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4.0 TRANSPORTATION IMPACTS 
 
This chapter describes the anticipated transportation impacts of the No-Build and Selected LRT 
Alternatives. The evaluation is based upon the anticipated travel demand, transportation capacity, 
transportation performance measures, and impacts to the road network, parking, and freight 
delivery. The analysis was developed from 2025 travel demand forecasts for the project corridor 
using the NCTCOG’s regional travel demand model. Where possible, quantitative and qualitative 
data are presented to show the relative performance measures and impacts of each alternative. 
 
For comparison, the impacts of the LRT design options that were considered but rejected (Love 
Field and Medical Center Design Options A, B, C, D, and the Harry Hines Base) are also provided.  
In some cases the impacts of the Selected LRT Alternative and all of the design options are similar 
and are discussed together in the same section.  Where impacts substantially differ, a separate 
subsection is provided to discuss the impacts of the varied design options in those areas.  Specific 
mitigation measures in response to anticipated transportation impacts of the Selected LRT 
Alternative are identified in this chapter, and are incorporated into the project as committed actions.   
 
The discussion of transportation impacts is based on detailed technical reports prepared for the 
Draft EIS and has been updated for the Final EIS to reflect refinements in the project resulting from 
additional information, agency and community comments, coordination with federal, state, and 
local agencies and further planning and preliminary engineering efforts that have occurred since 
the release of the Draft EIS.  Specific project changes since the Draft EIS are described in Chapter 
2.  The technical reports should be referred to for more detailed information on each impact of 
relevance to the project; however, the information in this Final EIS may supercede that in the 
technical reports.  The technical reports are hereby incorporated by reference into this Final EIS 
and are available for review at DART’s offices located at 1401 Pacific Avenue, Dallas, Texas 
75202. 
 
4.1 IMPACTS ON TRANSIT SERVICE AND RIDERSHIP 
The proposed LRT Alternative would extend service from the existing LRT system in downtown 
Dallas through northwest Dallas and Farmers Branch to a terminus at Frankford Road in Carrollton 
(see Chapter 2 for additional detail).  A DART bus network with 20 routes and two transfer stations 
with park-and-ride lots currently serves the corridor (Figure 3-13).  The DART bus service includes 
local, express, circulator and cross-town routes.  These buses operate in mixed traffic on IH 35E 
and on local arterials.  The proposed LRT Alternative would expand fixed guideway transit from 
downtown Dallas and increase the reliability of transit service in the corridor, particularly for 
commuters to downtown Dallas.  The impacts of the LRT design options in the Medical Center and 
Love Field areas on transit service and ridership are anticipated to be similar to that for the 
Selected LRT Alternative with the few exceptions as noted below. 
 
4.1.1 Transit Levels of Service 
Current bus transit service in the project corridor operates in mixed traffic on city streets and on IH 
35E south of IH 635. Buses utilize high occupancy vehicle (HOV) lanes on IH 35E north of IH 635 
and on IH 635 east of IH 35E. The transit service carries approximately 2.5 percent of the total 
travel demand in the corridor.  While this is a low percentage, it is higher than many other areas in 
the Dallas area due to the highly concentrated industrial and institutional employment centers 
located in the corridor and the low percentage of residential development.  
 
While the bus system would evolve to better accommodate future travel demand patterns in the 
No-Build Alternative, buses would still operate under unpredictable, mixed traffic conditions on 
area roadways and highways. The proposed LRT Alternative would provide an exclusive guideway 
that would provide increased reliability and the potential for travel time-savings. When connected to 
the existing DART LRT system, the proposed LRT Alternative would also provide increased transit 
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mobility to origins and destinations throughout the DART Service Area. As shown by the 
performance measures in Table 4-1, the DART transit system would experience increased 
ridership, increased passenger miles, and increased passenger hours with the LRT Alternative 
compared to the No-Build Alternative. These levels of service measures are commonly used to 
assess transit system performance. 
 

TABLE 4-1 
2025 TRANSIT SYSTEM LEVEL OF SERVICE 

PERFORMANCE MEASURES (DART SYSTEM-WIDE) 
 

Alternative 
 
 
 
 
 

Daily 
Performance 

Measure 
 

No-Build1 

Selected 
LRT 

Alternative2 

(UPRR) 

LRT Base 
(Harry 
Hines) 

Alignment3 

LRT Base 
Alignment  
With Love 

Field Design 
Option4 

LRT Base 
Alignment 

With 
Medical 
Center 
Design 

Options5 

LRT Base 
Alignment  
With Love 
Field and 
Medical 
Center 
Design 

Options6 

 

Unlinked Transit Trips 
1) Local Bus 
2) Express Bus 
3) Light Rail 
4) Commuter Rail 
5) Total 
6) Added Trips 

 
194,000 
11,600 
74,400 
11,400 

291,400 

 
192,500 

7,000 
114,300 
11,500 

325,300 
33,900 

 
192,200 

7,020 
113,700 
11,400 

324,320 
32,920 

 
193,600 

7,110 
115,100 
11,500 

327,310 
35,910 

 
191,600 

7,070 
114,100 
11,400 

324,170 
32,770 

 
192,900 

7,120 
115,600 
11,500 

327,120 
35,720 

Linked Transit Trips 
1) Light Rail 
2) Commuter Rail 
3) Total 
4) Added Transit Riders 

 
35,200 

6,500 
187,500 

 
53,400 

6,100 
199,100 
11,600 

 
53,100 

6,000 
199,200 
11,700 

 
53,900 

6,100 
201,000 
13,500 

 
53,500 

6,000 
199,100 
11,600 

 
54,200 

6,100 
200,900 
13,400 

Passenger Miles 
1) Total 
2) Percent Change 

 
1,655,700 

 
1,771,200 

7% 

 
1,774,700 

7% 

 
1,794,700 

8% 

 
1,774,100 

7% 

 
1,789,800 

8% 

Passenger Hours 
1) Total 
2) Percent Change 

 
78,800 

 
80,300 

2% 

 
80,200 

2% 

 
81,200 

3% 

 
80,100 

2% 

 
80,900 

3% 
1 DART NPE.PENWSE.NOBLD.CMS.ARENA model run, NCTCOG, January 2002 
2 DEIS 3A UP model run, March 2003 
3 DEISBASE model run, December 2001 

4 DEISBASE model run, plus Love Field, January 2002 
5 DEIS 3A model run, December 2001 

6 DEIS 3A model run, plus Love Field, January 2002 
Source: NCTCOG, DART; December 2001, January 2002, and March 2003 
 
Table 4-1 shows that total system-wide transit ridership would increase by about 12,000 riders per 
day for linked trips (an increase of six percent) and increase by about 34,000 trips daily for 
unlinked trips (an increase of over eleven percent as compared to the No-Build Alternative). Linked 
trips provide an estimate of the number of people who use the transit system, while unlinked trips 
provide a measure of the number of persons using each route or mode of travel. Table 4-1 also 
shows that total system-wide transit passenger miles are estimated to increase from 1.65 million in 
the No-Build Alternative to 1.77 million in the LRT Alternative (an increase of about seven percent 
as compared to the No-Build Alternative). Total system-wide passenger hours, on the other hand, 
would increase only two percent in the LRT Alternative. These trends indicate an increased 
system-wide efficiency of travel time savings would result from the LRT Alternative because there 
would be more passengers traveling longer distances with reduced travel times. 
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Geographic Coverage 
The No-Build Alternative would not expand the geographic coverage of transit service beyond the 
area traversed by the 20 bus routes currently operating in the project corridor. The level of bus 
service would increase as the employment and/or population of the corridor increases, particularly 
with the addition of HOV lanes on IH 35E south of IH 635. However, anticipated increases in traffic 
congestion would make the bus transit service with the No-Build Alternative less reliable, 
regardless of capacity or route expansions. 
 
The LRT Alternative would expand the geographic coverage of fixed guideway transit service from 
downtown Dallas along the former UPRR rail line, through northwest Dallas and Farmers Branch 
and into Carrollton. This would allow continuous, high-speed transit service along an exclusive 
guideway with 12 transit stations.  A feeder bus system, as described in Chapter 2, would bring 
transit riders to the LRT stations. The feeder bus service would expand the geographic coverage of 
the LRT system far beyond the effective range of the No-Build Alternative through the corridor as a 
whole. 
 
Hours and Frequency of Service 
The LRT Alternative would have a peak-hour headway of 10 minutes and an off-peak (mid-day, 
evening, and weekend) headway of 20 minutes.  South of the Bachman station, these would be 5-
minute peak and 10 minute off-peak headways.  The LRT vehicles are capable of a maximum 
operating speed of 65 miles per hour; however, average speeds are much lower. The vehicles 
would have an average low-level platform station dwell time of 20 seconds. Table 4-2 shows the 
preliminary operating plan and station-to-station travel times for the Selected LRT Alternative as 
well as travel time summaries for each of the other alignments considered. 
 
Generally, two-vehicle trains would operate most of the day, with three-vehicle trains operating 
during the peak period, and single-vehicle trains operating during evening hours of low usage. The 
operating hours for the LRT Alternative would be from about 5:00 AM until 12:30 AM, seven days a 
week. Peak hour service would be provided Monday through Friday between 6:00 AM and 9:00 
AM in the morning, and between 3:00 PM and 6:00 PM in the afternoon. This schedule is the same 
as that for DART’s existing LRT system. 
 
The fares would be based on DART's new fare structure for the existing LRT system ($1.25 per 
one-way trip for light rail riders), which became effective in March 2003.  Transfers to the LRT 
system from the feeder buses would require a second fare ($1.25 for the bus trip and $1.25 for the 
light rail trip).  Parking in park-and-ride lots would be free.  LRT service would replace the 
Carrollton and Farmers Branch express bus routes to downtown Dallas. Current bus riders utilizing 
these express routes would no longer pay express bus fares; however, LRT riders transferring to 
other express bus routes (i.e., premium service) would pay a one-way fare of $2.25. The fares for 
LRT riders within downtown Dallas would be $0.50 each way between the Convention Center 
Station and the Pearl Street Station.  Senior citizens, the mobility impaired, and students would 
have reduced fares of $0.50. These fares are similar to the No-Build Alternative bus service fares. 
A variety of monthly passes, 11-ride packages, and day passes would also be offered for trips 
throughout the DART LRT and Commuter Rail system. 
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TABLE 4-2 
PRELIMINARY OPERATING PLAN FOR THE LRT ALTERNATIVE 

Selected LRT Alternative 
(Base Alignment with UPRR ) Other Alignments Considered 

 
 
12 Stations 
 

Distance 
from 

Station 
to 

Station 
(Miles) 

Travel 
Time 

between 
Stations 
(Minutes) 

 
 
Alignment 

 
Total 

Distance  
(Miles) 

 
Total 

Travel Time 
(Minutes) 

West End 
to 
Victory 
to 
Market Center/Oak Lawn 
to  
Parkland 
to 
Inwood  
to 
Brookhollow  
to 
Bachman 
to 
Walnut Hill/Denton  
to 
Royal Lane 
to 
Farmers Branch 
to 
Carrollton Square 
to 
Trinity Mills 
to 
Frankford 
 
 
TOTAL 

 
0.9 

 
1.4 

 
0.7 

 
0.7 

 
2.4 

 
1.3 

 
1.9 

 
1.0 

 
1.8 

 
2.4 

 
2.1 

 
1.0 

 
 

 
17.6 

 
3.3 

 
3.1 

 
1.8 

 
1.8 

 
4.9 

 
2.4 

 
3.0 

 
1.8 

 
2.9 

 
4.0 

 
3.3 

 
1.8 

 
 

 
34.1  

 
Base Alignment (Harry 
Hines) (12 Stations) 
 
 
 
 
Base Alignment with 
Love Field Design 
Option (13 Stations) 
 
 
 
 
Base Alignment with  
Love Field and Medical 
Center Design Options 
(13 Stations) 
 
 
 
 
Base Alignment with 
Medical Center Design 
Option D (12 Stations) 

 
17.8  

 
 
 
 
 

18.3 
 
 
 
 
 
 

18.1 
 
 
 
 
 
 
 

17.8 

 
34.5  

 
 
 
 
 

35.6 
 
 
 
 
 
 

35.2 
 
 
 
 
 
 
 

34.5 

Source: DART; January 2002, March 2003 
 
Travel Times 
Ideally, transit alternatives should provide reduced travel times to downtown Dallas when 
compared to automobile travel (the No-Build Alternative).  Due to longer routes and dwell times at 
each stop and/or station, transit alternatives can take more time to reach their destination than 
passenger cars, particularly during off-peak hours.  However, the benefits of ease of travel, 
consistent travel time due to an exclusive guideway that is not subject to incidents or accidents, 
and elimination of the inconvenience and expense of parking in downtown can outweigh the lack of 
a travel timesavings.  Eliminating the inconvenience of parking in the Market Center and Medical 
Center Districts would also be a large benefit of the LRT Alternative.  During peak periods, transit 
can provide considerable travel time savings, particularly when roadway incidents are present. 
 
In addition, the LRT Alternative would provide travel time-savings to existing transit riders destined 
to downtown Dallas within the project corridor and from Dallas Love Field.  Table 4-3 shows the 
difference in average transit travel times from existing transit stops to downtown Dallas for the No-
Build Alternative (bus transit) and for the Selected LRT Alternative and the other LRT alignments 
considered. Depending on the time of day, the Selected LRT Alternative would save up to 22 
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minutes for transit riders from the Trinity Mills Station, up to 28 minutes from the Walnut Hill/Denton 
Station, and up to 18 minutes from Dallas Love Field over the No-Build Alternative. 
 

TABLE 4-3 
TRANSIT TRAVEL TIMES FROM SELECT ORIGINS AND DESTINATIONS 

 In-Vehicle Transit Travel Time (minutes)  
 

 
To West 
End from: 

 
No-Build 

(Bus) 
(AM / off peak / PM) 

 
Selected 

LRT 
Alternative 

(LRT) 
(peak and 
off peak) 

Base 
Alignment 

(LRT) 
(peak and 
off peak) 

 
Base Alignment 
with Love Field 
Design Option 

(LRT) 
(peak and off 

peak) 

Base Alignment with 
Love Field and 
Medical Center 
Design Options 

(LRT) 
(peak and off peak)

Trinity Mills 33 / 34 / 55 33 33 34 33 

Walnut Hill 39 / 49 / 49 21 21 22 21 

Love Field 38 / 37 / 36 20 21 14 14 
Source: Parsons Transportation Group, DART; December 2001, March 2003 
 
Transfers 
The No-Build and LRT Alternatives would both use the DART bus network to transfer riders to and 
from the LRT system. With the No-Build Alternative, transit patrons would use the DART bus 
system to transfer to other bus routes at the transit centers within the corridor, including the North 
Carrollton Transit Center and the Farmers Branch Park-and-Ride. A limited number of transit 
patrons within the corridor would also use the DART bus system to transfer to the existing LRT 
system at the current West CBD Transfer Center, which is close to the West End LRT Station. The 
No-Build Alternative would result in 97,400 transfers daily. 
 
