
 
Final Environmental Impact Statement 

Chapter 5 – Environmental Consequences 

S o u t h e a s t  C o r r i d o r  
January 2007 5-1  

5. ENVIRONMENTAL CONSEQUENCES 
This chapter summarizes the potential impacts on the social, cultural, and natural 
environment that would result from the construction and operation of the Locally 
Preferred Alternative (LPA), and the build alternatives described in Chapter 2, 
Alternatives Considered, in comparison to the No Build Alternative in 2025.1, 2  
Unless otherwise stated, the impacts are the same for each build alternative (i.e., 
Light Rail Transit (LRT) Alternative, Bus Rapid Transit (BRT) Convertible Alternative, 
and Bus Rapid Transit Alternative). 

The LPA provides for new BRT service operating along a line extending from 
downtown Houston to a terminus on Griggs Road at Beekman Road east of Martin 
Luther King Boulevard, connecting downtown Houston with the universities area 
including Texas Southern University (TSU) and the University of Houston (UH), and 
the Palm Center. The service would operate in diamond lanes in downtown from 
Louisiana to Polk Street and in exclusive lanes along a fixed guideway alignment on 
Scott Street, Wheeler Street, Martin Luther King Boulevard, and Griggs Road to the 
terminus at Beekman Road.  The fixed guideway would be constructed for future 
conversion to light rail transit when warranted by ridership.   

The specific issues analyzed in this chapter include those related to: land use; 
socioeconomics; displacements/relocations; air quality; noise and vibration; visual 
quality and aesthetics; ecosystems; water resources; historic and archaeological 
resources; parklands and other Section 4(f) resources; geology and soils; 
hazardous/regulated materials; safety and security; construction impacts; and 
secondary and cumulative impacts.  Existing conditions in the corridor without the 
project were discussed under corresponding headings in Chapter 3, Affected 
Environment.   

5.1 Land Use 
This section describes the anticipated impacts of the No Build Alternative, the LPA, 
and build alternatives on existing land use and their compatibility with existing plans, 
policies, and guidelines that may affect future land use in the corridor.  Existing land 
use, plans, policies, and guidelines were previously described in Section 3.1 of 
Chapter 3.   

5.1.1 Regional Land Use and Development 

The Houston-Galveston region is expected to grow in population by 63 percent (or 
2,917,585 people) between 2000 and 2025.  Likewise, employment in the region is 

                                                      
1  This FEIS incorporates by reference all technical information, studies, and other public documents 

produced for the Southeast-Universities-Hobby Corridor Planning Study Alternatives Analysis (AA) 
and the METRO Solutions plan that support the FEIS.  These documents are considered part of the 
environmental compliance record and can be requested for review at the METRO offices. 

2  Acronyms and abbreviations are defined at their first use in each chapter.  A complete list of 
acronyms and abbreviations used in this FEIS is contained in Appendix A. 
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expected to grow by 53 percent during the same period (as identified in Chapter 1, 
Purpose and Need, Table 1-2, Employment and Population Projections).   

The No Build Alternative represents the status quo and would not impact regional 
land use and development as currently planned.  The LPA and the build alternatives 
are not likely to generate new regional growth, nor is it likely that they would 
significantly change land use and development patterns at a regional scale.  A study 
of the impact of transit on regional land use and urban form found that urban rail 
transit rarely creates new growth, but may redistribute growth that would have 
otherwise taken place elsewhere (Cervero and Seskin, 1995).  Further, the study 
found that transit investments generally require the leveraging effect of supportive 
public policies along with the pressures of an expanding regional economy to bring 
about significant changes in land use and urban form at the regional level.  However, 
the LPA and build alternatives, when considered as part of the METRO Solutions 
plan (Metropolitan Transit Authority of Harris County, Texas (METRO), 2003), would 
play an important role in expanding regional transportation choices and in improving 
regional quality of life, image, and overall mobility.  The extent to which the LPA and 
build alternatives attract new growth or result in a redistribution of projected regional 
growth will depend on favorable market conditions and supportive public policies.  
The impact of the alternatives on corridor-level and station-level development and 
land use would be more substantial, and is addressed in the following sections. 

5.1.2 Corridor Land Use and Development 

This section describes the potential impacts of the No Build Alternative, LPA, and 
build alternatives on land use at the corridor level.   

5.1.2.1 No Build Alternative 

The No Build Alternative would generally result in a continuation of current 
development patterns and trends.  Land use patterns that exist today in several 
sections of the corridor, especially those land uses not in proximity to downtown or 
within a Tax Increment Reinvestment Zone (TIRZ), would be slow to change.  The 
No Build Alternative limits opportunities for intensification, infill, or mixed-use 
development in portions of the corridor.   

Currently, the primary land uses in the Southeast Corridor are single-family 
residential (36 percent), public and institutional (17 percent), vacant/undeveloped 
land (16 percent), industrial (12 percent), and commercial (other than office) (9 
percent) (Harris County Appraisal District, 2005, updated by Knudson & Associates, 
2006).  The availability of vacant land, together with the planned development or 
redevelopment of portions of the study area (such as the East Downtown Tax 
Increment Investment Zone), the increasing emphasis on higher density residential 
development in areas in and around downtown Houston, the possible expansions of 
TSU and the UH, and the proximity of the METRORail Red Line on Main Street, all 
have the potential to affect change in this area. 

Much of this area is characterized by a tight grid system of streets, and in some 
locations it is characterized by older, established neighborhoods where many people 
are accustomed to walking and using transit, either from personal preference or from 
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necessity.  Because the No Build Alternative represents a continuation of past 
trends, it may hasten the degradation of the walking/transit environment over the 
long term as auto-oriented uses increase in their dominance. 

5.1.2.2 Locally Preferred Alternative and Build Alternatives 

The LPA and build alternatives, when combined with supportive public policies, plans, 
and favorable real estate market conditions, would attract transit-supportive 
development to the corridor, including employment opportunities, higher-density 
residential development, and new services and amenities.  The pattern of 
development would be affected with a greater focus of activities and intensity of use 
along the fixed-guideway route.  The land use impacts would be felt strongest close to 
the station locations (for more discussion about potential land use impacts at station 
locations, see Section 5.1.5).  The LPA and build alternatives would redistribute growth 
along the corridor that would likely have otherwise occurred within the region at a less-
dense scale. 

Experience along the existing METRORail Red Line, such as in downtown Houston 
and in the Midtown area, suggests that developers in the Houston area are 
interested in creating transit and pedestrian-oriented mixed-use developments, and 
that these types of developments can be very successful.  The experience in other 
cities with fixed guideway also supports this idea.   

The LPA and build alternatives would enhance the potential for intensification of the 
land use pattern in the corridor by improving transit accessibility and by providing 
connections with the other parts of the existing and planned transit system, including 
such modes as bus, LRT, and commuter rail.  Accessibility is an important 
consideration for development decisions for various types of land use including 
residential, office/retail, health and community services, and recreation facilities.  
Improved accessibility means that the Southeast Corridor would become more 
attractive to business and residential opportunities, and that the corridor would 
experience enhanced connectivity to the central business district (CBD), Midtown, 
the Museum District, Rice University, the Texas Medical Center (TMC), and the 
Reliant Park Complex along the METRORail Red Line, and future connections to 
other activity centers such as Greenway Plaza, Northline Mall, and the 
Uptown/Galleria area. 

5.1.3 Compatibility with Land Use Plans, Policies, and Controls 

As identified in Section 3.1.1 of Chapter 3, there are many plans, policies, and guidelines 
that affect land use in this area.  Although the City of Houston does not have a 
comprehensive plan or land use zoning, it does engage in studies on a citywide scale to 
address particular needs.  The City plans and implements programs through major 
infrastructure projects, as well as through area-specific plans and policies.  In addition, 
special districts such as TIRZs have proven to be a successful planning tool for 
promoting redevelopment in Houston.  Each TIRZ has a plan that is approved by City 
Council.  Public agencies within the METRO service agency have also recently shown a 
greater interest in examining a broader range of planning tools, such as the potential for 
creating a General Plan (City of Houston) and initiating regional land use planning efforts 
(H-GAC).   
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This section discusses the compatibility of the No Build Alternative, LPA, and build 
alternatives with local governmental plans and policies, as well as plans coordinated 
by the special districts in the Southeast Corridor and planning efforts at the 
community level. 

5.1.3.1 Government Plans and Policies 

The following governmental plans, policies, and guidelines related to land use were 
evaluated to determine consistency with the No Build Alternative, LPA, and build 
alternatives. 

City of Houston 

• Southern Houston Study (City of Houston, 2003) – Relevant to the study area, 
the study recommends encouraging commercial and industrial activities along 
Mykawa Road.  The No Build Alternative does not impact this study.  The LPA 
and build alternatives support the recommendation of encouraging development 
along the Mykawa Road corridor by providing a station less than 2,000 feet to the 
west of the intersection of Mykawa Road and Griggs Road (the Palm Center 
Station east of Martin Luther King Boulevard).  This proximity of a station should 
attract development that would benefit from rail transit access to the CBD or 
other points on the proposed fixed-guideway alignment. 

• Third Ward to Main Street Connectivity Project (City of Houston, 2003) – This project 
is a transportation initiative to link the Third Ward to Main Street and the METRORail 
Red Line via Elgin Street, Blodgett Street, and Old Spanish Trail/Holcombe 
Boulevard.  The No Build Alternative potentially limits the opportunity to fully 
maximize the transportation linkages provided by the Connectivity Project by not 
offering a high capacity transit option to support the project.  The LPA and build 
alternatives offer a fixed guideway transit option that directly links the Connectivity 
Project at the Elgin Street, Wheeler Street, and Southeast Transit Center station 
areas.  The LPA links the Connectivity Project at the Elgin Street station area.  The 
LPA and build alternatives also make full use of the streetscape improvements of the 
Connectivity Project, though the scheduling of the construction of the improvements 
should be coordinated to avoid potential conflicts. 

