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PROJECT IDENTIFICATION 
• The Southeast Corridor Light Rail Transit 

(LRT) Project would provide transfer 
connections 	to 	METRO's 	current 
METRORail Red Line. 	The 6.14 mile 
alignment extends southeast from 
Downtown Houston, where it connects with 
the current METRORail, through urban 
neighborhoods, to Palm Center, a 
community center and business complex. It 
is the Minimum Operable Segment (MOS) 
of an alignment that will eventually extend to 
Houston's Hobby Airport. 

• Connects the central business district (CBD) 
with 129,000 jobs, University of Houston-
Central Campus with 34,300 students, 
Texas Southern University (TSU) with 
11,000 students and Houston Community 
College System Central Campus (HCCS) 
with 8,400 students. 	This line provides 
118,500 residents in the southeast region a 
transfer opportunity to the CBD, and the 
Texas Medical Center (TMC) with 73,600 
jobs, and cultural facilities such as the 
Museum District, Hermann Park, the 
Houston Zoo, and the Reliant Stadium 
complex. 

SETTING 
• The Project is bounded by Interstate 

Highway 45 South (IH-45) to the east, one 
of the most heavily-traveled freeways in the 
nation, with 317,000 vehicles per day, 
according to the USA Today Newspaper, 
United States Route 59 (US 59)/State 
Highway 288 (SH 288) to the west, and 
Interstate 610 (I H-610) to the south. 

• The street network in the project area is 
discontinuous (many streets in the 
residential area have deadends) and does 
not provide good connectivity to key activity 
centers. 

• The project area includes a major portion of 
Downtown 	Houston, 	including 	its 
commercial core and a growing residential 
population in and east of the downtown 
area. 

• Two institutions of higher learning; The 
University of Houston — Central Campus 

and Texas Southern University (a 
historically black university) are located 
within the project area. 

• The project area also includes arterial 
streets 	with 	strip 	mall 	commercial 
developments, the Palm Center, which 
includes governmental offices, a library, and 
METRO's Southeast Transit Center. 

• The Southeast Corridor only represents five 
percent of METRO's service area, but 
accounts for 25 percent of METRO's total 
bus riders. 

• Project will serve a community that is highly 
transit dependent and has lower incomes. 

PURPOSE OF THE PROJECT 
• The Southeast Corridor Project will address 

current limited transportation choices; 
provide residents better transit services 
throughout the corridor, 	and 	better 
connections 	to 	major 	activity 	and 
employment centers including Downtown 
Houston, University of Houston, Texas 
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Southern University and the Texas Medical 
Center (TM C). 

• Improvements are needed in the Southeast 
Corridor to accommodate existing and 
future travel demand. 

o Employment in the Southeast Corridor is 
expected to increase by 43 percent 
between 2005 & 2030. 

o A 70 percent increase in employment is 
expected outside of the CBD portion of 
the project area. 

o Project area population is expected to 
rise by 38 percent during this project. 

• Freeway and major arterials construction in 
the project area has not kept up with 
demand, and congestion on the road 
network continues to increase. If the Plan, 
which includes METRO's bus and rail 
projects, is not implemented, congestion 
levels are projected to more than double by 
2035. 

• The existing roadway system does not 
provide good connectivity to key markets 
causing travel to be longer than desired. 

• Houston is a severe non-attainment area for 
the ground level ozone. LRT would provide 
a favorable alternative to automobiles and 
help to ensure cleaner air. 

CURRENT CONDITIONS 
Demographics 
• In 2005, Houston Metropolitan area 

population 5.21 million people and the 
Southeast Corridor had a population of 
118,500 people; 

• In 2005, Houston Metropolitan area 
employment 2.52 million jobs and the 
Southeast Corridor had an employment 
207,105 jobs; 

• Approximately 40 percent of households 
have incomes less than $15,000. 

Existing Transit Services 
Existing transit (bus) services in the corridor is a 
mix of radial service to the CBD and crosstown 
routes that provide access to activity centers to 
the west, including the Main Street Corridor and 
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the TMC. Travel to downtown and TMC often 
require multiple transfers from various locations 
in the Study Area. 

