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Milwaukee County North-South Transit Enhancement Study
TIER 2 EVALUATION

Chapter 2

DETAILED DEFINITION OF ALTERNATIVES
2.1 OVERVIEW
This chapter describes the key physical and service elements of the transit alternatives that advanced
through the Tier 1 Evaluation of the Milwaukee County North-South Transit Enhancement Study and will be
evaluated throughout this Tier 2 Evaluation. The BRT alternatives are summarized below and described in
detail in the following sections of this chapter.

2.2 ROUTE ALTERNATIVES
The following segment options are under consideration for the Tier 2 Evaluation of this study:
• North Option 1 (Original Brown Deer Village via Teutonia Avenue)
• North Option 2 (Bayshore via Silver Spring Drive)
• Central Segment (27th Street from Drexel Avenue to Silver Spring Drive)
• South Option A (Northwestern Mutual Franklin Campus)
• South Option B (Drexel Town Square via Drexel Avenue)
• South Option C (Ascension Franklin via S. 27th Street)
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The South Option A and South Option B route segment options differ slightly from what was recommended
at the completion of the Tier 1 Evaluation. After a closer review of planned development and discussion
with key project stakeholders, these routes were modified to run along planned extensions of Northwestern
Mutual Way and Ikea Way near the existing Ikea furniture store to better serve the mixed-use development
planned in the area and potentially spur additional transit-oriented development. Map 2.1 provides a
detailed view of these changes. The updated route segment options are shown in Map 2.2.
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Map 2.1
Updated Alignment for South Option A and South Option B

-PRELIMINARY DRAFT-

3

Map 2.2
Route Segment Options
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This Tier 2 Evaluation will identify a combination of the central segment with one of the north segment
options and one of the south segment options to create the following full route alternatives to be evaluated
against one another throughout this evaluation:
• North Option 1 to South Option A
• North Option 1 to South Option B
• North Option 1 to South Option C
• North Option 2 to South Option A
• North Option 2 to South Option B
• North Option 2 to South Option C
The alternatives considered are in addition to a no-build or existing transit service option. MCTS’ PurpleLine
serves as the no-build base from which the build alternatives will be compared. The no-build alternative is
shown in Map 2.3. This Tier 2 Evaluation will result in the recommendation of one or more of the alternatives
listed above to be carried forward and further refined, if necessary, in the Tier 3 evaluation.
As recommended in the Tier 1 Evaluation, if North Option 1 and South Option C are ranked favorably in
these evaluations, they will be further evaluated as part of an open BRT model that would be paired with
North Option 2 and South Option B, respectively. An open BRT system would provide periodic service to
the multiple destinations in the corridor by allowing buses to continue off the end of the primary BRT route.
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Map 2.3
No Build Route Alternative
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2.3 ROADWAY CONFIGURATIONS
In addition to the route alternatives under consideration, a variety of roadway configurations will be
considered throughout different portions of the route segments. The following BRT route running types will
be evaluated as appropriate throughout the Tier 2 Evaluation:
• BRT in Mixed Traffic
• BRT in Dedicated Center Lane
• BRT in Dedicated Curb or Right-side Lane
For fixed-guideway BRT, which is the kind of BRT that meets the purpose and need for this study, at least
50 percent of the chosen route alternative should include a dedicated transit lane.
Tables 2.1 through 2.6 describe which BRT running types and lane conversion options are possible along
various portions of the BRT route alternatives based on existing roadway configurations and width. BRT is
expected to be implemented in this corridor with little to no changes in the curb-to-curb width of the
roadway; therefore, running types and lane conversion options under consideration for each route segment
are based on whether it would be possible to have a 12-foot dedicated transit lane while maintaining at
least one 11-foot travel lane in each direction. Therefore, if the existing roadway includes only one travel
lane in each direction and there is no additional space available from either a parking lane or wide-shoulder,
only BRT in mixed traffic is being considered for that segment. If the existing roadway includes a median,
which could provide space for BRT stations, as well as at least two travel lanes in each direction, a parking
lane, or a wide shoulder that could be converted to a travel lane, a dedicated center transit lane is possible.
Appendix A includes maps and typical section diagrams for each segment of the corridor, which describe
running type and lane conversion options in more detail. Although at least 50 percent of the route is
recommended to include a dedicated transit lane, all route segment options will be evaluated for BRT in
mixed traffic among any other options available. 1 Roadway configuration options will be evaluated further