• Eastside Village Plan (City of Houston, 1997) – The plan identifies Scott Street 
as an ideal location for large-scale commercial and higher-density residential 
uses that are compatible with and accessible to the neighborhood.  The plan 
endorses pedestrian-friendly designs for the neighborhood.  The No Build 
Alternative limits the opportunity to foster pedestrian-friendly designs and to 
attract large-scale commercial and higher-density residential uses to Scott Street.  
This option also could lead to degradation of the pedestrian environment in favor 
of automobile-centered land use patterns along Scott Street.  Conversely, the 
LPA and build alternatives support the plan’s goals of pedestrian-friendly designs 
and attracting large-scale commercial and higher-density residential uses to 
Scott Street.  The station at Scott Street and Elgin Street would serve Eastside 
Village and could be a catalyst in realizing the plan’s objectives.  However, as 
Scott Street represents a corridor shared by the Third Ward residents and the 
universities, the extent to which the resulting development may not support the 
existing neighborhood could mean that it’s not compatible with the neighborhood. 
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• Zion’s Village: A Master Plan (City of Houston, 1999) – Redevelopment 
recommendations in the plan include large-scale commercial and higher-density 
residential uses along Scott Street that are compatible with and accessible to the 
neighborhood, compatible infill single-family and small-scale multi-family housing 
on vacant lots, and neighborhood-scale commercial, institutional, and multi-family 
uses along McGowen Street.  The No Build Alternative limits the opportunity to 
attract large-scale commercial and higher-density residential uses to Scott Street, 
to spur infill housing, and to foster neighborhood-scale redevelopment along 
McGowen Street.  This option also could lead to degradation of the pedestrian 
environment in favor of automobile-centered land use patterns along Scott 
Street.  The LPA and build alternatives support efforts for large-scale commercial 
and higher-density residential uses along Scott Street that are compatible with 
and accessible to the neighborhood, compatible infill single-family and small-
scale multi-family housing on vacant lots, and neighborhood-scale commercial, 
institutional, and multi-family uses along McGowen Street.  The station at Scott 
Street and Elgin Street would be located about 1,000 feet south of Zion’s Village.   

• Parks and Recreation Master Plan (City of Houston, 2001) – There is a planned 
park adjacent to the alignment in the vicinity of the Palm Center.  The park is 
planned on the strip of land along the east side of the Palm Center.  The No Build 
Alternative would not impact the plan.  The improved transit access provided by 
the introduction of fixed-guideway service under the LPA and build alternatives 
would provide a valuable recreational amenity within reach of transit riders.  
Coordination of park and transit implementation plans would benefit both 
projects.   

• William P. Hobby Airport Image Environs Plan (City of Houston, 2002) – The 
purpose of the image plan is to create a cohesive identity for the airport and its 
surrounding area through building and streetscape design elements.  The No 
Build Alternative does not impact the plan.  While the image plan’s 
recommendations are focused on airport-related motorists, the LPA and build 
alternatives provide the opportunity to reflect the plan’s recommendations as the 
alignment approaches and ultimately connect to Hobby Airport. 

• Major Thoroughfare and Freeway Plan (City of Houston. 2003) – This plan 
serves as the guide for improvements to major thoroughfares and highways by 
the City of Houston, other government agencies and the private sector.  The No 
Build Alternative would not impact the plan, as this represents the status quo.  
However, the No Build Alternative does represent the continued encroachment of 
automobile-centered development and infrastructure in neighborhoods with block 
lengths that are supportive of pedestrian, bicycle, and transit trips.  The LPA and 
build alternatives would require coordination between the City of Houston and 
METRO on improvements near the intersections of Scott Street and Polk Street, 
Scott Street and Blodgett Street, and Griggs Road and Calhoun Road.  The 
fixed-guideway alignment is designed to primarily follow designated major 
thoroughfares, with some variation. 

• City of Houston Planning Commission Committees – The LPA and build 
alternatives support the work underway by the Mixed Use/Transit Oriented 
Development (TOD) and Mobility Committees. 
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• City of Houston Urban Transit Corridor Planning – The LPA and build alternatives 
support this initiative since it provides greater potential for the creation of more 
pedestrian-oriented corridors and transit-oriented development.  

Harris County 

• Project Brays – The Harris County Flood Control District (HCFCD) in cooperation 
with the U.S. Army Corps of Engineers is undertaking the Brays Bayou Flood 
Damage Reduction Project, also known as Project Brays.  The No Build 
Alternative does not affect this project.  The build alternatives require 
construction within the Project Brays area, including the Scott Street bridge 
across Brays Bayou.  The LPA requires construction within the Project Brays 
area, including the bridge construction across Brays Bayou at McGregor Park.  
Construction of the LPA and build alternatives would be coordinated with the 
HCFCD to minimize disruptions to the bridge and impacts to planned flood 
control improvements.  The LPA and build alternatives would be supportive of 
Project Brays if it allows for the shared cost of some improvements. 

• Harris County Commuter Rail – The proposed commuter rail corridor crosses the 
Southeast Corridor at the intersection of Griggs Road, Long Drive, and Mykawa 
Road.  The No Build Alternative affects future commuter rail studies to the extent 
that it limits the ability of future commuter rail lines to connect to the METRORail 
system and to provide service through such connections to the corridor.  The 
LPA and build alternatives are supportive of studies of commuter rail in that they 
provide the opportunity to connect the METRORail system to a future commuter 
rail line along Mykawa Road, if such a facility is constructed.  A connection would 
improve mobility and transportation options for the study area as well as for the 
commuter rail corridor. 

Houston-Galveston Area Council (H-GAC) 

• Pedestrian and Bicycle Special Districts Study (H-GAC, in progress) – The 
Greater Third Ward and Downtown Houston are identified in the plan as places 
where bicycle and pedestrian trips could replace vehicle trips and where safety 
could be improved.  The No Build Alternative would not support improved 
pedestrian accessibility, as the land use pattern within portions of the corridor 
could become increasingly auto-oriented. The LPA and build alternatives support 
efforts to replace vehicle trips with pedestrians and bicyclists, and are conducive 
to developing pedestrian and bicycle activity within station areas.  All of the 
station areas with the exception of the Calhoun Road and the Palm Center 
Stations are located within street patterns with 250-foot and 200-foot block 
lengths that are generally considered to be pedestrian-friendly. 

• Goals For Tomorrow (H-GAC, 1998) – This is a comprehensive regional policy 
document that is a tool for coordinating planning decisions by H-GAC and local 
governments, as well as a tool for H-GAC’s review of federal and state grant 
applications.  Goals for the region that are directly related to the Southeast 
Corridor promote coordinated land use and transportation development.  The No 
Build Alternative would not support the intent of the goals of this document.  It 
would not improve access to and between employment centers, including 
downtown, nor would it increase transportation choices.  Further, the No Build 
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Alternative would not promote the strengthening of downtown Houston and other 
major activity centers. The LPA and build alternatives are more supportive of the 
goals of this document by improving mobility of residents and employees within 
the study area.  They are also supportive of current development plans and 
activities.   

• 2025 Regional Transportation Plan (RTP) (H-GAC, 2005) – This plan identifies 
projects that would enhance mobility, safety, and the quality of life for residents.  
The No Build Alternative would not fully support the intent of the goals of this 
document.  It would not improve mobility or complement the development plans 
within the study area, nor would it improve quality of life for residents within the 
area since no transportation alternative would be added.  The LPA and build 
alternatives would support the 2025 RTP by improving mobility, complementing 
the development plans of local communities, and increasing the quality of life for 
those who live and work in the area.  The LPA and build alternatives would 
ultimately connect to potential commuter rail corridors, which would be beneficial 
to achieving overall regional mobility goals found in the 2025 RTP, including 
METRO Solutions (METRO, 2003). 

Texas Department of Transportation (TxDOT) 

• State Highway (SH) 35 Major Corridor Feasibility Study (MCFS) (TxDOT, in 
process) – TxDOT has undertaken an MCFS for the SH-35 corridor.  The No 
Build Alternative does not affect this study.  Plans for the LPA and build 
alternatives may require coordination with TxDOT and the Harris County Toll 
Road Authority with regards to the corridors identified in the SH-35 MCFS.  
TxDOT’s plans could prove to be compatible with the build alternatives if the 
projects are carefully designed with the other in mind.  For example, easy 
connections from the SH-35 corridor to the Palm Center Station east of Martin 
Luther King Boulevard, with a park-and-ride lot, would allow drivers from the 
south and southeast an access point to the METRORail system.  If the SH-35 
alignments trigger changes in land use, special attention may be required to 
ensure that the resulting development is supportive of the LPA.   

Colleges and Universities 

• University of Houston Campus Development Plan (UH, 1998) – The UH campus 
master plan identifies a vision for the corridor as well as planned development 
projects.  The No Build Alternative does not impact this plan, though it does 
represent a missed opportunity to serve a university campus with 35,000 
students and 8,400 employees with fixed-guideway transit, and to link it with the 
UH downtown campus and the various major activity centers located along the 
METRORail Red Line.  The LPA and both alignment options under the build 
alternatives support the plan by providing stations on Scott Street at Elgin Street 
and at Cleburne Street, the former in the vicinity of proposed additions to 
athletics facilities and the latter adjacent to proposed student housing.  The LPA 
and Wheeler-MLK alignment option also includes a station on Wheeler Street to 
the west of Calhoun Road.  The LPA and build alternatives could be a catalyst for 
efforts to develop a “college strip” along the west side of Scott Street that would 
meet the needs of the university’s population and the neighboring residents.  
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Further, the LPA and build alternatives would connect the UH main campus and 
the UH downtown campus, located along the METRORail Red Line. 

