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Figure 01: Councilmember Marina Alderete Gavito, San Antonio City Council District 7 speaking at the Bandera Road public meeting



TABLE OF CONTENTS
1	   WHERE IS PHASE TWO?

Introduction.........................................................................................................1.3
Executive Summary..............................................................................................1.5

2    HOW DID WE GET HERE?
State Highway Alignment......................................................................................2.3
Bandera Road History...........................................................................................2.5

3    WHAT IS THE CORRIDOR LIKE NOW?
Visual and Factual Analysis ...................................................................................3.3
Demographics................................................................................................... 3.11
Transit Network ................................................................................................. 3.27
Traffic Conditions............................................................................................... 3.37
Zoning and Land Use......................................................................................... 3.41
Residential Market Conditions ........................................................................... 3.57
Retail Market Conditions.................................................................................... 3.71
Transit............................................................................................................... 3.79
Biking and Walking ............................................................................................ 3.91 

4    WHAT DID WE HEAR FROM CITIZENS?
Public Meeting ....................................................................................................4.3

5    WHAT IS THE VISION FOR THE CORRIDOR?
Key Takeaways ....................................................................................................5.3

Figure 02: Bandera Road and Wildflower Drive looking Northwest



6  APPENDIX A - THE RESISTANCE
1966 Bandera Expressway...................................................................................6.3

7   APPENDIX B - PUBLIC MEETING RESULTS
Digital results from public meeting.......................................................................7.3
Paper results from public meeting..................................................................... 7.21
Comment cards from public meeting................................................................. 7.27

8  APPENDIX C - OTHER STUDIES
SA Corridors Strategic Framework Plan.................................................................8.3
SA Tomorrow Comprehensive Plan.......................................................................8.5
SA Tomorrow Multimodal Plan..............................................................................8.7
SA Tomorrow Sustainability Plan...........................................................................8.9
VIA Vision 2040 Long-Range Plan...................................................................... 8.13
SA Climate Ready: A Pathway for Climate Action & Adaptation........................... 8.16
ConnectSA: A Proposal for Modern Mobility....................................................... 8.18
Culebra Road Corridor Study 2022 ................................................................... 8.21
State Highway 16 Bandera Road Corridor Plan ................................................. 8.23

9   APPENDIX D - BEST PRACTICES
Sustainability and Equity......................................................................................9.3
Emerging Technologies..................................................................................... 9.21
Conclusion........................................................................................................ 9.29

10   APPENDIX E - BANDERA ROAD HISTORY PHOTO SOURCES
Source List........................................................................................................ 10.2



where is phase two?11SECTION ONE BANDERA



BANDERA
Figure 03: Bandera Road between W Quill and Hillcrest Drive, looking Northwest 



Southeast of Loop 410 to Culebra Road, there is a side of 
the Bandera Corridor that is often overlooked. Here you will 
find cruising cars, old re-purposed buildings, an array of 
local amenities -- but rarely traffic jams. There is a different 
vibe on this part of Bandera compared to the portion of 
the road which runs northwest of Loop 410 towards Loop 
1604. There is a sense of establishment, conveying a more 
community-centric climate. 

Bandera Road not only connects people with nearby goods 
and services, but also links the public to nearby activity 
centers. Bandera intersects with many arterial streets 
that lead to the Medical Center, Balcones Heights, and 
downtown San Antonio. 

Bandera Road has historically been a passage between 
major areas. During the early 1900s Bandera Road was the 
connector from Bandera to San Antonio, hence its name. 
Due to its significance, it was turned into a state highway by 
the mid 1900s and has remained one since then.

Through the decades, Bandera has evolved and adapted to 
changing times. Proof of this can be seen along the corridor 
with the continued use of older buildings, the conversion 
of homes into commercial real estate, and with newer, 
properly scaled infill development.

Although Bandera does not experience the same issues 
that a typical state highway does, there are still problems 
that must be addressed. Pedestrian and bicyclist 
safety is a major concern on the corridor. Low-visibility 
crosswalks, narrow footpaths, missing sidewalks and bike 
lanes, driveway layout, curb cuts, and lack of separation 
from the street are just some of the many dangers that 
users face. Other challenges consist of deteriorating 
commercial conditions and the continuing need for public 
transportation. 

This report documents existing conditions within the study 
area.  It addresses multiple components of the experience 
of the corridor: traffic, appearance, land use, the housing 
and retail markets, transit, walking and biking, and basic 
demographics. The report also includes public feedback 
which was collected during a number of meetings, surveys, 
and forums during the course of this first phase of work. 

As this project moves forward, a human-focused approach 
will continue to lead Phase 2 down a path which embraces 
the characteristics that continue to distinguish the Bandera 
corridor from others in San Antonio.

INTRODUCTION
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EXECUTIVE SUMMARY
There are two sides of Bandera Road, separated by Loop 410. 
Most San Antonians are familiar with the sprawling northwest 
portion of the corridor, spanning from Loop 410 to Loop 1604. 
However, the southeast portion of the corridor, Loop 410 to 
Culebra Road, tells a different story. 

Even though the Bandera corridor has had multiple state 
highway name changes and has received many additional lanes 
over the years, the stretch of Bandera Road has stayed the same 
since its state highway designation in 1919, other than one 
minor realignment in 1950.

In 1966 a controversial project proposed to make Bandera 
Road an expressway, however, it was struck down by strong 
neighborhood and community leader opposition. Although the 
expressway never came to life, the expansion of the corridor 
continued to widen the gap between neighboring communities.

Currently Bandera Road consists of seven lanes; three general 
travel lanes on each side of a center turn lane. The corridor 
equally splits ten neighborhoods in half, five on each side. 
Communities directly north of the corridor have a higher number 
of newer commercial buildings, more bike routes and lanes, and 

a slightly higher median household income compared to the 
neighborhoods directly south of the corridor. However, there is 
a higher population density, hence more multifamily units and 
plenty of bus route connections directly south of the corridor. 

Although there are physical differences on each side of the 
corridor, the entire study area is experiencing a declining 
population. The corridor consists of 84.5% majority minorities 
compared to the city’s 65.7%. The household median income 
and educational attainment are below both the city and county 
average.  There have been no new multifamily deliveries since 
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2010, however, 41% of the study area is owner-occupied, with 
the cost of rent higher than the county average. 

Bandera Road experiences low volumes of traffic, even though 
it intersects with several arterial streets. About a quarter of the 
corridor’s population either carpools, uses public transportation 
or a taxi, bikes, walks, or uses another mobility method other 
than driving alone in their own privately owned vehicle. Yet the 
corridor lacks comfortable sidewalks, adequate crosswalks, 
shade or highly active parks. In fact, there are no parks larger 
than one acre along the corridor or within the study area. 

The existing conditions report highlights Bandera Road’s 
problem areas while also recognizing what keeps the corridor 
alive. Community feedback reinforces and provides greater 
insight to the issues and assets of the study area. The report 
closes out with the key takeaways: the need for safer pedestrian 
paths, the need for shade, the need for safer crosswalks, the 
need for high amenity parks, and the need for diverse retail and 
entertainment nodes. 

Figure 05: Bandera Road and Bloomfield Drive looking NorthwestFigure 05: Bandera Road and Bloomfield Drive looking Northwest
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HISTORYHISTORY
Figure 06: Bandera Road in 1955 looking southeast. Source: TxDOT
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Figure 07: Maps showing the evolution of Bandera Road’s alignment, in orange, compared to the state highway alignment, in white



STATE HIGHWAY ALIGNMENT

In 1916 the Federal Road Aid Act was passed, which allowed 
states to receive federal funds to improve roads and develop 
a designated highway system. One year later, in 1917, the 
Texas Highway Department (THD) was established. As a result, 
three of the state highways that were created ran through San 
Antonio; State Highway (SH) 2 (now I-35), SH 3 (US 90), and 
SH 9 (US 181). Other major country roads, connecting towns, 
were also listed as state highways.  Bandera Road, which 
connected Bandera to San Antonio, was designated as SH 27 
in 1919, however, it did not start showing up on local maps until 
the mid 1920s. 

Over the years, the state highway’s route has slightly changed. 
The map to the right shows the most recent route of the state 
highway, last changed in 1965, and how it correlates to the 
Bandera corridor. The maps to the left show the locations of 
the route changes. The only major difference from the original 
route as depicted in the 1926 map is the portion between 
Wurzbach and Callaghan. 

1926

1940

19361965

Figure 08: Maps showing the evolution of Bandera Road’s alignment, in orange, compared to the state highway alignment, in white



Bandera Road is 
designated a part of SH 
27, which consisted of 
two lanes, connecting San 
Antonio to Bandera.

State highway name changed 
to SH 81 West.

State highway name change to 
SH 16, to differentiate it from 
US Highway 81, which also ran 
through San Antonio. 

State highway 
name change 
to SH 16 
North.

State highway is rerouted 
through a newly constructed 
connection (the stretch of 
Bandera Road between 
Wurzbach and Evers)

The intersection at Bandera and 
Culebra is drastically changed.

South of Loop 
410, SH 16 is 
renumbered to 
Spur 421.

1919 1926 1936 1940 1950 1956 1965

T W O   L A N E S
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Figure 09: Photos of Bandera Road’s transformation between 
1919 and 2007. See Appendix B for photo sources. 



To relieve 
congestion in 
central San Antonio, 
the controversial 
Bandera Expressway 
was proposed. The 
proposal consisted 
of widening Bandera 
Road to six lanes 
from Huebner to 
Culebra.

The San Antonio-
Bexar County 
High-Occupancy 
Vehicle Study 
Long Range 
Plan evaluated 
Bandera 
Road. It was 
concluded that 
Bandera Road 
had moderate 
congestion and 
medium demand. 

The Texas 
Department of 
Transportation 
(TxDOT) files 
Section 106: 
Determination of 
NRHP Eligibility 
with the Texas 
Historical 
Commission, in 
order to widen Spur 
421 to six lanes.

Bandera is 
widened to six 
lanes from Loop 
410 to Evers. 
The remainder of 
Spur 421 is put 
on hold due to 
eligible historic 
properties found 
along Culebra 
Road. 

The remainder of Spur 
421 is widened to six 
lanes with a continuous 
turn lane (from Evers 
to IH 10). As of 2023, 
Bandera Road remains 
in this condition. 

During the 1970s, 
Bandera Road was 
widened to four lanes. 
In 1971, the San 
Antonio - Bexar County 
Urban Transportation 
Study (SABCUTS), 
proposed widening 
Bandera Road from 
Loop 410 to Culebra. 

Between 1994-1999, the San Antonio-Bexar County 
Metropolitan Planning Organization publishes various 
plans that all propose the widening of Bandera Road to six 
lanes with a continuous center turn lane from IH 410 to 
IH 10. In 1996, the Texas Historical Commission approves 
the widening of Spur 421. Another evaluation, produced in 
1996 by the Federal Highway Administration, the United 
States Department of Transportation, and TxDOT, states 
“increased traffic on Spur 421, resulting from growth of 
the northwest San Antonio metropolitan area, has lowered 
the level of service to an undesirable standard.” The 
report states that the four lane road’s average daily traffic 
(ADT) should range from 14,901 to 18,000. Data showed 
Bandera collecting an ADT of 22,000 to 29,000 and was 
expected to increase to 55,000 by 2008. 

1966 1970 1992 1993 1994 2001 2007

F O U R   L A N E S S I X   L A N E S
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EXISTINGEXISTING
Figure 10: Northwest corner bus stop at Bandera Road and Woodlawn Ave
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VISUAL AND FACTUAL ANALYSIS
Bandera Road is a mixture of low, one story commercial 
buildings with both single-family and multifamily structures 
throughout. Big box stores (H-E-B, Walmart, Dollar Tree) and 
chain restaurants (Panda Express, McDonald’s, Jack In The 
Box) are seen near Loop 410, Woodlawn Avenue and Culebra 
Road. These areas consist of large, unshaded, asphalt parking 
lots that experience consistent volumes of high activity. 

The Bandera corridor is versatile. Buildings have changed over 
time and have been re-purposed and rezoned for new uses. 
Many homes have been converted to retail, dining, or office 
spaces. Even commercial structures have seen drastic changes 
in use, such as a former grocery store, near Loop 410, which 
was converted into a thriving charter school. 

There are many shopping centers along Bandera. However, 
because these shopping centers are over 30 years old and the 
road has been widened over time, parking lots are narrow and 
in some areas, unconventional. The parking configuration is 
often either a rectangular parking lot in front of the building 
allowing parking on both sides or on one side of the vehicular 
traffic aisle.

There are also many parking lots which abut the corridor, and 
in practice, act as wide driveways for multiple vehicles. This 
eliminates curbs, causing sidewalks or pathways to be at the 
same level as the roadway, which is a significant safety hazard.

For a corridor with plentiful shopping and bus stops to access 
these amenities, there is a lack of green, open spaces, 
parks, and shade on sidewalks. Based on the 2021 (5-year) 
American Community Survey, 27.7% of people use a mode of 
transportation other than driving their own vehicle. Therefore, 
pedestrian and bicyclist comfort is a major concern. 

Street lights are attached 
to above ground electric 
service poles

Deteriorating signage 
causing visual blight

Limited space for 
parking due to lane 
widening over the years

Existing signage does not respect 
the size, scale of the buildings’ 
facade, building height, or 
rhythms and sizes of openings



Speed limit of 45 mph is often 
exceeded due to straight 
configuration of corridor

Multiple curb cuts for driveways 
create high collision risk between 
vehicles and pedestrians

Front of older buildings are often 
obstructed by signage, utility poles, 
driveways and other elements

Substantial impervious coverage

Figure 11: Bandera Road near W/E Cheryl Drive, looking southeast



BANDERA ROAD CORRIDOR PLAN SECTION33 3.5

MUNICIPAL AND COUNCIL BOUNDARIES 
Bandera Road runs through two cities 
within the study area: it is primarily within 
San Antonio, but a small portion is in Leon 
Valley. District 7 is the main San Antonio 
council district in which Bandera Road is 
located, though it touches small portions of 
District 5 and District 1. District 6 is nearby, 
as is the City of Balcones Heights. Bandera 
Road itself is State Highway 421 under the 
administration and control of the Texas 
Department of Transportation.

Figure 12: San Antonio Council Districts and Municipalities along the Bandera Road CorridorFigure 12: San Antonio Council Districts and Municipalities along the Bandera Road Corridor



Figure 13: Signage along Bandera Road near  Hodges DriveFigure 13: Signage along Bandera Road near  Hodges Drive



NEIGHBORHOODS
Other than the northwest portion of Bandera, 
near Loop 410, the majority of the corridor 
touches a residential neighborhood. There are 
ten neighborhoods within the corridor study area:
•	 Thunderbird Hills
•	 Rolling Ridge Village
•	 Ingram Hills
•	 Inspiration Hills
•	 Woodlawn Hills
•	 Donaldson Terrace
•	 University Park
•	 Jefferson/Woodlawn Lake
•	 Woodlawn Lake
•	 Prospect Hill/West End 
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Figure 14: Neighborhoods along the Bandera Road CorridorFigure 14: Neighborhoods along the Bandera Road Corridor



BUILDING AGE
Typically, newer construction is seen further 
away from the downtown core, and although 
that is generally the case with this portion of 
Bandera, there are also many buildings that 
predate 1918. A high concentration of these 
structures are located near Loop 410 and at 
major intersections.

Construction after 1961 is primarily northwest of 
the corridor, while buildings erected before 1945 
are located on the southeast side of the corridor. 
The majority of the structures, mainly residential, 
were built between 1945 and 1961. Buildings 
near Loop 410 were primarily built between 
1986 and 2017, though many infill developments 
along the corridor were also built during this time 
period.

BANDERA ROAD CORRIDOR PLANSECTION 333.8

Figure 15: Building Construction Dates along the Bandera Road CorridorFigure 15: Building Construction Dates along the Bandera Road Corridor



BANDERA ROAD CORRIDOR PLAN SECTION33 3.9

Figure 16: Student Council Patio Fountain at Figure 16: Student Council Patio Fountain at 
Jefferson High SchoolJefferson High School

Figure 17: Historic landmarks, historic districts and conservation districts along and near the Bandera Road CorridorFigure 17: Historic landmarks, historic districts and conservation districts along and near the Bandera Road Corridor



HISTORIC SITES, HISTORIC DISTRICTS, & NEIGHBORHOOD CONSERVATION DISTRICTS
There are many historic resources surrounding Bandera Road, primarily located near 
Culebra. Many neighborhood preservation efforts have been accomplished through the 
establishment of neighborhood conservation districts (NCD) and historic districts. 

How is an NCD different than a historic district? NCDs focus on preserving a community’s 
distinctive characteristics through a series of ordinances related to an overlay district 
such as setbacks, lot coverage, height of structures, permitted uses, densities of an area, 
and streetscapes. They are less restrictive than historic districts. In a historic district, any 
exterior change must be reviewed by a city review authority, while in an NCD, the review 
authority primarily monitors demolitions or new construction that will take away from the 
character of the district. Historic districts also are intended to preserve a high level of 
architectural integrity of a neighborhood; while NCDs may not have historical architectural 
significance, they are intended to protect the scale of a community. There are three NCDs 
that lie within the Phase 2 study area: Ingram Hills, Jefferson, and Woodlawn Lake. 

Outside of the study area are three historic districts: Greenlawn Estates, Monticello Park, 
and Woodlawn Lake and Park. These are within close proximity to the Bandera Road 
corridor. There are also four historic sites near the study area:

Thomas Jefferson High School has been listed in the National Register of Historic 
Places since 1983 for its architecture and education. It is also recognized by the 
state as a Recorded Texas Historic Landmark and by the City of San Antonio’s Office 
of Historic Preservation as an local individual landmark. 

The Wesley Peacock House has been listed as a Texas Historical Marker since 1979 
and is also a local individual landmark. It was the original building of Peacock’s 
School for Boys, a military training school, and became a  distinguished charter 
school with high academic standards in 1904.

554 West Broadview Drive and 2109 Mistletoe West are two local residential 
individual landmarks recognized for their unique architecture. 

BANDERA ROAD CORRIDOR PLANSECTION 333.10

Figure 18: Houses in the  Woodlawn Lake Neighborhood Conservation DistrictFigure 18: Houses in the  Woodlawn Lake Neighborhood Conservation District
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COMMUNITY AMENITIES 
There is one fire station and five public 
schools within the study area, which consist 
of: 

Two public charter schools
•	 School of Science and Technology 

(STSS) - Discovery (Pre K-Grade 8)
•	 Bexar County Academy (Pre K-Grade 8)

Three San Antonio ISD public schools
•	 Woodlawn Hills Elementary                 

(Pre K - Grade 5)
•	 James Madison Elementary                 

(Pre K - Grade 5)
•	 Marvin B. Fenwick Academy                 

(Pre K - Grade 8)

There are no public libraries within the study 
area. The Forest Hills and Memorial Branch 
are two public libraries located southwest of 
the corridor study area. The Westfall Branch 
is located northeast, outside of the corridor 
study area and disconnected by Interstate 
10. 

Figure 19: Community amenities along the Bandera Road CorridorFigure 19: Community amenities along the Bandera Road Corridor



Figure 20: James Madison Elementary School along Bandera Road near St CloudFigure 20: James Madison Elementary School along Bandera Road near St Cloud
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POPULATION DENSITY
The population around Bandera 
Road is relatively low compared to its 
surrounding regional centers, such 
as the Medical Center, North Central, 
Westside, and Near Northwest 
areas. Figure 21 shows lower 
population density by census tracts 
at the northwest end of the corridor 
compared to a increasingly higher 
population density on the southeast 
end of the corridor.

DEMOGRAPHICS
Figure 21: Population Density by Census Tracts along the Bandera Road Corridor. Source: United States Census Bureau (2020)Figure 21: Population Density by Census Tracts along the Bandera Road Corridor. Source: United States Census Bureau (2020)
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Focusing in on the Bandera corridor, Figure 
22 shows the population density by census 
blocks. Areas near Hillcrest Drive have the 
highest population density. These areas 
consist of apartment complexes. Areas near 
Culebra Road are also of relatively higher 
population density. This area consists of 
other multifamily housing options such 
as duplexes, triplexes, and quad-plexes. 
However, the majority of the corridor is of low 
population density, consisting of commercial 
and single family homes.  

Figure 22: Population Density by Census Blocks along the Bandera Road Corridor. Source: United States Census Bureau (2020)Figure 22: Population Density by Census Blocks along the Bandera Road Corridor. Source: United States Census Bureau (2020)



Bandera Road Corridor Market Study - DRAFT

Population growth along the Bandera Road Corridor has echoed trends in the city 
and county, albeit losing population at a greater rate.

2000 to 2010 2010 to 2017

Between 2017 and 2021, the 
Corridor’s population declined by 
more than 4,000 people.

Source: American Community Survey (5-year)

2017 to 2021

-0.2%

1.4%

-2.9%

1.2%

1.8%

-0.4%

1.7%
2.0%

1.0%

Average Annual Population Growth Rate (CAGR)

Bandera Road San Antonio Bexar County
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Figure 23 :Figure 23 :



Bandera Road Corridor Market Study - DRAFT

0 to 17
22%

18 to 24
10%

25 to 34
15%

35 to 44
13%

45 to 54
12%

55+
28%

Proportion of Residents by Age Group

Household composition is relatively similar to Bexar County overall, with a higher 
proportion of single parent and other households over married couple households.

6

*Families are defined as groups of two or more people related by birth or marriage. Non-
family households include singles and those living exclusively with unrelated roommates.

Source: American Community Survey 2021 (5-year)

35% 40% 44%

29% 23%
22%

36% 38% 34%

Bandera Road San Antonio Bexar County

Distribution of Households by Type, 2021

Married-Couple Other / Single Parent Nonfamily

BANDERA ROAD CORRIDOR PLANSECTION 333.16

Figure 24 :Figure 24 : Figure 25 :Figure 25 :



Bandera Road Corridor Market Study - DRAFT

The proportion of nonfamily households is similar to spatial patterns throughout 
much of San Antonio.

