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Executive Summary 

North Lamar Boulevard has seen an increase in pedestrian crashes in recent years.  A team of agencies 

collaborated on ways to address the safety concern.  For 20 months, the Texas Department of 

Transportation (TxDOT), the Texas Transportation Institute (TTI), the City of Austin’s Transportation 

Department and Neighborhood Planning Programs, Austin Police Department, and Capital Metro 

(CapMetro) met to discuss data collected and share ideas.  After studying the crash locations and 

pedestrian crossing data, the group identified two study sections:   

1) Thurmond to Fairfield (referred to as the southern study section)  

2) Rundberg to Longspur (referred to as the northern study section) 

The following bullet points summarize this report:  

 During a five-hour study period, 158 people crossed midblock in the southern study section and 

124 in the northern study section. 

 Pedestrian crossing volumes are highest during the 4 p.m. - 5 p.m. time period with 46 people 

crossing at the southern study section.  At the northern study section, the crossing volume was 

the highest during 1 p.m. - 2 p.m. with 33 people crossing during the one-hour period.  Though 

relatively few, bicyclists account for some of those crossing. 

 More school-aged pedestrians cross midblock in the northern study section between Rutland 

and Longspur. 

 Numerous crashes involving pedestrians and bicyclists have occurred:  49 crashes in the 

northern section and 21 crashes in the southern section in the period between January 2001 

and October 2009.  

 Missing sidewalk along the northern study section is 

problematic and has resulted in hard-packed dirt 

trails.   

 Without sidewalks, many pedestrians and bicyclists 

use parking lots to walk north or south on Lamar.   

 Crash data indicates that several vehicle-pedestrian 

collisions have occurred in parking lots. 

 Capital Metro bus stops are located at regular 

intervals along the corridor and see high levels of boardings and alightings especially during the 

peak periods.   

 The queue of vehicles southbound approaching Rutland and northbound approaching Longspur 

is long and often spills back past the neighboring signalized intersection especially during the 5 

p.m. – 6 p.m. hour. 
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 There are numerous driveways along the corridor increasing the risk to pedestrians.  Driveway 

counts revealed as many as 65 vehicles per hour turning left from and to North Lamar in the 

southern section.  As many as 43 vehicles in the noon hour turn left into and out of parking lots 

in the northern section.  There are significantly more right turning vehicles than left turning 

vehicles into the adjacent properties.  Several properties have multiple driveways. 

 With a few exceptions, the signalized intersections along North Lamar have working pedestrian 

signals, push buttons, curb ramps, and crosswalks. 

 The team has discussed the need to find funding for sidewalk installation north of Rundberg 

Lane.   

 Also discussed is the possibility of installing pedestrian refuge islands in each study section to 

increase the safety of pedestrians crossing midblock.  These medians could be coupled with 

crosswalks and flashing beacons or signal.   

 Educational posters will be installed in prominent locations along the corridor in English and 

Spanish to encourage safe crossing practices. 
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Introduction 

Lamar Boulevard is a 5-lane major arterial which traverses from one end of Austin to the other.  It has 

numerous businesses and multi-family residences along its length, skirts the western edge of downtown 

Austin, and has several sections where pedestrian use is high.  Carrying approximately 30,000 vehicles 

per day, Lamar’s northern section between US 183 and IH-35 has seen an increase in collisions involving 

pedestrians.  Due to this safety concern, TxDOT requested help from TTI to pull together agencies that 

have a role in addressing pedestrian issues along North Lamar Boulevard.   These agencies include:   

 Capital Metropolitan Transportation Authority  

 City of Austin Department of Transportation  

 City of Austin Police Department 

 City of Austin Neighborhood Planning and Zoning 

Department  

 Texas Department of Transportation Austin District 

 Texas Department of Transportation Georgetown 

Area Office 

 Texas Transportation Institute 

The purpose of this report is to summarize the 20-month study highlighting the methodology, data 

collected, findings, conclusions, and next steps.   

 

Existing Conditions 

North Lamar Boulevard from US 183 to IH-35 has a mixture of land uses (see Figure 1).  Apartment 

complexes, retail strip centers, stand alone fast food and convenience stores, as well as schools and 

libraries align the roadway.  Single family residences are located just off of the arterial in large 

neighborhood settings.  An area built up in the 1960s and 70s, North Lamar has seen many changes over 

the years.  Land uses and demographics have transformed as the Austin area grew outward.  As such, 

this area of North Lamar Boulevard has become part of the inner city.   

There are limited facilities for pedestrians along North Lamar.  

Sidewalks are incongruous and inconsistent (see Figure 2).  As a 

result, there are heavily worn paths in the grass along the roadway.  

Pedestrians are known to use the parking lots to walk north and 

south.  For crossing North Lamar heading east and west, traffic 

signals offer a controlled location.  Many are equipped with 

pedestrian signal heads and push buttons.  For accommodating 

persons with physical impairments, curb ramps exist at several of 

these intersections along with audible beeps for the walk indication.  

Table 1 lists the intersections controlled by traffic signals and the 

pedestrian infrastructure present.   
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The southern section between US183 and Rundberg Lane has sidewalk on both sides of Lamar with one 

exception just south of Rundberg.  In most of this section, the sidewalk is set back from the curb with a 

grassy strip dividing the motor vehicle lanes from the pedestrian way.  Multiple field observations 

indicated that that sidewalk is well traveled. 

 

Figure 1.  Location Map. 

North Lamar 

Blvd 
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Figure 2:  Sidewalk Inventory between Rundberg Lane and Ferguson Drive. 
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Figure 3:  Sidewalk Inventory North Lamar Boulevard. 
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Table 1.  Signalized Intersection Pedestrian Infrastructure. 