• Texas Southern University Campus Master Plan (TSU, 2001) – The TSU campus 
master plan recommends the expansion of the university to the east.  By 2006, 
the plan envisions several new facilities, including development of a ceremonial 
university entrance, a new School of Public Affairs building, and an athletic and 
educational complex.  The No Build Alternative does not impact this plan, though 
it does represent the missed opportunity to serve a university campus with 9,000 
students and 1,200 employees with fixed guideway transit.  The LPA and build 
alternatives support the expansion of TSU towards Scott Street by providing a 
station at Scott Street and Cleburne Street, along the eastern edge of the 
expansion area.  Proposed academic and athletic facilities adjacent to Scott 
Street would be served by the Cleburne Station. 

5.1.3.2 Special Districts 

Special districts offer unique opportunities for financing, planning, and implementing 
public and private improvements and services.  Two types of these special districts 
were considered in this analysis:  TIRZs and Municipal Management Districts. 

• Tax Increment Reinvestment Zone Number Three, City of Houston – This special 
district is also known as the Market Square TIRZ.  The zone includes 
approximately 100 blocks of the CBD, generally along Main Street and in the 
Theater District, within the Smith Street and Main Street station areas.  The No 
Build Alternative does not impact the TIRZ plan, though it does represent a 
missed opportunity to further the goals of the TIRZ plan.  The LPA and build 
alternatives support the goals of the TIRZ plan, including the desire to create 
pedestrian-friendly environments, reinforce pedestrian-attractive retail activities, 
improve east-west CBD connectivity and transit in general, and to spark 
redevelopment of vacant or under-used parcels and buildings to create mixed-
use developments that add to the vibrancy of the CBD. 

• Tax Increment Reinvestment Zone Number Fifteen, City of Houston – Also 
known as the East Downtown TIRZ, this plan proposes a land use concept 
containing a mix of residential, including townhomes, condos, and multi-family; 
parks, with a median boulevard park in Bastrop Street; and specialty retail 
reflective of the zone’s heritage as Old Chinatown.  The goal of creating a 
pedestrian-friendly, mixed-use, mixed-income neighborhood is supported by a 
strategy of investments in improving the area’s inadequate infrastructure.  The 
No Build Alternative does not impact plans for development of a pedestrian-
friendly, mixed-use urban neighborhood within the East Downtown TIRZ, though 
it does represent a missed opportunity to further the goals of the TIRZ plan. The 
LPA and build alternatives are supportive of the East Downtown TIRZ, and could 
help to foster the creation of a thriving, pedestrian-friendly community with 
transit-oriented development.  The presence of a substantial transit investment 
could help to accelerate investment within the TIRZ, and improve the TIRZ’s 
ability to fund projects from increment generated by the zone. 

• Tax Increment Reinvestment Zone Number Seven, City of Houston – The Old 
Spanish Trail/Alameda TIRZ goals include alleviating blight, addressing obsolete 
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platting, and encouraging growth of residential, commercial, and industrial 
development within the project area.  The No Build Alternative does not impact 
the TIRZ.  The LPA and build alternatives provide a means to advance the goals 
of the TIRZ by potentially encouraging growth adjacent the station areas of the 
Southeast Transit Center, Calhoun Road, and Martin Luther King Boulevard as 
well as enhancing the desirability of property in these areas through improved 
mobility. 

• Houston Downtown Management District – The alignment options within the 
downtown are located within the Downtown District.  The District’s assessment is 
being used to fund a variety of programs including the Cotswold Project and 
Southeast Quadrant Streetscape Improvements. The No Build Alternative does 
not impact the Houston Downtown Management District projects.  The LPA and 
build alternatives take full advantage of the improvements constructed as part of 
the Cotswold and Southeast Quadrant Streetscape projects.  The LPA and build 
alternatives also would potentially spur redevelopment activity within the station 
areas in the CBD, which would boost revenues to the district. 

• East Downtown Management District – The portion of the Southeast Corridor 
between US 59 and Interstate Highway 45 (IH-45) is located within the District.  
The District administers projects related to infrastructure and economic 
development.  The No Build Alternative does not impact the East Downtown 
Management District.  The LPA and build alternatives potentially spur economic 
development activity in the district, and provide a key infrastructure investment 
around which the district can plan its infrastructure upgrades.  To the extent that 
the LPA and build alternatives spur development and redevelopment activity, the 
district could realize additional revenues through its assessments. 

• Greater Southeast Management District – This district includes the alignment 
between IH-45 and the Palm Center Station at Martin Luther King Boulevard.  
Amongst the district’s efforts are economic development and the provision of 
pedestrian ways, street lighting and landscaping (Texas Local Government 
Code, Section 376.451 to 376.480, 2001).  The No Build Alternative does not 
impact the Greater Southeast Management District.  However, it does represent 
a missed opportunity to spur economic development in the District.  The LPA and 
build alternatives provide the district with a key infrastructure investment that 
could spark their economic development efforts.  The LPA and build alternatives 
also provide an opportunity for the district to improve pedestrian ways, street 
lighting, and landscaping within the station areas, which would trigger pedestrian 
activity and further advance economic development objectives. 

5.1.3.3 Community Efforts 

• Master Plan for Buffalo Bayou and Beyond (Buffalo Bayou Partnership, 2002) – 
This plan calls for a transformation of the existing Buffalo Bayou environment 
through the development of park and recreation areas.  The No Build Alternative 
does not impact the plan or proposals to create Festival Place.  The LPA and 
build alternatives support the plan by providing a link to Buffalo Bayou and to the 
site of the proposed Festival Place within the Smith Station area under the LRT 
Alternative in downtown Houston and the Louisiana Station are under the BRT 
Convertible and BRT Alternatives and the LPA in downtown. 
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• Main Street Corridor Master Plan:  Design Concepts for Main Street (Main Street 
Coalition, 2000) – The No Build Alternative does not impact or support the plan.  
The LPA and build alternatives would be supportive of fulfilling the overall goals 
of the plan to reduce reliance on the automobile for downtown trips by providing 
an improved transit linkage to the existing METRORail Red Line on Main Street 
and to create a better pedestrian environment. 

• Greater Third Ward Community Plan (Third Ward Development Council, 1995) – 
This plan recommends a series of strategies related to land use with the 
objective of stabilizing and preserving residential areas while also promoting 
investment in the area.  The plan identifies several economic revitalization 
corridors, including Scott Street between IH-45 and Blodgett Street (containing 
the Elgin Street and Wheeler Street station areas), and between Griggs Road 
and Old Spanish Trail (within the Southeast Transit Center Station area).  The No 
Build Alternative represents a missed economic development opportunity in the 
areas identified in the Community Plan.  The build alternatives with the base 
alignment option on Scott Street and Griggs Road instead of Wheeler-MLK (not 
the LPA) support efforts in both economic revitalization corridors.  However, this 
option may be in conflict with efforts to limit commercial development along Scott 
Street between Blodgett Street and Griggs Road because of the Southmore and 
Southeast Transit Center Station locations.  The build alternatives with the base 
alignment option also could support proposals for mid-rise office development 
and retail along Old Spanish Trail in the Southeast Transit Center Station area.   

The LPA and build alternatives would support redevelopment in the portion of the 
revitalization corridor between IH-45 and Wheeler Street and could trigger infill 
housing on vacant parcels along Scott Street between IH-45 and Alabama Street, 
specifically in the Elgin Street station area, as well as infill housing on vacant parcels 
along Scott Street between Alabama Street and Brays Bayou.  The LPA and build 
alternatives could put pressures on existing deed-restricted neighborhoods and 
could trigger non-single-family residential land uses or single-family housing 
development that is not compatible with existing housing on vacant parcels in station 
areas. 

• Scott Street Coalition – The Scott Street Coalition is a non-profit group that is 
organizing a redevelopment plan for Scott Street in the greater Third Ward area.  
The No Build Alternative does not impact the activities of the Scott Street 
Coalition but could be a missed opportunity to spark redevelopment along Scott 
Street.  However, until the redevelopment plan of the Scott Street Coalition 
becomes available, an evaluation of the No Build Alternative’s impact on the plan 
cannot be conducted.  Generally, the LPA and build alternatives could be 
supportive of redevelopment efforts along Scott Street.  However, until the 
redevelopment plan of the Scott Street Coalition becomes available, an 
evaluation of the build alternatives’ and the LPA’s impact on the plan cannot be 
conducted.   

• Deed Restrictions – Many of the residential neighborhoods in the corridor 
between Wheeler Avenue and Griggs Road along Scott Street are deed-
restricted communities.  The No Build Alternative does not impact deed 
restrictions in the Southeast Corridor.  The LPA and build alternatives could 
exacerbate or trigger pressures on deed restrictions in neighborhoods, especially 
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in the vicinity of the Southmore Street Station area.  Existing deed restrictions 
could be incompatible with development supportive of fixed-guideway transit.   

5.1.4 Neighborhood Integrity 

This section describes the potential impacts of the No Build and build alternatives 
and the LPA on the physical integrity of the immediate surrounding community as 
well as the social cohesion of the community, which generally refers to the perceived 
unity of an area, based on the day-to-day interactions of the area residents. 

5.1.4.1 No Build Alternative 

The No Build Alternative reflects the status quo, and would not impose additional 
barriers to the physical boundaries of the residential areas or the functioning of the 
community.  However, as the neighborhoods of the Southeast Corridor begin or 
continue to experience increasing development and redevelopment pressures, this 
alternative would not help to guide development along specific corridors.  The No 
Build Alternative would not help with mobility issues or decrease traffic congestion 
around such activity centers as the CBD, the Toyota Center, Minute Maid Park, the 
George R. Brown Convention Center, UH, and TSU, or traffic congestion from new 
development.  Without focused development or mitigation strategies, the social 
cohesion of the community could be disrupted if new development occurs in a 
patchwork fashion in the neighborhoods. 

