishment of use, design, and
construction standards for projects in the pubfitt of way and on City property. They
develop and implement the sidewalk and urban trail systems as well as the Safe Routes to
School program. They also maintain the City's network of roadways, bridges, sidewalks
and curb ramps.
(End Highlight)
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Policy 2
Synchronize transportation infrastructure projects with other public capital investments
w Coordinate with other infrastructure projects in the same locations early in the planning process to
increase cosgffectiveness and minimize disruptions in dwnmmunity

Transportatiofrelated capital investment and infrastructure projects are able to be completed in a

more timely and costffective manner if all groups are participating in an integrated design process.

An integrated desiggnonpreooc easnsd ngeeatntsi nfgd iaglgli ni nvol v e«
collaborative environment before a project begins. Different projects from different groups within the

City or its partners often happen in the same location, and being able to minimize thebaigithese

projects and the amount of disruption to our mobility is important. Doing so can also reduce overall
construction time. If we can synchronize planning, engineering, design, and construction processes from

the onset of project development, @an deliver a more sustainable product.

For example, if we are able to coordinate sidewalk improvements with drainage improvements on a
particular street, we can limit the time required for a closure by doing both types of improvements at
once. Prolongedobilty and other public infrastructurelated projects can lead to disruptions in the
community, such as anincrease in congestion and disruption to normal traffic patterns. Potential actions
which could limit financial, environmental, social, aimde-related disruptions might be lost if we do not
proactively work to synchronize projects through true collaboration.
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Polcy 3
Improve the transportation network through private development
w Seek opportunities to coordinate wéhd harness private capital investments to rehabiltate,
expand, and connect transportation infrastructure

We must work with private developers to harness opportunities to rehabiltate, expand, and connect
transportation infrastructure. We can achievearas a community if both the public and private sectors
contribute to improving our transportation network. Private facilties must connect to our larger, public
systems to ensure that people can easily move throughout our community using diffe reartdraomsp
modes. For example, sidewalks within a development must connect to our greater sidewalk system to
ensure that using a sidewalk is a safe and viable method of travel for people.

This coordination is critical to ensuring that growth pays for grothit will also result in improved

mobility, a bettetbuilt environment, and economic development for all. It is critical that this coordination
occurs throughout the development process, from site selection and feasibility, to early layout and design,
and especially while identifying transportation mitigation needs.

Incorporating private development into our transportation safely, smoothly, and conveniently is necessary
as our community grows. Private infrastructure cannot exist separately from Gurirngtdstructure.

Through the land development code and criteria manual update processes and street impact fee study, we
must work with the development community to create a clear understanding of what is required and
ensure that it is equitable, predible, and transparent.
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Policy 4
Colocate public services and facilties
0 Reduce mobility barriers to accessing opportunities and services by locating comprehensive
social services in one place

We can make it easier to access saealices by working with our partners. Mobility initiatives must be

planned and implemented in collaboration with social service initiatives. This makes it easier for those

who seek public assistance to receive what they need in order to access dpporiimatbenefits

of job assistance programs, education, childcare services, food assistance, public health services, and

other necesstties are realized only when these services are able to be accessed by those who need them

the most. Transportation bamsg whether they are physical, economic, or social, affect the ability of
individuals and families to be able to access our

Often, community members need to get to many different types of appointments and run several
differenttypes of errands in the same day. When our service providers are spread out geographically
across the city, rather than strategicallylazated, a person might only have the option to drive to get to
all the different locations by the time they needln.the other hand, docating services like libraries,
clinics, and food pantries together helps because people need to make fewer trips to access the social
services they need and to take advantage of various opportunities. We should coordinate énaadvanc
the planning and placement of these kinds of realkvice centers, so that they may be easily and safely
accessed by multiple modes. Doing this can help reduce barriers to accessing social services and also
offer people more transportation choicegedto the services they use.
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Polcy 5
Balance mobility needs with utility needs
0 Optimize mobility and utiity needs when planning for street cross sections and allocation of
space in the right of way and when operatingtrttiesportation network

Transportation infrastructure shares the right of
utilities, which are often buried beneath the ground or located overhead, must have enough space to

operate to their full anshfe capacity. Utiities operating within the right of way typically include

drinking water, reclaimed water, and wastewater, gas, and electric transmission infrastructure, along with
communication infrastructure provided by private entities. Our stregrddirectly affects where these

utiities are located.

The width of our pavement dictates the space where utilities are buried, and as we reallocate street
space above ground among different modes, it also is important to consider the utilties theneath

ground and how they can be accessed. Certain types of utilities require separation from one another,
which can have unintended impacts on street widths and limit the ability to place street trees and other
transportation infrastructure. We know thaédy-wide streets increase speeds, resulting in potential

safety risks. Although utiity separation standards may reduce utiity maintenance costs, they can
increase transportation costs and require speed management strategies. Mobilty and utiliggs needs,

well as social and environmental factors, should all be considered and allocated in a way that best serves
all Austinites.
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Polcy 6
Work with the community to incorporate public art and beautification into transporiatiagtructure

0 Reflect our community values and make places more inviting by incorporating public artinto the
transportation network

Artis animportant part of making streets great places. Transportation infrastructure, from signal
cabinets to streetspas, offers opportunities for public art and beautification that reflects our unique
neighborhoods and communities. By incorporating art and valuing aesthetics in the design of our
transportation infrastructure, we can strengthen our community and ceeateesof place. We can
also help to provide economic opportunity and recognition for local artists by displaying their work.

Art for transportation infrastructure must be chosen thoughtfully. It is important that we work with the
community to identify arand artists that are from, supported by, and reflective of that community. Art
can be empowering, and we want to use it to empower our local communities, in addition to beautifying
the infrastructure itself. We are proud that the City of Austin wagritenfiunicipality in Texas to make

a commitment to include works of art in public infrastructure projects, and we must continue to work
together to create visually appealing transportation infrastructure that reflects the important values and
unique naturef our communities and neighborhoods.
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Policy 7
Support interregional transportation options

0 Work with public and private partners to improve and expanddsignce travel options to and
from Austin

For many of us, when wtink of transportation, we think about how we are going to get to our school,
store, or workplace, which means we are probably imagining local transportation options like walking,
driving, taking public transportation, and bicycling. But lafistance trael options and solutions are

also important to consider in order to meet our community needs. Flying into or out of Bergjstrom
International Airport is one of the ways we venture outside of Austin. Taking a regional, state, or even
international bur train is another way that we travel long distances to see family and friends, take a
vacation, or make a worlelated trip. We can even choose to bicycle around Central Texas on our system
of trails and shared use paths.

Having multiple lonedistancetravel options can help reduce the need to own a personal vehicle. For
instance, if you can accomplish most all of your trips during a regular day in Austin without needing to
own a personal vehicle, but need a personal vehicle to travel to segadparents in Houston several
times a month, you could be able to reduce your transportation costs if there was an affordable and
reliable transportation option between the two cities. Supporting multimodabistagice travel options
can help us meetamy mobilty goals and assist us with connecting to our family and friends, and to all
the opportunities surrounding communities have to offer.

To support these longelistance types of trips and travel, we will need to work closely with partners

in boththe public and private sectors. We should be a leader for other governmental agencies and
municipalities when planning transportation infrastructure and services. We should also work to convene
and streamline private bus and passenger train options intxisting and planned mobilty hubs, so that
Austinites and visitors alike can conveniently transfer between local andidtagce travel.

(Highlight)

Railroads

Railroads serve important transportation functions. They move freight, bring travelemsdnot of the
region, and they offer a higtapacity, transportation mode. Additionally, many railroad rights of way

already exist, allowing us to create new multimodal opportunities more efficiently in space already
dedicated to mobility.

While railroads provide many benefits, they also pose challenges. Railroad tracks create barriers that can
separate neighborhoods. Where rairoads crossings on our roads and urban trails can be difficult and
dangerous intersections to navigate. Trains may also tramsaardous goods, and they can create noise

as they move through communtties.

Like all modes, we must balance the benefits and challenges that rairoads pose. We must continue to
improve connectivity across rairoad tracks, while also increasing ouectvity to them. We must

improve the safety of crossings and support nearby neighborhoods, whie we take advantage of the
opportunity to connect our community and economy to the greater state, national, and

international opportunities rairoads offer.

(End Highlight)
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Financial Strategies

Mobility funding comes from multiple sources. Typical sources include sagproved bonds, other

forms of debt, cash/operating transfers, grants, the development review process, and through partnership
with othertransportation agencies and the private sector. Our funding for infrastructure and its operations
and maintenance must be sustainable and must also be spent responsibly. Fiduciary responsibility is about
providing good value to taxpayers and making suaedarvices are supported by reliable revenue

streams in the future. Fiscaligsponsible planning, operations, and maintenance is important as mobility
infrastructure needs always outweigh available funding sources. We must act sustainably to realize the
vision and goals of the Austin Strategic Mobility Plan by finding ways to prioritize funding to ensure
spending best meets the mobilty needs across our community. Providing transparency on how programs
are prioritized, cost estimates that include ongapgrating and maintenance costs, and updates on

project status contribute to creating trust amongst citizens, city government and elected officials. We will
continue identifying paths to maximize our return on investments and utiizing new tools todvetdp gr

pay for growth in order to meet the needs of our community and our mobility goals. To be responsible
stewards of public resources we must continue to follow our financial policies and practices that have
given the City high bond ratings, and we musivigle proper accounting of the use of public funds for
transparency. A strategic approach to financial sustainabilty includes best matching funding sources and
opportunities with needs. In addition, the thoughtful funding towards completion-géfimiature

systems that make up the transportation network, as well as the improvement of existing systems, should
be considered.

fl believe there are ways we can fix traffic delays without a large financial investra&mmmunity
Member
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Indicators and Targets

w

Increase funding to implement high and waigh priority sidewalks, all ages and abilities
bicycle facilties, Tier | urban trails, transit enhancements, anddaigacity transit

o Complete all systems by 2039 or sooner
Increasdunding to implement transportation demand management strategies

Increase number of streets where preventative maintenance activities also improve multimodal
mobility and safety

Increase funding sources and essaring opportunities

Increase the accurg of mobility capital annual spending plans
0 Achieve being within 5% of spending plans every year
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Policy 1
Ensure longerm, viable funding models to plan, finance, and maintain the transportation network
w Identify andimplement sustainable funding strategies to supply, operate, and maintain
transportation assets and programs that meet

Sustainable funding models are reliable and consistent sources of funding that will not typicaily. run
Because different sources of funding may be used to construct mobilty infrastructure than are used

to operate or maintain it once it is built, it is important to identify methods to fund all of these aspects

of our transportation network. Construatiof mobilty infrastructure can, and typically does, rely on

bonds. Construction costs are definable, and because we know exactly how much money we should be
spending on a project it is reasonable to use a bond to cover those costs. However, cadefa tmnsi
should be made when seeking bonds to fund ongoing capital renewal of our infrastructure because as
we continue to build more infrastructure, the more we have to extend ourselves to keep up with capital
renewal needs. Itis reasonable, though tifleeu bond funding for critical needs for capital renewal or
reinvestment in aging infrastructure when the outcome would otherwise be detrimental to our safety and
mobility.

Additionally, operations and maintenance costs vary, and it is important thaynsoregularly allocated

to pay for routine maintenance. Adequately budgeting money for maintenance allows us to create and
fuffil our routine maintenance schedule, which will allow the infrastructure to achieve its fldfe.

It is critical thatwhen we plan to build new infrastructure that our operating budgets fuly account for the
operations and maintenance costs out into the future, including the ultimate need for capital renewal. In
order to make the most of our infrastructure, and maximigeredurn on investment, it is vital that we

plan for the continuation or expansion of successful programs that help us do that through outreach and
education. Providing transparency and stakeholder input in the prioritization of transportation investments
is key to establishing a sustainable funding model. We will continue to use traditional funding strategies
and explore other funding models that have the potential to help us meet our mobility goals.