With the LRT Alternative, many transit riders would use the feeder bus network to transfer to the 
proposed LRT stations along the project corridor. For the LRT Alternative, there would actually be 
more transfers than the No-Build Alternative because more riders would be attracted to the system, 
the feeder bus network would supply a large number of the transit riders to the LRT extension, and 
several express bus routes to downtown would no longer exist within the corridor.  The LRT 
Alternative would result in 109,900 transfers daily, an increase of 13 percent compared to the No-
Build Alternative. 
 
The predominant mode of access to the LRT system will vary by each LRT station; however, most 
of the LRT riders would transfer from the feeder bus service.  Approximately 11 percent of LRT 
riders would transfer to the new rail line from other rail lines, 25 percent would drive to the LRT 
stations, 22 percent would access the system by walking, and 42 percent would use local bus 
service to access the LRT Alternative in 2025. 
 
Reliability 
The No-Build Alternative would use the DART bus transit system on the existing corridor roadways 
under mixed-traffic travel conditions.  Therefore, the bus system in the No-Build Alternative would 
be subjected to similar travel speeds and delays resulting from peak hour congestion on the 
roadways within the corridor. Many of the major arterials and freeways within the corridor operate 
at Volume to Capacity ratios meeting or exceeding the upper limit of 0.9, an indication that traffic 
conditions are unacceptable during the peak hour. As a result, the buses operating in the mixed 
traffic environment would generally have decreased reliability and increased travel times. 
 
The LRT Alternative would operate on an exclusive guideway and would not be subjected to traffic 
and traffic signal delays on the major thoroughfares within the corridor.  The LRT vehicles would 
have preemption traffic signals at all grade crossings to insure few, if any, delays. Although the 
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LRT may experience longer travel times compared to the No-Build Alternative during optimal traffic 
conditions, the LRT Alternative would provide transit riders with a more reliable transit service than 
the No-Build Alternative because it would not be susceptible to the occasional congestion created 
by traffic incidents.  This is also reflected in the increased number of system-wide transit riders 
after implementation of the LRT Alternative. 
 
Comfort 
The No-Build Alternative would provide few enhancements to the existing comfort and 
convenience of transit service in the corridor. In fact, the No-Build Alternative would be more 
susceptible to the inconvenience of lower service reliability due to roadway congestion and 
incidents. 
 
The proposed LRT Alternative would provide enhanced comfort and convenience for transit riders 
on the DART system as compared to the No-Build Alternative. The LRT system would provide 
transit service to passengers with conveniently located stations and air-conditioned light rail 
vehicles.  The LRT Alternative would be fully accessible for mobility-impaired patrons and would 
enhance regional mobility for transit dependent populations much more than the No-Build 
Alternative.  Additionally, the LRT Alternative would operate within an exclusive guideway on 
continuously welded rail with fewer of the stop-and-go movements associated with conventional 
bus transit service.  Since LRT service would replace the existing Carrollton and Farmers Branch 
express bus routes to downtown Dallas, bus patrons currently utilizing these routes would be 
required to use the LRT. Compared to the express bus routes, the LRT Alternative would provide 
improved service reliability to downtown Dallas, increased passenger capacity, a comparable level 
of comfort, and a lower fare (i.e., a $1.25 one-way LRT fare compared to a $2.25 one-way 
premium express bus service fare). 
 
4.1.2 Transit Ridership 
The transit ridership anticipated for each alternative was estimated in terms of both “linked” and 
“unlinked” passenger trips. The forecast of linked passenger trips includes all travel from the point 
of origin to the point of final destination as a single trip, regardless of whether or not there was a 
transfer from one mode to another (e.g., bus to rail). Therefore, the linked trip counts all of the 
individual segments of travel as one trip. The forecast of unlinked trips counts each segment of a 
trip on an individual mode as a separate trip, regardless of transfer (e.g., a bus ride and transfer to 
the rail system to reach a given destination equals two individual trips). Linked trips provide an 
estimate of the number of people who use the transit system, while unlinked trips provide a 
measure of the number of people using each route or mode of travel.    Thus, for the following 
analysis of transit patronage, both linked and unlinked passenger trips are used to describe 
estimated 2025 ridership characteristics for each alternative. 
 
Total Transit Riders 
To determine the total system-wide daily transit ridership for each alternative, the forecast of 
unlinked transit trips in 2025 was developed using the North Central Texas Council of 
Governments (NCTCOG) travel demand model. These unlinked transit trips include ridership by 
mode including local bus, express bus, and LRT. As shown in Table 4-1, the total daily unlinked 
transit trips range from 291,400 for the No-Build Alternative to over 325,000 for the Selected LRT 
Alternative. Therefore, the LRT Alternative would result in an increased daily ridership of about 
34,000 unlinked transit trips system-wide in 2025. 
 
LRT Ridership by Alternative 
The forecast of daily ridership for the LRT Alternative includes passengers who would access the 
LRT system at stations from automobiles, walking, and from bus transfers.  This estimate was 
developed using linked trips to count only those riders using the LRT system and to prevent double 
counting. This is done by eliminating the effect of transfers on the total number of system riders to 
account for the net increase in system ridership.  The resulting forecast of 2025 daily linked trips 
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produced by the NCTCOG model indicates that the system-wide LRT ridership would increase 
from 35,200 for the No-Build Alternative to over 53,400 for the Selected LRT Alternative, as shown 
in Table 4-1.  This indicates that 18,200 more passengers would use the proposed LRT service 
daily in 2025. 
 
Peak Hour Riders 
Peak hour system-wide ridership with the LRT Alternative in 2025 is estimated to be 137,975 
linked trips. Off-peak linked trips on the DART system are estimated to total 61,125 trips per day. 
For the No-Build Alternative, a total of 129,925 peak hour transit riders and 57,575 off-peak transit 
riders are expected in 2025. 
 
Special Generator Ridership 
Special generators, such as large sporting events, do not produce trips on a regular weekday basis 
throughout the year. For that reason, these types of special generator trips are not addressed in 
the NCTCOG regional travel demand model.  However, understanding the potential for special 
generator ridership can enhance the accuracy of travel demand forecasts.  The proposed LRT 
alignment has several of these special event venues along the corridor, including the new 
American Airlines Center, Market Center, and Dallas Love Field Airport.  There are also many 
attractions and events in the West End Historic District and along the existing and planned LRT 
system (such as Fair Park) that would draw riders from the project corridor. 
 
As part of the Section 5309 New Starts Submittal for the Northwest/Southeast Corridor MOS 
described in Chapter 1, DART estimated transit mode share for such venues and activities using 
FTA guidance.  The MOS project was estimated to generate an additional 4.1 million annual riders 
based on these special events.  A portion of this would be directly attributable to the enhanced 
access afforded by implementation of the proposed project. 
 
Station Volumes and Boardings/Alightings 
The stations proposed for the LRT Alternative were selected due to their proximity to population 
and employment centers, major existing transportation facilities, and ease of access by bus, car, or 
walking.  Table 4-4 shows the anticipated 2025 daily volumes of transit passengers at each of the 
stations in the Selected LRT Alternative. As shown in the table, most stations can be categorized 
as primarily an origin station or a destination station. A few stations serve both functions roughly 
equally. 
 
Most stations in the corridor would serve as origin stations for round trips to downtown, but some 
stations in the corridor would serve as destinations in their own right. Specifically, the Parkland 
Station (and the Market Center/Oak Lawn Station on event days) would be major destination 
stations within the corridor due to the high-density employment in those areas and the high number 
of patrons and visitors that use those facilities.  The Market Center/Oak Lawn Station would also 
be a large origin station due to the proximity of the station to residential areas and the fact that it is 
the closest “outer” station to downtown Dallas.  The Brookhollow Station would also be a 
destination station due to travelers to Dallas Love Field and Southwest Airlines employees.  The 
Bachman Station would be a major origin and destination station due to its proximity to high 
concentrations of residential development. The Victory Station would have the most riders and be 
the largest origin station as well as a large destination station due to the crowds that it would attract 
for special events.   
 
As shown in Table 4-4, the stations anticipated to have the greatest volumes of passengers are 
Victory, Market Center/Oak Lawn, Parkland, Inwood, Bachman, Farmers Branch, Trinity Mills, and 
Frankford. 
 
 



  Northwest Corridor LRT Line to                     Chapter 4 
  Farmers Branch and Carrollton           Transportation Impacts 
 

 Final Environmental Impact Statement                 4-8 

TABLE 4-4 
DAILY LRT ALTERNATIVE STATION PASSENGER VOLUMES IN 2025 

Station Boardings1 Alightings2 Total 
Station Volume 

Total 
Station Riders 

SELECTED LRT ALTERNATIVE4  
(Base Alignment with UPRR)  

Victory 6,985 1,042 8,027 4,014
Market Center/Oak Lawn 1,552 887 2,439 1,220
Parkland 932 2,013 2,945 1,473
Inwood 1,819 733 2,552 1,276
Brookhollow 611 1,515 2,126 1,063
Bachman 1,576 1,057 2,633 1,317
Walnut Hill/Denton  1,214 451 1,665 833
Royal Lane 736 1,008 1,744 872
Farmers Branch 1,816 802 2,618 1,309
Carrollton Square 1,003 426 1,429 715
Trinity Mills 2,184 377 2,561 1,281
Frankford 2,178 116 2,294 1,147
TOTALS3 22,606 10,427 33,033 16,520

OTHER ALIGNMENTS CONSIDERED (Totals) 
Base Alignment5                

(Harry Hines) (12 stations) 21,798 10,546 32,344 16,177

Base Alignment with Medical 
Center Design Option D6  
(12 Stations) 

22,376 10,652 33,028 16,516

Base Alignment with Love 
Field Design Option7 

(13 stations) 
22,636 12,154 34,790 17,398

Base Alignment with Love 
Field and Medical Center 
Design Options8 

(13 stations) 

23,173 12,196 35,369 17,687

Notes:  1 – Number of trips to and from station where station is the origin of a one-way or round trip. 
             2 – Number of trips to and from station where station is the destination of a one-way or round trip. 
             3 – Total Boardings and Alightings are not equal because the entire DART LRT system is not represented in this 
                    table; many of those who board within this study corridor have destinations outside of the study corridor. 
             4 – DEIS 3A UP model run, March 2003 
             5 – DEISBASE model run, December 2001  
             6 – DEIS 3A model run, December 2001 

             7 – DEISBASE model run, plus Love Field, January 2002 

             8 – DEIS 3A model run, plus Love Field, January 2002 
Source: Parsons Transportation Group; DART; December 2001, January 2002, and March 2003 
 
Most stations would have park-and-ride lots (average about 300 spaces) and substantial feeder 
bus service.  Major destination stations (Victory, Parkland, and Brookhollow) would also be served 
by feeder bus service, but would not have park-and-ride lots. The Frankford Station (an origin 
station) would be the northern terminus of the LRT Alternative and is expected to draw riders from 
a broad area of the northern sector of the corridor via automobile and on-call feeder bus activity.  
This station would have the largest park-and-ride lot with nearly 900 spaces. 
 
4.2 HIGHWAY AND ROADWAY IMPACTS 
The existing highway system in the Carrollton LRT corridor includes two freeways (IH 35E and IH 
635), a tollway (the President George Bush Turnpike), and a network of arterial and local streets 
(Figure 4-1). These roads and highways are discussed in Chapter 3. 
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Figure 4-1 – Major Freeways & Arterials in the Carrollton LRT Corridor 
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Significant levels of congestion currently occur on the corridor road network. Due to an anticipated 
increase in commercial and industrial development in the corridor, these levels of congestion are 
anticipated to worsen by 2025 despite the addition of HOV lanes on IH 35E and the widening of 
LBJ Freeway (IH 635). Additionally, many of the existing roadways have limited potential for 
expansion because existing development has reduced available right-of-way. The LRT Alternative 
is anticipated to help reduce vehicle traffic on the corridor road network. 
 
The discussion below focuses on the Selected LRT Alternative and anticipated regional impacts, 
as well as local impacts, including those on road and intersection LOS, transit station access, and 
pedestrian safety.  The impacts of the LRT design options in the Medical Center and Dallas Love 
Field areas are anticipated to be similar to that for the Selected LRT Alternative with the few 
exceptions as noted below.   
 
4.2.1 Regional Impacts 
Regional travel patterns in the corridor were derived from the NCTCOG Travel Demand Model. In 
1995, the residents of the corridor generated 605,203 home-based work (HBW) trips daily. This 
total number of trips includes both productions and attractions to and from sites within and outside 
the corridor. Of the 205,414 trip productions, 54 percent were made to locations within the corridor. 
This indicates that just under half of the corridor’s work force travels to areas outside of the corridor 
for employment purposes.  Another 399,789 HBW trips were attracted to locations within the 
corridor from areas outside the corridor. These patterns are expected to continue through 2025, 
but with additional traffic.  
 
In 2025, the residents of the corridor are expected to generate 1,007,225 HBW trips daily. This 
total number of trips includes both productions and attractions to and from sites within and outside 
the corridor. Of the 353,229 trip productions, 50 percent will be made to locations within the 
corridor. This indicates that half of the corridor’s work force is expected to travel to areas outside of 
the corridor for employment purposes, a slightly higher percentage than in 1995. Another 653,996 
HBW trips will be attracted to locations within the corridor from areas outside the corridor. 
 
While there is not a significant difference in the origin and destination of HBW trips between the 
No-Build and LRT Alternatives, there is a difference in the mode of transportation used to travel 
between home and work. Of the total number of HBW trips to be generated in 2025, approximately 
3.5 percent would use public transit to reach their destinations, and the LRT Alternative would 
result in about 11,600 added riders using public transit compared to the No-Build Alternative. 
 
The LRT Alternative is anticipated to have beneficial impacts to the regional transportation system 
by helping to reduce regional Vehicle Miles Traveled (VMT). It is estimated that VMT in the corridor 
would increase by about 622,000 miles daily from 1995 levels to 2025 levels under the No-Build 
Alternative. The LRT Alternative would reduce VMT in the corridor by 159,100 miles daily 
compared to the No-Build Alternative in 2025. 
 