5.1.4.2 Locally Preferred Alternative and Build Alternatives 

The LPA and build alternatives would promote the concentration of travel and 
investment along the proposed alignment.  They would serve all of the 
neighborhoods identified in Section 3.2.3.1 to varying degrees.  The integrity of the 
communities along the corridor would not be adversely affected by the LPA or build 
alternatives.  The LPA and build alternatives, which would be located primarily within 
existing roadway rights of way, would not have barriers that would prohibit vehicular 
or pedestrian crossing.  All build alternatives, including the LPA, would have 
guideways with semi-exclusive right-of-way allowing cross street pedestrian and 
vehicle traffic at signalized intersections only.  Pedestrian movements would be 
directed to signalized intersections and sidewalks in the study area would be 
improved to enhance pedestrian safety.  Except for site-specific displacements 
(project relocations of occupying owners or tenants), the basic structure of the 
business and residential communities throughout the project corridor would remain 
intact.  The station areas would become centers of neighborhood activity and 
investment, and therefore could serve to boost neighborhood social cohesion.   

In downtown, the METRORail Red Line along Main Street has proven to be a 
unifying rather than a dividing physical element, bringing people together along the 
corridor.  The same would hold true for the downtown segment of the proposed 
Southeast Corridor fixed-guideway alignment.  The proposed alignment on Griggs 
Road is located in a primarily commercial corridor, and therefore would not be a 
physical neighborhood barrier, but rather would provide centers of neighborhood 
activity at the station areas. 
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The LPA and build alternatives provide significant public investment in the 
community and would encourage new social and economic opportunities.  Care must 
be taken however to minimize neighborhood disruption and displacement of existing 
residents, as well as to ensure that safety issues are adequately addressed. 

5.1.5 Station Area Land Use 

Because the No Build Alternative represents the status quo, there would be no station 
vicinity land use impacts.  Development patterns would continue to reflect current 
trends.  Portions of the Southeast Corridor, especially outside of the CBD and east 
downtown areas, could experience difficulty attracting transit-supportive and 
pedestrian-oriented development and would become increasingly auto-dependent. 

This section considers the potential land use impacts within a quarter-mile radius of 
each station.  Land use adjacent to the LPA station areas is illustrated in Appendix I.  
Direct impacts, such as acquisitions and displacements resulting from construction of 
the LPA and build alternatives, are discussed in Section 5.14.  The most substantial 
development pressure in the corridor would be felt near the proposed stations.  
Generally, impacts from transit investment are seen within walking distance of 
stations, generally about a quarter of a mile with the primary impact being 
immediately adjacent to the station and diminishing with increasing distance.  Station 
locations with proposed parking will experience different kinds of land use impacts 
than station locations that would be accessed mainly by pedestrians.  Impacts within 
the corridor may also occur to a lesser extent between stations, depending on 
market conditions.  The impacts for each station area are discussed below.  The 
location of LPA station platforms and their relationship to adjacent properties is 
provided in the plan drawings in Volume 2 of this FEIS.  Detailed maps of land use in 
each station area are available in the New Starts application package that is 
available upon request from METRO. 

5.1.5.1 Smith Station 

The Smith Station at Capitol serves the downtown LRT and westbound BRT 
alignments.  The station serving the eastbound BRT alignment would be located at 
Smith and Rusk, one block south of Capitol.  The LPA does not include the Smith 
Station.  Land uses in this area are dominated by public, institutional, and office 
uses.  While there are few vacant or under-utilized parcels in the Smith Station area, 
the proposed station could lead to further development of street-level pedestrian-
oriented uses in existing buildings, adding to the vibrancy of the area.  Also, the 
proposed station could bolster efforts to expand and complete Bayou Place.  

5.1.5.2 Milam (Capitol)/Louisiana (Rusk) Stations - LPA 

The Milam (Capitol) Station serves the westbound bus rapid transit (BRT) route on 
Capitol under the LPA, while the station serving the eastbound BRT route on Rusk 
would be located at Louisiana.  Land uses in this area are dominated by public, 
institutional, and office uses.  While there are few vacant or under-utilized parcels in 
the Milam (Capitol)/Louisiana (Rusk) Station area, the proposed station would lead to 
further development of street-level pedestrian-oriented uses in existing buildings, 
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adding to the vibrancy of the area.  Also, the proposed stations would bolster efforts 
to expand and complete Bayou Place.  This station is proposed under the LPA only. 

5.1.5.3 Main Street Station and Fannin Station - LPA 

The Main Street Station at Capitol serves the downtown LRT and westbound BRT 
alignments.  The Fannin Station serves the westbound BRT route on Capitol under 
the LPA.  The station serving the eastbound BRT alignment, including the LPA, 
would be located at Main and Rusk, one block south of Capitol.  The Main Street 
station area and the Fannin Station area can be characterized as mixed-use, with a 
combination of office, commercial, and multi-family residential uses, along with 
vacant parcels typically used as surface parking lots.  The presence of the 
METRORail Red Line on Main Street and supporting investments has sparked 
redevelopment in the area.  The proposed Main Street and Fannin stations would 
enhance redevelopment activities and the intersection between the METRORail Red 
Line and the Southeast Corridor would likely experience an intensification of land 
uses and redevelopment of vacant or under-utilized parcels.  Redevelopment near 
the proposed Main Street and Fannin Stations are likely to follow recent trends in the 
area and be mixed-use in nature.  The proposed Main Street and Fannin Stations 
would further add to the growing pedestrian-orientation and vibrancy of this portion of 
the CBD.   

5.1.5.4 Austin (Capitol)/Caroline (Rusk) Stations - LPA 

The Austin (Capitol) Station serves the westbound BRT route on Capitol under the 
LPA, while the station serving the eastbound LPA BRT route on Rusk would be 
located at Caroline.  The Austin (Capitol)/Caroline (Rusk) Station area contains 
commercial and public uses, including multiple parking lots.  The proposed stations 
under the LPA would encourage redevelopment and intensification of land uses. 

5.1.5.5 Crawford Station 

The Crawford Station at Capitol serves the downtown LRT and westbound BRT 
alignments.  The station serving the eastbound BRT alignment would be located at 
Crawford and Rusk, one block south of Capitol.  The LPA does not include the 
Crawford Station.  The Crawford Station area contains mostly public and institutional, 
commercial, and vacant land uses (typically in the form of surface parking lots).  The 
proposed Crawford station would trigger redevelopment of vacant parcels and an 
intensification of land uses.  The proximity of Minute Maid Park and the convention 
center could lead to development oriented towards supporting those land uses and 
patrons, such as hotels, restaurants, and bars.  As land use intensifies and surface 
parking lots are redeveloped, parking garages with street-level uses may be 
constructed to fill gaps in parking supply. 

5.1.5.6 Chenevert (Capitol)/Jackson (Rusk) Stations - LPA 

The Chenevert (Capitol) Station serves the westbound BRT route under the LPA.  
The station serving the eastbound LPA BRT route on Rusk would be located at 
Jackson.  The Chenevert (Capitol)/Jackson (Rusk) Station area contains mostly 
public and institutional, commercial, and vacant land uses (typically in the form of 
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surface parking lots).  The Chenevert (Capitol)/Jackson (Rusk) Stations would trigger 
redevelopment of vacant parcels and an intensification of land uses.  The proximity 
of Minute Maid Park and the convention center would likely lead to development 
oriented towards supporting those land uses and patrons, such as hotels, 
restaurants, and bars.  As land use intensifies and surface parking lots are 
redeveloped, parking garages with street-level uses may be constructed to fill gaps 
in parking supply. 

5.1.5.7 North Hutchins (Capitol)/South Hutchins (Rusk) Station - LPA 

This station serving the LPA westbound BRT route would be located on Capitol at 
Hutchins and the station serving the LPA eastbound BRT route would be located on 
Rusk at Hutchins  The North Hutchins (Capitol)/South Hutchins (Rusk) Station area 
contains primarily light industrial and vacant parcels, with a growing presence of 
multi-family residential.  The station area would likely undergo substantial land use 
change because of its proximity to the CBD, the presence of the East Downtown 
TIRZ and the East Downtown Management District, and the emerging trend of 
development and redevelopment activity in the area.  Development of multi-family 
residential loft-style housing is likely in the station area, along with townhouses and 
supporting pedestrian-oriented uses and services. 

5.1.5.8 Dowling Station 

This station would be located on Capitol at Dowling.  The LPA does not include the 
Dowling Station.  The Dowling Station area contains primarily light industrial and 
vacant parcels, with a growing presence of multi-family residential.  The Dowling 
Station area would likely undergo substantial land use change because of its 
proximity to the CBD, the presence of the East Downtown TIRZ and the East 
Downtown Management District, and the emerging trend of development and 
redevelopment activity in the area.  Development of multi-family residential loft-style 
housing is likely in the station area, along with townhouses and supporting 
pedestrian-oriented uses and services. 

5.1.5.9 Leeland Station- LPA 

This station would be located on Scott Street at Leeland Street.  The Leeland Station 
area contains a mix of single-family residential, industrial, and commercial uses, with 
vacant parcels scatted throughout.  Several commercial properties line Scott Street 
between Leeland Street and IH-45, including service stations and auto-repair 
facilities.   

Despite a pedestrian-friendly street pattern, many of the land uses in the station area are 
auto-oriented.  Without a TIRZ to focus investment or any emerging development trends 
in the station area, transition of land uses in the area might be slower than some of the 
other station locations.  Redevelopment at this location might impact existing homes, 
though vacant parcels are available for potential development. 