(Highlight)
Street Impact Fees

Street Impact Fees (Sl are a ondime fee for new development that goes towards capital projects that
increase vehicle capacity. This is a transparent, equitable, and predictable method for growth to pay for
growth. The City of Austin is conducting a study to create a Strgeict Fee as an implementation tool

for the ASMP. SIFs go towards construction costs of capital improvements that are included in the
Roadway Capacity Plan (RCP), which is a subset of all projects in the ASMP. The RCP includes
improvements to roadways,@uas additional lanes, bridges, and other appurtenances of the roadway
(e.g., sidewalks, bicycle facilties, and lighting), and also includes improvements to intersections, such as
signals and turn lanes.

(End Highlight)

250



Policy 2
Operate in a fiscallyasponsible manner
w Be responsible stewards of public resources in the design, construction, operation, and
maintenance of the transportation network

We will continue to demonstrate financial stewardship by following the policies and practices that
haveearned the City our high bond ratings. We wil also strengthen formation, management, and
accountabilty around contracts and grants, and align resource allocation (i.e., time and money) with
mobility needs in ways that yield the greatestimpact in supparr mobility goals. Accountability

and transparency in project development and implementation is key to buiding and maintaining the
public trust and our ability to deliver our mobilty projects and programs. This requires appropriate Asset
Managemerstrategies to budget, finance, and deliver the needed infrastructure at the lowest possible
total cost to the public. Applying Asset Management principles is sound engineering and financial
practice for operating our transportation infrastructure. Algmrtig on the results of expenditures

and program activities will assist in tying the financial investment to the services that the community
experiences. This increases the understanding of how mobility investments and services impact the
community.
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(Highlight)
Definitions of funding sources

0

(@]

[@]3

Transportation User Fees: A fee assessed each month as part of the electricity bill to residents and
businesses based on traffic levels generated by each dwelling unit or businesstypiially
used for maintenance and repair of infrastructure.

Parking Management Fund: Money from parking pay stations, parking meters and the permitting
fees for taxicabs, chauffeur, and limousines go into the Parking Management Fund. These funds
arereinvested into the transportation network, with a focus on the downtown area. In addition to

parking upgrades, parking meter revenue also funds the Great Streets Intiative, wayfinding, and
downtown maintenance.

General Fund: The primary fund for caskerves of the city. Money in the General Fund is
unallocated and can be put towards different projects or programs. Only a small portion of
mobilty functions of the city are funded through General Fund.

Development Review Fees: Development revenue asespthe various permit, application, and

inspection fees associated with residential and commercial development. These fees are restrained
by a requirement of State |law that they not e:
which they are chged.

Use of Right of Way fees: Fees are assessed for the permission, inspection, coordination, and
review of all work occurring in the Cityds ricg
right of way fees -Stop€fhpprdé owhitheoCetrpgeesi@ne
ranging from public health to commercial development.

General Obligation Bonds: When voters consider bond propositions on an election ballot, they are
considering allowing the City to issue GO bonds. Ehamsnds give cities a tool to raise funds for

capital improvement projects, such as roads, bridges, bikeways and urban trails and parks, that are
otherwise not funded by City revenue. V@ugaproved GO bonds are repaid through property

taxes. The propertyax rate is composed of two parts: the Operations and Maintenance rate and

the debt service rate. The debt service rate is setin order to generate the revenue necessary to
make t he Cit y @GsppopedylehteWhersvotérsoapprovesond propositithe

City does not issue all of the debt immediately. Instead, debt issuances are spread out over several
years according to the annual spending needs of the bond program.

Revenue Bonds: Revenue bonds are repaid from a specific revenue sourcdoesiobt affect
the property tax rate.

Certificates of Obligation: A certificate of obligation (CO) is used to obtain quick financing for

real property and construction. COs are secured by the full faith and credit of the City and are
repaidoveraZea period. According to Texas state | a:
must be published in the local newspaper 30 days in advance. COs do not require voter approval
unless 5% of qualified voters sign a petition to put it on the ballot and wehi the City Clerk.

Grants: Grants are funds disbursed by one Paoften a government department, corporation,

foundation, or trugt to a recipient, which is often a nonprofit or government entity, educational

institution, a business or an individual. Most grants are mafdmdoa specific project and

require some | evel of compliance and reporting
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at a certain split, e.g. 80 in which the grant recipient provides 20% of total project cost and
receives a grant for the remiag 80%.

0 TaxIncrement Financing: Known as TIF, this is a method to use future gains in taxes to subsidize
current improvements, which are projected to create the conditions for projected tax gains. The
completion of a public or private project often resin anincrease in the value of surrounding

real estate, which generates additional tax revenue. The Waller Creek Tunnel project is an
example of a TIEunded project.

O«

Public Improvement Districts: A PID is a defined geographical area establispexvitie

specific types of improvements or maintenance within the area, which are financed by taxation of
the properties within the PID. PIDs are established through approval by City Council at the
request of members of the PID. PIDs can provide a medmsdservices and improvements to

meet community needs that could not otherwise be constructed. Examples include the Austin
Downtown Public Improvement District, created in 1993, and the South Congress Avenue PID.

O«

Public-private partnerships: These parstaps take many forms. These partnerships are
agreements between a private entity and the City where the private entity provides a service
typically provided by the City in exchange for any profits gained after providing the service and
fuffiling any addtional private obligations.

(End Highlight)
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Polcy 3
Consider the lifecycle costs of ownership when planning and budgeting transportation infrastructure
projects
w Use economic, engineering, community, and environmental consideratistiategically and
systematically assess the design, operation, and maintenance of transportation infrastructure

Infrastructure assets have difgcles that can span decades. In Austin, the estimated lifespan of a

streetis approximately 67 years. @tleat time, infrastructure is subject to heavy use, exposure to the
elements, and other factors that contribute to ar
must keep in mind the full cost of operating and maintaining this infrastructur¢heveng term.

Understanding lifecycle costs is crucial to making informed decisions regarding our infrastructure.
Municipalities often focus more on the intial costs incurred in buiding or acquiring infrastructure assets
than they do on the costsaferating and maintaining those assets. Initial costs may only capture a
fraction of the total costs associated with infrastructure; in some cases, these initial costs can represent
as little as 20 percent of total fgycle costs.

Life-cycle costnalysis considers initial construction costs, rehabiltation costs at different points of the
lifespan, and any salvage value of materials. It also considers the comparative costs of using different
material types to do the construction; depending omtterials used to construct streets, the initial

cost of construction may vary, as wil the frequency and cost of rehabiltation at various points of a

streetds |ifespan. Choosing one material over andc
However, the chosen material may hold up to more wear and tear and be less expensive to rehabilitate
over the streetods I|ifespan.

Historically, our Capital Improvement Program has been focused on restoring or replacing existing
infrastructure, a process kmo as capital renewal. The 2016 Mobilty Bond saw a focus on new
capacity instead. New capacity is important for our transportation network to support our developing
community, but it also requires increased capital renewal costs. When adding new capauoigf

keep in mind the full cost of operating and maintaining this infrastructure over the long term, and we
must make sure the costs for operating and maintaining infrastructure throughout s life cycle are
indexed to our capital investment.
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Policy 4
Allocate resources equitably across modes to achieve the goals of the ASMP
w Prioritize funding for mobility assets and programs equitably to close the gap in public resources
between modes and to support community goals

In order to achieve aifure where 50 percent of people use modes to get to work other than driving
alone, we must prioritize funding equitably to the modes that will have the greatest impact toward
achieving that outcome. Within the many individual transportation systemsatieem&any lowcost,
highrimpact improvements to local mobility that could be made to encourage people to walk, ride a
bicycle, or take transit. These levost improvements have been identified in our individual modal

plans and historically are fundédlividually because they are standalone improvements like building

a sidewalk or creating a bicycle lane. We must increase the funding of these individual transportation
systems to catch up with the amount of need identified and make significant ptograsstheir
completion.

In addition to these loweost, highimpact improvements, there are higloesst yet even greatémpact
improvements identified in this plan based on the results of integrating the individual transportation
system plans under oneraprehensive multimodal plan. Multiple overlapping system needs present
opportunities to combine improvements under a single comprehensive project. This approach to
combining multiple improvements under one corridor mobility project has been used onasur ma
corridors, where there are missing sidewalks, unsafe bicycle facilties, outdated signal infrastructure, and
inefficient transit service.

Starting in 2010, corridor mobility reports were
safety meds and identify a comprehensive list of improvements. Subsequently, more corridors have

been funded to be studied, and the improvements identified have begun to be funded for construction.

We must continue to study amaordordord toimpngve mobiltyme nt s a
safety, and connectivity for all modes of transportation.

At a larger geographic scale, we must continue to contribute to regional mobility needs, such as
improvements to Loop 360 to construct gradgarated intersaans that replace existing traffic

signals. These contributions to regional mobility, in the form of purchasing required right of way for
improvements or providing local matching funds, are often met with state or federal funds that help
accelerat@rojects that otherwise could be left unfunded for years. However, thesedugheegional

mobility improvements should not redirect funding that would otherwise go toward serving our local and
corridor mobility needs. This is why it is important to lexp new funding opportunities, such as a street
impact fee, to contribute to our regional needs.

As I magine Austin statyd, twansmpoetrthtild adkifdbiog k t
a network that moves people around the city andmeggmveniently and safely, with or without a car.

This includes partnering with Capital Metro and other transportation agencies to buid a complete public
transportation system, with higtapacity vehicles in dedicated transit pathways, that serves ibe reg

and core of Austin. Funding these systems equitably does not meancefurding equitably means

funding each system relative to its needs and the
share goals.
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Action Table

The Austin Strategic Mality Plan sets the 2@ear vision for our transportation network. As Austin
continues to grow, the plan wil be used to guide investment. On the following pages are action items that
we will take to realize the goals of the Austin Strategic Mobilty Plan

The Action Table is organized by the chapters and subchapters of the plan and includes 272 specific
actions to begin the implementation process. These actions range from programs to legislative or
regulatory changes, partnerships, process improveneapgal investments, and more. The list of
actions is not exhaustie the City, working with other agencies and the community, will continue day
to-day activities that also contribute to plan implementation.

As a complex, living documeditmeaning many afe actions contain multiple steps and processes
some actions in the plan may take years to progress from plan to implementation. The actions, as well
as the indicators found in each chapter, will serve as a framework for annual updates to report on our
progress.

While the City of Austin, and Austin Transportation specifically, will lead the implementation of many
capital investments and recommendations, some will occur through partnerships where other City
departments, transportation agencies, or publiprivate organizations wil lead, with the City
collaborating or supporting.

(Action Table on following pages)
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Prioritizing Our Safety

Safety Culture

Action Item 1

‘ Action ftem

Vision Zero leadership team

Description

Form amulti-disciplinary Vision Zero City leadership teal
to provide guidance and direction on priorities, including
subject matter experts to lead specific initiatives aroung
engineering, enforcement, education, communications,
data, evaluation, and policy.

Action ltem 2

Vision Zero curriculum

Develop and deliver Vision Zero curriculum in Gity
offered continuing education and new employee
orientation, lawenforcement training, media outreach a
other community engagement opportunities.

Action Item 3

Vision Zero key performance indicators

Align City of Austin Key Performance Indicators related
Vision Zero with safety policies and objectives outlined
the ASMP and the Cityéos

Action ltem 4

Large fleet safety

Encourage anidcentivize businesses and organizations
with large fleets, including vehicles for hire, to equip fleg
with telematics, provide the City with access to safety d
and disseminate training materials to educate drivers al
safe driving behaviors.

Action Item5

Police training enhancement

Enhance education of needs and safety considerations|
vulnerable transportation users within Police Training
Academy curriculum and annual continuing education.

Action Item 6

Designing for

Mobility and public safety strategies

Action ltem

Collaborate across departments to further strategies to
optimize mobility, transportation safety, and emergency
access, including fire apparatus design, street design
standards and connectivity, development review proces
improvements, newfire stations, andre.

Description

Safety

Action Item7

Transportation Criteria Manual

Update the Transportation CriteriaManual and other
relevant guidelines and manuals to minimize the potent
for conflicts between road users and prioritize safety of
vulnerable users.

Action Item 8

Engineering countermeasures on the Hig
Injury Network

Focus on reducing conflicts on the Higifjury Network
and at highrisk locations by systematically implementing
both major reconstruction and rapid ireplentation of
low- cost, highimpact engineering countermeasures.