4.2.2 Local Impacts 
The LRT Alternative would help reduce roadway congestion in the corridor. However, some 
localized areas may experience limited increases in traffic congestion due to increased rail traffic 
(freight and LRT traffic combined) on the DART (UPRR) line and the introduction of gates at LRT 
grade crossings.  The gates would create brief interruptions to the flow of traffic to allow for the 
safe crossing of LRT vehicles.  In addition, the construction of park-and-ride lots, LRT train 
stations, and the traffic they would attract, could have some limited impact on traffic operations 
near those stations. These impacts are defined in greater detail in the following sections.
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Impacts on Road/Intersection LOS 
Impacts on Freeways 
The LRT Alternative, with its associated park-and-ride lots and feeder bus network, would provide 
incentive for commuters to use transit and therefore decrease automobile travel on area roadways.  
Table 4-5 shows the differences in average daily traffic (ADT) between the No-Build and the LRT 
Alternative in 2025 on the corridor freeways.  Implementation of the Design Option alignments 
would have yielded similar results to the Selected LRT Alternative.  With the LRT Alternative fully 
operational in 2025, there would be decreases in ADT on several freeway segments, as shown in 
Table 4-5 and Figure 4-2. On IH 35E, traffic is anticipated to decrease by approximately 1,000 
vehicles per day on most segments, and decrease by 4,000 vehicles per day at Valley View Lane. 
The difference at Valley View Lane represents a 2 percent decrease from the No-Build volume. 
 

TABLE 4-5 
2025 FREEWAY ADT IN THE NORTHWEST CORRIDOR  

Average Daily Traffic (ADT)  
Location and Map No. No-Build 

Alternative 
LRT 

Alternative 
Increase  

(Decrease) 
Stemmons Freeway (IH 35E) 

1 Inwood Road 235,000 235,000 0 
2 Webb Chapel Extension 128,000 127,000 (1,000) 
3 Royal Lane 294,000 293,000 (1,000) 
4 Valley View Lane 173,000 169,000 (4,000) 
5 Frankford Road 226,000 225,000 (1,000) 

LBJ Freeway (IH 635) 
6 Belt Line Road 132,000 126,000 (6,000) 
7 Luna Road 255,000 255,000 0 
8 Webb Chapel 252000 250,000 (2,000) 
9 Dallas North Tollway 287,000 286,000 (1,000) 
10 Preston Road 259,000 256,000 (3,000) 

President George Bush Turnpike  
11 Belt Line Road 165,000 164,000 (1,000) 
12 Josey Lane 132,000 132,000 0 

Airport Freeway (SH 183) 
13 MacArthur Blvd. 187,000 183,000 (4,000) 

Carpenter Freeway (SH 114) 
14 Walton Walker Blvd. 106,000 104,000 (2,000) 

Dallas North Tollway 
15 Northwest Highway 124,000 124,000 0 

  Source: NCTCOG; June 2001, February 2002 
 
As described in Chapter 3, the level of service on a roadway is a measure of the relative delay and 
congestion experienced on that roadway, with level of service “A” being the best, and “F” the worst.  
Levels of service “E” and “F” are considered unacceptable. IH 35E currently operates at Level of 
Service “F.”   Due to the anticipated traffic growth in the area, IH 35E would continue to operate at 
Level of Service “F” in 2025 in both the No-Build and LRT Alternatives, regardless of the 
construction of HOV lanes or any reductions in traffic due to the implementation of LRT. 
 
Impacts on Major Arterials 
Similar to the freeway system, congestion delays can be expected on many of the arterials in the 
study corridor by 2025, even with the LRT Alternative in place. Table 4-6 shows the anticipated 
2025 ADT on many of the local arterials in the Northwest Corridor for the No-Build and LRT 
Alternatives.  The ADT under any of the Design Options would be similar to that of the Selected 
LRT Alternative.  
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Figure 4-2 – 2025 Average Daily Traffic Projections; No-Build Alternative and LRT Alternative 
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With the LRT Alternative fully operational in 2025, most arterials would experience the same daily 
traffic levels compared to the No-Build Alternative, and a few would experience small decreases in 
ADT. Comparing Tables 4-5 and 4-6 and Figure 4-2, the reductions in ADT that would occur on 
the regional freeway network are greater than those that would occur on the arterial road network 
in the Northwest Corridor. The freeway reductions in ADT are due to the elimination of some of the 
commuter trips that would have used the freeways, but would now use the expanded transit 
system.  The arterials experience very similar traffic levels in both alternatives because any arterial 
traffic eliminated by the LRT would likely be offset by increased traffic using the arterials to 
approach new transit station park-and-ride lots.  
 

TABLE 4-6 
2025 ARTERIAL ADT IN THE NORTHWEST CORRIDOR  

Average Daily Traffic (ADT)  
Location and Map No. No-Build 

Alternative 
LRT 

Alternative 
Increase 

 (Decrease) 
16 Harry Hines at Burbank 23,000 23,000 0 
17 Harry Hines at Lombardy 36,000 36,000 0 
18 Denton at Burbank 19,000 19,000 0 
19 Denton at Merrell 12,000 12,000 0 
20 Webb Chapel at Lombardy 29,000 29,000 0 
21 NW Highway at Midway 44,000 44,000 0 
22 Walnut Hill at Midway 40,000 40,000 0 
23 Royal at Brockbank 39,000 40,000 1,000 
24 Marsh at Northaven 31,000 31,000 0 
25 Midway at Northaven 24,000 23,000 (1,000) 
26 Inwood at Northaven 35,000 35,000 0 
27 Valley View at Hutton 21,000 21,000 0 
28 Valley View at Webb Chapel 44,000 44,000 0 
29 Valwood at Josey 23,000 23,000 0 
30 Denton at Crosby 4,000 4,000 0 
31 Belt Line at Luna 31,000 31,000 0 
32 Belt Line at Josey 39,000 38,000 (1,000) 
33 Belt Line at Marsh 34,000 34,000 0 
34 Keller Springs at McCoy 43,000 43,000 0 
35 Trinity Mills at Kelly 51,000 51,000 0 
36 Josey at Frankford 36,000 36,000 0 
37 Frankford at Dickerson 26,000 26,000 0 

   Source: NCTCOG; DART; June 2001, February 2002 
 
LRT implementation would create some larger localized increases in traffic on some roadways that 
are not shown in the macroscopic analysis in Table 4-6.  This is because some roadways would 
serve as primary access roads to LRT stations and park-and-ride lots and therefore would carry the 
station-bound traffic in addition to the commuter traffic already projected for 2025. A detailed 
analysis of traffic volumes shows that the largest difference would occur on Frankford Road, where 
traffic would increase 9% due to the location of the terminus LRT station and its very large park-
and-ride lot. (This increased traffic volume on Frankford Road will be coming from IH 35E and 
therefore no increase is shown at the intersection of Frankford and Dickerson in Table 4-6.) Walnut 
Hill Lane, Royal Lane, and Webb Chapel would also experience modest localized increases in 
traffic due to the location of LRT stations. The specific traffic impacts of each LRT station are 
described later in this section. 
 
Impacts on Grade Crossings and Intersections 
For the most part, the LRT Alternative uses an existing railroad alignment, the former UPRR line, 
which crosses 102 roadways and one railroad in the corridor. The roadways range in size from 
two-lane local streets to six-lane major arterials. A few major arterials and freeways in the corridor, 
including Oak Lawn Avenue, Northwest Highway, the main lanes of LBJ Freeway, and the main 
lanes of President George Bush Turnpike already have grade-separated crossings with the UPRR 
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line. However, 98 local streets and private driveways and one railroad currently have at-grade 
crossings with the alignment of the Selected LRT Alternative and existing freight railroad.  Traffic 
impacts to grade crossings and intersections focus on the impact of LRT since freight service is 
infrequent in many areas and consists of short trains serving customers along the corridor.  In all 
cases freight service is less frequent than LRT and is assumed to remain the same or decrease in 
service as LRT is implemented.    
 
Of the 99 existing grade crossings along the Selected LRT Alternative, 23 have been designated 
for closure or consolidation due to lack of significant traffic volumes or because the transition of the 
LRT alignment to or from an elevated section at that point would block the crossing. Whether they 
are public roadways or private driveways, all of the crossings designated for closure are minor 
crossings and therefore would not impact a significant number of vehicles. In the case of private 
driveways, each of the affected properties has either a second driveway or alternate access can be 
provided from another roadway.  In some cases, access roads would be built parallel to the 
alignment to connect closed roadways to crossings that remain open (Havenhurst, Fruitland, and 
Richland would be connected to Squire Place in Farmers Branch, and Bomar Avenue would be 
connected to Manor Way in Dallas). 
 
The remaining 76 grade crossings along the Selected LRT Alternative would remain open as either 
at-grade or grade separated crossings. Light rail vehicles would create delays at at-grade 
crossings because the railroad crossing gates would interrupt traffic flow, particularly during peak 
traffic periods. In addition, most major crossings have a traffic signal near the LRT crossing of the 
arterial. If the crossing were to remain at-grade, the nearby traffic signal would require preemption 
to ensure that all vehicle queues are cleared from the tracks before the arrival of a train.  For this 
reason, the detailed grade separation analysis focused not simply on the gated crossing itself, but 
on the impact of preempting the nearby traffic signal. To assess the transportation impacts of the 
Selected LRT Alternative on the local street network at the grade crossings and nearby 
intersections, a detailed analysis of 2025 street volumes, intersection capacity, and simulation of 
grade crossing movements of the proposed LRT system was performed. 
 
This analysis of the LRT grade crossings in Dallas, Farmers Branch, and Carrollton began with the 
identification of study areas and the development of projected 2025 peak hour traffic volumes. 
Projected daily traffic volumes for 2025 were obtained from the NCTCOG Mobility 2025 Plan and 
turning movement volumes were developed for each study intersection for the AM and PM peak 
hours. Existing roadway geometrics in the area of each crossing were inventoried to identify lane 
configurations, queue storage capacities, and distances between intersections under study. The 
existing geometrics were assumed to remain in place until 2025, except at locations where 
improvements are planned. At these locations, the planned improvements were assumed to exist 
for both the No-Build and LRT Alternative analyses in 2025. 
 
Networks were then coded in Synchro (roadway network analysis computer software) for each 
crossing. These networks included the crossing and several nearby intersections identified as part 
of the study area for each crossing. All networks were assumed to operate with existing cycle 
lengths in 2025. Optimized signal timings were developed for each network using the existing cycle 
lengths and assuming no LRT vehicles would cross at the crossings. At locations with insufficient 
capacity for the projected 2025 traffic volumes, lanes were added, where reasonable, to 
accommodate the projected volumes. The final step in the analysis was the simulation of an LRT 
vehicle arriving at different points in the signal cycle and crossing the arterial streets at grade. The 
rail crossings were assumed to be closed for 42 seconds to include gate-warning time, train 
clearance time, and time to reopen the gates. Four simulation runs were made for each network. 
Each run assumed the train would arrive at 0, 25, 50, and 75 percent of the cycle length, 
respectively. The results of each run were averaged to arrive at an estimate of the typical impact of 
a train arriving at a random point in the cycle and disrupting traffic. 
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To analyze the anticipated conditions at intersections, the 2025 Level of Service (LOS) was 
determined for the 20 major grade crossings in the corridor.  LOS is a qualitative measure 
describing the vehicle operating conditions at an intersection or segment of roadway during any 
given period as shown in Table 4-7.  LOS is determined by the volume to capacity ratio (V/C ratio) 
of a street or intersection and corresponding average vehicle delays.  LOS A, B, and C generally 
are considered acceptable, and LOS D often is considered acceptable in more densely populated 
and traveled portions of various urban areas.  LOS E represents traffic volumes close to the full 
capacity of a street or intersection and the resulting congestion and slow traffic. LOS F generally 
represents stop-and-go, near breakdown traffic conditions. 
 

TABLE 4-7 
LEVEL OF SERVICE CRITERIA FOR SIGNALIZED INTERSECTIONS 

Level of 
Service 
(LOS) 

Average Total 
Delay 

(sec/veh) 
Description 

A <10 Very low delay; most vehicles do not stop at all. 

B > 10 and < 20 More vehicles stop than with LOS A, increasing the average delay. 

C > 20 and < 35 The number of vehicles stopping is significant; however, many still pass 
through the intersection without stopping. 

D > 35 and < 55 

Congestion is readily apparent with many vehicles stopping and 
individual cycle failures are noticeable (i.e., not all vehicles waiting in 
the intersection queue are able to get through the intersection on the 
first green indication). 

E > 55 and < 80 Poor progression; long cycle lengths and frequent cycle failures. 

F > 80 Unacceptable operations, which include many cycle failures caused by 
arrival flow rates exceeding intersection capacity. 

 Source: Transportation Research Board, Highway Capacity Manual, 1997 
 
Of the 76 grade crossings along the Selected LRT Alternative to remain open within the project 
corridor, the 20 major crossings were analyzed using this procedure. A Level of Service was 
calculated for the westbound approach and the eastbound approach to the signalized intersection 
adjacent to the crossing.  The approach that was most impacted by the LRT preemption of the 
traffic signal was reported and used for determining whether grade separation would be warranted. 
Typically, the worst-case direction reversed by time-of-day (i.e., westbound across the tracks 
during the AM peak and eastbound towards the tracks during the PM peak). The AM and PM peak 
hour results of the grade crossing analysis are shown in Table 4-8. 
 
Specifically, the conclusion that a crossing should be grade separated was made due to excessive 
traffic delay caused by LRT preemption or the likelihood that vehicle queues from the signalized 
intersection would spill back into other intersections. The crossings requiring grade separation 
include Motor, Maple, Inwood, Mockingbird, Webb Chapel Extension, Walnut Hill, Royal, Crosby, 
Belt Line, Old Denton, and Whitlock. The remaining crossings would operate adequately as at-
grade intersections, though crossing gates would need to be installed at each of them. The final 
design of the LRT alignment designates additional crossings to be grade separated as well (Harry 
Hines Boulevard, Shorecrest Drive, Lombardy Lane, and Merrell Road).  These are due to special 
considerations or physical constraints placed on the alignment that require an elevated (or tunnel) 
section rather than due to traffic conditions. 
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TABLE 4-8 
LEVEL OF SERVICE AT MAJOR LRT CROSSINGS BY ALTERNATIVE 

2000 
Existing 
Level of 
Service1 

2025 
No-Build 
Level of 
Service1 

2025 
LRT Alternative

Level of 
Service1 

Crossing 

AM PM AM PM AM PM 

Unacceptable 
Queues? Recommend 

Motor A A A A F F Yes Grade Sep. 
Maple C C C C D E  Grade Sep. 
Inwood C C C C E E  Grade Sep. 
Mockingbird D F E F F F Yes Grade Sep. 
Shorecrest B C C B E D   Gated 
Webb Chapel B C E E F F   Grade Sep. 
Lombardy A A B E D E   Gated 
Walnut Hill A B A B C E Yes Grade Sep. 
Merrell B B B B C B   Gated 
Royal B B C B D F Yes Grade Sep. 
Forest A B A B B D   Gated 
LBJ WB Fr. Rd. B C B B D D   Gated 
Valley View A C A C D D   Gated 
Valwood B B B B D D   Gated 
Crosby C C C C F F Yes Grade Sep. 
Belt Line C C E E F F Yes Grade Sep. 
Old Denton2 B B B B F F   Grade Sep. 
Whitlock A A A A D C Yes  Grade Sep. 
PGBT EB Fr. Rd. N/A N/A A A A A  Gated 
PGBT WB Fr. Rd. N/A N/A A A A A  Gated 
Notes: 1 – Level of Service is reported only for the east or west approach to the signalized intersection adjacent to the  
                 crossing, depending on which approach is most impacted by LRT preemption.  
            2 – Volumes are estimated assuming Old Denton/Luna connection. 