Signalized 
Intersection with 

North Lamar 
Boulevard 

Pedestrian Infrastructure Comments/Needs as of Summer 2009 

Thurmond Street Push buttons, ped signals, curb 
ramps, crosswalks 

SW ramp is at corner so users have to enter lane to use ramp.  Sticker 
saying to push button is missing on northeast signal pole. 

Payton Gin Road Push buttons on north and 
west legs, ped signals, audible 
signals, crosswalks.  
Pedestrians prohibited from 
crossing the south leg. 

Pedestrians are not allowed to cross the south leg of this T-intersection. 

Rundberg Lane Push buttons, ped signals, curb 
ramps, audible signals, 
crosswalks 

The SE pedestrian signal head is aimed to the east instead of directly at 
northeast corner so it is difficult to see the walk light.  Ramp at southeast 
corner drops into lane. 

Rutland Drive Push buttons, ped signals, curb 
ramps, crosswalks, audible 
signal for crossing Lamar 
east/west.  These amenities 
don’t exist for crossing east leg. 

NE corner – wheelchair user has to enter Lamar to reach push button.  For 
pedestrians walking on the east side of Lamar (north/south), there are no 
pedestrian signal heads for crossing driveway.  There is no sidewalk on 
the east side of Lamar north of Rutland and the sidewalk to the south of 
Rutland is not accessible for wheelchairs. 

Longspur 
Boulevard 

Push buttons, ped signals, 
crosswalks and curb ramps for 
north and east legs. Peds 
prohibited from crossing south 
leg. Audible signal exists for 
crossing north leg. 

Pedestrians are not allowed to cross the south leg of this T-intersection.  A 
bus stop is located on the northwest side (no shade, one bench).  Curb 
ramps exist on the northeast corner and push buttons are accessible.  
Faded crosswalk on the east leg.  The southeast corner tactile ramp is 
sinking - has 1-1/2” lip. 

 
Masterson Pass T-intersection with business 

making 4
th

 leg.  Crosswalks, ped 
push buttons, ped signals exist.  
Curb ramps exist for crossing 
north and east legs.   

Sidewalk exists on east side of Lamar.  No sidewalk on west side of Lamar.  
A worn path exists on the west side of Lamar south of Masterson Pass.  

North Meadows 
Drive 

T-intersection with business 
making 4

th
 leg.  There are 

pedestrian push buttons. There 
are no ped signals and no 
crosswalks. 

No sidewalk south of N. Meadows (either side).  Push button on SW 
corner is somewhat blocked by newspaper/magazine stands.  N. 
Meadows does not get green signal if the button is not pushed and no 
vehicle is present on that approach (eastbound).  No crosswalks and no 
pedestrian signals.  Could use signs drawing attention to push buttons. 

Kramer Lane T- intersection with bus. 
Driveway on 4

th
 leg.  Push 

buttons, ped signals, and 
crosswalks exist on the south 
and west legs.   

No sidewalk on either side of Lamar.  The east leg is a major driveway to 
the Asian center and there is no crosswalk, ped signal nor push button for 
crossing that leg.  No provisions for crossing the north leg either. 

Braker Lane Push buttons, ped signals, and 
crosswalks all around.  Curb 
ramps on southeast and 
southwest corners. 

No sidewalks on either side of Lamar.  Available curb ramps do not have 
truncated domes. 

North Bend Drive T-intersection. Push buttons, 
pedestrian signals, and 
crosswalks exist.   

No sidewalks on either side of Lamar.   No curb ramps. 

Yager Lane T-intersection.  Ped signals, 
push buttons, crosswalks exist.   

Sidewalk exists on east side of Lamar just north of Yager.  No sidewalks on 
the west side of Lamar.  This is a school crossing.  No curb ramps. 

Parmer Lane Ped signals, push buttons, curb 
ramps and crosswalks exist for 
all legs of intersection. 

No sidewalks on either side of Lamar.  Sidewalks do exist on Parmer Lane 
on both sides approaching and departing the intersection. 



8 

 

Crea te a  m ore p ed es tr ia n  

a n d  cyclis t  fr ien d ly 

n eigh borh ood  b y a dd in g 

s id ewa lks  a n d  im p rovin g 

a cces s  to m a jor  cen ters  of 

n eigh borh ood  activity.  

Neighborhood Planning Efforts 

The City of Austin Neighborhood Planning Program has conducted a neighborhood plan for the North 

Austin Civic Association (NACA) which has North Lamar as the eastern boundary.  A current effort is 

underway in the North Lamar/Georgian Acres Combined 

Neighborhood Planning Area (NLCNPA) which has North Lamar as the 

western boundary.  Both of these neighborhood planning teams have 

mentioned the need for better pedestrian and bicycle facilities to 

reach major centers of activity.  Making North Lamar Boulevard a 

“Great Street” was listed in NACA’s top ten neighborhood planning priorities.  A presentation given at 

the Great Streets Symposium in St. Louis in 2006 provides more detail about what makes a Great Street 

(http://www.greatstreets-

stl.org/component/option,com_docman/task,doc_download/gid,196/Itemid,44/).  Both NACA and 

NLCNPA neighborhoods have a mix of single- and multi-family residential, office, commercial, and 

industrial uses.  In the 1980s permanent zoning classifications were assigned which opened the 

floodgates for the construction of apartment complexes throughout the neighborhoods.  As such, the 

land uses along and near North Lamar have become increasingly renter-occupied and have a much 

higher percentage of multi-family units than the city of Austin as a whole.  Over 80 percent of housing 

units are multi-family in the NLCNPA and over 70 percent in NACA as compared to 55 percent in all of 

Austin.  The number of persons per household has increased in all of the block groups in NLCNPA during 

the ten year period between 1990 and 2000.  While Austin has 2.4 persons per occupied unit, several 

block groups in NLCNPA are higher than three persons per unit.  To the west of Lamar, NACA has 

persons per household rates more in line with city of Austin’s figures (1990 US Census Data).   