Action Item 9

Speed management guidelines

Develop a comprehensive dataven approach to speed
management to evaluate systemwide speeds and makj
recommendations for reforming speed settirahodology,
implementing countermeasures to address streets with
documented speeding concerns, and adopting street de
guidelines that help achieve targeted operating speeds
systemwide.

Action Item 10

Schootspecific Safe Routes to School plg

Proactively develop Safe Routes to School plans for
individual schools.

Action Item 11

Safety guidelines for traffic signalization

Update relevant guidelines for datdormed intersection
and signal operations to minimize user conflicts and
prioritize tre safety of each mode.

Action Item 12

Visibility improvements

Enhance street, sidewalk and trail lighting citywide,
remove right ofway obstructions, and provide high
visibility signs and markings in high priority areas.

Action Item 13

Right turn on redestrictions

Analyze the systemicissues which leadto crashes,
including right turns onred, to determine appropriate
policy recommendations.
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Action Item 14

High-Injury Network

Update the HigHnjury Network on a regular basis to
inform planning and pridtization.

Action Item 15

\ Safe Behaviors
Action Item 16

Fire code street width requirements

‘ Action Item

Safetyeducation campaigns

Evaluate street clear width requirement in the fire code
emergency vehicleaccess to optimize safety forall stre
uses.

Description ‘

Implement education campaigns promoting transportati
safety culture and safe street design, as well as targete
campaigns around the top human behaviors which
contribute to serious injury and fatal crashes. Use survg
to gauge awarearss of transportation safety issues.

Action Item 17

Education inlieu of fine

Work with partnersto develop and provide an optional
education course for bicyclists and pedestrians cited fo
traffic violations to takein lieu of a fine.

Action Item 18

Integrate active transportation into driving
curriculum

Partner with entities teaching drivers education,
administering driving exams, and teaching defensive
driving to include information on walking, bicycling, and
transit.

Action Item 19

Efforts to reducéop traffic violations

Work with the community to identify methods to reduce
top trafficviolations that contribute to serious injury and
fatal crashes, focusing efforts on the Higiury Network,

while safeguarding against racial profiling and targeting

Action Item 20

Legislative safety efforts

‘ Managing Our Demand

Action Item21

‘ Action Item

Land Development Code update

Support legislative efforts to enable T exas cities to enay
policies which support Vision Zero, including, but not
limitedto, slower default speed limits and the local use |
automated enforcement systems.

Description

Update the land development code to:
-require a more compact and connected street network
-allowfor and incentivize transggupportive densities and
requirea mixture of land uses along the Transit Priority

Network

-allowfor missing middle housing types, including mixe
use infill development types.

Action Item 22

Corridor-based land use planning

Conduct corridotbased land use planning in parallel witf
corridor mobility planning and implementation to calibra
zoning and land development code requirements with
needs, constraints, and opportunities to create cohesivf
multimodal corridors, quality built environment, and
transitsupportive and contexgensitive density .

Action Item 23

High-Frequency Transit and Transit
Proximity Definitions

Clarify definition for highfrequency public transportation
as well asthe preferred travel shed distance for proxim
to public transportation to be used in city larsd and
transportation planning efforts.

Action Item 24

Placemaking construction

Identify necessary resources to carry out and maintain
placemaking and beautification opportunities including
partnering with private service providers.
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Action Item 25

\ Parking

Action Item 26

OpenStreets Events

‘ Action ltem

Land Development Code parking
requirements update

Create partnerships to organize open street events, like
Ciclovias, that will open the streets to people by closing
them tocars. These events are intended to highlight ho
streets can be safely used by its residents, encourage
healthy actities, and provide a free community event.

Description

Update the land development code to:

-allowfor and promote shared and-sffe parking and
remove barriers whetéey exist

-allowfor reduced or zero parking minimums
-encourage the unbundling of parking

-require parking structures, where they are necessary,
constructed to allowfor easy retrofitting to other land us
types

-increase electric vehicle "chargerady" parking
-increase parking for bicycles and shared micromobility
vehicles

Action Item 27

Parking management and pricing standaf

Update the Cityods parkin
standards and procedures to reflect the true cost of driv
and parking as well as support mode share goals.

Action Item 28

Districts

Parking and Transportation Management| |dentify and implement geographical Parking and

Transportation Management Districts in coordination wi
local business and neighborhood districts.

Action Item 29

Parking and active placemaking

Update parking policies to encourage active placemaki

Action Item 30

Curb Management
Action Item 31

Managed shared parking

Action ltem

Inventory curb uses

Explore opportunities to implement managed shared
parking with private garage owners.

Description

Inventory curb uses across the city.

Action Item 32

Curb management plan

Transportation
Demand

Management

Programming
Action Item 33

Action ltem

Citywide TDM plan

Update our curb management activities into a cohesive
citywide curb management plan that considers among
things, parking anttansportation management districts,
dynamic curb pricing, revenue implications, flexible cur
use, contexsensitive and ecologicalsupportive design,

wayfinding, and permitting.

Description

Draft andimplement a citywide TDM plan, similarto oth
modal plans, that will help identify specific inter
departmental and int@gency TDM strategies that suppg
the mobility plan goals. Include T DM strategiesmall
area plans, such asthe Austin Core Transportation Pla

Action Item 34

Endof-trip facilities

Establish and provide incentives and/or requirements f
endof-trip facilities in private developments and public
facilities including shortand longte'm parking for bicycle
and shared micromobility devices, shower and locker
facilities, and bicycle maintenance stands.

Action Item 35

T DM website

Develop a onstopshop transportation website for
residents, commuters, employers, institutions, and vssit
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Action Item 36

Trip-supportive tools

Increase the amount of trgupportive tools, such asreal
time transportation screens in buildings, transit arrival

times at bus stops, wayfinding, and trip planning servict
and apps.

Action Item 37

T DM monitoring and evaluation

Monitor TDM programs through both quantitative and
qualitative metrics. Collect baseline datato measure ne
and attitudes of transportation users. Measure the retur
investment in terms of mode shift, sustainability, livighil
and public health.

Action Item 38

Citywide employer TDM strategies

Create and implement various strategies foremployers
operatewithinthe city limits to encourage fewer drive
alone trips, especially during peak congested times.
Strategies camclude:

-telework and flextime encouragement policy,

-parking management strategies,

-areaspecific subsidized public transit,

-subsidized multimodal transportation packages citywid
by district,

-education on commuter program implementation,
-tailoredoutreach to newand relocating businesses to
provide support on howto change commuter pattems,
-incentive programs for bicycling, etc.

Action Item 39

Commuter benefits ordinance

Create and implement a commuter benefits ordinance |
requiring organizatins and businesses over a certain siz
offer commuter multimodal benefits. This ordinance col
also encourage or require a specific mode split commity
for companies.

Action Item 40

Transportation management association

Continue supporting Austinlgcal transportation
management association.

Action ltem41

Chapter 380 TDM strategies

Update regularly a list of strategies to provide employey
with information on key strategies to include in a commi
program to encourage fewer drive alone tripsstbolkit
will also inform Economic Development Department's
Chapter 380 policy.

Action ltem 42

Smart Trips program

Continue toimplement and expand the Smart Trips
program toinclude a newmover pilot programto educs
residents who have made a redéatchange and are opel
to updating their commuting habits. Incorporate an equi
lensto reduce financial barriers.

Action Item 43

School TDM program

Collaborate with schools to develop a comprehensive
school TDM program to reduce vehicle trips to amoaf
schools andreduce air pollution near schoals. Create
distribute collateral that can provide staff, parents, and
students with a better understanding of transportation
emissions and sustainable transportation options.
Encourage schools to fully sitlize public transit for
students and staff.

Action Item 44

School bus service

Work with schools to increase usage of school bus sery
for eligible students. Work with school districts and schq
to consider changes to eligibility criteria for schbab
service.
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Action Item 45

Visitor TDM coordination

Coordinate with key stakeholders (chambers of comme
tourism board, hotels, major conferences, major events
etc.) to ensure visitors are aware of sustainable
transportation options. Provide hotefslashorterm rental
sites with information and collateral materials to inform
guests of local transportation options.

Action Item 46

Special events TDM

Enforce the Special Events Ordinance and develop tailg
T DM programming for special events.

Action ltem 47

Inter-departmental collaboration and
integration of TDM policies

Identify key opportunities for collaboration and integrati
of TDM into City departmental policies and programs (€
Austin Energyods Green Buli
Office of Special Events, Real Estate Services, Econon
Development Department's Chapter 380 policy).

Action Item 48

Development reviewprocess and TDM

Encourage or require a specific mode split commitment]
newdevelopments or major changes ofland use. Rzeri
T DM strategies as the first choice for development proj
mitigation strategies. TDM strategies could be incentivij
in exchange fora density bonus or reduced parking
requirements.

Action Item 49

Regional TDM collaboration

Col |l abor at e regonta i DMplaeHddte
implement prioritized T DM strategies regionwide.

Action Item 50

Statewide TDM Policies

Support statdevel legislative actions such as highway
congestion management through TDM, statewide telew
policies, TDM as a constructi project requirement, etc.

Action Item51

Congestion pricing

Implement congestion pricing in regional centers as a
method of managing demand at peak travel times.

Action Item52

Barriers to multimodal transportation

Work with partners to develop apdomote discounted
passes for carshare, bikbare, scooteshare, and public
transit for lowincome community members. Expand
accessto the intemet and technology to enable equity i
of telecommuting, access to shared mobility services af
ride hailing, etc.

Action Item 53

Targeted TDM education and programmi

Develop targeted educational materials marketed to
Austinés most vulnerabl e
tailored oneonone education on transportation options {
historically underserveahd underrepresented
communities.

Action ltem 54

City employee commuter program

Continue toimplement and strengthen the City of Austi
employee commute program. Provide incentives to
employeesto reduce their driaéone trips. Provide
multimodal optns for midday trips to reduce the desire
bring a vehicle towork.

Action Item 55

Parking policies for City employees

Phase out the practice of providing free parking spaceg
City of Austin employees working in transith locations.
Develop andimplement a permanent parking cash
program for City buildings in areas with managed parkil

Action Item 56

City telework, flexible schedule, and
hoteling policy

Strengthen City of Austin policy to support teleworking
and provide employees with thpportunity to use shared
worksites (remote workstations) close to where employ
live. Provide employees with the technology to work
remotely. Where flexible schedules are allowed, encoul
employeesto consider compressed work weeks and wa
scheduleshat avoid the moming and evening peak
congestedtimes.
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Action Item57

| Shared Mobility

Action Item 58

City facility colocation

‘ Action Item

Shared mobility services usingmanaged
tolledlanes

Select City of Austin facilities and proactively develop
land assets in transich locations with the goals of

supporting multimodal commute optionsnsolidated City|
functions, and improved access for community membel|

Description

Seek regional recognition of registered private mass trg
vanpool/shuttle operators to access regional tolled and
managed lanes for free.

Action Item 59

Integrated transportation and payment
platform

Pursue regional integrated multimodal transportation ar,
payment platform, including a cell phone app and
integrated payment method, with options forthose with{
smartphones and the unbanked.

Action Item 60

Mobility hubs

Create multimodal mobility hubs, including paakdrides,
adjacent to transit stops to offer a variety of fiestd last
mile mobility options and a complete trip experience.
Incoporate communitgnowledge sharing and maintenar
programming.

Action Item61

Shared micromobility parking

Establish a shared micromobility and bicycle parking
program or fund a publiprivate partnership tprovide
appropriate parking spaces in the right ofway, at publig
facilities, transit stops, and on private property.

Action ltem 62

Bicycle and shared micromobility parking
transit stations and mobility hubs

Coordinatewith Capital Metro to provideastt and long
term parking for bicycles and shared micromobility devi
at all existing and proposed transit stations, existing an;
future parkandride lots, and rail stations. Prioritize highl
used transit facilities to include loftgrm covered and
secure parking for bicycles and shared micromobility
devices.

Action ltem 63

Expand shared micromobility systems

Support the expansion of shared micromobility systemg
including private services and bike share systems.

