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1
Introduction

The purpose of this report is to present a preliminary operations plan for the Cross-County
MetroLink Extension Segment |. These operations apply to the candidate alternatives' identified for
conceptual design.

The operations plan addresses two primary topics: (1) the transit services to be provided aong the
new MetroLink line aswell as other services supporting thistransit line, including modifications and
additions to the Bi-State Development Agency (BSDA) bus route; and (2) traffic management
associated with the at-grade alternatives and station access.

NEXT
PREVIOUS
BACK TO TOC

! Candidate Alternatives as adopted by the East-West Gateway Coordinating Council, 10/28/98.
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2
Operating Parameters

Asaframework for the operating plan, aseries of operating parameters have been identified. These
represent certain key policies, standards, and assumptions concerning the performance of this
proposed MetroLink extension.

Operating Speeds

The operations goa for MetroLink is to provide attractive, reliable and efficient service. These
qualitieswould have benefitsfor both the customer and the operating agency. A key attributein this
regard is operating speed. For the customer, travel timeswould be low (i.e., speeds high). For the
agency, safe high speeds would achieve efficiency (number of trips per hour per vehicle) for the
service.

The MetroLink system is designed to operate at speeds up to 55 miles per hour. Achievement of
such speed will be controlled by track alignment, gradients, stops, and operating environment.

Specificaly:

1. Thetrain line will operate within two different environments:
a. grade-separated
b. shared public right-of-way

2. Under grade-separated conditions, the operating speed will be controlled by normal operating
rules established by BSDA. Speeds will conform to safe operating levels consistent with the
horizontal and vertical curvature of the alignment. Within these constraints, speedsup to 55 mph
are possible. Approaches to and departures from stations will be governed by maximum
deceleration and acceleration rates of 3 mph/sec.

3. Under shared public right-of-way conditions, the tracks will be operated as a reserved space for
MetroLink trains only, i.e., no longitudinal or mixed travel by other traffic aong the tracks.
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However, traffic will be permitted to crossover the tracks at various dedicated locations such as
intersections, land-use access drives, and parking access.

Within this environment, train speeds will be governed by the speed limit established for the given
road in which tracks are located and by the operation of the traffic signal system. The latter will be
operated in a fashion to either provide signal priority or pre-emption.

Train speeds in this operating environment will not exceed 45 mph. Again, speed will be further
constrained by track alignment and station stops.

L oad Factors, Service Hours and Fare Policy

Other key characteristics of the operating framework include load factors, service hours, and fare
policy.

1. Load Factors
For MetroLink, the load factor will be 125% of seated capacity (AW2 - 72 seated, 90 standing).
For bus service, express bus routeswould have a 100% load factor whilelocal routeswould have
a 125% of seated capacity factor.

2. Service Hours
The service hours will be the same as currently provided by MetroLink, i.e., from 5:00 A.M. to
12:40 A.M. Local busservicewould operatefor 21 hoursfrom4:30 A.M. to 1:30A.M.; express
buses would operate for asix hour period 6:00 A.M. to 9:00 A.M. and 3:00 P.M. to 6:00 P.M.

3. Fare Policy
BSDA plans to engage a consultant to examine their current fare policy and determine a fare
policy for future operations.

Traffic Level of Service Standards

Because of the potential design concepts that include shared use of public right-of-way, the quality
of traffic flow on the street system in the vicinity of MetroLink tracksis an important consideration.
The relationship to traffic flows occurs in two types of situations:

1. Coordinated trafficflow inwhich MetroLink trains operate along public streets, in reserved right-
of-way, and through intersections of arterial streets.



2. Bus, park-n-ride, kiss-n-ride access to MetroLink Stations involves new traffic generation and
new or changed use of the street system.

For both situations, the traffic level of service standard would be LOS D, as defined by the Highway
Capacity Manual (See Table 1).



TABLE 1

Level of service for signalized intersectionsis defined in terms of delay, which is a measure of driver discomfort and frustration,
fuel consumption, and lost travel time. Specifically, level-of-service (LOS) criteriaare stated in terms of the average stopped delay
per vehicle for a 15-minute analysis period. The criteriaare given in Table listed below. Delay may be measured in the field or
estimated using procedure presented | ater inthischapter. Delay isacomplex measure and isdependent upon anumber of variables,
including the quality of progression, the cycle length, the green ratio, and the vic ratio for the lane group in question.

LOSA describes operationswith very low delay, up to 5 sec per vehicle. Thislevel of service occurswhen progression isextremely
favorable and most vehiclesarrive during the green phase. Most vehiclesdo not stop at all. Short cyclelengths may al so contribute
to low delay.

LOS B describes operations with delay greater than 5 and up to 15 seconds per vehicle. This level generally occurs with good
progression, short cycle lengths, or both. More vehicles stop than with LOS A, causing higher levels of average delay.

LEVEL-OF-SERVICE CRITERIA FOR SIGNALIZED INTERSECTIONS
LEVEL OF SERVICE STOPPED DELAY PER VEHICLE (SEC)

A <5.0

>5.0 AND < 15.0
>15.0 AND < 25.0
>25.0 AND < 40.0
>40.0 AND < 60.0
>6.0.0

Mmoo w

LOSC describes operations with delay greater than 15 and up to 25 seconds per vehicle. These higher delays may result from fair
progression, longer cycle lengths, or both. Individual cycle failures may begin to appear at thislevel. The number of vehicles
stopping is significant at this level, though many still pass through the intersection without stopping.

LOS D describes operations with delay greater than 25 and up to 40 seconds per vehicle. At level D, the influence of congestion
becomes more noticeable. Longer delays may result from some combination of unfavorable progression, long cyclelengths, or high
vi/c ratios. Many vehicles stop, and the proportion of vehicles not stopping declines. Individua cycle failures are noticeable.

LOSE describes operationswith delay greater than 40 and up to 60 seconds per vehicle. Thislevel isconsidered by many agencies
to be the limit of acceptable delay. These high delay values generally indicate poor progression, long cycle lengths, and high v/c
ratios. Individua cycle failures are frequent occurrences.

LOS F describes operations with delay in excess of 60 seconds per vehicle. This level, considered to be unacceptable to most
drivers, often occurswith over saturation, that is, when arrival flow rates exceed the capacity of the intersection. It may also occur
at high v/c ratios below 1.0 with many individual cycle failures. Poor progression and long cycle lengths may also be major
contributing causes to such delay levels.

Source: Highway Capacity Manual, Transportation Research Board, 1994
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3
Rail Operations

The Cross-County MetroLink Extension Segment | will fall under the authority of BSDA for
operations, maintenance and service. The current operating rules and policies used for Bi-state’s
Airport Main/East St. Louis segment and the new St. Clair County Extension (under construction)
will be implemented for operation of the Cross-County Segment | Extension. The entire MetroLink
system will be managed and operated under one set of parameters (rules). Each newly constructed
MetroLink segment (St. Clair County, Cross-County Segment | Extension) will blendinto theoriginal
Airport Main/East St. Louis segment to form one homogeneous, seamless system.

Route/Stops/Run Times

For purposes of preparing this preliminary operating plan, primary Cross-County operations will be
expanded to be between the Shrewsbury station at Lansdowne Avenue just south of 1-44 and the
Emerson Park (IL) station on the St. Clair Extension. Intermediate station stops are planned for the
following Cross-County Corridor locations; Deer Creek, Manchester Road, Eager Road, Galleria,
Clayton CBD near Carondelet and Meramec, East Clayton near the Ritz Carlton, Big Bend
Boulevard, Skinker Boulevard (Washington University), and Forest Park. Cross-County service
schedule would begin at approximately 5:15 am. and continue until just past midnight. Thereisa
possibility the Cross-County service could initiate operations as a shuttle between the Forest Park and
Shrewsbury stations.



Headways/Vehicle Requirements

Currently MetroLink operates a two track, directiona movement system at 7.5 minute, 10 minute,
and 15 minute headwaysthroughout the day between Airport Main station and the Fifth and Missouri
stationin East St. Louis, lllinois. As previously mentioned, the Cross-County Segment | Extension
would run to Emerson Park in order to facilitate a turn-back movement that may be interwoven into
the existing MetroLink operation. One possible Cross-County service scenario would be asfollows;

MONDAY THROUGH FRIDAY
Depart Emerson Park (IL) Westbound

Depart Shrewsbury Station Eastbound

5:00 am. - 6:00 am.

every 15 minutes

5:15am. - 6:15am.

every 15 minutes

6:00 am. - 9:30 am.

every 8 minutes

6:15am. - 9:30 am.

every 8 minutes

9:30 am. - 4:15 p.m.

every 12 minutes

9:30 am. - 3:30 p.m.

every 12 minutes

4:15 p.m. - 6:30 p.m.

every 8 minutes

3:30 p.m. - 6:45 p.m.

every 8 minutes

6:30 p.m. - Midnight

every 15 minutes

6:45 p.m. - 12:40 am.

every 15 minutes

SATURDAY

Depart Shrewsbury Station Eastbound

Depart Emerson Park (1L) Westbound

5:00am. - 7:30 am.

every 30 minutes

6:00 am. - 8:00 am.

every 30 minutes

7:30 am. - 10:45 am.

every 15 minutes

8:00 am. - 10:30 am.

every 15 minutes

10:45 am. - 8:00 p.m.

every 12 minutes

10:30 am. - 7:00 p.m.

every 12 minutes

8:00 p.m. - 11:00 p.m.

every 15 minutes

7:00 p.m. - Midnight

every 15 minutes

11:00 p.m. - Midnight

every 30 minutes

SUNDAY

Depart Shrewsbury Station Eastbound

Depart Emerson Park (1L) Westbound

5:30am. - 7:30 am.

every 30 minutes

6:00 am. - 8:30 am.

every 30 minutes

7:30 am. - 11:00 am.

every 15 minutes

8:30 am. - 10:30 am.

every 15 minutes

11:00 am. - 7:00 p.m.

every 12 minutes

10:30 am. - 7:00 p.m.

every 12 minutes

7:00 p.m. - 10:00 p.m.

every 15 minutes

7:00 p.m. - 10:30 p.m.

every 15 minutes

10:00 p.m. - 11:00 p.m.

every 30 minutes

10:30 p.m. - 11:30 p.m.

every 30 minutes

The service headways for the various operating periods are a derivative of the output from the
ridership forecast demand models and the BSDA minimum service level policies. Another
consideration will betheinfusion of the St. Clair County trainsinto the existing MetroLink traffic mix



between Downtown St. Louisand the airport. The St. Clair County trains will further reduce track
capacity and headways to 3 minutes and 45 seconds during rush hours. Careful planning and
operation will be required to blend the Cross-County trainsinto the system and maintain aminimum
headway of ninety seconds. Modifications to the signal system will be required to accommodate
ninety second headways.

Station stops factor into the total trip time for the segment also. All station platforms have been
designed for two car consists. Many of these could be enlarged, but at some of the Downtown St.
Louis stations MetroLink service is limited to two car consists because of station platform
restrictions. Maximum passenger capacity could easily be reached on some heavily traveled line
segments (especialy during rush hour service) making someform of skip-stop serviceapractical and
efficient operation to enhance capacity.

The vehicle requirements to meet the projected Cross-County Segment | level of service are a
function of total round-trip route travel time plusthe desired level of service (headway)?. Assuming
the travel time is consistent for al trains it will take approximately two hours for one equipment
consist (two cars) to circulate the Cross-County corridor route from Shrewsbury to Emerson Park
and back to Shrewsbury. This also assumes a ten minute layover period at the service end points,
Emerson Park and Shrewsbury. Thefollowing table comparesthe vehicle requirementswith various
service headways,;

Service Headway Vehicle Requirements?
6 minutes 40 cars (46 with spares)
8 minutes 30 cars (34 with spares)
10 minutes 24 cars (28 with spares)
12 minutes 20 cars (23 with spares)
15 minutes 16 cars (18 with spares)

In addition to the basic vehicle requirements to meet the desired level of service, spare cars (15% of
the basic fleet) will be required to cover breakdowns, routine maintenance, and other equipment
servicing regquirements.

System Control and Communications

All MetroLink operations are controlled from a central Control Center that is located within the
Ewing Shop facility. LRT operations are monitored through the use of the following equipment and
communication links;

. Train Monitoring - The SCADA train control system provides the location of trains via
computer monitoring. Theactual train movementsare governed by awaysideblock signaled
and cab control system.

*Headways and route travel times are subject to further analysis.
3Fleet requirements may be adjusted pending ridership forecast estimates.
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Regulation and supervision of the train operations and supervisory control of the associated
electrical, mechanical and communications subsystems is performed by staff located at the
Control Center. The Control Center functions as the nerve center of the LRT operations.
All aspects of mainline and station maintenance activities that affect train operation are
controlled, directed and monitored from the Control Center.

TheLRT system’ sresponseto servicedisruptionsshall includemodificationsof schedulesand
routes. Inall cases, Control Center personnel have the capacity of overriding or modifying
any automatically initiated failure management strategy.

Radio Communication - A two-way radio systemisin placewhich allowsthe Control Center
to communicate with al trains on the mainline and in the yard and with on-street supervisory
personnel. Trains on the mainline are capable of monitoring transmissions from the Control
Center.

Telephones- Telephonesat the Control Center provide accessto theadministrativetelephone
lines, maintenance phones and direct-line communications with passengers using passenger
assistance phones. Passenger Assistance Telephones (PAT’s) are located at all stations.
Direct telephone access to emergency services, police, fire, and ambulance is available from
the Control Center.

Public Address - PA system equipment enables the Control Center to broadcast
announcements to all stations or to selected station(s). The train operator can relay the
information to passengers on-board trains.

Video Monitoring - Monitorsinthe Control Center providethe Control Center Manager with
sequentia surveillance of activities at each station platform area.

Tape Recording - Recording equipment is provided at the Control Center to document all
radio and telephone conversations as well as video surveillance. Recording is done for
individual telephone line, each radio channel, and each console.



. SCADA - The SCADA System will be used to control and monitor the power distribution
equipment, aswell asthe signal system. In addition, all system alarmswill be annunciated at
the Centra Control facility, including any smoke/fire detection alarms, intrusion detection
alarms, equipment status alarms, and TVM status alarms. Computer terminals and printers,
installed at Central Control, alow information to be entered and extracted into automated
management information systems. The computer terminal will also be used to prepareadaily
log of activities in preparation for management review the following day.

An emergency back-up generator ensures that uninterrupted power is available for selected Control
Center activities.

Track Configuration

The entire length of the Cross-County Segment | Extension will be double-tracked. Trains will
operateintheforward direction on theright hand track, except at terminal endsor during singletrack
emergency situations. Maximum benefits are realized from LRT systems that are double-tracked.
This configuration enables freedom in the selection of headways, scheduling and ridership
fluctuations. Double-tracking also eliminates the difficulty of meet synchronization and inhibited
schedulerecovery that is associated with single track operations. A double-tracked system provides
the best capability to maintain a consistently dependable level of service in the safest of operating
environments.