1

To meet the Federal Transit Administration’s (FTA) definition of fixed guideway BRT—which would allow the project to

be eligible for various FTA funding programs—over 50 percent of the route must operate in a separated right-of-way
dedicated for transit use during peak periods.
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by analyzing potential benefits and impacts to transit travel times, traffic, parking, ridership, and cost and
this study is expected to result in high-level recommendations for roadway configuration(s) (i.e., the
approximate locations of dedicated lanes). The more detailed analysis conducted during the engineering
and design phases of this study will provide more specific roadway configurations.
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Table 2.1
BRT Running Type and Lane Conversion Options: North Option 1

Road

N. Deerbrook Trail
W. Brown Deer Road
N. Deerwood Drive
Ruth Place
N. Green Bay Road
N. Teutonia Avenue
N. Teutonia Avenue
N. Teutonia Avenue
N. Teutonia Avenue
N. Teutonia Avenue

Extents

N. Green Bay Road to W. Brown Deer Road
N. Deerbrook Trail to N. Deerwood Drive
N. Brown Deer Road to Ruth Place
N. Deerwood Drive to N. Green Bay Road
N. Deerbrook Trail to N. Teutonia Avenue
N. Green Bay Road to N. Sherman Boulevard
N. Sherman Boulevard to W. Woodale Avenue
W. Woodale Avenue to W. Good Hope Road
W. Good Hope Road to W. Mill Road
W. Mill Road to W. Silver Spring Drive

BRT Running Type
Dedicated
Dedicated
Mixed Traffic Center Lane Outside Lane
X
X
X
X
X
X
X
X
X
X

X
X

X
X

X
X

X
X
X

Lane Conversion Option(s)

None
None
None
None
Wide Shoulder or Travel Lane
Parking Lane or Travel Lane
None
Parking Lane or Travel Lane
Parking and Bike Lanes or Travel Lane
Parking and Bike Lanes or Travel Lane

Source: SEWRPC

Table 2.2
BRT Running Type and Lane Conversion Options: North Option 2

Road
W. Silver Spring Drive
N. Port Washington Road

Extents
N. Teutonia Avenue to N. Port Washington Road
W. Silver Spring Drive to W. Carrigan Drive

BRT Running Type
Dedicated
Dedicated
Mixed Traffic Center Lane Outside Lane
X
X
X
X
X
X

Lane Conversion Option(s)
Travel Lane
Travel Lane

Source: SEWRPC
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Table 2.3
BRT Running Type and Lane Conversion Options: Central Segment

Road

N. Teutonia Avenue
N. Teutonia Avenue
W. Cornell Street
N. 27th Street
N. 27th Street
N. 27th Street
N. 27th Street
N. 27th Street
N. 27th Street
N. 27th Street
N. 27th Street
N. 27th Street/S. Layton Boulevard
S. Layton Boulevard
S. Layton Boulevard
S. 27th Street
S. 27th Street
S. 27th Street
S. 27th Street
S. 27th Street
S. 27th Street

Extents

W. Silver Spring Drive to W. Custer Avenue
W. Custer Avenue to W. Cornell Street
N. Teutonia Avenue to N. 27th Street
W. Cornell Street to W. Hope Avenue
W. Hope Avenue to W. Capitol Drive
W. Capitol Drive to W. Meinecke Avenue
W. Meinecke Avenue to W. Garfield Avenue
W. Garfield Avenue to W. Lisbon Avenue
W. Lisbon Avenue to W. State Street
W. State Street to W. Wisconsin Avenue
W. Wisconsin Avenue to W. St. Paul Avenue
W. St. Paul Avenue to W. Pierce Street
W. Pierce Street to W. National Avenue
W. National Avenue to W. Lincoln Avenue
W. Lincoln Avenue to W. Oklahoma Avenue
W. Oklahoma Avenue to W. Cold Spring Road
W. Cold Spring Road to W. Layton Avenue
W. Layton Avenue to W. College Avenue
W. College Avenue to W. Sycamore Street
W. Sycamore Street to Northwestern Mutual Way

BRT Running Type
Dedicated
Dedicated
Mixed Traffic Center Lane
Curb Lane
X
X
X
X
X
X
X
X
X
X
X
X
X
X
X
X
X
X
X
X