Roadway Conditions 

• Widening in the 1980's attracted significant 
levels of new development. 

• Much of the current pavement is 
deteriorating. 

• Southernmost segments of SH 288 are not 
yet up to freeway standards. 

• New, 	master-planned 	developments 
continue in larger outlying southern 
suburban areas including League City, 
Pearland, and Friendswood. 

• Much of this rapid growth and development 
is occurring outside of METRO's service 
area, so transit service between the 
southern suburbs and downtown is very 
limited. 

• IH-45 experiences heavy traffic during the 
weekends due to beach bound travelers. 

• Current in-vehicle travel time by local bus 
from Downtown to Palm Center area varies 
by route from 40 to 60 minutes. 

• 25 local routes serve the Southeast Corridor 
with current combined local bus ridership of 
59,500 boardings per day. 

CONDITIONS IN 2030 
Rapid Growth in the Southeast Corridor 
• 38 percent increase in population to 

163,500 people. 

• 43 percent increase in employment to 
296,650 jobs. 

• Trips from the project area to CBD will 
increase by 38 percent from 2005 to 2030. 

• Trips from the project area to local 
universities will increase by 34 percent from 
2005 to 2030. 

• The growth in the Southeast Corridor 
Vehicle Miles Traveled (VMT) and person 
trips exceeds the capacity of the existing 
highway system. Funding for the highway 
network does not exist. Lack of additional 
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highway capacity will most likely result in 
increased congestion levels and longer 
travel times. 

• Under the No Build, transit ridership in the 
corridor is estimated to be about 95,400 
boardings a day. The average transit travel 
times to downtown and UH would be around 
45-50 minutes. 

• The LRT alternative would cut the current 
transit travel times by about 50 percent and 
provide a one-seat ride into downtown 
Houston. 

CASE FOR THE PROJECT 
The TSM/Baseline Alternative 

• Would increase the level of bus service 
within the corridor. 

o Compared to the No Build Alternative 
the TSM/Baseline Alternative provides 
1165 daily hours. 

o Includes limited-stop bus over-lay 
service in the Southeast Corridor 
between downtown and Palm Center. 

o Also includes a new limited-stop bus 
service all day between Gulfgate Mall 
and the TMC via the Southeast Transit 
Center. 

o Some busses will be rerouted to 
improve patrons' access to the limited 
stop routes. 

o Would operate at slightly higher travel 
speeds the same as the No Build 
alternative, but operates in mixed flow 
traffic. 

o The Baseline is estimated to save four 
minutes in travel time in comparison to 
the No Build Alternative between 
Downtown and Palm Center. 

o The LRT alternative would cut the 
current transit travel times by about 50 
percent and provide a one-seat ride into 
downtown Houston. 

• There are some key limitations to the 
TSM/Baseline Alternative's level of service. 

o The Baseline service frequencies, 
volume of buses, and additional routes 
would increase the level of transit 
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service compared with the No Build 
Alternative. However, the additional 
buses traveling downtown will increase 
congestion and queuing problems on 
Downtown streets. 

o The Baseline is subject to the same 
delays and low service reliability 
experienced by the No Build alternative. 

PROPOSED APPROACH 
The Light Rail Transit Build Alternative 

• The project is a 6.14-mile Light Rail Transit 
with 10 stations and connection to the 
METRORail 	Red 	lines 	serving 	a 
predominantly inner urban, low-income 
residential community, two universities and 
a major community center. 

• Would save each transit patron 21 minutes 
travel time when compared to the No Build 
and 15 minutes travel time compared to the 
Baseline. 

• Current daily ridership to key markets is 
about 28,185. All trips are on the local bus 
system 

• The Build Alternative will provide user 
benefits of 2,121,271 hours per year nearly 
six times more than the 359,985 annual 
hours saved by the TSM/Baseline 
Alternative. 

