Downtown Brooklyn

Surface Transit Circulation Study

4. EXISTING SURFACE TRANSIT AND TRAVEL CHARKRGSTERIST

4.1 CORRIDOR IDENTIFICATION

To facilitate analysis of the Core Study Astadfooorridors were identified within Dowoddiym Br
that reflect not only distinct areas and cktcactdrithe urban core, but also differingiarircula
patterns and travel needs. These four correlorgially identified through discussion pritjeities
Steering Committee, comprised of representatives of the Downtown BrsioklyNé&arifork City
Transit, the New York City Department of Transportation, andutlyeT@éRS. SThe four corridors
identified include the following:

JayStreet/Adams Street/Cadman Plaza Corridor
Fulton Street/Livingston Street Corridor

Atlantic Avenue Corridor

Flatbush Avenue Corridor

These corridors all feature a significant arsorfateftransit service. Table 22 shows drejredu
peak period buses at representative stops etitborredor.

Table 22 - Buses per Hour at Key Stops in Corridors
Average Buses Per Peak Hour

Corridor Stop # of Bus AM Peak PM Peak

Routes

Downtown| Downtown| Downtown| Downtown

Jay Street / Adams Street|/ Joralemon St &

Cadman Plaza Court St 8 63 57 67 67
Fulton Street / Livingston Stfeet Fulton St & 5 43 39 45 44
Hoyt St
o ivingston St &
Fulton Street / Livingston Stree't‘ Hoyt St 5 34 30 37 39
. Atlantic Ave &
Atlantic Avenue Flatbush Ave 4 30 28 35 36
Flatbush Avenue Livingston St& g 34 30 37 39

Flatbush Ave

Jay Street/Adams Street/Cadman Plaza Corridor

The Jay Street/Adams Street/Cadman Plaza eoerddy guns in a north-south orientation and is
bounded by Red Cross Place adjacent to thenpstty the Brooklyn Bridge on the north, Jay Street
on the east, Cadman Plaza West on the westhaodwehue on the south.

From a land-use perspective, this corridor aseribedlaby a predominance of institutional and
educational facilities in its northern sectinolwdes major trip generators such as Broaklgh Bor
Hall, the U.S. Court House, and N.Y. State Supreme CourtjacddtrigsGatiman Plaza, as well as

14 Buses per Hour was calculated using inforomatidtY@T bus timetables (April 2009). Firsintibe afubuses
scheduled to arrive at each station during {heripeadAM Peak: 6am to 10am, PM Peak: 3pmwés gommed. That
number was then divided by the number of heysriad (four) to determine the average nbodes afriving per hour
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the U.S. Post Office building, Brooklyn LawNS6BD@,T!s Brooklyn offices at 16 Court Sttket, and
Metro Tech complex, which is adjacent to tineeelgsteaf the corridor and houses NYU Polytechnic
University. Land use characteristics of the cbamge south of Joraleman Street/Fulton Street to
reflect Downtown Brooklyn!s commercial anthitiesg stores like Trader Joe!s and Barnaisl@and N
bookstore. The corridor ends at Atlantic Avetudawilits own unique identity and characteristics
described later in this report.

The primary focus of this corridor analysigisrierd the north-south surface transit charactedis
congestion issues, and to consider impacts ef lN¥ddyover operations at Cadman Plaza. This

corridor overlaps with the Fulton/Livingstoco8ideetwhich is also described separately.
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Figure 33 - Bus Ridership by Stop in Jay / Adaadnian Corridor
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The Jay Street/Adams Street/Cadman
corridor is defined by three main urban
arterials, which include Court Street,
Adams Street, and Jay Street / Smith
Street, which all run north/south in the
Downtown Core Study Area. In the
Study Area, Court Street begins as a bi-
directional arterial from Cadman Plaza
West and becomes a single-direction
southbound arterial at Joralemon Street.
Adams Street is a bi-directional divided
arterial throughout the entire length of
the corridor; south of Fulton Street,
Adams Street turns into Boerum Place,
remaining bi-directional to Atlantic
Avenue. From the north, Jay Street is bi-
directional to Fulton Street, becoming
Smith Street below this intersection.
Smith Street is bi-directional between
Fulton Street and Livingston Street, then
one-way in a northerly direction from
Atlantic Avenue to Schermerhorn Street.