X
X

X
X
X
X
X
X
X
X
X

X
X
X
X
X
X
X
X
X
X
X
X
X
X
X
X
X

Lane Conversion Option(s)
Parking or Travel Lane
Travel Lane
None
Parking Lane
Travel Lane
Parking and Bike Lanes
Travel Lane
Parking and Bike Lanes
Parking and Bike Lane or Travel Lane
Parking and Bike Lane
Travel Lane
Travel Lane
Travel Lane
Parking and Travel Lanes
Parking Lane or Travel Lane
Travel Lane
Travel Lane
Travel Lane
Travel Lane
Travel Lane

Source: SEWRPC
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Table 2.4
BRT Running Type and Lane Conversion Options: South Option A

Road

(Future) Northwestern Mutual Way
S. Ikea Way (Incl. Future Extension)
W. Drexel Avenue
Northwestern Mutual Way (Private)

Extents

S. 27th Street to S. Ikea Way
(Future) Northwestern Mutual Way to W. Drexel Avenue
S. Ikea Way to Northwestern Mutual Way
W. Drexel Avenue to S. 27th Street

Mixed
Traffic
X
X
X
X

BRT Running Type
Dedicated
Dedicated
Center Lane
Curb Lane

None
None
None
None

Lane Conversion Option(s)

Source: SEWRPC

Table 2.5
BRT Running Type and Lane Conversion Options: South Option B

Road
(Future) Northwestern Mutual Way
S. Ikea Way (Incl. Future Extension)
W. Drexel Avenue
W. Town Square Way

Extents
S. 27th Street to S. Ikea Way
(Future) Northwestern Mutual Way to W. Drexel Avenue
S. Ikea Way to S. Howell Avenue
W. Drexel Avenue to S. Howell Avenue

BRT Running Type
Dedicated
Dedicated
Mixed Traffic Center Lane
Curb Lane
X
X
X
X
X
X

Lane Conversion Option(s)
None
None
Travel Lane
None

Source: SEWRPC

Table 2.6
BRT Running Type and Lane Conversion Options: South Option C

Road

S. 27th Street
W. Oakwood Road
W. Wheaton Way (Private)

Extents

Northwestern Mutual Way to W. Oakwood Road
S. 27th Street to W. Wheaton Way
W. Oakwood Road to S. 27th Street

BRT Running Type
Dedicated
Dedicated
Mixed Traffic Center Lane
Curb Lane
X
X
X

X

X

Lane Conversion Option(s)
Wide Shoulder or Travel Lane
None
None

Source: SEWRPC
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2.4 KEY PHYISCAL AND SERVICE ELEMENTS
For the purposes of this Tier 2 Evaluation, the alternatives are described based on the categories below
under the no-build alternative and proposed BRT service, with differences noted between the route
alternatives and running types under consideration.
• Service plan
• Station/stop spacing
• Station/stop facilities
• Transit vehicles
• Technology and service information systems
• Identity and branding
• Maintenance facilities

2.5 THE NO-BUILD ALTERNATIVE
Service Plan
The existing MCTS PurpleLine serves as the no-build alternative and assumes no changes to the existing
service plan. Currently the PurpleLine operates from Bayshore in the City of Glendale to Ikea in the City of
Oak Creek in mixed-traffic and runs primarily along 27th Street. The existing route is approximately 18 miles
long. Map 2.2 shows the existing PurpleLine route. Additional service characteristics are described below.
Service Times
Service times, defined as the start of the first trip and end of the last trip, for the existing PurpleLine are
listed below:
• Weekdays: 3:42 a.m. to 1:54 a.m.
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• Saturdays: 4:31 a.m. to 1:44 a.m.
• Sundays: 4:41 a.m. to 1:17 a.m.
Headways
The approximate headways, or the amount of time between transit vehicle arrivals at a stop, for the existing
PurpleLine are listed below.
• Weekdays
o Peak (6:00 a.m. to 7:00 p.m.): 12 minutes
o Off-peak (all other service times): 25 minutes
• Saturdays:
o Peak (6:00 a.m. to 7:00 p.m.): 14 minutes
o Off-peak (all other service times): 25 minutes
• Sundays:
o Peak (11:00 a.m. to 6:00 p.m.): 15 minutes
o Off-peak (all other service times): 20 minutes
Service Requirements
Service requirements—including the number of vehicles needed to operate the service and annual revenue
hours—will be used to develop capital and operating cost estimates and compare the no-build alternative
and the BRT alternatives. In 2021, the PurpleLine required the use of 14 buses daily and ran for
approximately 81,000 annual revenue hours.
Stop Facilities
The existing PurpleLine has 148 stops total (73 each trip one-way plus a layover), with station pairs spaced
approximately 0.25 miles apart. Most stops along the route consist of a bus stop pad and route sign, with
some stops including a basic transit shelter. Figure 2.1 shows an image of an existing PurpleLine bus stop
located near the intersection of N. 27th Street and W. Hope Avenue (just north of Capitol Drive) in the City
of Milwaukee.
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Figure 2.1
Existing PurpleLine Bus Stop