Action Item 64

‘Supplying Our Infrastru
Sidewalk System |Actiontem — Description

Construct all highand verypriority sidewalk segments

Action ltem 65

Carshare expansion

re

Sidewalk construction

Support the expansion of carshare and other innovative
sharing services in Austin, especially in and for-low
income communities and communities and neighborhog
with lowvehicleownership rates. Prioritize electric
vehicles with low ownership costs andaemissions.

and address ADA barriers and gaps in the sidewalk sys
according to th&idewalk Plan/ADA Transition Plan.

Action Item 66

Land Development Code sidewalks upda

Update land development code per recommendations if
Appendix | of the Sidewalk Plan/ ADAT ransition Plan t(
ensure development adequately addresses sidewalks g
doesot create newgaps in the sidewalk system.

Action Item 67

Neighborhood shared streets pilot

Pilot a Neighborhood Shared Streets Program to evaluj
alternative strategies for safe and cost effective pedest
access.

Action Item 68

Council Membesidewalk prioritization
input

Develop a transparent system for working with Council
Members to utilize their local knowedge and resources
one of the refining filters in selecting ne@rm potential
construction projects from thelist of very high dmigh
priority sidewalks identified in the prioritization process.
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Action Item 69

Vegetative obstruction removal program

Develop and implement an ongoing program to improvq
sidewalk functionality by promoting property owner
vegetation maintenancesponsibilities, enforcing
violations, and proactively managing public vegetation
obstructions. Include an appeasement approach for tha
who are unable to maintain vegetation due to cost or
physical or mental capabilities.

Action Item 70

Sidewalk condiibn assessment program

Implement ongoing sidewalk condition assessment.

Action ltem 71

\ Roadway System

Action ltem 72

Property owner maintenance responsibili

‘ Action tem

Prioritization for newroadways

Revise City Code to clarify the responsibility of property
owners for maintenance oftrees and vegetation above
adjacento sidewalks.

Description ‘

Develop a prioritization process for the design and
construction of newroadway connections and capacity
projects.

Action Item 73

Roadway capacitprojects

Develop projects that increase vehicle capacity on our
roadway system at strategic locations to manage
congestion, faciltate emergency response, and provide
connectivity.

Action ltem 74

Vehicle Priority Network improvements

Identify and create prioritization process for operational
improvements along the Vehicle Priority Network.

Action Item 75

Managed lanes

Advocate for and support managed lanes on existing al
new highways. Support free access to those facilities fd
public transportation tmcrease the carrying capacity of
the highway system.

Action ltem 76

Quick-build street design projects

Use temporary and lowost implementation of newstree
design features as needed to test and demonstrate hoy
space could be used differentlygccommodate all modes
safely.

Action ltem 77

Regional highway improvements

Collaborate with TXxDOT, CTRMA, CMTA, and other
agencies on highway improvement projects.

Action Item 78

Capital project delivery

Expandthe capital project delivery capabilioéshe
Austin Transportation Department.

Action Item 79

Corridor mobility reports

Conduct corridor mobility reports on additional corridors
citywide. Prioritize corridors based on a variety of factol
(land use context, emerging developments, geographic|
equity, historical investment, safety needs, etc.).

Action Item 80

Regional evacuation study

Participate in a regional evacuation study to determine;
-evacuation routes and zones

-critical locations for transportation network improvemel
-strategies fomanaging evacuation demand, including
contraflowlanes

-information provision strategies during evacuations

Action Item 81

Neighborhood focused data collection

Develop a data collection effort to support the
implementation of traffic management strategithin and
around existing neighborhoods to mitigate disruptions
caused by changingtravel pattems and surrounding
roadway improvements.
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Public

Transportation
System

Action Item 82

Action ltem

Transitin the Transportation Criteria
Manual

Description

Update the transportation criteriamanual to include pul
transportation design criteria.

Action Item 83

Transit Enhancement Program

Develop Transit Enhancement Program guidelines and
strategies for transit enhancement treatments and whel
apply them.

Action Item 84

Implement neaterm transit priority
improvements

Implement neaterm transit priority improvements in
conjunctionwith regional public and private providers.

Action Item 85

Identify nearterm transit projects

Identify additional neaterm transit priority improvementg
and transisupportive projects through the T ransit
Enhancement Program.

Action Item 86

Project Connect Long Term Vision Plan

Partner with Capital Metro to plan for and implement th
Project Connect Long Term Vision Plan.

Action Item 87

Commuter public transportation service

Work with Capital Metro, CARTS, and TxDOT to expan|
and improve commuter public transportation service.

Action Item 88

Transit service changes

Partner with Capital Metro to plan for and implement
transit service changes.

Action Item 89

Transit stops and stations improvements

Partner with Capital Metro during the development revi
process to improve transit stops and stations and acce
these facilities.

Action Item 90

Last-mile mobility andransit information
together

Integrate lasmile mobility route and use information intd
Capital Metro transit route maps, signs, and routing apj
Integrate transit information into bicycle information
systems.

Action Item91

Improvements to transit eéiency

Work with Capital Metro and other partners to continue
increase the efficiency and capacity of transit service al
the Transit Priority Network and Commuter Rail using
strategies such as incremental increases in frequeney,
board fare paymeplevel boarding platforms, faside stop
placement, and higher capacity vehicles with rrddior
and leftside boarding to growtransit capacity, speed, a|
ridership.

Action Item 92

Transit stop siting

Work with Capital Metro to provide optimal sitifigr
transit stops including consolidating stops, achieving
optimal stop spacing, far side stop placement, and
availability of safe pedestrian crossings.

Action Item 93

Improved public transportation experiend

Work with Capital Metro and other partnecsinprove the
comfort and user experience along the Transit Priority
Network and commuter rail lines using strategies such §
enhanced transit stop amenities, shade trees, real time|
arrival information at transit stops, off board fare payme
quality roadvay pavement, and electrification of fleet.

Action Item 94

Bicycle System

Action Item 95

Pedestrian crossings at transit stops

Action ltem

Construct bicycle facilities

Implement contexsensitive bicycle facilities on the

Work with Capital Metro to provide safe pedestrian
crossings at all transit stops through stop location selec
and the modification or provision pédestrian crossing
safety treatments.

Description

Bicycle Priority Network through processes definedin t|
2014 Bicycle Plan.
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Action Item 96

Bicycle access and new connections

Evaluate opportunities for bicycle access and new
connections where barriers or gaps exist.

Action Item 97

Bicycle Priority Network access
management

Assess streets onthe Bicycle Priority Networkgfocess
management and other bicyclist safety measures.

Action Item 98

Bicycle wayfinding plan

Develop and implement a comprehensive citywide bicy
wayfinding system.

Action Item 99

Bicycle facility maintenance

Ensure that bicycle facilities aneaintained including
keeping pavement, physical barriers, markings, signagg
signal detection in good condition and free of debris anf
other impediments. Implement consistent maintenance
routines, especially for highsage bicycle routes.

Action Item 100

Parkingin bike lanes

Identify locations along the Bicycle Priority Network tha
do not have appropriate parking restriction signage and
implement signage to prevent parking in bicycle facilitig

Action Item 101

Enhance bicycle education

Enhanceicycling education within Police Training
Academy curriculum and annual continuing education.

Action Item 102

Funding for regional bicycle system

Develop regional interlocal funding mechanismsto ens|
proportionate and efficient funding of inteity bicycle
network.

Urban T rail System

Action Item 103

Construct urban trails

Implement Tier | urban trails and identify alignments an
designs for Tier Il urban trails according to the 2014 Url
Trails Plan.

Action Item 104

Urban trail access points andw
connections

Identify and build access points and new connections t(
urban trail system.

Action Item 105

Urban trail maintenance assessments

Complete condition assessments on all existing urban {
within the next 3 years to inform maintenaptanning.

Action Item 106

Ongoing urban trail maintenance budget

Create an operations and maintenance annual budget
dedicatedto urban trails to include dedicated stafftime
maintain functionality standards and contingency fundir]
for emergency repairs

Action Item 107

Urban trail wayfinding

Develop and implement a wayfinding plan for all existin
urban trails.

Action Item 108

Urban trails lighting plan

Develop and implement a lighting plan for all existing
urban trails and shared use paths.

Action ltem 109

Condition of

Infrastructure
Action Item 110

Placemaking opportunities on urban trailg

Action ltem

Asset management inventory

Create a comprehensive asset condition database ef C

Incorporate placemaking opportunities into existing and
future urban trail designs to attract Austinites of all aged
and abilities.

Description

owned or Citymaintained mobility assets.

Action ltem 111

Life-cycle costs

Evaluate and revise city standards to ensure capital prq
scoping includes lifeeycle costs.

Action Item 112

Vegetation removal process

Improve business processes for responding to vegetatit
removal requests within two weeks for Gaywmed
property.

Action Item 113

Climate change integration

Integrate climate change considerations into decision
making for capital investments and improvements deeig
making.

Action Item 114

Proactive maintenance schedules

Develop a proactive maintenance schedule for all
transportation infrastructure.
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Emerging Mobility

Action ltem

Description

Solutions
Action ltem 115

Encourage use of common technology
platforms

Update criteria and Requests for Proposals to encouraf
use of common technology platforms, rather than exclu
or proprietary platforms.

Action Item 116

Micromobility data sharing

Require thatlsared micromobility operators share data t|
assess their impact and integrate new services into the
City's transportation plans.

Action Item 117

Bike infrastructure as a place to allow
scooters and other emerging micromobili

Use bicycle infrastructuré particular the Bicycle Priority]
Network, to provide a safe place for scooters and other|
shared micromobility devices that do not exceed maxin
federal ebike power and speed limits and may be regulg
to lower thresholds through state and local redpha

Action Item 118

Automated driving outreach

Coordinate outreach and education programs on auton
driving vehicles with other public and private
organizations.

Action Item 119

Emerging mobility jobs taskforce

Create aregional task force for njelv training and
educational opportunities for developing newtechnolog
skills sets and retraining those with legacy occupations

Action Item 120

Connected vehicle data tracking

Set up processto track and analyze datagathered fron
connected vehicles.

Action Item121

Connected vehicle testing

Test Dedicated Short Range Communication (DSRC)
technology for vehicle to infrastructure (V21) and 5G V2]
and V21 for reciprocal safety messages and
communications effectiveness.

Action Item 122

Automated drivingesearch

Support local and regional research analyzing the potel
for self-parking vehicles, driverless vehicles, and other
future car models.

Action Item 123

Automated driving coordination

Work with leading cities and organizations to help craft
automated driving vehicle policies and practices in
accordance with Imagine Austin and other City plans.

Action Item 124

Action Item 125

Staff training for emerging mobility
solutions

Action ltem

Airport expansion

Ensure adequate training for staff to operate, implemer
and manage emerging mobilgglutions as they become
available and get incorporated into our transportation
network.

Description

Expandtheairport to address passenger growth and
continue connecting Central T exas to the wand,
alignment with the AustiBergstrom International Airport
2040 Plan.

Action ltem 126

High-frequency transit service to ABIA

Work with Capital Metro to expand highequency transit
service and connect higbapacity transit to Austin
Bergstrominternational Airport.

Action Item 127

New ground transportation center at ABIA

Explore a newground transportation centerto improve
access to the airport via public transportation and other
mobility services and connect to-site personal rapid
transitsystem.

Action ltem 128

Personal rapid transit system at ABIA

Explore a personal rapid transit system, or othertype o
circulator, to connect parking areas and pipkdrop off
pointstoterminal facilities.

Action Item 129

Shared mobility solutions &BIA

Develop orcampus shared mobility solutions (e.g.,
bikeshare, scooter share) for use by employees at Aust
Bergstrom International Airport.

Action Item 130

Wayfindingto ABIA

Collaborate with partners toimprove wayfinding to the
airport for multipe modes.

Action Item 131

Mobility option resources at ABIA

Provide information on mobility options through various
communication tools to passengers at Augtémgstrom
International Airport.
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Operating Our Transportation Network

Action Iltem Description

Transportation
Operations

Action Item 132 P edestrian crossing improvements Develop guidance, evaluate, and implement pedestrian
crossingimprovements, including leading pedestrian
intervals and pedestrian scrambles, at signalized
intersectionsiith high pedestrian volumes.

Action Item 133 Priority Network signals Develop guidance forand evaluate mapecific signals,

signal timing, signal phasing, and detectionalongthe
Priority Networks.