Neighborhood ethnicity has changed from 1990 to 2000 as well.  The persons of Hispanic origin 

increased as a percent from 28 to 50 percent during the ten years in the NLCNPA.  Approximately one-

third of the residents are foreign-born.  Almost 20 percent of the residents are black and 5 percent are 

Asian.  In NACA, 62 percent of the residents are white (1990 US Census Data).  Across North Lamar to 

the east, the NLCNPA figures from 2000 show the white population to make up 45 percent of the 

residents.  As a comparison, 65 percent of the residents in the city of Austin are white, 10 percent are 

black, 5 percent are Asian, and 16 percent are some other race.  

The NLCNPA population has aged in the period between 1990 and 2000.  The number of residents aged 

45-54 doubled in population.  Median family income values are significantly lower in the NLCNPA than in 

the city of Austin.  The NLCNPA family earns an average of $25,000 to $30,000 per year while the 

average Austin income is about twice this amount at $54,000.    

Bus Service 

Capital Metropolitan Transportation Authority (CapMetro) operates the bus 

service for the region.  Several stops are located along North Lamar Boulevard, 

and a park and ride lot is located at the North Lamar and US 183 intersection.  

Figure 4 illustrates the boardings and alightings at each of the bus stops along 

North Lamar.  As seen in this figure, the heaviest concentration of boardings and 

http://www.greatstreets-stl.org/component/option,com_docman/task,doc_download/gid,196/Itemid,44/
http://www.greatstreets-stl.org/component/option,com_docman/task,doc_download/gid,196/Itemid,44/
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alightings is near the intersection of North Lamar and Rundberg.  The bus stops along North Lamar 

include anything from a CapMetro sign to a shelter with benches.  During the evening peak hour, field 

observation of the area indicated heavy bus use.  

 

Figure 4.  Capital Metro Daily Boarding Data. 
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Crash History 

In this study, TTI acquired two different sets of pedestrian related crash data for the corridor north of 

US183.  One of them was obtained from TxDOT, which includes the years 1992-2001 data from the 

Department of Public Safety (DPS) maintained Master Accident Listing (MAL), and years 2001-2008 data 

from TxDOT maintained Crash Records Information System (CRIS).  Another resource was the City of 

Austin database, which includes pedestrian related crash data from 2001 to present.  Detailed 

comparison has been conducted between these sources, and after eliminating the overlapping crashes, 

the datasets are combined together to provide the most comprehensive collision information.  A total of 

145 pedestrian related motor vehicle collisions have been recorded from year 2001 to October 2009 

along the North Lamar corridor between US183 and IH35. 

All crashes are projected onto the Geographic Information Systems (GIS) map based on the location 

where they happened.  As shown in Figure 5, each red circle represents where one or multiple collisions 

happened; the larger the circle, the more individual crashes have happened at that particular location.  

Building the spatial crash distribution map allows the viewer to have a clear sense of the location of the 

“hotspot.”  In the six miles, two sections have the highest concentration of crashes related to pedestrian 

crossings:  1) Thurmond to Fairfield and 2) Rutland to Longspur.  These two sections are the emphasis of 

the study and data collection. 

Figures 6-11 illustrate more details about the crashes along North Lamar from US183 to IH35. 
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Figure 5.  North Lamar Boulevard Pedestrian Crash Data. 
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A graphical illustration of the crash data in terms of time of day, day of week, month of the year, year, 

pavement surface, and light conditions is provided in Figures 6-11. 

 

Figure 6. North Lamar Crash Distribution (24-hour period). 

The pedestrian crash distribution chart by hour of day in Figure 6 indicates that most of the collisions 

occurred during the P.M. hours (after 12 noon).  Based on this finding, the data collection effort was 

focused on the afternoon and evening hours. 

 

Figure 7.  North Lamar Crash Distribution by Month. 

The monthly distribution chart in Figure 7 shows that the month of April had the most crashes. 
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Figure 8.  Crashes by year (2001- 2009). 

Data for 2001 only include the crashes from November to December; data for year 2009 only includes 

the crashes from January to October (see Figure 8). 

 

Figure 9.  North Lamar crash distribution by day of week. 

As shown in Figure 9, the day of the week where the highest number of crashes occurred is Friday with 

Saturday close behind.   
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Figure 10.  North Lamar crashes by roadway surface condition. 

The roadway surface condition was dry when most of the crashes occurred, as seen in Figure 10.  Figure 

11 below illustrates the light condition at the time of the collision.  Half of the crashes occurred during 

daylight conditions while a third occurred during dark, but lighted conditions. 
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Figure 11.  North Lamar crashes by light condition. 

Within the two study sections, crashes between 2001 and October 2009 were hand-drawn and are 

available for viewing in Appendix A.  In the southern study section (Thurmond to Fairfield) there were 21 

crashes between a motor vehicle and a pedestrian/bicyclist.  In addition, the following observations 

were made:  

 2 of the 21 occurred in private parking lots 

 17 of the 21 occurred in the midblock section between Thurmond and Fairfield 

 2 of the 21 occurred at the signalized intersection of North Lamar and Thurmond 

In the northern section (Rundberg to Longspur), there were 49 crashes involving a motor vehicle and a 

pedestrian/bicyclist.  In addition, the following observations were made:    

 14 of the 49 occurred in private parking lots (which shouldn’t be discounted since there are not 
continuous sidewalks along North Lamar) 

 10 of the 49 occurred at the signalized intersection of North Lamar at Rundberg 
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 7 of the 49 occurred at the signalized intersection of North Lamar at Rutland 

 8 midblock crashes occurred between Rutland and Longspur  
 

Two Study Sections 

As mentioned above, the team focused on the two sections with the highest concentration of crashes 

involving pedestrians and bicyclists.   The study sections include:  

1) Thurmond to Fairfield (Figure 12) – southern study section 

2) Rutland to Longspur (Figure 13) – northern study section 

 
Figure 12:  Southern Study Section from Thurmond Street to Fairfield Drive. 