Source: City of San AntonioSource: American Community Survey 2021 (5-year)

0%

92%

Percent 
Nonfamily 

Households
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Figure 26 : Nonfamily Households (2022)Figure 26 : Nonfamily Households (2022)



Bandera Road Corridor Market Study - DRAFT

In the past decade, the number of married-couple families has decreased relative 
to the city and county.

Source: American Community Survey 2010, 2021 (5-year)
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Change in Number of Households by Household Type, 2010 to 2021
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Figure 27 :Figure 27 :



Bandera Road Corridor Market Study - DRAFT

The Bandera Road Corridor population has shrunk across all age groups in the last 
five years, primarily among children and working age adults.

Source: American Community Survey 2017, 2021 (5-year)
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Annual Growth by Age Group

Bandera Road San Antonio Bexar County
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Figure 28 :Figure 28 :



Bandera Road Corridor Market Study - DRAFT

The Bandera Road Corridor is “majority minority” throughout, with a higher 
Hispanic and Latino population and smaller proportions of other descents 
compared to the surrounding region.

10
Source: American Community Survey 2021 (5-year)
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Figure 29 :Figure 29 :
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Bandera Road Corridor Market Study - DRAFT

Educational attainment in the corridor is below city and county averages.

11
Source: American Community Survey 2021 (5-year)
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Bandera Road Corridor Market Study - DRAFT
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0.0%

0.2%
0.6%

1.3%

2.2%

Less than $35K $35 to 50K $50 to 100K $100 to 150K $150K +

Average Annual Percentage Change in Households by Income Band, 2017 to 2021

Bandera Road San Antonio Bexar County

Growth in the corridor is primarily in households at or below county median 
household income ($63K), but it is notably losing higher income households.

Source: American Community Survey 2017, 2021 (5-year)

Figure 31:Figure 31:



Bandera Road Corridor Market Study - DRAFT

Most residents in the corridor have low paying jobs: 57% of households make less 
than $50K each year. Employees in corridor businesses do as well – 63% make less 
than $40K each year.

17

Source: American Community Survey 2021 (5-year)

Less than $35K
40%

$35K to 50K
17%

$50K to 100K
29%

$100K to 150K
9%

$150K +
5%

Bandera Road Annual Household Income, 2021

10,235
Households

$44,684
Median Household 

Income

< $15K
24%

$15K to $40K
39%

> $40K
37%

Distribution of Daytime Employees by Earnings, 2020

Bandera Road Corridor
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Figure 32 :Figure 32 : Figure 33 :Figure 33 :
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Bandera Road Corridor Market Study - DRAFT

Bandera Road is a moderate center of employment, but greater density 
employment centers are located at either end of the corridor.

Source: City of San Antonio

< 0.01

> 0.6

Workers 
per Acre

0.3

Source: Longitudinal Employee-Household Dynamics Data, 2020

Figure 34 : Workers per Acre (2020)Figure 34 : Workers per Acre (2020)



Bandera Road Corridor Market Study - DRAFT

Few workers in jobs along Bandera Road live directly along the corridor. Most 
residents living adjacent to the corridor commute to work outside the study area.

5%

40% 41%

7% 7%8%

38%
41%

9%
5%

0%

10%

20%

30%

40%

50%

Worked at
Home

Less than
20 minutes

20 to 39
minutes

40 to 59
minutes

60 or more
minutes

Average Commute Times, 2021
Bandera Road San Antonio

Source: Longitudinal Employee-Household Dynamics Data, 2020
American Community Survey 2021 (5-year)

8,127
Daily Inflow

287
Daily Internal

10,095
Daily Outflow

Daily Commuter Inflow and Outflow 
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Figure 35 :Figure 35 : Figure 36 :Figure 36 :
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Bandera Road Corridor Market Study - DRAFT

Workers along the Bandera Road Corridor are concentrated in nearby 
neighborhoods, but many commute from outlying areas of the city.

Source: City of San Antonio

< 0.01

> 0.1

Workers 
per Acre

0.05

Source: Longitudinal Employee-Household Dynamics Data, 2020

Figure 37 : Workers per Acre (2020)Figure 37 : Workers per Acre (2020)
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Bandera Road Corridor Market Study - DRAFT

The vast majority of residents commute by privately owned vehicles.
Active transportation rates remain low, totaling less than 2% of the population.

15

Source: American Community Survey 2021 (5-year)

86%
Commute by car

Drove Alone
72.3%

Carpooled
13.5%

Public Transportation or Taxi, 4.1%

Bicycle, 0.3%

Walked, 1.6%

Other, 3.0%

Worked from Home, 5.2%

Typical Transportation to Work
Figure 38 :Figure 38 :
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Figure 39: Office complex on Bandera Road near Timco West



ROADWAY & TRAFFIC
The following section gives an overview 
of vehicular infrastructure along the 
project corridor, which spans Bandera 
Road between Loop 410 and Culebra 
Road, although not inclusive of those two 
intersections. This review was conducted 
based on a site visit and recent aerial 
imagery.

ROADWAY CONFIGURATION
Between Loop 410 and Wilson Boulevard, 
Bandera Road maintains a typical cross-
section of three general travel lanes in 
each direction varying in width from 11 
feet to 14.5 feet, with the widest travel 
lanes being closest to the curb. Bandera 
Road also features a center two-way left 
turn lane varying in width from 11 feet 
to 14 feet along the corridor. Just before 
the signal at Loop 410, there is a raised 
median to channelize vehicles entering the 
intersection and there are only five general 
travel lanes between I-410 and Stemmons 
Drive. At signalized intersections, the 
center two-way left turn lane transitions to 
a left turn lane. Between Waverly Avenue 
and Rollins Avenue, there is a small raised 
mid-block pedestrian crossing island within 
the center median.
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TRANSPORTATION NETWORK

THREE GENERAL 
TRAVEL LANES



CENTER TWO-WAY
TURN LANE

THREE GENERAL 
TRAVEL LANES

Figure 40: Bandera Road facing northwest towards Loop 410



Within the study area, Bandera Road has curb and gutter and the right-of-way in each direction 
measures around 36 feet. The right-of-way widens at some intersections to accommodate a 
dedicated right turn lane. Several intersections also feature a right turn slip lane. At no point along 
the corridor is there a shoulder between the outside travel lanes and the curb; rather the outermost 
lane widens as needed to meet the curb where there is additional roadway width. 

Typical cross-sections along Bandera Road are shown at 5 locations below:

•	 West of NW Industrial Drive (Figure 45)
•	 West of Callaghan Road (Figure 48)
•	 West of Hillcrest Drive (Figure 51)
•	 West of Woodlawn Avenue (Figure 55)
•	 West of Culebra Road (Figure 58)

Additionally, along the corridor there are two bridges. One is located east of NW Industrial Drive 
and the other is located at Callaghan Road. These bridges cross over Zarzamora Creek, which 
intersects with Bandera Road at these two locations.
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Figure 41: Bandera Road at Callaghan Road, facing southeast



BANDERA ROAD CORRIDOR PLANSECTION## 33

Figure 42: Map of Bandera Road referencing intersection sectionsFigure 42: Map of Bandera Road referencing intersection sections
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Figure 43: Aerial map referencing section cut at Bandera Road west of NW Industrial DriveFigure 43: Aerial map referencing section cut at Bandera Road west of NW Industrial Drive Figure 44: Street view referencing Bandera Road west of NW Industrial DriveFigure 44: Street view referencing Bandera Road west of NW Industrial Drive

Figure 45: Section cut at Bandera Road west of NW Industrial Drive
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Figure 46: Street view referencing Bandera Road west of Callaghan RoadFigure 46: Street view referencing Bandera Road west of Callaghan Road Figure 47: Aerial view referencing section cut at Bandera Road west of Callaghan RoadFigure 47: Aerial view referencing section cut at Bandera Road west of Callaghan Road

Figure 48: Section cut at Bandera Road west of Callaghan Road
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Figure 49: Aerial map referencing section cut at Bandera Road west of Hillcrest DriveFigure 49: Aerial map referencing section cut at Bandera Road west of Hillcrest Drive Figure 50: Street view referencing Bandera Road west of Hillcrest DriveFigure 50: Street view referencing Bandera Road west of Hillcrest Drive

Figure 51: Section cut at Bandera Road west of Hillcrest Drive



Figure 52: Map of Bandera Road referencing intersection sectionsFigure 52: Map of Bandera Road referencing intersection sections
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Figure 53: Aerial map referencing section cut at Bandera Road west of Woodlawn AvenueFigure 53: Aerial map referencing section cut at Bandera Road west of Woodlawn Avenue Figure 54: Street view referencing Bandera Road west of Woodlawn AvenueFigure 54: Street view referencing Bandera Road west of Woodlawn Avenue

Figure 55: Section cut at Bandera Road west of Woodlawn Avenue
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Figure 56: Street view referencing Bandera Road west of Culebra RoadFigure 56: Street view referencing Bandera Road west of Culebra Road Figure 57: Aerial view referencing section cut at Bandera Road west of Culebra RoadFigure 57: Aerial view referencing section cut at Bandera Road west of Culebra Road

Figure 58: Section cut at Bandera Road west of Culebra Road
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The following section gives an overview 
of the traffic conditions in the study 
area based on a review of the most 
recently available vehicle count data. 
The data comes from Texas Department 
of Transportation (TxDOT) volume 
counts from 2021. No peak hour turning 
movement data was collected as part of 
this study.

AVERAGE DAILY TRAFFIC FINDINGS
Daily traffic counts available from TxDOT 
were reviewed to give an understanding 
of how vehicle throughput changes 
throughout the study corridor. These daily 
travel patterns can give insight about 
how drivers are using Bandera Road, for 
local access as well as regional access 
throughout the region. Figure 59 shows 
an overview of the bidirectional volumes 
with respect to the number of lanes. 
As expected, daily traffic volumes are 
highest closest to I-410. Average daily 
vehicle volumes decrease as the corridor 
moves east toward Culebra Rd. The 
number of travel lanes remains consistent 
throughout the corridor. Figure 60 details 
the average daily vehicle volumes at key 
junctions throughout Bandera Road and 
the corresponding number of travel lanes. 

TRAFFIC CONDITIONS

Figure 59: Bandera Road characteristics



These numbers are substantially lower than the average daily traffic (ADT) volumes projected in various plans by the San Antonio-Bexar County Metropolitan Planning 
Organization between 1994-1999. In 1996 an Administrative Action Final Section 4(f) Evaluation was published by the Federal Highway Administration, the United States 
Department of Transportation, and TxDOT showing the 4-lane road collecting an ADT of 22,000 to 29,000 and was expected to increase to 55,000 by 2008. These plans 
and evaluations were used to provide justification for the widening of Bandera Road from 4-lanes to 6-lanes. As of 2021, the total ADT on Bandera Road remains below 
30,500, about 25,000 less than projected. 
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EB WB TOTAL
NW Industrial Dr (East) 14,817 15,559 30,376 6
W Broadview Dr (East) 15,033 14,292 29,325 6
Hillcrest Dr (East) 14,258 13,423 27,681 6
W Woodlawn Ave (West) 13,159 14,896 28,055 6
Culebra Rd (West) 8,702 9,132 17,835 6

SOURCE: TXDOT (2021)

Table    Average Daily Traffic on Bandera Road in Study Area

Location
(side of intersection)

 Daily Traffic No. of Travel Lanes 
(bi-directional)

Figure 60: Average Daily Traffic on Bandera in Study Area
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TRAFFIC SIGNALS
There are 16 signals along the project corridor, 
located at the following intersections (see Figure 
61):
•	 Loop 410 frontage road
•	 Timco West
•	 Callaghan Road
•	 Evers Road
•	 E Skyview Drive
•	 Broadview Drive
•	 Hillcrest Drive
•	 Quill Drive
•	 Cheryl Drive
•	 Embassy Drive
•	 Woodlawn Avenue
•	 Varsity Drive
•	 General McMullen Drive
•	 Cincinnati Avenue
•	 Culebra Road
•	 Wilson Boulevard

Figure 61: Traffic signals
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ARTERIAL CONNECTIVITY
The project corridor intersects several arterial 
roadways, many of which provide access across 
Bandera Road to the north and south. Arterial 
roadways that intersect Bandera Road include 
Callaghan Road, Hillcrest Drive, N General 
McMullen Drive / St. Cloud Road, and NW 24th 
Street / Wilson Boulevard. Arterial roadway 
connections primarily for east and west travel 
include W/E Quill Drive, W Woodlawn Avenue, 
Cincinnati Avenue, and Culebra Road. 

Within this area of San Antonio, Bandera Road 
functions as the primary connector between 
downtown and Loop 410 for regional travelers, 
as well as a commercial corridor that provides 
goods and services for those living in adjacent 
neighborhoods. The highest-volume arterials 
feeding Bandera Road are both at the northern 
end of the corridor: Evers Road and Callaghan 
Road. Figure 62 shows arterial connections and 
their average daily traffic volume. 

Vehicle volume levels on the adjacent arterial 
connectors are relatively low (an average 
of 14,814 vehicles for connecting arterials 
versus 29,034 vehicles on Bandera Road)  in 
comparison to the vehicle volumes on Bandera 
Road. Due to the residential nature of the areas 
around Bandera Road, the likely purpose of 
many of the arterial connections intersecting 
Bandera Road is to provide access to adjacent 
neighborhoods. 

Figure 62: Arterial Connectors



ZONING ZONING

RESIDENTIAL COMMERCIAL

ZONING
Zoning and land use are not always the same.  
Even when zoning aligns with land use, the design 
of a development may mean that perceived land 
use differs from actual land use. The graphics to 
the right show the differences between zoning 
(top maps) and land use (bottom maps) along the 
Bandera corridor. 

RESIDENTIAL

LAND USE

COMMERCIAL

LAND USE



ZONING ZONING

INDUSTRIAL OTHER

LAND USE
ZONINGZONINGFigure 63: Zoning along the Bandera corridor

Figure 64: Land use along the Bandera corridor
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LAND USE LAND USE



ZONING
The corridor study area consists of 
approximately 78% residential zoning. Of that, 
only 3% is zoned for multifamily. Typically, 
multifamily housing zoning is seen near 
downtown areas. However, multifamily zoning 
becomes more prominent in the middle of 
the corridor, primarily south of Bandera Road. 
The wider study area shows how thoroughly 
neighborhood development dominates the 
sector. 

Commercial zoning represents 14%  of the 
corridor and is located primarily adjacent to 
Bandera Road.  Three percent of the zoning 
in the study area is classified as industrial. 
This zoning is located near Loop 410, much 
of which also has retail characteristics. Office 
zoning accounts for 1% of the corridor. Outside 
the study area Business Park (BP) zoning 
can be seen near Leon Valley and Balcones 
Heights.
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Figure 65: Zoning along the Bandera corridor



LAND USE
Zoning along Bandera Road partially aligns 
with actual use. This is common in older parts 
of cities. Zoning and use become misaligned 
when usage drifts over time (frequently in 
a non-permitted fashion). One significant 
difference can be seen in industrial land 
use. Although most parcels in the northwest 
of the corridor, near Loop 410, are zoned 
for industrial uses, actual industrial use is 
seen scattered south of the industrial zoning 
area. In a wider view, land use information 
developed by the San Antonio River Authority 
also indicates that industrial zoning and use 
are not in sync.

Another comparison shows that there is a 
more varied mix of uses along the corridor 
than what is permitted by zoning. The corridor 
study area residential usage consists of 
approximately 63%. Of that, about 5% 5% is 
multifamily use. Commercial use represents 
22%  of the study area,  2% is being used for 
industrial purposes and the remaining 5% is 
utilized for natural areas, parks, green and 
open spaces.
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Figure 66: Land Use along the Bandera Corridor
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PARCEL SIZE
Analyzing parcel sizes is a good way to 
evaluate the characteristics of larger areas.  
Parcel size is a good proxy for density, in 
a somewhat counterintuitive way: large 
numbers of smaller parcels generally equates 
to lower density because of development 
restrictions.  An area of larger parcels 
can translate to either high or low density 
depending on land use – are the large 
parcels agricultural fields or office buildings?  
This is also a good proxy for development 
potential, as larger developments are more 
easily undertaken on larger parcels rather 
than combining multiple small parcels.

Close examination of the graphic in Figure 
67 reveals that the larger areas around 
the project area are dominated by small 
lots – single-family homes.  However, there 
are more sizable lots in several key areas: 
immediately adjacent to Bandera Road 
between Loop 410 and Benrus, between 
Sherril Brook Drive and Zachary, between 
West Cheryl Drive and Stonegate Drive, 
Hillcrest Drive, and near the Culebra Road 
intersection. 

Figure 67: Parcel size along the Bandera corridor
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Figure 68: Large parcels along the Bandera Corridor, near Loop 410Figure 68: Large parcels along the Bandera Corridor, near Loop 410



IMPERVIOUS COVERAGE
Impervious cover is any impenetrable 
construction covering the natural land surface. 
These materials do not allow fluid to pass through 
its surfaces. Examples of impervious coverage 
are roads, parking areas, buildings, pools, patios, 
sheds, driveways, and sidewalks.

Although needed, a high amount of impervious 
surface on a property can cause many problems 
such as flooding and low water quality. Because 
impervious materials prevent rainwater from 
seeping through its surface, rainwater collects 
pollutants that would naturally be filtered through 
soils and vegetation. The rainwater’s flow also 
increases, due to the lack of absorption, and 
accumulates at a rapid speed in storm drains, 
causing more flash flood events. 

Figure 69 shows a high amount of impervious 
coverage throughout the corridor, significantly 
near all major intersections, such as Loop 410, 
Callaghan Road, Hillcrest Drive, W Woodlawn 
Avenue, and Culebra Road. High impervious 
coverage correlates relatively close to parcels 
that are greater than one acre along the Bandera 
corridor. These areas consist of large, big box 
stores, multifamily housing, office buildings, 
industrial complexes and retail shopping centers 
which all provide extensive parking for vehicles. 

Figure 69: Impervious coverage along the Bandera Road CorridorFigure 69: Impervious coverage along the Bandera Road Corridor
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LAND VALUE PER UNIT AREA
Figure 70 shows the land value per unit area of 
each parcel. Higher values are concentrated 
along the corridor. These parcels are primarily 
commercial properties. Most of the lower value 
properties consist of single-family residential 
housing. The map shows a high amount of 
lower land values directly south of the corridor 
compared to parcels directly north of the 
corridor. The majority of mid value residential 
land is located between Hillcrest Drive and 
Culebra Road. These homes are either located in  
or near a historic or neighborhood conservation 
district. They are also in close proximity to a park, 
therefore the land values are higher. 

Figure 70: Arterial Connectors



CORRIDOR CREEKS
Zarzamora Creek is the primary waterway 
that runs through the northwest portion of the 
Bandera corridor. According to the Federal 
Emergency Management Agency (FEMA), these 
areas, near Loop 410, are located in high-risk 
flood zones and are “subject to inundation by the 
1-percent-annual-chance flood event”. There is 
one low water crossing near Zazamora Creek, 
located on Parkway Drive, approximately 500 feet 
from Callaghan Road. 

Apache Creek does not run through the Bandera 
corridor, but ends right before it touches the 
roadway, between West/East Broadview Drive 
and Bloomfield Drive. Alazan Creek, located 
just outside the corridor study area, is located 
in a high-risk flood zone. Unlike the other two 
waterways, the portion of Apache Creek that falls 
within the study area is not prone to flooding.
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Figure 71: Flood plains and bodies of water along the Bandera Road CorridorFigure 71: Flood plains and bodies of water along the Bandera Road Corridor



Figure 72: Zarzamora Creek crossing under Bandera Road near Loop 410Figure 72: Zarzamora Creek crossing under Bandera Road near Loop 410
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TREE CANOPY
Figure 73 shows the amount of canopy tree 
coverage on the Bandera corridor. Data was used 
from the National Land Cover Database for the 
year 2021. Only trees taller than approximately 
16 feet tall are recorded.  The darkest shades of 
green, marked 100% on the legend, represent:

•	 Areas dominated by canopy trees
•	 Areas greater than 20% of total vegetation 

cover
•	 Areas where 75% of the tree species maintain 

their leaves all year
•	 Areas where canopy is never without green 

foliage

In very few areas, the highest percentage of 
canopy tree coverage the Bandera corridor 
reaches is about 50%. However, most of the 
corridor lacks canopy trees. Note that even 
the parks surrounding the area have little to no 
canopy tree coverage. 

With a high rate percentage of impervious 
coverage, adding sufficient tree canopy can lower 
temperatures, improve water quality, provide 
protection from rain or sun, and create a more 
pleasant environment. 

Figure 73: Tree canopy (approximately 16ft tall or higher) along the Bandera Road CorridorFigure 73: Tree canopy (approximately 16ft tall or higher) along the Bandera Road Corridor



Figure 74: Bandera Road at Wildflower Drive looking NorthwestFigure 74: Bandera Road at Wildflower Drive looking Northwest
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PARKS AND GREEN SPACES
There are only four parks that fall within the 
corridor study area; of those four, only two 
abut the corridor. Both Quill and Cincinnati/
Tulane parks are less than half an acre and lack 
amenities and activity.  

Camino Santa Maria is not located along Bandera 
Road but is within the study area. It is a quarter-
acre of green space that is used as a dog park 
and portal to the St. Mary’s Gateway District. 
West Quill Park is nestled within the Woodlawn 
Hills neighborhood. It consists of approximately 
three acres of green space, including a walking 
trail, a drinking fountain, and playground 
equipment with rubber surfacing. It is the area’s 
newest park, with its first phase completed in 
2022. 

There are other small parks located outside of the 
study area. The largest and most popular park 
nearby is Woodlawn Lake Park, a 62-acre park 
dating back to the 1880s that offers users a wide 
variety of amenities, facilities, and recreational 
uses. 