• The majority of the distribution of user 
benefits is accrued to three primary zones. 

o Benefits accruing to CBD zones = 
1,001,160 annual hours. 

o Benefits accruing to zones containing 
TSU and UH Main campus = 290,460 
annual hours 

o Benefits accruing to zones within the 
study area but outside CBD = 438,162 
hours. 

o Nearly 53 percent of the daily user 
benefits are attributable to production 
zones located along the Southeast 
portion of IH-610. This is largely due to 
the significant amount of development 
projected to occur just outside of IH-610 
and inside Beltway 8. 
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• Cost Effectiveness 

o The Cost Effectiveness Index (CEI) of 
the Build alternative is $21.71. 

o The Build Alternative also has an 
annualization factor of 309, and will 
carry 14,100 transit dependent trips per 
day. 

o User benefits for transit dependent 
residents - 2,528 hours per day. 

RISK 
Uncertainties associated with major input 
assumptions 

• At the regional level, past forecasts have 
been within five percent error, while county 
level forecasts have been within five percent 
to 15 percent error. Past forecasts have 
proven to be conservative. 

• The existing METRORail was forecasted to 
carry 33,000 riders per day by 2020. It 
actually carried over 40,000 per day in 2005 
and 45,000 per day in 2007. Permission to 
use a rail bias in modeling should help 
rectify uncertainties. 

• The METRO fare structure prior to Q Card 
implementation is used in the travel demand 
models. Actual future fares are subject to 
outside economic influences that are not 
predictable. 

Uncertainties associated with the project's 
service and operations plan 
• When the project is implemented, the 

service 	assumptions 	and 	operating 
characteristics on the opening day may not 
mirror to what was assumed in modeling. 
The projected ridership for the opening year 
may be more or less than the actual 
ridership. 

• Forecasts are made based on a broad 
conceptual plan of the AA/DEIS identified 
LPA adopted by the METRO Board of 
Directors in October 18, 2007. 

Uncertainties associated with limitations of 
regional models 
• Houston METRO's long range travel model 

is a regional forecasting tool designed to 

replicate travel patterns at the regional level 
with an acceptable level of accuracy. 
Though it was well calibrated for use in 
specific transit corridors in the New Starts 
work, it under-predicts short non-home 
based trips, slightly overestimates 
downtown boardings on commuter buses, 
aggregation in transit assignments, and 
does not capture special event trips. Some 
of these limitations are refined using off-
model procedures. 

• The model's design does not affectively 
capture short non-home based trips that 
occur daily on the LRT. 

Uncertainties with the project costs 
• Scope — the primary scope risk is in the 

portion of the corridor within the downtown 
area on Capitol from Bastrop to Bagby. The 
design has not been advanced to the point 
where definitive cost estimates can be 
made. 	The primary concern is the 
magnitude of utility relocations. The design 
of the remainder of the corridor has been 
advanced sufficiently to provide a reliable 
estimate. 

• Unit Prices — the unit prices were developed 
by the design/build firm using their historical 
database of costs derived from past 
projects. The use of historical data results 
in highly reliable unit pricing for all 
categories. 

• Track Record for Controlling Costs — 
METRO's track record for controlling costs 
has been demonstrated over the last 
several years by the successful completion 
of the $1.0 billion Regional Bus Plan 
program of projects and the $324 million 
METRORail line. 	Both projects were 
completed within budget. 

SUMMARY 

• The project provides a greatly improved 
transit option to a very low-income, high 
transit-demand community. Due to poor 
local roadway connectivity, low-cost transit 
services that utilize these roadways are 
subject to congested conditions and cannot 
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provide travel time savings nor serve the 
forecasted high demand for transit. 

• The project is forecasted to carry 28,185 
(over 4,500 per mile) boardings per day—
more than the TSM/Baseline alternative. 

• The project has a cost-effectiveness of 
$21.71 and it will save transit riders over 2.1 
million hours per year, whereas the 
TSM/Baseline alternative will save 359,985 
hours per year. 

• The project costs are continuing to be 
refined. 
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