 

 
Figure 13.  Northern Study Section from Rutland Drive to Longspur Boulevard 
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Pedestrian Crossing Volume Data 

Pedestrian crossing data was collected in the two study sections.  The data was collected from 12 p.m. - 

2 p.m. and from 3 p.m. - 6 p.m. on a normal weekday.  There were 146 pedestrians and 12 bicycles 

crossing midblock between Thurmond and Fairfield during the 5-hour period with the highest hour 

between 4 p.m. – 5 p.m. when 46 people crossed.  Of the 158 people crossing this section, 141 of them 

were adults, 14 (10 percent) were teenagers and 3 (2 percent) were children.  See Figure 14 for an 

hourly breakdown. 

 

Figure 14.  Thurmond-Fairfield Pedestrian Crossing Data. 

In the northern study section between Rutland and Longspur, there is a higher percentage of non-adult 

pedestrians crossing North Lamar.  Of the 124 people crossing midblock, 33 (27 percent) were children 

and teenagers.  Also, 10 of the 124 people crossed on bicycles.  The highest hour of the day occurred 

between 1 p.m. – 2 p.m. when 33 people crossed.  See Figure 15 for an hourly breakdown. 

 

Figure 15.  Rutland-Longspur Pedestrian Crossing Data. 

To have a better idea of where pedestrians begin and end their trip, researchers indicated the origin and 

destination of every trip based upon video data.  The pedestrian trips during the 5-hour window 

between 12 p.m. – 2 p.m. and 3 p.m. – 6 p.m. are shown in Figures 16 and 17 with lines indicating origin-

destination (O-D) information and age represented by the three colors.  The circle size specifies the 

higher volume of pedestrians beginning or ending their trip at that location.  For more detailed 

pedestrian crossing data, Appendix B has additional graphs and displays.  Both age and directional 

information are included in Appendix B with west to east versus east to west directional movements. 
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Figure 16.  Thurmond-Fairfield Pedestrian Activity Origin-Destination by Age from 12 p.m. - 2 p.m. and 

3 p.m. - 6 p.m. 
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Figure 17.  Rutland-Longspur Pedestrian Activity Origin-Destination by Age from 12 p.m. - 2 p.m. and  
3 p.m. - 6 p.m. 
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Cultural Norms 

The high percentage of Hispanic population living along and near the North Lamar Boulevard corridor 

brings additional considerations when addressing pedestrian safety.  The Federal Highway 

Administration has produced informational and educational literature to assist in this effort.  Figure 18 

illustrates one flyer in English and Spanish which could be posted at apartment complexes and retail 

centers along North Lamar.  These flyers provide valuable information to other cultural groups as well. 

     

Figure 18.  FHWA Flyer. 

 

Back of Queue Estimate 

In the process of considering options for addressing the safety of the midblock pedestrian crossing, the 

team expressed an interest in the peak period queues at the Rutland and Longspur intersections.  TTI 

performed these estimates using video data captured from 12 p.m. - 2 p.m. and 3 p.m. - 6 p.m.  The 

results for the 5 p.m. – 6 p.m. period are illustrated in Figure 19.  The triangle mark signifies the location 

of the end of the queue for each traffic signal cycle.  For those triangles beyond the upstream 
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intersection, the actual queue lengths may be longer because the end of the queue could not be viewed.  

The queues are longer in the southbound direction during the 5-hour period ranging from 200 feet to 

1000+ feet (spill back).  In the 1-hour period from 5 p.m. to 6 p.m., these southbound queues extend 

beyond the Longspur intersection in most cases.  For the northbound approach to Longspur, the queues 

spill more than halfway to Rutland (around 500 feet) most of the time, and in a few cases during the 

peak hour the queues extend to the Rutland intersection.  The back of queue estimates during the other 

four hours can be found in Appendix C. 

 

Figure 19.  Back of Queue Estimate. 
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Driveway Turning Movement Volumes 

Another concern that surfaced during team meetings is the volume of turning movements at driveways 

along the two study sections.  This information can aid the group when developing a list of possible 

options for increasing safety.  By installing a pedestrian refuge island, for example, turning movements 

might need to be restricted at some driveways or roadway intersections.  Modifying access to 

businesses, strip centers and the like can be quite controversial so understanding the demand before 

making such a decision is helpful.  Figures 20 and 21 illustrate the turning movement volumes at 

driveways in each of the two sections for the 5 p.m. - 6 p.m. period.  Of great interest are the left turns 

into and out of the driveways as these would be the ones impacted by turning restrictions.  See 

Appendix D for complete driveway turning movement volumes during the day. 

 

Figure 20.  Driveway Turning Movement Volumes 5 p.m. - 6 p.m. (Thurmond to Fairfield). 
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Figure 21.  Driveway Turning Movement Volumes 5 p.m. - 6 p.m. (Rutland to Longspur). 
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Summary of Findings 

The findings are summarized for each of the two study sections.  

Thurmond to Fairfield (southern study section): 

Continuous sidewalks exist on both sides of North Lamar in this section north of Payton Gin Road.  Curb 

ramps and crosswalks at signalized intersections provide additional mobility and emphasize the 

pedestrian.  The traffic signal at Thurmond offers a controlled place to cross North Lamar.  The next 

nearby traffic signal is at Payton Gin Road located over 2,000 feet to the north.   US183 offers another 

signal but is over 2,500 feet to the south of Thurmond.  There are CapMetro bus stops for northbound 

and southbound buses located at Elliott Street and at Thurmond Street.  The pedestrian crossing volume 

data shows 158 pedestrians and bicyclists crossing at uncontrolled locations during the five-hour period.  