The stations will use a center platform concept whenever possible. This alows boarding the trains
from one common area. Exceptionswould include some at-grade MetroLink alignments where side
would be preferable. Crossovers will be located between the tracks at approximately every five
minutes of travel time. Thiscriteriawould place aset of crossovers just west of the station location
at Big Bend Boulevard, one near the Clayton CBD, one just south of the Galleria area, one prior to
Manchester Road and a set at the terminus just north of Lansdowne.

The existing track layout at the Forest Park station will be reconfigured to accommodate the
connection to the Cross-County Segment | Extension. This reconfiguration will provide for
additional platformsthat will be served by al trains passing through the Forest Park station. There
is also a provision in the reconfiguration plan for a pocket track in which trains may be held to
accommodate headway requirements or turned back to return westward toward Clayton without
continuing eastward toward St. Louis.

Asdiscussed later in chapter 5, there will be no shared space with other traffic along the MetroLink

tracks. Physical barriers and other design features will be employed to minimize other vehicular
traffic from crossing over MetroLink track except at designated grade crossings.
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Storage/Repair Facilities

The addition of approximately 18 to 46 more cars for the Cross-County Segment | Extension will
overburden the existing Bi-State Ewing shop facility in St. Louisaswell asthe planned facility in East
St. Louis, Hlinoisfor the St. Clair Extension. Provisions must be provided for the additional Cross-
County fleet as well as for future equipment at a logistically beneficia site. For initial service
scenarios, a storage yard with facilities to perform basic car cleaning, routine inspections, minor
repairs, and train washing is required. For an interim period, heavy repairs could be performed at
either the Ewing or East St. Louis shops. Minor repairs, scheduled inspection work, component
replacement, |ubrication and testing require arelatively short time and do not necessitate the use of
gpecia machinery. A preliminary conceptual layout for thistype of minimum servicefacility isshown
on the schematic plan (Figure 1) on the following page.

Thefootprint for ayard storage, routine service, and minor repair facility must provide space for the
storagetracks, spare partsand material sstorage, officeaccommodations, inspection pit, train washer,
and employee parking. A ssimple enclosed shop building to service the equipment isdesirable. The
yard storage tracks can be spaced apart to allow for paved platformsto be placed between the tracks
for access to service the vehicles. Open inspection pits can be constructed under these yard tracks
or under adesignated inspection track. Temporary trailers may be used to provide office space until
such time as a shop facility is constructed.

The BSDA preference isto expand the Ewing Shop Facility to cover the maintenance and repair of
Cross-County vehicles. Thisalternativewould achieve severa efficienciesin useof |abor and storage
of parts and supplies. Obtaining sufficient property on which to expand the Ewing Shop Facility is
the key issue that must be addressed by BSDA. With the expansion of the Ewing Shop to handlethe
maintenance and repair of the Cross-County equipment a minimum service facility to provide car
cleaning, staging, and storage will still be needed at the Deer Creek/L ansdowne area.

Emergency Operations/Weather Consider ations/Recovery Operations

Abnormal and emergency operations are required when a problem precludes operation according to
normal proceduresor preventsserviceaccordingto the operating timetable. Problemsmay arisefrom
equipment malfunction on the train, track or power system. Accidents or incidents, track blockage,
passenger illness, or weather may also cause problems.

Since the Cross-County operations will become part of the BSDA MetroLink System the existing

BSDA policies will govern any emergency operations, weather considerations and recovery
operations. The existing policies may be modified as required for Cross-County operations.

11



Inup«ﬂ]tan_\

g

u Porl

r'-ﬁ.'
Hng

Figura 1
Shrawsbury Site

Shation, Porking, and Manbmanee Facility
331 £ x 1140 .
B Acred

Sede 1° = 20

Pty
17 eeln
27 ol

M cael on cleaoul frocke
B4 care| fotal on dl tracke



ftp://ftp.ewgateway.org/library/xco/opplan-f1.dwf
www.ewgateway.org/javahome/fyi/plug-ins/plug-ins.htm

4
Bus Operations

The bus service planisaimed at providing necessary support for MetroLink viaimprovementsto the
bus route/service system that link to proposed stations. These improvements provide a means to
extend and enhance transit accessibility in the Cross-County corridor and beyond. The service plan
al so seeksto achieveimproved efficiency by modify existing BSDA routeswherethey would provide
redundant service to the new MetroLink line thereby saving resources that could be reinvested in
other parts of the corridor.

Bus Service Strategy

Based upon areview of the existing BSDA bus route system in relation to the potential MetroLink
stationsin the Cross-County corridor, abus service strategy, including a series of improvementsand
modifications, is recommended.

The purpose of this strategy is to leverage the newly available and high quality transit service,
represented by the Cross-County MetroLink extension to Shrewsbury, into an enlarged role for
transit inthe corridor and into the south/southwest sections of the St. Louisregion. Anenhancedrole
would be measured in terms of increased transit ridership and, potentially, an increased share of the
total travel market.

Themeansto leverage M etroLink would be accomplished viasignificant improvementsto BSDA bus
services. Quality and capacity on MetroLink would be balanced by equivaent quality and capacity
in connecting bus services.

The recommended strategy would include four types of bus improvements:

1. Various existing bus routes would have modest locational adjustmentsto effectively connect
to proposed MetroLink stations.
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Various existing bus routes within the central and easterly portion of the corridor would be
shortened or eliminated as being redundant to MetroLink (this will save resources for
reinvestment in other parts of the corridor).

Provide new service within the corridor to extend the accessibility of MetroLink to major
activity centers, business concentrations, and/or magjor institutions.

Provide new service to extend and expand MetroLink accessibility into the south and
southwest suburban aress.

The geographic focal points for this four-part strategy would be:

1.

existing bus routes in the vicinity of the ten potential new MetroLink stations in the Cross-
County corridor from the Forest Park station (at DeBaliviere Avenue) to Shrewsbury (at
Lansdowne Avenue).

existing busroutesin the Forest Park Parkway, Millbrook Boulevard, and downtown Clayton
sections of the corridor, i.e., these sections have routes generaly paraleling the proposed
MetroLink line.

major activity centers and areas that will be beyond reasonable walking distance (1/4 mile)
from proposed MetroLink stations, i.e., the Galleria/Brentwood Boulevard corridor, the
University City Loop area dong Delmar Boulevard, St. Mary’s Hospital complex, and the
Forest Park area’.

south and southwest suburban arearoughly defined by 1-44/Big Bend Boulevard onthenorth,
[-270 on the west and south, and River Des Peres and |1-55 on the east.

Of the above localities, item #4 bears specia discussion. Theresdential area, as described, includes
12 suburban communities with alarge number of neighborhoods. This area would be a significant
target for increasing transit’ srole in serving total transportation demand. It isastable areain terms
of population and employment. Transit serviceiswidely available, but sizeable portions of the area
are not within convenient walking distance of existing bus routes. MetroLink’s highly successful
reputation in the St. Louis region would stimulate people to use transit. Coupled with increasing
traffic congestion on major roadsin the Cross-County corridor, the opportunity existsfor significant
gainsin transit usage with corresponding benefits to the traveling public.

4 Thisisaspecia service areato be served by an enhanced Circulator transit system.

14



In order to identify the most optimal means to enhance and expand transit service in the area, the
existing bus service coverage has been examined. Travel time contours have aso been considered
in developing service concepts that could be appealing to travelers. The following summarizes the
key considerations that lead to recommendations for bus service improvements:

1.

The MetroLink connecting point would be the proposed Lansdowne Avenue station (or as
an alternate terminus, the Deer Creek station).

The travel distance from 1-270 to MetroLink would be in the 5-7 mile range. For a bus
operating at an overal speed of 15 mph, the trip time for origins within this area to the
MetroLink station could be in the 20-30 minute range. This means that total travel timeto
downtown Clayton could be in the 30 to 45 minute range.

Existing bus routes are located on several key arteria streets
a. North-South
- Laclede Station/Hanley Road
- Elm Avenue
- Tesson Ferry Road
- Union Road
b. East-West
- Adams/L ockwood/M urdoch/L ansdowne Avenue
- Watson Road/Chippewa Street
- Gravois Road

Substantial portions (more than 50%) of several communitiesare not within 1/4 milewalking
distance of bus service: Shrewsbury, Webster Groves, Crestwood, Grantwood Village,
Marlborough, Oakland, Sunset Hills, Green Park, Affton, and various unincorporated areas
of St. Louis County.

Residential areas have lower density in the outward sections.
Travel demand patterns would have major home-to-work demands from the suburban area
inward towards Clayton and St. Louis. However, thereisincreased employment in suburban

St. Louis County which creates areverse commute travel pattern. Both patterns need to be
recognized.

15



Significant suburban trip attraction areas would include:
Watson Road commercia corridor

St. Anthony’ s Hospital area (Tesson Ferry Road)

South County shopping center (Lindbergh/Union Road)
Grant’s Farm (Gravois Road)

Chryder Assembly Plant (1-44)

Crestwood Shopping Center.

~P o0 TR

Thereareseveral aternativetransit conceptsthat could be depl oyed in this south/southwest suburban
area, namely:

1.

Addition of more fixed route/fixed schedule bus service that would directly link to the
proposed MetroLink station; this could be accomplished via a combination of new routes
penetrating currently unserved areas or new branches off of existing routes.

Similar to item #1 but operate service with aroute deviation concept; the latter provides for
a “demand-responsive’ capability within new service areas that would achieve maximum
customer convenience while retaining efficiency in bus operations, i.e., buses would operate
through new service areas following a basic route, customers could call ahead to make a
reservation for afront door pickup on agiven day for which the bus would deviate from the
basic route; by selecting the size of new service areas, the extent (distance or travel time) of
deviation could be controlled to present a schedule.

Develop afeeder bus service network as an overlay on the existing fixed route/fixed schedule
system; feeder buses would be organized in relation to communities (i.e., the Crestwood
MetroLink bus) to create identity and simplicity for customer understanding; feeder bus
would be displayed as aloca bus route in currently unserved areas and would then operate
in an express mode (closed door) when leaving the community for the trip to the MetroLink
station; for the return trip from the station in the A.M. peak period, these buses could serve
reverse commute travel by providing service along major arterial corridors to various
employment locations/major activity centers in this suburban area (see previous list of
potential attraction areas).

Similar to item #3, the community bus routes could be operated under a route deviation
concept to maximize customer accessibility.

For the low density portion of this suburban area, reliance on the auto as the feeder mode
would be significant. Areas beyond 1-270 would fall into this category. The proposed Deer
Creek or Lansdowne Avenue MetroLink stationswould haveasubstantial park-n-ride/kiss-n-
ride facility. It would be considered impractical to place park-n-ride/kiss-n-ride facilities at
other locations with an express bus link to the MetroLink station because of the double-
transfer requirement.

Given the conditions in the corridor, the bus service strategy includes a combination of options #1

16



and #3, the addition of new fixed route/fixed schedule routes and new community feeder routes.
These represent adjustments of the existing transit system to the presence of MetroLink. Option #1
would add backbone service to the corridor along major routes with some adjustment of existing
routes to focus on the proposed MetroLink station. Option #3 or #4 would penetrate new service
areas as loca routes, achieving a positive perception as being an entirely new service directly
associated with MetroLink, without the complication of learning how to usethe BSDA bus network.

Bus Service Plan

The recommended bus service plan, using the above strategy, is summarized as follows:
Table 2 - Describes the service improvements

Table 3 - Describes service attributes

Figure 2 - lllustrates the overall corridor network

Figure 3 - lllustrates the service plan in the south/southwest suburban area.

Therecommended servicein relation to the linkage to the proposed MetroLink stationsisasfollows:
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Table 2

PRELIMINARY OPERATIONS PLAN - FEEDER BUS SERVICE
SERVICE MODIFICATIONS - FEEDER BUS SERVICE
CROSS-COUNTY LIGHT RAIL TRANSIT, ST. LOUIS, MISSOURI

NUMBER DESCRIPTION

ACTION TAKEN

EXISTING ROUTES
Regular Routes

2 Forest Park Shuttle Incorporated in Forest Park Circulator Plan

11 Chippewa Split the route at the Lansdowne Street station; Provide different headways on the east and west branches
13 Union None

16 City Limits Extend this route to the south to Tink with either the Shrewsbury or Lansdowne station

17 Clayton-Oakville Connect with the Lansdowne station, truncate route to the south of this station

a7 Cross County Service to remain unchanged, Route will TinK with various Metrolink stations along I1ts existing alignment
52 Forest Park Eliminate the Dale Road branch of the existing route; Otherwise alignment is unchanged

53 Litzsinger None

55 Clayton-Galleria Shuttle Bee Service eliminated

57 Manchester Route split at the Manchester Road station

58 Clayton-Ballas Truncate route east of downtown Clayton; route to utilize the future transit center in downtown Clayton

62 Kirkwood-Clayton-Wellston Service eliminated

63 Clayton-Northwest Plaza This route’s alignment will change slightly to utilize the future transit center in downtown Clayton

64 Lucas Hunt Maintain existing alignment and headways, connect with future transit center in downtown Clayton

66 Maplewood-Airport Truncate to the south of downtown Clayton

68 Big Bend Extend the existing alignment to the east to link with the existing Delmar station and to the west to link with Meramec Comm. Coll.
90 Hampton None

91 Olive The route will originate in downtown Clayton, rather than the Delmar stafion

92 Lindenwood Maintain existing alignment and connect with the Lansdowne station

93 Lindell None

95 Kingshighway None

97 Delmar Connect with the Clayton, Forest Park Pkwy, Big Bend/Millbrook stations; eliminate the McKnight/Canterbury/Geofiry branch
98 McCausland-Delor Connect with the Shrewsbury station

191 Chesterfield Valley Connector Truncate route east of downtown Clayton

657 Maplewood Limited None

Express Routes

1IX Shrewsbury Express Connect with the Lansdowne station; maintain current alignment
57X Ellisville Express None

111X Kirkwood Express Connect with Lansdowne station

152X Highway 40-Clayton Rd. Express [None

157X Manchester Road Express None

357X Twin Oaks Express Connect with Lansdowne station

457X Fenton Express Connect with Lansdowne station

NEW ROUTES
Shuttle Routes

McKnight/Univ. City Shutile

Provide new service

Brentwood Shuttle

Provide new service

Regular Route

McKenzie-Gravois

Provide new service (Lansdowne Ave. station - McKenzie Road/Gravois Road/l-270)

Route Deviation

Dale Limited

Provide new service (Eager Rd. station - Bellevue/Dale)

Community Feeder Route

Webster Groves

Provide new feeder route (Lansdowne Ave. station - Edgar/Lockwood/Murdoch)

Crestwood

Provide new feeder route (Lansdowne Ave. station - Sappington/Watson)

Grantwood Village

Provide new feeder route (Lansdowne Ave. station - Rock Hill/Watson)

Marlborough

Provide new feeder route (Lansdowne Ave. station - MacKenzie)

Affton Provide new feeder route (Lansdowne Ave. station - MacKenzie)
Sappington/Concord Provide new feeder route (Lansdowne Ave. station - Baptist Church/Gravois/MacKenzie)
Butler Hill Provide new feeder route (Lansdowne Ave. station - Theiss/Concord/Tesson Ferry/MacKenzie)

1. Contingent upon the improvement of the I-44 interchange at Shrewsbury Road
2. Contingent that non-stop Metrolink service is available from downtown St. Louis to downtown Clayton. If not, this route would retain its existing alignment.