Source: SEWRPC Staff

Transit Vehicles
The transit vehicles that are used on the existing PurpleLine are 40-ft low-floor city buses with clean diesel
engines. Older vehicles would be replaced in compliance with guidance from the Federal Transit
Administration (FTA) as funding is available.
Technology and Service Information Systems
Existing technology and customer information systems that support the existing PurpleLine include:
• Umo WisGo App: MCTS’ mobile app allows users to trip plan, purchase e-tickets, and track their bus
in real-time. Service updates and promotions are also shared on the app. The app is available for
phones that use Android and iOS operating systems.
• WisGo Card: The Wis-Go smartcard is a physical fare card that riders can use to pay fares. It can be
purchased and reloaded online or at more than 150 locations across Milwaukee County.
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• Trip Planner and Real-Time Bus Tracker: In addition to the trip planner and bus tracker on the WisGo
app, a trip planner and real-time bus tracker is also available on the MCTS website and a trip planner
is available on Google Maps.
The no-build alternative assumes no modifications to these systems.
Identity and Branding
The no-build alternative will not include any changes to the existing identity or branding of the PurpleLine.
Maintenance Facility
This study assumes no changes to the existing maintenance facility for the no-build alternative.

2.6 PROPOSED BRT SERVICE
Regardless of the route alternative and roadway configurations that are recommended in this study, many
of the characteristics of the proposed BRT service are the same, and either match or closely align with
Milwaukee County’s East-West BRT route that is under construction during the writing of this report. Where
applicable, differences related to route and roadway configuration will be identified below.
Service Plan
Regardless of the route alternative(s) or roadway configurations recommended in this evaluation, the
service plans would be similar to one another. If an open BRT model—which would provide periodic service
to multiple destinations in the corridor—is recommended in this Tier 2 Evaluation, more detailed service
plans will be included in the Tier 3 Evaluation of this study.
Service Times
Approximate service times, defined as the start of the first trip and end of the last trip, for the recommended
BRT service are listed below:
• Weekdays: 3:30 a.m. to 2:00 a.m.
• Saturdays: 4:30 a.m. to 1:30 a.m.
• Sundays: 4:30 a.m. to 1:00 a.m.
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Headways
The approximate headways, or the amount of time between transit vehicle arrivals at a stop, as proposed,
would vary from 10 to 30 minutes on weekdays, and 15 to 25 minutes on weekends. Table 2.7 shows a
breakdown of the approximate headways and service times for the proposed BRT operating plan that will
be used for the evaluation of all route alternatives and roadway configurations.
Table 2.7
Proposed BRT Service Headways and Service Times
Day

Weekdays
Saturday
Sunday

Early AM

20
20
No Service

AM Peak

20

Service Timesa and Headways (Minutes)
Midday
10

PM Peak

15

Early Evening
15

15

Evening
20
20
20

Late Evening
30
30
30

Note: Actual headways may be adjusted during future phases of this effort to improve service efficiencies.
a

Service times are defined as follows:
Early AM: 3:30 to 6:00 a.m. on weekdays, 4:30 a.m. to 6:00 a.m. on weekends
AM Peak: 6:00 to 9:00 a.m.
Midday: 9:00 a.m. to 3:00 p.m.
PM Peak: 3:00 to 6:00 p.m.
Early Evening: 6:00 to 8:00 p.m.
Evening: 8:00 to 11:00 p.m.
Late Evening: 11:00 p.m. to 2:00 a.m. on weekdays, 11:00 p.m. to 1:30 a.m. on Saturdays, and 11:00 p.m. to 1:00 a.m. on Sundays