Although most of these people crossing are adults, there were 17 children and teenagers.   Through a 

field observation, it was noted that pedestrians generally cross where they meet the North Lamar 

curbline instead of walking north or south to a signalized crossing.  There is a high concentration of 

pedestrians crossing just south of Elliott Street where the bus stops are located on the east and west 

curbs.  The other concentrated crossings are near Beaver Street and the few feet to the south of Beaver 

Street.   

Motor vehicle crashes involving pedestrians and bicyclists were prevalent in this study section with 17 in 

the past eight years between Fairfield and Thurmond.  The driveway with the highest turning volume is 

the one into the Malibu Apartments (8600 North Lamar Blvd) located in the middle of the study section 

south of Beaver on the west side of the roadway with 42 lefts into the complex and 21 left out of the 

complex during the one-hour period from 5 p.m. - 6 p.m.   

Rutland to Longspur (northern study section): 

Sidewalks along North Lamar in this study section are inconsistent, leaving much of the pedestrian 

activity occurring in the parking lots.  Drainage ditches exist on both sides of North Lamar making 

walking beside the roadway challenging.  Where the slope of the grassy area is walkable, worn paths 

have been created and are especially established on the west side of North Lamar.  Bicyclists use these 

paths as well.  The signals at Lamar at Rundberg, Lamar at Rutland, and Lamar at Longspur have audible 

pedestrian signals as well as curb ramps and crosswalks.  Although the distance between controlled 

crossings was shortened with the installation of the traffic signal at North Lamar and Longspur in June of 

2008, there is 1,000 feet dividing Longspur and Rutland.   

In a pedestrian count study, there were 124 people who crossed midblock between Rutland and 

Longspur.  Like the other study section, pedestrians crossed at many points along North Lamar, but one 

location seemed to have slightly more concentrated crossings than the others.  That location is near the 

driveways opposite each other near the middle of the study section.  It is one of the main entrances to 

the Northwend Shopping Center.  Without sidewalks on the west side pedestrians enter or leave the 

street from the driveways into shopping centers. 

There have been several collisions involving motor vehicles and pedestrians or bicyclists.  Of the 49 

crashes, 14 of these occurred in private parking lots and eight occurred in the midblock section.    

Like the Thurmond to Fairfield section, there are numerous driveways located along this study section.  

Large strip retail centers are located on either side of the roadway with apartment complexes nearby or 
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behind them.  The parking lot to the Golden Corral restaurant near Longspur has the highest 

entering/exiting volume around the lunch hour with 32 and 11 vehicles entering and exiting respectively 

between 12 p.m. and 1 p.m.  Possibly due to the high number of driveways, there is no one driveway 

into the strip centers which experiences unreasonably high turning movements especially left turns 

into/out of them.  During 5 p.m. - 6 p.m., there were 13 lefts into and 13 lefts out of the shopping center 

on the west side of North Lamar.   

 

Possible Solutions 

The high number of pedestrians crossing North Lamar at uncontrolled locations in addition to the 

number of crashes involving pedestrians confirms the need to take action to improve safety.  With a 

daily motor vehicle volume of 30,000 and numerous driveways, careful consideration should be given to 

provide the most appropriate treatment.  Research shows that merely painting a crosswalk on the  

5-lane arterial will not address the pedestrian safety issue.  Special measures must be implemented to 

encourage motorist compliance and provide safer crossings.  The safety team briefly discussed the 

following possible solutions: 

 Fill in the missing sidewalks along the whole of North Lamar from US183 to Howard/I-35 

 Crosswalk with raised pedestrian median providing a refuge 

 Crosswalk with raised pedestrian median refuge plus a pedestrian activated beacon.  One option 

is the HAWK, or high-intensity activated crosswalk.  Another option is the rapid rectangular flash 

beacon (RRFB).  Both of these crossing enhancements are described in Appendix E. 

 With any crosswalk, stripe advanced yield or stop bar markings. 

 By installing a raised median, some attention must be provided to the nearby driveways or 

roadway intersections to ensure turning movements can be made.  If they cannot, these turns 

must be restricted or driveways closed. 

 Design the median such that it invites pedestrians to use it.  Landscaping and other design 

features should be considered.  Adjacent sidewalk must be connected and designed 

appropriately to accommodate people with disabilities.   

For the northern section, a possible crossing treatment could be installed near the existing bus stop as 

shown in Figure 22 where there is 130 feet of space between driveways.   

Pedestrian crossing volume is most concentrated at the driveway a couple 

of steps to the north of this bus stop. 

In the southern section, the most likely location for a pedestrian crosswalk 

and median refuge is just south of Elliott where the highest concentration 

of crossings occur.  The available distance between the driveway on the 

west side and Elliot on the east side is approximately 65 feet.  Bus stops are located on opposite sides of 

North Lamar at this proposed location.  The disadvantage of this location is its proximity to Fairfield 

Drive which may become signalized at some point in the future.  A signal at Fairfield would negate the 

need for a crossing south of Elliot.  The second most concentrated crossing occurs in the area around 
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Beaver and to the south.  Further investigation is needed to determine the most appropriate crossing 

treatment and location in both study sections. 

   

 

Figure 22.  Possible Crosswalk/Median Location in the northern study section (Rutland to Longspur). 