Source: Parsons Transportation Group; 2001-2003 
 
Preemption of the traffic signals at the intersections of Denton Drive at Forest Lane and the 
westbound LBJ Freeway Exit Ramp would be required to ensure that traffic on these streets is 
cleared off of the tracks in advance of the arrival of a train. (Traffic operating conditions at these 
intersections would be improved significantly with the reconstruction of IH 635 prior to 2025. 
Specifically, both roadways would become standard two-lane frontage roads instead of carrying 
two-way traffic as they do today. With the reconstruction, both intersections are projected to 
operate at LOS D or better during both peak periods in the LRT Alternative, including the 
necessary preemption.) 
 
As shown in Table 4-8, traffic conditions would warrant the LRT tracks being grade separated from 
the arterial roadways at 11 crossings within the corridor.   In addition, there are some other issues 
to consider at some of the other major crossings. 
 
At Valley View Lane, the analysis shows that an at-grade crossing would operate adequately if the 
planned improvements at the IH 35E interchange were implemented. However, a proposal under 
consideration by the City of Farmers Branch includes narrowing Valley View Lane to a four-lane 
arterial in the LRT station development area. An analysis of this scenario indicates that this would 
result in significant increases in traffic congestion in the area.  The reduced capacity at the LRT 
crossing would magnify the effects of LRT preemption. Valley View Lane would thus have to be 
grade separated if the four-lane proposal is implemented.  
 
Another issue is the interaction of traffic with the BNSF freight rail line west of the crossing of 
Valwood Parkway.  Future traffic volumes do not warrant an LRT grade separation at this location.  
However, if a freight train arrives during the peak hour, the blockage of Valwood Parkway and 
disruption of the traffic signal timing due to the freight rail preemption may result in gridlock 
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conditions that extend to the LRT crossing.  If these conditions were common, a grade separation 
would be warranted.  However, freight rail preemptions during peak hours are rare and gates 
would be in place to protect the LRT crossing.  Therefore, a grade separation is not warranted. 
 
In the case of Old Denton Road, a new connection with Luna Road would create a continuous 
north-south arterial from Irving to north Carrollton. Future traffic projections for this new arterial 
indicate that the Old Denton Road crossing could be one of the highest volume crossings in the 
corridor. Although vehicle queues could be adequately stored at this crossing, grade separation is 
recommended to avoid the excessive delays caused by LRT preemption. 
 
Finally, it should be noted that while Table 4-8 summarizes the analysis of the 20 major crossings 
along the alignment, data was also collected at the remaining minor crossings. Of the remaining 
minor crossings that will remain open, 31 had significant traffic volumes and were therefore 
analyzed to ensure that they would operate acceptably with the additional traffic diverted from 
nearby proposed closures and the LRT preemption. It was determined that all of these minor grade 
crossings would still operate adequately as at-grade crossings. Table 4-9 lists all of the roadways 
that cross the Selected LRT Alternative and summarizes whether the crossings would be at-grade 
crossings, grade separated, or closed.  This data is shown graphically in Figures 4-3 through 4-5. 
 
It should be noted that while this discussion has been limited to LRT crossings, at-grade freight rail 
crossings will continue to exist at several of these intersections, regardless of whether the LRT is 
grade separated or not.  Table 4-9 denotes the LRT crossings that will still have an at-grade freight 
rail crossing in the LRT Alternative. Within segments of the corridor where the freight rail is not 
removed, some intersections will have both an at-grade LRT crossing and an at-grade freight rail 
crossing.  Other intersections will have a grade separated LRT crossing but still have an at-grade 
freight rail crossing. Still other intersections will be closed, removing both the LRT and the freight 
rail crossing. 
 
Summary of Road/Intersection LOS Impacts and Mitigation Measures 
In summary, the Selected LRT Alternative has 103 existing crossings (four of which are existing 
grade separations).  One of the at-grade crossings would be converted to an LRT station access 
drive (a private drive at Walnut Hill Station).  In addition, seven new crossings would be created: 
two new at-grade street connections (Buttonwood Drive and Pike Street in Farmers Branch), four 
new LRT station access drives (at the Inwood, Bachman, and Royal Lane Stations), and one new 
grade-separated crossing (at Dickerson Parkway).   
 
Of these 110 total crossings along the Selected LRT Alternative: 
 
• 61 would be grade separated, 
• 27 would be gated, and 
• 22 would be closed. 

 
As a comparison, the Base Alignment had 103 crossings (56 grade separated, 28 gated, and 19 
closed).  The Base Alignment with Medical Center Design Option A had 111 crossings (57 grade 
separated, 31 gated, and 23 closed); the Base Alignment with Medical Center Design Option B had 
101 crossings (52 grade separated, 27 gated, 22 closed); the Base Alignment with Medical Center 
Design Option C had 103 crossings (52 grade separated, 29 gated, and 22 closed); and the Base 
Alignment with Medical Center Design Option D had 109 crossings (58 grade separated, 28 gated, 
and 23 closed).  If the Love Field Design Option was applied to any of these alternatives, it avoided 
three grade crossings and three street closures. 
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Figure 4-3 – LRT Roadway Crossing Configurations – South 
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Figure 4-4 – LRT Roadway Crossing Configurations – Middle 
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Figure 4-5  LRT Roadway Crossing Configurations - North 
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The LRT Alternative will operate within an exclusive right-of-way on a fixed guideway that will, for 
the most part, not take any roadway right-of-way or require the removal of travel lanes.   
Anticipated roadway and grade crossing impacts would be minor and localized and would be 
mitigated using engineering improvements such as grade separation, changing signalization, and 
other standard traffic engineering strategies. As detailed in the following section, the addition of 
traffic signals will be required at some entrances to new LRT park-and-ride lots to ensure 
acceptable operations for traffic entering and exiting the new stations. In addition, the optimization 
of signal timing will be required in the densely developed areas of downtown Carrollton and the 
redeveloped area around the Farmers Branch Station. At grade crossings, signal preemption will 
be required to prevent vehicles from being queued on the tracks when trains arrive, particularly 
where a parallel street is present (such as Denton Drive or Broadway Street).  Finally, some 
roadway improvements will be required such as extra turn lanes and geometric improvements at 
various intersections to allow buses to turn in and out of the new stations. These mitigation 
measures will be further refined during the final design stage of project development. 
 
4.2.3 Transit Station Access 
Most of the stations in the Selected LRT Alternative would include park-and-ride facilities. These 
stations include Market Center/Oak Lawn, Inwood, Bachman, Walnut Hill/Denton, Royal Lane, 
Farmers Branch, Carrollton Square, Trinity Mills, and Frankford Stations. The remaining stations 
(Victory, Parkland, and Brookhollow Stations) are located in areas of high-density employment or 
commercial use where parking lots are unnecessary or infeasible. 
 
In addition to generating automobile traffic related to park-and-ride facilities, each of the park-and-
ride stations would have bus traffic resulting from feeder bus service. Table 4-10 summarizes the 
amount of parking that would be provided as well as the proposed number of bus routes and bus 
bays serving each station. 
 
As shown in the table, Frankford Station would provide the most parking (nearly 900 spaces), but 
the Parkland Station would provide the most bus bays. The Frankford Station would be the 
northern terminus of the line and therefore would attract automobile traffic from a wide area. 
Conversely, the Parkland Station would be located in a high-density commercial and institutional 
area where more trips would be attracted by the existing and proposed transit system. 
 
Each LRT Station would have different impacts on its neighborhood depending on the 
configuration of the park-and-ride and bus facilities in relationship to the surrounding transportation 
system. The layout and traffic impacts of each station are described below. The impacts are based 
on a comparison of 2025 intersection operations in the No-Build Alternative with those in the LRT 
Alternative. 
 
Victory Station 
The Victory Station would be an at-grade station located next to the new American Airlines Center. 
Since the arena is a large transit and motorist destination already, the station would not have its 
own bus bays or park-and-ride parking spaces. Existing on-street bus routes would provide feeder 
bus service. 
 
The new arena and the surrounding area were built to accommodate large numbers of pedestrians 
walking to and from the arena from surrounding parking facilities, downtown retail districts, and 
new transit stations. As such, sidewalk and crosswalk facilities in the area are sufficient to handle 
the pedestrians using Victory Station. There are no existing or planned designated bicycle routes 
that serve the arena area; however, the pedestrian nature of the area is conducive to bicycle 
access to the station. 
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TABLE 4-10 
PROPOSED PARKING AND BUS FACILITIES AT LRT STATIONS 

Station 
Estimated 

Parking 
Spaces 

Bus Bays Bus Routes Maximum 
Buses per Hour 

Victory 0 On-Street 2 12 

Market Center/Oak Lawn 230 5 4 23 

Parkland 0 12  10 63 

Inwood 386 5 4 20 

Brookhollow 0 8 3 12 

Bachman 443 10 8 48 

Walnut Hill/Denton  361 5 3 21 

Royal Lane 235 5 2 18 

Farmers Branch 179 7 7 22 

Carrollton Square 253 5 4 19 

Trinity Mills 495 7 3 + On-Call 10 + On-Call  

Frankford  887 5 (+ 4 future) N/A On-Call 
Source: DART; March 2003 
 
Impacts 
Due to the nature of the development and the lack of park-and-ride facilities, this station would 
generate no additional traffic and therefore would create no traffic impacts. 
 
Mitigation 
No mitigation is necessary. 
 
Market Center/Oak Lawn Station (South) 
At the Market Center/Oak Lawn Station, bus bays would be constructed next to the station on the 
west side of Harry Hines Boulevard while a parking lot with 230 spaces would be constructed on 
the east side of Harry Hines Boulevard. A pedestrian bridge would cross over Harry Hines 
Boulevard to connect the parking lot to the station. Similarly, a pedestrian tunnel would pass under 
the LRT and Trinity Railway Express/freight tracks to connect the station to the Market Center 
complex. The tunnel will be designed to be light and open.  It will also be relatively short 
(approximately 32 feet). Safety and security measures for the tunnel are further discussed in 
Section 5.11.  Buses would access the station off of Harry Hines Boulevard, and park-and-ride 
patrons would access the parking lot from Wycliff Avenue and Vagas Street, both of which 
intersect with Harry Hines.  One northbound bus route on Harry Hines would continue to stop on 
the street adjacent to the station parking lot. 
 
Pedestrian access to the station from the surrounding neighborhood would also be provided by the 
pedestrian bridge over Harry Hines Boulevard. Sidewalks do not currently exist along Harry Hines 
Boulevard and limited sidewalk facilities extend into the nearby neighborhood.  Therefore DART 
will coordinate with the City in order to improve pedestrian connections to the station. In addition, 
an existing on-street, signed bicycle route (Route 37) passes within a block of the station, which 
could easily be altered to connect to the station. 
 
Impacts 
The impact of the Market Center/Oak Lawn Station to the surrounding intersections in 2025 was 
found to be minimal.  All intersections, with the exception of Harry Hines Boulevard at Wycliff 



  Northwest Corridor LRT Line to                     Chapter 4 
  Farmers Branch and Carrollton           Transportation Impacts 
 

 Final Environmental Impact Statement                 4-24 

Avenue, would have the same LOS in the No-Build and the LRT Alternatives, despite the additional 
station-generated traffic (see Table 4-12 at the end of this section).  The intersection of Harry 
Hines Boulevard at Wycliff Avenue would remain at LOS D in the AM peak, and degrade from LOS 
D to LOS E in the PM peak.  There would be added station traffic on Vagas Street and potential 
impacts to the adjacent residential area.  

 
Mitigation 
The analysis indicates that the addition of a second left-turn lane for vehicles turning from 
southbound Harry Hines Boulevard to eastbound Wycliff Avenue would allow the intersection to 
operate at LOS D and LOS C in the AM and PM peak hours, respectively.  This project is planned 
by the City of Dallas as a striping/signal modification.  Further analysis of access to the parking lot 
and localized effects on neighborhood traffic, including safety, will be conducted during final design 
to reduce or minimize those traffic impacts.  DART will add or improve pedestrian facilities to meet 
the requirements stated in the DART Build-Out Phase 2 Design Criteria, Volume 1, Revision 3, 
1996.  
 
Parkland Station (UPRR) 
The Parkland Station would be located across Harry Hines Boulevard from Parkland Hospital in an 
aerial configuration over Motor Street, which is in the heart of Parkland expansion area. The station 
would have 12 bus bays, with an area for up to 6 hospital shuttle bays (by others) located north of 
Motor Street adjacent to the station. The current DART bus stops on Harry Hines would remain.  
No park-and-ride facility would be constructed for the station due to the land use density in the 
area.   As the Parkland Master Plan is refined, station layout changes may be made to better 
meet both DART and Parkland objectives. 
 
There is currently a large amount of pedestrian activity between the existing Parkland Hospital 
buildings and the parking facilities across the street (as well as bus stop and restaurant activity on 
Harry Hines Boulevard). To manage the interface of the busy roadway and the high pedestrian 
demand near Parkland Hospital, there is currently a traffic signal with pedestrian buttons as well as 
a pedestrian bridge that crosses over Harry Hines and connects the hospital to a parking garage. 
In the LRT Alternative, this bridge would help provide pedestrian access to the station from the 
other side of Harry Hines Boulevard. Pedestrians could also use the signalized crosswalk to cross 
Harry Hines Boulevard to access the station.  As Parkland expands into new facilities on the east 
side of Harry Hines closer to the Parkland Station, there may be fewer pedestrians crossing Harry 
Hines. 
 
Although there are sufficient existing pedestrian facilities in the Parkland Hospital area, there are 
no continuous sidewalks along Harry Hines Boulevard that connect Parkland to the other hospital 
campuses in the area. Transit patrons who use the train instead of the bus system would need 
improved pedestrian connections to access these other destinations. DART will work with the 
hospitals and the City to identify and improve pedestrian connections to existing and planned 
developments.  In addition, an existing on-street, signed bicycle route (Route 29) passes within a 
block of the station, which could easily be altered to connect to the station. 
 