Source: SEWRPC

Service Requirements
Just as with the no-build alternative, service requirements for the proposed BRT service—including the
number of vehicles needed to operate the service and platform hours—will be used to develop capital and
operating cost estimates to compare alternatives. Table 2.8 shows the estimated service requirements for
the proposed BRT service based on route alternative. The length of dedicated lanes in the corridor and the
use of transit signal priority or queue jump signals would reduce travel time and, therefore, could reduce
both the number of required vehicles and the projected annual revenue bus-hours. Battery electric buses
are planned to be used on this service—more details are provided further in this chapter—which are
expected to have some impacts on service requirements. Specifically, the estimate shown in Table 2.8 for
the number of peak vehicles required for the service was increased by 40 percent to account for estimated
maximum run times of 13-hours per bus, before buses are required to return to the maintenance garage
for plug-in charging. These estimates could be refined in future phase of this project as more is known
about vehicle charging needs.
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Table 2.8
Proposed BRT Service Requirements
Service Characteristic
Peak Vehiclesa
Spare Vehicles (20%)
Total Buses
Annual Platform Hoursb
Annual Revenue Miles

N1 to SA

22
5
27
94,591
1,415,235

N1 to SB

24
5
29
103,369
1,525,735

Proposed BRT Route Alternative
N1 to SC
N2 to SA
22
5
27
97,271
1,559,498

12
4
24
86,553
1,245,358

N2 to SB

22
5
27
93,357
1,350,004

N2 to SC

21
5
26
91,818
1,411,803

a

Estimate peak vehicles for all BRT route alternatives were increased by 40 percent to account for estimated maximum battery charge of 13
hours per bus before buses are required to return to the maintenance garage for plug-in charging.

b

Annual platform hours = revenue hours (in service and layover time) + deadhead hours to/from the maintenance garage

Source: SEWRPC

Station Facilities
Enhanced stations along the proposed BRT service, regardless of the route alternative recommended, would
include features that are intended to both improve the experience of transit users and reduce travel times
by shortening the dwell time—the amount of time the transit vehicle spends stopped at stations to load
and unload passengers. Stations are expected to incorporate features that are typical for BRT service, which
include:
• Raised platforms to allow for easy boarding for all passengers, particularly for individuals who use
mobility devices or who may have trouble using stairs
• ADA-accessible ramps to allow all passengers to access the platforms
• Ticket vending machines (TVMs) and off-board fare validation readers at all stations—allowing for
full off-board fare collection and all-door boarding at busy stations (riders would either scan their
fare card, mobile ticket, paper ticket purchased at the ticket vending machines, or use a contactless
payment method to validate fares before boarding)
• High quality shelters with seating, transparent wall panels, and a roof or canopy to provide
transparency and protection from the weather—shelter sizes could be varied based on demand at
each station location
• Lighting
• Security cameras
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• Sidewalk snowmelt systems, which heat the affected surface by circulating warm fluid in pipes below
the surface of the stations to prevent the buildup of ice and snow when such conditions are present
• Real-time signs (RTS) showing bus arrival information so passengers know exactly when the bus is
expected to arrive
• Route and schedule information
• Trash and recycling receptacles
• Branding to distinguish the service from regular fixed-route transit service
• Materials that are easy to clean, repair, refurbish, and difficult to vandalize
Stations are expected to match or closely match stations that, as of the writing of this report, are under
construction on Milwaukee County’s East-West BRT route. A rendering of one of these stations is shown in
Figure 2.2.
Figure 2.2
Rendering of Example Milwaukee County BRT Station

