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For over a century, New York State Route 5 has been one of the main travel 
corridors in the Capital District. Anchored by the two cities of Albany and 
Schenectady, the arrow-straight route running 16.5 miles from northwest to 
southeast has served bicyclists, pedestrians, horsecars, streetcars, automobiles, 
buses, and trucks.  In the post-war era, the character of NY 5 changed, reflecting 
shifts in employment, land use, transportation modes, and lifestyles. While still a 
critical transit corridor, with about 10,000 riders per day on CDTA’s buses, most 
of the roadway is dominated by automobiles, whether in terms of traffic flow, 
pavement space, or automobile-related land use, making the corridor less attractive 
to a more diverse set of uses. Retail redevelopment has occurred in certain places in 
the corridor, such as at Colonie Center, but other segments of the corridor have 
lagged economically and need revitalization.

Downtown Schenectady - NY5 at Broadway
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The NY5 Land Use and Transportation Study
developed a common vision for the corridor, called 
the “Preferred Future Scenario.”  This scenario 
calls for a combination of significant investments 
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Colonie
VillageWho initiated the NY 5 

Study? CDTC began the 
NY 5 Study in 1998 with the 
NYSDOT, CDTA, and the 
five corridor communities 
(the Cities of Albany and 
Schenectady, the Towns of 
Colonie and Niskayuna and 
the Village of Colonie)  to 
evaluate land use and 
transportation issues along 
Central Avenue and State 
Street.  CDTC, the five 
corridor communities and 
Schenectady’s Metroplex
adopted the Study findings 
by resolution in 2001 and 
2002. 

NY5 at  McClellan St in Schenectady

NY5 at Wolf Rd in Colonie

NY5 east of Colvin Ave in Albany

NY5 at Quail St  in Albany

Downtown Albany - NY5 or State St at Eagle St

to stimulate economic development, urban design recommendations to create 
a safe, attractive environment for all modes of transportation, and the 
establishment of Bus Rapid Transit (BRT) in the corridor to serve new 
development with convenient, reliable, and comfortable public transportation.  



The Current Effort: The NY 5 Bus Rapid Transit Conceptual Design Study

New York State Route 5 Overview New York State Route 5 Overview 

Since adoption of the NY 5 Land Use and Transportation Concepts Study, the 
five corridor communities, the Study partners and many others have been working 
steadily toward achievement of the vision identified in the Preferred Future. 
Revitalization of the Route 5 Corridor is a common goal as evidenced by the range 
of projects completed, underway and planned in the corridor.  These include:

What has happened since the 2001 adoption of the NY 5 Land Use 
and Transportation Study?

Headquarters for NYSDOT Region 1 and MVP
Mohawk Mall Redevelopment (now Mohawk Commons)
New Downtown Hotels in both Albany and Schenectady (some planned)
Hudson Valley Community College Extension Center 
WAMC’s Linda Norris Auditorium 
State Street Reconstruction in downtown Schenectady HVCC at 175 Central Avenue in Albany

State Streetscape in Schenectady

Additional investments in enhanced transit service and stations, as well as 
the improvements being made to the street itself and its surroundings will 
continue to act together to make the street look and work better.  Such 
improvements will be critical to reclaiming Route 5’s economic and civic vitality 
and stabilizing the surrounding neighborhoods of this key regional corridor. 

New downtown Schenectady hotel 

Proctor’s Theater Expansion & Arts and Entertainment Area 
Washington Avenue Armory Redevelopment
Midtown Colleges and University Study

Albany Convention Center 
Colonie Center Mall Expansion 
Central Avenue Rehabilitation in Albany

New MVP Headquarters  

Completed: 

Underway:

Planned:

What makes the NY 5 Corridor so well suited for Bus Rapid Transit?

The fact that 15% of the region’s households and 30% of its jobs are located 
within ½ mile of the roadway makes this corridor perfect for higher end transit.  
Combined with current state and private sector high tech initiatives on and close to the 
corridor, the time is right for this type of service. 