 

Conclusion 

The final meeting as a team occurred on December 15, 2009.  TxDOT staff plan to meet with City of 

Austin staff to determine appropriate crossing treatments as well as sidewalk installation.  A follow-up 

study may be requested of TTI after installation is complete to determine if pedestrian safety has been 

improved.   
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Crash Diagrams 
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Figure A-1.  Crash Diagram for Southern Study Section (Thurmond to Fairfield). 
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Figure A-2.  Crash Diagram for Northern Study Section (Rundberg to Longspur). 
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Appendix B 

Pedestrian Crossing Data 
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Figure B-1.  Pedestrian Crossing Thurmond to Fairfield showing direction of travel, 12 p.m. - 2 p.m. and  
3 p.m. – 6 p.m.
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Figure B-2.  Pedestrian Crossing Thurmond to Fairfield showing direction of travel, 12 p.m. - 1 p.m. 
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Figure B-3.  Pedestrian Crossing Thurmond to Fairfield showing direction of travel, 1 p.m. - 2 p.m. 
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Figure B-4.  Pedestrian Crossing Thurmond to Fairfield showing direction of travel, 3 p.m. - 4 p.m. 
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Figure B-5.  Pedestrian Crossing Thurmond to Fairfield showing direction of travel, 4 p.m. - 5 p.m. 
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Figure B-6.  Pedestrian Crossing Thurmond to Fairfield showing direction of travel, 5 p.m. - 6 p.m. 
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Figure B-7.  Pedestrian Crossing Rutland to Longspur showing direction of travel, 12 p.m. - 2 p.m. and  
3 p.m. - 6 p.m. 
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Figure B-8. Pedestrian Crossing Rutland to Longspur showing direction of travel, 12 p.m. - 1 p.m. 
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Figure B-9. Pedestrian Crossing Rutland to Longspur showing direction of travel, 1 p.m. - 2 p.m. 
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 Figure B-10. Pedestrian Crossing Rutland to Longspur showing direction of travel, 3 p.m. - 4 p.m. 
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Figure B-11. Pedestrian Crossing Rutland to Longspur showing direction of travel, 4 p.m. - 5 p.m. 
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Figure B-12. Pedestrian Crossing Rutland to Longspur showing direction of travel, 5 p.m. - 6 p.m. 
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Figure B-13.  Pedestrian Origin-Destination Thurmond to Fairfield, 12 p.m. - 2 p.m. and 3 p.m. - 6 p.m. 
combined 
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Figure B-14.  Pedestrian Origin-Destination Thurmond to Fairfield, 12 p.m. - 1 p.m. 
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Figure B-15.  Pedestrian Origin-Destination Thurmond to Fairfield, 1 p.m. - 2 p.m. 
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Figure B-16.  Pedestrian Origin-Destination Thurmond to Fairfield, 3 p.m. - 4 p.m. 
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Figure B-17.  Pedestrian Origin-Destination Thurmond to Fairfield, 4 p.m. - 5 p.m. 
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Figure B-18.  Pedestrian Origin-Destination Thurmond to Fairfield, 5 p.m. - 6 p.m. 
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Figure B-19.  Pedestrian Origin-Destination Rutland to Longspur, 12 p.m. - 2 p.m. and 3 p.m. -6 p.m. 
combined 
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Figure B-20.  Pedestrian Origin-Destination Rutland to Longspur, 12 p.m. - 1 p.m. 
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Figure B-21.  Pedestrian Origin-Destination Rutland to Longspur, 1 p.m. - 2 p.m. 
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Figure B-22.  Pedestrian Origin-Destination Rutland to Longspur, 3 p.m. - 4 p.m. 
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Figure B-23.  Pedestrian Origin-Destination Rutland to Longspur, 4 p.m. - 5 p.m. 
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Figure B-24.  Pedestrian Origin-Destination Rutland to Longspur, 5 p.m. - 6 p.m. 
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Appendix C 

Back of Queue Estimate by Hour 

Rutland to Longspur 
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Figure C-1.  Queue Length Rutland to Longspur 12 p.m. - 1 p.m. (triangle denotes back of queue). 
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Figure C-2.  Queue Length Rutland to Longspur 1 p.m. - 2 p.m. (triangle denotes back of queue). 
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Figure C-3.  Queue Length Rutland to Longspur 3 p.m. - 4 p.m. (triangle denotes back of queue). 
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Figure C-4.  Queue Length Rutland to Longspur 4 p.m. - 5 p.m. (triangle denotes back of queue). 
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Figure C-5.  Queue Length Rutland to Longspur 5 p.m. - 6 p.m. (triangle denotes back of queue). 
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Appendix D 
 

Driveway Counts 
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Figure D-1.  Driveway Counts South Study Section 12 p.m. - 1 p.m. 
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Figure D-2.  Driveway Counts South Study Section 1 p.m. - 2 p.m. 
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Figure D-3.  Driveway Counts South Study Section 3 p.m. - 4 p.m. 
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Figure D-4.  Driveway Counts South Study Section 4 p.m. - 5 p.m. 
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Figure D-5.  Driveway Counts South Study Section 5 p.m. - 6 p.m. 
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Figure D-6.  Driveway Counts North Study Section 12 p.m. - 1 p.m. 

 

 



67 

 

 

Figure D-7.  Driveway Counts North Study Section 1 p.m. - 2 p.m. 
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Figure D-8.  Driveway Counts North Study Section 3 p.m. - 4 p.m. 
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Figure D-9.  Driveway Counts North Study Section 4 p.m. - 5 p.m. 
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Figure D-10.  Driveway Counts North Study Section 5 p.m. - 6 p.m. 
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Appendix E 

Literature Review and Further Information 
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Lamar Blvd., Austin Pedestrian Safety Study 

Literature Review and Further Information 

The purpose of this literature review is to investigate the facilities/methods to improve the pedestrian 

safety in the midblock of major streets.  

I.  Improving Pedestrian Safety at Unsignalized Crossings 

In the NCHRP report, “Improving Pedestrian Safety at Unsignalized Crossings” short term pedestrian 

safety treatment options are listed.  (See NCHRP 562 Appendixes C, D, E) 

(http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp_rpt_562.pdf) 

The safest and most effective pedestrian crossings often use several traffic control devices or design 

elements to meet the information and control needs of both motorists and pedestrians. 