5.1.5.10 Elgin Station- LPA 

This station would be located on Scott Street to the north of Elgin Street.  Land uses to 
the north of Elgin Street are primarily single-family residential and vacant.  This proposed 
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station would likely result in redevelopment of vacant parcels and intensification of land 
uses, and would spur proposals identified in the University of Houston Campus 
Development Plan to expand the university northwards on the east side of Scott Street 
to IH-45.  Redevelopment at this location might impact existing homes.  However, the 
absence of a TIRZ to focus investment or any emerging development trends in the area 
may result in a slower transition of land uses from private sector forces at the proposed 
Elgin station than some of the other station locations. 

5.1.5.11 Cleburne Station- LPA 

This station would be located on Scott Street to the north of Cleburne Avenue.  The 
Cleburne Station area is dominated by public and institutional land uses, with single-
family residential and commercial uses mixed in.  The UH is located at the northeast 
corner of Scott Street and Wheeler Street.  Development activity at the Cleburne 
Station would strongly influenced by institutional plans and investments by UH and 
TSU.  The University of Houston Campus Development Plan identified additional 
student housing to be located in the station area near the northwest corner of Scott 
and Wheeler Streets.  The plan identifies the west side of Scott Street as a location 
for a “college strip,” and the Cleburne Station could serve as a catalyst for such 
development to occur.  TSU’s planned expansion to Scott Street, with proposed 
academic and athletic facilities adjacent to Scott Street, will significantly change land 
use within the expansion zone.  Land use changes resulting from the station itself 
would likely to occur on non-public and institutional properties, and are likely to be 
supportive in nature of the populations of the two universities. 

5.1.5.12 Southmore Station 

This station would be located on Scott Street to the north of Southmore Street.  The LPA 
does not include the Southmore Station.  The Southmore Station area contains single-
family residential, public and institutional, and multi-family residential land uses.   The 
preponderance of deed/restricted, stable single-family residential neighborhoods as well 
as established institutional land uses (hospital, elementary school) indicates that land 
use change will be slow in the Southmore Station area.  Intensification of land use may 
occur on commercial parcels at the southwest corner of Scott Street and Southmore 
Street and to the north of the station on the west side of Scott Street.  However, land use 
change in general is less likely to occur at this station location relative to other station 
locations. 

5.1.5.13 Southeast Transit Center (Old Spanish Trail) 

This station would be located to the south of Old Spanish Trail at the METRO 
Southeast Transit Center, east of the intersection with Scottcrest Drive.  The LPA 
does not include the Southmore Station.  Land uses in the station area are generally 
characterized by commercial properties along Old Spanish Trail with single-family 
residential to the south of the commercial strip.  A block south of the intersection of 
Griggs Road and Old Spanish Trail along England Street is MacArthur Elementary 
School.  Vacant, industrial, and single-family residential parcels are mixed together 
to the east of the proposed station.  The proposed station would likely trigger 
redevelopment of vacant and under-utilized commercial and industrial parcels along 
the north side of Old Spanish Trail within the station area.  Opportunities for transit-
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oriented development exist in this location.  Infill opportunities exist to the east of the 
station.  Changes in land use would be slower in the single-family residential 
neighborhood to the south of the station.  The development potential of the proposed 
Southeast Transit Center Station could be enhanced by the Old Spanish 
Trail/Almeda Corridors TIRZ. 

5.1.5.14 Calhoun Station 

This station would be located on Griggs Road to the east of Calhoun Road.  The LPA 
does not include the Southmore Station.  The land uses in the Calhoun Road station area 
are typically commercial along Griggs Road with single-family residential uses generally 
behind this commercial strip.  The Calhoun Road Station area features longer block 
lengths than most other station areas, with some blocks in excess of 500 feet, which could 
limit pedestrian-oriented land uses.  Development and redevelopment opportunities are 
available on vacant and under-utilized land within the station area and these properties 
could become multi-family residential and commercial land uses.  Land use changes are 
less likely in the single-family neighborhoods behind the Griggs Road commercial strip.  
Station area development potential may be enhanced by the Old Spanish Trail/Almeda 
Corridors TIRZ. 

5.1.5.15 Palm Center Station – LPA 

This station would be located on Griggs Road to the west of Beekman Road.  Land 
uses in the station area generally feature commercial, public and institutional, and 
multi-family residential along Griggs Road with single-family residential 
neighborhoods behind.  On the southeast corner of Griggs Road and Martin Luther 
King Boulevard is the Palm Center, a multi-service center owned by the City of 
Houston.  A 325-space park-and-ride facility is proposed on the Palm Center site.  
The facility would be located on the portion of the site adjacent to Beekman Road.   

The proposed Palm Center Station is likely to attract redevelopment of under-utilized 
parcels on the north side of Griggs Road in the station area.  Multi-family and 
commercial uses are likely to develop in this location.  While the block lengths (in 
excess of 500 feet) are not particularly supportive of pedestrian-oriented 
development, opportunities exist to orient redevelopment in a pedestrian-friendly 
manner while accommodating automobile traffic and parking.  Land use changes are 
less likely in the single-family neighborhoods behind the Griggs Road commercial 
strip.  Station area development potential may be enhanced by the Old Spanish 
Trail/Almeda Corridors TIRZ.  The City of Houston has proposed a park on the 
opposite side of Beekman Road from Palm Center. 

5.1.5.16 East University Station – LPA 

This station would be located on Wheeler Street at University Oaks, serving the UH 
campus.  This station is near the Moody Towers Residence Halls, the largest student 
housing complex on the UH campus, with accommodations for over 1,100 students.  
The residence halls consist of two 18-story buildings.  The Hilton College Building is 
also nearby and includes offices for student services, undergraduate admissions, 
graduate programs, and other administrative services.  Campus parking lots are 
located on both the north and south sides of Wheeler Street.  While land use 
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changes are not anticipated on the UH campus, the proposed station would enhance 
mobility for UH students, faculty, and staff, and would encourage pedestrian-friendly 
development in the surrounding area. 

5.1.5.17 MacGregor Park Station – LPA 

This station would be located on Martin Luther King Boulevard at Old Spanish Trail.  
This station would provide access to MacGregor Park, a large recreation area north of 
Old Spanish Trail.  The station would be constructed in a predominantly commercial 
area south of Old Spanish Trail under the Wheeler-MLK Alignment Option.  Under the 
LPA, the station would be constructed at the intersection of Martin Luther King 
Boulevard and Old Spanish Trail.  Residential neighborhoods are present in the blocks 
to the east and west of Martin Luther King Boulevard in this area.  The proposed station 
is likely to encourage the redevelopment of underutilized parcels south of Old Spanish 
Trail and to promote pedestrian-oriented land uses and development patterns.   

5.1.6 Emerging Trends 

Emerging trends in the Southeast Corridor can be identified by considering recent 
development activity.  Table 3-2 in Chapter 3 provides information on building permits 
issued between 2001 and 2003 along a typically half-mile corridor centered on the LPA 
and build alternative alignments.  During that period, the total value of new development 
and redevelopment in the Southeast Corridor was nearly $486 million. 

With the recent interest in redevelopment in the CBD, the area to the east of downtown, 
and the Old Spanish Trail/Griggs Road intersection, the increasing appeal of loft 
development and more urban residential experiences in Houston, the presence of 
special districts to focus investment and enhance development, and the availability of 
vacant land, the Southeast Corridor can be expected to undergo continued 
transformation and capitalize on these trends over the up-coming years.  The Southeast 
Corridor will also benefit from the trend of institutional expansion at UH and TSU. 

The No Build Alternative would not impact current development trends in the 
Southeast Corridor.  The LPA and build alternatives would support continued 
development and redevelopment activity along the corridor, and that activity could 
become more intense and focused around stations once the locations are more 
defined.  The alternatives would help to drive the trends, and redistribute regional 
growth along the corridor, though it will not likely trigger new regional growth.  The 
build alternatives could also benefit development activity along the METRORail Red 
Line as they provide more destinations accessible from the station areas. 

5.1.7 Mitigation Measures 

Some positive development and redevelopment may occur as a result of the proposed 
fixed-guideway transit.  However, neighborhood impacts may also occur.  Consideration 
of potential impacts on land use will continue throughout the study and design of the 
proposed fixed-guideway alignment and station locations under the LPA, with a view to 
minimizing negative impacts. 

Mitigation measures would include the following: 
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• Design station locations to be respectful of the primary land use in the 
surrounding area.  For example, in primarily low-density residential areas, 
stations would be designed to be less obtrusive so that impacts on adjacent land 
uses are minimized.  In areas that are best suited for redevelopment and 
intensification, stations would be appropriate in scale, and designed in 
conjunction with adjacent developments.  

• Incorporate public art elements into the station design. 

• Meet with local neighborhood and community groups regarding stations. 

• Make safety a priority with the design and operational planning, being especially 
diligent where there are schools, churches, and senior housing in proximity to the 
proposed alignment. 

• Institute appropriate neighborhood traffic measures to help prevent conflict 
between cars and the fixed guideway. 

• Develop the park-and-ride lot to allow for safe pedestrian access along the 
streets that the lot abuts.   

5.2 Socioeconomic Impacts 
This section describes potential socioeconomic impacts of the No Build and build 
alternatives and the LPA.  Impacts addressed include those related to environmental 
justice, employment and economic impacts, and impacts on the cohesion of 
neighborhoods and community facilities and services. 

5.2.1 Environmental Justice 

This section describes potential impacts to minority and low-income communities.  
Executive Order 12898, Federal Actions to Address Environmental Justice in 
Minority Populations and Low-Income Populations, requires that the potential for the 
proposed project to create disproportionately high and adverse impacts on minority 
and low-income populations with respect to human health and the environment be 
evaluated.  Throughout the development of this project, METRO has met with 
numerous neighborhood and community groups in the study area and/or their 
representatives, providing public involvement opportunities that included meaningful 
access to public information concerning environmental impacts, and input solicited 
from affected minority and low-income populations in considering alternatives during 
the planning and development of alternatives and decisions.  