Source: HNTB
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Stations are expected to be similar along the various roadway configurations under consideration; however,
in segments where a center-running configuration were to be recommended, a single, larger station
situated in the median may be used to serve passengers traveling in both directions of the route.
Stations are expected to be located one-quarter to one mile apart and at intersections with other transit
routes to allow for easy transfers. More details about proposed station locations are included in Chapter 3
of this report.
Transit Vehicles
The proposed BRT service is expected to use 40-foot battery electric buses (BEBs) with overhead chargers
located at the end points of the route (in-route charging) and plug-in chargers located at the maintenance
garage (depot charging) where buses will be parked when not in service. Vehicles are expected to match or
be similar to the electric buses that will be used on the East-West BRT route. These vehicles have a capacity
of 38-41 people seated, 68-82 with standees, and an upper range of 290 miles before needing a charge
(based on a battery capacity of 564 kWh, and optimal power demands and operating conditions). Electric
buses also have largely silent operation and zero tailpipe emissions.
If the recommended route alternative includes any segments with dedicated center-running lanes, buses
will be equipped with right- and left-side doors. Otherwise, doors will only be necessary on the right side
of the vehicle.
Technology and Service Information Systems
In addition to taking advantage of the existing technology and service information systems provided by
MCTS, such as the mobile app and fare card, the web-based trip planner, and the web-based real-time bus
tracker, BRT service would provide additional technology to improve travel times, reliability, and customer
experience. Specifically, the Tier 2 Evaluation assumes that the proposed BRT service will include the
following features:
• RTS showing bus arrival information signs at each stop, to notify passengers exactly when the bus
will arrive
• TVMs and off-board fare validation readers at all stations
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• Traffic signal priority (TSP), which is a system that allows buses to communicate with traffic signals to
lengthen a green light or shorten a red light to reduce waiting time at traffic signals
• Transit queue-jump signals (shown in Figure 2.3), which are separate signals that apply only to the
transit vehicle and allow buses to get a head start into traffic and avoid merging into long lines of
vehicles waiting at an intersection—these could be used at intersections, in locations where the
roadway configuration transitions from a dedicated lane (either curb-running or center-running) to
a mixed-traffic configuration, or in locations where the bus needs to cross over to or from a centerrunning configuration to a curb-running configuration.
Figure 2.3
Diagram of a Queue Jump Signal

The queue jump signal illustrated on
the right side of this diagram indicates
a bus is allowed to move into the
intersection while other traffic must
continue to wait at a red light.

Identity and Branding
Stations, vehicles, signage, and other public-facing information regarding the proposed BRT service would
include unique branding to distinguish it from traditional fixed-route bus service provided by MCTS.
Branding is expected to have similar characteristics to the East-West BRT but would be specific to this route.
Details about the identity and branding of the proposed BRT service would be developed in future phases
of project development but likely include the use of a unique route name, branded bus wraps, color
schemes, and a logo. Unique identity and branding are expected to be included regardless of the route
alternative and roadway configuration that is recommended in this study.
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Maintenance Facility
Proposed BRT vehicles are expected to be maintained at existing MCTS facilities. MCTS has three
maintenance locations: two operating garages, one on S. Kinnickinnic Avenue and W. Mitchell Street and at
N. 35th Street and W. Fond du Lac Avenue; and a third facility for major repairs located at W. Fond du Lac
Avenue and W. Vine Street. Additional equipment may need to be purchased to maintain the expanded
fleet of electric vehicles.

2.7 PROPOSED CHANGES TO OTHER ROUTES
Introduction of the proposed BRT service in the corridor provides opportunities to modify service on other
MCTS routes that serve this corridor and make adjustments to expand access to the investment. Potential
service changes have been assumed in this study for purposes of estimating ridership and costs. Actual
service modifications will require further analysis and public input. Service changes vary based on route
alternative and are summarized in Table 2.9 and described in more detail below.
Table 2.9
Changes to Other Routes by Route Alternative

Route Alternative

North Option 1 to South Option A
North Option 1 to South Option B
North Option 1 to South Option C
North Option 2 to South Option A
North Option 2 to South Option B
North Option 2 to South Option C

Future Route 27
Option 1

(Bayshore to Loomis)

X
X
X

Future Route 27
Option 2

(Green Bay Road to Loomis)