In a complex (e.g., multi-lane, high-speed, high-volume) street environment, it probably will be difficult 

to provide these characteristics with a single simple treatment, i.e., complex street environments may 

require several different treatments intended to serve different purposes. For example, one might 

consider these treatments on a multi-lane, high-volume arterial street: 

 A median refuge island to make the street crossing easier and more convenient; 

 Advanced yield lines to improve the visibility of crossing pedestrians; 

 Removal of parking and installation of curb extensions to improve visibility; 

 Pedestrian-activated flashing beacons to warn motorists of crossing pedestrians; 

 Motorist signs to indicate that pedestrians have the legal right-of-way; 

 Pedestrian signs to encourage looking behavior, crosswalk compliance, and pushbutton 

activation; 

 In-pavement warning lights with advance signing to inform drivers of the crossing; and, 

 “Countdown signals “with a pedestrian (Walk/Don’t Walk) signal if appropriate for the 

treatment (e.g., high-intensity activated crosswalk [HAWK] signal or other pedestrian traffic 

control signals). 

The worksheet in Figure E-1 provides general recommendations on pedestrian crossing treatments to 

consider at unsignalized intersections; in all cases, engineering judgment should be used in selecting a 

specific treatment for installation.  This worksheet does not apply to school crossings.  In addition to the 

results provided by this worksheet, users should consider whether a pedestrian treatment could present 

an increased safety risk to pedestrians, such as where there is poor sight distance, complex geometrics, 

or nearby traffic signals. 

 

http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp_rpt_562.pdf
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Figure E-1. Pedestrian Crossing Treatments Guidelines. 

 

II.   Safety of Hispanic Pedestrians and Passengers 

FHWA Safety groups have conducted studies related to pedestrian safety and have included marketing 

and outreach materials that promote pedestrian safety to Hispanic populations in the United States.  In 

their website, flyers, brochures, and audio files are available and targeted toward the Hispanic audience.  

http://safety.fhwa.dot.gov/ped_bike/hispanic/   

Their marketing plan presents recommendations about the audience, the safety issues to be addressed, 

the types and format of messages, the media, and the potential methods of dissemination of the 

outreach materials.  

The following recommendations are based on the research conducted for the project:  

 1.  There are multiple audiences that may be more at risk as pedestrians. These may be groups that 
should be targeted by pedestrian campaigns or by word-of-mouth marketing. 

http://safety.fhwa.dot.gov/ped_bike/hispanic/
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 2.  Recommended pedestrian and bicycle safety issues to be included in the outreach campaigns have 
been split into the following two categories:  

 Educational issues 

 Informational issues. 

 3.  Messages about pedestrian and bicycle safety for Hispanic audiences should:  

 • Focus on the value of family and impact on family.  

 • Be realistic, with relationships to their lives.  

 • Have an emotional component (e.g., graphic and explicit descriptions of crashes), but should 
not be overly frightening or use “scare tactics.”  

 4.  For formatting and distribution purposes, it is recommended that these messages:  

 • Use graphics, photos, and other visuals.  

 • Be concise, not too wordy, and written for low literacy level.  

 • Be clear and free of jargon.  

5. The recommended media to be included in an outreach campaign include:  

 • Television (TV) 

 • Radio 

 • Newspaper 

 • Magazines 

 • Brochures/flyers/handouts.  

 6.  One of the most important recommendations from the research is that materials alone cannot 
change behavior. Due to the importance of family and community in the Hispanic culture, 
commitment to safety practices is more likely to occur when:  

 The materials are used in combination with at least one community outreach activity.  

 Multiple activities are held within the community.  

 Respected leaders of the community, as well as family members, reinforce the messages 
through person-to-person contact and word-of-mouth campaigns.  

 

III.   Medians and Pedestrian Refuge Areas in Urban and Suburban Areas (Rev. 6/05/08) 
(http://safety.fhwa.dot.gov/policy/memo071008/#ped_refuge) 

Description:  
The Median is the area between opposing lanes of traffic, excluding turn lanes. Medians can either be 
open (pavement markings only) or they can be channelized (raised medians or islands) to separate 
various road users.  

Pedestrian Refuge Areas (or crossing islands)—also known as center islands, refuge islands, pedestrian 
islands, or median slow points—are raised islands placed in the street at intersection or midblock 
locations to separate crossing pedestrians from motor vehicles.  

Background: 
Providing raised medians or pedestrian refuge areas at pedestrian crossings at marked crosswalks have 

http://safety.fhwa.dot.gov/policy/memo071008/#ped_refuge
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demonstrated a 46 percent reduction in pedestrian crashes. Installing such raised channelization on 
approaches to multi-lane intersections has been shown to be particularly effective. At unmarked 
crosswalk locations, medians have demonstrated a 39 percent reduction in pedestrian crashes. Medians 
are especially important in areas where pedestrians access a transit stop or other clear 
origin/destinations across from each other. Midblock locations account for over 70 percent of 
pedestrian fatalities.  Also, it is where vehicle travel speeds are higher which contributes to the injury 
and fatality rate at this location. Over 80 percent of pedestrians die when hit by vehicles traveling at 40 
mph or faster while less than 20 percent die when hit at 20 mph. 

Guidance Statement/Application: 
Raised medians (or refuge areas) should be considered in curbed sections of multi-lane roadways in 
urban and suburban areas, particularly in areas where there are mixtures of a significant number of 
pedestrians, high volumes of traffic (more than 12,000 ADT) and intermediate or high travel speeds. 
Medians/refuge islands should be at least 4 feet wide (preferably 8 feet wide for accommodation of 
pedestrian comfort and safety) and of adequate length to allow the anticipated number of pedestrians 
to stand and wait for gaps in traffic before crossing the second half of the street.  