Action Item 134 Mobility violation enforcement Explore opportunities to expand enforcement of mobility
related violations such as illegal loading and unloading,
driving in transitonly lanes, blocking the box, etc.
Action Item 135 Inventory transportation signs Complete and maintain aninventory dfsigins and
markings that are part of our transportation network, an
use technology to maintain signs in riate.

Action Item 136 Oversize and overweight vehicles Set standards for oversize and overweight vehicles
traveling within City of Austin, andansider regulations o}
these vehicles.

Action Item 137 Specialty markings maintenance Develop inventories and maintenance criteria for all
speciality marking sand vertical delineation devices.

Action Item Description

Closures and

Detours

Action Item 138 Disruption minimization on Priority Establish and enforce criteria that limits closures and
Networks detours on the Vehicle, Transit, and Bicycle Priority
Networks.
Action Item 139 Multimodal temporary traffic controls Establish standards in the eventofistruction or street

closures, temporary traffic controls, and special events
affect transit routes, bicycle facilities, or urban trails tha|
maintain the quality, safety, directness, and comfort of {
existing facilities and routes.

Action Item140 Traffic control plan templates Create premade traffic control plan templates to facilita
closure and detour applications.

Action Item 141 Active work zone tool Develop and implement a tool that disseminatestnee
information about active work nes.

Action Item 142 Inspection patrol practices Update and implement inspection patrol practicesto
prioritize inspecting work zones according to mobility af
safety impacts.

Action Item 143 Advanced notifications Explore innovative notificatiorechniques to supply
advanced notification of closures and detours for all mg

Action Item 144 Work zone monitoring Enhance enforcement efforts around work zones within
right of way through the use of existing technology,
including the Mobility Maagement Center.

Action Item 145 OneStopShop Coordinate and consolidate permitting processesin a
Stop-Shop.

Action Item 146 Construction hour limitations Explore and evaluate the impacts of extending allowabl
hours for street maintenance amahstruction in the right of
way.

Action Item 147 Special events transportation planning Coordinatewith and encourage special eventsto have

sustainable modes and promote information of howto (
them toaccessthe event. T his may include valet bicycl
parking, temporary park andride lots, etc.
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‘ Goods Movement ‘ Action Item

Action Item 148

Local goods movement plan

Description ‘

Develop alocal goods movement plan to identify the
challenges and opportunities toimproving goods mover
in Austin, includindast-mile delivery solutions. As part 0]
alocal goods movement plan, conduct an hourly freigh
movement study. Establish freight network designationj
and criteria.

Action Item 149

Industrial land use siting

Identify transportation infrastructure assatsl other
criteria to inform the siting of industrial land uses,
warehousing, logistics, manufacturing, and other freight
intensive uses, especially in Imagine Austin Job Center,

Action Item 150

Freight planning organizations

Participate in regionabtate, and national organizations
focused on freight planning activities to inform local pla
and practices.

Action Item 151

Trucking industry collaboration

Collaborate with the trucking and logistics industry to sh
delivery vehicles off major transpation thoroughfares
and priority networks during peak times. Encourage the
of smaller vehicles for freight delivery and/or alternative
delivery methods such as bicycle delivery, remote deliv|
etc. within our most dense activity centers.

Action Item 152

Interregional transportation for freight

Increase interregional transportation options, such as h
capacity transit, to facilitate goods movement.

Action Item 153

Last-mile delivery assessment tool

Create an assessment tool fordamie deliverysolutions to
evaluate their efficiency, safety, access, and equity ben

Action ltem 154

Test and evaluate delivery robots

Issue a Request for Informationtotest delivery robots i
select neighborhoods to determine use rates and identi
infrastructre issues. Consider regulating size, weight, g
authorized locations of lastile delivery solutions to creat
citywide standards.

Action Item 155

Cargo and belly freight at ABIA

Expand cargo and belly freight facilities at Austin
Bergstrominternational Airport according to the adopted
Airport Planto meet growing needs.

Action Item 156

Non-radioactive hazardous materials routf Work with TXDOT to complete the neradioactive
hazardous materials route designation study andimple|
route @signations.

Protecting Our Health and Environment

Public Health

Action ltem 157

‘ Action Item

Establish baseline of healthy food and
physical activity assets and opportunities

Description

Support public health partners in establishing baseline {
of existing community assets (e.g., urban gardens,
community gardens, green space, trails, parks, etc.) an|
opportunties for healthy food and physical activity.

Action Item 158

Health Impact Assessment criteria

Develop criteria forwhere, when, and how tmduct
health impact assessments, and what criteria should bg
assessed.

Action Item 159

Walkability and bikability evaluations

Develop a method to evaluate pedestrian and bicycle I¢
of service. Conduct pedestrian and bicycle level of serv
evaluatioss early in mobility project design phase.

Action Item 160

Expand transportation options to healthca

Work with public and private transportation providers ar
public health partners to expand and enhance transpor
options (e.g., number of accessibihicles in the region,
variety of transportation options to healthcare) formem
of the community who have difficulty reliably traveling td
healthcare appointments.
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Action Item 161 Reduce unhealthy behaviors Work with public health partners and lamfercement to
advocate for measures to reduce unhealthy behaviors,
including binge drinking and impaired driving (e.g.,
restrictions on unlimited drink specials, enhance
enforcement of laws on alcohol sales to minors, etc.).

Action Item 162 Encouragemer®rograms Expand and connect existing physical activity
encouragement programs to encourage use of active
transportation infrastructure.

Action Item 163 Accessto food and markets Explore the opportunities to develop a Safe Routes to
Markets program and/aise the Food Environment
Analysis to inform transportation planning.

Action Item 164 CHAJ/CHIP participation Continue to participate and contribute to Austin/Travis

County Community Health Assessments and Communi
Health Improvement Planning (CHA/CHIP).

Air and Climate | Action ftem Description

Action Item 165 Reduce impacts of global warming Support policy changes to set incremental and-teng
goals to continue to make Austin theleading city in the
nation in the effort to reduce the negative impaétgobal
warming.

Action Item 166 TERM implementation Reduce emissions by improving the efficiency of the
transportation network by implementing transportation
emission reduction measures (TERMSs) such as interse|
improvements, traffic signalynchronization
improvements, bicycle and pedestrian facilities, high
occupancy vehicle lanes, major traffic flowimprovemen
park andride lots, intelligent transportation system (ITS
andtransit projects.

Action Item 167 Carbon footprint resources Promote programs forindividuals to manage their own
carbon footprint. Develop an interactive website where
residents and employers can monitor their greenhouse
emissions against others.

Action Item 168 Electric vehicle support Initiate public privatgartnerships that promote, market,
and provide electric vehicle support. Expand current eff
and utilize these vehicles as a distributed storage
technology.

Action Item 169 Electric vehicle charging expansion Support growth of public and privatbarging station
deployments by offering rebates, operational support,
outreach, and special public charging rates toinclude
support of lowincome populations.

Action Item 170 EV360 Continue toleverage the residential electric vehicletimg
of-use rate jot "EV360" to develop lessons learned and
best practices for consideration in a wider-aii of this
service.

Action Item 171 Austin SHINES Completethe Austin SHINES project, which includes
assessing the value and business case for integrating
stationary distributed energy storage. Leverage findings
determine applicability to electric vehicle (EV) batteries

Action Item 172 External education and outreach to fleet | Perform education and outreach to fleet owners on how
owners conduct a businessaluation of fleet usage, including
operation and righsizing analysis, and identify which
incentives are available to replace older, higihmission
vehicles.

Action Item 173 City fleet access and size Explore opportunities to rigkdize the City'$leet and
update and improve criteria for when City employees
qualify for a City vehicle.
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Action Item 174 City fleet improvement Move towards a lightduty fleet, including electric and
alternative modes of transportation. Continue to increas
fleet fuel dficiency per existing fleet plans. Where
appropriate, continue to increase the purchase of alterr,
fuels and vehicles, such as E85, flex fuel, B20, propang
CNG, hybrid, and electric. Establish policies that prioriti
the use of vehicles and equipnbeith low nitrogen oxide
emission rates.

Action Item 175 City idling restrictions Enforce idling restriction policies for use of City of
Austindés vehicles, equip
Action Item 176 Vehicle replacement Seek funding to accelerateplacement of older, higher

emitting vehicles and equipment with newer, cleaner
vehicles and equipment, such as T exas Emission Redy
Plan (T ERP) grants. Update the Construction Emission
Toolkit for contractors and encourage contractors to usq
Tier 4construction equipment and 2010 and later truckg
any road construction projects.

Water and Action Item Description

Stormwater
Action item 177 Criteria manual coordination Update T ransportation Criteria Manual and other City
criteria manuals tminimize impacts to waterways throug
the use of appropriate transportation network design an
stormwater infrastructure, while balancing mobility neec

Action item 178 Water and mobility overlap analysis Study high priority mobility and watershed prablareas
to identify potential partnership opportunities to reach
mutually beneficial outcomes.

Action item 179 Water and mobility planning coordination| Establish a consistent process for effective reviewand
coordination between City departmergsponsible for
mobility and stormwater infrastructure projects to identi
opportunities for coordination in planning phases. Use t
process to proactively identify technical challenges for
code compliance and potential opportunities for
partnership.

Action item 180 Permeable surface treatments Evaluate the use of permeable surface treatments to
promote theinfiltration and treatment of stormwater.

Land and Ecology| Action tem Description

Action Item 181 Environmental project checklist Formalizecurrent processes to evaluate and consider
environmental features in development of transportatiol
projects. Publish checklists for projects online to increa
transparency.

Action Item 182 Land preservation Establish criteria for transportation projeeisnclude
within their scopethe preservation ofland for offsite
pedestrian facilities, habitats, and open space.

Action Item 183 Native vegetation standards Create standards for City transportation projects to
incorporate vegetation, and especialyaloegetation, as
part of their scope and work with partner agencies to dd

same.

Action Item 184 Street tree survey and preservation Conduct a survey of street trees and develop tools to
preserve trees 2" and greater.

Action Item 185 Street trees Update guidelines to increase street tree requirements

during the development review process.

Action Item 186 Green streets Update the Land Development Code and related criteri
manuals to include Green Streets policies.
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Action Item 187

Cultural resourcést

Supporting Our Community

Action Item 188

‘ Action Item

Historic investment patterns analysis

Work with the community to compile and update a list o}
cultural resources in Austin.

Description

Evaluate historic resource investment disthvestment,
considering location and populations benefited/burdene
better understand future needs through an equity lens.

Action Item 189

Equity analysis zones

Identify a framework to designate geographic zones th4
will be used in analyzing theguity of programming,

project implementation, and engagement efforts related
transportation. The criteria should consider race, incom
carownership, educational attainment, housing tenure,
transit availability, language spoken athome, age, diga
status, and other factors to help focus efforts on historig
underrepresented and underserved communities.

Action Item 190

Austin history of mobility equity resourceq

Collaborate with community members to document pas
inequities, struggles, and tmphs related to transportatio|
and mobility, especially including moments that affecteq
communities of color, lovincome communities, and
people with disabilities.

Action Item 191

Institutional racism memo

Produce a memo from the City Manageknowiedging
racist and inequitable transportation policies of the past
(and present) and calling for all City officials and
employeesto joinin a commitment to educate themsely
andto begin immediately to do their part to deliver
meaningful change.

Action Item 192

Single equity point of contact for Mobility
Outcome

Establish a single point of contact within the Mobility
Outcome to identify equity priorities and evaluate the
effectiveness of community engagement efforts.
Participating departments shduhaintain consistent
communication with the single point of contact and be-t
way conduits for information.

Action Item 193

Equity Assessment Tool in transportation
projects

Update or expand the Equity Assessment Tool to bette
address infrastructure gects, including addressing capit
renewal needs, criticality, and risk and incorporate the |
into transportation planning and projects.

Action Item 194

Mobility equity training for City employee

Develop mobility equity training for City of Austin
employees. Require all mobility outcome department
employees complete the training.

Action ltem 195

Workforce inclusion goals

Embed local workforce inclusion goals into the scopes {
transportation projects, with an emphasis on historically
underserved ahunderrepresented communities.

Action Item 196

Affordability

Action Item 197

Transportation workforce training prograr

‘ Action Item

Land Development Code affordability
updates

Create transportation workforce training programs and
internships, particularly for historically underserved and
underrepresented communities.