Table 3

PRELIMINARY OPERATIONS PLAN - FEEDER BUS SERVICE
CROSS-COUNTY LIGHT RAIL TRANSIT, ST. LOUIS, MISSOURI

HOURS OF OPERATION®® WEEKDAY HEADWAYS (MIN.)*
NUMBER DESCRIPTION MON-FRI SATURDAY SUNDAY PEAK OFF-PEAK NIGHT? METROLINK CONNECTIONS
EXISTING ROUTES
Regular Routes
2 Forest Park Shuttle!® 6:16 AM - 6:52 PM 9:46 AM - 6:52 PM 9:46 AM - 6:52 PM 15 15 Central West End?, Forest Park?
11E Chippewa-East 5:02 AM - 11:58 PM 5:28 AM - 10:55 PM 6:00 AM - 8:41 PM 15 20 20 Lansdowne Avenue
11w Chippewa-West 5:47 AM - 10:43 PM 6:54 AM - 10:10 PM 7:22 AM - 9:19 PM 15 30 20 Lansdowne Avenue
13 Union 5:01 AM - 11:24 PM 6:18 AM - 9:30 PM 6:18 AM - 9:40 PM 30 30 60 Central West End*
16 City Limits® 5:07 AM - 12:10 AM 5:22 AM-11:10 PM 6:06 AM - 10:25 PM 20 20 20 Skinker/Millbrook, Shrewsbury or Lansdowne Avenue
17 Clayton-Oakville® 6:18 AM - 8:18 AM; 4:10 PM - 6:21 PM 30 Lansdowne Avenue
21 Tower Grove 4:25 AM - 12:20 PM 5:20 AM - 12:50 AM 5:20 AM - 12:20 AM 25 25 45 Manchester Road
47 Cross County 5:17 AM - 11:27 PM 5:35 AM - 7:33 PM 15 30 80 Shrewsbury, Manchester Rd, Eager Rd, Galleria, Downtown Cla
52 Forest Park 4:33 AM - 1:07 AM 5:22 AM-12:31 AM 5:22 AM - 12:21 AM 20 20 20 Galleria
53 Litzsinger”’ 7:36 AM - 9:44 AM; 2:28 PM - 4:12 PM 30 Downtown Clayton
57E Manchester - East Branch 4:35 AM - 12:00 AM 5:27 AM - 10:32 PM 6:59 AM - 10:08 PM 20 20 20 Manchester Road
57W Manchester - West Branch*! 4:35 AM - 12:20 AM 6:46 AM - 10:19 PM 10:12 AM - 6:13 PM 30 30 30 Manchester Road
58 Clayton-Ballas 5:26 AM - 11:35 PM 6:08 AM - 8:45 AM; 1:49 PM - 10:52 PM 6:08 AM - 8:45 AM; 1:49 PM - 10:52 PM 60 60 Downtown Clayton
63 Clayton-Northwest Plaza 6:43 AM - 8:03 PM 45 45 Downtown Clayton
64 Lucas Hunt 6:00 AM - 10:13 PM 6:45 AM - 7:33 PM 7:44 AM - 6:36 PM 30 30 60 Big Bend/Millbrook, Downtown Clayton
66 Maplewood-Airport 5:27 AM - 8:47 PM 7:16 AM - 7:41 PM 30 60 60 Downtown Clayton
68 Big Bend 5:40 AM - 7:00 PM 5:40 AM - 7:00 PM 5:40 AM - 7:00 PM 3012 60 Shrewsbury, Delmar
90 Hampton 3:59 AM - 1:20 AM 5:15 AM - 1:02 AM 5:20 AM - 12:29 AM 15 30 60 Forest Park?!
91 Olive 4:59 AM - 11:23 PM 5:46 AM - 11:38 PM 9:03 AM - 8:51 PM 20 30 60 Downtown Clayton'®
92 Lindenwood 5:08 AM - 11:44 PM 5:30 AM - 9:51 PM 8:21 AM - 8:09 PM 30 60 60 Lansdowne Avenue
93 Lindell 4:35 AM - 1:20 AM 5:11 AM - 1:28 AM 6:29 AM - 10:01 PM 20 20 40 Forest Park?, Skinker/Millorook, Downtown Clayton
95 Kingshighway 4:58 AM - 1:03 AM 4:53 AM - 1:22 AM 5:16 AM-12:31 AM 10 15 30 Central West End*
97 Delmar 4:20 AM - 1:25 AM 4:53 AM - 12:25 AM 5:09 AM - 11:29 PM 15 15 30 Big Bend/Millbrook, Downtown Clayton, Forest Park Parkway
98 McCausland-Delor 6:35 AM-7:13 PM 60 60 Shrewsbury
191 Chesterfield Valley Connector® 5:59 AM - 6:53 AM; 3:40 PM - 6:32 PM 55 Downtown Clayton
657 Maplewood Limited® 7:21 AM - 9:02 AM; 3:37 PM - 5:03 PM 10 Manchester Road
Express Routes
11X Shrewsbury Express® 6:25 AM - 8:59 AM; 3:38 PM - 6:12 PM 20 Lansdowne Avenue
57X Ellisville Express 5:39 AM - 7:54 AM; 4:03 PM - 6:37 PM 30-40
111X Kirkwood Express® 6:01 AM - 8:25 PM; 4:13 AM - 6:33 PM 30 Lansdowne Avenue
152X Highway 40-Clayton Rd. Express 5:45 AM - 8:16 AM; 4:04 PM - 7:04 PM 20-30
157X Manchester Road Express® 5:55 AM - 8:16 AM; 4:13 PM - 6:14 PM 30 Manchester Road
357X Twin Oaks Express 5:39 AM - 8:30 AM; 3:48 PM - 6:56 PM 20-30 Lansdowne Avenue
457X Fenton Express® 5:08 AM - 7:54 AM; 2:40 PM - 5:42 PM 60 Lansdowne Avenue
NEW ROUTES
Shuttle Routes
McKnight/Univ. City Shuttle 5:00 AM - 1:00 AM 5:00 AM - 12:00 Midnight 6:00 AM - 12:00 Midnight 15 15 30 Delmar?
Brentwood Shuttle 5:00 AM - 1:00 AM 5:00 AM - 12:00 Midnight 6:00 AM - 12:00 Midnight 15 15 30 Downtown Clayton, Galleria
Route Deviation
Dale Limited 6:00 AM - 9:00 PM 8:00 AM - 7:00 PM 8:00 AM - 7:00 PM 20 30 30 Eager Road or Galleria
Regular Route
McKenzie-Gravois 5:30 AM - 7:00 PM 40 60 Lansdowne Avenue
Community Feeder Routes*
Webster Groves 5:30 AM - 7:30 PM 40 60 Lansdowne Avenue
Crestwood 5:30 AM - 7:30 PM 40 60 Lansdowne Avenue
Grantwood Village 5:30 AM - 7:30 PM 40 60 Lansdowne Avenue
Marlborough 5:30 AM - 7:30 PM 40 60 Lansdowne Avenue
Affton 5:30 AM - 7:30 PM 40 60 Lansdowne Avenue
Sappington/Concord 5:30 AM - 7:30 PM 40 60 Lansdowne Avenue
Butler Hill 5:30 AM - 7:30 PM 40 60 Lansdowne Avenue

1. This Metrolink connection already exists

2. Representative of service later than 7:00 P.M.

3. Peak and off-peak headways are 40 and 60 minutes, respectively, north of the route split at Hord

4. Headways shown approximate existing conditions for existing service

5. Operates with a single westbound trip in morning and two eastbound trips in the afternoon, running 55 minutes apart

6. Northbound service operated during the morning peak, southbound service operated during the afternoon peak

7. Offers approximately 30 minute headways during the morning peak and 60 minute headways during the afternoon peak

8. Offers westbound service during the morning peak and eastbound service during the afternoon peak

9. Offers eastbound service during the morning peak and westbound service during the afternoon peak

10. Hours shown are from the inception of the first buses route to the completion of the last buses route, modified from existing schedules if necessary

11. Operates with 60 minute headways between West County Center and Clarkson/Clayton

12. This route would operate only between the Delmar station and the Rock Hill loop on Sundays, with a peak headway of 45 minutes

13. If direct service from downtown St. Louis to downtown Clayton is unavailable via Metrolink, then this route retains its existing alignment (connection at Delmar)

14. Community feeder routes have peak period from 5:30 AM to 9:30 PM and 3:30 PM to 7:30 PM; during AM peak operate express (closed door) from respective community to
MetroLink station but open door on reverse trip; for PM peak period operate express (closed door) from MetroLink station to community but open door on reverse trip

15. Existing operations to be changed as part of the Forest Park Circulator Plan.



(1)

(2)

3)

(4)

()

Forest Park Station - 4 Routes

#90 Hampton

#93 Lindell

Forest Park Circulator (two potential routes)

Skinker Boulevard at Millbrook Boulevard - 2 Routes
#16 City Limits
#93 Lindell

Big Bend Boulevard at Millbrook Boulevard - 2 Routes
#64 Lucas - Hunt
#97 Delmar

Forsyth Boulevard (east downtown Clayton - 3 Routes)
#63 Clayton N. W. Plaza

#68 Big Bend

#97 Delmar

Downtown Clayton at Carondelet Avenue - 11 Routes’
#47 Cross-County

#53 Litzinger

#63 Clayton N.W. Plaza

#64 Lucas Hunt

#66 Maplewood Airport

#68 Big Bend

#91 Olive

#93 Lindell

#97 Delmar

#191 Chesterfield Valley Connector
New Brentwood Shuttle Route

As part of the downtown Clayton transit improvements, the Clayton Transit center will be
implemented. Thisincludesfacilitiesfor bustransfersin the core of downtown Clayton along
Meramec Avenue between Carondelet Avenue and Forsyth Boulevard. This location links
directly with the potential MetroLink station associated with the Carondelet Avenue
alignment alternatives. The transit center would include streetscape and various passenger
amenities,

5

None of these routes would directly access the potentia station location on Forest Park Parkway between

Central and Meramec Avenues.
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Transit service includes the new Brentwood shuttle. This shuttle would serve the major
shopping centers, office buildings, and other commercia land-useslocated along Brentwood
Boulevard from Clayton south into the city of Brentwood. This route will expand the
accessibility of MetroLink to these major trip attractions.

(6) Galeria- 6 routes
#47 Cross-County
#52 Forest Park
#58 Clayton - Ballas
#62 Kirkwood - Clayton - Wellston
#191 Chesterfield Valley Connector
New Brentwood Shuttle Route

@) Eager Road - 2 Routes
#47 Cross-County
New Dale Limited Route

This service includes anew Dale Avenueroute. It would provide a connection from the St.
Mary's Hospital complex on Clayton Road (east of Skinker Boulevard) thru sections of
Richmond Heights, Maplewood, and Clayton to the Eager Road MetroLink station. This
would operate as aroute deviation service in which riders could arrange for front-door pick-
up/drop-off. The basic route would follow Bellevue Avenue from Clayton Road (Hospital
Site) south to Dale Avenue and west on Dale Avenue to the MetroLink station. Its service
areawould extend 0.50 mile north and south of the basic route (this areais roughly bounded
by Clayton Road to the north and Bruno Avenue to the south). Deviations in this service
could add 5 to 10 minutes to the travel time along the basic route. Such added time would
be anticipated in the schedule for the service. It would require setting up a call-in/demand
response communications element with appropriate advertisement in the community.

(8) Manchester Road - 5 Routes
#21 Tower Grove
#47 Cross-County
#57 Manchester
#157X Manchester Road Express
#657 Maplewood Limited

5 Theseroutesare all located on Brentwood Boulevard. Only #52 Forest Park is on Clayton Road. The latter
may be the only route with direct accessto the CMT right-of-way station location. The new Brentwood Shuttle could
be routed to this location as well.
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(9) Laclede Station Road’ at Hanley Road - 3 Routes
#16 City Limits
#47 Cross-County
#68 Big Bend
Routes#16 and #18 operate on Big Bend Boulevard. They would be routed thru the Sunnen
Business Park to Hanley Road to connect to this station.

(10) Big Bend Boulevard’ at Oxford Boulevard - 3 Routes
#16 City Limits
#47 Cross-County
#68 Big Bend

(11) Deer Creek® - 12 Routes
#16 City Limits
#47 Cross-County
#68 Big Bend
#357X Twin Oaks Express
New Mackenzie - Gravois Route
Seven new community feeder routes (Webster Groves, Crestwood, Grantwood Village,
Marlborough, Affton, Sappington/Concord, and Butler Hill)

(12)  Shrewsbury?® at Lansdowne Avenue - 17 Routes
#11 Chippewa (East)
#11 Chippewa (West)
#11X Shrewsbury Express
#17 Clayton - Oakville
#92 Lindenwood
#98 McCausland
#111X Kirkwood Express
#357X Twin Oaks Express
#457X Fenton Express
New Mackenzie - Gravois Route
Seven new community feeder routes (Webster Groves, Crestwood, Grantwood Village,
Marlborough, Affton, Sappington/Concord, and Butler Hill)

" Thesetwo stations are alternates; only one would be include in the MetroLink project.

8  This dtation is an aternate with the Lansdowne Avenue station; only one of these two would be
constructed as part of this MetroLink project.

°  lbid
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This pattern of MetroLink/bus interchange creates increased accessibility for travelersin the Cross-
County corridor and beyond. It should be noted that substantial interfacing would occur at the
potential south station at Lansdowne Avenue in Shrewsbury. Seventeen routes would connect to
MetroLink.

The pattern of these routes creates accessibility for travel in the traditional “inbound” (towards
Clayton and downtown St. Louis) but also outward from the region’ s center to the south/southwest
suburban area. Thiswill enhance mobility relative to “reverse commute” opportunities.

Specifically, thebusrouteswill provide accessibility in severa corridorsand most of the communities
between the MetroLink line and 1-270 (south of 1-44):

. Murdoch/L ockwood/Adams to the west

. Chippewa/\Watson to the east and west

. [-44/Big Bend to the west

. [-44 to the west (access to Chrydler plant)

. Murdoch/L aclede station to the south

. New route Mackenzie/Gravois to the south and southwest

For the above services, the line haul and express service will involve use of the standard BSDA
vehicles, i.e., 35 and 40’ vehicles with seating capacities of 37 and 45 passengers, respectively. For
the two shuttle routes and community feeder routes, smaller vehicles with seating capacity in the 15
to 25 person range would be used.