Because of the diverse demographic characteristics of the study area and the City 
of Houston, some low-income and/or minority communities would be affected by 
the proposed project.  Many low-income and/or minority neighborhoods are 
adjacent to the proposed alignment.  This proximity would expose homes and 
businesses that abut the alignment to potential impacts.  The primary potential 
impacts would be related to increased noise levels, displacement of homes and 
businesses, and visual changes.   

The proposed project would not result in disproportionately adverse impacts on low-
income and minority communities and businesses.  Although the adverse effects that 
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would occur would be predominantly borne by the minority and low-income 
populations, these effects are not appreciably more severe or greater in magnitude 
than adverse effects upon the non-minority population and/or the non-low-income 
population.  As with any major transportation project, it is likely that residents within 
the project area would endure some impact because of the construction and 
operation of the proposed transit project.  In addition, the LPA and build alternatives 
would provide offsetting benefits and opportunities that would enhance minority and 
low-income communities, neighborhoods, and individual quality of life. Among the 
positive effects of the project for all residents in the study area are enhanced mobility 
options, greater access to local jobs and non-job opportunities such as educational, 
shopping, and entertainment activities, and potential economic development and 
redevelopment in communities along the project corridor.   

5.2.1.1 Environmental Justice Considerations 

In assessing compliance of the proposed project with the intent of Executive Order 
12898 regarding environmental justice, there are three major considerations: 

• Whether the project provides transit service equity; 

• Whether any potential adverse impacts would be disproportionately borne by 
low-income and minority communities; and 

• Whether low-income and minority communities have had opportunities to actively 
participate in the planning of the project. 

The environmental justice analysis of minority or low-income populations includes 
evaluation of the potential for creating:  

• Adverse impacts to human health;  

• Adverse environmental impacts to natural resources; and  

• Impacts that would adversely impact the stability and economic and social 
functioning of a community or neighborhood.   

This analysis must ask whether any disproportionate adverse project impacts would 
affect minority or low-income areas relative to other areas.   

5.2.1.2 Potential for Disproportionate Impacts 

The following section addresses potential adverse effects that may result from the 
fixed guideway transit project that are of interest to the question of environmental 
justice.  The No Build Alternative would not cause adverse impacts related to human 
health, natural resources, or social and community issues for any community. 

Adverse effects under the LPA and build alternatives would fall on low-income and 
minority populations since they constitute the groups that live throughout substantial 
segments of the transit alignments.  However, mitigation measures for impacts 
discussed in other sections of this chapter will reduce or eliminate the adverse effects.  
In view of the considerable project benefits and local support for implementing the LPA 
and build alternatives the adverse effects would not be disproportionate to the 
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improved transit service, increased mobility, and connections with major corridor 
activity centers, economic gains, and overall improvement in environmental quality that 
the build alternatives would offer.  Community outreach and public involvement 
programs would continue to involve the traditionally under-represented populations 
through preliminary engineering, final design, and construction of the project. 

Human Health Issues 

The LPA and build alternatives would not result in disproportionate adverse impacts 
related to air pollution, noise and vibration, water quality, or exposure to soils 
contamination.  An overview of each issue related to human health is described 
below. 

• Air Pollution – The LPA and build alternatives would not cause or exacerbate a 
violation of the National Ambient Air Quality Standards (NAAQS) in the study 
area. 

• Noise and Vibration – No noise or vibration impacts would result from the LPA or 
BRT Alternatives.  No severe noise impacts are expected to result from 
implementation of the LRT Alternative.  However, under the LRT Alternative, five 
residential units in or near downtown would experience noise impacts and under 
the Wheeler-MLK alignment option 32 residential units would experience noise 
impacts resulting from audible warning devices (bells and whistles) at grade 
crossings.  Vibration impacts for the LRT Alternative could occur at 40 residential 
units and at Jones Hall and the Incarnate Word Academy.  Mitigation measures 
to minimize noise and vibration impacts are described in Section 5.4.1.  Because 
these impacts can be sufficiently mitigated, no disproportionately high or adverse 
visual impacts are expected to affect low-income or minority communities. 

• Water Quality – Surface waters of Brays Bayou could experience temporary 
increase in turbidity from erosion and sedimentation during bridge construction.  
Groundwater could also be exposed to runoff from the project construction site.  
Water quality, however, would be protected in accordance with best-management 
practices for storm water management and sediment control.  Thus, the proposed 
project is not expected to adversely affect water quality for this area.   

• Contamination – Most of existing contaminated sites in the project area are 
disbursed throughout the study area and are not concentrated in low-income and 
minority neighborhoods.  A detailed discussion of identified sites is provided in 
Section 5.12.  Known sites along the corridor will be investigated further and 
appropriate mitigation developed to prevent exposure of workers or adjacent 
properties to potential contaminants.  Federal and state disposal requirements 
will be applied to all pre-existing contaminants affected by the proposed project.  
Thus, the proposed project is not expected to expose any communities along the 
alternative alignments to soil contaminants. 

Destruction of Aesthetic Values 

Minimal visual impacts would result from the introduction of new transit vehicles, 
transit guideway, stations, and park-and-ride lots and the removal of existing 
vegetation.  Implementation of the LRT Alternative would also introduce overhead 
power supply lines that could potentially diminish aesthetic value of historic sites, 
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MacGregor Park, and other areas.  The guideway throughout the study area would 
be located within an existing transportation corridor, thus minimizing visual impacts 
to the surrounding environment.  Landscaping would be used to further reduce 
potential visual impacts.  The stations under the LPA and build alternatives would 
also provide an opportunity to enhance the visual quality of the area and reflect the 
historical character of the Third Ward neighborhoods.  A potential visual impact could 
result from installation of traction power substations for the LRT Alternative, but 
design treatments could be used to make the substations blend into the area.  The 
storage yard and maintenance center would be located within an existing industrial 
land use area and visual impacts are not anticipated.  Specific mitigation measures 
are described in Section 5.6.  No disproportionately high or adverse visual impacts 
are expected to affect low-income or minority communities.   

Diminished Community Cohesion; Reduced Access to Public and Private 
Facilities and Services; and Exclusion, Isolation, or Separation 

The integrity of the communities along the corridor would not be adversely affected 
by the LPA and build alternatives.  The alternatives would not have barriers that 
would prohibit vehicular or pedestrian crossings except at non-signalized 
intersections along the fixed-guideway alignment where crossings would be diverted 
to signalized intersections for reasons of safety.  Except for site-specific 
displacements (project relocations of occupying owners or tenants), the basic 
structure of the business and residential communities throughout the project corridor 
would remain intact.  This basic structure could be enhanced by the transportation 
benefits of the enhanced transit service.  Thus, implementation of the proposed fixed 
guideway transit project would not adversely affect community cohesion.  Access to 
public and private facilities and services (schools, churches, shopping, and 
emergency services) would not be adversely affected.  The proposed transit project 
would result in increased accessibility, such that improved access to local services 
for communities could result.   

Diminished Economic Viability and Diminished Employment Opportunities 

Employment opportunities for minority and low-income communities would not be 
negatively affected by the LPA or build alternatives.  Short-term construction related jobs 
and long-term employment created by improved access would be a benefit to the entire 
community.  Specific business displacements and relocations would affect individuals, 
but would not undermine the economic base of these communities.   

Improved transportation options would increase access to potential employment.  
The proposed project would provide new job opportunities and new access to local 
employment opportunities for all communities within or near the project alignments.  
The economic and employment disadvantages of the proposed project would not be 
disproportionate since there would be additional employment access benefits.  The 
project’s business displacements would not inequitably focus on businesses with 
high minority or low-income employment. 
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Traffic Congestion and Impairment to Mobility 

If the LPA or build alternatives were implemented, localized roadway impacts would 
be expected at non-signalized intersections along Scott Street, Griggs Road, and 
Martin Luther King Boulevard because guideway in the median of those roadways 
would physically block left-turn movements as well as cross traffic.  Traffic that 
currently makes these movements would need to divert to adjacent signalized 
intersections.  While this diversion of traffic is not anticipated to be substantial, the 
diverted traffic volumes would increase traffic at signalized intersections along the 
proposed alignments.  However, the impact is not expected to be disproportionately 
high or adverse on low-income or minority communities.   

Displacements 

Table 5-1 identifies the number of estimated housing unit and resident displacements 
under LPA and build alternatives and the percentage of the displacements that are 
from minority and low-income communities. 

Table 5-1.  Displacement Impacts on Minority and Low Income Communities 

Estimated Relocations Socio-Economic Characteristics

Build Alternatives 
Housing 

Units Residents 
Percent 
Minority 

Percent 
Low-Income 

LRT Alternative 
LRT with Base Alignment Option  91 204 92% 38% 
LRT with Wheeler-MLK Alignment 
Option 64 144 92% 42% 

BRT Convertible and BRT Alternatives 
BRT Convertible and BRT with 
Base Alignment Option  62 139 93% 35% 

BRT Convertible and BRT with 
Wheeler-MLK Alignment Option 35 79 94% 39% 

LPA 35 79 94% 39% 

Source:  Parsons Brinckerhoff, 2006. 

The LRT Alternative with the base alignment option could result in the relocation of 
91 housing units and approximately 204 residents.  Of these residents, 
approximately 92 percent are minorities and 38 percent are low-income.  The LRT 
Alternative with the Wheeler-MLK alignment option would result in the relocation of 
64 housing units and approximately 144 residents.  Of these, 92 percent of the 
residents are minorities and 42 percent are low-income.   