Description

Support Land Development Code changes that strengtl
SMART or other affordable housing incentive programsg
well as parking reductions for inconnestricted affordable
housing near or along transit corridors and sreedle
housing across Austin.
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Action Item 198

Affordability analysis tool

Develop an affordability analysis tool to conduct real es|
analysis that projects howmuch rents or property value
may go up du¢o major infrastructure investments.

Action Item 199

Affordable housing near transportation
infrastructure

Collaborate with partners to preserve and increase
affordable housing near major transportation investmer

Action Item 200

Market studies

Include market studies to analyze commercial affordabi
in the small area planning process.

Action Item 201

Landtrust

Support the development of a City land trust to develop
preserve affordable housing options, especially along tf
Transit PriorityNetwork and with access to other
multimodal systems.

Action Item 202

Infrastructure scoring reassessment

Update infrastructure scoring matrices used for
prioritization to include and reflect affordable housing.

Action Item 203

Free and lowcosttransportation tool

Create comprehensive, udeiendly resource connecting
community members with free or legost transportation t
services such as healthcare, workforce training, and
education. Promote awareness of existing free cidost
transportabn resources such as Drive a Senior or bulk
discounts for public transportation passes.

Action Item 204

Bulk discount public transit passes for loy
income residents

Advertise the bulk discount for public transit passes for
low-income residents, includirig multi-family residential
developments, to employers with manylowome
employees, andto service providers or organizations w
low-income clients or members.

Action Item 205

Affordable Parking Program

Continue the Affordable Parking program amcrease
outreach to potential participants to provide application
assistance.

Action Item 206

Austin Energy incentives

Develop tieins to Austin Energy electric transportation
incentive programs to ensure access for laneome
community members and rens.

Action Item 207

Accessibility
Action Item 208

Creatively subsidize transportation optior

Action ltem

Public collaboration

Explore creative ways to subsidize multimodal
transportation use, such as toll reductions for carpools
within managed lanes or lewost or free bicycle repairs
andtools.

Description

Ensure working groups, commissions, and public proce
related to mobility have representation for people with
mobility impairments.

Action Item 209

Accessible parking code revisions

Re-examine requirements for parking garage height
clearance, parking garages gate entrances, and spacin
siting of accessible parking spaces-eeate any revision:
alongside people with mobility impairments and people
who provide services to them.

Action Item 210

Above the bare minimum

Study incentive tools for City and private developers to
design accessible infrastructure to a more usable level
above the "bare minimum" required by federal law.

Action Item211

City project guidelines fawbstruction and
barrier removal

Encourage all City departments to develop policies
regarding their responsibility to remove accessibility
barriers within the scope of their projects.

Action Item 212

Accessible parking enforcement

Implement program to al@community enforcement of
accessible parking violations.
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Action Item 213

Accessible temporary traffic controls

Explore expanded guidelines and notification systems
specifically foraccessible closures and detours.

Action Item 214

Accessible ridehailing

Work with public and private operators to ensure that
transportation network companies operating in Austin
include accessible vehicles and are responsive to acce|
requests.

Action Item 215 MetroAccess Work with Cap Metro on updating MetroAccgsegram
to narrow pickup windows and expand coverage for
people who were previously served by MetroAccess bu
no longer served due to route changes.

Action Item216 DeafSpace design Implement DeafSpace practice and design in transporti

Public Interaction
Action Item 217

Action ltem

Online plan and performance

planning aad projects.
Description

Create an online platform containing the Austin Strateg|
Mobility Plan, including adopted policy, action items,
objectives, and multimodal street netwbakle. Include
performance measurements towards objectives and
interactive maps.

Action Item 218

Community organization partnership
guidelines

Establish guidelines for howthe City of Austin works wi
community organizations in mutually beneficial
partnerships.

Action Item 219

Improved 31-1response

Audit and analyze-3-1 calls related to transportation
issues, considering calls per capitain certain areas of
Austin. Coordinate toimprove service response time arj
outcomes for community members.

Action Item 220

Public Engagement Program

Create a Public Engagement Program to guide the Aus
Transportation Department and consult with other mobi
departments in proactively creating and maintaining-hig
quality, consistent relationships witbmmunity members
and improve communitynformed transportation
decisions.

Action Item 221

Reading level standards

Determine and set standards for thereading level ofwr
materials and other communication policies that increa
understanding. Updapminted and digital materials to
match these standards.

Action Item 222

Common SpanishHanguage vocabulary lis|

Work with Spaniskspeaking community members and
staff to identify a standard Spanish translation forcomn
mobility-related words anghrases to increase consisten
and comprehension of translated materials.

Action ltem 223

Community ambassadors

Implement community ambassadors to ensure culturally
relevant and languagappropriate mobility programming
combined with local neighborhoddowledge.

Action Item 224

Infrastructure encouragement and activat

Celebrate and activate newmultimodal infrastructure
through celebrations, events, and trainings through
partnership with schools, institutions, businesses, and
community groups.

Action ltem 225

Public initiatives focused on exploring
transportation options

Implementing Our Plan

Data
Action Item 226

‘ Action ltem
Setting ASMP benchmarks and targets

Promote and market educational campaigns like Mobilij
Month, Bike to Work Day, Dump the Pump Day, ATX
Detour Day, Ozone Action Days, and others.

Description

Gather current datato set benchmarks and targets for é
indicators within one year of plan adoption.
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Action Item 227

Demographic data

Develop standards for collecting azaialyzing
demographic data to ensure representative community
participation in transportation decisiomaking.

Action Item 228

Data collection and analysis

Expand mobility data collection and analysis capabilitie
support planning, programming, projdefivery, and
monitoring.

Action Item 229

Collect and publish multimodal data

Regularly collect, analyze, and publish local transportaf
data, including monitored counts, traffic violations and
incidents, and routing data for all modes of transportatig

Action Item 230

Data standards

Adopt standards for publishing open datathat consider
organization and privacy protections.

Action Item 231

Improve data sharing

Create a platform and process to better organize, analy
and share data, includiggospatial data and maps, acro
City departments and agencies.

Action ltem 232

Transportation datadashboards

Continue to use and expand new capacity, operations,
maintenance publifacing dashboards.

Action Item 233

Realtime transit data

Work with Capital Metro toimprove and share réiafe,
geographic data of routes and route segments includin(
travel timestoinform operational improvements,
transportation management, and customer experience.

Action ltem 234

‘ Collaboration

Action Item 235

Transportation

‘ Action tem

Transportation Criteria Manual

nda

Supportefforts to create a single point of access for
regional transportation dataand analytics, known as th{
Data Rodeo. T his twavay open data sharing portal will
improve howtransportation providers, including busine
and government entities, offer effecimobility.

Description

Coordinatewith City departments and external stakeho
to update the Transportation Criteria Manual.

Action Item 236

Land Development Code

Coordinatenith City departments and external stakeholc
to update transportatiorelated elements of the Land
Development Code.

Action Item 237

Interdepartmental collaboration

Continue to collaborate across City departments and
partneragencies on lommgngecapital improvements
planning, major intiatives and work programs, and long
range budgets.

Action Item 238

Travis County collaboration

Coordinate with Travis County on the implementation o
projects within our shared jurisdictions.

Action Item 239

CAMP Ocollaboration

Coordinate with CAMPO on updates to the Regional
Transportation Plan.

Action Item 240

TxDOT collaboration

Coordinatewith TxDOT on the Mobility 35 project and
other regional projects.

Action ltem 241

School and City partnerships

Increase Horts to collaborate with schools to educate arf
encourage walking, biking, taking public transit or schot
bus, and sharingridesto school for students and
employees. Collaborate with local nprofits that provide
transportation education programs.

Action Item 242

School siting agreements

Work with local schools and school districts to periodicd
reviewand reevaluate school site selection criteria to
include appropriate transportation demand and safety
considerations.
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Action Item 243

Transit colhboration

Continue to strengthen partnerships between the City o
Austin, Capital Metro, other area public transportation
providers, school districts, and other govemmental entif

Action ltem 244

Capital Metro collaboration

Coordinatewith Capitd¥letro on theimplementation of
the Project Connect Long T erm Vision Plan.

Action Item 245

Right of way preservation

Partner with our regional transportation partners and
jurisdictions to incrementally preserve and acquire right
way.

Action Item 246

Interregional transportation service

Support the development of dedicated pathways for
interregional transit service.

Action ltem 247

Interregional transportation terminals

Partner with private and public mass transportation
providers to identifyocations of shared interregional
terminals integrated with the T ransit Priority Network.

Action Item 248

Private development incentives

Incentivize the development community to implement
mobility enhancement projects and programs, beyond g
existing regirements.

Action ltem 249

Private "dig once" incentives

Explore ways to incentivize private sector collaboration
minimize disruptions in the right of way.

Action Item 250

Internal "dig once" opportunities

Continue toidentify ""dig once"d pportunities to ensure
that capital renewal projects including street maintenan
andrehabilitation, sidewalk repair, drainage, and renew
of wet and dry utilities are coordinated where possible t
minimize disruptions to the transportation network and
reduce costs.

Action Item 251

Co-location of services

Locate publiefacing support services together in a facili
or on the same site and prioritize connectivity to these
locations via all multimodal systems and priority networ|

Action Item 252

Scaling up Neighborhood Partnering
Program

Reviewthe Neighborhood Partnering Program, and sir|
communityled partnering programs, and the types of
mobility projects granted to maximize the use of these
programs as tools to achieve mobility goals.

Action Item 253

Signal cabinet art criteria

Establish criteria for creating public art on operational
mobility infrastructure, like traffic signal cabinets.

Action Item 254

Financial

Strategies
Action Item 255

Inter-local agreements

Action ltem

Project implementation plans

Develop an implementation plamilar to the State of

Create intefocal agreements with agencies and
organizationso share transportation management
technology, infrastructure and staff, and develop mutua|
agreed upon operating objectives.

Description

Texas process, which includes a leragnge unfunded plan
mid-range unfunded plan, and a/&ar funded planfor
roadway capacity projects.

Action Item 256

Private sectorinvestmentin transportatio

Conduct a comprehensive inventof existing City of
Austin development fees, requirements, and policies th
require private sector investments in transportation
infrastructure and analyze whether existing tools balan(
public and private investment and/or are supporting deg
develgpment pattemns.

Action Item 257

Budget alignment

Regularly evaluate budgets for alignment with desired
outcomes as defined by the Strategic Direction, this pla
and other related Citgdopted plans.
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Action Item 258

Annual mobility planning

Overlay modelans to discover opportunities to reduce
costs by coordinating projects, similar to the current Lo¢
Mobility Annual Plan process for the 2016 Mobility Bong

Action ltem 259

Local infrastructure funding

Identify barriers to local funding dfansportation
infrastructure and explore additional tools.

Action Item 260

Street Impact Fee

Implement a Street Impact Fee policy and program.

Action ltem 261

TUF funds for sidewalks

Prioritize and facilitate the use of Transportation User H
funds inmaintaining the sidewalk system.

Action Item 262

Funding for mobility infrastructure at trang
stations and mobility hubs

Partner with Capital Metro to pursue transit grant fundir]
to expand active transportation and shared micromobili
infrastructureéeding transit stations and mobility hubs.

Action ltem 263

Dedicated funding for TDM programs

Allocate and utilize transportation revenue and funding
make T DM programs selfustaining and provide greater
incentives in the future.