Impacts 
Due to the lack of a park-and-ride facility, this station would attract no additional vehicular traffic 
and traffic impacts would be minimal in the LRT Alternative.  However, there will be additional bus 
and shuttle traffic to and from the transfer facility at the station. This will increase bus traffic on 
Motor Street and potentially within the Parkland campus depending on its new internal street 
network. If Redfield Street is extended to Motor Street, Parkland traffic and bus traffic could result 
in increased delay and queuing on Motor and Redfield Streets. There would also be impacts to 
parking due to property acquisition at this station, which is discussed in Section 4.5. 
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Mitigation 
It is recommended that the existing “bus only” lane on Harry Hines Boulevard during peak traffic 
hours be maintained.  The City of Dallas and TxDOT plan to improve Motor Street from two lanes 
to four lanes between Harry Hines and Maple Avenue.   DART Bus Operations has requested that 
a traffic signal be installed at the intersection of Motor Street and the bus transfer area entrance 
east of the station.  Other traffic signals may be necessary to accommodate the new Parkland 
development as well. Additional analyses of signal and turn lane needs should be performed 
during final design.  DART will continue to coordinate with Parkland Hospital, the City of Dallas, 
and TxDOT during final design to assess the potential impact of both the DART LRT station and 
Parkland’s Master Plan development.  DART will add or improve pedestrian facilities to meet the 
requirements stated in the DART Build-Out Phase 2 Design Criteria, Volume 1, Revision 3, 1996.  
 
Inwood Station (South) 
The Inwood Station would be an aerial station located in the southwest quadrant of Inwood Road 
and Denton Drive. It would provide approximately 386 park-and-ride spaces and have five bus 
bays.  Traffic would access the station via Denton Drive or from Inwood Road.  
 
Sidewalks currently exist on both sides of Inwood Road, but they are not continuous across the 
freight railroad tracks. There are no sidewalks along Denton Road. DART would coordinate with 
the City of Dallas to ensure that sufficient, safe pedestrian connections would be made to the 
nearby school and neighborhood. In addition, an existing on-street, signed bicycle route (Route 29) 
passes within a block of the station, which could easily be rerouted to pass by the station. 
 
Impacts 
The additional traffic generated by the Inwood Station is not projected to change the level of 
service at any of the surrounding intersections. However, growth of the background traffic in the 
area would cause several of the intersections to operate at LOS E or F by 2025 with no geometric 
improvements. Because the intersection of Denton Drive and Inwood Road will already be 
operating at LOS F in the PM peak hour by 2025, the station-generated traffic would increase 
delays on the northbound approach. 

 
Mitigation 
Since LOS E and F conditions will occur without the implementation of LRT, the City of Dallas 
should explore improvements needed to mitigate the growth of background traffic.   However, the 
intersection of Denton Drive and Inwood Road may require mitigation due to station-related traffic 
during the PM peak hour.  A right-turn lane should be considered on the northbound Denton Drive 
approach, and protected left-turn arrow indications should be added to the north and southbound 
approaches.  In addition, DART Bus Operations has requested that a traffic signal be installed at 
the intersection of Denton Drive and the south station exit.  Another more in-depth analysis of 
these intersections will be performed during final design as part of the station zoning process to 
ensure that the requested traffic signal is warranted and could operate satisfactorily in conjunction 
with the nearby signal at the intersection of Inwood Road and Denton Drive and that the proper 
mitigation be incorporated at this intersection.  DART will add or improve pedestrian facilities to 
meet the requirements stated in the DART Build-Out Phase 2 Design Criteria, Volume 1, Revision 
3, 1996.  
 
Brookhollow Station 
The Brookhollow Station would be an at-grade station located just north of Burbank Street on the 
southwest corner of Denton Drive and Wyman Street.  This station would have eight bus bays and 
no park-and-ride lot.  Bus traffic would enter and exit the station from Burbank Street.  Some buses 
would continue to operate on Denton Drive. 
 
There is currently a sidewalk along Denton Drive on the east side of the street, but none on the 
side of the station. In addition, there are no existing pedestrian connections to the nearby 
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neighborhood. DART will coordinate with the City to ensure that sufficient pedestrian connections 
be made to the nearby neighborhood as well as to the businesses on the east side of Denton 
Drive. Finally, an existing on-street, signed bicycle route (Route 23) passes in front of the station 
along Denton Drive, providing easy integration with bicycle traffic.  
 
Impacts 
Due to the lack of a park-and-ride facility, the traffic impacts to surrounding intersections would be 
minimal.  However, buses exiting the station may not be able to clear the tracks safely unless a 
traffic signal were to be installed at the intersection of Burbank Street and Denton Drive.  
(Background traffic at this intersection is likely to meet traffic signal warrants.)  This signal will 
provide an added measure of safety for both bus and auto traffic. (The traffic signal at Seelco 
Street is planned to be relocated to Wyman Street as part of Southwest Airlines Headquarters 
expansion.) 
 
Mitigation 
A traffic signal at Burbank Street and Denton Drive operating with train preemption will be 
necessary to ensure that buses and vehicles are cleared off of the tracks in advance of the arrival 
of a train.  DART will install this signal if it is not done by others.   DART will add or improve 
pedestrian facilities to meet the requirements stated in the DART Build-Out Phase 2 Design 
Criteria, Volume 1, Revision 3, 1996.  
 
Bachman Station 
The Bachman Station would be an at-grade station located on the west side of Denton Drive just 
south of Community Drive. It would have ten bus bays (seven in the station and three along 
Denton Drive) and a park-and-ride lot with approximately 443 spaces. Buses would access the 
internal bus bays by entering the south end of the transit station from Harry Hines Boulevard as 
well as Denton Drive. Buses would depart the north side of the transit station and use Community 
Drive to return to either Harry Hines or Denton Drive. Park-and-ride access would be primarily off 
of Harry Hines Boulevard. Traffic approaching the transit station from Denton Drive would have to 
cross the LRT tracks, while traffic approaching from Harry Hines would not. 
 
There are currently no sidewalks along Denton Drive in this area and there are very few pedestrian 
connections to the nearby neighborhoods of apartment complexes.  DART will coordinate with the 
City of Dallas to ensure that sufficient pedestrian connections will be made to and from the new 
station through the City’s station area planning process.  Finally, an existing on-street, signed 
bicycle route (Route 23) passes through the intersection of Denton Drive and Community Drive, 
allowing easy integration with the new station. 
 
Impacts 
The analysis of No-Build and LRT Alternative traffic conditions indicated that the proposed LRT 
station would have limited impacts on the local traffic network.  Specifically, the intersection of 
Webb Chapel Extension at Harry Hines would degrade from LOS E to LOS F, and the intersection 
of Webb Chapel Extension at Denton would degrade from LOS B to LOS C during the PM peak 
period. Both the intersections of Northwest Highway at Webb Chapel Extension and Community 
Drive would continue to operate at LOS E and LOS F during the AM peak and PM peak periods, 
respectively. The eastbound and westbound approaches of Community Drive at Harry Hines 
Boulevard would continue to operate with high vehicular delay with the stop-sign control in place.  

 
Mitigation 
A traffic signal will be installed at the intersection of Community Drive and Harry Hines Boulevard 
as part of the LRT project.  A traffic signal will also be installed at the intersection of Community 
Drive and Denton Drive to facilitate both vehicular and pedestrian access to the station. The traffic 
signal on Denton Drive would require preemption to facilitate LRT operations.  
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Dallas County plans to widen Denton Drive to a four-lane roadway, and the City of Dallas 
Thoroughfare Plan shows that Community Drive will also eventually be widened to a four-lane 
roadway.  Community Drive will be improved to its ultimate cross-section of four lanes with a 
continuous left-turn lane between Harry Hines Boulevard and Denton Drive upon station opening to 
provide better access to and from the station site.  With the current two-lane configuration, 
westbound left-turns into the station may block traffic passing by the station headed for Harry 
Hines Boulevard.  This may result in unsafe queuing conditions across the tracks.  This improved 
cross-section will allow for more efficient traffic signal preemption at Denton Drive and will also 
improve access to the new Dallas Police Department Substation on the west side of Harry Hines 
Boulevard at Community Drive.  DART will add or improve pedestrian facilities to meet the 
requirements stated in the DART Build-Out Phase 2 Design Criteria, Volume 1, Revision 3, 1996.  
 
Walnut Hill/Denton Station 
The Walnut Hill/Denton Station would be an aerial station located north of Walnut Hill Lane on the 
east side of Denton Drive.  Five bus bays would be constructed along side the station on the east 
side of Denton Drive, as well as a park-and-ride lot with approximately 361 spaces. Vehicular 
access would be provided both off of Walnut Hill Lane and Denton Drive, with Walnut Hill Lane 
being the primary entrance. Traffic that would enter the station from Denton Drive would not have 
to cross a rail line because the freight rail line would be removed in this area and the LRT tracks 
would be elevated. 
 
There are currently no sidewalks along Denton Drive.  Sidewalks do currently exist on both sides of 
Walnut Hill Lane, but they are not continuous across the freight railroad tracks.  On the west side of 
the rail line, these sidewalks are continuous across Harry Hines Boulevard on the north side of 
Walnut Hill Lane, but not on the south side.  DART will coordinate with the City to ensure that 
sufficient pedestrian connections will be maintained in the area.  Finally, two existing on-street 
bicycle routes pass through the intersection of Denton Drive and Walnut Hill Lane (Route 19 runs 
north-south and Route 290 runs east-west), allowing easy integration with the new station. 
 
Impacts 
The analysis of No-Build and LRT Alternative traffic conditions indicates that the proposed LRT 
station would cause only minimal impacts to the local traffic operating conditions. Vehicular delay 
at adjacent intersections along Walnut Hill Lane would increase slightly due to the additional traffic 
generated by the station activities in the LRT Alternative. However, most intersections would 
operate at acceptable levels of service during both peak periods with the exception of the 
intersection of Walnut Hill Lane and Webb Chapel Road, which would continue to operate at LOS 
F during the evening peak period (in both alternatives) without any improvements. 

 
Mitigation 
Assuming that the planned widening of Denton Drive to a four-lane facility prior to 2025 takes 
place, no mitigation will be necessary due to the implementation of LRT.  If this widening has not 
been completed upon station opening, temporary improvements at the intersection of Denton Drive 
and Walnut Hill Lane will be necessary to accommodate the additional station traffic.  In addition, 
the City of Dallas should explore improvements needed at the intersection of Walnut Hill Lane and 
Webb Chapel Road to mitigate the growth of background traffic (these improvements are not 
needed due to the implementation of LRT). DART Bus Operations has requested a traffic signal at 
each station entrance, one on Denton Drive and one on Walnut Hill Lane.  Another analysis of 
these intersections will be performed during final design to ensure that the requested traffic signals 
are warranted and could operate satisfactorily in conjunction with the nearby signal at the 
intersection of Walnut Hill Lane and Denton Drive.  DART will add or improve pedestrian facilities 
to meet the requirements stated in the DART Build-Out Phase 2 Design Criteria, Volume 1, 
Revision 3, 1996.  
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Royal Lane Station 
The Royal Lane Station would be an elevated station located north of Royal Lane on the east side 
of Denton Drive.  Five bus bays would be constructed along side the station on the east side of 
Denton Drive, as well as a park-and-ride lot with approximately 235 spaces. Vehicular access to 
the transit station would be provided from both Denton Drive and Royal Lane (via Grissom Lane). 
No rail crossing would be present because the freight rail line is planned to be removed and the 
LRT tracks would be elevated.  
 
There are currently no sidewalks along Denton Drive or on the north side of Royal Lane.  
Sidewalks do exist on the south side of Royal Lane, but they are not continuous across the freight 
railroad tracks. DART will coordinate with the City to ensure that there will be sufficient pedestrian 
connections to nearby employment centers and the neighborhoods several blocks away. Finally, 
an existing on-street bicycle route (Route 19) passes by along Denton Drive, allowing easy 
integration with the new station. 
 
Impacts 
The analysis of No-Build and LRT Alternative traffic conditions indicated that the proposed LRT 
station would cause negligible impacts to the local traffic operating conditions. Although the station 
would attract some additional traffic, traffic-operating conditions at most intersections along Royal 
Lane would be unacceptable in 2025 in either alternative due to the projected increase in 
background traffic volume.  Most study intersections along Royal Lane are projected to operate at 
poor levels of service (LOS E or F) in 2025 in the No-Build and LRT Alternatives with no 
improvements.  

 
Mitigation 
Dallas County is planning to widen Denton Drive to a four-lane facility prior to 2025 regardless of 
the LRT project.  If the widening occurs, the intersection of Royal Lane at Denton Drive is projected 
to operate at a favorable LOS C during both peak periods in both the No-Build and LRT 
Alternatives. However, if this widening has not been completed upon station opening, temporary 
improvements at the intersection of Denton Drive and Royal Lane would be necessary to 
accommodate the additional station traffic until the road is widened.  DART will add or improve 
pedestrian facilities to meet the requirements stated in the DART Build-Out Phase 2 Design 
Criteria, Volume 1, Revision 3, 1996.  
 
Farmers Branch Station 
The Farmers Branch Station would be an at-grade station located on the east side of Denton Drive 
south of Valley View Lane on the site of the existing Farmers Branch Bus Park-and-Ride Center. 
Seven bus bays would be constructed for the new station.  The existing park-and-ride lot would 
provide about 179 spaces.  The traffic analysis for this station takes into account recent and 
planned street changes. 
 
There are currently sidewalks on the west side of Denton Drive, both sides of Pike Street, and 
none on Rossford Street.  There are sidewalks along Valley View Lane, but they are not 
continuous.  In addition, there are no existing pedestrian connections to the neighborhood across 
the tracks from the station. DART will coordinate with the City to ensure that sufficient pedestrian 
connections will be made to the surrounding neighborhoods.  Finally, there is an existing on-street 
bike route (Route 19) that terminates a couple blocks south of the new station on Denton Drive.  
This route could easily be extended to connect to the new station.  Farmers Branch is planning a 
new possible bike route to be located on surface streets parallel to and east of the LRT alignment 
to link with the station area.   DART would also coordinate with the city on this proposal should the 
City of Farmers Branch decide to carry this proposal forward. 
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Impacts  
Because the existing park-and-ride facility is near the station site, the traffic that would be 
generated by the station is very similar to the traffic generated by the existing site.  Therefore, the 
only impact to traffic operations due to the implementation of LRT would be due to the necessary 
signal preemption at the at-grade crossing at Valley View Lane, which would cause the intersection 
of Rossford Drive and Valley View Lane to degrade to LOS D (which is still acceptable). However, 
the City of Farmers Branch is planning an extensive redevelopment of the station area, including 
office, retail, and higher-density residential uses. The additional traffic generated by this 
development would have a much greater impact on traffic operations in the area, most of which 
occurs at the diamond interchange of Valley View Lane at the IH 35E frontage roads.  In the No-
Build Alternative, the interchange would operate at LOS E and LOS D in the AM and PM peak 
hours, respectively. Adding the traffic generated by the development around the new station would 
cause the interchange to deteriorate to LOS E in the AM peak hour and LOS F in the PM peak 
hour. However, these poor levels of service are not due to the implementation of LRT. 