Figure 75: Parks and open spaces along the Bandera Road CorridorFigure 75: Parks and open spaces along the Bandera Road Corridor



Bandera Road Corridor Market Study - DRAFT

Most parks within walking distance are 1-to-15-acre neighborhood parks, with 
access to two major greenways at the southeastern end of the corridor.

Source: City of San Antonio

21
Acres per 1,000 residents

San Antonio

13
Acres per 1,000 residents

Bandera Road Source: City of San Antonio

Figure 76: Comparison of park acres per 1,000 residentsFigure 76: Comparison of park acres per 1,000 residents
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Bandera Road Corridor Market Study - DRAFT

High-amenity parks are clustered towards the city center.

Source: City of San Antonio

Lee's Creek Park
7.8 Acres
• Outdoor classroom

Shadwell Park
2.2 Acres
• Playground

Joe Ward Park
4.2 Acres
• Community center
• Swimming pool
• Sports fields

Woodlawn Lake Park
62 Acres
• Community center
• Swimming area
• Sports fields
• Dog park
• Public art
• Rentable pavilion
• Boat access

Martinez Creek Greenway
20.3 Acres
• Sports fields (nearby)

West End Park
5.3 Acres
• Community center
• Sports fields
• Playground

Rosedale Park
68 Acres
• Community center
• Sports fields
• Rentable pavilion
• Playground
• Skate park

Apache Creek Greenway
52 Acres
• Swimming area
• Sports fields
• Rentable pavilion
• Playground

Alderete Park
9.6 Acres
• Sports fields
• Rentable pavilion
• Playground

Garza Park
21.5 Acres
• Swimming pool
• Sports fields
• Rentable pavilion
• Playground

Jane Dubel Park
6.36 Acres
• Playground
• Rentable pavilion

Source: City of San Antonio

Figure 77: High-amenity parksFigure 77: High-amenity parks
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Bandera Road Corridor Market Study - DRAFT

Much of the corridor is within a 5-to-10-minute walk from a city park, but notable 
access gaps exist throughout the neighborhoods. 

Source: City of San AntonioSource: City of San Antonio

5 Minute walk

10 Minute walk

Figure 77: High-amenity parksFigure 77: High-amenity parks Figure 78: 5-to-10 minute walk from City parksFigure 78: 5-to-10 minute walk from City parks
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Bandera Road Corridor Market Study - DRAFT

Filtering out pocket parks below one acre, however, holes in park access expand 
significantly.

Source: City of San AntonioSource: City of San Antonio

5 Minute walk

10 Minute walk

Figure 79: Access to parks smaller than one acreFigure 79: Access to parks smaller than one acre
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Figure 79: Access to parks smaller than one acreFigure 79: Access to parks smaller than one acre

Bandera Road Corridor Market Study - DRAFT

Access to types of parks along the Bandera Road Corridor echoes the larger 
makeup of San Antonio’s parks

Source: City of San Antonio

23%

12%

58%

55%

15%

22%

4%

9% 2%

Bandera Road

San Antonio

Composition of Park Spaces

0 to 1 Acres 1 to 15 Acres 15 to 100 Acres 100 to 500 Acres 500 or more Acres

Figure 80:Figure 80:
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Figure 81: Quill Park located at the intersection of Bandera Road and E/W Quill DriveFigure 81: Quill Park located at the intersection of Bandera Road and E/W Quill Drive



Bandera Road Corridor Market Study - DRAFT

Household incomes and home values are largely below the countywide median.

19

Below the 
County 
median

Above the 
County 
median

Source: ACS 
2021 (5-year)

Below the 
County 
median

Median Home Value, 2021Median Household Income, 2021

$63K
Bexar County

$187K
Bexar County

Less than $20,000

$20,000 to $60,000

$60,000 to $100,000

$100,000 to $140,000

$140,000 to $187,300

More than $187,300

Less than $20,000

$20,000 to $40,000

$40,000 to $63,057

$63,057 to $80,000

$80,000 to $100,000

More than $100,000

RESIDENTIAL MARKET CONDITIONS

BANDERA ROAD CORRIDOR PLAN SECTION33 3.63
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Household incomes and home values are largely below the countywide median.
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Bandera Road Corridor Market Study - DRAFT

41% of units are renter-occupied, compared to 44% across the city. Of all occupied 
units in the corridor, the majority are single-family houses.

20
Source: American Community Survey 2021 (5-year)

Owner-
Occupied

49%
Renter-

Occupied
41%

Vacant
9%

Distribution of Units by Tenure and Building Size

Single-Family
70.0%

2-4 Units
8.7%

5-49 Units
16.7%

50+ Units
4.3%

Manufactured
0.3%

Breakdown of Occupied Units by Building Size

11,260
Residential Units

5,563
Owner-Occupied Units

4,672
Renter-Occupied Units
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Bandera Road Corridor Market Study - DRAFT

Housing unit composition is more concentrated in single-family residential than the 
city and county as a whole. 27% of renters are in single-family, detached homes.

21

*5+ units
Source: American Community Survey 2021 (5-year)

Change in Single- and Multifamily* Units, 2010 - 2021

-1% (-73)
Single-Family

+4% (137)
Multifamily

70.0%
62.5% 67.4%

8.7%
7.6%

6.3%

16.7%
21.6% 17.9%

4.3% 6.7% 5.6%

0.3% 1.5%
2.8%

Bandera Road San Antonio Bexar County

Distribution of Units by Building Size

Single-Family 2-4 Units 5-49 Units 50+ Units Manufactured

Figure 86:Figure 86: Figure 87:Figure 87:
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Renters along the corridor experience slightly higher rates of rent burdening than 
the county average, whereas homeowners experience less.

22

Distribution of Households by Percent of Income Spent on Housing Costs (2021)

Source: American Community Survey 2021 (5-year)

42% 48% 49%

23%
27% 26%

35%
25% 25%

Bandera Road San Antonio Bexar County

Renter Households
Less than 30% 30 to 50% More than 50%

76% 71% 72%

15% 18% 18%

9% 11% 10%

Bandera Road San Antonio Bexar County

Homeowner Households
Less than 30% 30 to 50% More than 50%

58%

24%
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Bandera Road Corridor Market Study - DRAFT

Only roughly a quarter of units in multifamily residential buildings are rent 
subsidized or restricted, but 58% of renters in the study area remain rent burdened.

Source: CoStar

Market Rate
73%

Rent 
Subsidized

5%

Rent Restricted
22%

Distribution of Units by Rent Type 

The Park on Bandera Apartments | $800/month for 1-bed units 

Figure 89:Figure 89:

Figure 90: The Park on Bandera Apartments
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The housing stock is similar to other neighborhoods on the edge of San Antonio and 
is appreciably older than the county average.

$1.15
Bandera Road 

Corridor

$1.40
San Antonio

Average Effective 
Rents PSF

Source: American Community Survey 2021 (5-year)

1987
Bexar County Average

1956
Corridor Average

Median Year 
Housing Built
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Figure 91: Median Year Housing BuiltFigure 91: Median Year Housing Built
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Bandera Road Corridor Market Study - DRAFT

San Antonio has nearly 230K multifamily units, primarily outside the downtown core, 
with the corridor comprising roughly 1% of the city’s total inventory.

Source: CoStar

Bandera Road Corridor
Total Units: 2,775 (1.2% of SA Inventory)
Vacancy: 11%
Avg. Rent: $1.15 PSF

San Antonio
Total Units: 227,336
Vacancy: 10%
Avg. Rent: $1.40 PSF

250 units

741 units

500 units

1 unit

Units per Building

Figure 92: Units per BuildingFigure 92: Units per Building
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Bandera Road Corridor Market Study - DRAFT

Multifamily rents range from a high of $1.57 PSF per month to a low of $0.75 PSF 
per month. There have been no deliveries since the early 2010s.

Source: City of San Antonio

The Mirabella
Affordable Senior Apartments
Mid-Rise
2010
172 Units
$1.34 PSF ($984)
2.9% Vacancy

Woodlawn Ranch
Apartment Homes
Affordable
Garden Style
2012
252 Units
$0.83 PSF ($791)
6.0% Vacancy

$0.75

$1.57

Monthly 
Rent PSF

$1.00

$1.25

Source: CoStar

Figure 93: Monthly Rent PSFFigure 93: Monthly Rent PSF
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While rent growth has trended upward over the past decade, rental rates are not 
increasing to levels that would generate new market-rate development given 
today's construction costs.

27
Source: CoStar

Corridor rent growth has 
kept pace with the city’s 
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Bandera Road Corridor Market Study - DRAFT
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6.0%
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12.0%

Multifamily Building Vacancy Rates

Bandera Road San Antonio

Multifamily rent trends have historically kept pace with trends in San Antonio. 
Vacancy rates are generally lower along the corridor, though a notable drop 
occurred in 2021 which corresponded with a spike in rental rates.
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Source: CoStar
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HR&A used a residential demand model to estimate the corridor’s residential 
turnover and potential to support new rental construction.

Multifamily Demand

HR&A estimated the proportion of 
turnover occupying newly-
constructed housing throughout 
Bexar County using construction 
and demographic trends. This 
proportion was applied to the 
number of income-eligible 
households seeking housing along 
Bandera Road to approximate 
multifamily demand.

Residential Turnover

HR&A estimated the number of 
households in residential 
turnover which would be income-
eligible to afford market rate 
housing. Projections include total 
households with sufficient 
incomes to afford market rent in 
new construction and annual 
turnover rates within different 
age cohorts.

1 2

BANDERA ROAD CORRIDOR PLAN SECTION33 3.73
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Bandera Road Corridor Market Study - DRAFT

Assuming that population along the Bandera Road Corridor continues to grow at 
the same pace as the county overall, the corridor can expect a turnover of 284 
households per year.

Source: ACS 2021 (5-year), Esri Business Analyst, University of Houston

Total Demand Age

Category <25 25-44 45-64 65+ Total

Eligible Households 34 2,137 2,348 1,725 6,244 

Owner/Renter Estimate 50% 50% 50% 50% 50%

Total Market 17 1,069 1,174 863 3,122 

Turnover Rate 16% 18% 8% 4% 10%

Preference for Target Product Type 100% 100% 66% 100% 90%

Total Demand for New and Existing Housing 3 190 60 31 284 

Figure 97:Figure 97:
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HR&A used regional turnover and annual delivery trends to estimate the share of 
households moving into new rental units. If Bandera Road can match countywide 
patterns, the corridor could support 35 new market rate units per year.

Bexar County

360,000
Eligible Residents*

23,000
Eligible Renter Turnover**

4,800
New units built per year
(2018-2022 average)

21%
Of renters live in new units

*Residents able to afford new market rate 
rental units, assuming 30% of income is spent 
on housing
** Turnover is defined as residents who move 
annually into new or existing housing units

Bandera Road

9,700
Eligible Residents*

170
Eligible Renter Turnover**

0
New units built per year
(2018-2022 average)

0%
Of renters live in new units

35
Potential for new market rate 

units each year.

Demand for market-rate units is 
low, but there is a strong need 
for affordable units to support 

rent-burdened households.
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Figure 98: Park on Bandera Apartments near  Sherril Brook DriveFigure 98: Park on Bandera Apartments near  Sherril Brook Drive
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Much of the retail stock is aging, especially closer to downtown San Antonio.

Source: City of San Antonio

1921

2021

Year Built

1971

Source: CoStar

RETAIL MARKET CONDITIONS

BANDERA ROAD CORRIDOR PLAN SECTION33 3.77
Figure 99: Retail Stock by Year BuiltFigure 99: Retail Stock by Year Built
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Most retail space is in buildings more than 30 years old, only a few of which have 
been renovated. These can be expected to require large capital investments in the 
upcoming decades.

34
Source: CoStar

0

100,000

200,000

300,000

400,000

500,000

600,000

700,000

800,000

Before 1950 1951-1960 1961-1970 1971-1980 1981-1990 1991-2000 2001-2010 2011-2020 2020-2023

RSF by Construction Year

30+ Years Old

Figure 99: Retail Stock by Year BuiltFigure 99: Retail Stock by Year Built

Figure 100:Figure 100:



BANDERA ROAD CORRIDOR PLAN SECTION33 3.79

Bandera Road Corridor Market Study - DRAFT

Most rentable retail space is in freestanding buildings and a few large community 
centers.

Source: City of San Antonio

Community Center

Strip Center

Neighborhood Center

Source: CoStar

8,000 sf

160,223 sf

12,000 sf

4,000 sf

0 sf

Rentable
Square Feet

Building Type

2.4 M SF
Existing Retail Space

(2% of City’s 115.2 M SF)

Freestanding Retail

4,000 SF
Median Rentable 

Building Area

Figure 101: Building Type and Rentable Square FeetFigure 101: Building Type and Rentable Square Feet
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Retail absorption has consistently outpaced deliveries, with a noticeable spike with 
the construction of a Walmart in 2015.

36Source: CoStar

*Note: Rents are “triple-net” (NNN) rents, or rents net of real estate taxes, building maintenance, and insurance.

Rent difference has 
widened in recent years

Figure 102:Figure 102:
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Retail rents along the corridor are typically lower and more variable than in San 
Antonio, with lower vacancy rates until the COVID-19 pandemic.

37
Source: CoStar

0.0%

2.0%

4.0%

6.0%

8.0%

10.0%

12.0%

Retail Vacancy Rates

Bandera Road San Antonio

$0.00

$2.00

$4.00

$6.00

$8.00

$10.00

$12.00

$14.00

$16.00

$18.00

$20.00

Average PSF Retail Rents

Bandera Road San Antonio

Retail vacancies surged during 
COVID-19 pandemic, but rates 

stabilized quickly.
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Bandera Road Corridor Market Study - DRAFT

Only a few buildings have vacant space or are entirely vacant.

Source: City of San AntonioSource: CoStar
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Figure 105: Percent Vacancy and Vacant AreaFigure 105: Percent Vacancy and Vacant Area
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Bandera Road Corridor Market Study - DRAFT

HR&A analyzed the potential for additional retail within an 8 and 15-minute drive 
from the corridor, based on customer origins and spending potential.

Source: City of San Antonio

8 Minute Drive
Primary Trade Area

15 Minute Drive
Secondary Trade Area

Figure 106: Retail 8 and 15-minute drive from the CorridorFigure 106: Retail 8 and 15-minute drive from the Corridor



BANDERA ROAD CORRIDOR PLANSECTION 333.84
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The corridor is generally over-retailed. Within a 15-minute drive, retail across all 
categories exceeds the residential spending potential, drawing customers from 
outside the corridor.

Source: Esri Business Analyst

Gap in Local Sales and Resident Spending by Retail Category

Retail Category
Total Residential 

Spending 
Potential 

Percent of 
Online Sales 

(2023) 

Capturable 
Residential 

Spending 
Potential

Current Sales

Unmet 
Spending 

Potential or 
Surplus 

Health & Personal Care Stores $777 M 18% $640 M 1,207 M ($567 M)
Gas Stations $1,096 M 0% $1,096 M 1,348 M ($252 M)
Motor Vehicle and Parts Dealers $3,465 M 28% $2,504 M 5,497 M ($2,993 M)
Miscellaneous Store Retailers $258 M 7% $240 M 369 M ($129 M)
Sporting Goods, Hobby, Book & Music Stores $176 M 62% $66 M 359 M ($293 M)
General Merchandise $1,581 M 52% $766 M 2,360 M ($1,594 M)
Grocery, Specialty Food, and Liquor Stores $1,837 M 4% $1,770 M 3,066 M ($1,295 M)
Clothing and Clothing Accessories Stores $538 M 29% $383 M 1,021 M ($638 M)
Restaurants (Including Drinking Places) $1,534 M 0% $1,534 M 3,068 M ($1,534 M)
Furniture & Home Furnishings Stores $261 M 11% $231 M 384 M ($153 M)
Building Materials, Garden Equip. & Supply Stores $935 M 43% $535 M 1,103 M ($569 M)
Electronics & Appliance Stores $203 M 28% $147 M 356 M ($210 M)
Total $9,912 M $20,138 M ($10,226 M)

Figure 107: Gap in Local Sales and Resident Spending by Retail CategoryFigure 107: Gap in Local Sales and Resident Spending by Retail Category
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Transit service along the Bandera Road 
corridor is provided by VIA Metropolitan 
Transit Agency. Both cities within the 
corridor study area (San Antonio and Leon 
Valley) contribute sales tax revenue to 
fund transit operations and are therefore 
both served by the agency. Figure 108 
shows the route network within the 
Bandera Road study area.

Bandera Road is served by frequent 
route 88, which operates from downtown 
San Antonio to Mainland Transit Center. 
The route was upgraded to a “Frequent 
Service” route in 2019, operating roughly 
every 15 minutes from 6 AM to 7 PM on 
weekdays. Route 88 deviates to Evers 
Road through Leon Valley for every 
other trip. This means that although the 
route itself operates every 15 minutes, 
the portion that serves Bandera Road 
between Evers Road and the northern 
limit of the Study Area (Loop 410) 
operates at best every 30 minutes on 
weekdays.

TRANSIT

Figure 108: VIA Bus routesFigure 108: VIA Bus routes



Figure 109: Sheltered VIA bus stop on Bandera Road, 
in front of Oaks on Bandera Apartments. This VIA bus 
stop also serves as a pick up spot for school children.
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Several other non-frequent local routes (“Metro” 
service) serve Bandera Road and connect the 
study area to other destinations within northwest 
and downtown San Antonio. These include: 

•	 Route 89, Connecting the Ingram Transit 
Center to Centro Plaza Transit Center and 
passing by the St. Mary’s University campus 
and the University Downtown Health Center 

•	 Route 90, Connecting the Ingram Transit 
Center to downtown crossing Bandera Road at 
Woodlawn Avenue and stopping at Woodlawn 
Lake Park and San Antonio College 

•	 Route 522, Connecting Huebner Oaks to the 
Las Palmas Shopping Center, stopping at the 
Medical Center Transit Center and crossing 
Bandera Road at Hillcrest Drive 

•	 Route 607, Connecting the Ingram Transit 
Center to the Medical Center Transit Center 
via Loop 410

Figure 110: VIA bus stop near W/E Ligustrum Drive
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There are two frequent crosstown transit routes 
that serve the southern end of the study area: 
route 524 and route 82. Route 524 connects the 
Texas Vista Medical Center to the Crossroads 
Park and Ride via General McMullen. Route 82 
connects the Ingram Transit Center to the Central 
Library downtown via Culebra Road.

Lastly, there is one skip service line at the 
northern end of the study area – route 552 – that 
connects several transit centers and park and 
rides across the city via I-410 and W. W. White 
Road. 
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FREQUENCY
Transit service frequency is lowest for the 
routes intersecting Bandera Road (routes 89, 
90, 522, and 607) with typical frequencies of 
60 minutes. Routes 82, 88 and 524 typically 
operate on 20-minute frequencies. The highest 
frequency route is the skip service 552 route with 
15-minute frequency. Transit route frequency is 
summarized in Figure 111.

Figure 111: VIA Bus routes frequencyFigure 111: VIA Bus routes frequency
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TRANSIT BOARDINGS
Average transit ridership (boarding) data 
was provided by VIA and based on samples 
collected between January and April of 2023. 
Since the data was taken after the peak of the 
pandemic and during winter and early spring 
months, ridership may be lower than typical 
and may increase as transit users feel more 
comfortable and safe riding the bus. Lack of 
safe and comfortable pedestrian and bicycle 
infrastructure that connects users to the areas 
surrounding transit stops might deter potential 
riders from utilizing transit in the study area. 

There are multiple transit stops along Bandera 
Road that have high average ridership relative 
to the rest of the study corridor. Near E Skyview 
Drive, transit boardings are high and likely 
inflated by the presence of multiple apartment 
complexes within walking distance of the transit 
stop. At the intersection of Bandera Road 
and W Woodlawn Avenue, there is a Walmart 
Supercenter within the Bandera Shopping 
Center and there is a connecting route (90) on 
W Woodlawn Avenue, both of which likely drive 
the relatively high ridership at those stops. The 
524 frequent route intersects with Bandera 
Road at General McMullen Drive and connects 
riders to the Texas Vista Medical Center and 
the Crossroads Park and Ride. At the southern 
extent of the study area there are transit stops 
with relatively high ridership clustered around 
the Bandera Road / Culebra Road and Culebra 
Road / Wilson Boulevard intersections, likely due 
to the presence of an H-E-B, a connection to the 
frequent transit route 82, and a connection to the 
crosstown 522 route.

Figure 112: VIA Ridership, January 2023Figure 112: VIA Ridership, January 2023
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TRANSIT PROPESNTIY
When large numbers of residents with high transit propensity 
cluster together, they can influence the underlying demand 
for transit to an extent that is not captured when only 
considering population density. In the United States, certain 
demographic groups demonstrate a greater propensity 
to use transit. As shown in Figure 113, African-American 
people, foreign-born people, low-income people, and 
those who do not own private vehicles are more likely to 
use transit than the general population. Areas with higher 
concentrations of such populations therefore typically 
experience greater rates of transit usage and can be seen as 
areas with high potential transit demand.

To take this into account, a transit propensity adjustment 
factor (TIF) was developed to measure the relative demand 
for transit in the corridor as compared to the region. The TIF 
considers demographic characteristics for the population 
aged 16 and over who are employed. These factors measure 
the likelihood of certain demographic groups using transit 
to commute to work relative to the City of San Antonio’s 
general population. Figure 113 shows the individual factors 
used to develop the TIF. Demographic groups with a transit 
propensity adjustment factor greater than 1 are more likely 
than the average population to use transit.

1 While persons with disabilities, young adults, and older adults are also 
documented to use transit at higher rates, transit propensity for these 
demographics is not captured accurately by using journey-to-work census 
data as these groups are employed at lower rates than the total population. 
These figures indicate the relative propensity of different groups to use 
transit. For example, a transit propensity factor of 1.94 indicates that 
the group is nearly 2 times more likely to use transit than the general 
population.