Reference Documents and Guidelines: 

1. A Review of Pedestrian Safety Research in the United States and Abroad, pp 85-86 
http://www.walkinginfo.org/library/details.cfm?id=13  

2. Pedestrian Facility User’s Guide: Providing Safety and Mobility, p. 56  
http://drusilla.hsrc.unc.edu/cms/downloads/PedFacility_UserGuide2002.pdf  

3. Safety Effects of Marked vs. Unmarked Crosswalks at Uncontrolled Locations, p. 55 
http://www.walkinginfo.org/library/details.cfm?id=54  

4. Guide for the Planning, Design, and Operation of Pedestrian Facilities, American Association of 
State Highway and Transportation officials, 2004 [Available for purchase from AASHTO.]  

5. PEDESTRIAN ROAD SAFETY AUDITS AND PROMPT LISTS - 
http://www.walkinginfo.org/library/details.cfm?id=3955  

6. FHWA Office of Safety Bicycle and Pedestrian Safety - http://safety.fhwa.dot.gov/ped_bike/  

FHWA Contacts: 
Office of Safety: Tamara Redmon (tamara.redmon@dot.gov) 202-366-4077 
FHWA Office of Research: Ann Do (ann.do@dot.gov) 202-493-3319 
FHWA Resource Center: Rudy Umbs (rudy.umbs@dot.gov) 708-283-3548 

 

IV. Activation of High-Intensity Activated Crosswalk Signals  

http://safety.fhwa.dot.gov/ped_bike/pedrpt/pedrpt_0808/chap_3.htm 

The high-intensity activated crosswalk (HAWK) signal uses traditional traffic and pedestrian signal heads 
but in a different configuration. It includes a sign instructing motorists to "stop on red" and a 
"pedestrian crossing" overhead sign, as shown in Figure E-2.  

http://wwwcf.fhwa.dot.gov/exit.cfm?link=http://www.walkinginfo.org/library/details.cfm?id=13
http://wwwcf.fhwa.dot.gov/exit.cfm?link=http://drusilla.hsrc.unc.edu/cms/downloads/PedFacility_UserGuide2002.pdf
http://wwwcf.fhwa.dot.gov/exit.cfm?link=http://www.walkinginfo.org/library/details.cfm?id=54
http://wwwcf.fhwa.dot.gov/exit.cfm?link=http://www.walkinginfo.org/library/details.cfm?id=3955
http://safety.fhwa.dot.gov/ped_bike/
mailto:tamara.redmon@dot.gov
mailto:ann.do@dot.gov
mailto:rudy.umbs@dot.gov
http://safety.fhwa.dot.gov/ped_bike/pedrpt/pedrpt_0808/chap_3.htm
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Figure E-2. Example of a High-Intensity Activated Crosswalk (HAWK) Signal. 

When not activated, the signal is blanked out. The HAWK signal is activated by a pedestrian push button 
or passive pedestrian sensor. The overhead signal begins flashing yellow and then solid yellow, advising 
drivers to prepare to stop. The signal then displays a solid red and shows the pedestrian a "Walk" 
indication. Finally, an alternating flashing red signal indicates that motorists may proceed when safe, 
after coming to a full stop. The pedestrian is shown a flashing "Don't Walk" with a countdown indicating 
the time left to cross. 

Benefits 

1. There are a considerable number of highway segments that have concentrations of pedestrian 
crashes within relatively close distances where these technologies can be cost effectively 
applied.  

2. Many of the potential advanced technologies have been demonstrated and performed well. 

Concerns 

1. A number of the promising technologies are in varying stages of development, making 
comparisons difficult. As an example, the comparisons between the in-pavement lighting 
systems and variable message signs activated by passive pedestrian sensors to reduce 
pedestrian-vehicle conflicts and lower speeds across crosswalks cannot be made directly at this 
time because the system using variable speed limits is only in the concept validation stage 
whereas the in-pavement lighting systems have been deployed in a number of locations.  

2. New in-vehicle technologies such as the night visibility enhancement systems based upon in-
vehicle infra-red technology will create some redundancies and provide in-vehicle warning to 
drivers regardless of whether a pedestrian is in a crosswalk or whether infrastructure warning 
systems are activated. 
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Potential Safety Impacts 

With the several potential advanced technologies available, and numerous combinations of these 
technologies possible, it would be difficult to assess the potential safety impacts of all possible 
combinations. However, the set of attributes that a combined set of technologies should possess to 
improve pedestrian safety include: 

1. The frequency of crosswalks and attractiveness to pedestrians is such that the vast majority of 
pedestrians within the vicinity of the crosswalks will use them.  

2. The technologies that enhance pedestrian safety are activated for all pedestrians using the 
crosswalk.  

3. The technologies significantly reduce pedestrian-vehicle conflicts.  
4. The technologies significantly reduce the level of higher speed pedestrian-vehicle conflicts. 

 

V. City of Austin installation of Pedestrian Crossing Signal at the Triangle on North Lamar 

A pedestrian crossing signal was recently installed at the main driveway into the new Triangle 

development on North Lamar north of 45th Street.  It is across the street from numerous state buildings.  

Field observation revealed that pedestrians frequently cross at this location and motorists yield to these 

pedestrians.  Some confusion on the part of the motorists still exists as it relates to proper behavior 

after the pedestrian has crossed the roadway.  The City’s signal engineer indicated that an education 

campaign would begin soon to address this issue.  Figure E-3 shows a photo taken of this pedestrian 

crossing signal. It is similar to a HAWK with the exception of the amber flashing beacons are on 

continuously and change to solid amber then flashing red after the pedestrian activates the push button. 

 

 

Figure E-3. North Lamar Pedestrian Crossing at the Triangle Development. 