 
At Valley View Lane, the analysis shows that an at-grade crossing would operate adequately if the 
planned improvements at the IH 35E interchange were implemented. However, a proposal under 
consideration by the City of Farmers Branch includes narrowing Valley View Lane to a four-lane 
arterial in the LRT station development area. An analysis of this scenario indicates that this would 
result in significant increases in traffic congestion in the area.  The reduced capacity at the LRT 
crossing would magnify the effects of LRT preemption. Valley View Lane would thus have to be 
grade separated if the four-lane proposal is implemented.  

 
Mitigation 
No mitigation is necessary due to the implementation of LRT.  However, if the City redevelops the 
area as planned, the City would need to mitigate the resultant deteriorated traffic conditions.  It was 
found that if the City were to change the traffic signal phasing sequence at the interchange to a 
more efficient method it could significantly reduce vehicle delays.  With improved signal timing, the 
intersection was shown to operate at the more acceptable LOS D in both peak periods under the 
LRT Alternative with the development in place. 
 
It should be noted that these signal timing improvements are only possible if the City's scheduled 
CMAQ improvements are in place at the diamond interchange of Valley View Lane and the IH 35E 
frontage roads. These geometric improvements include the addition of a dedicated left-turn lane in 
each direction within the interchange. The analysis of the No-Build Alternative assumed that these 
CMAQ improvements would be in place. Without these improvements, at the time the station 
opens, background traffic levels alone would cause this interchange to operate at LOS F and 
mitigations would be required (but not due to the implementation of LRT). 
 
DART will add or improve pedestrian facilities to meet the requirements stated in the DART Build-
Out Phase 2 Design Criteria, Volume 1, Revision 3, 1996.  
 
Carrollton Square Station 
The Carrollton Square Station would be an elevated station located on the east side of Broadway 
Street north of Belt Line Road.  Five bus bays and a park-and-ride lot with about 253 spaces would 
be constructed along side the station between Broadway Street and Main Street, north of Belt Line 
Road. Access would be from Denton Drive, which will be realigned north of Belt Line Road to 
connect with Main Street at Belt Line Road.  This realignment is necessary to accommodate the 
new LRT station, and would make it desirable to remove the short segment of Denton Drive south 
of Belt Line Road. 
 
Downtown Carrollton has sidewalks throughout its grid of streets, but there are no major pedestrian 
connections across Belt Line Road to the new station site. In addition, the neighborhood near the 
new station has few sidewalks along its streets.  DART will coordinate with the City to ensure that 
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sufficient pedestrian connections (such as the proposed pedestrian bridge over Belt Line Road) will 
be made to Downtown Carrollton and the surrounding neighborhood.  Finally, an existing on-street 
bicycle route (Route 23) currently terminates on Main Street north of Belt Line Road. This bicycle 
route could be integrated with the new station to provide a convenient interface between bicycle 
and rail transit modes. 
 
Impacts 
The analysis of No-Build and LRT Alternative traffic conditions indicated slight increases in 
vehicular delay at several major intersections in the area surrounding the station. Levels of service 
would remain mostly the same for the No-Build and LRT Alternatives. A separate analysis was also 
conducted in the same manner for the added traffic from the proposed new developments in 
downtown Carrollton. No significant change in level of service was found during both peak periods. 

 
Based on these analyses, the proposed Carrollton Square LRT Station and the future 
developments in the downtown area would not significantly impact the local traffic operation under 
existing traffic volumes. Projected background traffic growth by the year 2025, however, would 
place a significant demand on the area’s available roadway capacities and thus lead to worsening 
traffic congestion.  

 
Mitigation 
Due to the implementation of LRT, DART will reconstruct Denton Drive to align with Main Street at 
Belt Line Road and remove that portion of Denton Drive north of Belt Line Road within the station 
area.  During this realignment, DART will provide two southbound lanes and two northbound lanes 
on Main Street at Belt Line in order to accommodate future traffic levels as well as station traffic.  
This realignment also will require the relocation of a traffic signal from the intersection of Belt Line 
Road and Denton to the intersection of Belt Line Road and Main. Other improvements should be 
considered by the City of Carrollton to improve traffic operations throughout the area to mitigate the 
growth in background traffic that would occur regardless of the implementation of LRT (such as a 
fourth westbound lane on Belt Line Road). 

 
It was found that the City could optimize the signal timing plans along Belt Line Road to improve 
the levels of service in the LRT Alternative. Specifically, the intersection of Belt Line and Broadway 
could be improved from LOS D and LOS E to LOS C and LOS B during the AM peak and PM peak 
hours, respectively. In addition, the new signalized intersection of Belt Line and Main would 
operate at LOS D and LOS B during the AM peak and PM peak hour, respectively.   (Due to the    
relocation of this traffic signal being required by the LRT Alternative, the City and DART would 
share responsibility for the traffic signal timing project.) 
 
DART will add or improve pedestrian facilities to meet the requirements stated in the DART Build-
Out Phase 2 Design Criteria, Volume 1, Revision 3, 1996.  
 
Trinity Mills Station 
The proposed Trinity Mills Station would be at-grade and located just east of Broadway Street and 
south of the newly constructed President George Bush Turnpike (SH 190). The station would have 
seven bus bays and approximately 495 park-and-ride spaces, with space available for parking 
expansion.  Currently, there are limited pedestrian facilities in this area. DART will coordinate with 
the City to ensure that sufficient pedestrian facilities will be provided when this area is redeveloped 
to provide a new network of streets for the station and surrounding development.  No designated 
bicycle routes currently serve this area. 
 
Impacts 
Because several proposed roadways in the proposed station area are not yet built, traffic volume 
counts were not available for an analysis of existing conditions.  The projected 2025 traffic volumes 
obtained from NCTCOG were used as a basis to derive the traffic volumes on the adjacent 
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roadways for No-Build and LRT Alternative analyses. Future year analysis assumed that the 
proposed Dickerson Parkway extension would be in place and that Blanton Street would be 
terminated as a cul-de-sac just south of the station. The resulting levels of service from this 
analysis are satisfactory in both alternatives. With the additional station-related traffic, only minor 
increases in vehicular delay were observed.  The levels of service at the study intersections remain 
acceptable in both alternatives. 
 
Mitigation 
No traffic mitigation is necessary due to the implementation of LRT.  DART will add or improve 
pedestrian facilities to meet the requirements stated in the DART Build-Out Phase 2 Design 
Criteria, Volume 1, Revision 3, 1996.  
 
Frankford Station 
The Frankford Station would be an at-grade station located on the south side of Frankford Road 
with about 887 parking spaces.  Five bus bays would be provided with space available for future 
expansion.   Vehicular access to the transit station would be provided off of Frankford Road via 
Trade Center Boulevard.  There are currently no pedestrian or bicycle facilities in this area. 
 
Impacts 
An analysis of existing traffic conditions revealed that vehicle queues routinely fill the entire ramp 
that leads from the IH 35E southbound frontage road to Frankford Road (approximately 2,100 feet) 
during the AM peak. In addition, westbound traffic on Frankford Road occasionally spills back from 
the northbound frontage road into the signalized intersection with the aforementioned ramp during 
the PM peak. Without improvements to the roadway network in the station area, this would only 
worsen to LOS D by the year 2025 (No-Build Alternative) due to the growth in background traffic. 
The addition of station-related traffic and station-area development traffic to the No-Build 
Alternative would further worsen these queue spillbacks and vehicular delays to unacceptable 
levels.  Therefore, mitigation will be required due to both the typical growth in background traffic 
and the addition of station traffic and station-area development traffic. 

 
Mitigation 
The ramp from the IH 35E southbound frontage road to Frankford Road should be widened to 
allow dual left turns onto eastbound Frankford Road.  In addition, traffic signals would be installed 
at the T-intersection of Frankford Road and the IH 35E northbound frontage road as well as the 
intersection of Frankford Road and Trade Center Drive.  These modifications could effectively 
remedy the queuing problems while accommodating both station-related traffic and projected 
background traffic growth in the station area. These proposed mitigation measures would cause 
the intersection of Frankford Road and the ramp from the IH 35E southbound frontage road to 
improve from an AM peak hour LOS E and PM peak hour LOS D in the No-Build Alternative 
(without mitigation) to LOS B in both peaks in the LRT Alternative (with mitigation).  Likewise, the 
intersection of Frankford Road and Trade Center Drive would improve from a PM peak hour LOS F 
in the No-Build Alternative (without mitigation) to LOS A in the LRT Alternative (with mitigation).  
Similarly, the intersection of Frankford Road and the northbound frontage road would improve from 
LOS F in both peak hours of the LRT Alternative without mitigation to LOS B and LOS C in the AM 
and PM peak hours of the LRT Alternative with mitigation.  Due to the nature of the existing traffic 
problems, future traffic growth as a result of the City’s station-area development plans, and the 
addition of station traffic, the responsibility of these improvements should be shared by DART and 
the City of Carrollton. 
 
Pedestrian Safety 
The LRT Alternative would improve safety in the corridor primarily by enhancing pedestrian access.  
As described above, pedestrian safety to and from the LRT stations and park-and-ride lots would 
be enhanced by improving markings at existing signalized crosswalks at major intersections, 
pedestrian bridges at stations with heavy adjacent pedestrian or automobile traffic, and sidewalks 
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and other pedestrian facilities connecting park-and-ride lots and bus bays to the station platforms.  
DART will add or improve pedestrian facilities to meet the requirements stated in the DART Build-
Out Phase 2 Design Criteria, Volume 1, Revision 3, 1996.  In accordance with DART policy, 
fencing will be provided along the right-of-way where the operating speed of the LRT would exceed 
45 mph or where special safety considerations are present.  Locations of fencing and other safety 
and security elements are discussed in Section 5.11. 
 
Summary of Station Area Impacts and Mitigation Measures 
As described above, anticipated roadway and grade crossing impacts due to the new traffic 
generated by new LRT stations would be minor and localized and will be mitigated using standard 
traffic engineering strategies. These mitigation measures are summarized in Table 4-11 and will be 
further refined during the final design stage of project development.  The Levels of Service at 
intersections near the stations are summarized in Table 4-12 and are described in detail above.  
The table compares the year 2025 No-Build, LRT Alternative (without mitigation), and LRT 
Alternative with the proposed mitigation measures in place (as described in Table 4-11). 
 
At those stations where parking is not provided other than for kiss-and-ride and the mobility-
impaired, patrons who desire to park-and-ride would be encouraged to use adjacent stations where 
on-site parking will be provided. If off-site parking demand should develop around stations, DART 
will work with the city and affected property owners to implement measures restricting transit 
patrons from parking at non-DART parking facilities during business hours or for long periods of 
time. 
 
4.3 IMPACTS ON MOVEMENT OF FREIGHT 
Both freight rail service and LRT service would be provided in the project corridor via DART-owned 
right-of-way.  The LRT Alternative would operate on separate tracks through the corridor; 
therefore, its schedule of operations would not interface or conflict with the schedule of freight 
service operations. However, the construction of the LRT project would have an impact on how 
freight is moved within the corridor in the following ways: 
 
• Relocation of freight tracks to accommodate LRT and freight service within the same right-of-

way; 
 
• Removal and relocation of freight storage track/sidings at several locations in the project 

corridor; and 
 
• Scheduling agreement to minimize concurrent freight and LRT operations, particularly during 

peak-hours where freight passes between the LRT station platform and the bus 
transfer/parking areas. 

 
LRT would also take advantage of planned improvements to modify freight service as 
recommended by the DART Commuter Rail/Railroad Management Department and the corridor’s 
short-line freight operator, the Dallas, Garland and Northeastern Railroad (DGNO). 
 
4.3.1 Freight Railroads 
The LRT Alternative would operate primarily within an existing railroad right-of-way that currently 
provides rail freight service to multiple customers within the study corridor. Based on planned 
improvements in the corridor, freight service will be maintained in some areas and will be 
eliminated in others. The physical requirements of the LRT alignment and stations throughout the 
corridor will determine the impacts on freight operations.  The degree of impact will depend on the 
size and location of the various freight customers within the corridor. 
 
 



  Northwest Corridor LRT Line to                     Chapter 4 
  Farmers Branch and Carrollton           Transportation Impacts 
 

 Final Environmental Impact Statement                 4-33 

TABLE 4-11 
STATION AREA TRAFFIC MITIGATION MEASURES 

Station Mitigation Measures Responsibility 
Victory No mitigation necessary due to implementation of LRT. N/A 
Market Center/ 
Oak Lawn 

Add a second southbound left-turn lane at the intersection of 
Harry Hines Boulevard and Wycliff Avenue.  (This project is 
planned by the City of Dallas as a striping/signal modification). 

City of Dallas 

Parkland Widen Motor Street from two lanes to four lanes between Harry 
Hines and Maple Avenue. If it is warranted during final design, 
install a traffic signal requested by DART at the intersection of 
Motor Street and bus transfer area entrance. 

Traffic Signals: 
 DART 

Widening: TxDOT, 
City of Dallas 

 
Inwood  Consider a right-turn lane on northbound Denton Drive at 

Inwood Road, and add protected left-turn arrow indications for 
north and southbound Denton Drive approaches. If it is 
warranted during final design, install a traffic signal requested by 
DART at the intersection of Denton Drive and the south station 
exit. Intersection improvements should be analyzed during the 
station zoning process in conjunction with other possible 
improvements by the City of Dallas. 

DART 

Brookhollow Install a traffic signal at the intersection of Denton Drive and 
Burbank Street. Preemption of the traffic signal will be required 
due to LRT operations. 

DART 

Bachman Install a traffic signal at the intersections of Harry Hines 
Boulevard and Community Drive and at Denton Drive and 
Community Drive. The traffic signal on Denton Drive would 
require preemption due to LRT operations.  Widen Community 
Drive between Harry Hines Boulevard and Denton Drive to four 
lane cross-section with continuous left-turn lane. 