Stops and Stations

An important part of the plan concerns the facilities associated with stops and stations. For the bus
routes, “flag” stops are currently used in which buses will stop at any location, providing it issafeto
do so. Thispolicy will continue for the services identified in this plan.

The MetroLink stations will represent new locations for bus stops. Depending upon MetroLink
design concept, some stopswill bewithin public street right-of-way (on-street) and otherswill be off-
street.

Specific operations at proposed MetroLink stations will be as follows:

1. Forest Park Station
Same facilities as existing, bus stops along DeBadliviere Avenue
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Skinker Boulevard Station

a. At-grade MetroLink (median)
Bus stops on street aong Skinker Boulevard, near side approaches at Forest Park
Parkway, for northbound and southbound buses.

b. At-grade MetroLink (south edge)
Bus stopsfor the Skinker Boulevard routes would be near side (northbound) and far side
(southbound) at the LRT tracks; all stops with one bus capacity.

c. Below-grade MetroLink
Busstopson street along Skinker Boulevard, near side approach at Forest Park Parkway,
(northbound) and far side (southbound); space in each bus stop will be for one bus.

Big Bend Boulevard Station

a. At-grade MetroLink (station only in median)
Bus stops will be on street along Big Bend Boulevard and will be in near-side locations
with space for one bus.

b. Below Grade MetroLink
Bus stops will be on street along Big Bend Boulevard and will be in near-side locations
with space for one bus.

Forsyth Boulevard at Forest Park Parkway
All stops on Forsyth Boulevard west of LRT tracks, with one bus capacity.

Downtown Clayton (Carondelet - Central to Meramec)

Bus stops combined into new bus transfer facility on east side of Meramec Avenue north of
Carondelet Avenue with capacity for up to 7 buses. This will be both at-grade and below
grade Carondelet Avenue MetroLink.

Forest Park Parkway at Meramec/Central Avenue

Bus stops combined into new bus transfer facility on east side of Meramec Avenue north of
Carondelet Avenue with capacity for up to 7 buses. Thiswill be both at-grade and below
grade Carondelet Avenue MetroLink. Thereisapossibility that a transfer facility could be
incorporated into a proposed St. Louis County parking garage along Shaw Park Drive
between Centra and Meramec. Bus routes could be modified to access this location in
addition to stopping along Meramec Avenue in the downtown core.

Galleria Station on CMT Right-of-Way

Accessto station viadrive from Clayton Road (at Crescant Drive) immediately east on CMT
right-of-way; facility would have capacity for one bus. Some consideration could be given
to abus stop location aong the east side of the CMT right-of-way at the east end of Galleria
Parkway. This could be an off-street drive with space for up to four buses.
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10.

11.

12.

13.

14.

15.

Galleria Station Underground along Brentwood Boulevard
Bus stops to near side of Brentwood Boulevard (southbound) and far side on Brentwood
Boulevard (northbound) at Galleria Parkway. Bus stop to have three bus capacity.

Galleria Station elevated, parallel and east of Brentwood Boulevard
Bus stops to be same as noted for Galleria - Brentwood Boulevard.

Eager Road at CMT Right-of-Way
Busstop will be new off street facility accessed from Hanley Road and Eager Road. Two bus
berths will be provided.

Manchester Road at CMT Right-of-Way
Bus stop will be new off-street facility accessed from Manchester Road (just east of CMT).
Two bus berths will be provided.

L aclede Station Road at Hanley Road
Bus stop will be a new off-street facility accessed from Hanley Road. Two bus berths will
be provided.

At-grade MetroLink at Big Bend Boulevard
Bus stop will be in new off-street facility accessed from Oxford Boulevard. Two bus berths
will be provided.

Elevated or at-grade MetroLink at Deer Creek (east of Big Bend Boulevard, south of Oxford
Avenue)

Bus stop will be new off-street facility access via Oxford Avenue. Eight bus berths will be
provided.

Elevated MetroLink at Lansdowne Avenue
Bus stop will be in new off-street facility. Ten bus berths will be provided.

Need for Preferential Facilities

The bus services, recommended in this plan, will primarily operate in mixed traffic. It is not
anticipated that any preferential facilities will be needed. Each bus stop, whether on-street or off-
street, would be a preferential or protected space for buses only. The major bus transfer facility in
downtown Clayton would also be a preferentia space.

The only other exception could be new ramp access at 1-44 for the southern MetroLink station.
Among the options being considered is a pair of preferential ramps to and from the west for 1-44.
These ramps could be restricted to buses and car-pool/van-pool vehicles.

NEXT
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5
Traffic Management

Thefina element of the preliminary operations plan describes traffic management in and around the
MetroLink alignment, stations, and facilities. By definition, traffic management concernsvehicleand
pedestrian traffic directly associated with MetroLink operations (i.e., riders and the general traveling
public who would be affected by MetroLink operations).

The need for traffic management, as defined above, comes about because of the characteristics of the
Cross-County MetroLink Extension project. First, the project will include a series of stations to
which asignificant number of peoplewill be attracted. They will walk, ride abike, drive, be dropped
off, or ride abus to these stations. These actions will require access facilities and associated traffic
management.

Secondly, the design of the Cross-County MetroLink Extension will be selected from a range of
conceptual design alternatives. Among these alternatives are at-grade concepts in which MetroLink
will be located in existing public street rights of way. While the tracks will have their own reserved
space, MetroLink trains and other traffic will intersect at variouslocations. MetroLink tracks could
also affect access to land-use.

It is for the above situations that a traffic management plan has been developed. In the following

sections of this chapter, the features of traffic management are discussed in relation to MetroLink
station access and at-grade operations in the public street right-of-way.

MetroLink Station Access

Station accessis needed for passengers and those serving passengers. These needswill be addressed
asfollows:
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Forest Park Station (below grade alignment)

a

b.

Bus transfer and drop-off/pick-up facilities will be located north of Forest Park
Parkway aong each side of DeBdliviere.

Existing parking lot (along DeBaliviere Avenue) may be modified as part of aBSDA
planned development project, with vehicle access via DeGiverville/Pershing
/DeBdliviere intersection.

Pedestrian access to station platforms to be available on each side of DeBaliviere at
the north edge of the MetroLink bridge.

Sidewalksto be widened as part of new DeBaliviere bridge with marked cross walks
across Forest Park Parkway to the south.

Skinker Boulevard Station (underground, at-grade /median, at-grade/south alternatives)

a

b.
C.

Drop-off/pick-up space located on west side of Skinker Boulevard south of Forest
Park Parkway.

No off-street parking; no on-street parking in any intersection approach.

For at-grade/median alternative, direct station pedestrian access will be via marked
cross-walks parallel to Skinker Boulevard; for the at-grade/south alternative, direct
pedestrian access will be viathe south sidewalk along Millbrook Boulevard, just west
of Skinker Boulevard; for the underground alternatives, stairway/elevator accesswill
be available along south side of Millbrook Boulevard, west of Skinker and at the
northwest corner of Skinker/Forest Park Parkway.

Big Bend Boulevard (underground, at-grade /median alternatives)

a

Drop-off/pick-up space should be provided along the curb lane on Big Bend
Boulevard in the north approach (for southbound traffic) and south approach (for
northbound traffic); however, high traffic volumeswill preclude this function except
during non-peak hours.

No off-street parking; no on-street parking in any intersection approach.

For at-grade/median aternative, direct station pedestrian access will be via marked
crosswalk parallel to Big Bend Boulevard; for the at-grade/south alternative, the
station will be underground with stairway/elevator access provided aong the south
side of Millbrook Boulevard east of Big Bend Boulevard and to the northeast corner
of Millbrook/Big Bend; for the underground aternative, the station isin center of
Millbrook Boulevard right-of-way, stairway and elevator access will be linked to the
south side of Millbrook Boulevard east of Big Bend Boulevard and to the northeast
corner of Millbrook/Big Bend.

Carondel et Plaza Station (east downtown Clayton) (underground and at-grade alternatives)

a

b.

Drop-off/pick-up space on-street along Carondel et Plazasouth of Forsyth Boulevard.
No off-street parking to be provided except it is recognized that there is off-street
parking available in the downtown (for afee) that MetroLink riders could use. On-
street parking in vicinity is provided, but for short-term use.
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C. At-grade pedestrian access to be provided directly from the sidewalk along the north
side of Carondelet Plaza (just south of Forsyth); access the underground station will
beavailablefrom Carondel et Plaza (south of Forsyth) and from the Forsyth Boulevard
sidewalk area (just east of Carondelet Plaza).

5. Downtown Clayton/Carondelet Avenue Station (underground and at-grade alternatives)

a No off-street parking to be provided except there is a substantial downtown parking
system that could be used by MetroLink riders (to the extent space will be available)
including new facilities being planned and under construction by St. L ouis County and
City of Clayton; on-street parking is availablein vicinity, but it isfor short-term use.

b. Drop-off/pick-up space available aong east side of Meramec Avenue north of
Carondel et or west side of Central avenue north of Carondel et; the space on Meramec
would be positioned to be coordinated with the potential new BSDA bus transfer
facility being considered for the block between Carondelet and Forsyth Boulevard
(east side of Meramec).

C. At-grade pedestrian access will be provided via the existing downtown sidewalk
system; some modification of the cross-walk will occur in the Central/Carondelet
Avenue intersection because of changed street elevations due to MetroLink tracks
(i.e, for the at-grade alternative, possibly lowering of street elevation and
repositioning of crosswalks); Carondel et Avenue between Central and Meramec will
become an auto-free zone with a pedestrian plaza and MetroLink platforms (for the
at-grade aternative) or MetroLink stairway/elevator access (for the underground
aternative).

6. Forest Park Parkway at Meramec - Central Station'® (elevated alternative)

a No off-street parking with the possibility that MetroLink riders might be able to use
the planned St. Louis County garage on evening and weekends.

b. Drop-off/pick-up space would be available aong Shaw Park Drive.

C. As an elevated station, pedestrian access required stairway/elevators connection to
the platform. These connections will extend over Shaw Park Drive to the north side
of the street with the principal linkage being a north-south pedestrian way located on
Central Avenue adjacent to the east edge of the proposed county parking garage; this
will be alevel passage that would begin as a second level walkway (at Shaw Park
Drive) and come to ground at a mid-point (between Shaw Park Drive and
Bonhomme). There could also be anew pedestrian bridge over Forest Park Parkway
that would link the neighborhoods to the south to the MetroLink station.

7. Gallerial CMT Right-of-Way Station™
a No off-street parking or on-street parking available.

1 Thisstation is an alternative to stations #4 and #5.
1 Thisisone of three stations associated with the at-grade, underground, and elevated alternatives for the
Galleria Area; one will be selected.
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10.

Drop-off/pick-up space vianew station access drive linked to Galleria Parkway west
of the CMT.

Pedestrian access would be available in three directions - to east at-grade into the
commercia areaand Crescent Drive (to Clayton Road), to south via ped/bike path to
the residential area aong and east of Linden Avenue, and to west via an improved
pedestrian way along Galleria Parkway under 1-170 to Brentwood Boulevard.

GallerialBrentwood Boulevard Station (underground aternative)'

a
b.

C.

No off-street parking or on-street parking.

Drop-off/pick-up space in bay along Brentwood Boulevard - both sides north of
Galleria Parkway.

Pedestrian access will be directly to the sidewaks along Brentwood Boulevard;
improved crosswalk would be placed across Brentwood to line-up with the access
drive (signalizedintersection) tothe University Club Tower building site; and possibly
a marked pedestrian path in the Galleria Shopping Center site leading to doorways
(Dillards Department store or other entrances).

Galleria east of Brentwood Boulevard Station (elevated alternative)™

a
b.

C.

Possible new off-street parking with joint development; no on-street parking.
Possible drop-off/pick-up stopping space in off-street facility in site north of Galleria
Parkway, east of Brentwood Boulevard.

In concept, the station would be part of a joint development project. As such,
pedestrian access would beintegrated with the development. Thiscould aso include
a possible pedestrian skywalk over Brentwood Boulevard to enhance the linkage to
the Galleria Shopping Center.

Eager Road/CMT Right-of-Way Station

a

b.

C.

New major park-n-ridefacility providing 1000 or more spaces™, no on-street parking
will be available.

Drop-off/pick-up space will be available along new site access drive parallel to east
side of station.

Arterial street accessto the site will be available from Hanley Road via a connection
(and extension) at Dale Avenue through an existing development area (easement or
right-of-way to be obtained); another access drive is possible from Eager Road at a
point east of the CMT overpass, this drive could be part of new development.

12
13

Ibid

Parking demand approximate pending results of travel demand forecasts being provided by others.
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11.

12.

13.

d.

Pedestrian access would be provided at-grade to areas east and west of the station;
the former would link to Hanley Road while the latter would link into a major
development area.

Manchester Road/CMT Right-of-Way Station

a

b.

No off-street parking or on-street parking.

Drop-off/pick-up space would be provided in off-street facility north of Manchester
Road just east of the CMT right-of-way; Manchester Road would be widened to
include aleft turn lane to serve the site.

Because the CMT is elevated over Manchester Road stairg/elevators will be located
north of Manchester Road to provide the linkage between the platform and ground
level; there will also be a connection from the south end of the platform directly into
the Sunnen Corporation site (which is also above the Manchester Road elevation);
improved sidewalks will be provided along the north side of Manchester Road to
Hanley Road.

Laclede Station Road at Hanley Road Station (at-grade/elevated alternative)'

a

b.

C.

No off-Street or on-street parking to be provided.

Drop-off/pick-up off-street facility to be provided along west side of Hanley Road
near existing Laclede Station Road intersection.

Pedestrian access will be at-grade to the north of the station linking the business park,
potential new development, and the neighborhood to the north; stairg/elevations or
rampsto be provided at south end of station to provide access down to Hanley Road
and to areas south/west.

Big Bend Road Boulevard/CMT Right-of-Way Station™

a

A small parking facility with 100 spaces could be provided on a site at the northwest
corner of Big Bend Boulevard/Oxford Boulevard; this site could also be used for
development; or an agreement could be reached with the owners of the Deer Creek
Center to use existing shopping center parking; no on-street parking available.
Drop-off/pick-up space would be included; access would be viaadrive from Oxford
Boulevard.

Pedestrian access would directly link to the sidewalk on Big Bend Boulevard and
westward into the Deer Creek Center; possibly, a pedestrian way could be extended
north along the CMT (under the U.P. Railroad) and up into the business park.

14
15

Stations #12 and #13 are alternates - only one will be selected.

Ibid
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14.  Lansdowne Avenue Station®®

a
b.

New magjor off-street parking facility would be provided with over 800 spaces".
Drop-off/pick-up spacewould be provided; accesswould be devel oped at theexisting
Lansdowne Avenue/River Des Peres Boulevard intersection (i.e., create north leg to
this intersection); and possibly via new ramps from [-44 as part of freeway corridor
improvements (by Missouri Department of Transportation).