The BRT Convertible and BRT Alternatives with the base alignment option would 
result in the relocation of 62 housing units and approximately 139 residents.  Of 
these residents, approximately 93 percent are minorities and 35 percent are low-
income.  The LPA and BRT Convertible and BRT Alternatives with the Wheeler-MLK 
alignment option would result in the relocation of 35 housing units and approximately 
79 residents.  Of these residents, approximately 94 percent are minorities and 39 
percent are low-income. 
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These displacements would not adversely affect the stability of the associated low-
income or minority neighborhood but would require special attention to ensure that 
the housing needs of the households displaced are adequately met.  Comparable 
housing is available in the study area.  A preliminary assessment of the area identified 
over 100 properties currently for sale of varying values, sizes, and amenities.  METRO 
would develop and adopt a Relocation and Assistance Plan in accordance with the 
Federal Uniform Relocation Assistance and Real Property Acquisitions Act of 1970.  
METRO will work with displaced households to identify replacement households of 
comparable size, amenities, and value in their home community.  The City of Houston 
Housing Authority has a federally funded Low Rent Public Housing Program that 
provides quality, affordable housing for families, seniors, and persons with disabilities.  
According to the City of Houston Housing Authority, all applicants are usually relocated 
in a decent, safe, and sanitary home within sex to nine months.  METRO has two 
teams of relocation agents who will assist each applicant. 

As a secondary impact, the project would result in redevelopment of property in the 
corridor, particularly around station areas.  Increased development potential would result 
in higher residential property values and taxes, and development of higher-priced 
housing units.  Areas of low-income housing could be affected by gentrification trends, 
particularly in the Third Ward neighborhood between IH-45 and the UH area.   

5.2.1.3 Transit Service Equity 

Transit service equity is the extent to which the proposed transit project provides 
service to various population groups in the area, particularly low-income and minority 
residents.  Persons served by the LPA and build alternatives are defined as those 
living within a one-quarter mile radius of proposed station locations.  This section 
compares the population served by stations under the LPA and build alternatives to 
the total study area population. 

Table 5-2 lists the total population, low-income, and minority populations for the areas 
within one-quarter mile of proposed LRT/BRT stations and the percent of the study area 
population that this represents, using the available 2000 Census numbers.  The 
proposed LRT and BRT station locations for the LPA and build alternatives are identical 
throughout most of the proposed alignments; however, the downtown BRT stations, 
including the LPA stations, would be located on both Capitol and Rusk Streets. 

Table 5-2.  Population Served – Service Equity 

Total Population Minority Low-Incomea 

Build Alternatives 

1/4 Mile 
from 

Station 

Percent of 
Study Area 

Total 
Population 

1/4 Mile 
from 

Station 

Percent of 
Study Area 

Minority 
Population 

1/4 Mile 
from 

Station 

Percent of 
Study Area 

Low-Income 
Population 

Base Alignment 12,979 11 11,139 86 3,900 30 
Wheeler-MLK Alignment Option 12,330 10 10,493 85 3,709 30 
LPA 12,330 10 10,493 85 3,709 30 
Total Study Area 123,249 100 112,206 91 40,672 33 

Source:  2000 Census 
a Low-income are persons below poverty level as defined by the U.S. Census Bureau.  
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Approximately 11 percent of all people residing within the study area live within one-
quarter mile of the of the station locations under the build alternatives with the base 
alignment option.  A slightly lower percentage of residents in the study area would 
live within one-quarter mile of the stations in the build alternatives with the Wheeler-
MLK alignment option and LPA (10 percent).  Approximately 86 percent of study 
corridor residents within in the station areas are minorities, with Black or African-
American and Hispanic or Latino residents comprising the largest proportions of the 
population under the build alternatives with the base alignment option.  The 
proportion of minority residents is similar under the Wheeler-MLK alignment option 
and LPA (85 percent).    

The population within the station areas is approximately 30 percent low-income, for 
both the LPA and build alternatives with the base alignment and Wheeler-MLK 
alignment option.  This poverty rate is slightly lower than the 33 percent poverty rate 
for the study area as a whole.  These enhanced transportation services would 
provide increased mobility options and access within the study area as well as to and 
from low-income and minority communities.   

5.2.2 Economic Impacts 

Implementation of the LPA and build alternatives would provide several direct, 
indirect, and induced economic benefits related to construction and on-going 
expenditures for operations and maintenance (O&M) of the system.  These effects 
would be realized to varying degrees throughout the region in terms of increased 
economic output, employment, and earnings.  Other economic impacts relate to 
impacts on the local property tax base from removal of properties from the tax roles 
and increases in property taxes from increased development around stations. 

5.2.2.1 Impacts of Construction Spending 

Economic impacts of construction spending include the number of jobs that would be 
added to the local economy as a result of building the proposed fixed-guideway 
alignment.  The estimate of construction spending impacts is based on the following 
typical project assumptions: 

• Total costs for the LPA is estimated at $155.7 million in 2006 dollars.  Costs for 
the build alternatives with the base alignment option are estimated at $361.1 
million for the LRT Alternative, $223.7 million for the BRT Convertible Alternative, 
and $182.7 for the BRT Alternative.  Total costs for the build alternatives with the 
Wheeler-MLK alignment option are estimated at $329.0 million for the LRT 
Alternative, $191.0 for BRT Convertible Alternative, and $155.7 for BRT 
Alternative (METRO, 2006). 

• An estimated 65 percent of the total project cost is construction related, and 35 
percent is associated with administration, insurance, and engineering services. 

• An estimated 40 percent of construction costs fund labor and 60 percent are 
used for materials and equipment. 

• The typical construction wage is approximately $35 per hour. 
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• Construction of the project would last three to four years (depending on funding 
availability.) 

As shown in Table 5-3, the LPA would include $101.21 million in labor costs, which 
would translate into 185 construction jobs per year for three years.  Average 
construction jobs per year under the build alternatives would range from as high as 
430 for the LRT Alternative with the base alignment option to 218 under the BRT 
Alternative with the Wheeler-MLK alignment options.  The No Build Alternative would 
have no impact on construction employment in the corridor. 

Table 5-3. Employment Impacts of Construction Spending (Millions 2006 Dollars) 

Build Alternatives with Base 
Alignment Option 

Build Alternatives with  
Wheeler-MLK Alignment Option 

 
No 

Build LRT 
BRT 

Convertible BRT LRT 
BRT 

Convertible LPA 
Total Costs $0 $361.10 $223.70 $182.70 $329.00 $191.00 $155.70
Construction Costs $0 $234.72 $145.41 $118.76 $213.85 $124.15 $101.21
Labor Costs $0 $93.89 $58.16 $47.50 $85.54 $49.66 $40.48
Jobs 0         430          266          218          392          227          185  

Source:  METRO and Parsons Brinckerhoff, 2006. 

5.2.2.2 Impacts of Operations Spending 

Potential impacts of operations spending include additional employment for vehicle 
operators and maintenance of equipment and station areas.  The No Build 
Alternative would have no impact on operations spending.  The LPA and build 
alternatives would have a modest impact on the number of jobs related to operation 
and maintenance of the transit system.  It is estimated that the LPA and build 
alternatives would have approximately 350 more weekday vehicle hours than the No 
Build Alternative.  Meeting this increased level of service would require the addition 
of about 100 employees.  While staff would be needed to operate and maintain the 
new service, this impact would be somewhat offset by the reduction in bus service to 
the corridor and associated staffing needs.    

5.2.2.3 Impacts on Property Taxes 

The conversion of private property to public right-of-way would result in a short-term, 
but relatively minor, decline in the local property tax base, with the removal of the 
property from the tax rolls.  Table 5-4 shows the approximate value of private 
property that would be acquired for the LPA and build alternatives and the 
corresponding loss of assessed property value that Harris County and the City of 
Houston would experience in the short term.   

The loss of assessed property value was calculated based upon acquisition of 
whole parcels; therefore, partial acquisitions (which are not precisely known at this 
level of engineering) were not directly included as a potential loss to the property 
tax base.   
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Table 5-4.  Loss of Assessed Property Value 

Assessed Property Value Loss  

Item 

2003 Assessed 
Property Value 

in the Study 
Area 

LRT 
Alternative 
with Base 
Alignment  

LRT 
Alternative 

with Wheeler-
MLK 

Alignment 
Option 

BRT 
Convertible 

and BRT 
Alternatives 
with Base 
Alignment  

BRT 
Convertible 

and BRT 
Alternatives 

with Wheeler-
MLK 

Alignment 
Option LPA 

Residential $1,697,574,380  $3,712,670 $853,710 $3,534,480 $675,520 $675,520
Commercial $4,243,321,040  $5,742,330 $4,634,790 $3,346,340 $2,238,800 $2,238,800
Industrial $426,695,439  $120,140 $111,390 $8,750 $0 $0
Total Value $6,367,590,859  $9,575,140 $5,599,890 $6,889,570 $2,914,320 $2,914,320
Share of total revenue from 
property tax 0.15% 0.09% 0.11% 0.05% 0.05% 

Source: METRO and Parsons Brinckerhoff, 2006.   

The value of the property to be acquired was determined through the use of the 
geographic information system (GIS) database obtained from the City of Houston.  
Appraised value is based on 2003 property appraisal conducted by Harris County.  
While these are not inconsequential losses, they must be considered in light of the 
total assessed value of real estate within the study area.  For 2003, the County 
appraised real property at a value of $6,367,590,859 in the study area.  The amount 
of property tax base that would be lost under the LRT Alternative with the base 
alignment would be about 0.15 percent of the County’s 2003 assessed property 
value within the study area.  Property acquisitions under the LRT Alternative with the 
Wheeler-MLK alignment option would result in the loss of about 0.09 percent of 
assessed property within the study area.  Under the BRT Convertible and BRT 
Alternatives with the base alignment, property acquisitions would result in the loss of 
approximately 0.11 percent of assessed property within the study area.  Under the 
BRT Convertible and BRT Alternatives with the Wheeler-MLK alignment option, as 
well as the LPA, property acquisitions would result in the loss of approximately 0.05 
percent of assessed property within the study area. 