Traffic signals: 
DART 

 
Widening: 

DART, City of 
Dallas 

Walnut Hill/ 
Denton  

Assuming that the planned widening of Denton Drive takes 
place by the opening of the station, no mitigation will be 
necessary due to the implementation of LRT.  If the widening 
project is not completed upon station opening, temporary 
improvements at the intersection of Denton Drive and Walnut 
Hill Lane will be necessary.  In addition, if they are warranted 
during final design, two traffic signals requested by DART will be 
installed at the station entrances (one on Denton Drive and one 
on Walnut Hill Lane). 

Widening: 
Dallas County  

 
Temporary 

Improvements: 
DART 

 
Traffic signals: 

DART 
Royal Lane Assuming that the planned widening of Denton Drive takes 

place by the opening of the station, no mitigation will be 
necessary due to the implementation of LRT.  If the widening 
project is not completed upon station opening, temporary 
improvements at the intersection of Denton Drive and Royal 
Lane will be necessary. 

Widening: 
Dallas County 

 
Temporary 

Improvements: 
DART 

Farmers Branch No mitigation necessary due to implementation of LRT. N/A 
Carrollton 
Square 

Realign Denton Drive with Main Street at Belt Line Road, 
relocate the traffic signal at Belt Line Road and Denton Drive to 
Beltline Road, and Main Street and re-optimize signal timing. 

DART 
(City to share cost 
of signal timing) 

Trinity Mills No mitigation necessary due to implementation of LRT.  CMAQ 
impacts are assumed in place.  Added growth in background 
traffic due to city’s redevelopment actions may require additional 
improvements.  

N/A 

Frankford  Widen ramp from the southbound IH-35E frontage road to allow 
dual left-turns onto eastbound Frankford Road, and install traffic 
signals at the T-intersection of Frankford Road and the IH-35E 
northbound frontage road and the intersection of Frankford 
Road and Trade Center Drive. 

DART 
and 

City of Carrollton 

Source:  Parsons Transportation Group, 2002-2003 
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TABLE 4-12 

STATION AREA LEVELS OF SERVICE 
Year 2025 Peak Period 

No-Build LRT without 
Mitigation 

LRT with 
Mitigation Station Arterial Intersection Unsignalized 

Approach 
AM PM AM PM AM PM 

 Market  Wycliff Harry Hines  D D D E D C 
 Center/  Maple  C C C C C C 
 Oak Lawn  Dallas N. Tollway  B B B B B B 
   Congress  A A A A A A 
  Market Center IH 35E SBFR  D D C D C D 
   IH 35E NBFR  C D C D C D 
   Harry Hines  B D B D B D 
 Inwood Inwood Maple  B D B D B D 
   Denton  D F D F C E 
   Cedar Springs  D E D E D E 
   Lemmon  D F D F D F 
 Bachman Webb Chapel Harry Hines  D E D F D E 
   Denton  D B D C D C 
   NW Highway  E F E F D F 
  Community WB F F F F 
   Harry Hines EB F F F F 

Signalized: 
      A             B 

   WB B C B C 
   Denton EB B C B C 

Signalized: 
      A             B 

   NW Highway  E F E F E F 
 Walnut Hill/ Walnut Hill IH 35E SBFR  C D C D C D 
 Denton  IH 35E NBFR  B D B D B D 
   Harry Hines  C D C D C D 
   Denton  B C B C B C 
   Webb Chapel  D F D F D F 
 Royal Lane Royal Emerald  F F F F F F 
   IH 35E NBFR  F F F F F F 
   Harry Hines  E F E F E F 
   Denton  C C C C C C 
   SB F F F F F F 
   Grissom EB Left turn F D F E F E 
   Dennis  F F F F F F 
   Brockbank  F F F F F F 
  
  Webb Chapel  F F F F F F 
    E D E F D D 
    D D D E D C 
   Rossford  B B D D D D 
   Josey  C C C D C C 
 Carrollton  Belt Line IH 35E SBFR  F F F F F E 
 Square  IH 35E NBFR  F E F E F E 
   Broadway  D E C B C C 

   Denton  
Current Loc. 
C            C 

New Location 
 A            A 

New Location 
      A             A   

  NB C D 
   Main SB F C 

Signalized: 
       D            B 

Signalized: 
      D             B 

 Trinity Mills MacArthur PGBT EBFR  B B B B B B 
   PGBT WBFR  A A A A A A 
  Dickerson PGBT EBFR  B B B B B B 
   PGBT WBFR  B B B B B B 
 Frankford Frankford IH 35E NBFR  C D F F B C 
   Ramp to SBFR  E D F F B B 
  NB D F F F 
  Trade Center      

Signalized: 
      A             A 

Source:  Parsons Transportation Group, 2002 - 2003 
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When DART acquired the UPRR property, it accepted responsibility for the rail freight common 
carrier obligations.  To discharge that obligation, DART entered into a contract with the DGNO to 
use the former UPRR line to serve approximately 30 active freight customers located along the 
project corridor. DGNO’s economics are volume driven.  DGNO has a commercial agreement with 
the UPRR for rail freight service to this and other lines in the Dallas area.  Maintaining current 
volumes and increasing them, when possible, is in the best interest of both DART and the DGNO. 
 
A Memorandum of Understanding (MOU) between DART and the DGNO is under development 
and addresses both the planned changes under the No-Build condition as well as impacts and 
mitigation associated with the implementation of the LRT project.  Meetings were held with DGNO 
on May 3, 2002 and November 29, 2002 to continue to discuss the changes in the corridor and 
review key elements of the MOU.  All major issues have been identified.  Coordination between 
DART and DGNO will continue during final design to ensure that freight operations can continue 
during both construction and LRT operation with no or minimal impacts.  Due to ongoing 
coordination and decisions related to DGNO’s use of Mockingbird Yard (see #2 below) not 
proposed to be final until late 2003, the MOU and other agreements will not be finalized until final 
design, at which time all issues will have been resolved. 
 
No-Build Alternative 
As previously stated, proposed improvements to modify freight service have been informally 
agreed upon by the DART Commuter Rail/Railroad Management Department and the DGNO.  This 
represents a No-Build condition that will occur with or without the implementation of the LRT 
Alternative.  The proposed improvements are as follows: 
 
1. Severing the corridor for freight service between Merrell Road in Dallas and Randolph Street in 

Carrollton. The LRT project does not require that freight be severed between these points.  
Rather, this action is proposed due to a lack of customers in this section (only one active 
customer as of January 2001), numerous street crossings and the required maintenance of 
those crossings, as well as changing land uses and conditions in the general area.  In the year 
2000, the sole active customer only shipped or received a total of 49 carloads of product or 
material.  The LRT project would take advantage of the planned action by locating the 
alignment in or near the center of the ROW and designing the two affected stations without the 
need to accommodate freight operations.  Implementation of these improvements should be 
treated as an action separate from the LRT project, but should be accomplished before 
construction of the LRT project.  Agreements are in development with DGNO and the freight 
customer to accomplish this improvement. 

 
2. Construction of approximately 15,000 feet of yard track on the Brookhollow Lead with a 

complete “Y” connection to the TRE alignment.  This Brookhollow Yard may be necessary with 
the implementation of Item 1 above.  However, the new yard would not be necessary if DGNO 
can use the existing Mockingbird Yard for its switching operations.  Use of the Mockingbird 
Yard appears promising and should be resolved by late 2003.  Severing the track will require 
that service to customers south of Merrell Road be provided via the Brookhollow Lead.  
Because Item 1 is not a requirement of the LRT, the Brookhollow Yard is also not a 
requirement of the LRT project.  However, some minor replacement of storage tracks may be 
needed along the Brookhollow Lead.  Implementation of this improvement should be 
accomplished prior to or concurrent with construction of the LRT project.  Based on discussions 
with DGNO, they support this concept.  TRE has the capacity to accommodate an increase in 
traffic. 

 
Despite the removal of freight operations between Merrell Road in Dallas and Randolph Street in 
Carrollton, customers on both segments of the remaining freight line would continue to be served 
by DGNO operations.  DGNO would use the nearby BNSF RR line under a trackage rights 
agreement to transfer freight between the northern and southern segments of the UPRR line. 
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Specifically, the northern customers would continue to be served by trains from Mercer Yard via 
the Carrollton Connection, while the southern customers would be served by trains from the 
Brookhollow Lead, which can connect to DGNO’s northern operations via the BNSF RR line on the 
west side of IH 35E.  
 
Based on a review of 1999 and 2000 statistics, approximately 32 percent of DGNO’s carloads 
originate and terminate north of the Carrollton Connection, 40 percent between the Carrollton 
Connection and the Brookhollow Lead, and 28 percent between the Brookhollow Lead and Dallas 
Junction.  Therefore, approximately 60 percent of current freight operations would be unaffected, 
while approximately 40 percent of current freight operations would be rerouted in some fashion.  
Overall, train travel time between the northern and southern segments of the line would be 
increased, but since these trains run only once or twice a day, the impact is not significant.   
 
There is currently one active freight customer located between Merrell Road and Valwood Parkway 
where freight service is proposed to be removed. This customer receives relatively small amounts 
of freight when compared to other customers along the DART (UPRR) line. Specifically, the 
average number of annual carloads for each customer along the line within the corridor is 245 
carloads and one customer handled over 2,000 carloads in the year 2000. In contrast, the affected 
customer shipped only 49 carloads in 2000. Table 4-13 identifies the customer that would be 
affected by the removal of rail freight service under the planned No-Build condition.  An agreement 
for alternative service to this customer is under development. 
 
The above-described improvements will create several positive opportunities for the LRT project: 
 

• Allows unobstructed utilization of the affected right-of way for LRT construction. 
• Eliminates need for a more costly shared-use design for LRT and freight tracks. 

 
TABLE 4-13 

FREIGHT CUSTOMERS AFFECTED BY SEVERING THE FREIGHT RAIL LINE* 
Rail Section Side of UPRR Line Customer 

Indian Trail to Rodney Lane East Central Hardwood 
* Severing is planned for the No-Build Alternative and is not due to the implementation of LRT. 

Source: Parsons Transportation Group; DART; DGNO; April 2001 
 
LRT Alternative 
Although the above-described improvements are not required to accommodate the LRT project, 
there are other modifications to freight tracks and operations that are associated with the proposed 
project.  These adjustments and impacts to the freight tracks and operations are described in the 
following paragraphs. 
 
1. Elimination of the southern section of the UPRR tracks (south of the Coca-Cola spur) and 

closure of Dallas Junction.  This would be required by the LRT project due to right-of-way 
constraints in the area just north of Oak Lawn Avenue, space requirements for the Market 
Center/Oak Lawn Station near Wycliff Avenue, and accommodation of the LRT alignment due 
to the selection of the UPRR alignment in the Medical Center area.  The impacts to freight 
operations would include: 

 
• Loss of a southern access connection to the TRE tracks. 
• Loss of storage track capacity used by DGNO for Coca-Cola service.  This will be mitigated 

by providing additional tracks in alternate locations along the corridor, as well as along the 
Brookhollow Lead. 
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• Reconstruction of the Coca-cola spur.  It is likely that this spur will require temporary or 
permanent relocation during LRT construction. 

• Loss of service to freight customer Architectural Carpentry Materials (ACM) between 
Inwood and Mockingbird.  This could be mitigated by providing an intermodal reload service 
to truck ACM’s shipments to their facility; shipping completely by truck; maintaining the 
freight service using the existing or a reconfigured rail spur; or relocating ACM’s facility to 
another location with a direct freight spur.  Several of these options are cost prohibitive or 
would entail unacceptable property acquisitions.  Shipping by rail to a railroad reload center 
and trucking the lumber to ACM’s facility appears to be the best option for further 
discussion with ACM as final design is initiated. 

 
2. Relocation of the main line and removal of some storage tracks in the Dallas Love Field area.  

This would be required by the LRT project due to right-of-way constraints along the Selected 
LRT Alternative as it passes by Dallas Love Field.  Most of the removed storage track will be 
replaced along other sections of the LRT alignment, the specifics of which are detailed in the 
10% Preliminary Engineering drawings (see Appendix C).  The potential impacts to freight 
operations would include: 

 
• A decrease in the amount of storage and spur tracks available to rail customers in the area, 

such as Coca-Cola, which have significant delivery and shipping requirements.  Loss of 
track storage space will be mitigated by providing additional tracks in alternate locations 
(such as the Brookhollow Lead) to result in no net loss of storage track overall. 

• Minor disruption to freight operations during the time that new main line and storage track 
connections are being constructed. 

 
3. Relocation of the main line and spur tracks for the two customers (Foxworth-Galbraith Lumber 

and International Paper) located between Crosby Road and the Cotton Belt rail line.  These 
adjustments would be required due to right-of-way constraints and would include additional 
storage, or “run-around” tracks, for more efficient service.  The impacts to freight operations 
would include: 

 
• Minor disruption to freight operations during the time that new main line and storage track 

connections are being constructed. 
  
4. Consider nighttime service to the two customers identified in Item 3 above, located between 

Crosby Road and the Cotton Belt rail line.  This is not a requirement, but would be preferred 
where freight would continue to operate adjacent to or through station areas (between 
parking/bus bays and the station platform).  Service should at a minimum be provided during 
off-peak time periods.  The impact to freight operations would be:   

 
• Operations scheduled at a less cost-effective time period for both the freight operator and 

the rail freight customers. 
 
5. Elimination of the connection in the southeast quadrant of the Cotton Belt rail line and UPRR in 

Carrollton.  This is a requirement of the LRT project to eliminate the conflicts between freight 
operations and pedestrian and vehicle operations in the Carrollton Square Station on the north 
side of Belt Line Road.  Mitigation for eliminating this connection will be provided through Item 
6 below.  The impact to freight operations would be: 

 
• A slightly less direct, less efficient track connection for providing service to the two active 

customers south of Belt Line Road. 
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6. Construction of a new connection in the northeast quadrant of the Cotton Belt rail line and 
UPRR to replace that eliminated in Item 5 above.  This new connection would be constructed 
as mitigation for Item 5.  The impact to freight operations would include: 

 
• A slightly less direct, less efficient track connection to providing service to the two active 

customers south of Belt Line Road. 
 
• Use of the BNSF track for a short distance. 

 
7. Relocation of the main line and spur tracks for the six customers including Boral Brick, Vinylex, 

Rhodes Printing, Dallas Water Chemicals, and the Frankford Trade Center lead (two 
customers), located between Belt Line and Frankford Roads.  This is a direct result of the LRT 
project in order to allow for the future potential operation of commuter rail service on the 
mainline freight tracks, and maintain freight service to individual customers and multiple 
customers located in the Frankford Trade Center development.  The impact to freight 
operations would be: 
 
• Minor disruption to freight operations during the time that new main line and spur track 

connections are being constructed. 
 