Pedestrian access, via stairs/elevators, would be located north of Lansdowne east of
the tracks to link the platform to ground; there would be a secondary set of
stairs/ramp on the south side of Lansdowne Avenue; all of this access would connect
to sidewalks on Lansdowne providing linkages into Shrewsbury to the west and St.
Louis to the east and south.

15.  Deer Creek/CMT Right-of-Way Stations (at-grade and elevated aternatives)™

a

b.

New major off-street facility would be provided with over 800 spaces'™.
Drop-off/pick-up space would be provided within the site; access would be via
Oxford Avenue linked to the Big Bend Boulevard/Oxford Boulevard intersection.
Pedestrian access would be directly to the Big Bend Boulevard/Oxford
Boulevard/Oxford Avenueintersection with crosswalksto thewest and north; the Big
Bend Boulevard sidewalk would provide linkage to the areas south of Deer Creek.

At-Grade Operations

As described at the beginning of this chapter, at-grade alternatives are included among the set of
candidate aternatives being considered for the Cross-County MetroLink Extension. For Segment
| of the Cross-County corridor, at-gradealternatives could beimplemented inthefollowing locations:

1.

Along Forest Park Parkway and Millbrook Boulevard from a point west of
DeBaliviere Avenue to a point west of Big Bend Boulevard.

In downtown Clayton from Forsyth Boulevard (near Forest Park Parkway) aong
Carondelet Plaza, Carondelet Avenue, and Meramec Avenue or Brentwood
Boulevard to Forest Park Parkway/Shaw Park Drive.

16
17
18
19

Station #14 and #15 are alternates - only one will be selected.
Approximate quantity pending results of travel demand forecasts by others.
Stations #14 and #15 are alternates - only one will be selected.
Approximate quantity pending results of travel demand forecasts by others.
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3. In the vicinity of Laclede Station Road, the alignment followsthe CMT right-of-way
into the Laclede Station Road right-of-way crossing Flora Avenue and Sunnen Drive
at-grade.

4. In the vicinity of the Big Bend Boulevard/Oxford Avenue intersection in which
MetroLink would be located in the CMT right-of-way crossing both Big Bend
Boulevard and Oxford Avenue at-grade.

The specific operationa/physical improvements associated with MetroLink LRT service will be
coordinated with owners of the street system. It is this relationship that the traffic management
element of the operations plan addresses.

In the following sections, the preliminary traffic management plan is described. The description is
organized in the following manner:

Initidly, certain basic considerations are discussed. These set the context or framework for
traffic management by highlighting certain realities about the Cross-County corridor.

Next, the discussion sets forth various traffic management principles. These define key
prioritiesfor traffic management. Inasmuch that MetroLink isbeingintroducedinto alargely
built-up urban area, there will be the need to make modifications in both space (e.g. use of
right-of-way) and time (e.g., intersection signal phasing). These principles provide guidance
about making these accommodations.

With the framework and guidance provided by the considerations and principles, the
remaining sections present the details of the traffic management plan. The lead section
describestraffic management policies. These policiesinclude referenceto nationa standards
for traffic management plus a series of operationa policies that would be employed in the
Cross-County corridor. The second section of the traffic management plan provides the
details for site-specific recommendations concerning street geometric design and traffic
operations, traffic controls, and land-use access.

Basic Consider ations

There are certain key facts about the Cross-County corridor that serve as basic considerations for
traffic management.

1. Magjor street capacity can be expanded only marginally. No new major regional or
city-wide routes within the proximity of or affecting this project are likely in the
future.



2. Within the Cross-County corridor, a principa physical resource for the MetroLink
location is the network of public street rights-of-way. Because of the extent of
existing and committed land-use and development, and the value of these land-uses,
the opportunity to add new rights-of-way or expanding themislimited. Theright-of-
way network islargely afixed resource.

3. Thedowntown Clayton street system hasagrid configuration. Accessand circulation
become less dependent on single streets, but rather several streets operating in
combination with each other. This provides flexibility for vehicle circulation and
access.

4. Historically, only a portion of the available street capacity in downtown Clayton has
been used for traffic movement. There is, additional capacity via converting more
curb parking lanes into a traffic movement function.

5. Along Forest Park Parkway and Millbrook Boulevard, there are very few driveways
and local street intersections. These conditions promote good traffic performance.
Within downtown Clayton, there are substantially more drivewaysand closely spaced
local intersections. Traffic flows in downtown are slower.

6. Existing peak hourstraffic volumes vary substantially within the corridor. Table (4)
summarizes existing volumes for most of the intersections affected by at-grade
MetroLink operations. These volumes have been used as input to this preliminary
operations plan. Adjusted volume information®, reflecting potential future traffic
growth (yr. 2020), will be used for the final operations plan.

Theimplication of these existing peak volumesisthat Forest Park Parkway, Skinker
Boulevard, Millbrook Boulevard, and Hanley Road have high volumes with per lane
volumes in the range of 600 to 800 vehicles per hour per lane.

Other streets, affected by at-grade MetroLink operations, have very low volumes.
These streets experience volumesin the 100 to 300 vehicles per hour per lane range.

Traffic Management Principles

Along with the considerations, described above, the formulation of traffic management concepts has
been guided by a set of principles.

The overall principle is to manage traffic to serve the greatest number of people in convenient and
safe ways. Specific principles consistent with this broad perspective are as follows:

2 Being prepared by others as part of travel demand forecasts.
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Table4 Existing Peak Hour Traffic Volumes

DIRECTION
INTERSECTION SOUTHBOUND WESTBOUND NORTHBOUND EASTBOUND
RT Thr. LT RT Thr. LT RT Thr. LT RT Thr. LT
Forest Park Parkway AM 105 70 65 5 615 60 25 45 100 5 1200 5
@ Des Peres PM 45 35 50 5 1030 60 10 105 80 15 1235 5
Forest Park Parkway AM 270 860 220 45 720 55 55 715 150 175 940 50
@ Skinker PM 115 625 120 45 1025 85 95 880 265 245 1040 185
Millbrook AM NA NA NA NA 1065 20 10 NA 15 85 1255 NA
@ Hoyt PM NA NA NA NA 1325 50 70 NA 105 65 1460 NA
Millbrook AM 125 455 285 55 925 50 55 410 215 135 970 90
@ Big Bend PM 60 525 180 355 1200 140 85 630 265 125 1275 150
Millbrook AM NA NA NA NA 1115 25 10 NA 15 85 1255 NA
@ Throop PM NA NA NA NA 1410 20 65 NA 155 65 1345 NA
Hanley AM 65 570 25 20 125 140 135 960 320 145 205 60
@ Carondelet PM 70 980 35 65 70 90 125 870 145 30 320 185
Bemiston AM 15 125 55 60 120 60 75 95 15 50 160 50
@ Carondelet PM 40 135 55 55 145 80 50 110 25 25 165 20
Central AM 0 145 30 40 0 85 105 160 0 0 0 0
@ Carondelet PM 0 175 25 105 0 105 75 120 0 0 0 0
Meramec AM 25 100 0 0 0 0 0 40 20 85 0 50
@ Carondelet PM 30 175 0 0 0 0 0 110 30 85 0 65
Meramec AM 45 70 65 85 260 50 65 110 65 60 355 60
@ Bonhomme PM 110 165 115 45 195 30 45 70 30 40 125 50
Carondelet AM NA 435 85 45 NA 25 95 705 NA NA NA NA
@ Brentwood PM NA 825 50 85 NA 95 20 420 NA NA NA NA

Source: Parsons Transportation Group - November, December, 1998 & March, 1999




Traffic performance

Street traffic flow will be maintained at reasonable levels of service, as defined by level of
service D per the Highway Capacity Manual (see Table 3). There would be an exceptionin
those cases when level of service (existing or future) would already exceed this standard
(without MetroLink included). In these cases, the intent would be to minimize further
reduction in level of service.

Transit pedestrian priority

Transit and pedestrian movementswill have priority over auto movements. This means that
for some unavoidable situations where al traffic movements (general traffic, MetroLink,
pedestrian) can not be fully accommodated, the trade-off will be towards MetroLink and
pedestrians. Both of these modes will provided sufficient physical space for safe functions;
traffic controls would be adjusted provide proper clearance timesin intersections. A mgjor
implication of thispriority will bethat at signalized intersections, MetroLink will havetraffic
signa priority. Thiswould employ full signal preemption or signal prioritization concepts.
The application of the specific control strategy will depend upon site-specific conditions.

Exclusivelight rail lines

MetroLink will operate on trackslocated in exclusive space within the public street right-of-
wal (existing and with any added right-of-way per the conceptual design for the alternatives).
By definition, this means that other traffic will not travel along the MetroLink tracks. Other
traffic will be allowed to cross the tracks at various points under managed conditions.

Travel priority

Considering the use of available public right-of-way (existing plus any added space), priority
will be given to the movement of vehicles over parking, loading, and smilar uses.

Traffic Management Policies

With the principles as a guide, the following policies are recommended for Cross-County corridor.
These have been used to develop site specific recommendations for traffic management.

1.

Standards

Traffic management will be guided by the following standards of practice:

. Manual on Uniform Traffic Control Devices for Streets and Highways, Federa
Highway Administration, 1988 with recent updates
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. Railroad-Highway Grade Crossing Handbook, Federal Highway Administration, 1985
. Institute of Transportation Engineers Technical Committee Reports concerning
Standards of Practice
- Committee #6Y -37, Guidelines for Design of LRT Crossings, 1992
- Committee #6A-42, LRT Grade Separation Guidelines, 1993
. Highway Capacity Manual, Transportation Research Board, 1994

Also, it isanticipated that there may be additional standardsto be considered as promulgated
by appropriate authorities. Such standards, if different or additive to the above national
standards, would be incorporated at alater date in the project.

Traffic Operations

a Existing streets will not be closed to traffic flow by MetroLink.

b. Traffic lanes on arterial streetswill be 11 to 12 feet wide, some traffic lanes on local
streets can be narrowed to 10 feet to maintain sidewalk widthsfor pedestrian activity.

Traffic Control-Signals

a All public street intersections crossed by MetroLink at-grade will be signalized.

b. Signas will be controlled by local controllers at isolated intersections or within the
coordination of closed loop signal systems. Signals will be managed according to
locdl jurisdiction in coordination with BSDA.

C. At locations where MetroLink crosses through intersections, signal phases will
generaly providefor train movements concurrent with auto and pedestrian traffic on
the paralldl street; thiswill aid MetroLink speed and minimize genera traffic delay.

d. At locations where MetroLink crosses streets other than intersections, crossingswill
be controlled by crossing gatesand signals. The exceptionswill befor locationswith
low traffic flow or where safety considerations allow for other controls.

e Intersectionswill haveleft turn lanes, controlled by left turn signal phases; permissive
left turns across MetroLink tracks will be prohibited.

Pavement Markings and Signs

a Motorists will be deterred from traveling along MetroLink tracks thru the use of
barrier medians and by use of special pavement materials (texture and color) in
conjunction with mountable medians. In those locations without barrier medians,
elongated white diamond striping will be used inthe MetroLink track lanesplus other
signage to inform motorists that vehicle traffic is prohibited.

b. In sections parallel to tracks, vehicle lanes will be striped to channel traffic into
appropriate paths, excess and unmarked pavement will be minimized to maintain
proper control.
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Special signswill be used to remind motorists of the presence of MetroLink tracksin
the streets.

[Hluminated “NO LEFT TURN” and “NO RIGHT TURN” signs will be used at all
intersections with MetroLink at-grade.

Low clearance signswill be used where MetroLink wire heights would be less than
16 feet.

Pedestrian Activity

a

b.

C.

Traffic signal phasing will incorporate sufficient pedestrian crossing time for persons
to safely walk across the street.

Sidewak widths accommodate peak pedestrian movement volumes at projected
levels.

Pedestrian movements are managed so that they occur at intersection crosswalks.

Property Access

a

b.

Safety

Emergency vehicle, maintenance, and service access will be maintained or otherwise

provided, as necessary, along streets affected by MetroLink.

While achieving policy “a’, access to land-use can be adjusted in various ways to

accommodate both MetroLink and the normal activities associated with land-uses

along streets where tracks may be installed. These access modifications could
include:

. Access to al properties will be maintained. To minimize conflict with
MetroLink operations, access points may be relocated to other streets or
alleys where possible; or permitted across MetroLink tracks if necessary.

. Where driveway access is retained, access will be managed using various
techniques: time management, by field personnel, controlled by signals or
guided by signs and markings; the specific action will be developed on asite
basis.

. Public aley access may be modified to minimize conflicts with MetroLink
operations; this could consider relocation of aley access, using one-way
operations, or realignment of alleys.

. On-street |oading/service zone may berel ocated, provided viaa recessed bay,
served by time management or new off-street loading space may be created.

Plans for future developments should refrain from creating new access locations

requiring crossing of MetroLink tracks.

For each of the preceding features, safety isan overriding consideration. The keysto a safe
operating environment for MetroLink and adjacent traffic operations are:

a

Clear operating conditions (no confusion or ambiguity).
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b. Reasonabl e operating speed for MetroLink and general traffic in relation to stopping
distances.

C. Appropriate visibility for pedestrians and motorists to see MetroLink trains and al
other traffic movements.

d. Measures (via added signs) to maintain awareness of MetroLink along streets with
tracks.

e Education program to support safe operating practices.

f. As noted above use of illuminated “No Left Turn” and “No Right Turn” signs to
emphasize the presence of MetroLink trains.

Enforcement

a Enforcement activities focus on three types of actions:

. Preventing encroachment onto MetroLink tracks

. Observing traffic signal controls at intersections

. Observing no parking, stopping or standing signs, as required, along the at-
grade track alignment.

b. At traffic signal locations in downtown Clayton, a critical issue will be managing
pedestrian flow. At downtown and other locations along (Forest Park Parkway and
Millbrook Boulevard), the critical issue will be vehicular traffic turning across the
tracks.

C. Public awareness program needs to be planned prior to MetroLink operation,
including training of police and fire department personnel to coordinate safety and
enforcement programs of MetroLink.

d. Specia education period during initial start-up time will require traffic control
personnel in selected locations, and special delineation devices may be required.

e Loca agencies in coordination with BSDA must maintain commitment to

comprehensive enforcement, without relaxation, including:

. Consistent issuance of citations
. Speedy and strict adjudication process
. Use of towing vehicles

Specific Traffic Management Features

Along with the policies, the specific features of traffic management are described in the following
paragraphs. Theseareorganizedto describestreet geometrics, traffic operations, traffic controls, and
access management.

Street Geometrics and Traffic Operations

Asnoted at the beginning of thischapter, at-grade MetroLink operationswould occur inthree
sections of the Cross-County corridor.