Figure 113: Transit Propensity by Demographic GroupFigure 113: Transit Propensity by Demographic Group11
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As shown in Figure 114, potential transit 
demand is high in many census block groups 
within a ½-mile of the Bandera Road project 
corridor, with an overall higher propensity along 
the south side of the corridor, and many pockets 
of >1.0 propensity towards the north of the 
corridor. Many areas of low transit propensity 
overlap with locations along Bandera Road that 
have a predominantly commercial land use. 
This is typical of census tracts with low resident 
populations, as there is often not enough 
population to create transit demand.

Figure 114: Transit Propensity IndexFigure 114: Transit Propensity Index
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TRANSIT ACCESSIBILITY
The predominant way people get to VIA’s transit stops is by 
walking. People make choices to use transit depending on 
the quality of transit service (how frequently transit comes 
and how quickly it gets to a destination) and how comfortable 
or convenient it is to walk to the stop. Transit accessibility is 
a measure of the comfort or convenience of getting to stop 
by walking. For this analysis, accessibility is measured within 
a ½-mile walkshed of each stop. A walkshed is the possible 
distance one could walk in any direction from the stop if all 
roads had sidewalks. Accessibility within the walkshed is 
measured by looking at the following three factors: 

	 1.   Number of signalized crossing opportunities

	 2.   Amount of the potential sidewalk network      
	        currently built (i.e., sidewalk presence on both 
	        sides of all streets)

	 3.   Amount of existing sidewalks relative to the total 
	        walkshed area (total area of a ½ mile walk)

For each stop, the three factors are scored, summed, 
and then given a final accessibility score from 0 to 100 in 
relation to the other bus stops. A higher score means a 
more accessible transit stop (in blue), while a lower score 
means a less accessible transit stop (in red). Figure 115 
shows the range of stop accessibility. The least accessible 
stops along the corridor are between Callaghan Road and 
Broadview Drive. These stops have less area that people 
could potentially walk within a ½ mile of the stop due to a 
sparser sidewalk network. The most accessible stops along 
the corridor are grouped at the southern end of the corridor, 
where the denser street grid and greater presence of existing 
sidewalk make it more comfortable and convenient to walk to 
transit stops.

Figure 115: VIA Stop AccessibilityFigure 115: VIA Stop Accessibility
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STOP AMENITIES
Stop amenities are the structures and 
components present at the bus stop. Amenities 
can make waiting at the stop more comfortable 
and increase the sense of safety and security 
a rider may feel. Amenities may include bus 
shelter, seating, route information, digital or 
paper arrival time and schedule information, 
lighting, trash receptacles, shade screens, and 
more. Data available for the stops along the 
project corridor included information on the 
presence of stop shelters. 

Figure 116 shows the presence of shelters at 
stops on the corridor. A total of 39 stops (63%) 
have shelters while 22 stops do not. Bus shelters 
are important because they not only provide 
protection from the weather but they also lower 
temperatures in the waiting area. According to 
the July 26, 2023 article, titled Urban Heat Hot 
Spots, published by Climate Central, 67% of San 
Antonio residents experience at least 8°F more 
heat due to the urban heat island effect. This 
phenomenon is created by a combination of dark 
pavement and roofing, engines and generators, 
and the absence of vegetation. The National 
Oceanic and Atmospheric Administration 
(NOAA) have found that the most dangerous 
local hot spots consist of not only bus stops, but 
ball fields, locations around schools and other 
heavily-used places. 

Figure 116: VIA Stop SheltersFigure 116: VIA Stop Shelters
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Figure 117: Bus stop with signage in front of an industrial complex in Leon ValleyFigure 117: Bus stop with signage in front of an industrial complex in Leon Valley Figure 118: Bus stop with signage, trash can and uncovered bench in front of an automotive shopFigure 118: Bus stop with signage, trash can and uncovered bench in front of an automotive shop
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Figure 119: Covered bus stop with signage and trash can in front of a vacant lotFigure 119: Covered bus stop with signage and trash can in front of a vacant lot Figure 120: Lit and sheltered bus stop with signage and trash can in front of a SonicFigure 120: Lit and sheltered bus stop with signage and trash can in front of a Sonic
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The following section provides an 
overview of the existing state of 
walking and biking connections along 
and near the project corridor. 

BICYCLE/TRAIL NETWORK
Figure 122 identifies the bicycle facilities 
located on Bandera Road and throughout 
the study area. Bicycle facilities in the 
study area include bike lanes, which 
are a portion of the roadway designated 
for bicycle use via pavement markings; 
buffered lanes, which are bike lanes that 
have a designated buffer space from car 
traffic that allow for greater separation 
from vehicles and increased sense of 
safety; multi-use paths, which are located 
outside of the roadway and are shared 
by both people walking and biking; and 
bike routes, which are designated routes 
or pathways for cyclists that do not 
necessarily have a striped bike lane and 
are mainly found on neighborhood streets 
where traffic speed is low. 

BIKING AND WALKING

Figure 121: Cyclist using sidewalk along Bandera Road near Timco WestFigure 121: Cyclist using sidewalk along Bandera Road near Timco West



There are no available bicycle facilities along 
Bandera Road within the study area. As shown 
in Figure 122, the corridor intersects with the 
following roads that have bicycle facilities present:

•	 Callaghan Road (Multi-Use Path)

•	 E Broadview Drive (On-Street Bike Lane)

•	 W Cheryl Drive (Bike Route)

•	 W Woodlawn Avenue (On-Street Bike Lane)

•	 Cincinnati Avenue (On-Street Bike Lane)

There are limited bicycle facilities within a half-
mile radius of Bandera Road. Most nearby bicycle 
facilities are on-street bike lanes that do not have 
protected elements such as buffers or physical 
barriers between bike lane and vehicle travel lane. 
About ¾ mile east of the intersection of Bandera 
Road and Wilson Boulevard is the intersection 
of the greenway trails system that connects to 
Woodlawn Lake Park. This section of the corridor 
also passes through the Alazan Creek Greenway, 
eventually connecting to the UTSA Downtown 
Campus. However, the closest greenway trailhead 
access point from the corridor is the Texas Avenue 
trailhead. As such, there are future opportunities 
to connect the corridor to the greenway for 
improved bicycle access. Additionally, the 
northern section of Evers Avenue could serve as 
a bike and pedestrian connection to Leon Valley, 
which is north of Loop 410.

Figure 122: Bicycle FacilitiesFigure 122: Bicycle Facilities
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BICYCLE LEVEL OF STRESS
Figure 123  shows the Alamo Area MPO’s (AAMPO) 
analysis of “Bicycle Level of Stress” for the region. 
“Green” roads are streets where people of all ages 
and abilities feel safe when riding a bicycle. Roads 
that are “Comfortable” are typically local streets 
with low traffic and slow vehicular speeds that 
most people would feel comfortable riding along. 
Roads labeled as “Confident” can cause riders 
to experience moderate levels of traffic stress 
and are for enthused and confident people who 
bike. Roads identified as “Strong” require people 
biking and driving to share the road in a high-
speed environment and is a more hostile cycling 
environment suited for only the most confident 
cyclists. 

Bandera Road and the surrounding streets vary in 
the level of comfort they provide for bicycle users 
of all ages and abilities. For example, Broadview 
Drive, Arrowhead Drive, and the northern section 
of Cherry Drive are identified as “Comfortable.” 
On the other hand, Hillcrest Drive and St. Cloud 
Road are rated as “Strong” because only people 
willing to ride along higher stress streets will be 
comfortable doing so on these streets. Access for 
the least confident riders approaching and across 
the study corridor is poor throughout. There are 
also no intuitive or comfortable parallel corridor 
alternatives to Bandera Road for people biking.

Figure 123: Bike Level of Traffic StressFigure 123: Bike Level of Traffic Stress
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SIDEWALKS
Sidewalks and curb ramps that are in good 
condition provide safe and direct paths for 
pedestrians to access daily needs on foot. 
Proper width and setback of the sidewalk from 
the street are features that makes sidewalks feel 
comfortable and safe for pedestrians. Curb ramps 
that are ADA compliant also provide access for 
people with disabilities and those using mobility 
devices like wheelchairs or strollers.   

Bandera Road in the study area contains 
sidewalks on both sides of the street throughout 
the entire corridor, most of which measure five 
feet in width. Many of the corridor’s curb ramps 
are ADA compliant, featuring tactile markings 
and a manageable grade. There are stretches 
of sidewalk on St. Cloud Road connecting to 
Bandera Road that measure one to two feet wide 
immediately adjacent to roads with 35 mph speed 
limits. These narrow sidewalks make walking 
along the road feel less safe and comfortable.

Figure 124: Bandera Road SidewalksFigure 124: Bandera Road Sidewalks



Due to the significant commercial activity along both sides of Bandera Road, sidewalk and driveway conflicts occur 
frequently. As shown by the darker orange in Figure 126 , there are significant stretches along the corridor where the 
sidewalk is interrupted by a driveway entrance, or by a street intersecting Bandera Road. Multiple curb cuts along a 
corridor with high pedestrian activity creates unsafe conflicts for pedestrians. Figure 126 shows an example of sidewalk 
conflicts along the corridor that interfere with pedestrian safety and comfort. In this example, the sidewalk is built 
adjacent to the curb line without space between the curb and the edge of the sidewalk. After the bus stop, the sidewalk 
is also interrupted by a long driveway, causing space for conflict between people in cars entering the business. Though 
the characteristics shown in Figure 126 below remain consistent throughout the entire corridor, this design does not 
follow best practice guidelines provided in section 7.3.5 of the Texas Roadway Design Manual. Guidance for sidewalk 
design at the intersection prefers the sidewalk to remain level and wrap around the back of the driveway, where it slopes 
to meet the road. See Figure 125 to the right for the TxDOT driveway standard.
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Figure 125: TxDOT Figure 7-21 from Roadway Design ManualFigure 125: TxDOT Figure 7-21 from Roadway Design Manual

Figure 126: Driveway and sidewalk conflictFigure 126: Driveway and sidewalk conflict
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In addition to the sidewalk and driveway conflicts, the corridor is devoid of street trees which provide crucial 
shade coverage and sense of comfort for people walking along a commercial corridor. Currently, most sections 
of the corridor do not appear to have sufficient right-of-way space for street trees.

Furthermore there is a lack of space between the outside travel lane and the sidewalk as well as consistent 
driveway conflicts. The sidewalks along Bandera Road do not provide an inviting or safe path for people to walk 
or use a mobility device such as a wheelchair.

Figure 127: Driveway and Sidewalk Conflict near East SkyviewFigure 127: Driveway and Sidewalk Conflict near East Skyview
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PEDESTRIAN CROSSINGS
Figure 128  shows the different types of pedestrian 
crossings that cross Bandera Road. A pedestrian 
crossing is a marked part of the road that lets 
people walk across the street. They are important 
for ensuring the safety of people moving across 
a road while also allowing for greater mobility. A 
midblock crossing is a non-signalized designated 
pedestrian crossing going across the street. A 
signalized intersection indicates a 4- or 5-way 
intersection with traffic signals. All the crossings 
along the corridor, except for one crosswalk at the 
intersection of Bandera Road and Timco West, are 
ADA compliant with detectable warning strips and 
a curb ramp. High-visibility crossings, which look 
like white stripes emphasized with black paint 
under the white, are located at E Cheryl Drive, 
St. Cloud Road, and Wilson Boulevard. However, 
these high-visibility crosswalks are a minority 
share of all other types of crosswalks. The majority 
do not have the high-visibility treatment.

Figure 128: Pedestrian CrossingsFigure 128: Pedestrian Crossings
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Figure 129 depicts the distances between marked 
pedestrian crossings along the Bandera Road 
corridor. Measuring these distances is important 
because longer distances (over 0.30 miles) 
between crossings encourage people to cross the 
road outside of designated crossings, creating 
unsafe walking conditions. The average distance 
between marked pedestrian crossings is 0.27 
miles. The longest stretch between pedestrian 
crossings is between Quill Drive and Cheryl Drive 
at 0.63 miles, which would require people walking 
along the street to cover a long distance before 
having the ability to cross at a marked crosswalk. 
There is only one mid-block pedestrian crossing, 
located between Cincinnati Avenue and Wilson 
Boulevard; however, it is not signalized, which 
limits the ability for pedestrians to use it to make 
a safe crossing.

Figure 129: Pedestrian Crossing DistanceFigure 129: Pedestrian Crossing Distance
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While this report focuses on the existing conditions of a specific segment of roadway within the City, it is important to 
note that a pedestrian safety crisis is unfolding across the United States.

According to the Governors Highway Safety Association’s 2022 report “Pedestrian Traffic Fatalities by State” which uses 
data from the National Highway Traffic Safety Administration’s (NHTSA) Fatality Analysis Reporting System (FARS):

At least 7,508 pedestrians were killed in the United States in the year 2022, representing the largest number of 
pedestrian fatalities in a single year in 41 years, beating the past record of 7,485 lives lost in 2021.

In 2021, Texas ranked #2, behind Florida in the difference increase of pedestrian deaths at 111 additional deaths in 
2021 compared to 2020; with Florida representing 183 additional pedestrian deaths in 2021 as compared to 2022.

Between 2019-2022, in Texas, pedestrian deaths have been on the rise with 661 deaths reported in 2019 and 834 
deaths reported in 2022. This figure could be higher due to underreporting.

Figure 130: Sourced from Governors Highway Safety Association, 2022Figure 130: Sourced from Governors Highway Safety Association, 2022

Figure 131: Pedestrians with shopping bags about to cross Bandera Road mid-block near W/E Sunshine DriveFigure 131: Pedestrians with shopping bags about to cross Bandera Road mid-block near W/E Sunshine Drive
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SAFETY
Walking and biking is an inherently safe activity, 
however, when using space built and designed 
primarily for vehicles, it can be unsafe. During 
the period between 2015 to 2019, 40 crashes 
resulting in death or severe injury occurred along 
Bandera Road. People walking and biking along 
the corridor were disproportionately affected by 
these crashes. While people walking and biking 
only make up 3% of San Antonio’s mode share, 
they were involved in 70% of the crashes resulting 
in death or severe injury occurring along Bandera 
Road (29 crashes).    

Of the 40 crashes along Bandera Road resulting 
in death or severe injury, 11 crashes were fatal. Of 
those fatal crashes, three resulted in a pedestrian 
death and the remaining resulted in a person in a 
vehicle dying. Over 70% of fatal crashes occurred 
towards the center of the project corridor between 
Sutton Drive and St. Cloud Road. Culebra Road and 
St. Cloud had the most crashes at an intersection 
at five and four respectively. This crash analysis 
highlights the critical and immediate need for 
improved pedestrian and bicycle safety measures 
along the corridor. Figure 132 to the left shows the 
locations, severity, and type of crashes.

Figure 132: Bandera Road crashFigure 132: Bandera Road crash
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what did we hear from citizens?
SECTION FOUR44



COMMUNITYCOMMUNITY

Figure 134: Bandera Corridor public meeting held July 18, 2023Figure 134: Bandera Corridor public meeting held July 18, 2023



PUBLIC MEETING
On Tuesday, July 18, 2023, CoSA held a 
community meeting for the Bandera Road 
Corridor Plan - Phase 2. The Woodlawn 
Theatre located at 1920 Fredericksburg 
Road, San Antonio, Texas, 78201 was 
selected as the public meeting venue. 
The meeting was held from 5:30 PM. to 
7:30 PM.  The purpose of the community 
meeting was to share information regarding 
the Bandera Road Corridor Plan - Phase 
2, and to get the community involved and 
informed as CoSA starts working on this 
important corridor plan.

OUTREACH
The following outreach methods advertised 
the community meeting:

• Postcards were mailed to over 15,000 
addresses located near the project corridor
• Meeting information was posted on 
CoSA’s website

ATTENDANCE
Approximately 35 meeting attendees 
signed in at the registration table, broken 
down as follows:
• 32 members of the community
• 1 member of the media 
• 1 elected official
• 11 project team members

BANDERA ROAD CORRIDOR PLAN SECTION 4.3BANDERA ROAD CORRIDOR PLAN SECTION44 Figure 135: Bandera Corridor public meeting held July 18, 2023Figure 135: Bandera Corridor public meeting held July 18, 2023



FORMAT
The community meeting was held at the Woodlawn Theatre. 
The venue was accessible from W Lynwood Avenue, and W 
Rosewood Avenue, with a sufficient parking lot to accommodate 
attendees. 

Upon entering the meeting, the lobby was set up with a sign-
in station in front of a snack bar. Before entering the theater, 
four poster boards were displayed explaining the scope of the 
project, the timeline of roadway alignments of Bandera Road, 
an existing conditions info-graphic, and photos highlighting 
problem areas on the corridor. All boards were both in English 
and Spanish. Meeting attendees were encouraged to view the 
boards between 5:30 and 6:00 PM, prior to commencement of 
the presentation. City staff and the planning team were available 
near the boards to answer questions from community members 
and constituents. 

From 6:00 PM to 7:30 PM, a formal presentation was given 
in the theater, which has stadium-style seating facing a front 
stage with a large projector screen. Auxiliary aids and services, 
including American Sign Language interpreters, were made 
available to the public. 

PRESENTATION
At 6:00 p.m., meeting attendees convened in the theater for 
a presentation.  City of San Antonio District 7 Councilwoman 
Marina Alderete Gavito welcomed attendees and thanked 
the City of San Antonio staff for planning the event. 
Councilwoman Gavito highly encouraged public feedback and 
recommendations during the presentation. She informed the 
audience that the District 7 office would be having another 
public meeting in the upcoming months about this project.

The Councilwoman let the public know that her office met with 
TxDOT in regards to Bandera Road, since it is a state highway 
and determined that funding would be the final determination of 
the project outcome. She assured the audience that she would 
fight for funding, as she had done in her previous role before 
joining council, for the community. 

After thanking the audience members for being present at the 
meeting, Councilwoman Gavito turned over the presentation 
to Rudy Niño, AICP, Interim Director with CoSA’s Planning 
Department. Mr. Niño opened the presentation by giving 
attendees an overview of the Bandera Road Corridor Plan - 
Phase 2. This included who the team members of the project 

were, the extent of Bandera Road and the boundaries of Phase 
1 and Phase 2, the history of Bandera Road, the elements of a 
corridor plan, and the schedule of the project. 

The presentation was handed over to Jay Louden, AIA, who 
then explained the existing conditions of Bandera Road. He 
discussed the traffic conditions, housing stock, businesses, and 
pedestrian safety. 

After Mr. Louden’s presentation, Mr. Niño began giving 
instructions to the public feedback session. Using an interactive 
polling exercise, facilitated by Mr. Niño, attendees could provide 
real-time answers to a series of questions by logging in on 
their smartphone. Paper surveys were handed out to audience 
members that did not want to participate with their phone or 
did not have access to a phone. The paper surveys were in both 
English and Spanish. 

The first three questions, shown below, were asked to better 
understand the audiences’ mode of transportation, frequency 
and use of the corridor. 
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72.5%

12.5%
5%

5%

Driving my automobile

Taking the bus

Walking

5%
Riding my bike

Ridesharing (Uber/Lyft)

43.3%
Daily, at least

once every day

26.7%
On the weekend or 
about 1-2 times a week

20%

Occasionally, at least 
1-2 times a month

10%

Rarely, only when I need 
something from the area

To get to and from work 10%
To take the kids or myself to school 1%

To go shopping 17.5%
To get something to eat 20%

To visit family/friends 17.5%
To bypass traffic 9%

To run errands in the area 23%
To cruise the area 2%

Figure 136: Survey Results - When I use Bandera, I am...Figure 136: Survey Results - When I use Bandera, I am... Figure 137: Survey Results - How often do you use Bandera?Figure 137: Survey Results - How often do you use Bandera? Figure 138: Survey Results - Why do you use Bandera Road?Figure 138: Survey Results - Why do you use Bandera Road?
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Mr. Louden continued the presentation by 
reviewing the demographics along the corridor. 
He summarized the following information:

•	 Population density
•	 Proportion of residents by age group 
•	 Distribution of households by type
•	 Annual household income
•	 Median household income
•	 Median home value
•	 Zoning
•	 Parks
•	 Park access
•	 Workers per acre
•	 Average commute times
•	 Bus routes
•	 Crash types 

After the demographics analysis, Mr. Niño 
coordinated the second half of the interactive 
polling exercise. The purpose of these questions 
were to understand the dislikes, areas of interest, 
assets, and the types of future land use the 
public preferred.

Figure 139: Bandera Corridor public meeting held July 18, 2023 at the Woodlawn TheaterFigure 139: Bandera Corridor public meeting held July 18, 2023 at the Woodlawn Theater
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A total of 60 (sixty) responses were collected for 
this question. The majority of the public disliked 
the design of Bandera Road, relating to its width, 
curb cuts, visible power lines, building aesthetics, 
timing of traffic lights, awkward intersections, and 
lack of parks, lighting, and shade.

The second most significant areas of responses 
were pedestrian related, which included unsafe 
sidewalks and crosswalks. 

Speeding vehicles was the third highest segment, 
followed by the lack of bike lanes. Land use 
types as well as the lack of bus shelters and bus 
routes were concerns but were not as commonly 
mentioned. Responses in the “Other” category 
included concerns about the homeless. The 
smallest percentage of responses did not have 
any negative thoughts about Bandera Road. 
All responses to this question can be found in 
Appendix B. 

WHAT DO YOU DISLIKE ABOUT BANDERA?

1.3%
None

2.6%
Other

6.6%
Public Transportation

10.5%
Biking

9.2%
Land Use

13.2%
Drivers

18.4%
Pedestrian Safety & Comfort

38.2%
Design

Figure 140: Survey ResultsFigure 140: Survey Results
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A total of 68 responses were collected for this 
question. The top response was shopping. These 
places consisted of H-E-B, Walmart, Dollar Tree, 
and other stores. The second highest answer was 
for food/drink, such as taco/food trucks, coffee 
shops, bars, and other restaurants.  