Figure 33 shows bus ridership by stop
within the Jay Street / Adams Street /
Cadman Plaza corridor during PM peak
hours (boarding). The numbers reflect
relatively low boardings during the PM
peak at the northern end of the corridor
along Tillary Street. Boardings during
the four-hour PM peak period (3 PM to
7 PM) total only 723 passengers for the
four stops on Tillary Street, between
Cadman Plaza and Jay Street, for all
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bus routes. The busiest single stop in the corridor during the PMspatakaye$itvdat/Fulton Street,
where boardings total 3,211. Borough HakmbdoGiteet is also a prime destination in ithgg even
with nearly 1,000 alightings during the PM peak.

Heavy boardings also occur at Jay and Willowegtby(15521), at Adams and Willoughby Streets
(1,657), and at Jay and Livingston Streets {@hg$8)numbers reflect commuter activity gbgerated
the court houses and other institutional empteyteesit the heavy inbound and outbound ridership
from the Jay Street/Borough Hall subway stop connection, and the comsidecsd activity from

the adjacent Fulton Street/Livingston Streat ddreice are very light boardings on Cadman Plaza
West, where buses layover. This is attributed to the time saved $iyavadksgelmmbus Park and
boarding the same routes on Adams Street, éitehetgylmuses en route and avoiding layover time.

Cadman Plaza
Cadman Plaza is an urban park located in wimaieva
central Elevated train and trolley system tegaikabw

traversed the Brooklyn Bridge and terminateldaitaivi
The bus system that eventually replaced trdllags
terminate in Manhattan, and with no central, tirese
lines terminated in different locations in the area ;
around Cadman Plaza West and Tillary Street, KRIAY 34 - Construction of Cadman Plaza
forever changing the travel patterns and chtéosctdri

Brooklyn!s transit system.

Today, Cadman Plaza is the primary layover adamgéopercentage of Downtown Brooklyn!s buses
operated by NYCT (Figure 35). It serves adayotrera

point for buses and for bus recovery time fof Bf@d!s

longer bus routes. Some routes, such as thev8&4tfip ha
times in excess of one hour during peak houwgspé&aki

hours, at least one bus per route is in layeigtt ftr ten
minutes along Cadman Plaza West and Tillargrstraet,

many as two buses layover for routes with both Limited and
regular service. A total of 12 bus routes Istppver at
Cadman Plaza. Bus turning conflicts can be alzsinetd

i the corner of Tillary Street and Adams Street due to tight
=T clearance and turning radius issues shortlysefieeistart

Figure 35 - Cadman Plaza Bus Layover AR&ir return route from Cadman Plaza West.

Fulton Street/Livingston Street Corridor

The Fulton Street/Livingston Street Corridoramnireast-west orientation and is bounded by Court
Street to the west, Atlantic Avenue Terminehso, thied Livingston Street and Fulton Mall to the south
and north, respectively.

This corridor is the heart of Downtown Brooklyn!s commercial area, as indicgtecherd-igack 3
uses highlighted in dark red represent comneem@ifi¢e buildings. The corridor is a combfnation
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significant portions of the Court LivingstoneBararfAusiness Improvement District (BID) and the
Fulton Street BID. This is also the only wattriddihe Study Area with bus only lane opasations
described in the previous section.