40



Forest Park Parkway/Millbrook Boulevard from the Forest Park MetroLink station
through University City.

Downtown Clayton

South end of corridor in Maplewood along Laclede Station road and at Big Bend
Boulevard/Oxford Avenue.

Geometric designs and traffic operations for each of these sections would be as follows:

(O]

Forest Park Parkway and Millbrook Boulevard.

For this section, two at-grade design options will be considered. One would locate
MetroLink tracks in the median of these arterial streets; the second would locate
tracks at the south edge of the roadway. This latter location is also called a“side-
running” alignment with tracks located parallel to Forest Park Parkway/Millbrook
Boulevard.

Forest Park Parkway and Millbrook Boulevard arefour lane roads with supplemental
turn lanes. Existing right-of-way of Forest Park Parkway and Millbrook Boulevard
(west of Big Bend) is90 feet. Thetwo way track zone will be accommodated in this
right-of-way while maintaining roadway cross-section in terms of the number of thru
traffic lanes. Additional right-of-way will be necessary along Millbrook Boulevard,
between Skinker and Big Bend where right of way is 80 to 90 feet, to accommodate
the basic cross section; and at the MetroLink stations at Skinker Boulevard and Big
Bend Boulevard to accommodate platforms and turning lanes.

For MetroLink in the median location, a split platform concept will be used for the
stations at Skinker Boulevard and Big Bend Boulevard. For the side-running option,
acenter platform will be positioned west of Skinker Boulevard. Because of the need
to transition to an underground alignment west of Big Bend Boulevard and
constraints associated with existing sanitary sewers in Millbrook Boulevard, the at-
grade side-running option will transition into an underground alignment at apoint east
of Throop Drive. Hence, the Big Bend Boulevard station, for thisalternative, will be
underground, not at-grade.

The use of the side platform concept for the median option provides ameansto gain
the most efficient use of right-of-way. The MetroLink platforms will be on the far
side of each intersection. The approximate 10' wide space needed for the platformin
the far side would line up with a left turn lane for genera traffic in the approach or
near side of the intersection. The left turn lane would not be on the tracks, but
paralel to them
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At the Des Peres Avenue intersection, Forest Park Parkway would retain two lanes
in each direction. For the tracks in the median option, left turn lanes on Forest Park
Parkway would not be provided ( no left turns to be allowed). Including left turn
lanes would require changing track alignment by moving them 8 to 10 feet south of
the center right-of-way position and would require 14 to 20 feet of additional right-of -
way aong the south edge of the existing roadway. For the side-running option, left
turn on Forest Park Parkway would be included. These could be included into the
existing 90' right-of-way. Des Peres Avenue would retain its existing geometry.

At the Skinker Boulevard intersection, roadway geometrics would include two
through lanes plus aleft turn lane in al approaches. For the eastbound approach, a
separate right turn would also be included in the MetroLink median option. There
could be aneed to add asecond right turn lane. Traffic forecasts, expected later, will
be used to verify the need for such added turning capacity. For the side-running
(south edge) MetroLink option, the same basic geometrics will be provided. The
need for separate right turn lanes in the eastbound approach will also be verified. In
this side-running case, the space needs for right turn lanes is more difficult to
accommodate since added lanes at this point requires the track alignment to be
modified, i.e., move tracks further south and increase right of way acquisition needs.

For the Skinker Boulevard intersection, an optional geometric concept involving a
through lane underpass could be considered. This underpass would be placed in
Skinker Boulevard and would provide one lanein each direction. These laneswould
pass under Forest Park Parkway and the MetroLink tracks providing added traffic
capacity for north-south traffic movement.

The underpass structure would extend from the Lindell Boulevard intersection to at
least Waterman Boulevard (possibly McPherson Avenue). In the southbound
approach at Forest Park Parkway, the cross section would be adjusted to provide two
southbound lanes (one for left turns, one for right-turns) and one northbound lane.
In the northbound approach there would be two northbound lanes (one for left turns,
one for right turns) and one southbound lane.

Along the section containing the underpass structure, driveways and loca

intersections would be open, but they would be limited to right turn in/right turn out
traffic movements.
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Along Millbrook Boulevard, existing intersectionsfor Washington University campus
at Hoyt Drive and Throop Drive would retain existing geometry including a
westbound left turn lane at each location. Thisleft turn lane requiresthe tracksto be
realigned moving them 8to 10 feet south of the center of right-of-way position. These
turn lanes would not be on the tracks but parallel to them. Because of the need for
added right of way along the south edge of Millbrook Boulevard, the position of the
intersection approaches would be moved south to match the new south curb line of
Millbrook Boulevard. Thiswould be the case for either at-grade options.

At Big Bend Boulevard, the median option will be the only at-grade aternative.
Existing geometry would be retained, i.e., two thru lanes and a left turn lane in all
approaches. The turn lanes on Millbrook Boulevard and space for platforms will
require added right-of-way. The alignment of the tracks would be changed moving
them 8 to 10 feet south of the center of right-of-way position. The turn laneswould
not be on the tracks but parallel to them.

Downtown Clayton

For thissection, the at-grade alignment woul d cross Forsyth Boulevard at apoint just
west of Forest Park Parkway. The geometry of Forsyth Boulevard would beretained,
but the accessto the parking lot on the north side of the street would be rel ocated and
modified.

The alignment crosses Carondelet Plaza just south of Forsyth Boulevard and follows
to north edge of Carondel et Plazato apoint east of Hanley Road where the alignment
merges into the center of the street. Because of vertical grade coordination,
Carondelet Plaza would be modified to either relocate its connection with Forsyth
Boulevard to a point midway between Jackson and Lee Streets or to change its
vertical elevation (by lowering) but maintain its connection to Jackson Street. The
cross-section of Carondelet Plaza would be retained.

At Hanley Road, MetroLink tracks would be located in the median (center) of the
street. The Hanley Road cross-section would be retained. Two eastbound lanes
would be provided for Carondelet Avenue in the intersection approach; and two
westbound lanes in the Carondelet Plaza approach.

Along Carondelet Avenue from Hanley Road to Central Avenue, one traffic lanein
each direction plus an emergency stop space will be provided. Thiswould exclude
the existing curb parking lane. The cross-sections of Bemiston and Central Avenue
would be retained.
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Because of track elevations associated with the hill aong Carondelet Avenue,
MetroLink would be located in a barrier median in the block between Hanley Road
and Bemiston Avenue. No mid-block vehicleor pedestrian crossingswill be possible.
Traffic circulation and access will need to use right turn-in and out movements.
Possibly, some left turn access may be possible at the ends of the block. Left turn
access to the Radisson Hotel may be retained depending on final details of ML track
elevation. In the block between Bemiston and Central, the tracks will mostly match
existing street elevation for the east half of the block (i.e., barrier median not
required). Inthe west half of the block, the street elevation will be transitioning to
match thelowered elevation in the Central Avenueintersection. Thereareno vehicle
access pointsin this block, nor should there be in the future.

At the Central Avenue intersection, vertical grade coordination with the MetroLink
tracks and proposed station will require lowering the elevation of Central Avenue.
Thiswill cause some realignment of traffic lanes in the northbound, westbound, and
southbound approaches.

The block along Carondel et Avenue, between Central Avenue and Meramec, will be
an “auto-free zone” or plaza. It would include the MetroLink tracks and station, but
exclude other vehicle traffic.

At the Carondelet Avenue/Meramec Avenue intersection, there are two design
options, i.e., tracks continue west to Brentwood Boulevard or tracks curve south
onto Meramec Avenue. For theformer option, the cross-section of Meramec Avenue
remainswhile Carondelet Avenuewould have onelanein each direction excluding the
curb parking lane. For the latter, the cross-section of Carondelet Avenue (to the
west) remains while the Meramec Avenue cross-section would be modified. In the
northbound approach, both MetroLink trackswould be swing a ong new right of way
west of the existing street; there would be four traffic lanes, two in each direction.

At the Carondelet Avenue and Brentwood Boulevard (for one option), the tracks
would turn south along the west side of the street right of way. The curb parking
lanes would be eliminated, but the same number of traffic lanes would be provided
along Brentwood Boulevard, i.e., two lanesin each direction plus spacefor aleft turn
lane.

Along Meramec Avenue at Bonhomme Avenue (for second design option), thetracks
would occupy the west side of the street. The northbound approach to this
intersection would have one lane northbound and two lanes southbound; the
southbound approach would have two lanes in each direction. The Bonhomme
Avenue cross-section would remain the same as existing.



CMT Right-of-Way

For different design alternatives, generally the CMT right-of-way, there could be
additional at-grade MetroLink locations. Either of thefollowing two locations could
occur (i.e., oneor the other or neither would beincluded in the preferred aternative):
(1) Laclede Station Road between Flora Avenue and Sunnen Drive, and (2) Big Bend
Boulevard and Oxford Avenue.

The Laclede Station Road option would involve crossing both Flora Avenue and
Sunnen Drive (accessroad serving the Sunnen Business Park) at-grade. 1neach case,
the cross-section of these roads would not be changed by MetroLink. Flora Avenue
has one lane in each direction and would be retained. Sunnen Drive currently exist
only east of Laclede Station Road. It is proposed to extend west to Hanley Road.
It isafour lane road and its cross-section would be retained.

The Big Bend Boulevard/Oxford Avenue option involves at-grade crossing of Big
Bend Boulevard at apoint just north of the Oxford Boulevardintersection (i.e., access
road into the Deer Creek Center) and of Oxford Avenue just east of Big Bend
Boulevard. In each case, the existing cross-sections would be retained.

Traffic Controls

In coordination with the geometrics and operations, traffic controlswould play avita rolein
traffic management. Most of the control would be achieved viaimprovements in the traffic
signal system and the implementation of a modified signal operational strategy.

Overview

There are three important aspects to the design and operation of traffic controls:

a

b.

C.

Operational strategies for at-grade MetroLink alignments crossing high volume
arterial roads.

Facility requirementsrelativeto need for crossing gates and railroad-typeflashing red
lights and system connection between traffic and MetroLink train control.

Traffic signal operationa strategies employing pre-emption and/or prioritization
concepts.

The national standards, cited previously, provide guidance relative to these topics and are
highlighted in the following discussion.
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Operational Strategies

Existing light rail transit experience across the United States indicates that at-grade
operations in high volume highwaysisfeasible. In central Baltimore, Maryland; San
Jose, Cdlifornia; San Diego, Cdlifornia; and Ddllas, Texas to name afew locations,
light rail transit operates at-grade crossing arterial roads with volumesin the 20,000
to 50,000 vehicles per day range™. Traffic control systems have been improving to
provide the management means to accommodate such conditions in an efficient and
safe manner.

Thisissue was addressed by a specia Institute of Transportation Engineerstechnical
committee (#6A-42)*. Their resultsindicated that at-grade operationa feasibility is
a function of both highway volume (peak volume per hour per lane) and transit
volume (trains per hour). For therange of MetroLink train volumes being considered
for this Cross-County extension (6 to 8 trains per hour), the corresponding range in
traffic volumesfor feasible operation woul d be up to 900 vehicles per hour per lane®.

Further, if some delay to train operations (i.e., train occasionally being stopped at
intersections) was acceptable, the traffic volumelevel for feasible operation could be
extended to 1200 vehicles per hour per lane. Asshown by Table 4, traffic volumes
in the corridor are now and will likely be within this range or lower.

Further, these guidelines specifically cite that detailed analyses for each location
would be needed to verify operational feasibility. Such analyses has been undertaken
for this operations plan and will be discussed later.

Facility Requirements

Beyond standard traffic signal facilities(signals, lights, controllers, and detectors), at-
grade MetroLink alternatives require consideration of additional facilities:

a. Need for railroad crossing protection in the form of gates and flashing warning
lightsbells.

b. Tran presence detectors and communications between traffic and train control
systems.

With regard to the first topic, the matter needs to consider the difference between

21

Blossom Hill Road @ 50,000 veh/day, Montague Expressway up to 70,000 veh/day -San Jose, CA
Howard Street and MLK Boulevard @ 30,000 to 40,000 veh/day -Baltimore, MD
U.S. Naval Base Main Entrance @ 30,000 veh/day -San Diego, CA
ITE Journal, Jan. 1993 - “LRT Transit Grade Separation Guidelines - Figure 1"
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railroad and light rail transit operations. Thereistypically asignificant differencein
the volume of train traffic, i.e., transit being significantly more frequent than railroad
operations (freight or passenger trains).

Thereisasoasignificant differencein the clearancetimefor transit vs. railroad trains.
MetroLink will crossthrough at-gradeintersectionsin 15 secondsor less. Obvioudly,
raillroad trains can take substantially longer from 5 to 10 minutes (or more).

The vehicle performance characteristics are also significantly different. MetroLink
trains have much shorter stopping distances (from normal running speed to stop) than
railroad trains. They also have greater acceleration capability than trains.

These differences allow transit to function in an at-grade mode through intersections
under traffic signal controls (no gates). Thisistrue for the most urban areas having
light rail transit. Federal Highway Administration standards® acknowledge these
differences.

The use of traffic signal only control has become an accepted practice for light rail
trangit alignments that are located in the pavement or median of intersecting streets.
This, however, is not the case for transit alignments that have a “side-running’
position, i.e., they do not literally cross through the intersection but are closely
parallel to one of the intersecting streets. The latter would be the circumstance for
the south edge at-grade option along Forest Park Parkway and Millbrook Boulevard.

Theissuefor “side-running” tracksisthat vehicle traffic could become trapped while
standing across the tracks. With tracks crossing a street close to an intersection
(within 200 feet according to most standards), vehicles on the cross street could
gueue acrossthetracks dueto high traffic volumes or be waiting to make aturn. The
cross street green light could change to red and these vehicles would still be stopped
in the track zone. If atrain were to arrive, these vehicles couldn’t pull forward
because of traffic flowing on the other street acrosstheir path. Hence, they would be
trapped in a hazardous position.

For this reason, crossing gates and warning signals along with pre-emptive signa
operations are deemed advisable. The gates prevent encroachment in the track zone
while the signal operations provide timefor traffic to clear. Such pre-emption could
beimplemented without crossing gatesfor roadswith high volumesand frequent train
crossings, reliance on signals alone would add risk.

This clearance/entrapment problem does not occur with tracks located in the
intersection. When signals change, vehicleswill clear theintersection and not stay in

23

Railroad - Highway Grade Crossing Handbook.
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the middle of the intersection.

The conclusion for MetroLink is that for the south edge (side-running) option,
crossing gates and signals should be deployed at intersections including Des Peres
Avenue, Skinker Boulevard, and Hoyt Drive.

For at-grade crossings not at intersections, gates and signals would be the standard
to use. Thiswould involve crossings of Forsyth Boulevard, Carondelet Plaza, Flora
Avenue, Sunnen Drive, Big Bend Boulevard, and Oxford Avenue.

The second special facility need concerns train presence detectors and traffic/train
communications. National practice, as reflected via ITE technical committees,
provides input.