Other places like the gym, church, gas stations 
and automotive shops were the next highest, 
followed by a tie between parks and pharmacies. 

Loop 410 and “Friends” had the least amount of 
responses from the public. All responses to this 
question can be found in Appendix B. 

WHAT PLACE DO YOU VISIT THE MOST ON BANDERA?

5.3%
Friends

5.3%
Loop 410

6.7%
Parks

6.7%
Pharmacy

10.7%
Other

28%
Food/Drink

37.3%
Shopping

Figure 141: Survey ResultsFigure 141: Survey Results
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According to public feedback, parks was the 
highest ranked answer to this question, with 
26.6% of all votes, followed by leisure (hotels, 
food, entertainment) and retail (shopping).

Institutional (schools, churches, government) 
had 10.9% of the votes and housing had (9.4%). 
Offices and healthcare (medical) had the lowest 
amount of responses, while industrial (warehouse) 
had zero votes. All responses to this question can 
be found in Appendix B. 

WHAT WOULD YOU LIKE TO SEE MORE OF ON 
BANDERA ROAD?

6.3%
Healthcare 
(medical)

7.8%
Offices

9.4%
Housing

10.9%
Institutional 
(schools, churches, government)

18.8%
Retail (shopping)

20.3%
Leisure (hotels, 

food, entertainment)

26.6%
Parks

Figure 141: Survey ResultsFigure 141: Survey Results

Figure 142: Survey ResultsFigure 142: Survey Results
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The corridor’s accessibility was voted on by its 
users as Bandera Road’s greatest asset. This 
not only included access to public transit and 
grocery stores, but nearby points of interest such 
as the Deco District, Woodlawn Lake, and the 
Wonderland of the Americas, formerly known as 
Crossroads Mall. 

Retail was the second highest response, which 
included the Family Thrift Store, Walgreens, 
Discount Tire, Randy’s,  and other small 
businesses along the corridor. 

Interesting enough, the design of the Bandera 
corridor was among its top three greatest assets,  
contradicting responses to a previous question, 
which listed this as the most disliked aspect of the 
corridor. The positive responses about the design  
of the corridor included its straight configuration, 
good daytime visibility, and wide width. 

Bandera Road’s variety of restaurants received 
11.1% of the public votes while the historic 
aspects of Bandera received 8.8%. The “Other” 
category commented on the potential of Bandera 
Road. Interestingly, despite the low levels of traffic 
on Bandera, this was not an element that the 
public thought to be a strength of the corridor. 
All responses to this question can be found in 
Appendix B. 

WHAT ARE BANDERA ROAD’S GREATEST ASSETS?

History 8.8%

Accessibility 28.9%

Low Traffic 6.7%

Design 17.8%

Food 11.1%

Retail 20%

Other 6.7%
Figure 143: Survey ResultsFigure 143: Survey Results
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Mr. Niño concluded the presentation by providing the public with his contact information. He then 
encouraged audience members to ask questions. A total of four questions were answered regarding 
street trees, medians, VIA’s Primo line, and pedestrian safety at crossings. Councilwoman Gavito 
closed the presentation with a final thank you and dismissed the audience. 

Figure 143: Survey ResultsFigure 143: Survey Results

Figure 144: Bandera Corridor public meeting held July 18, 2023 at the Woodlawn TheaterFigure 144: Bandera Corridor public meeting held July 18, 2023 at the Woodlawn Theater
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VISIONVISION
Figure 145: Bandera Road looking northwest, near Callaghan RoadFigure 145: Bandera Road looking northwest, near Callaghan Road



KEY TAKEAWAYS
The purpose of the research and community 
involvement detailed in this report is to provide the 
foundation for development of concepts addressing 
future land use, transportation, and streetscape and 
related amenities. A consensus-driven process will be 
used to shape the generation, evaluation, and selection 
of alternatives, with a particular eye towards improving 
quality of life for residents. 

According to the existing conditions research and 
public feedback, it is evident that Bandera Road lacks 
pedestrian comfort and safety. In an area where almost 
10% of people walk, bike, ride the bus or use another 
form of transportation other than a automobile, this is 
inadequate. 

Another conclusion that can be made based on the data 
and public responses is that the corridor also is lacking 
in park space. With limited access to green space, 
residents are more likely to suffer from health problems, 
such as cardiovascular disease, depression, and obesity; 
lack of access to green space also negatively impacts 
quality of life. 

Lastly, one of the positives about Bandera is that it 
consists of many essential commercial uses, such 
as banks, grocery stores, medical facilities, schools, 
and childcare, that are easily accessed through 
neighborhood streets. Bandera can build on these 
strong foundational nodes with a mix of diverse retail 
and entertainment uses. 

The next public meeting is anticipated in the first 
quarter of 2024. Topics anticipated to be discussed 
include a review of the material gathered in this report, 
a review of vision and goal elements, and a first look at 
options of the corridor. 
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S H A D ES I D E W A L K S

Figure 146: The need for safer sidewalksFigure 146: The need for safer sidewalks Figure 147: The need for shaded bus stops and sidewalksFigure 147: The need for shaded bus stops and sidewalks
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C R O S S I N G S P A R K S N O D E S

Figure 148: The need for better crosswalksFigure 148: The need for better crosswalks Figure 149: Access to more high-amenity parksFigure 149: Access to more high-amenity parks Figure 150: More retail optionsFigure 150: More retail options



The City of San Antonio has several plans in place that promote emerging and sustainable strategies for enhancing mobility 
and access from varying environmental, economic, and social perspectives. The strategies and examples cited throughout 
this document are designed to accompany the city’s existing goals while pushing for more equity and innovation within the 
Bandera Road corridor. Centering communities who have historically been left out of the conversation and decision-making 
process is vital to equitable planning. Along the Bandera Road corridor, there are many opportunities to deploy these kinds 
of solutions. Ensuring that these communities have safe, reliable, and convenient transportation options will help to foster 
equitable ways to improve access for all.

CONCLUSION
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Figure 151: Sally Avila and Eli Del Valle of Educational Childcare Cottage bring a group of children to Woodlawn Lake to enjoy a picture perfect day in March. Source: mysanantonio.com, Kin Man Hui/Staff photographerFigure 151: Sally Avila and Eli Del Valle of Educational Childcare Cottage bring a group of children to Woodlawn Lake to enjoy a picture perfect day in March. Source: mysanantonio.com, Kin Man Hui/Staff photographer
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appendix A - the resistance
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Figure 152: Traffic Dir. Stewart Fischer explains the San Antonio traffic system. Source: Staff Photo (Express News Insight, 1991)Figure 152: Traffic Dir. Stewart Fischer explains the San Antonio traffic system. Source: Staff Photo (Express News Insight, 1991)

RESISTANCERESISTANCE



1966 BANDERA EXPRESSWAY
In May of 1966 the San Antonio-Bexar County Urban 
Transportation Study (SABCUTS) published a future 
transportation plan for the city of San Antonio. Two 
expressways were proposed: The Bandera Expressway 
and the IH 10 Improvements. The estimated 
$70.5-million dollar Bandera Expressway consisted of 
six lanes, beginning at Huebner Road and connecting 
to the Central Business District. The expressway would 
use the existing alignment of Bandera and Culebra 
Road. The project was also promoted as a by-pass for 
vehicles using U.S. 90 or Commerce Street or directing 
movement from the northwest to IH 35 South. 

Due to the numerous urban renewal projects that 
were going on throughout the city and an increased 
awareness of displacement issues, community 
members and public officials began to voice their 
concerns with the proposed project. After years of 
fighting, the project continued to stall. Eventually the 
expressway was shot down due to community push back 
and loss of funding. 

During the 1990s SABCUTS continuously proposed 
to widen the Bandera corridor based on projected 
Average Daily Traffic (ADT) calculations. Eventually 
the plans were approved. In the early 2000’s, after 
conducting a historic resources report on the area, 
the Texas Department of Transportation (TxDOT) 
acquired the necessary right-of-way from properties 
along the corridor. Bandera Road was widened to seven 
lanes. Approximately 550 businesses and residents 
were effected. As of 2021, the total ADT on Bandera 
Road remains below the 1990s SABCUTS projected 
calculations.
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Figure 153: (Top left circle) Bandera Freeway B, I.H. 410. Figure 153: (Top left circle) Bandera Freeway B, I.H. 410. 

Figure 154: (Full page)  Recommended Expressways and Expressway Improvements. Figure 154: (Full page)  Recommended Expressways and Expressway Improvements. 
Source: SABCUTS Report No. 2 Transportation Plan (Part B) Plan Development 1964-1985, 1964Source: SABCUTS Report No. 2 Transportation Plan (Part B) Plan Development 1964-1985, 1964



- U.S. Representative Henry Gonzalez, San Antonio Express, December 16, 1970

Figure 155: Obliteration of Proposed Housing Seen. Source: San Antonio Express, December 16, 1970Figure 155: Obliteration of Proposed Housing Seen. Source: San Antonio Express, December 16, 1970

...7 of 13 housing areas proposed for the Model Cities second-year 
Neighborhood Development Program will be obliterated or adversely 

affected by the proposed Bandera Expressway... 



...the final analysis the Bandera expressway 
plan was simply too murky and too subject to 

controversy --- not to mention its heavy price tag. 
- San Antonio Express News, January 3, 1971

 ...practically every street would have to be widened, 
wiping out all the uses on one side or the other. We 
would have a system where we had six-lane divided 
streets about every 4 blocks. This would be a pretty 
miserable neighborhood. 
- Stewart Fischer, Express News Insight, January 31, 1971

Figure 156: The Cock Pit. Source: San Antonio Express News, January 3, 1971Figure 156: The Cock Pit. Source: San Antonio Express News, January 3, 1971



Figure 13: Signage along Bandera Road near  Hodges DriveFigure 13: Signage along Bandera Road near  Hodges Drive

The engine is only one 
portion of the entire system 
of transportation.
- Stewart Fischer, Express News Insight, January 31, 1971

Figure 157: S.A. Transportation: Are More Automobiles the Answer? Figure 157: S.A. Transportation: Are More Automobiles the Answer? 
Source: Express News Insight, January 31, 1971Source: Express News Insight, January 31, 1971



San Antonio Express And News, February 21, 1971,Pg. 80, San Antonio, Texas, US

https://newspaperarchive.com/san-antonio-express-and-news-feb-21-1971-p-80/

- Henry B. Gonzalez, San Antonio Express News, February 21, 1971

...the expressway won’t 
even serve them --- it 
will just cover their 
neighborhood up, cut it 
apart and increase their 
traffic. They won’t even 
get access ramps. In terms 
of planning, it is simply 
indefensible.
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San Antonio Express And News, February 21, 1971,Pg. 80, San Antonio, Texas, US

https://newspaperarchive.com/san-antonio-express-and-news-feb-21-1971-p-80/

We add our voice to the growing chorus of 
anger and protest against the planned Bandera 
Expressway. - Chicano Times, May 1971

“We are going to want to know from the city traffic 
department just where these people who need an 
expressway are coming from?”

- Mayor Gatti, San Antonio Express News, August 1, 1971
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Figure 160:  Source: Chicano Times, May 1971Figure 160:  Source: Chicano Times, May 1971
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...more than half the daily trips in 
[the] area are short --- indicating that 
an expressway facility may not serve 
the area’s real need.
- Deborah Weser, San Antonio Express News, August 1, 1971

[The] group, which had unveiled 
its plans earlier in the month, 
recommended that a landscape 
parkway, possibly only about one-
third the width of an expressway, be 
established.
- Joy Cook, San Antonio Express News, September 1, 1971
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Figure 163: Northwest Needs a Road, Panel Says. Source: San Antonio Express News, September 1, 1971Figure 163: Northwest Needs a Road, Panel Says. Source: San Antonio Express News, September 1, 1971

- Joy Cook, San Antonio Express News, September 1, 1971



ble for the future needs of this city. To date I have seen little data with supporting documentation that sets forth the 
requirements and need for an eight lane expressway to serve an area that is undeveloped and unplanned. It is just

(c)      I feel the consultant must be given a free hand to conclude and recommend what he will, it is possible        
           that he could come up with an entirely new approach or new solutions that would negate even 
           considering a corridor for an expressway.
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*Text in purple boxes has been overlaid on the original document to clarify and highlight scanned material



...If a new highway servers a neighborhood, it decreases casual, social interaction 
between the two severed sides. It creates a psychological or visual barrier and 
ofter a physical obstacle. More than liberal vehicular access and an occassional 
pedestrian crossing are necessary to overcome the highway barrier. Even when 
continuous, across highway access is provided - as in the case elevated structure 
construction - the highway’s uninhibited strip remains a psycological and social 
barricade.

The prescence of a highway near a neighborhood may have other impacts, beyond 
the border or barrier effect. Noise, increased dirt, and fumes tend to make outdoor 
activities less pleasant and thus, to some degree, diminish the contacts needed to 
produce the neighbordhood cohesion.

Heightened surface traffic can also develop from changes in traffic patterns after 
a new highway is built. Feeder streets in the vicinty of an inter-change often suffer 
enormously increaded loads. The eefects of this increased traffic may turn the 
street into a great barrier to social inter-action...

Figure 165: (Above) Letters, Outmoded Figure 165: (Above) Letters, Outmoded 
Monstrosity. Source: San Antonio Express Monstrosity. Source: San Antonio Express 
Editorials, October 14, 2971Editorials, October 14, 2971
Figure 166: (Right) Memorandum, Subject: Figure 166: (Right) Memorandum, Subject: 
Bandera Expressway Study Panel. Source: Paul Bandera Expressway Study Panel. Source: Paul 
Kinnison, Jr. A.I.A. Architect, October 18, 1971Kinnison, Jr. A.I.A. Architect, October 18, 1971 *Text in purple boxes has been overlaid on the original document to clarify and highlight scanned material



Development of future funding. In a letter received from Mr. Finnis Jolly, Area Director of HUD, dated October 20, 1971, 
he states, “We will not authorize additional funding for N.D.P. activities after May 31, 1972, unless thoroughfare routes 
have been clearly identified.

I fully realize that to recommend more than one corridor for the Bandera Freeway may require making unpleasant 
and unpopular decisions. Not to recommend additional corridors for consideration, however, can have results that 
are far more pleasant. I am more concerned with the unpleasant results than I am the difficult decision and for this 
reason I could not support what I consider to be an incomplete report.

Figure 167: Bandera Expressway Study Panel, Committee Report, October 28, 1971Figure 167: Bandera Expressway Study Panel, Committee Report, October 28, 1971
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In 1983, the Texas Department of Transportation established guidelines to assess traffic flow conditions for various 
classes of highways based on average daily traffic (ADT). For urban, undivided four-lane streets, an ADT from 
14,901 to 13,000 vehicles per day is classified as “Level of Service E (Capacity): Undesirable Flow”. With 1992 ADTs 
of 22,000 to 29,000 vehicles per day, Spur 421 is operating beyond designed capacity. By the year 2008, traffic 
volume is anticipated to increase to 55,000 vehicles per day.

Loop 410 to Culebra          UA        4.5         4       moderate    medium    minimum  minimum  minimum        A            A           A

Figure 169: (Above) Existing (1992) Overall Corridor Assessment. Source: SABCUTS High-Occupancy Figure 169: (Above) Existing (1992) Overall Corridor Assessment. Source: SABCUTS High-Occupancy 
Vehicle Study Long Range plan Final Report, December 1994Vehicle Study Long Range plan Final Report, December 1994
Figure 170: (Right) Spur 421 (Bandera/Culebra Road): From IH 410 to IH10 Bexar County, Texas. Figure 170: (Right) Spur 421 (Bandera/Culebra Road): From IH 410 to IH10 Bexar County, Texas. 
Source: Administrative Action Final Section 4(f) Evaluation, The Federal Highway Administration, The Source: Administrative Action Final Section 4(f) Evaluation, The Federal Highway Administration, The 
United States Department of Transportation and the Texas Department of Transportation, July 1996United States Department of Transportation and the Texas Department of Transportation, July 1996 *Text in purple boxes has been overlaid on the original document to clarify and highlight scanned material



Figure 171: Plans of Proposed Right of Way Project Spur 421 Bexar County. Source: State of Texas Department of Transportation, January 1998



Figure 13: Signage along Bandera Road near  Hodges DriveFigure 13: Signage along Bandera Road near  Hodges Drive
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ADDITIONALADDITIONAL

Figure 172: Public meeting at Woodlawn TheaterFigure 172: Public meeting at Woodlawn Theater
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DIGITAL RESULTS FROM PUBLIC MEETING

Figure 173: Digital responses to public meeting

7.3



Figure 174: Digital responses to public meeting
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Figure 175: Digital responses to public meeting
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Figure 176: Digital responses to public meeting
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Figure 177: Digital responses to public meeting
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Figure 178: Digital responses to public meeting
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Figure 179: Digital responses to public meeting

77



BANDERA ROAD CORRIDOR PLANSECTION7.10

Figure 180: Digital responses to public meeting
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Figure 181: Digital responses to public meeting
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Figure 182: Digital responses to public meeting
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Figure 183: Digital responses to public meeting
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Figure 184: Digital responses to public meeting
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Figure 185: Digital responses to public meeting
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Figure 186: Digital responses to public meeting
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Figure 187: Digital responses to public meeting

77



BANDERA ROAD CORRIDOR PLANSECTION7.18

Figure 188: Digital responses to public meeting
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Figure 189: Digital responses to public meeting
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Figure 190: Digital responses to public meeting
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PAPER RESULTS FROM PUBLIC MEETING

Figure 191: Paper responses to public meeting
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Figure 192: Paper responses to public meeting
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Figure 193: Paper responses to public meeting
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Figure 194: Paper responses to public meeting
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Figure 195: Paper responses to public meeting
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Figure 196: Paper responses to public meeting
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COMMENT CARDS FROM PUBLIC MEETING

Figure 197: Comment cards to public meeting

77



Figure 198: Comment cards to public meeting
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STUDIESSTUDIES
Figure 199: CoSA and Consultant team walking the Bandera Corridor Figure 199: CoSA and Consultant team walking the Bandera Corridor 



BANDERA ROAD CORRIDOR PLAN SECTION 8.3BANDERA ROAD CORRIDOR PLAN SECTION

SA Corridors is a citywide study of the 12 corridors identified in the SA Tomorrow 
Comprehensive Plan and VIA’s Vision 2040 Plan. The plan was led by the City of San 
Antonio’s Planning Department and supported by VIA. The goals of the plan include 
streamlining zoning regulations to support transit-oriented development, updating 
corridor land use plans, and promoting greater inter-agency coordination between the 
city and VIA. 

Bandera Road is one of the 12 corridors evaluated in this plan. The plan pertains to 
Bandera Road from Leon Valley to Downtown San Antonio. Compared to other corridors 
in the plan, on the corridor between Huebner Road and Downtown San Antonio, 
Bandera Road/Culebra Road has higher population and employment density and 
lower household income (about $35,00) and transit ridership (about 1,900 riders on 
the average weekday). The plan estimates that redesigning Bandera Road as a high-
quality, multimodal street safe for all modes, ages, and abilities, residents’ auto trips 
could decline by 9 percent by 2040, while walking trips could increase by 31 percent. 
The Bandera corridor’s greatest challenge will be creating safe, walkable transit station 
areas along Culebra and Bandera Road, as part of VIA’s rollout of Primo bus service on 
the corridor as part of its Vision 2040 Plan. The City of San Antonio and VIA will need to 
work jointly with TxDOT as station area planning begins to identify ways to improve the 
pedestrian environment in and around stations.

SA CORRIDORS STRATEGIC FRAMEWORK PLAN

Figure 200: Strategic Corridors.  Source: SA Corridors Strategic Framework Plan, page 3

88



BANDERA ROAD CORRIDOR PLANSECTION8.4

The plan also includes a Transit-Supportive Land Use Framework, a series of prescriptive 
guidelines on how to maximize development patterns that supports transit ridership along key 
corridors and near proposed VIA transit stations. These guidelines are context-sensitive, due to the 
varied types of urban form, real estate market strength, and zoning regulations of each corridor 
and station area. The plan designates the urban form of the Bandera Road corridor as “transit-
related,” meaning it possesses some, but not all attributes of transit-supportive places. While the 

corridor is relatively dense, its larger block sizes make walking in the area more difficult than other 
corridors in San Antonio. The real estate market near Bandera Road is characterized as “static,” 
in that very little market development is occurring, and vacancy rates are relatively high. These 
markets may require public subsidy to encourage development to occur. More details on the 
transit-supportive land use typology are shown in Figure 201, with Bandera Road largely situated in 
the “Transit-Related” and “Static” cell, shown in pink.

Figure 201: Transit-Supportive Land Use Typology.  Source: Strategic Framework Plan, page 3-16.