The initial loss to the tax base would begin in the first year of project construction.  
Possible increases in property tax revenues as a result of increased development 
activity around rail stations or higher property values along the line would not be 
expected to occur until near, or after the completion of the construction phase.  This 
is expected to more than offset the property value loss from the acquisition of 
properties for public use.   

5.2.3 Neighborhoods, Community Facilities and Services 

This section discusses anticipated impacts on neighborhood and community facilities 
from the No Build and build alternatives and the LPA. 
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5.2.3.1 Community Facilities 

Community facilities and services include educational facilities; places of worship; 
health care facilities; public safety facilities (i.e. police, fire, and rescue); cultural 
facilities (i.e. libraries, museums, or theaters); park/recreation areas; and government 
agency buildings.  As discussed in Section 3.2.3, many of these facilities are located 
throughout the study area and contribute to the social welfare of the local 
communities.  Impacts to parks are evaluated in Section 5.10, Parklands and Other 
Section 4(f) Properties.  Impacts to police and fire stations are discussed in Section 
5.13, Safety and Security. 

The No Build Alternative would not change existing conditions at community facilities 
in the study area. 

The LPA and build alternatives would provide increased accessibility to community 
facilities within the study area, while resulting in few anticipated negative impacts.  
The build alternatives would require additional right-of-way along Scott Street near 
the intersection of Ruth Street.  This acquisition would result in a partial displacement 
of parking and front yard area for the William A. Lawson Christian Life Center, which 
offers meeting space and educational training for members of Wheeler Avenue 
Baptist Church, and as well as front yard space for Wheeler Avenue Baptist Church 
Community Life Center, which offers medical services and meeting spaces.  The 
LPA and build alternatives would require additional right-of-way along Griggs Road 
near the intersection of Martin Luther King Boulevard.  This acquisition would remove 
parking spaces adjacent to Griggs Road in the Palm Center community center, which 
also includes the Young Public Library.  The removal of these parking spaces would 
have a minimal effect on the Palm Center and the Young Public Library because of 
the large size of the parking lot. 

5.2.3.2 Neighborhoods 

The No Build Alternative would not change the existing character of neighborhoods and 
communities in the project area; therefore, no impacts to the study area’s neighborhoods 
would be anticipated as a result of the No Build Alternative.  The LPA and build 
alternatives have the potential to create additional barriers in some locations; although 
throughout much of the study area the alternatives are within or adjacent to major streets 
that currently serve as edges of existing neighborhood areas.   

As discussed in Section 3.2.3.1, and shown in Figure 3-4 in Chapter 3, there are 
eight Super Neighborhoods identified in the study area.  This section describes the 
potential impacts to these 11 Super Neighborhoods under the LPA and build 
alternatives.  Relocation of businesses and residents are discussed in Section 5.3, 
Acquisitions and Displacements/Relocations.   

• Downtown – Downtown is the primary commercial center of Houston, although 
an increasing number of residences are being built or developed through the 
adaptive reuse of older structures, in addition to large-scale redevelopment 
efforts.  The proposed (LRT, BRT, or LPA) alignment would be within existing 
right-of-way along Capitol and Rusk; therefore, no displacement or relocations 
within this neighborhood would occur.  There are three proposed stations within 
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the downtown neighborhood for the build alternatives and five proposed stations 
within the downtown neighborhood for the LPA.  The LPA and build alternatives 
would encourage additional growth of the existing street-level retail uses.  This 
new accessibility could also act as a catalyst for the utilization of underused 
space in the upper floors of commercial buildings.  Although the proposed project 
runs through the heart of the area, no physical division or isolation would occur 
since the line would be built within existing right-of-way and the building elevation 
of the surrounding structures would overshadow any potential barrier effect.  
Greater access and mobility provided by the build alternatives are anticipated to 
support the existing business activity within the existing community without 
significantly changing the overall neighborhood. 

• Second Ward – Although this neighborhood is located in the study area for the 
project, the proposed fixed-guideway service would not extend into the Second 
Ward neighborhood.  Rather, the proposed service runs adjacent to the Second 
Ward as it crosses from downtown southward into the Greater 
Eastwood/Lawndale neighborhood.  The sections of Second Ward closest to the 
LPA and build alternatives are mostly utilized as industrial space, with residential 
uses toward the interior of the neighborhood.  Greater access and mobility 
provided by the proposed transit service is anticipated to support the land uses 
within the existing community without significantly changing the overall 
neighborhood. 

• Greater Eastwood/Lawndale – Within the Greater Eastwood/Lawndale 
neighborhood, the areas adjacent to the proposed fixed-guideway corridor are 
utilized by predominately industrial uses with a few residences.  Neither the LPA or 
build alternatives would use existing roadway and would require right-of-way and 
property acquisition starting at the intersection of Nagle and Capitol extending 
southward to the intersection of Polk Street and Scott Street.  The barrier effect 
from the alignment would be minimal because of the nature of industrial land uses 
and the fact that the LRT storage and maintenance facility would be adjacent to the 
Burlington Northern Santa Fe Railway (BNSF) tracks, while the social interactions 
among residents and pedestrians in the remainder of the neighborhood would not 
be adversely affected by the project.  Greater access and mobility provided by the 
LPA and build alternatives are anticipated to support the land uses within the 
existing community, without substantially changing the overall neighborhood. 

• Greater Third Ward – The Greater Third Ward contains TSU and Riverside 
Hospital, in addition to many small frame and “shotgun” style residences 
throughout the neighborhood.  The two stations proposed to serve the Greater 
Third Ward neighborhood would improve general accessibility for the 
neighborhood residents as well as the commercial uses and community facilities 
within the area.  As a result of right-of-way acquisition, several residences and 
retail uses would be relocated.  The relocation of these retail services, though 
important to owners, employees, and patrons, would not substantially alter the 
overall character of the neighborhood.  Greater access and mobility provided by 
the LPA and build alternatives are anticipated to support these existing 
neighborhood functions without changing the overall neighborhood. 

• Gulfgate Riverview/Pine Valley – Although this neighborhood is located in the 
study area for the project, the proposed light rail service would not extend into 
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the Gulfgate Riverview/Pine Valley neighborhood.  The sections of Gulfgate 
Riverview/Pine Valley closest to the LPA and build alternatives are mostly as 
single-family residential uses, separated by older highways.  Greater access and 
mobility provided by the proposed transit service is anticipated to support the 
land uses within the existing community without changing the overall 
neighborhood. 

• MacGregor – The MacGregor neighborhood is dominated by residential uses 
with some commercial and multi-family housing interspersed within the area.  As 
a result of right-of-way acquisition, several residences and retail uses would be 
relocated.  The proposed stations would provide greater access and mobility to 
the residents in this area, and could encourage commercial redevelopment.  
Overall, the LPA and build alternatives are anticipated to support these existing 
neighborhood functions without basically changing the overall neighborhood. 

• Old Spanish Trail/South Union – The Old Spanish Trail/South Union neighborhood 
includes both residential and commercial uses.  Within the Old Spanish Trail/South 
Union neighborhood, the LPA and build alternatives would use existing roadway 
right-of-way and would require very little right-of-way and property acquisition, 
which would result in minimal impact to overall neighborhood cohesion.  There are 
two stations proposed within this neighborhood under the build alternative with the 
base alignment option.  Greater access and mobility provided by the LPA and 
build alternatives are anticipated to support the land uses within the existing 
community without changing the overall neighborhood. 

• Golfcrest/Belfort/Reveille – Although this neighborhood is located in the study 
area for the project, the proposed fixed guideway service would not extend into 
the Golfcrest/Belfort/Reveille neighborhood.  The sections of Golfcrest/Belfort/ 
Reveille closest to the LPA and build alternatives include suburban 
neighborhoods as well as industrial sites.  Greater access and mobility provided 
by the proposed METRO service is anticipated to support the land uses within 
the existing community without changing the overall neighborhood. 

5.2.3.3 Mitigation Measures 

The impacts on community facilities and neighborhood cohesion from the LPA are 
anticipated to be minimal.  Educational awareness programs would alert residents to 
the presence of fixed-guideway service and vehicles.  Proper vehicular traffic control 
devises, such as signage and traffic signals, will be installed at all crossings of the 
fixed guideway. 

5.3 Acquisitions and Displacements/Relocations 
Displacement/relocation results from right-of-way acquisition that requires permanent 
removal and relocation of existing land uses, and addresses both owners and tenants 
at the time of acquisition.  The No Build Alternative would not require the acquisition of 
additional right-of-way and therefore would not require the relocation of any 
commercial, residential, or other uses.  The LPA and build alternatives are expected 
to require the acquisition of private property.  In some cases, the project would require 
only a partial acquisition and in other cases, the project would require acquisition of the 
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entire parcel.  As a result of the whole parcel property acquisitions, the LPA and build 
alternatives are expected to displace residences and businesses along the alignment.   

5.3.1 Property Acquisitions and Relocations 

Table 5-5 identifies the estimated number of parcels that would be acquired under 
the LPA and the build alternatives with the base alignment (i.e., Scott Street and 
Griggs Road) and Wheeler-MLK alignment options.  The table also identifies the 
estimated number of residential, business, and other units that would be relocated as 
a result of acquiring the parcels for each alignment segment.   

Figure 5-1 shows the location of displacements along the proposed LPA alignment from 
downtown to Beekman Road.  Appendix J lists the parcels to be acquired under the LPA 
by address.  The plan drawings (see Volume 2 of the FEIS) showing existing and 
proposed right-of-way lines and property boundaries were used to determine parcel 
acquisitions for the LPA.  During the final design of the project, efforts will be made to 
minimize impacts to individual parcels and the need for some of the relocations. 

Figure 5-1.  Location of Relocations under the LPA 

 
Source:  Parsons Brinckerhoff, 2006. 