Traffic signalswould be designed and installed cons stent with the Manual onUniform
Traffic Control Devices(MUTCD). However, there are other signalsto beincluded
that would be used by MetroLink operators only. Sample transit signal aspects are
shown on Figure 4. These would be installed along the tracks (between the tracks)
to be clearly seen by operators. Typicaly, these signals use white light only, and
would not be confused by motorists as controlling traffic movements.

As MetroLink operates in streets, at-grade, it needs to be detected in advance of
intersections so that traffic signals can commence a special phasing sequence.
Detectorswould beinstalled along the tracks approaching intersections. At least two
detector positions would be needed. The first one to be activated would
communicateto thetraffic signal controller that atrain was approaching. Thiswould
trigger pre-programmed signal phases. A second detector would belocated closer to
the intersection, this would be connected to atrain signal in the trackway telling the
train operator that a green/go light will be available at the intersection or that the
operator should be prepared to stop. Thelatter situation only occursif other than full
signa pre-emption is being used or if an emergency/malfunction has occurred.

These special facilities - signals, detectors, and traffic/transit control communication
linkages - would be necessary parts of the overall installation to assure proper at-
grade operation. These would apply to any at-grade alignment option.

Traffic Signalization Concepts

There are two basic strategies for operating signals including transit operations:
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Pre-emption in which traffic signals switch to red alowing undel ayed passage
of MetroLink through an intersection or across a road.

Prioritization in which traffic signals switch to phases alowing undelayed

passage, if possible, in coordination with other signal phases used at agiven
intersection.
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Most practice, previoudly used for railroad crossing control, has employed pre-
emption?. Thiswould be the case whenever crossing gates and flashing signals are
used.

Using a typical pre-emptive operation, the train presence detector (20 seconds in
advance of the intersection) activates the clearance phase in which al signals go red
(green signals go to yellow then red). If gates are present, these and the flashing
warning lights are activated at thistime. Also No Left Turn and No Right Turn signs
areilluminated for the street parallél to thetracks. If thetracks havea“side-running”
position, thereis aneed to alow vehiclesin the track zone to clear into and through
the intersection. Such a clearance phase would require 10 to 15 seconds after which
the signalsfor the street crossing the tracks would go red. Subsequently, signalsfor
the street in parallel with the tracks would go green, except for the no left and right
turn signs, which would continue to be illuminated.

MetroLink trains would require 10 to 15 seconds to cross aroad. After which, the
sequenceto raise the gates and terminate warning lights would begin. The controller
could be programmed to continue to green phase for the parallel street within some
time limit (i.e.,, maximum amount of time for green phase); or it could immediately
turn yellow then red. The latter option could be connected to presence detectors on
the street crossed by the tracks. These detectors could identify the presence of an
extensive queue of vehicles created by the closed crossing gates. Asa priority, the
controller would be programmed to provide a green light to the cross street as soon
as possible to allow traffic conditions to “recover” back to normal (i.e., reduce the
gueue).

Thetime for clearance phases (both vehicles and MetroLink) would add up to 25 to
35 seconds. Thistimewould bein effect, subtracted, in part, from possiblegreentime
for the street crossed by the tracks. With traffic signals in the corridor using 100
second cycle lengths, these clearance phases represent 25 to 35% of the cycle time.
Depending on when the train arrives, such pre-emption could eliminate most of the
available green time for the cross street in a signal cycle. With MetroLink trains
operating at 8 minute headways, trainsfrom either direction would passacross street
every four minutes (240 seconds) or every 2%2signaled cycles. Thecrossstreet could
end up having a green light during only one of each three signa cycles. For cross
streets with high traffic volumes, this would create significant delay potential.

2 |TE Technical Committee#4M-35 - “ Pre-emption of Traffic Signalsat or near actively protected railroad
crossings’ November 1994.
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Thisimpact of pre-emption operationsgivesriseto prioritization strategies. Asnoted
by operational studies® conducted for the San Jose, CA and Dallas, TX light rail
systems, these strategies achieve optimization of signal operationsto providefor light
rail transit movement, but without imposing unreasonable delay on other traffic.

Theuse of prioritization, however, appliesto those situationswheretransit tracksare
intheintersection. For MetroLink options, prioritization would bewell-suited for the
median alignment option; but would not include the “side-running” aignments.

Prioritization entails the insertion of a transit signal phase at an optimum time, i.e.,
when the green light would normally be activated for the street in paralel with the
trangit tracks. In this way, the signal cycle time alocated to the parallel street is
concurrently used by transit. Traffic phases are not reduced and capacity is
maintained for traffic flow.

The coordination, time-wise, is the key consideration. If train movements were
absolutely predictable (to the second), MetroLink phases could be scheduled for all
at-grade intersections in the most optimal fashion (i.e., with parallel street green).
However, such predictability is not reality. MetroLink trains will follow a schedule
with reasonabl e adherence, but the precise arrival and departure of trainsis subject to
various uncontrolled conditions (e.g., time it takes for passengers to board, volume
of people, operating conditions along the entire MetroLink system). Because of this
situation, the train detectors, linked to the traffic controller, provide a means to
estimate MetroLink arrival at a given intersection. With this information, the
controller would be programmed to adjust the signal phasing to either advance or
extend agreen signal phasefor MetroLink to use. Thiswould be donewithin certain
prescribed limits (i.e., available windows of time in the overall signal cycle within
which such adjustments could be made).

% Traffic Signal and Track Warning Device Timing Relationships at the Greenville and Blackwell
Intersection for DART’ s LRT crossing, Barton-Aschman, November 1996, Technical Memo.
Light Rail Impacts on Surface Street Operation in Santa Clara County, by Jon Elison and Chas. Felix,
1991 ITE Compendium of Papers.
Integration of Light Rail Operations and Roadway Traffic Control - The Dallas Area Rapid Transit
System Approach, by Dave Carter, 1994 ITE Compendium of Papers.
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Depending upon when MetroLink trains arrive at an intersection like Skinker
Boulevard, trains may be able to proceed through or be stopped. One strategy to
mitigate transit delay at traffic signals would be to employ a dispatching function at
the Forest Park and Carondelet Avenue/Meramec MetroLink stations. The former
would be used for westbound trains and the latter for eastbound trains. In this
manner, MetroLink would be held at these stations and dispatched at the proper time
to coincide with green signal phases at key intersectionsalong theroute, i.e., Skinker
Boulevard/Forest Park Parkway, Big Bend Boulevard/Millbrook Boulevard, and
Carondelet/Hanley Road. Dispatching would enhance the capability to predict train
arrival at intersections in a more predictable fashion.

. Specific Traffic Control Devices®
. Traffic signals exist at the following intersections along the route:

- Des Peres Avenue at Forest Park Parkway

- Skinker Boulevard at Forest Park Parkway

- Big Bend Boulevard at Millbrook Boulevard

- Hanley Road at Carondelet Avenue

- Bonhomme Avenue at Meramec Avenue

- Hoyt Drive at Millbrook Boulevard

- Throop Drive at Millbrook Boulevard

- Pedestrian crossing signals a two locations along Millbrook
Boulevard: west of Big Bend Boulevard (about 800") and midway
between Throop Drive and Hoyt Drive.

- Big Bend Boulevard/Oxford Boulevard - Oxford Avenue

. New traffic signals would be added at the following intersections:
- Carondelet Avenue at Bemiston
- Carondelet Avenue at Central
- Carondelet Avenue at Meramec
- Carondelet Avenue at Brentwood Boulevard (for one option)

. Traffic sgnal phasing

% LRT intersection traffic control devices require permits from the Division of Motor Carrier and Rail
Safety, Department of Economic Development, State of Missouri.
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Traffic signal operations will employ both prioritization and pre-emption
concepts. The former would be used along Forest Park Parkway and
Millbrook Boulevard for the median alignment option and to al intersections
in downtown Clayton. The latter (pre-emption) would be used along Forest
Park Parkway and Millbrook Boulevard for the south edge (side-running)
alignment option.

For prioritization operations, signa phasing sequences would be as follows:
a Traffic Signal Phase Sequence

The signal phase sequence is the type and order of the traffic signal
phases as they are called (illuminated by signal light). The phasing
sequence for MetroLink signals varies by location. The first
difference is between concurrent and non-current intersections.
Concurrent intersectionsare where MetroLink can movewith parallel
traffic. This occurs where there are no turning movements allowed
across the tracks, or, if turning movements are allowed across the
tracks with a separate turn lane that can be controlled by separate
signa phase; permissive left turns would not be alowed.

Non-concurrent intersection are where MetroLink tracks turn from
one street to another requiring a separate transit phase and all other
traffic must stop. At non-concurrent intersections, other traffic loses
a significant amount of green time because of the LRT only phases.
Thislost time was applied during the capacity analysis with a specia
feature called pedestrian phase time. The specification of pedestrian
phase provides al red to the autos in each cycle.

Figure 5 lists the different signal phase sequences that apply to al of
the corridor MetroLink intersections”. This diagram is drawn with
north at the top of the page. For each row in the chart, the travel
signa sequencewould proceed from left toright. Thearrowsindicate
which movement has a green signal. The MetroLink track symbol
indicates when trains move. The transit phases will be called as
needed. Limitations in the available time in the cycle length may
postpone processing a call until the next cycle.

# Turning at the intersection of Carondelet/Brentwood (Option B) is an dternate to turning at the
intersection of Carondelet/Meramec (Option A).
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Intersection
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St. Louis, Missouri

Figure 5
PROPOSED TRAFFIC SEQUENCING



Cycle Lengths

The cycle length is the amount of timethat is required to process the
entire signal phase sequence. The length of the signa cycle is
determined by the sum of the required individual phase lengths.
Limitations exist on the maximum cycle length due to the amount of
time vehicles and autos must wait during a red phase and
corresponding length of queues. In the core of downtown Clayton,
the pedestrian stop or waiting time is most important. Pedestrians
tend to have a limited tolerance for waiting, no more than about 30
seconds. Phases need to be organized to allow pedestrian to move
within thisinterval of time.

Thestandard cyclelength for intersectionswith MetroLink operations
will be 100 seconds along Forest Park Parkway/Millbrook Boulevard
and 72 and 80 seconds in downtown Clayton. There are existing
closed-loop signal systems in the corridor that may operate on a
longer cycle. These exist dong Forest Park Parkway - Millbrook
Boulevard and are being enhanced along Skinker Boulevard. Such
operations would be coordinated with this phasing.

Phase Lengths

The duration of each signal phase is based on the amount of time
required to accommodate traffic movement subject to minimum time
required for yellow signal and pedestrian clearances. The minimum
time required for each through auto phase is the time necessary to
allow pedestriansto walk acrossthe stopped street in the intersection.
Thistime is calculated by providing a minimum walk time of seven
seconds plus a don’t walk time equal to the time necessary for a
pedestrian to clear the intersection at an average walking speed of
four feet per second.

MetroLink Clearance Timings

The phase length for aMetroLink phaseis determined by the amount
of time required to clear a train through the intersection. This is
determined based upon three factors:

- The travel speed of the train.

- The length of the train
- The distance through the intersection
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The maximum travel speed of MetroLink isthe legal speed limit (35
to 45 mph aong Forest Park Parkway and Millbrook Boulevard, and
25 mph in downtown Clayton). MetroLink traveling through an
intersection should maintain this speed unless it is dowing for a
station. A train turning through an intersection will be required to
dow down considerably in cases of varying track geometry.

Along Forest Park Parkway - Millbrook Boulevard, there are
proposed stations at Skinker Boulevard and Big Bend Boulevard.
Trains approaching these intersections will aways be dowing down
to stop. Within downtown Clayton, MetroLink trainswill operate at
slow speed throughout the at-grade section.

Integration of Traffic Signal and Train Control Systems

As the preceding indicated, the traffic signal controls would be
managed via loca controllers. There would be closed-loop traffic
signa system operations along Forest Park Parkway - Millbrook
Boulevard and Skinker Boulevard that would be part of the
controller-to controller communications.

There is a need to connect the MetroLink control/communications
system with traffic control. This would be in the form of status
information to identify the signal status at anytime. Further, train
detectors would be placed in advance of traffic signal locations in
order to trigger signa phasing sequences. Thiswould include either
extending the parallel (train) green phase or advancing the beginning
of the parallel green phase. Such modifications would fit into a
background cycle in which the traffic signa operates. Given the
distance (and time) the train is from the signal, the controller will
determine if the adjustment can be made.

At apoint in advance of the signal represented by the LRT train safe
stopping distance, the communication system will identify if a green
phasewill be provided. If not the operator will brakethetrain for safe
stopping.
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Pre-emption Phasing

The discussion, earlier in this chapter, addressed the prioritization
concept for signa operation. This will affect the mgority of the
signalized intersections. However, pre-emption phasing would also
be applied to the Des Peres Avenue, Skinker Boulevard and Hoyt
Driveintersections, as part of the south edge (side-running) alignment
option along Forest Park Parkway and Millbrook Boulevard.

Thebasic aspects of pre-emption were discussed in previous sections.
In contrast to the phases shown on Figure 5 for Skinker/Millbrook
andHoyt/Millbrook under aprioritization concept, the phase sequence
for pre-emption would be:

w

No A

Skinker Boulevard

Crossing gates and flashing signalsactivated with all signalsto
red (current green to yellow first) except for the northbound
intersection signal on Skinker which would become green to
clear the track zone.

Train crossing phase with Forest Park Parkway/Millbrook
Boulevard through movement (eastbound and westbound)
green.

Train clears and activates the release of the gates and
termination of flashing and warning lights.

Skinker left turn phase to green (both directions)

Skinker thru movements.

Forest Park Parkway/Millbrook Boulevard left turn phases.
Forest Park Parkway/Millbrook Boulevard through movements.

Des Peres Avenue and Hoyt Drive

Follows the same sequence as described for Skinker
Boulevard.
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Traffic level of service

To indicate, in a preliminary fashion, the impact of the proposed
prioritization signal phasing, traffic level of service analysis® was
completed for theintersectionsin the Forest Park Parkway-Millbrook
Boulevard and downtown Clayton sections. The analysis will be
modified later in the project to more specifically reflect proposed
street geometry associated with the conceptual designs. Theseresults
are summarized by Tables5 & 6. Detailled computation sheets are
included in the Appendix.

Tables 5 and 6 provide information about traffic conditions with and
without the passage of MetroLink trains. These tables are organized
asfollows:

. Existing Conditions Columns - describes conditions without
the presence of MetroLink.
. Train w/ Traffic Green Columns - describes conditions in

which MetroLink trains would be present; trains would be
accommodated only during the green signal for the street in
parale with the tracks (i.e., Forest Park Parkway, Millbrook
Boulevard, or Carondelet Avenue).

. No Train Columns - describes conditions at intersections
which do not have separate left turn signal phases on streets
pardle to the tracks; these columns indicate conditions
without train presence.