Figure 36 shows ridership by stop along Fuliomgsitn Streets for PM peak hour boardings (3 PM
to 7 PM). During this peak period, a tota2®fph3sengers board buses on these two $teeets - t
highest levels of any corridor in the Study Area.
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Figure 36 - Bus Ridership by Stop in Fulton gkteim Corridor

The Fulton Street/Livingston Street Corridofocughef a separate report, the Fulton Streetscape
Project, which is currently in preparation.

Atlantic Avenue Corridor

Atlantic Avenue is one of the oldest streatklymBdating back to the 1700s. Today, the street retains
some of its historical identity, offering eethidafestaurants, specialty food shops, antigues

and other boutiques. Atlantic Avenue is a bi-directional, four-lane ,unbtmn seperale parking
lanes on each side. The eastbound parking ke Beémum Place ahd\denue serves as a travel

lane from Monday to Friday between 4PM and pRMthi3eadditional lane of capacity, traffic is
extremely heavy betwegAgdnue andAvenue during the PM Peak.

Key bus routes serving Atlantic Avenue indide B&3, and B65. Bus ridership during tiaé& PM pe
period is relatively light compared to the tredtidhiBngston Street corridor (Figure 37n BKxwe
Street to'™Avenue, a total of 1,087 passengers boardedelfourghour PM peak period.
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Figure 37 - Bus Ridership by Stop in Atlantic Av€otridor
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Flatbush Avenue Corridor

Flatbush Avenue is considered the "arterialtgatid®vagklyn and is one of the busiest artheals i
Study Area. It provides a six-lane, bi-diredktiom@ihe Brooklyn Bridge and is the poncipalar to

the rest of Brooklyn. Land use along Flatbush rAveals rapid development of new residential
housing units, which will be discussed in nioretdet&uture Conditions report. Northttzrite A
Avenue Terminal and the Fulton Mall arearetedreely little bus service along Flatbushviitlenue

the Core Study Area. The B51 route providesastdjtary at Flatbush Avenue/Chapel Street at the
northern end of the Core Study Area, In aueliB&4, toute provides stops at Flatbush Avettue/DeKa
Street and at Flatbush Avenue/Myrtle Avenuek Dhebles service along this section of Flatbush
Avenue is evident when looking at the PM P watbin the corridor, as only 31 passengkrs boa
at Chapel Street/Flatbush Avenue during thipetibdfFigure 38). Significant bus servitesopera
along Flatbush Avenue south of Livingston IBtpeeving bus service within the Study Area may
require addressing operational issues in thssveeta
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Figure 38 - Bus Ridership by Stop in Flatbush Av@owidor
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4.2 JOURNEY TO WORK

The percentage of Study Area residents whaitise getrto work is significant (Tablé8)ajority

of Core Study Area residents (63%) take thasgetvywork. An additional 13% of residetas walk
work, and another 12% drive. At the same tig%, anigsidents who live in the Core StudieArea ta
the bus to work. The modal distribution of Bei@oreea is similar to that of the Overall Study Area.

Table 23 - Journey to Work Modal Split (2000 US Census)

Core Study Area 12.0/ 2.0 0.3 62.6 1.6 0.1 1.4 |14 |12.7 0.5 5.5
Overall Study Area | 13.2| 3.2 0.2 63.1 141 0.0 0.8 |1.0 [11.0 0.5 5.9
Brooklyn 30.4| 10.4 0.2 44.8 1.4 Q.0 0.7 |05 8.8 0.5 2.3
New York City 32.9| 11.4 0.2 37.9 1.6 0.4 17 |05 |104 0.5 2.9

Although the percentage of people using public transit in Studly thexe iarbigtill areas with unmet
transportation demand. Figure 43 identifiehareabavuse of public transit is lower thameztber

in the Overall Study Area. In these areas, improving the surfatiertraypsigontaould encourage
more people to choose the bus as their modpartdtaom to work.
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Table 24 - Residences of Employees in the Stualy Are

Bronx 6,280 4.9% 5,303 5.6%
Brooklyn 84,138  65.5% 60,218  63.2%
Overall Study Are 11,539 9.0% 5,369 5.6%
Other 72,599 56.5% 54,849 57.5%
Manhattan 8,432 6.6% 6,079 6.4%
Queens 22,550 17.6% 18,056 18.9%
Staten Island 6,982 5.4% 5,674 6.0%
Total 128,382 100% 95,330 100%

Overall, 18.6% of workers who commute to thadyoieed do so by bus (Table 25 and Figure 44).