88



The plan articulates several potential strategies 
to encourage transit-supportive land use in the 
Bandera Road corridor, such as:
• Finance transportation infrastructure 
improvement projects using Transportation & 
Capital Improvement (TCI) bonds;
• Remove minimum off-street parking 
requirements in new development;
• Use density bonuses or inclusionary zoning to 
encourage affordable housing development;
• Use tax abatement districts, such as the Inner 
City Reinvestment/Infill Policy (ICRIP) and other 
incentives to lure development to under-served 
areas;
• Waive Traffic Impact Analysis requirements in 
TOD Districts;
• Apply Infill Development Zone (IDZ) standards 
to small-scale infill and station areas beyond the 
central city

The San Antonio Comprehensive Plan, “SA Tomorrow,” describes the city’s goals, policies, and performance indicators for its land use and 
transportation environment in its Transportation and Connectivity chapter. The city’s transportation and connectivity goals include:

• Providing a world class multimodal transportation system, providing safe and comfortable connectivity to residential, commercial, 
education, cultural, healthcare, and recreation opportunities
• Supporting the city’s competitiveness in the regional, national, and international economy
• Supporting a high quality of life and strong, healthy communities
• Building, managing, and maintaining the transportation network cost-effectively in order to meet current and future needs and 
expectations
• Providing a range of convenient, safe and comfortable active transportation options for all users and abilities and many regularly use 
multimodal options such as walking, biking and transit
• Using technology and other innovative services and solutions to ensure predictable and reliable travel throughout the city
• Managing congestion for residents and businesses through TDM programs, HOV/HOT lanes on major highways, and continued investment 
in multimodal networks

One of SA Tomorrow’s top priorities is to improve transportation options for people walking, biking, and riding transit. While many San 
Antonio residents currently use these modes, they are not always desirable for many types of trips. The NHTSA named San Antonio a 
Pedestrian Focus City, a classification for 22 American cities with above-average rates of pedestrian-vehicular fatalities. San Antonio’s 
existing pedestrian network includes many significant sidewalk gaps, absent curb ramps, and sidewalks in poor condition. SA Tomorrow 
advises particular focus on the pedestrian network near transit stops, schools, parks and trails, healthcare services, major employers, and 
cultural destinations. The plan also recommends continuing to expand the city’s bike network, as outlined in the city’s 2011 Bike Master 
Plan, currently being updated.

The city’s Complete Streets program is one means of increasing investment in multimodal networks. Additionally, San Antonio is developing 
a network of off-street bike paths and trails through linear greenway parks. Examples include the bike paths along Leon Creek, Salado 
Creek, Medina River, and the Mission and Museum Reaches of the San Antonio River. Future plans include extending existing paths further 
along the San Pedro and Alazan Creeks. These trails are prioritized for implementation near specified regional centers. The nearest regional 
center to the Bandera Road corridor is the UTSA Medical Center. SA Tomorrow recommends a wide range of policies and actions along with 
potential performance indicators to measure their success, as shown in Figure 202. Some actions and indicators that are less relevant to 
the Bandera Road corridor are omitted. 

SA TOMORROW COMPREHENSIVE PLAN
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Action Description Potential Indicator(s)
TC 11: Percent of Households that Live within 1/2-Mile of a Protected Bike Facility
TC 22: Percent of Jobs located within 1-Mile of a Dedicated and/or Protected Bike Facility
TC 1: Miles of Complete Streets
TC 11: Percent of Households that Live within 1/2-Mile of a Protected Bike Facility
TC 22: Percent of Jobs located within 1-Mile of a Dedicated and/or Protected Bike Facility
TC 1: Miles of Complete Streets
TC 11: Percent of Households that Live within 1/2-Mile of a Protected Bike Facility
TC 18: Number of Automobile Accidents
TC 19: Number and rate/rations of Automobile and Bicycle Crashes Involving Pedestrians
TC 22: Percent of Jobs located within 1-Mile of a Dedicated and/or Protected Bike Facility
TC 7: WalkScore
TC 8: BikeScore
TC 20: Connectivity Index
TC 2: Number of Public Transit Facilities and Buses with Bicycle Racks and Storage Facilities
TC 4: Bus Service Hours of Frequent Routes
TC 10: Diversity of transit ridership (race, ethnicity, income level, etc.)
TC 16: Percentage of Population within Walking Distance of Frequent Transit Service
TC 21: Number of Residents within 1/4-Mile of a Transit Stop
TC 1: Miles of Complete Streets
TC 18: Number of Automobile Accidents
TC 19: Number and rate/rations of Automobile and Bicycle Crashes Involving Pedestrians
TC 1: Miles of Complete Streets
TC 2: Number of Public Transit Facilities and Buses with Bicycle Racks and Storage Facilities
TC 4: Bus Service Hours of Frequent Routes
TC 6: Commuters using modes other than Single Occupancy Vehicle (SOV)
TC 10: Diversity of transit ridership (race, ethnicity, income level, etc.)
TC 12: Number of Car Sharing Vehicles Active in San Antonio
TC 13: Number of Bike Sharing bikes and stations in San Antonio
TC 14: Per Capita Vehicle Miles Traveled (VMT)
TC 22: Percent of Jobs located within 1-Mile of a Dedicated and/or Protected Bike Facility
TC 7: WalkScore
TC 8: BikeScore
TC 11: Percent of Households that Live within 1/2-Mile of a Protected Bike Facility
TC 16: Percentage of Population within Walking Distance of Frequent Transit Service
TC 21: Number of Residents within 1/4-Mile of a Transit Stop
TC 1: Miles of Complete Streets
TC 2: Number of Public Transit Facilities and Buses with Bicycle Racks and Storage Facilities
TC 3: Number of Dollars Spent on Multimodal Transportation Infrastructure
TC 4: Bus Service Hours of Frequent Routes
TC 6: Commuters using modes other than Single Occupancy Vehicle (SOV)
TC 12: Number of Car Sharing Vehicles Active in San Antonio
TC 13: Number of Bike Sharing bikes and stations in San Antonio
TC 4: Bus Service Hours of Frequent Routes
TC 6: Commuters using modes other than Single Occupancy Vehicle (SOV)
TC 16: Percentage of Population within Walking Distance of Frequent Transit Service
TC 7: WalkScore
TC 8: BikeScore
TC 20: Connectivity Index
TC 4: Bus Service Hours of Frequent Routes
TC 5: Travel Time Index (TTI)
TC 9: Average Commute Time
TC 16: Percentage of Population within Walking Distance of Frequent Transit Service

TC A22 Advance one federally supported transit project into development phase by 2020. TC 2: Number of Public Transit Facilities and Buses with Bicycle Racks and Storage Facilities

TC A2 Create a program for protected bike lanes.

TC A3 Expand bicycle access routes to new areas.

TC A4 Analyze and prioritize key locations for complete streets investments.

TC A5 Improve pedestrian and bike route connectivity.

TC A6 Collaborate with VIA to align investments in multimodal transportation infrastructure and 
new transit stations and routes.

TC A8 Implement policies or designs that promote traffic calming measures, a range of safe 
bicycle facilities and multi-use trails.

TC A11 Increase transit and multimodal options to medical and healthcare facilities, military 
installations, and educational institutions.

TC A13 Increase percentage of households that live within 1/4 to 1/2-mile of a bike lane/trail, 
complete sidewalk network, or transit.

TC A14 Increase investment in multimodal transportation options.

TC A19 Create a better strategy for managing transportation options by providing dedicated lanes 
for transit priority and parking during large scale special events.

TC A20 Create school siting requirements and enforce standards for streets and connectivity within 
1 miles of schools.

TC A21 Implement ITS improvements and transit priority for frequent bus routes.

Figure 202: SA Tomorrow - Selected Actions and Potential Indicators.  Source: SA Tomorrow Plan



The multimodal plan is framed around the 
transportation and connectivity goals indicated 
in the SA Tomorrow Comprehensive Plan. The 
plan is a long-range blueprint that reflects a 
broader shift in focus from moving vehicles to 
moving people. It shares the comprehensive 
plan’s goals of improving mobility on all 
modes of transportation, by increasing the 
network of Complete Streets, increasing transit 
ridership, and reducing vehicle miles traveled 
and commute times. One of the reasons 
that San Antonio has been a late adopter in 
establishing multimodal networks to this end is 
that as recently as 2010, the roadway network 
operated at an acceptable level of service 
(LOS). However, given the AAMPO’s forecasts 
that regional congestion will significantly 
increase by 2040 (see Figure 203), city 
stakeholders increasingly acknowledge that 
they cannot reduce congestion by merely 
building more roadway capacity. Instead, 
greater attention must be paid to compact, 
transit-oriented development and more robust 
multimodal networks to limit the need for long-

distance SOV commuting. Compared to other 
large American cities, San Antonio has better-
than-average outcomes in terms of roadway 
infrastructure state of good repair, vehicular 
delay, and congestion. However, its public 
transit, pedestrian, and bike networks are less 
than acceptable. 

The multimodal plan identifies “informing and 
educating the community about the benefits 
of alternative modes of transportation” as a 
major challenge the city is facing. A public 
survey conducted as part of this planning 
process found that transportation is the most 
frequently cited topic of concern related to the 
community’s quality of life, with 34 percent of 
respondents identifying it as the city’s primary 
challenge, double the share of the second-
most popular categories (17 percent each for 
land use/sprawl and natural resources).  Light 
rail is one of the more popular transportation 
investments proposed during the multimodal 
plan’s public outreach, with 78 percent of 
respondents agreeing it is an important part of 

the city’s future transportation network. 

The plan develops multimodal solutions for 
corridors around the city to demonstrate 
possible options that could be applied to other 
locations with similar characteristics. The 
solutions include light rail, dedicated BRT, bike 
facilities, and pedestrian improvements.

Developing and evaluating these solutions at 
the corridor level provided opportunities to 
identify needed policy recommendations and 
to develop short term improvements to address 
safety and operational issues. The multimodal 
plan is framed around the transportation 
and connectivity goals indicated in the SA 
Tomorrow Comprehensive Plan. The plan is a 
long-range blueprint that reflects a broader 
shift in focus from moving vehicles to moving 
people. It shares the comprehensive plan’s 
goals of improving mobility on all modes of 
transportation, by increasing the network of 
Complete Streets, increasing transit ridership, 
and reducing vehicle miles traveled and 

commute times. One of the reasons that San 
Antonio has been a late adopter in establishing 
multimodal networks to this end is that as 
recently as 2010, the roadway network 
operated as an acceptable level of service 
(LOS). However, given the AAMPO’s forecasts 
that regional congestion will significantly 
increase by 2040 (see Figure 203), city 
stakeholders increasingly acknowledge that 
they cannot reduce congestion by merely 
building more roadway capacity. Instead, 
greater attention must be paid to compact, 
transit-oriented development and more robust 
multimodal networks to limit the need for long-
distance SOV commuting. Compared to other 
large American cities, San Antonio has better-
than-average outcomes in terms of roadway 
infrastructure state of good repair, vehicular 
delay, and congestion. However, its public 
transit, pedestrian, and bike networks are less 
than acceptable. 

SA TOMORROW MULTIMODAL PLAN
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Figure 203: 2040 Level of Service.  Source: SA Tomorrow Multimodal Plan, page 2-13
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The multimodal plan includes a five-year action plan, and some 
of its policy recommendations of greatest relevance to the 
Bandera Road Corridor Plan include:

• Take a Vision Zero and Complete Streets approach to roadway 
design, with particular focus on the city’s engineering and 
design guidelines.

• Promote pedestrian activity by prioritizing the completion of 
the pedestrian network that serves major activity centers and 
transit stops. About 34 percent of San Antonio’s streets lack 
sidewalks entirely.  On major thoroughfares, sidewalks should 
be a minimum six to eight feet in width.

• Provide ADA-compliant infrastructure such as curb ramps, 
accessible pedestrian crossings, and leading pedestrian signals 
whenever a pedestrian way is newly built or altered.

• Allocate two percent of the TCI capital budget annually as a 
core program for bike and pedestrian improvements.

• Quadruple the lane-miles of protected bike facilities.

• Install traffic calming measures (e.g. traffic circles, mid-block 
crossings, sidewalk bulbouts, chicanes, etc.) to reduce speeding 
and enhance pedestrian safety. 

• Apply lane and road diets to reduce crossing distances and 
reduce vehicle speeds.

• Prioritize the completion of the bikeway network that serves 

bicyclists’ travel to employment centers, commercial districts, 
transit stations, institutions, and recreational destinations.

• Coordinate transportation improvements with VIA to ensure 
the necessary design and operations support for the regional 
transit program.

• Prioritizing transit signal priority (TSP) and ITS improvements 
on corridors with premium and high frequency transit service 
where service reliability is consistently challenged by local 
congestion.

The multimodal plan also outlines policy recommendations to 
update the city’s Major Thoroughfare Plan, a roadway hierarchy 
that classifies Bandera Road as a “Primary Arterial Type A.” 
These recommendations include:

• Update the Major Thoroughfare Plan based on 
recommendations related to the City’s Vision Zero, which the 
multimodal plan details.

• Based on right-of-way, determine what modes can be 
accommodated on the corridor.

• Identify the priority of the user(s) along the roadway by 
reviewing current demand and future potential of the roadway.

Bandera Road is not prioritized in the multimodal plan’s 
five-year action plan, though a series of Complete Streets 
improvements are planned for Culebra Road. 

The City of San Antonio’s Sustainability Plan is a vision 
document to guide regional planning efforts towards 
economic, environmental, and social sustainability by 
2040. The plan identifies five cross-cutting themes 
that structure its approach to sustainability:

• Air quality
• Economic vitality
• Equity
• Resilience
• Water resources

These themes were identified during the plan 
development process as high-priority issues for the 
community. Additionally, the plan outlines seven 
“focus areas” that contain strategies ready for 
implementation to achieve the best outcomes for the 
five themes above: 

• Energy
• Food systems
• Green buildings & infrastructure
• Land use & transportation    
• Natural resources
• Public health
• Solid waste resources

SA TOMORROW 
SUSTAINABILITY PLAN



Figure 204: Zarzamora Creek running through Bandera Road near Loop 410Figure 204: Zarzamora Creek running through Bandera Road near Loop 410
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Of these focus areas, land use and transportation is the most 
relevant to the Bandera Road Corridor Study. This focus area 
deals with sustainable transportation modes, infrastructure 
improvements, transit-oriented development, bike and 
pedestrian facilities, alternative fuels, transit options, and 
Complete Streets. The plan outlines a vision for land use and 
transportation as the following: “San Antonio’s future growth is 
sustainable and efficient, focusing on strategic development that 
is compact, mixed-use, economically inclusive, and multimodal.” 
Further, the plan identifies four performance metrics to measure 
progress towards achieving this vision, including:

• Housing & Transportation Index – the sum of average 
housing + transportation costs as a percentage of area median 
household income. This score prioritizes the development 
of low-cost transportation alternatives to driving alone, such 
as transit, walking, and biking. However, infrastructural 
improvements to these modes alone will not register progress 
on this measure unless sustainable transportation modes are 
also widely used. The key to progress on this indicator is to 
create a transportation network sufficiently attractive to induce 
a modal shift from driving alone to more sustainable modes, and 
therefore reducing the average household’s transportation cost. 

The plan’s goal is to reduce the H&T Index from
49%, in 2010, to 35% by 2040. Of the current 49% citywide 
H&T Index score, about 23% is transportation costs, while the 
remaining 26% is housing costs. As shown in Figure 205, the 
Bandera Road corridor features transportation costs that are 
below the 22% average for the city, at 19%, while the total H&T 
Index for the corridor remains 34%, also below the citywide 
score of 46%.

• Daily Vehicle Miles Traveled (VMT) per Capita – Shifting trips 
from drive-alone to more sustainable modes is essential to make 
progress on this metric. The plan’s goal is to reduce VMT per 
capita from 22 miles, in 2013, to 17 miles by 2040.

Figure 205: Housing and Transportation Index Score. Source: The Center for Neighborhood Technology (2022)
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• Bicycle Friendly Community Score – this is a 
composite metric developed by the League of 
American Bicyclists. It incorporates local bike 
commute mode share, the length and quality 
of the bike network, and the strength of local 
bike-oriented legislation, among other factors. 
The plan’s goal is to improve its current score 
of bronze, in 2015, to platinum, by 2040. 

• Average Walk Score – WalkScore is an index 
that measures how walkable a location is by 
evaluating the number of retail and service 
destinations within walking distance. A score 
of 0 indicates an area completely reliant on 
private vehicles to meet daily needs, while 
a score of 100 indicates that nearly every 
daily trip can be easily made on foot. In 2015, 
San Antonio’s average WalkScore was 34. 
The plan’s goal is to improve the average 
WalkScore by 62 by 2040. 

The goals specified above are ambitious for 
a city in which 80 percent of residents drive 
alone to work, and the plan indicates a range 
of preferred strategies to achieve them. The 
proposed strategies with greatest relevance to 
the Bandera Road Corridor Study include:

• Incentivize new development to provide bike 
and pedestrian facilities, and infrastructure for 
electric vehicles;

• Evaluate and assess innovative parking 
strategies to encourage walkability and 
alternative modes of transportation;

• Work with public and private employers 
to design and implement employee TDM 
programs;

• Develop a program to encourage private 
employers to install shower and locker facilities 
for employees who walk or bike to work

• Participate in Great Streets program and 
other public improvement programs to create 
Complete Streets;

• Explore the feasibility of high-capacity transit 
options such as BRT, light rail, or streetcar;

• Develop and implement a Priority Bike 
Facility Action Plan; and

• Develop a Bike Living Lab Pilot Program 
– temporary or “tactical” bike facilities that 
can demonstrate the viability of longer-term 
implementation.

• Create equitable, city-wide standards for 
affordable, accessible, and appropriate 
transportation options for seniors and 
individuals with disabilities

• Provide real-time parking availability 
information

• Provide traffic forecast information to 
travelers related to weather emergencies 
and other unique events (e.g. major festivals, 
concerts)

• Install real-time bike rack and wheelchair 
space availability sensors on all transit vehicles

• Launch autonomous vehicle pilot projects

• Improve reliability of transit mobility services 
through application of emerging data sources 

• Construct more electric vehicle charging 
stations in San Antonio 

• Collect transit fares off vehicle to reduce 
delays when boarding

• Install additional freeway dynamic message 
boards and provide enhanced trip information

• Provide real-time traffic options to travelers 
particularly when roadway system faces major 
disruption

• Construct new freeway and street lanes 
strategically in congested space
• Rebuild intersections to increase capacity

• Consolidate bus stops and optimize stop 
spacing along all high-frequency routes

• Expand transit signal priority to all high-
frequency bus routes

• Install adaptive signal timing in major 
corridors

Figure 206: Bus stop on Bandera near West TimcoFigure 206: Bus stop on Bandera near West Timco

88



VIA’s Vision 2040 Long Range Plan is intended to 
evaluate current and projected regional growth and 
travel demand patterns, articulate the role of public 
transit in meeting regional transportation needs, and 
chart course for the development of an increasingly 
robust regional transit network. The Vision 2040 
Plan, completed in 2016, prioritizes a variety transit 
improvements to increase the system’s performance 
while also meeting the needs of the Greater San 
Antonio Region’s extraordinary population and 
employment growth. 

The San Antonio region is expected to grow by an 
additional 1.6 million residents between 2010 and 
2040, equivalent to nearly 150 new residents per 
day. During the same period, the region will also add 
more than 800,000 new jobs and 1.3 million new 
personal vehicles, which will contribute to congestion 
on regional road networks. The region is also expected 
to see an increase in both young adults (ages 16 to 
34) and seniors (ages 65 and over), and both groups 
are more likely than others to rely on public transit to 
get around. Vision 2040 makes it clear that transit is 
critical to accommodate this growth, by both serving 
and shaping the cities and neighborhoods it links. The 
plan also emphasizes the role of transit in improving 
broader multimodal access and mobility, helping 
reduce household transportation costs and encourage 
walking and biking.

The Vision 2040 Plan identifies the goals and 
objectives of the regional public transit system as the 
following:

• Strengthen regional mobility, development, and 
sustainability by:

– Providing community access to 		                
opportunities for jobs, education, and other 

    destinations
– Supporting sustainable communities and 
    economic vitality
– Moving people using a diversity of transit      
    services and products
– Enhancing and safeguarding natural  
    resources and  the environment

• Provide an outstanding multimodal transportation 
system by:
	 – Enhancing safe routes to transit by foot or 
             bike
	 – Providing efficient, reliable, congestion-proof 
	     alternatives
	 – Engaging to inform, involve, and empower 
	     communities
	 – Supporting safe communities 

VIA outlines a range of potential transit modal 
alternatives including vanpool, demand-response, 
local bus service, Primo or rapid bus (sometimes 
referred to as “BRT lite”), bus rapid transit (BRT), light 
rail,and express service. 

During the Vision 2040 Plan’s community engagement 
process, residents expressed strong interest in 
fixed-route, rapid transit service and valued transit’s 
ability to access work, shopping, and entertainment 
destinations. 

The Vision 2040 Plan articulated three overarching 
strategies to improve its regional transit network:

	• Robust systemwide improvements to the bus 
network
		 – More frequent, reliable transit across the 
            entire network with expanded hours of 
            service
		 – Improved frequency on Metro Local and 
            Metro Frequent routes
		 – Expansion of the Primo bus network, 
            including on  Bandera Road, between 
            Huebner Road and downtown San Antonio
		 – Enhanced sidewalks and bus stop amenities, 
            such as ticket vending machines and 
            shelters 

• Network of corridors connecting the region’s major 
community destinations and employment centers:
		 – Rapid transit (light rail or BRT in dedicated 
            lanes)
		 – Metro Express in HOV lanes connecting Park 
            & Rides to key destinations

• Investments to keep the system smart and flexible:
		 – Emerging technologies, such as integration 
            with car share and bike share as first/last-
            mile connections to transit hubs
		 – Mobile applications that offer integrated 
           multimodal trip planning and fare payment

VIA VISION 2040 LONG-RANGE PLAN
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Under the Vision 2040 Plan, Bandera Road is 
identified as a priority corridor for transit investment 
between Huebner Road and downtown San 
Antonio, via Culebra Road. This investment includes 
Primo service, with 10-minute frequencies and 
stops spaced about one mile apart. The plan 
ranks each corridor based on technical criteria, 
including forecast ridership, congestion reduction, 
service productivity, potential transit-oriented 
development, and the number of jobs and residents 
served. Bandera Road ranks 9th out of 12 priority 
corridors across these criteria, scoring “Low” or 
“Medium-Low” in every category with the exception 
of potential transit-oriented development, where it 
scores “High.” 

The Vision 2040 Plan concludes by detailing 
potential federal, state, and local funding 
sources, as well as strategies for implementing 
transit improvements on priority corridors.