. Full Train Clearance Columns - describe conditionswherein a
separate signal phaseisprovided for MetroLink with no other
traffic movement.

. Weighted Average Columns - assumestrains pass through the
intersection each 4 minutes (considering both directions)
during atypica hour, shows average delays for signal phases
with and without train signal phases.

Using Signal 94, a software which trand ates the Highway Capacity Manual.
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TABLE 5

Cross County MetroLink Extension
Capacity Analysis Results

AM Peak Hour

Cycle Existing Conditions Average Clearance No Train Clearance Full Clearance Time Weighted Average
Corridor Intersection Length LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay
Forest Park/Millbrook
DeBaliviere 100 C 19.7 NA NA NA NA NA NA NA NA
Des Peres (1) 100 B 11.5 B 14.6 NA NA NA NA NA NA
Skinker (1) 100 D 25.5 D 26.7 NA NA NA NA NA NA
Skinker (2) 100 D 25.5 C 17.0 NA NA NA NA NA NA
Hoyt (1) 100 B 7.1 B 10.0 NA NA NA NA NA NA
Throop (1) 100 A 2.6 A 4.8 NA NA NA NA NA NA
Big Bend (1) 100 D 26.3 D 29.2 NA NA NA NA NA NA
Big Bend (2) 100 D 26.3 C 16.0 NA NA NA NA NA NA
Carondelet
Hanley (1) 120 C 17.1 C 19.9 NA NA NA NA NA NA
Bemiston (1) * 72 B 5.4 NA NA B 9.8 B 14.7 B 11.3
Central (3) * 72 A 4.3 NA NA B 10.5 B 13.5 B 11.4
Meramec (4) * 72 A 2.1 NA NA B 9.0 B 13.5 B 10.4
Meramec
Bonhomme (1) 72 B 10.0 NA NA B 10.0 B 12.5 B 10.8
Shaw Park 72 B 5.1 NA NA NA NA NA NA NA NA

(1) Taking median-running through trains into consideration.

(2) Taking median-running through trains into consideration and northbound/southbound thru movement grade-separated.
(3) Taking through trains into consideration and west approach closed to vehicular traffic.
(4) Taking turning trains into consideration and east approach closed to vehicular traffic.

* Existing intersection is unsignalized.

**Weighted Average Delay = [(Delay with full clearance time * Number of cycles with "LRT only" phase) +
(Delay with no clearance time * Number of cycles without "LRT only" phase)] / [Total number of cycles]
Based on 8 minute train headways.




TABLE 6

Cross County MetroLink Extension
Capacity Analysis Results

PM Peak Hour

Cycle Existing Conditions Average Clearance No Train Clearance Full Clearance Time Weighted Average**
Corridor Intersection Length LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay
Forest Park/Millbrook
DeBaliviere 100 C 25.0 NA NA NA NA NA NA NA NA
Des Peres (1) 100 B 9.4 B 12.8 NA NA NA NA NA NA
Skinker (1) 100 D 27.1 D 30.5 NA NA NA NA NA NA
Skinker (2) 100 D 27.1 C 17.6 NA NA NA NA NA NA
Hoyt (1) 100 B 8.7 B 12.6 NA NA NA NA NA NA
Throop (1) 100 A 5.5 A 7.9 NA NA NA NA NA NA
Big Bend (1) 100 D 30.3 D 32.9 NA NA NA NA NA NA
Big Bend (2) 100 D 30.3 C 16.2 NA NA NA NA NA NA
Carondelet
Hanley (1) 120 C 16.7 C 23.5 NA NA NA NA NA NA
Bemiston (1) * 72 B 5.9 NA NA B 10.1 B 14.9 B 11.5
Central (3) * 72 A 3.9 NA NA B 8.8 B 12.0 B 9.8
Meramec (4) * 72 A 3.4 NA NA B 9.7 B 14.2 B 11.1
Meramec
Bonhomme (1) 72 B 12.4 NA NA B 12.4 B 12.4 B 12.4
Shaw Park 72 B 8.0 NA NA NA NA NA NA NA NA

(1) Taking median-running through trains into consideration.

(2) Taking median-running through trains into consideration and northbound/southbound thru movement grade-separated.

(3) Taking through trains into consideration and west approach closed to traffic.
(4) Taking turning trains into consideration and east approach closed to traffic.

* Existing intersection is unsignalized.

**Weighted Average Delay = [(Delay with full clearance time * Number of cycles with "LRT only" phase) +
(Delay with no clearance time * Number of cycles without "LRT only" phase)] / [Total number of cycles]
Based on 8 minute train headways.




This analysis will be redone later in the project when future traffic
volumeestimatesareavailable. Thesevolumeswould reflect potentia
traffic growth, shift in mode use due to the MetroLink extension, and
some shift in traffic patterns due to changes in access. The latter
would occur mostly in downtown Clayton due to changes in access
aong Carondelet Avenue, between Hanley Road and Bemiston.
Access would become right turn in and out only. Thiswill cause a
change in traffic patterns at the Hanley Road/Carondelet Avenue
intersection and at other locations. At Hanley Road, it would be
expected that the northbound left turninthe A.M. peak and eastbound
flow would decrease significantly. This would be balanced by some
increase in traffic through the Carondelet Avenue/Bemiston Avenue
intersection. Such changes will be examined later as part of impact
analysis.

The detailed level of service analysis has not been applied to the pre-
emption signal concept. Asdiscussed earlier, pre-emption would add
significant delay to the north-south streets crossed by MetroLink.
This would affect Des Peres Avenue, Skinker Boulevard, and Hoyt
Drive. It would be expected that for Skinker Boulevard, delay could
increase by 10 to 15 seconds. Level of service would become E. If
this lower level of service is verified, via further anaysis, and is
considered unacceptable, some change in signal operation would be
necessary. This could require use of prioritization signal phasing
rather than pre-emption. Inthisway, somedelay for MetroLink trains
would beintroduced in order to reduce delay for Skinker Boulevard.
For Des Peres Avenue and Hoyt Drive, the impact would be
insgnificant because of the low volumes on Des Peres Avenue and
Hoyt Drive.

Other Crossing Control Devices
At other locations (than described in the preceding section), the
intersecting roads and drives will be controlled by crossing gates and

flashing red signals. At these locations, detectors will provide a
minimum 20 second warning time.
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It isanticipated that gates and red flashing signalswill be provided at:
The south edge (side-running) alignment along Forest Park Parkway
and Millbrook,
at Des Peres Avenue (south approach)
at Skinker Boulevard (south approach)
at Hoyt Drive (south approach)
Forsyth Boulevard at west of Forest Park Parkway
Carondelet Plaza, south of Forsyth Boulevard
Carondelet Plaza, east of Hanley Road
Flora Avenue, west of Laclede Station Road
Sunnen Drive at Laclede Station Road
Big Bend Boulevard north of Oxford Boulevard
Oxford Avenue, east of Big Bend Boulevard.

For al of theabovelocations, traffic signalsand gates/warning signals
will operate in the pre-emption mode, as explained previously; the
exceptions will be the Forsyth Boulevard, the two Carondelet Plaza
locations, Flora Avenue, and Sunnen Drive. At these five locations,
these will be only crossing gates and flashing signals without any
traffic signals.

The Forsyth Boulevard crossing and Carondelet Plaza crossing just
south at Forsyth Boulevard may entail specia linkage to near by
sgnas for the former, the close proximity to the signals at
Forsyth/Bland Avenue plus site distance considerations associated
with the Forsyth Boulevard alignment and Forest Park Parkway
overpass structuresindicates apotentia need to link the crossing gate
signa operationswith thetraffic signals. Inoperationstherewould be
a clearance interval used with ared phase for westbound/eastbound
movement being illuminated with time allowed for Forsyth Boulevard
traffic to clear the track crossing. Train detectors communication
with Forsyth/Bland controller, westbound vehicles on Forsyth are
given enough time to clear the crossing before a red phase is
illuminated at Bland Avenue. Similarity for the Carondelet Plaza
crossing, the signals at Jackson/Forsyth or at the new Carondelet
Plaza/Forsyth intersection would include a clearance phase so that
traffic on Carondelet Plaza can clear the crossing.
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Pedestrian and Bikeway Movement

Animportant el ement of traffic management concerns pedestriansand
biketraffic. Pedestrian and bicyclistsrequire asignificant share of the
potentialy available public right-of-way. From atraffic management
perspective, the elements for pedestrians and bikes would be as
follows:

. Traffic signal phasing will always incorporate sufficient
pedestrian crossing time, that is, thetimefor personsto cross
the street walking at a reasonable speed. This s critical for
dense pedestrian zones, e.g., downtown Clayton, Washington
University, and Forest Park.

. Sidewak widths must be sufficient to accommodate peak
pedestrian volumes.

. Pedestrian movements are to be managed so that they occur
at intersection crosswalks. Measures, such as urban design
treatment, would be instituted to prevent midblock crossing.

. Bike access will be important in some locations. Thiswill be
true in areas close to residential neighborhoods. Similar to
addressing pedestrian access, bike access is planned to
maximize safety. Linkages to neighborhood bike routes (on-
street or off-street) would be incorporated into station access
designs.

Truck Operations

Accessfor goods delivery, service, and maintenanceis needed by the
various land-use activities in the corridor, especially in downtown
Clayton. Access to dleys and loading docks would be maintained.
Along Carondelet Avenue and Meramec Avenue, on-street loading
space would be limited. The concept of time management can be
applied for some of thisdemand. Using this concept, truckswould be
able to use the track areas with authorization during the hours when
MetroLink would not be in operation.



. Emergency Vehicle

The corridor must continue to be accessible for emergency vehicles.
Property cannot be land-locked, nor can any facilities be constructed
to prevent appropriate access. Access along al public streets and
aleysin the system will be maintained to allow for this contingency.

Land-Use Access

MetroLink will operatein asafer environment and be ableto better maintain scheduleswhen potential
crossings of MetroLink tracks is limited. The following addresses the midblock access and the
management strategies to be employed.

1. Midblock Access Policies

The issue concerns the need for property access, public safety and the disruption of MetroLink
service. Turns across the tracks at midblock locations shall be prohibited where possible.

In the case of median or center of the street |ocated tracks, where alternate vehicle accessisavailable,
crossing the tracks will be prohibited. The latter would utilize design features (e.g., barriers) and
regulatory measures.

Alternate access could be provided viaaccessto and from other streetsor alleysisavailable; or where
joint use of access with adjacent properties is feasible, then a single access shall be provided; or if
multiple access drives for the same property exist, they shall be consolidated into a single access
point.

Where access across MetroLink tracks must be allowed, one or more of the following access
management strategies would be employed:

a Basic Signage
At al locations where driveways, alleys, or other passageways intersect MetroLink tracks,
signswill be erected to direct the appropriate functioning of those intersections. 1n addition,
the conditions outlined below would be implemented with appropriate signing as guided by
MUTCD and local agencies standards.

b. Time Management

Access will be alowed during non-operating hours wherever possible and by permit during
operating hours when necessary.
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C. Access Control

Active control measureswill be employed where access conditions create ahigh potential for
disruption to MetroLink operations. The purposes of the active control measures are to
maintain the priority movement of the trains and prevent or limit interference with cross
traffic. Active control measures are either traffic control or warning signals or access
managersthat control pedestrian flow and street traffic and manage queues. These conditions
exist where there are relatively high-volume maneuvers (in excess of 20 vehicle per peak
hour) acrossthe tracks or thereisalimited sight distance. When volumes arerelatively low
(less than 20 per peak hour), a passive control measure, such asasign, will be used.

2. Access Management Actions

The following actions are recommended to manage midblock crossings aong the sections of the

corridor where at-grade MetroLink alignments would be considered.

Location Existing Access
Forest Park Parkway- (1) aley access on south curb
DeBaliviere to Skinker line
Millbrook Boulevard- (1) two right infout driveways
Skinker to Big Bend to campus parking and
Service access
Big Bend to Pershing (1) one commercia driveway

north curb line

2 ML - abbreviation for MetroLink.
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Modification

ML? in median-no
change.

ML in south edge- no
change.

ML in median-accessto
be retained, road
widening will cause
modified geometrics for
driveway.

ML in south edge-access
allowed to cross tracks,
stop sign controlled with
flashing warning light
when trains approach,
major geometric change.

ML in median-access to
be retained, road
widening will cause
modified geometrics.



Carondelet Plaza -
Forsyth to Hanley

Hanley to Bemiston

Carondelet Avenue -
Bemiston to Centra

Carondelet Avenue - Central
to Meramec

Meramec Avenue -
Carondelet to Bonhomme

(2) alley access, both side
near Hanley

(2) north side - 5 driveways
providing access to parking

facilities.

(2) south side - 4 driveways,
to parking service docks, and

hotel front door drop-off

(1) no access

(1) no access

(1) east side - 5 county

parking garage access drives

(2) west side - one ally access
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ML in north edge-access
to be retained, some
geometric changein
north alley access.

ML in median with
barrier accessto be
retained but left turn
infout will be prohibited
except for alley access
just west of Hanley Road
where |eft turns may be
possible.

Same comments as
preceding; left turn
access to Radisson Hotel
may be retained
depending on fina details
of ML track elevation.

ML in median-access
possible including left
turns if necessary; new
Site access should be
encouraged to Central
and/or Bemiston
frontages.

Block to be closed to
vehicle traffic except for
ML, emergency vehicle
access retained.

ML on west side of
pavement-no changein
access.

ML on west side-dley
access to be changed to
one-way westbound with
access controlled by gate
and flashing warning
lights; the option would
be to close this access.



M eramec-Bonhomme to
Shaw Park Drive

Carondelet Avenue -
Meramec to Brentwood
Boulevard

Brentwood Boulevard -
Carondelet to Shaw Park
Drive

Big Bend Boulevard -
north of Oxford Boulevard

Oxford Avenue - east of Big
Bend Boulevard

(1) east Sde-6 access drives
and 1 alley access.

(2) west Side - one dley
access.

(2) north side - 2 driveways
providing access to parking
and dley
(2) south side - 2 driveways
providing access to parking
and dley

(1) west side - loop drive to
park buildings

(2) east side - 2 driveways
and one alley

(1) east side - 1 accessto
parking

(2) north side - 1 access

(2) south side - 2 access
driveways
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ML on west side-no
change in access.

ML on west side-change
to entrance only (one-
way westbound)

crossing of tracks, use
warning signals and
crossing gates; the option
would be to close this
access.

ML in median - accessto
be maintained including
left turns.

Same as preceding
comment.

ML on west side - access
alowed controlled with
stop sign with flashing
warning signals at both
entrance and exit,
illuminated “NO RIGHT
TURN” sign for entrance
coordinated with traffic
signal operation at
Brentwood/Bonhomme.
ML on west side - no
change.

ML in CMT right-of-way
will eiminate existing
parking lot use of right-
of-way.

Same comment as
preceding.

No change in access
except as coordinated
with ML station access

drives for the Deer Creek
station.
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