Bus travel is most common among residents yi, Bvboktake the bus 12.7% of the time. Bus
commuting is more common between other parkdyof &8rd the Core Study Area (13.1%), but 8.5%
of people who live in the Overall Study AreakandiiveoCore Study Area still use the busto get
work. This compares with only 3.2% of all wookiere in the Overall Study Area who commute to
work by bus. A significant percentage of vark8taten Island also commute to the Core Study Area
by bus. Relatively few commuters take the s Boonx, Queens, and Manhattan, likely because

most people choose to use the subway for loce) tdéstel.

Table 25 - Bus Ridership of Employees in the Study Area

Bronx 6,280 471 7.5% 5,303 389 7.3%
Brooklyn 84,138 10,141 12.1% 60,218 7,621 12.7%

Overall Study Area 11,539 668 5.8% 5,369 457 8.5%

Other 72,599 9,473 13.0% 54,849 7,164 13.1%

Manhattan 8,432 419 5.0% 6,079 328 5.4%
Queens 22,550 1,484 6.6% 18,056 1,080 6.0%
Staten Island 6,982 88( 12.6P6 5,674 671 11.8%
Total 128,382 23,536 12.1% 95330 1j7,710 18.6%

15The data does not include information abositwharkee outside of New York City (e.g. NewrJevag Island).
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4.3 FIELD OBSERVATIONS

A number of site investigations were conductedewttudy Area between February and June, 2009.
This included developing a database of progestiptioding a number presented in this report.
Observations were made at a number of key intersections, including Flatbush/SthamticaAdenue,
Livingston, Adams/Tillary, Cadman Plaza West/J8inest Atlantic Ave/Hicks, Jay/Fulton,
Flatbush/Fulton, Borough Hall, and Jay Straete ta few. Several key intersections or series of
intersections were then focused on and are presented in the section related to problemaitic intersectio
sample list of these observations is presenéestbibmiting pages.

Tillary/Adams

This location has frequent turning conflictsesasidue difficulty negotiating the tight fadiieg r
Frequent bus/pedestrian/vehicle conflicts ddevay igeometry and frequency of buses. During peak
hours, conflicts can occur every eight to tes. minut

Adams/Fulton

Nearly 700 buses currently travel along FuleaciMdhy, making these blocks critical to the bus
operations serving the Study Area. During ipelak ligh volumes of buses create congestion that
appear to slow down overall operations. Im, addlgoprivate vehicle use of this streetiatly off
limited to deliveries and short stretches where north/south strdatelfgtesallowed to use Fulton
Street, Fulton Mall's bus only lanes were otmsdsgettequently violated by automobiles which
significantly reduced bus operating relidiglityeaVe section where buses are requiredttafficoss

to turn left onto Fulton Mall was also idenéifigdlalem.

Livingston Street and Multiple Cross Streets

Although on-time performance and reliabiligtionfouas
not available for most of this corridor, Listigstbnehicular
congestion was observed to be constant durihgupeak
Heavy auto congestion and multiple, overlappimgtesys
contribute to problem of slow moving traffic.

Bus only lanes were observed to be frequently viglated by
automobiles and construction at new develognzstadés
lane operations in one direction.

Bus only lane pavement markings on Livingstao $ivee
meet current NYCDOT standards; much of the pavement
markings are worn and not very visible to motorists

Vehicles parked illegally at several bus stoys mages to
stop away from curb lane to let passengersfbn and o




Jay Street heading south toward Livingston Street
Vehicular/bike/bus conflicts. Buses need hikertmse td
pull in and out of bus stops $ safety issue.