Figure 207: Vision Network. Source: VIA Vision 2040 Long-Range Plan
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Figure 208: VIA Long Term Vision 2040 Plan.  Source: VIA Vision 2040 Plan



SA CLIMATE READY: A PATHWAY FOR CLIMATE ACTION & ADAPTION
The Climate Action & Adaptation Plan (CAAP) was initiated and 
adopted in 2019.  It is a response to greater awareness of the 
climate impacts of greenhouse gases (GHGs), and the changes 
that those impacts will bring to San Antonio.  It is connected to 
the Paris Agreement, a 185-nation global effort to reduce GHGs 
and adapt to climate impacts.

The overall goal is to make San Antonio carbon neutral by 
2050.  That has significant implications for San Antonio’s 
transportation infrastructure, and therefore directly impacts 
recommendations for the Bandera Corridor.

Roughly 38% of San Antonio’s GHG emissions are due to 
transportation, the majority of which is generated private 
vehicles.  In fact, private transportation is the single largest 
component of GHG emissions in the city, exceeding even 
commercial and industrial buildings.  

To meet targets specified in the Paris Agreement, San Antonio 
must reduce GHG emissions a minimum of 0.5 metric tons of 
CO2 equivalent per year through 2050.  The transportation 
portion of this is substantial: to reduce emissions by 47% 
by 2030 and 74% by 2040.  The plan calls specifically for 
promotion of cleaner vehicles and reduction of vehicle miles 
traveled by transforming both how our communities are 
developed and how people move around the city.  The plan 
lays out a number of different action strategies to accomplish 
various components of GHG emissions reduction and general 
sustainability.  Those relevant to this plan are: traveled per 
person throughout the city, prioritizing the reduction of 
those traveled in single-occupancy vehicles by diversifying 
transportation choices.

11: Connectivity / Walkability.  Accelerate connectivity and 
walkability by prioritizing the funding and construction of 
infrastructure for micro-mobility modes such as biking and 
other human-powered transportation with an emphasis on the 
protection of vulnerable road users.

12: Sustainable Land Planning and Development.  Support 
and incentivize the development and redevelopment of more 
compact, connected, cost-effective, and resilient neighborhoods 
and districts.

13: Mobility as a Service.  Utilize smart city and big data 
solutions to promote mobility as a service to reduce the GHG 
impact of transportation solutions.

20: Urban Heat Island.  Analyze and quantify the urban heat 
island (UHI) in San Antonio and develop an implementable and 
impactful UHI mitigation and adaptation plan with a focus on 
vulnerable populations and ecosystems.

21: Ecological Planning and Climate Sensitive Design.  
Integrate climate mitigation and adaptation into existing land 
development review and permitting processes with a goal of 
maximizing the benefits of natural geographic and watershed 
features.

The plan further establishes adaptation strategies: ways to cope 
with the effects of climate change.  Those strategies relevant to 
this plan include:

4: Flood-proof Roadways. Once FEMA floodplains are updated 
using Atlas 1454 rainfall intensity values, undertake a prioritized 
assessment of flood resilience options for all low-lying roadways.

5: Protect Transit Riders.  Work with VIA to assess public 
transportation routes, stops, and associated infrastructure and 
identify potential shelter improvements to prepare for extreme 
weather events.

31: Create an Integrated Green and Blue Infrastructure Plan.  
Assess opportunities for creating connected networks to 
manage water and regulate temperature through ecosystem-
based adaptation measures. This could include connecting 
existing park & open space networks and adjacent areas to 
provide cooling corridors and stormwater management benefits.

32: Tree Canopy Programs.  Incentivize, expand, and fund 
tree planting/replacement programs to promote more drought 
and wildfire-resistant native species, prioritizing the most 
effective locations for the plantings, and further develop Best 
Management Practices (BMPs). Consideration should be given 
to avoid potential disruption to critical infrastructure, such as 
overhead power lines.
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SECTOR EMISSIONS
The two largest sources of GHG emissions in San Antonio are the stationary sector, i.e., energy use  

in buildings, and the transportation sector. Almost half (48%) of the GHG emissions captured in the 2016 GHG 

inventory result from energy use in buildings with an additional 38% resulting from transportation.  

n Stationary, i.e., Energy Use in Buildings The stationary sector includes emissions related to energy use 

in commercial, residential, and industrial buildings as well as emissions related to energy production and use to 

supply energy to San Antonio. The majority of San Antonio’s stationary emissions are related to electricity and 

natural gas supplied by CPS Energy. For San Antonio, emissions from electricity significantly outweigh emissions 

from natural gas within this sector — 87% of the emissions coming from buildings result from electricity usage. 

n Transportation The GHG emissions captured within the transportation sector include those resulting from 

the combustion of fuel and consumption of grid-supplied electricity for miles traveled within San Antonio’s 

geographic boundary. Over 90% of San Antonio’s total emissions within the transportation sector result from 

private vehicles, including passenger cars, light trucks, and heavy trucks.

n Industrial Processes and Product Use (IPPU) GHG emissions captured within the IPPU sector are 

those resulting from industrial processes occurring within the geographic boundary of San Antonio. It is 

important to note that IPPU emissions within this inventory are only those resulting from large facilities,  

(i.e., those that meet EPA reporting thresholds), and emissions related to electricity and natural gas use  

in these same facilities are captured under the Stationary sector. 

n Waste The waste sector accounts for emissions from all solid waste generated within San Antonio, landfills 

(active or closed) located within city limits, and the treatment of water and wastewater. Emissions captured 

within the waste sector related to closed landfills are particularly challenging to reduce; the reduction of waste 

emissions primarily focuses on the generation and landfilling of new waste. 

GREENHOUSE GAS
EMISSIONS INVENTORY 2016 SAN ANTONIO COMMUNITY

GHG EMISSIONS
48%  STATIONARY, ENERGY USE IN BUILDINGS
 27% Commercial and industrial buildings

 18%  Residential buildings

 2% Industrial buildings

 1%  Energy industries within the city

 0.2%  Fugitive emissions from oil and natural   
  gas system

38%  TRANSPORTATION
 34% Private transportation, i.e., heavy trucks,  
  light trucks, and passenger cars 

 3% Off-road transportation

 0.4%  Public transit

 <0.1%  Waterborne navigation

8%  INDUSTRIAL PROCESS AND PRODUCT USE (IPPU)
 8% Industrial processes occurring within the city

6% WASTE
 2%  Solid waste generated in the city

 2% Closed landfills within the city

 2%  Active landfills within the city

 0.1%  Wastewater generated and treated within  
  the city17.4 MtCO2e total

6%

8%

48%

38%

The 2016 San Antonio Community GHG Inventory follows the Global Protocol for Community-Scale 
Greenhouse Gas Emissions (GPC).26 This protocol allows for selection between different reporting 
levels. Based on the data available, the community inventory follows the BASIC reporting level 
focusing on Scope 1 and 2 emissions, exceeding the requirements of this level by including the 
largest industrial process emissions.

Scope 1 Emissions: Direct GHG emissions generated from sources within the city boundary

Scope 2 Emissions: GHG emissions occurring from the use of grid-supplied electricity, heat, and/or cooling

 within the city boundary

Scope 3 Emissions: All other GHG emissions that occur outside of the city boundary as a result of the activities

 taking place within the city boundary

THE IMPACT OF GLOBAL  
WARMING POTENTIAL

Standard GHG accounting methodologies generally 

track six key Greenhouse Gases: carbon dioxide, 

methane, nitrous oxide, perfluorinated chemicals, 

hydrofluorocarbons, sulfur hexafluoride, and nitrogen 

trifluoride. These GHGs differ in their ability to absorb 

energy and the amount of time they will remain in the 

atmosphere, so they are all converted to a common 

unit for comparison: carbon dioxide equivalent (CO2e) 

which is generally called the Global Warming Potential 

(GWP). The larger the GWP of a GHG, the higher its 

contribution to global warming. 

The GWPs of GHGs continue to be updated as 

climate science evolves. The GWP values used in San 

Antonio’s 2016 GHG inventory come from the IPCC 5th 

Assessment Report (published in 2014).27 GWP values are 

generally considered over two time frames: 20 years 

and 100 years. For long-lived like nitrous oxide, the GWP 

is virtually the same for both time frames, but for short-

lived gases like methane, the 20-yr GWP is significantly 

higher than the 100-yr GWP because much of these 

gases have degraded by the time they reach the 100-yr 

GWP. 

Results of San Antonio’s GHG inventory are generally 

presented using the 100-yr GWP, which is standard 

practice for city GHG inventories. However, to provide 

additional information for decision makers, the 

inventory is presented here comparing the results of 

the two different time frames. When considering the 

GHG inventory using the 20-yr GWP, the total inventory 

increases by 12.6% from 17.4 MtCO2e (metric tons of 

carbon dioxide equivalent) to 19.6 MtCO2e. Under both 

scenarios, the stationary (energy use in buildings) and 

transportation sectors remain the primary drivers of San 

Antonio’s GHG emissions and vary only slightly between 

the two scenarios. Using the 20-yr GWP significantly 

increases the emissions from solid waste, driven by 

the high proportion of methane contributing to this 

emissions category.
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Industrial Processes

Fugitive Natural Gas Emissions

Energy Industries

Water Recycling Processes

Solid Waste

Transportation

Building Energy Usage

100yr GWP (2016) 20yr GWP (2016)

GHG 100-YR GWP 20-YR GWP

Carbon Dioxide (CO2) 1 1
Methane (CH4) 28 84
Nitrous Oxide (N2O) 265 264

IPCC 5th Assessment Report (published in 2014) https://
www.ipcc.ch/pdf/assessment-report/ar5/ wg1/WG1AR5_
Chapter08_FINAL.pdf

In addition to the community GHG inventory, the City 

evaluated the GHG emissions resulting from our own 

municipal government operations. Evaluating these 

GHG emissions separately allows us to understand 

the impact of our municipal operations as well as 

identify opportunities for our City government to 

lead San Antonio’s climate action. The municipal 

inventory includes emissions from electricity and 

natural gas usage in City-owned facilities, streetlights 

and traffic signals, City-owned vehicles, as well as 

city-owned and operated landfills, following the 

Local Government Operations Protocol (LGOP)28,29 

developed by ICLEI-Local Governments for 

Sustainability.

In total, the San Antonio City government emitted 

0.46 MtCO2e in 2016, or 3% of the total city 

inventory. Similar to the trend in the community 

emissions, the 2016 municipal emissions mark a 19% 

decrease from 2014. 

The decrease in municipal emissions was driven by 

multiple factors including, the reduction in carbon 

intensity of the electricity supplied by CPS Energy, 

a 6% reduction in municipal building energy usage 

from energy efficiency projects performed under 

the Office of Sustainability’s Energy Efficiency 

Fund,30 as well as a reduction in the emissions from 

landfills.

MUNICIPAL GHG INVENTORY 

Figure 209: 2016 San Antonio Community GHG Emissions. Source: SA Climate Ready
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ConnectSA is a new mayoral initiative intended to 
transform the way that San Antonio approaches 
transportation.  Awareness of transportation issues 
has been rising over the past several decades, and as 
projections of substantial population growth become 
more real, solving congestion issues has become a 
priority.  

The ConnectSA planning – there is no “plan” in 
a traditional sense; no written report – picks up 
many features directly from VIA Vision 2040 and 
VIA Reimagined.  Those features include bus rapid 
transit (BRT, relabeled as Advanced Rapid Transit, 
ART), discarding light rail entirely, and increasing bus 
frequency and coverage.  It also includes 40 scattered 
miles of micromobility lanes (none along Bandera 
Road), calls for VIA Link on the north part of the 
Bandera corridor, and calls for the completion of the 
greenway trail system.

CONNECTSA: A PROPOSAL 
FOR MODERN MOBILITY

Figure 210: Modern Mobility Plan Goals. Source: ConnectSA
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The plan prioritizes 25 items intended to be implemented by 
2025:

• Construct the first phases of the Advanced Rapid Transit 
corridor

• Construct a minimum of 40 miles of dedicated, protected 
micromobility lanes with right-of-way for bike/scooter/other 
modes

• Construct up to 200 miles of sidewalks that eliminate gaps 
between existing networks

• Construct high-priority segments of the City of San Antonio’s 
major thoroughfare plan

• Extend roadway network in unincorporated areas of Bexar 
County from the County  Arterial Plan

• Install pedestrian detection systems at key intersections

• Construct multi-modal mobility hubs to integrate trip modes 
and destinations

• Create seamless first/last-mile services for easy multimodal 
trips

• Create a “one-call, one-click” center for transportation 
services and information for seniors and people with disabilities

• Design a universal app to plan and pay for all types of 
transportation (public/ private)

• Create equitable, city-wide standards for affordable, 
accessible, and appropriate transportation options for seniors 
and individuals with disabilities

• Provide real-time parking availability information

• Provide traffic forecast information to travelers related to 
weather emergencies and other unique events (e.g. major 
festivals, concerts)

• Install real-time bike rack and wheelchair space availability 
sensors on all transit vehicles

• Launch autonomous vehicle pilot projects

• Improve reliability of transit mobility services through 
application of emerging data sources 

• Construct more electric vehicle charging stations in San 
Antonio 

• Collect transit fares off vehicle to reduce delays when boarding

• Install additional freeway dynamic message boards and 
provide enhanced trip information

• Provide real-time traffic options to travelers particularly when 
roadway system faces major disruption

• Construct new freeway and street lanes strategically in 
congested areas

• Rebuild intersections to increase capacity

• Consolidate bus stops and optimize stop spacing along all 
high-frequency routes

• Expand transit signal priority to all high-frequency bus routes

• Install adaptive signal timing in major corridors

In all, the planning for ConnectSA is not yet fully developed.  
The portions of the planning which are actionable are those 
which are taken from other planning efforts; to that extent, the 
summaries elsewhere in this section are still directly relevant to 
the Bandera Corridor planning efforts.

The most potentially transformative aspect of ConnectSA is the 
proposal to change funding mechanisms in order to provide 
more funding to VIA and for multimodal transportation.  This was 
adopted by voters in November of 2020.
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A Proposal for a Modern Mobility Plan

7

Plan 
Principles
The choices we make today to 
improve our transportation 
system will be felt for 
generations to come.

Look beyond light rail and toll roads

Embrace “mobility” to include every contemporary or 
near future mode of transportation

Make all of our daily mobility activities more sustainable, 
less harmful to the environment

Centered on the mobility needs of the individual user

Figure 211: Proposed Projects Source: ConnectSA



SH 421 is routed along Culebra Road,beginning at the intersection of Bandera Road. In 
March 2018 the Transportation Policy Board of the Alamo Area Metropolitan Planning 
Organization (AAMPO) approved funding for Arterial Multimodal Mobility Planning. 
Culebra Road was selected as the first corridor to be studied as a part of AAMPO’s 
2019-2022 Transportation Improvement Program (TIP). Like Bandera Road, Culebra 
was also a part of a citywide study of 12 corridors, called SA Corridors, identified in the 
SA Tomorrow Comprehensive Plan and VIA’s Vision 2040 Plan. According to the City’s 
2017 Severe Pedestrian Injury Areas (SPIA) Report, Culebra Road has one of the highest 
occurrences compared to other corridors.

The study identifies corridor deficiencies, documents cost estimation of preferred 
concepts, community feedback, traffic counts, traffic modeling, and conducts 
alternatives analysis of potential improvements while aiming to transition the corridor 
into an equitable multimodal corridor for all users. 

Like Bandera Road, safety is the number one concern for Culebra Road, especially for 
non-vehicular personnel.  Strategies used in the Culebra Road Corridor Study should 
align with the Bandera Road Phase 2 Corridor Plan since these two streets converge 
with one another and possess similar characteristics, demographics, and issues. 
Strategies to improve Culebra Road for pedestrian safety include: 

•	 Wider and protected sidewalks
•	 Dedicated bicycle facilities
•	 Improved crosswalk connections
•	 Improvements to transit facilities and their locations along the corridor
•	 Shade via trees along the sidewalks as well as the medians
•	 Multi-purpose traffic calming devices

CULEBRA ROAD CORRIDOR STUDY 2022

Figure 212: Existing conditions of Culebra. Source: Culebra Road Corridors Study 2022
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Figure 213: Preferred Concept 1 of Culebra. Source: Culebra Road Corridors Study 2022
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The SH 16 Bandera Road Corridor Plan Phase 1 focuses on Bandera Road from Loop 410 to Loop 
1604, which has become one of the city’s most-traveled corridors due to explosive suburban 
growth. Throughout the project, the design team and city staff have emphasized the need for 
strategies which can incorporate the growth expected in the corridor while minimizing additional 
traffic. Those strategies include:

• Additional city arterial network improvements
• Mixed-use land uses, which typically generate less traffic than traditional land uses and create 
more dynamic places
• Support for multi-use paths, sidewalk improvements, and greenways
• Transit-supportive development guidelines
• Advocating for intersection types which improve the
pedestrian experience

STATE HIGHWAY 16 BANDERA ROAD CORRIDOR PLAN PHASE 1

Figure 214: Bandera Corridor Phase 1 Public Meeting Results



Land use and transportation were the two main focus areas in the Phase I study however are not so 
much of a high priority when it comes to Phase II of the corridor, although there still will be a focus 
on those key factors, such as:

•	 Enhancing non-auto transportation options
•	 Making all modes of travel safer
•	 Creating a more attractive environment

•	 Creating more diverse housing and retail options
•	 Implementing mixed-use categories throughout the area 
•	 Preserving open space and increasing connections to trails and parks

Figure 215: Bandera Corridor Phase 1 Proposed Nodes Figure 160: Bandera Corridor Phase 1 Conceptual Design
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Figure 216: Bandera Road and Cincinnati Avenue intersection, looking southeast Figure 216: Bandera Road and Cincinnati Avenue intersection, looking southeast 



SUSTAINABILITY & EQUITY
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INTERSECTION OF SUSTAINABILITY, EQUITY, & TRANSPORTATION
San Antonio’s SA Climate Ready, the city’s 2019 climate action and adaptation plan, 
emphasizes the city’s dedication to furthering sustainable and equitable mobility through its 
economic, environmental, and social commitments. Safe, comfortable, and convenient access 
to transportation options allows everyone to access a greater share of economic and social 
opportunities. This is especially true for BIPOC, low-income, and disadvantaged communities. 
These communities are often among the first to feel the effects of climate change, yet often lack 
access to various measures of relief, such as tree canopy coverage and EV charging stations. These 
populations also tend to have the lowest physical mobility and are more dependent on existing city 
services to access key destinations.

When considering the demographics of the Bandera Road corridor, which spans along Bandera 
Road between Loop 410 and Culebra Road, equity is a salient issue. The San Antonio Office of 
Equity’s EquityAtlas dashboard rates census tracts on race and income on a scale of 1-5. An 
income score of 5 indicates that the census tract has the lowest quintile median household income 
(MHI), a range of $11,360 to $35,900. A score of 5 for race indicates that the census tract has 
the highest quintile POC population percentage, between 92.5% and 99.7%. The census tracts 
within the study area have a combined score ranging from 6 to 10, indicating that the study area is 
especially low-income and high POC population. 

These scores indicate that proposed changes to the Bandera Road corridor will impact diverse and 
vulnerable populations. Changes implemented along the corridor may have far-reaching effects on 
the community. As such, it is important to factor in equity-based planning practices when making 
decisions on how to advance sustainability and transportation solutions. The following sections 
provide more detailed information on how to implement equitable sustainability and emerging 
technological concepts through the Bandera Road Corridor Plan.

48%
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Buildings
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Transportation
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Industrial Process & 
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Figure 217: 2016 San Antonio Community GHG Emissions. Source: SA Climate Action and Adaption Plan (CAAP), 2019
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	         27.0%............................................ Commercial and industrial buildings
                      18.0%..................................................................Residential Buildings
                      02.0%.....................................................................Industrial buildings
                      01.0%...................................................Energy industries within the city
                      00.2%........................ Fugitive emissions from oil and natural gas system

8% INDUSTRIAL PROCESS AND PRODUCT USE (IPPU)

	         08.0%................................ Industrial processes occurring within the city

38% TRANSPORTATION

	         34.0%..................... Private transportation, i.e., heavy trucks, light trucks, 
	                       ..................................................................................and passenger cars
                      03.0%............................................................... Off-road transportation
                      00.4%............................................................................. Public transit
                      >0.1%................................................................Waterborne navigation
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	         02.0%..................................................Solid waste generated in the city
                      02.0%......................................................Closed landfills within the city
                      02.0%.......................................................Active landfills within the city
                      00.1%..........................Wastewater generated and treated within the city
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LOW-IMPACT DEVELOPMENT AND GREEN INFRASTRUCTURE
The Bandera Road corridor has potential for green infrastructure 
development that can help create a cleaner environment, 
reduce energy consumption, and increase energy savings. This 
type of development is also important for promoting equity and 
establishing resilient communities. Investing in Green Stormwater 
Infrastructure (GSI) can help manage water usage and create 
healthier urban environments. 

A successful example of GSI is Merritt Road in Rowlett, TX. In 
2013, The City of Rowlett redeveloped 1.7 miles of Merritt Road 
by adding native species plantings, vegetated swales, and four 
bioretention systems for stormwater management.  Together, these 
interventions formed a drainage method along the roadway that 
was a low-cost and low-maintenance stormwater control design.