X
X
X

Truncate Existing
Route 12
X
X
X

Extend Existing
Route 80
X
X
X

Source: SEWRPC

Future Route 27
If the proposed BRT service is recommended at the conclusion of this study, for any of the route alternatives
and roadway configurations under consideration, it would replace the existing PurpleLine route. It is
expected that a fixed-route bus service would be maintained in the core segment of the corridor to serve
many of the existing PurpleLine route stops at a reduced service frequency. Two variations of the route are
being considered and will be described as future Route 27, in reference to the name of the route that served
this corridor through 2018.
If a route alternative that includes North Option 1 to Brown Deer is implemented, future Route 27 would
follow a similar pattern, but instead of terminating near the intersection of W. Hampton Avenue and N.
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Green Bay Avenue, it would continue north on N. Green Bay Avenue, turn east onto W. Silver Spring Drive,
and then turn north onto N. Port Washington Road, terminating at Bayshore—following a pattern similar
to the existing PurpleLine on the northern portion of the corridor. This route variation is shown in Map 2.4.
If a route alternative that includes North Option 2 to Bayshore is implemented in the corridor, future Route
27 would serve the corridor along 27th Street from W. Loomis Road to W. Cornell Street, continuing north
onto N. Teutonia Avenue, then turning east onto W. Hampton Avenue, before terminating near the
intersection of W. Hampton Avenue and N. Green Bay Avenue. This route variation is shown in Map 2.5.
The goal of future Route 27 would be to provide service to existing stops for riders for whom longer walking
distances to and from the more widely spaced BRT station locations would be difficult. Where appropriate,
future Route 27 would be able to utilize BRT stations and dedicated transit lanes located along the route.
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Map 2.4
Future Route 27 – Option 1
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Map 2.5
Future Route 27 – Option 2
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Route 12
The existing Route 12 provides service from downtown Milwaukee to W. Brown Deer Road—running along
N. 12th Street, N. Teutonia Avenue, and N. Green Bay Road with weekday service every 15 to 30 minutes
and weekend service every 20 to 30 minutes. If the recommended route alternative includes North Option
1 to Brown Deer, the segment that runs along N. Teutonia Avenue from W. Cornell Street to the Marketplace
of Brown Deer (just north of W. Brown Deer Road), would be duplicated by this service. Therefore, this route
would be truncated at W. Hampton Avenue, providing service from downtown Milwaukee along N. 12th
Street and N. Teutonia Avenue to W. Hampton Avenue, turning east onto W. Hampton Avenue and
terminating at the intersection of W. Hampton Avenue and N. Green Bay Avenue. Proposed changes to
Route 12 are shown in Map 2.6. This route configuration would allow riders of Route 12 to transfer to the
proposed BRT line at the intersection of N. Teutonia Avenue and W. Hampton Avenue to continue to Brown
Deer or other destinations along the proposed BRT route while avoiding duplication of service on the
segment north of W. Hampton Avenue. Headways on Route 12 would be expected to remain the same,
although the schedule could be adjusted to better align with a transfer to the BRT service.
Route 80
The existing Route 80 provides service between the City of Oak Creek (the existing southern terminus is
near S. Howell Avenue and E. Puetz Road) to the City of Glendale (the existing northern terminus is located
at the Glendale Industrial Park near N. Green Bay Avenue and W. Silver Spring Drive) running primarily along
S. 6th Street with stops at Mitchell International Airport. If the recommended route alternative includes
North Option 1 to Brown Deer, the northern terminus of Route 80 will be extended along N. Green Bay
Avenue and then west along W. Good Hope Road to connect with the BRT service at the intersection of N.
Teutonia Avenue and W. Good Hope Road. Headways would be expected to remain the same, although the
schedule could be adjusted to better align with a transfer to the BRT service. Proposed changes to Route
80 are shown in Map 2.7.
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Map 2.6
Changes to Route 12
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Map 2.7
Changes to Route 80
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2.8 DETAILED EVALUATION CRITERIA
The remaining chapters of this Tier 2 Evaluation will focus on analyzing the detailed alternatives described
in this chapter against the evaluation criteria shown in Table 2.10. These criteria are linked to the project
goals and objectives, which are described in more detail in the Purpose and Need document (Volume 3) of
this study.
The complete results of these evaluations are summarized in the final chapter of this volume.
Table 2.10
Detailed Evaluation Criteria
Project Goal

Provide underserved residents in the corridor with an
improved, efficient, and convenient transportation option.
(Refer to needs 1, 2, 3, 4)
Improve access for underserved neighborhoods.
(Refer to needs 2, 3, 4)
Provide transit that is a viable, attractive alternative to driving.
(Refer to need 1)
Manage travel demand in the corridor.
(Refer to needs 4, 5, 6)
Develop a preferred alternative that will be supported by the
community and that is financially sustainable within the
expected transit funding.
(Refer to needs 1, 6)
Deliver an environmentally sustainable transportation option.
(Refer to needs 4, 6)

Detailed Evaluation Criteria

• Ridership
• Transit Travel Times
•
•
•
•
•
•
•
•
•
•
•
•
•

Demographics
Employment
Ridership
Ridership
Transit Travel Times
Capital, Operating, and Maintenance Costs
Cost Effectiveness
Parking Impacts
Potential Right-Of-Way Impacts
Bicycle and Pedestrian Impacts
Capital, Operating and Maintenance Costs
Cost Effectiveness
Community Support

• Land Use
• Environmental Impacts and Benefits
• Bicycle and Pedestrian Impacts

Source: SEWRPC
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