Flatbush/Atlantic Avenue

During peak periods, buses pull in already ibt, capesing
large numbers of passengers to wait at this Istoge to
downtown area during PM Peak period.

Generally, street crossings in the Flatbush/##antare
unfriendly to pedestrians.

4.4 TRAVELER INTERCEPT AND BUS RIDER SURVEYS

Journey to Work data (Section 4.2) was usedojp atewwerview of travel patterns in Downtown

Brooklyn. While this data provided insighdéntbome, analysis of new data was needed to:
Confirm field observations;
Gain a better understanding of perceptions@fZowantown Brooklyn bus service; and
Identify travel patterns by collecting infowmatigm and destinations in the Study Area.

In order to collect the above information, two fields surveys, a tepvelad iaténes rider survey,
were conducted during April and May 2009. Samplersas are included in Appendix A. While the
survey were not designed to provide statiatitiaidgturpose was to elicit qualitative responses, and to
provide information on passengers! experiemcgsemsibns of existing surface transit opasations
well as quality of service within the Study Area

On April 18, April 30, May 28, and May 31, stnvey& MCO Engineering and URS Corporation
stationed at several locations in Downtown Booaklgted intercept surveys with people waiting fo
the bus and people walking on the sidewalk. rv@herssiasked people their trip origins and
destinations, and which mode(s) they typically use to travel to and from Downtowrugdoklyn or will
arrive at their destination, and preferencésntoal pous service improvements. Bus rideskectre

to rate service on the line they were waitind forpéck their top choice from a list of bus stop
improvements. The following section analyrsesdspibe traveler intercept and bus rider surveys.

A high percentage of responses to several eltioasgéell into the "other# category. o order t
achieve the most accurate analysis possible, if people marked "other# but the reason fit into a cate



Summary of Survey Results

A total of 825 surveys were collected $ 26@dyssand 565 sidewalk intercept surveys. The numbe
of surveys collected at each site was closd, texegpafor at Atlantic Center (Table 26)kTdfe bu
surveys were distributed during the middayhpesiovaekdays (Table 27).

Table 26 - All Surveis bi Location

Atlantic Terminal 167 20%
Livingston & Smith 162 2000
LICH 161 20%
DUMBO 146 18%
LIU 136 16%
Atlantic Center 53 6%
Total 825 100%
Table 27 - All Surveis bi Time and Day
Thursday 491 60%
Saturday 147 18%
Wednesday 143 17%
Sunday 44 5%
Total 825 100%
Midday 406 49%
PM 234 28%
AM 185 22%
Total 825 100%




Bus Riders

The following is a summary of survey responsesidgrd Surveyors collected 260 questionnaires
from people waiting for the bus at five Dowodélyn Brications see (Table 28).

Table 28 - Bus Surveis bi Location

Livingston & Smith 91 35%
LICH 67 26%
Atlantic Center 53 20%
Atlantic Terminal 36 149
LIU 13 5%
TOTAL 260 100%

Nearly half of the surveys were collected @ummgdtdy period, and just fewer than 68% were
distributed on a weekday. As shown in Figuseriderd® were primarily traveling between work and
home $ these destinations represent just over 60% of origins and 58% of destiespomseOf the
with clear origins and destinations, 67% wng trétéen Brooklyn.

Figure 45 - Origin and Destination: Bus Riders

More than one-third of bus riders walked to reacis gtep from their origin, while another third
transferred from another route. Very few or zero respondents said they used a taxi, bicycle, or comi
van to reach their bus stop. Passengers cottméatinglestination bus route from anotheitdous ro
primarily came from the B61 (27 respondenésjevattiransferring from the B41, B63, B45, and B75
routes. Of the 31 people who responded "Otitzgrsfe22d to a bus from the Long Island dRail Roa
Table 29 shows the complete mode choice @icedsnsgatheir bus stop.