8. Where the LRT alignment is at-grade, DART is proposing to close minor crossings where 
possible to enhance safety and operations.  Closure of street crossings is a direct result of the 
LRT project.  The potential benefits to freight operations would include: 

 
• An improvement in the safety conditions as a result of fewer at-grade crossings. 
• Better track crossing surface as a result of crossing reconstruction. 

 
9. All common grade crossings (i.e., at-grade crossings shared by both DGNO and DART LRT) 

will be equipped with four quadrant gates or two gates and non-mountable median barriers, 
and freight and LRT warning operations will be integrated and coordinated.  Final decisions on 
how this will be implemented will be addressed in final design.  The potential benefit to freight 
operations would include: 

 
• An improvement in the safety conditions as a result of better crossing controls. 

 
The Federal Railroad Administration (FRA) will be involved as necessary during final design, 
particularly as it relates to safety and shared use of the corridor and right-of-way.  The freight 
railroad modifications described above are quantified in Table 4-14 and generally located on 
Figure 4-6.  Details of the modifications are shown in the 10% preliminary engineering drawings 
contained in Appendix C. 
 
4.3.2 Trucking and Deliveries 
Trucking and delivery movements through the corridor would experience both positive and 
negative impacts from the construction of the LRT Alternative. The LRT Alternative would be on 
aerial structure where heavy truck traffic is present, and would in many cases need to rebuild any 
remaining freight crossings, which would benefit truck traffic.  The LRT Alternative is also 
anticipated to help reduce automobile traffic on several major roadways within the corridor, which 
should benefit truck and delivery traffic. However, some trucking companies and delivery 
customers that are based within the corridor would be affected by the closure of some local streets 
and private driveways when the LRT is implemented.  Table 4-9 summarized those streets that 
would be closed. 
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TABLE 4-14 
PROPOSED CHANGES TO EXISTING FREIGHT RAIL LINE 

Track Type Action* Length Net Change 
Start of Project to Harry Hines Boulevard 

Mainline Remove -3,210 ft -3,210 ft 
Storage Remove -1,320 ft -1,320 ft 

Connection Remove    -230 ft    -230 ft 
Harry Hines Boulevard to Mockingbird Lane 

Mainline Remove -10,460 ft -10,460 ft 
Spur Remove      -450 ft      -450 ft 

Storage Remove   -3,260 ft      -3,260 ft** 
Mockingbird Lane to Northwest Highway 

Remove  -2,000 ft Mainline Add +2,000 ft         0 ft 

Remove     -375 ft Spur Add    +200 ft    -175 ft 

Remove  -2,725 ft Storage Add +1,175 ft -1,550 ft 

Northwest Highway to Merrell Road 
Remove  -7,290 ft Mainline Add +7,290 ft          0 ft 

Remove     -600 ft Spur Add          0 ft     -600 ft 

Remove  -5,030 ft Storage Add +6,910 ft +1,880 ft 

Merrell Road to Crosby Road 
Mainline Remove* -23,420 ft -23,420 ft* 

Spur Remove*   -1,880 ft   -1,880 ft* 
Storage Remove*   -1,390 ft   -1,390 ft* 

Crosby Road to Belt Line Road 
Remove  -2,120 ft Mainline Add +2,280 ft    +160 ft 

Remove     -200 ft Spur Add          0 ft     -200 ft 

Remove          0 ft Storage Add +1,510 ft +1,510 ft 

Belt Line Road to Frankford Road 
Remove  -15,390 ft Mainline Add +15,390 ft       0 ft 

Remove       -640 ft Spur Add   +1,060 ft +420 ft 

Remove       -980 ft Storage Add   +1,100 ft +120 ft 

Remove       -500 ft Connection Add      +800 ft +300 ft 

*  All changes in this table are required by the Selected LRT Alternative except those between Merrell Road and  
   Crosby Road, where the freight line will be severed in the No-Build Alternative. 
** It is possible to replace some or all of this displaced storage at other locations along the alignment, or at the planned 
    Brookhollow yard.  Suitable locations will be discussed with DGNO. 

Source: Parsons Transportation Group, October 2002 
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Figure 4-6  Freight Railroad Modifications 
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Specifically, some companies would lose some or all of their direct access to Denton Drive or 
Broadway Street through the closure of a local street or a driveway that currently crosses the 
UPRR tracks. In most cases this simply means that trucks would have to take an alternate route to 
reach Denton Drive or Broadway Street. In some limited cases, the trucking company would have 
to reconfigure their loading dock operations to adjust for the loss of one of two driveways. Overall, 
the largest impact to trucking and deliveries in the area would be some small added travel time 
required when certain access points across the tracks are eliminated. All trucking companies (or 
delivery customers) will continue to have access to Denton Drive or Broadway Street with the 
construction of the LRT Alternative. 
 
4.4 IMPACTS ON NON-MOTORIZED CIRCULATION 
Non-motorized circulation includes pedestrian and bicycle facilities. Pedestrian facilities typically 
include sidewalks adjacent to area streets, pedestrian crossings, pedestrian signals, and off-street 
pedestrian trails. Bicycle facilities consist of signed and unsigned bicycle routes on certain streets 
as well as off-street bicycle routes. The implementation of LRT would have both positive and 
negative impacts on these methods of non-motorized circulation. 
 
4.4.1 Pedestrian Movements 
Pedestrian circulation facilities in the study area are essentially provided as part of the roadway 
facility cross-section. While this typically includes sidewalks, pedestrian crossings, and pedestrian 
signals, there are large sections along the alignment of the Selected LRT Alternative where these 
pedestrian facilities are not currently provided. Despite this lack of sidewalks, pedestrian activity 
does occur along these roadways, particularly in areas south of Belt Line Road. Some employees 
of the various businesses along Denton Drive must walk to work from the closest bus stop and also 
walk to nearby restaurants. While there are traffic signals on Denton Drive to facilitate a safe 
crossing, these are spaced at about one mile increments. Therefore, many pedestrians cross 
Denton Drive without the benefit of a pedestrian crosswalk or signal.  
 
The Market Center/Oak Lawn and Parkland Stations are the only LRT station sites where many 
transit patrons would have to cross an arterial roadway on foot in order to access the station 
platform. In the case of the Market Center/Oak Lawn Station, the park-and-ride lot would be across 
Harry Hines Boulevard from the station. Therefore, a pedestrian bridge over the roadway would be 
provided to connect the parking lot to the station. Similarly, a pedestrian tunnel will pass under the 
Trinity Railway Express/freight tracks to connect the station to the Market Center complex. In the 
case of the Parkland Station, the aerial platform would be located on the other side of Harry Hines 
Boulevard from the existing Parkland Hospital and other medical facilities. DART will work with 
Parkland Hospital to define measures that safely control pedestrian movements across Harry 
Hines between the hospitals and the station using the existing pedestrian bridge and signalized 
crosswalks.  These pedestrian needs will change as Parkland expands to the east side of Harry 
Hines adjacent to the station.  In addition, the Selected LRT Alternative would include an aerial 
station at Inwood Road.  Three schools are located within one-half mile of this station.  Specific 
measures to address safety and security of school children are discussed under Safety and 
Security in Section 5.11. 
 
4.4.2 Bicycles 
As described in Chapter 3, the City of Dallas has developed a plan for bicycle circulation facilities 
which encompasses all three corridor cities. The City of Dallas developed the Greater Dallas Bike 
Plan Map in 1992, and updated it most recently in 1997.  The existing bicycle routes in the area are 
shown in Figure 4-7. Signed bicycle routes that cross the alignment are: 
 
• Route 29 within the UTSW Medical Center Area 
• Route 37 on Lucas at Harry Hines 
• Route 280 on Shorecrest Drive at Denton Drive 
• Route 290 on Walnut Hill Lane at Denton Drive 
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Figure 4-7 Bicycle Routes 
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Unsigned routes cross the alignment on Crosby Road and Valwood Parkway, but there are no 
paved paths or unpaved off-road trails.  The City of Farmers Branch has expressed a desire to 
have a bicycle/pedestrian route or path, possibly within DART right-of-way or on parallel streets, 
from Valwood Parkway to Valley View Lane to link with the existing and planned system.  The City 
of Carrollton has similar ideas.  DART will work with both jurisdictions to determine the feasibility of 
these facilities. 
 
All bicycle route crossings that are associated with streets will be given the same crossing warning 
devices as those streets.  However, all of the signed bicycle routes that cross the alignment are on 
streets that do not cross the LRT alignment at grade. Overall, the LRT Alternative’s only effect on 
bicycle circulation should be a positive one of encouraging existing bicycle facilities to be used to 
access the transit system.  As described in Section 4.2.3, five of the proposed locations for LRT 
stations are currently served directly by existing on-street bicycle routes (Routes 19, 23, and 290).  
Four additional station locations could be served by slightly modifying existing on-street bicycle 
routes (Routes 29 and 37).  Where appropriate, DART will provide bicycle racks or lockers at LRT 
stations. 
 
4.5 IMPACTS ON PARKING 
Parking within the corridor could be impacted in two ways. First, some existing parking supply 
could be displaced by the construction of the LRT line or the transit stations (both temporarily and 
permanently). Second, existing and future parking supply for residences or businesses could be 
utilized by transit patrons instead of the intended users. Overall, the LRT Alternative would have a 
minimal impact on parking within the corridor. 
 
As described in Section 3.3.6, most of the parking in the corridor is off-street in parking lots or 
parking structures. In addition, there is some limited on-street parking along Denton Drive. The on-
street parking near Northwest Highway is due to the residential developments on both sides of the 
roadway, while the on-street parking near Forest Lane is overflow parking from nearby commercial 
land uses (mostly automobile related). In both the No-Build and LRT Alternatives, these areas of 
informal on-street parking would be eliminated.  Specifically, Dallas County plans to widen Denton 
Drive to a four-lane roadway with curbs and gutters, which will displace the on-street parking 
described above. 
 
Since the loss of the on-street parking described above would occur in both the No-Build and LRT 
Alternatives, its impact cannot be attributed to the implementation of LRT. In addition, while the 
construction of the LRT stations, bus transfer platforms, and park-and-ride lots would eliminate 
some off-street parking, most of the residences or businesses associated with those parking areas 
would also be displaced. Therefore, the loss of these parking areas would not be considered a 
parking impact.  Overall, the LRT Alternative would displace only limited amounts of existing 
parking that would be considered as parking impacts.  As described below, most of these impacts 
are located in the Medical Center District, and varied depending on the design options that were 
considered in that area. 
 
4.5.1 Selected LRT Alternative Impacts and Mitigation 
Table 4-15 summarizes the parking impacts to existing properties under the Selected LRT 
Alternative.  Mitigation is also indicated as appropriate.  For the selected LRT Alternative, there will 
be a temporary loss of about 10 parking spaces at the Old Morton Foods Headquarters during 
construction.  The spaces will be restored fully when construction is complete.  In addition, the 
selected alignment will result in the temporary removal of 218 employee parking spaces on 
Parkland property during construction.  After construction, many of these spaces can be restored, 
but approximately 150 parking spaces will be permanently displaced. 
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TABLE 4-15 
PARKING IMPACTS AND MITIGATION 

SELECTED LRT ALTERNATIVE 
Location Impact Mitigation 

Parkland Hospital 
Employee Parking 

218 surface parking spaces will be eliminated in an 
employee parking lot during construction. After 
construction, approximately 70 spaces would be 
reinstated in a reconfigured parking lot. 

Increased transit 
accessibility; market 
transit during construction

Old Morton Foods 
Headquarters,  
6333 Denton Drive 

Approximately 10 parking spaces temporarily eliminated 
during construction. 

Replacement after 
construction 

Source: Parsons Transportation Group; March 2003 
 
Also, in order to address additional parking demand generated by the LRT system, parking will be 
supplied at park-and-ride lots proposed at most of the LRT stations.  DART’s policy of providing 
free parking should encourage transit patrons to use the DART park-and-ride lots rather than 
impacting the parking supply within a given neighborhood by parking on local streets or using 
nearby building-specific parking. Due to the high-density commercial and institutional land uses 
within the corridor, it is more likely that the DART park-and-ride lots would occasionally be used by 
motorists destined for other nearby land uses (especially at the Market Center/Oak Lawn, 
Bachman, Farmers Branch, and Carrollton Square Stations). During off-peak periods (nights and 
weekends), DART would be willing to develop shared parking arrangements as needed. 
 
4.5.2 Other Alignments Considered 
The Harry Hines Base Alignment would have eliminated an 896-space parking structure used by 
UTSW at the UTSW/Exchange Park Station.  Near Treadway Street, 88 private spaces at the Bank 
One office building would have been lost.   On Treadway Street, 47 on-street metered spaces 
would have been lost. 
 
Medical Center Design Option D would have had significant parking impacts.  First, all of the 
existing 47 on-street metered parking spaces would have been eliminated on Lofland Street in 
order to transform it into a bus transfer center.  In addition, Lofland Street would have been 
widened to accommodate the new bus transfer center, which would have eliminated 53 parking 
spaces in the privately operated, fee-based visitor parking lots along Lofland Street. All existing 16 
metered and 22 free on-street parking spaces on Redfield Street would have been displaced 
during construction of the LRT and bus transfer center.  A smaller number of spaces could then 
have been reinstated on Redfield Street after construction, depending on how buses from the 
transfer center would use the street.  
 
The largest impact would have occurred across Harry Hines Boulevard from Parkland Hospital 
where currently there are two large employee parking lots.  The smaller lot has about 330 parking 
spaces and is located north of the intersection of Redfield Street and Lofland Street.  The larger 
parking lot has 694 parking spaces and is located in the middle of the Parkland property 
surrounded by Lofland Street, Harry Hines Boulevard, and Motor Street. 
 
Under Medical Center Design Option D, the Parkland Station would have been placed in this block 
of land and the alignment would have also cut through the smaller employee parking lot to the 
north.  During construction, nearly all of the 1,024 employee parking spaces in the two lots would 
have been displaced.  After construction, two-thirds of the parking spaces in the employee parking 
lot to the north can be restored while 121 spaces would have remained permanently displaced.  
Similarly, 215 parking spaces could have been restored in the larger employee parking lot after 
construction while 479 parking spaces would have been permanently displaced.   
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Medical Center Design Options A, B, and C would have had on-street impacts on Lofland Street 
and Redfield Street, similar to Design Option D.  They would also have displaced private parking at 
several other businesses where property acquisitions were needed for alignment right-of-way.  The 
Salvation Army Carr P. Collins Social Service Center would have lost 40 to 61 spaces.  Design 
Option C would have impacted parking at two more businesses, eliminating 26 more spaces.   
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