Action Item 264

Grant matchreserve fund

Establish a grant match reservefundto be available to
for the local match requirements of federal and state gr
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Acronyms
APTA: American Public Transportation Association

ASMP: Austin Strategic Mobility Plan

CAMPO: Capital Area Metropolitan Planning Organization

CAPCOG: Capital Area Council of Governments

Capital Metro: Capital Metropolitafiransportation Authority

CARTS: Capital Area Rural Transportation System

CTECC: Combined Transportation, Emergency, and Communications Center
CTRMA: Central Texas Regional Mobility Authority

DAA: Downtown Austin Alliance

FHWA: Federal Highway Administratio

FTA: Federal Transit Administration

HACA: Housing Authority of the City of Austin

HERO Program: Highway Emergency Response Operator Patrol Service Program
SRTS: Safe Routes to School

TxDOT: Texas Department of Transportation
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Glossary

2016 Mobility Bond; Approved in November 2016, this $720 million mobility bond package includes
funding for Regional Mobility Projects ($101M), Corridor Improvement Projects ($482M), and Local
Mobility Projects ($137M). The local projects are broken down iltewalks ($37.5M), safe routes to
school ($27.5M), urban trails ($26M), bikeways ($20M), fatality reduction strategies ($15M),
substandardstreet/capital renewal ($11M). This bond marks the largest-tinee investmentin Austin's
transportation network.

aaess managemenProactive management of vehicular access points to land parcels adjacent to
roadways to reduce conflicts between roadway users and improving roadway efficiency. Strategies
include driveway consolidations and center medians with desigreatedss points.

accesscontrolled; Type of roadway, typically higher speed, where access is limited and/or regulated for
safety and efficiency.

Americans with Disabilities Act (AlRA&ederal legislation passed in 1990 that prohibits discrimination
against gople with disabilities. The law made itillegal to discriminate against a person with disabilities
in terms of employment opportunities, access to transportation, public accommodations,
communications and government activities. The law prohibits privatpleyers, state and local
governments, employment agencies and labor unions from discriminating against people with
disabilities. The ADA guidelines were most recently updated in 2017.

Austin Metropolitan Area Transportation Plan (AMAJA&Jopted in 1995 ®ordinance, the 2025

AMATP policy document and roadway table guided transportation improvements and development
review and served as the transportation element of the comprehensive plan. The ASMP will replace the
AMATP.

automated driving vehiclesNew moor vehicle technology that increasingly transfers responsibility
from human drivers to computerized cars. There are varying levels of vehicle autonomy, ranging from
features such as cruise control to the potential full automation of vehicles that do goime any

human input.

bicycle facilitiesInfrastructure and provisions to accommodate or encourage bicycling, including on
street painted or protected bicycle lanes, dfireet paths, and parking and storage facilities.

Bicycle Priority NetworkA shortterm all ages and abilities network based on the 2014 Bicycle Plan. The
Network consists of connected, protected bicycle lanes, urban trails, and neighborhood bikeways.
Streets in the Bicycle Priority Network are prioritized for rteam all ages and abtles improvements.

Bus Rapid Transit (BRA highquality busbased transit system that delivers faster, more reliable

service through the provision of dedicated lanes, with bus lanes and stations typically aligned to the
center of the road, ofbboard fae collection, and more frequent operations. Because BRT contains
features similarto a light rail system, itis more reliable, convenient, and faster than regular bus service.

capacity; The number of people which can be carried by a mode of transportatioier given

conditions. One common measure of capacity is vehicles per hour through an intersection. Capacity in
transit operations is measured as the maximum number of passengers that can be carried past a single
pointon a fixed route, in agiven periofitime.
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capital renewat The planned rehabilitation and replacement of infrastructure assets to reach their
useful life.

carpook An arrangement between people to make aregular journey in a single vehicle, typically with
each person taking turns to devthe others to the destination.

carshare; A model of car rental primarily designed for short periods of time and shorter distance trips.
These services are attractive to customers who make only occasional use of a vehicle as well as others
who would likeoccasional access to a vehicle of adifferent type than they uséaddagy.

commuter rait; A passenger rail transportation service that primarily operates between a city center or
urban core to outer suburbs or other locations that draw large numbecsofmuters.

connected vehiclesA car or other vehicle that is equipped with Internet access, a 5G network, and
usually also with awireless local area network. This allows the car to share internet access and data with
other devices both inside and outsittee vehicle. Connected vehicles are a vital aspect of automated
driving vehicles as the vehicles will have to be connected with each other to share data, destinations,
and upcoming driving maneuvers to ensure the safety of riders. Connected vehicl&édare mansfer
important mobility data between vehicles and other infrastructure that allows the transportation

network to optimize movement, deal with service interruptions, or perform important safety tasks.

curb space The space along the curb frontagea street, which can be allocated for different uses,
such as parking, travel lanes, bicycle facilities, commercial loading, valet services, etc.

dedicated transit pathwaysSeparate lanes on the roadway that would allow the hogipacity vehicles
to move more quickly and efficiently.

dockless mobility Systems consisting of devices for rent, such as bicycles or scooters, that do not
require fixed docking stations for users to receive or return units. Payment typically occurs in the form
of a mobile phoe application.

drive-alone tripg A trip taken in a privatebpperated vehicle whose only occupant is the driver.

end-of-trip facilities; Amenities that support active transportation users during and at the end of their
trip, such as showers, parking, lockeoms, and bicycle repair stands.

extraterritorial jurisdiction (ET@)he unincorporated land located within a given distance (dependent
upon its population) of a city's municipal boundaries that is not within the city limits or the
extraterritorial jurisdiction of another city and is the territory where a city is authorized to annex land.

first-mile/last-mile mobility solutiong The short, but at times inconvenient, distance at the beginning
and end of a trip (typically on public transportation). Salus for first and lastmile portions of atrip
include walking and bicycling as well as emerging shared modes.

functionally acceptableA maintenance designation indicating that transportation facilities can be used
safely and comfortably for people oflalges and abilities.

gradeseparated intersectionsAn intersection where two transportation routes cross at different
heights. This allows the continued flow of vehicles as the routes cross each other, and can consist of a
mixture of roads, footpathsailways, canals, bridges, overpasses, tunnels, or a combination of facilities
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high-capacity public transportatioqiTransit that carries a larger volume of passengers using larger
vehicles and/or more frequent service than a standard fixed route bus systegh.capacity transit can
operate on exclusive rightsf-way such as a rail track or dedicated pathway. The main goal of high
capacity transit is to provide faster, more convenient, and more reliable service for alarger number of
passengers.

high-frequency public transportatiogTransit service that operates every 15 minutes (or more
frequently) throughout most of the day on weekdays and Saturdays, increasing reliability and improving
opportunities for riders by providing more rides throughout the day.

highway systergA network of controlleeaccess high speed roadways that connect across state borders
to form the National Highway System in the United States. Highways may be maintained by state
transportation agencies, regionally mobility authorities dbmunicipalities or federal agencies.

historically underserved and underrepresentgdommunities of people who have typically not been
included, equitably planned for or equitably engaged with during civic and cultural planning. These
communities often hae a lack of representation and face barriers to institutional power. While the
definition of these communities may be fluid, a roamprehensive list of historically underrepresented
or underserved communities generally includes people of color, peoptevefand moderateincome,
recentimmigrants, people with mobility impairments, youth, seniors, those struggling with mental
illness or homelessness, people with limited English proficiency, and LGBTQ+ individuals.

Imagine Austin Comprehensive Rtdime Qiy's comprehensive plan, adopted unanimously by Austin
City Council in 2012. The plan was created with input from thousands of Austinites and established a
community vision of a city of complete communities where all Austinites have access to the amenities
transportation, services, and opportunities that fulfill their material, social, and economic needs.

land development codeOrdinances enacted by City Council for the regulation of any aspect of
development and includes zoning, rezoning, permitted usekimg, special exception use, prohibited
use, planned development district, zoning district, overlay zoning district, subdivision, building
construction, or sign, landscape, land use, or similar regulations controlling the development or use of
land.

lightrailg! NI Af gl & GgAGK | af AIKG @2fdzyS¢eé GNIFFAO OF LI ¢
shared or exclusive rights of way, high or low platform loading, and roattirains or single cars

traveling on fixed rails. Light rail is usually efieepowered and is also known as light rail, streetcar,

trolley car, and tramway.

managed lanesA type of highway lane that is operated with a management scheme, such as lane use
restrictions or variable tolling, to optimize traffic flow, vehicle thropgh or both.

micromobilityg Any small, human or electrgowered transportation mode such as bikes)ikes,
scooters, escooters or any other small, lightweight vehicle thatis being used as a transportation
resource.
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mobility hulbg Locations where muiple transportation modes and services are available. These spaces
can be of different sizes and scales, ranging from alarge complex built around a park and ride facility to
a small shared area where dockless vehicles;ni@iéng spaces, and location wiending are available.
Mobility hubs often include additional amenities and uses such as concentration of employment,
housing, shopping, and/or recreation.

Mobility Management Center (MMGY he City of Austin's headquarters for monitoring and managing
traffic throughout the Austin area. The MMC is staffed seven days a week through peak travel times,
and may be staffed continuously through large events. From the MMC, engineers and technicians
monitor traffic patterns and adjust signal timing in responsg&affic needs. Crews may be dispatched
fromthe MMC as needed to respond to downed or malfunctioning traffic signals.

mode sharg The percentage of trips taken by each type of transportation. This statistic comes from the
US Censusinregards to a persgnismary mode of travel to work. For example, 74% of people in Austin
drive alone in a car, the mode share for driving alone is 74%.

placemaking The process of creating squares, plazas, parks, streets, and waterfronts that will attract
people because thesplaces are pleasurable or interesting.

Project Connect Long Term VisionRlark LJA G | f  at&nivisBripkan tb ceeytda higtapacity

public transportation network serving Austin and the Central Texas region. It focuses on providing short
term erhancements for its existing services while also investing in atemg high-capacity public
transportation system.

right of way Right of way has two definitions, one relating to the width of property, such as a street

including sidewalks; the other reiag to who has the right to proceed with their movement. More
ALISOAFTAOLE &8s 6KSY 68 GFf]1 lo2dai aGNBSG RSaAIYS ¢
of way to accommodate all modes, minimize cost, and efficiently manage roadwag. $jghen we talk

o2dzi Y2@Ay 3 LIS2LX S GKNRAzZAK 'y AYGSNESOGAZ2YS 6S )
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Roadway Capacity Plan (RCR)adway improvements whiaetould be eligible for funding through

{GNBSG LYLI OG0 cSSasx AyOftdzZRAYy3d LINRP2SOGa GKFEG | NB F
system based on growth projected over 10 years. The improvements include things like new road

alignments, road widenis, turning lanes, as well as intersection improvements, such as new signals

and roundabouts. The RCP is reflected in the ASMP and associated Street Network Table.

shareduse pathg Off-street transportation faciliies designed to be used safely and cotalbbe for
active transportation modes.

signal prioritg A tool to give special treatment to specific modes at an intersection. Signal priority helps
increase the amount of people who can move through an intersection during a single signal phase, and
can bea powerful tool to improve transportation network reliability and travel time. Signal priority can

be given to any transportation mode, butis often seen when pedestrians, bicycles, or transit vehicles
receive agreen signal before cars to enhance safethmovement through the intersection.
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current City of Austin requirements because they have pavement widths that are less than 24 feetand

typically la&k some curb and gutter, drainage, bicycle accommodations, and sidewalk infrastructure. The

2016 Mobility Bond provides preliminary engineering funding for nine substandard streets. These
improvements include reconstructing substandard streets to modeandards by adding curbs,

gutters, and facilities for pedestrians and bicycles. Improving substandard roadways adds additional
capacity, increases safety, and improves drainage.

temporary traffic controk; A process establishing awork zone or other temmppcdosure of a
transportation facility, providing related transportation management, and temporary street signage and
markings.

Transit Priority NetworgIncludes Capital Metro's higliequency service and planned expansions
identified in Connections 282and Project Connect. These corridors would carry the largest share of
transitriders. The focus of the Transit Priority Network is to implement transit priority treatments to
improve the speed, reliability, and efficiency of public transportation ard$sen the impact of
temporary right of way closures on transit service.

transit-only laneg Lanes often implemented in congested areas to help transit vehicles maintain an
efficient and reliable schedule. These lanes are marked and can be dedicatdthat slbf the day or
limited to peak traffic hours. Often sid@inning and may allow right turning for vehicles.

Transportation Criteria Manual (TCM)ne of the City's technical criteria manuals containing the
published rules guiding the design and opéwas of transportation infrastructure and facilities. The
TCM provides criteria referenced in the land development code and is available to the public.

Transportation Demand Management (TMhe application of strategies and policies to reduce travel
demand, or to redistribute this demand in space orin time. In transportation, as in any network,
managing demand can be a tirggficient and costeffective alternative to increasing capacity.

vehicle miles traveled (VM@A measure of the amount of travel fall vehicles in a geographicregion
over a given period of time, typically a oiyear period. This measure is used in transportation planning
for a variety of purposes.