Table 29 - Mode Used to Access Bus Stop

Walk 98 37%
Another Bus 80 30%
Subway Line 50 19%
Other 31 12%
Car 4 2%
Commuter Van 1 0%
Taxi 1 0%
Total 265 100%

The next question asked people to rate theitisatisith the bus route that served theMesdy.
two-thirds of responses fell in the "Fair##®cdBagmties (Figure 46).

Figure 46 - Satisfaction with Bus Service UsedynflBurvey

Bus customers were asked which improvementddhagsitike to see. According to their responses
bus riders clearly want more frequent service (Figure 47). Frequency of bus serviaessefiEn not a
how often a bus is scheduled to operate, bliablevarkus is to arrive on-time. As showa k6Tab
(page 55), 15-minute or better headways ard svargtady Area service from 6am to at least 7pm.
The conclusion drawn from comparing the feettaakata is not an issue of scheduled service
frequency, but of actual service performanes tf busve on-time and at reliable headways.

Figure 47 - Requested Improvements to Bus RouteRiders



Table 30 - Routes of Bus Riders Requesting MoreRt®r Faster Service
ﬂvme

B61 26
B63 13
B41 13
B45 7
B38 5
B75 4

4

4

B57

B52

B103 44
B44 2

B67 2

B68 2

B26 1
1

1

1

B8
B35
B43

Total 89

Next, respondents were asked what type of ibogret@ments they would like to see. "Waiting area
comfort# and "Shelter# were the most poputar (lespwa 48), and many people wrote in that they
wanted seating. At stops with benches, manyrqupmsited longer benches to accommodate
everyone. Most of the people who checked radétrat whe bus stops are fine as they are.



Figure 48 - Requested Improvements to Bus Stops

The final survey question asked if the respoedeot kcations in and around Downtown Brooklyn
requiring new or additional bus service. Titye shagspondents said "Don!t Know# as Jlablen in

31 A large number of respondents selectedIfCdrenstof additional service, respondents primarily
referred to the bus routes they used to anevieust $top as needing more frequent serviaestThe m
frequent places that survey respondents bediduwaemner additional bus service included Red Hook,
Borough Hall, Myrtle Avenue, and Carroll Gardens.

Table 31 - Locations in Need of New/Addition8duse

Don!t Know 124 52%
Other 74 31%
Brooklyn Heights/Cobble Hill 19 8%
Flatbush at "X# 10 4%
DUMBO 8 3%
Fulton Ferry Landing 3 1%
Total 238 100%

Sidewalk Intercepts

The following is a summary of responses gathersidefwalk intercept surveys. A total of 565
pedestrians filled out surveys at five locatits82). Just over 80% of surveys were calapiejed

on a weekday (Wednesday or Thursday). Neétheralfrveys were distributed around the midday.

Table 32 - Sidewalk Surveis bi Location

DUMBO 146 269
Atlantic Terminal 131 23%
Long Island University 123 2P%
Long Island College Hospita 94 17%
Livingston Street & Smith Street /1 13%
Total 565 100%




Figure 49 - Origin and Destination: Pedestrians

Pedestrians mostly responded that they woblel $akevay to get to their final destimatien33

Of those pedestrian respondents who identifemifi@ lsjs route they would subsequently take,
individuals commonly mentioned the B41, B635B&id B45. In terms of what mode respondents
typically use within Downtown Brooklyn, respoesasavly the same, except that bus use slightly
edged out walking. Bus routes identified dg bgincplused by surveyed pedestrians include the B

B63, B61, B38, B25, B44, and B45.

Table 33 - Mode Choice: Sidewalk Surveys
_?