Managing stormwater should be a significant focus to further 
sustainability, as much of Bandera Road is made of impervious 
material. Impervious cover is environmentally hazardous because 
it blocks natural drainage pathways and increases flooding risk. 
Investing in low-impact development (LID) can help with cost-
saving and mitigating negative impacts of development when 
implemented in the early planning and design process. Examples 
of LID include:

•	 Floodplain preservation
•	 Maintaining natural areas, especially contiguous tree canopy 

coverage
•	 Onsite rainwater capture for reuse
•	 Porous paving to minimize impervious cover for improved 

drainage
•	 Using native plantings with low irrigation requirements

Firgue 218: Case Studies - Merritt Road, Rowlett, TX/ Source: Integrated Stormwater Management, 2013 Firgue 218: Case Studies - Merritt Road, Rowlett, TX/ Source: Integrated Stormwater Management, 2013 
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Figure 219: Bioswale at in the City of San Antonio Development Services Department  Parking Lot. Source: San Antonio River AuthorityFigure 219: Bioswale at in the City of San Antonio Development Services Department  Parking Lot. Source: San Antonio River Authority



SHADE
Maintaining or developing tree canopy coverage 
along sidewalks and walkways is a low-impact 
way to improve pedestrian comfort and create a 
more environmentally sustainable corridor. Tree 
canopy coverage can help to:

•	 Reduce the heat island effect

•	 Improve quality and absorb pollutants

•	 Provide more effective rainfall interception

•	 Promote more walkable and safer streets by 
reducing driver vehicular speed

Often, access to shade is not equally distributed 
throughout a metropolitan area. In San Antonio, 
the more socially vulnerable census tracts have 
the lowest amount of tree coverage.  New tree 
plantings and maintenance strategies to extend 
the tree canopy coverage should focus on those 
areas with the most need.

BANDERA ROAD CORRIDOR PLAN SECTION 9.7

Figure 220: Equity Tree Program. Source: San Antonio Report: Replanting the CityFigure 220: Equity Tree Program. Source: San Antonio Report: Replanting the City
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Another concern of maintaining tree canopy is the burden of tree maintenance, 
especially when those trees are on residential property. Newly planted saplings require 
time and effort to become large enough to provide shade. The City of Philadelphia 
tackled these problems in February 2023 by passing a bill that would increase tree 
canopy coverage by also covering the costs of sidewalk repair, emergency pruning, 
and removal of old tree stumps to incentivize tree plantings. These policies help to 
minimize the burden of additional time and energy required to receive the benefits 
of tree canopy coverage on people living in communities that have less access to 
shade – benefits that other wealthier, whiter communities might already have. Similar 
measures could be applied to Bandera Road to help add shade along the corridor.

BANDERA ROAD CORRIDOR PLANSECTION9.8

Figure 221: Trees for the San Antonio Region. Source: CPS EnergyFigure 221: Trees for the San Antonio Region. Source: CPS Energy
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ENVIRONMENTAL SENSITIVITY AND THE HEAT ISLAND EFFECT
Along the Bandera Road corridor, there are many large commercial developments and 
uninterrupted surface parking lots. The heat island effect is the process in which these surfaces 
absorb heat during the day and release heat at night, contributing to elevated temperatures within 
the urban core. This has numerous equity, health, and economic-related impacts.

This effect is often more pervasive in communities with a higher percentage of low-income and 
BIPOC individuals. These communities often experience higher temperatures relative to other 
neighborhoods within the same city due to less shade coverage and a greater likelihood of being 
located near industrial sites with impervious cover. Mitigating the heat island effect will help to 
reduce its consequences, such as poor air equality, asthma and other respiratory health issues, 
and excessive financial burden due to increased energy bills.

There are several strategies to reduce the heat island effect, which include:

•	 Increase and maintain the existing tree canopy

•	 Build and activate or passive green roofs on buildings for air pollution absorption and ambient 
cooling effects

•	 Integrate small green infrastructure into vacant lots, street right-of-way, or barren areas

•	 Plant native and drought-tolerant species when possible

•	 Prioritize redevelopment of existing infrastructure rather than new greenfield or brownfield 
development

BANDERA ROAD CORRIDOR PLAN SECTION 9.9BANDERA ROAD CORRIDOR PLAN SECTION

Figure 222: Bandera Road and Loop 410 intersection looking Northwest
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Figure 223: District 3 Community Center. Source: San Antonio River AuthorityFigure 223: District 3 Community Center. Source: San Antonio River Authority
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MIXED-USE DEVELOPMENTS
When reconsidering land uses along the 
Bandera Road corridor, priority should be given 
to mixed-use and mixed-density development. 
Mixed-use developments can help to improve 
walkability, reduce vehicle miles traveled 
and greenhouse gas emissions, and support 
equitable and sustainable development goals 
by providing a variety of land uses within the 
same development. Future land use policies 
should be designed with the following types of 
developments in mind:

•	 Districts that mix employment centers with 
multiple housing typologies, so people can 
live and work in relatively close proximity

•	 Mixed-use developments that include 
affordable housing near desirable 
destinations and services, such as grocery 
stores and daycares

•	 Redevelopment of existing land near green 
corridors at higher densities

•	 Incorporation of mobility hubs that support 
multiple modes of transportation

•	 Equitable transit-oriented development with 
anti-displacement measures that provides 
better access to high-quality transportation 
modes and goods and services without 
pricing people out of their communities

Figure 224: The Pearl San Antonio 2019 by Bypassers. Source: Openverse, CC BY-SA 4.0
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ACCESS
Providing equitable access to goods and services, 
public parks, natural areas, and transportation modes 
is vital to the long-term success of sustainable, thriving 
communities along Bandera Road. Since access has 
a broad definition and includes different types of 
destinations, midpoints, and forms of transportation, 
access policies should incorporate the following multi-
faceted strategies:

•	 Provide public transportation and micromocbility2 

services throughout the district to connect 
communities, focusing on those communities that 
have been historically undeserved or segregated by 
infrastructure such as highways

•	 Multimodal access should include safe sidewalk 
connections for walking, nearby transit stops, and 
complete streets designs3. Additionally, include 
visible, safe, and preferably protected bicycle routes

•	 Transit hubs should be integrated with the 
surrounding community and should consider 
different modes of access: walking, bicycling, 
scootering, and other forms of micromobolity

•	 Access to greenbelts, public spaces, and natural 
areas should be through clear and open pathways 
with multiple points of connectivity

2Micromobility is defined as a small, lower-speed modes of personal 
transportation including but not limited to rental bikes, electric 
scooters, and skateboarding.

3A complete street, from the USDOT definition, is a street “designed 
and operated to enable safe use and support mobility for all users”, 
including people of all ages and abilities.

Figure 225: View looking north along Salado Street. Source: VIA Vision 2040 - VIA Villa Vision Plan, December 2016
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Another area of interest in the study area 
is Culebra Road, which intersects with the 
Bandera Road corridor. The City of San 
Antonio, from its SA Tomorrow Corridors 
Culebra Road Plan suggests to “strategically 
consolidate driveways and install medians 
to limit locations where left turns are 
permissible to reduce pedestrian, cyclist, 
and vehicular conflicts.” Bandera Road can 
adopt similar measures, especially when 
community input for the nearby Culebra 
Corridor Plan favored adding buffered bike 
lanes along the corridor.

Figure 226: Source: SA Tomorrow Multimodal Transportation Plan - Culebra Road
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Figure 227: Culebra Road Short-term Corridor Recommendations - Short-term Multimodal Options. Source: SA Tomorrow Multimodal Transportation Plan
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TRANSPORTATION’S ROLE IN GHG EMISSIONS
According to San Antonio’s Office of 
Sustainability 2022 Annual Report, in 2021 
transportation accounted for 35% of all 
greenhouse gas emissions (GHGs). From 2019 to 
2021, there was a 6% decrease in transportation 
emissions, likely due in part to the COVID-19 
pandemic as there were fewer trips in general. 
This puts the City of San Antonio on track to 
achieve its 2030 goal of limiting annual carbon 
dioxide emissions to 10.2 million metric tons 
per year. Improving public transportation access 
and fostering alternative and electricity-based 
transportation modes will reduce individual GHG 
emissions to help meet those targets. The City 
of San Antonio recently added 23 EV charging 
stations across the city and 19 electric vehicles 
(EV) to the city’s maintenance fleet, working 
towards a goal of 100 total EVs in the city’s fleet 
by 2025.

Figure 228: Source: City of San Antonio Office of Sustainability 2022 Annual Report
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ELECTRIFICATION
Historically, new infrastructure and mobility 
options are prioritized in whiter, more affluent 
communities. There are several barriers to the 
widespread adoption of EVs in low-income and 
BIPOC communities, such as the relatively 
high fixed costs of EVs, lack of access to EV 
chargers in homes and neighborhoods, and lack 
of information or education about EVs which 
can lead to misperceptions about their use. It is 
therefore important to center socially vulnerable 
communities when designing EV adoption 
strategies. These strategies can include providing 
equitably distributed EV charging station 
locations, introducing EV car-sharing instead 
of ownership (the latter of which can be cost-
prohibitive), and setting ambitious goals both 
regionally and locally to guide EV awareness and 
adoption.

Figure 229: City of San Antonio Office of Sustainability 2022 Annual Report
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The City of San Antonio’s partnership with 
Blink, commenced in 2021, allowed the city 
to install EV charging stations and promote EV 
adoption, which resulted in more than 8,200 
fewer barrels of oil consumed, according to 
the city’s 2022 Annual Report. As a result of 
the partnership, there were charging locations 
with improved accessibility installed at Carver 
Community Cultural Center, the San Antonio Zoo, 
Walker Ranch Senior Center, Pearsall Park, and 
the Martinez Lot. In November 2022, the San 
Antonio City Council adopted a new International 
Energy Conservation Code to make EV charging 
and solar panel installation more accessible 
to homeowners for energy savings. The new 
building codes will require certain types of new 
residential construction to contain dual pole 
circuit breakers for easy solar panel installation 
and 240-volt outlets for future EV charger 
installations. These practices implemented 
by the city will mean that more residents have 
better access to green energy transportation and 
sources going forward.

Figure 230: Figure 230: City of San Antonio Office of Sustainability 2022 Annual Report
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Another form of transportation electrification is 
the shift within transit agencies towards electric 
buses to reduce GHG emissions and move 
towards clean mobility. For example, since 2018, 
Dallas Area Rapid Transit (DART) has been 
operating 7 short-range Proterra battery-powered 
electric buses with a range of up to 30 miles 
each. In 2023, DART added long-range electric 
buses to its fleet with a range of up to 300 miles 
for operation on Route 20. Transit agencies 
looking to integrate electric buses will need to 
consider the logistics of bus routing, storage, and 
maintenance.

Figure 231: Source: Twitter @ClaytonNeville, 2023. WBAP/KLIF NewsFigure 231: Source: Twitter @ClaytonNeville, 2023. WBAP/KLIF News
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MODE SHIFT
The 2016 SA Tomorrow Multimodal Transportation Plan lays 
out how people will move around the city as it continues 
to grow: San Antonio’s population is currently 1,479,000 
and it anticipates a population growth of an additional one 
million people by 2040. Because vehicle congestion is 
continuing to worsen4 , the Multimodal Transportation Plan 
takes a multimodal approach, designing streets and funding 
initiatives for pedestrians, cyclists, and people taking public 
transportation or microservices.

Active transportation is not only important for improving 
street conditions, but for public health as well. For every $1 
of investment in trails, there is an estimated $1.65-$13.40 
in medical benefits5.  There are also economic benefits 
from integrating multimodal transportation. For example, 
in Fort Worth, there was a 179% increase in restaurant 
revenues in the Magnolia Street district after bike lanes 
were installed6.  In Chicago, property values are estimated 
to be at least 15% higher around metro rail transit stops 
downtown compared to properties further away from public 
transit7.  These mode shift policy changes and strategies 
could also be implemented in the Bandera Road corridor to 
bolster economic and health outcomes of the surrounding 
communities.

4 In 2015, San Antonio was the 24th most congested city in the nation 
according to the TTI 2015 Urban Mobility Scorecard.

5 A Cost-Benefit Analysis of Physical Activity Using Bike/Pedestrian Trails, 
2005

6 Economic and Policy Implications from Urban Shared Transportation

7 HomeLight: Public Transportation Property Values

Figure 232: Magnolia Street district in Fort Worth, Texas Source: 2019 Annual Progress Report by Near SouthsideFigure 232: Magnolia Street district in Fort Worth, Texas Source: 2019 Annual Progress Report by Near Southside
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Figure 204:Figure 204:

Figure 233: 103rd Street Concept for Transit Oriented Design. Source: Red Line Extension Transit-Supportive Figure 233: 103rd Street Concept for Transit Oriented Design. Source: Red Line Extension Transit-Supportive 
Development Plan Adopted by the Chicago Plan Commission May 18, 2023Development Plan Adopted by the Chicago Plan Commission May 18, 2023
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EQUITY AND INNOVATION
The City of San Antonio is committed to 
enhancing its transportation options through 
equitable innovation. The following sections 
provide an overview of innovative strategies 
relevant to the Bandera Road corridor. While some 
of these strategies differ from current city policies 
and practices, some have been or are in the 
process of being implemented in nearby locales. 
Many of these recommendations are rooted in 
equitable practices. 

EMERGING TECHNOLOGIES

Figure 234: Photo by Brock Wegner on UnsplashFigure 234: Photo by Brock Wegner on Unsplash
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INTELLIGENT TRANSPORTATION SYSTEM TECHNOLOGY
Intelligent Transportation Systems (ITS) technologies “augment 
traditional infrastructure improvement approaches by integrating 
advanced communications technologies into vehicles and 
existing infrastructure to improve transportation operations, 
efficiency, and reliability.”8  ITS is already integral to San 
Antonians’ daily lives and can range from applications informing 
people when the next bus is arriving to GPS technology in private 
automobiles.

From a municipal perspective, ITS covers a wide range of 
strategies and can include collecting data such as passenger 
counts, driver speeds, and other real-time road conditions-
related data. There are many benefits for corridors that have 
implemented ITS technology. One example is San Diego’s 
I-15 corridor, which the USDOT selected as a pioneering site 
to analyze Integrated Corridor Management strategies. In 
the I-15 study, the strategies studied ranged from traffic to 
transit management and reduced congestion while boosting 
the productivity of the overall transit system. Along the 
Bandera Road corridor, scaled-down ITS technology could be 
implemented for similar improvements. 

8 USDOT FHA: Intelligent Transportation System Technologies

Figure 235: Intersection with ITS. Source: U.S. Department of TransportationFigure 235: Intersection with ITS. Source: U.S. Department of Transportation
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MICROTRANSIT/MOBILITY ON DEMAND
Microtransit is an on-demand service that 
typically provides curb-to-curb transit service 
using small vehicles, typically in areas without 
public bus system service. This can include ADA-
accessible paratransit. Since 2018, San Antonio’s 
transit agency VIA has been operating its VIA 
Link microtransit service in service areas where 
traditional bus routes are not available. This pilot 
program has since expanded to three distinct 
service areas. 

Private companies specializing in microtransit 
services can help to provide access to employment, 
education, retail, and other passenger 
destinations. The City of Arlington, Texas, which 
does not have an existing bus network, partnered 
with Via Rideshare, a private microtransit service 
company based in New York. From 2017 to 2023 
in Arlington, there have been over 1.6 million 
rides, with each ride costing passengers between 
$3-$5. The City of Arlington has opted to continue 
its Via partnership into 2024 at minimum.

Figure 236: Source: How Does it Work? Source: VIA Link, viainfo.net/link/#via-servicesFigure 236: Source: How Does it Work? Source: VIA Link, viainfo.net/link/#via-services
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The effectiveness of microtransit projects depends 
on their implementation. Certain microtransit pilot 
projects across the nation have not been able to 
achieve target ridership numbers. For instance, 
in Pinellas County, Florida, after Uber and taxi 
rides replaced low-ridership bus routes during 
a pilot program, there was an average of 2 trips 
per day in the first phase and and 40 trips per 
day in the second phase9,  which is considered 
as low ridership. An additional issue related to 
implementing microtransit services is that they are 
difficult to scale and often require heavy subsidies 
to continue operation. Furthermore, there are 
potentially unfair labor practices when converting 
from bus drivers to on-demand transit workers. 
For example, in the City of Denton’s GoZone, Via-
operated on-demand buses replaced six local 
Denton County Transit Authority bus routes. The 
on-demand transit drivers were paid at a much 
lower hourly rate than former bus drivers in order to 
cut costs10.  Implementing a mobility-on-demand 
solution in an area with existing bus service, such 
as along the Bandera Road corridor, should be 
done with careful considerations, and often work 
best when complementing existing transit service, 
rather than replacing it.

9 Shared Use Mobility Center Case Study

10 Transit Center: No Go Zone

Figure 237: VIA Vision 2040 - Long Range Plan Figure 237: VIA Vision 2040 - Long Range Plan 
Update Source: viainfo.net/via-looking-aheadUpdate Source: viainfo.net/via-looking-ahead
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RIDEHAILING
Ridehailing, or ridesharing, services present 
challenges to public transit in San Antonio. Since 
the launch of Uber in San Antonio in March 2014, 
there has been a sharp increase in the availability 
of ridehailing services. These services often 
compete with public transit ridership, lowering 
ridership numbers and eventually reducing the 
amount of fare-based funding available for public 
transit agencies, thereby impacting the quality of 
service. A study done by University of California 
at Berkeley found that in San Francisco during 
spring 2014, over 50% of ridehailing trips replaced 
other travel modes, including driving and public 
transit11.  This suggests that when public transit 
is not sufficient to meet people’s transportation 
needs, people will turn to ridehailing to meet their 
travel needs.

A current example of ridehailing services 
integrating with a public transit system is Dallas 
Area Rapid Transit (DART)’s GoLink program. 
DART’s partnership with Uber provides a flat-rate 
on-demand vehicular service within designated 
zones and includes ADA accessible vehicles. 
Ridehailing options have potential to improve 
paratransit access, making mobility options 
more inclusive. However, when implementing 
ridehailing as an extension of public transportation 
options, especially in areas with existing public 
transit service like the Bandera Road corridor, the 
City of San Antonio should carefully consider the 
transportation networks already in place.

11 Just a Better Taxi? A Survey-based Comparison of Taxis, 
Transit, and Ridesourcing Services in San Francisco, 2016

Figure 238: GoPass Tap at Victory Station Source: DART Digital Library, May 24, 2023Figure 238: GoPass Tap at Victory Station Source: DART Digital Library, May 24, 2023
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TRANSPORTATION DEMAND MANAGEMENT
Transportation Demand Management (TDM) 
involves implementing a set of strategies to 
maximize traveler choices and reduce demand for 
single-occupancy vehicle (SOV) trips. There are 
many kinds of strategies and policies, ranging from 
providing HOV lanes to transit ridership education 
to implementing improvements to transit access. 
TDM also traditionally refers to balancing the 
supply of multimodal transit options and demand 
of SOV trips to promote more efficient modes of 
travel and ultimately reduce trips by car.

To equitably implement TDM strategies, it’s 
important to consider how to include communities 
that have traditionally been excluded from the 
planning process and co-create outcomes 
that these communities truly need. Another 
component of equitable TDM is redefining the 
metrics of success: for instance, shifting emphasis 
from reduction of SOV trips towards amplifying 
the impacts of increased mobility.

Figure 239: HOV lane. Source: AllofSA.netFigure 239: HOV lane. Source: AllofSA.net
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From 2016 to 2019, Alameda County 
Transportation Commission implemented 
a pilot Student Transit Pass Program that 
sought to lower barriers to accessing transit for 
middle and high school students. The program 
eventually provided a free transit pass program 
for students. These outcomes, while reducing 
car trips, also brought many improvements in the 
students’ quality of life due to more accessible 
public transportation options. Later program 
evaluations found that there were net positives 
on truancy and school attendance, participation 
in afterschool activities and jobs, and better 
overall financial security. Similar measures could 
be adopted along the Bandera Road corridor, 
especially strategies that improve mobility for 
students attending schools within the corridor. 

Figure 240: Alameda County Student Transit Pass Program 2021 Brochure. Source: Alamedactc.orgFigure 240: Alameda County Student Transit Pass Program 2021 Brochure. Source: Alamedactc.org
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PARKING REFORM
The SA Tomorrow Sustainability Plan asserts 
that San Antonio is committed to “innovative 
parking strategies to encourage walkability and 
alternative modes of transportation.” Though car 
ownership often provides the greatest mobility 
and reliance on parking, an excess of free and 
highly available parking incentivizes single-use 
vehicle trips in lieu of encouraging dense and 
transit-oriented development. Excess parking 
negatively impacts the environment. It increases 
the heat island effect and flooding risk due to 
impermeable coverage and worsens air quality. 
Along the Bandera Road corridor, there are many 
commercial lots with an excessive amount of 
space dedicated to parking. Potential parking 
reform strategies can include:

•	 Reducing or removing minimum parking 
requirements, especially in areas with 
alternative transportation options

•	 Adopting maximum parking requirements, 
which limits the amount of space dedicated 
to parking

•	 Freeing up on-street parking space for 
alternative uses such as bike lanes, outdoor 
dining, and pop-up spaces

Figure 241: Parklet. Source: National Association of City Transportation Officials Urban Street Design GuideFigure 241: Parklet. Source: National Association of City Transportation Officials Urban Street Design Guide
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BANDERA ROAD HISTORY PHOTO SOURCES
Listed in the order they appear on the timeline:

1. Bandera at Sunshine looking northwest, TxDOT
2. Bandera at Sunshine looking northwest, TxDOT, 1921
3. Bandera at Cincinnati welcome monument, TxDOT, 1930
5. Bandera at Culebra looking southeast, TxDOT, 1950
6. Bandera at 410 looking northeast, TxDOT, 1956
7. Culebra at Bandera looking east, TxDOT, 1950
8. Bandera at Culebra looking southeast, TxDOT, 1955
9. 410 at Bandera looking east, TxDOT, 1958
10. Bandera at 410, TxDOT, 1961
11. Broadview and Bandera, TxDOT, 1996
12. 535 Bandera Rd Eligible Structure, TxDOT, 1996
13. 410 and Bandera, TxDOT, 1998
14. Bandera and Woodlawn, LoopNet, 2023

Figure 242: Bandera Road near E Cheryl Drive, looking northwestFigure 242: Bandera Road near E Cheryl Drive, looking northwest