Vehicle Priority NetworkComposed of the streets that are critical to the operatiohthe roadway
system and carry the most vehicular traffic. The focus of the Vehicle Priority Network is to improve
travel time reliability and to lessen the impact of temporary rigifitway closures on mobility.

Vision ZerqAn international movement thaispires to reduce the number of people who die or are
ASNRA2dzaf e Ay2dNBR Ay GNIFFAO ON}rakSa G2 1 SNRO
communitywide approach to reach this goal. It focuses on five core strategies: educatidneengg,
evaluation, enforcement, and policy.
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Street Network Table and Map

The Street Network Table and Map includes roads that are within the jurisdictional boundaries of the
City of Austin and is used to identify right of way dedication requiremeaésled to accommodate

future roadway conditions (referred to as Dedication of Right of Way in the Land Development Code).
These future roadway conditions are reflective of the recommended improvements in the ASMP. The
right of way widths in the table aredsed on crossection standards in the Transportation Criteria
alydzrf GKFG NBFSNBYyOS NRBIRgleéa o0& a[S@Sté¢ AyaidSti
widths are reflective of existing constraints to the built environment and the ability talbdaacquire

right of way for future improvements. The Street Network Table strives to minimize negative impacts of
expanding right of way for future mobility needs by maintaining the existing right of way or minimizing
the additional amount of right of waneeded. Where there are right of way constraints compared to

the ideal right of way, further study is required to prioritize design elements or determine ROW
acquisition. Right of way widths identified in the table are used as a starting point duritayithe
development process to establish proper building placement in respect to the location of the future
curb. Street Levels 2, 3, and 4 (collectors, minor arterials, and major arterials) identified in the Street
Network Map were evaluated for right of wa&onstraints and future requirements reflect the ideal

width or were adjusted to fit within a compact design. The right of way requirements for Level 2, 3, and
4 streets are included in the Street Network Table. Level 1 streets (local streets) werahgtted for

right of way constraints and are all required to be 50 feetin constrained conditions and 60 feetin
greenfield developments. The Street Network Table does not include specific right of way requirements
for roads fully within the jurisdictionfdhe Texas Department of Transportation (TxDOT). TxDOT
roadways include highways and freeways (Level 5), frontage roads (Level 4), and other TXDOT facilities
(Levels 2, 3, and 4) identified in the Street Network Map. The amount of right of way requived to
dedicated along these roadways will be with TXDOT at the time of development based on the most up to
date plans. Some roadways that are included in the Street Network Table that are also within the
jurisdiction of TXDOT are noted as such in the ROWaRescolumn and will require coordination with
TxDOT for future improvements and right of way requirements, including over and underpasses and
major urban roadways. Additionally, some roadways that are included in the table that are under the
jurisdictionof Travis County, within the City of Austin Extraterritorial Jurisdiction, or an adjacent
jurisdiction are noted as such in the ROW Remarks column and are only included for reference and
coordination opportunities. Please refer to Travis County or the ajppate jurisdiction for right of way
requirements.

A link to the Street Network Table and Street Network Map can be found at austintexas.gov/asmp
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Turn Lane Length (Distance to Driveway)

Level Urban Suburban
Level 2 205 feet 240 feet
Level 3 305feet 360 feet
Level 4 365 feet 430 feet
Turn Lane Width

Level 1 Level 2 Level 3 Level 4
Level 1 - - - -
Level 2 - +14 Feet +14 Feet +14 Feet
Level 3 - +14 Feet +14 Feet +14 Feet
Level 4 - +14 Feet +14 Feet +14 Feet

In addition to the right ofvay that is identified along the roadway in the Street Network Table,

additional travel lanes, righturn lanes, and lefturn pockets may be necessary based on more detailed

studies. Atintersections, additional right of way for Level 2 streets will eired to accommodate left

turn pockets at intersecting Level 2, 3, and 4 streets. Above is a matrix of additional right of way needed

to accommodate a righturn contained within the influence, also listed below. A more detailed study
can be completed tehorten the influence area or to determine that these improvements that would

require additional right of way are not necessary. For street segments with dedicated transit pathways,

additional right of way will be required to accommodate left turn laneslee they must be in line with

station locations as left turns within the pathway are prohibited.

Further, if onstreet parking is desired at the time of development additional right of way may also be
required if itwas not identified in the Street NetwkoTable.

Amendments to the Street Network Table and Map will be processed when right of way requirements
RSGFAfa RSGISNX¥YAYSR
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Engineer has the authority to make certain opegonal changes to a roadway within the right of way to

R dzNAR y :

improve safety and mobility and therefore, changes to the Street Network Table that do notimpact the

adopted right of way widths will be processed administratively. Any modifications that may ctienge

adopted right of way widths in the Street Network Table will be processed as formal amendments to the
plan, requiring City Council approval. These operational changes will follow the standard stakeholder
and project development process that is in piiaetin advance of any changes being implemented.
Changes to the roadway that include transit priority treatments and dedicated pathways will be
coordinated with Capital Metro.

285



Maps
All the maps included in the Austin Strategic Mobility Plan have beamteg in this appendix for ease
of reference and use.

Street Network Map The Street Network Map includes roads that are within the jurisdictional
boundaries of the City of Austin and is used to identify right of way dedication requirements
needed to acommodate future roadway conditions (referred to as Dedication of Right of Way
inthe Land Development Code). These future roadway conditions are reflected in the Street
Network Table.

HighInjury Network Map A detailed crash analysis of crashes 2013 to 2017 was used to
identify the CombinedHigh y 2 dzZNE b S8 2N] 6KAOK Ay Of dzZRSa 2dza i
but contains nearly 70% of all serious injury or fatal crashes for all modes.

Imagine Austin Growth Concept and Transit Priority Netvixak- The Imagine Austin Growth
Conceptis supported by the Transit Priority Network, linking land use with transportation. By
providing fast, reliable, and efficient transit options along these Imagine Austin Activity
Corridors and into our Activity Cears we will be able to promote infill and redevelopmentin
these desired locations. This linkage should reduce per capita car use and increase walking,
bicycling, and transit use.

Sidewalk Prioritization MapPrioritization rankings are intended as a tém allocate limited City

of Austin sidewalk resources; just because a particular section of sidewalk is ranked as alower
priority does not mean itis not a necessary component of acomplete pedestrian network.
Consistent with City of Austin Completeegts policies, all private and public development,
redevelopment, and capital improvement projects should include ADA compliant sidewalks (or
urban trails where appropriate) along the full length of every roadway.

Roadway Capacity MafX he roadway capdui projects map offers a vision of the possible
projects the City may pursue in the next 20 years based on a variety of factors, including the
evolving needs of the transportation network, engineering analysis, public input, and available
funding. Some oivhat is shown in the map is already in process and may be either fully or
partially funded. Other recommended improvements would require further analysis, funding,
and a publicinput process to be developed and constructed.

Public Transportation System RlaSupporting our public transportation partners, Capital

Metro and CARTS, and enhancing services are crucial to creating an experience that attracts and
retains riders. A complete public transportation system of higpacity transit operating in

dedicaked pathways, higifrequency service with transit priority treatments, and commuter and
local service supported by Mobility Hubs are identified in the map.

Bicycle System MaA highquality bicycle system creates a safe and comfortable experience
for cyclists of all ages and abilities and supports different types of trips. All ages and abilities
bicycle facilities include a range of facilities that are appropriate to the type of street, ranging
from Protected Bicycle Lanes, Buffered Bicycle Lanest Quieets, and Bicycle Lanes.
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Urban Trail System Maf¥he urban trail system is a transportation asset that offers many
recreational, mobility, and environmental uses and benefits for our community. The Urban Trail
Plan identified 47 miles of Tier | unb&rails for transportation and recreation purposes, and

they connect significant and dense populations of people. Tier Il trails are urban trails that have
beenidentified during previous planning processes. Most Tier Il trail alignments are still
concepual in nature, although some have been constructed through-sbsire or development
opportunities.
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List of Attached Plans
Previously developed and adopted modal plans were integrated in the development of the Austin
Strategidvobility Plan. The following mobility related plans are attached to and included in the ASMP.

City Council Adopted Plans
Bicycle Plan (formerly the Bicycle Master Plan)
Sidewalk Plan/ADA Transition Plan (formerly the Sidewalk Master Plan/ADA Transition Pla
Urban Trails Plan (formerly the Urban Trails Master Plan)
Vision Zero Action Plan

Department Plans
Pedestrian Action Plan
Smart Mobility Roadmap
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Chapter 380 Strategies
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more commonly known) incentivizes businesses to locate, grow, and hire within Austin. The new vision
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community challengesThe policy includes support for small businesses, incentives for employers

seeking to hire socieconomically disadvantaged individuals, and recruiting external businesses that

provide community benefits beyond jobs, including transportation. The stragag the table here

provide employers with information on key strategies to include in acommuter program to encourage

fewerdrive alone trips in order to participate in the Chapter 380 PerformaBaesed Contracts Policy

program.

Chapter 380 TDM Strategs

Strategy

Definition

Transportation Information for New Employees

Develop new employee transportation information,
which includes butis not

limited to transportation options tailored to the
specific office location in all employee handbooks ali
presented as partof new employee orientation, ene
on-one commute route planning assistance for new
employees, and information provided on company
website, in the break rooms, andininternal
newsletters.

Transportation Information Continued Education

Provide continued education on transportation
information with employees. This includes, butis no
limited to, installing reatime transportation

screens in building lobbies, providing information
online and in company newsletters, providing eorwe
one mmmute route planning assistance,

participating in events like Biketo Work Day, hostin|
public transit outings, and gamifying sustainable
commuting.

Membership in Local Transportation Management
Association

Join a local transportation management assoioiat
Employers who actively participate in their local
transportation management association have
opportunities to develop strong commute programs,
as well as connect to neighboring businesses to she
knowledge and collaborate on strategies.

Transportaton Coordinators on Staff

Dedicate a staff member on siteto coordinate
programming, encourage employees to utilize
transportation options, and be a transportation
resource.
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Parking Casfout Programs

Create a parking casbut program, which provides
employees the option of receiving cash to give up
their parking space.

Priced Parking

Price employee parking. Discuss with employers the
free parkingis one the biggest motivators to drive to
work and also hides the true cost of driving and
parking. Requiringmployees to pay for parking,
coupled with education and incentives to try other
modes may make a big positive impactin how
employees commute.

EmployerBased Transit Benefits Program

Create a transitbenefit programs (either pteex or
partial to full susidies) thatwill encourage employee
to use public transportation.

Active Transportation Support

Support employees who walk and bike to work by
providing subsidies on walking shoes or bicycling
equipment. Provide education programs on how

to bicycle anditilize shared mobility options.

EmployerBased Rideshare Programs

Implement ridesharing programs for employees whc
do not live closeto work or near transit options, but
can carpool or vanpool. Employers can follow the
example of the City of Austin Iprovidingincentives,
assistance, and preferential parking for rideshare.

EmployerBased Telework Program

Create a telework program that allows employees tc
work from home, at a different office, or ataco
working space.

Flexible and compressed woskhedules program

Allow for flexible and compressed work schedules (¢
working four 18hour days and having one day off) tg
encourage travel outside of the peak congested
periods and/or to reduce car trips.

Working While Commuting

Allow employees tcstart their work day when they
starttheir commute, e.g. if employees can use-KVi
on a bus, train, or vanpool to begin working during
their commute.

Incentives/Gamification

Provide monetary or noimonetary (e.g. prizes,
vacation time) incentives or orgéze a competition for,
sustainable commuting.

Emergency Ride Home Programs

Provide employees with information on the regional
Emergency Ride Home programs, and also considg
developing aninternal emergency ride home progra
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OnSite Amenities

Provide m-site amenities that allow employees to
juggle priorities, as well as run mithy errands,

without needing to bring a vehicleto work. These
amenities and services may includesite daycare,
food options, dry cleaning, gym, showers and lockel
bike mechanic, etc.

EmployerBased Shuttle

Offer an employee shuttle if office is not located in a
transitrich environment. The shuttle could be for the
entire employee commute, oras a

lastmile connection to a popular transitline or
mobility hub.

291