Subway Line 223 36% 248 39%
Walk 182 29% 113 18%
Bus 125 20% 139 22%
Car 68 11% 79 12%
Other 16 3% 23 4%
Bike 6 1% 15 2%
Taxi 4 1% 16 3%
Commuter Var 3 0% 4 1%
Total 627 100% 637 100%

When asked what factored into their mode dheickapmf the survey, people primarily citeahspeed
convenience (Figure 50).



Figure 50 - Reasons for Mode Choice: Sidewalk/Surve

When people were asked why they don!t takettieentast, common complaint was that service is too
slow and infrequefig@re 51 The second most common response was that routes do not go where
people want to go. Fixing this problem wilhtsyagoal of this study. The cost of rithng \Wees

not cited as a factor, nor was any preference. tb586 of respondents stated that they preferred
walking over driving or taking transit.

Figure 51 - Reasons Why People Do Not Take tH&idgavgalk Surveys

Similar to bus riders, pedestrians cited therngexef frequent and faster service as the main
improvements they would like to see (Figure 52).



Figure 52 - Requested Improvement to Bus Rowtewialit Surveys

A total of 170 respondents (30.1%) requesteequent thus service, of which 57 said they evould us

the bus to get to their final destination aedtifiéddspecific bus routes they were going Theise

second most frequent response, "faster service# was cited by 155 people (27.4%). Of those peopl
said they were going to use the bus to gefit@mklitstination, and 22 gave the actuakesouter¢h

going to use.

Table 34 shows the routes that pedestrians @dtedegore frequent or faster service usedagn the d
of the survey. These respondents most freggerttig B41. Since this route already operates with
headways of no less than 15 minutes for the ohdjwitweek, these responses are interpreted as
requests for improved reliability of the schechided

Table 34 - Routes of Pedestrians Requestin eeht or Faster Service

B41 18 18
B45, B61, B63 6 18
B46, B103 4 8
B25, B52, B67 3 9
B20, B26, B37, B49, B83 2 10
B23, B38, B44, B54, B65 1 5
Total 68

In the "other# category, some common responses were
Unfamiliar with how to use the bus system;
Unfamiliar with where bus routes run;

Buses are too crowded;
Prefer taking subway, train is easier; and
Not convenient.



Table 35 - Places Reiuirini New/Additional Buse&S&idewalk Surveys

Don!t Know 297 52%
DUMBO 88 16%
Other 85 15%
Brooklyn Heights/Cobble Hill 4 8%
Fulton Ferry Landing 35 6%
Flatbush at 16 3%
Total 566 100%

4.5 FOCUS GROUP RESULTS

Public involvement is a key component of the. DESilEC&uantitative data is valuable for aefermin
travel patterns, qualitative input helps detdmynirse/elers are making their mode choiceéth®ne o
elements of the study!s public involvement glarfasiéitate focus groups representing Study Area
stakeholders. These stakeholders were organizgedgroups: residents and community groups, and
employees and business owners/managers. Ting podeemts summaries of the feedback received
from the focus groups. A map produced bycdkidisd jRigure 53).

The focus group meetings allowed stakeholdges amgowork in the area to identify and piofile th
distinct travel experiences, perceptions, exgectaid preferences. The Team collected direct
feedback from each group on a number of travel issues, including:

Levels and patterns of transit use and asseksereites;

Key origins and destinations within the Study Area;

Locations served, underserved, and unserveit;by tran

Span of service and service frequencies skindost;

Walking conditions along routes to transitcaipsaansit stops; and

Walking conditions along routes unserved by transit

Stakeholders most frequently travel to thefloléatrons within the area:
Stores at Livingston Street at Hoyt Streetlagiborsip Avenue, and along Atlantic Avenue,;

Post office at Atlantic Avenue;

Banking along Montague Street and Court Street;

Metrotech Center;

Borough Hall and the Green Market;

Brooklyn Academy of Music; and

Long Island Rail Road Terminal/Atlantic Terminal Mall.

The following locations were also mentioned asd@eserved by current bus service:

Montague Street;
Red Hook $ IKEA, Fairway;
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