Washington Ave Armory Redevelopment 

The NY 5 Bus Rapid Transit Conceptual Design Study is the first major step 
toward implementing BRT on NY 5.  The goal of this study is to define the 
elements critical to developing BRT in the NY 5 corridor and then determine how 
to best implement them. This document presents key results of the Conceptual Design 
study. Numerous other study documents contain more detailed analysis and discussions. 
Several are available at the project website: http://www.ny5.org.

Midtown Colleges and University Study Draft 

http://www.ny5.org/


Bus Rapid Transit is not just another bus route. It is a high-performance transit service that acts more like 
light rail than like a local bus with the goal of providing a more convenient, reliable, and comfortable 
ride. When fully in place, the key features of BRT on Route 5 will include:

Bus Rapid Transit on NY5Bus Rapid Transit on NY5

The BRT stations will be catalysts for new development in 
the corridor and refashion the corridor in a more livable, 
pedestrian-friendly, and attractive style. The stations 
themselves will have large, attractive shelters containing a 
number of passenger amenities such as benches, lighting, 
information signs, emergency telephones, trash receptacles, 
newspaper boxes, bike racks, etc. Whenever possible, these 
stations will be powered by photovoltaic cells (solar power). 
Each station will have an electronic sign that will announce 
the expected time the next BRT vehicle is to arrive. The 
sidewalks and crosswalks around the station will be 
improved so that pedestrians will feel safe and comfortable 
reaching the station. In conjunction with the stations, new 
private development will eventually bring storefronts and 
businesses closer to the sidewalk to provide weather 
protection and interest to pedestrians.

Limited-stop service with no more than 20 stations
Substantial passenger facilities and amenities at 
stations
Real-time information on bus arrivals at stations
Improved pedestrian environment around stations
Park-and-ride opportunities at selected stations
New environmentally-friendly vehicles

Local service on the NY 5 corridor, currently 
provided by CDTA’s Route 55, will continue to 
operate to maintain mobility for all of the corridor’s 
residents, employees, and shoppers. The BRT service 
will be overlaid on the local service, and instead of 
stopping at the more than 90 local stops served by 
Route 55, the BRT will be, in essence, an express 
service, stopping at only 20 stations. 
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Priority treatment at traffic signals
Special bus lanes to bypass traffic congestion at 
key points
Off-vehicle fare collection
A specific brand image to distinguish BRT from 
other bus services, common to the BRT vehicles, 
station signs, and promotional materials

Washington
Broadway

Veeder / Nott

Steuben

In Schenectady and Albany, these
stations will be about 0.4 miles
apart, and in the middle of the 
corridor, between North 
Robinson and Colvin Avenue, 
the stations will be about two miles 
apart. The preliminary recommended 
BRT station locations are shown to the right.

ServiceService

NY 5 is already a major commuting route into downtown 
Albany. Given the constraints on parking in that area, 
parking lots in the NY 5 corridor outside of downtown 
provide an opportunity to increase transit ridership and 
reduce parking demand at downtown locations. 

StationsStations
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Real time “next bus” information in LA MetroRapid BRT

Example of medium-sized shelter

Pedestrian-friendly environment on NY5 between 
LaFayette and Veeder in Schenectady

At selected 
stations the 
sidewalk will be
extended into the 
parking lane as 
was done at this 
location in 
Albany.  These 
“bulbouts” allow 
the bus to get 
back into traffic 
immediately after 
a stop. 

The primary new 
element of this 
plan is the BRT 
express route 
itself, providing a 
faster link to  
jobs and 
neighborhoods.



Bus Rapid Transit on NY5Bus Rapid Transit on NY5

Not only will the BRT buses make fewer stops, they will also be able to take advantage of priority treatment at traffic signals and 
special “queue jump” lanes. This will help ensure the reliability of BRT service and reduce travel time: the BRT vehicles will be 
able to travel the corridor about 25% faster than current local buses, saving up to 17 minutes end to end (about one minute per

Part of the attraction of BRT systems around the world 
is the use of advanced vehicle technology. New buses 
will be an element of the NY 5 BRT system, including 
features such as alternative fuels, low floors, automated 
announcement systems, and other amenities to increase 
passenger comfort. In later phases of the project, the 
smaller vehicles used on feeder routes connecting to 
the BRT express service will be upgraded as well. 

VehiclesVehicles

Priority TreatmentPriority Treatment

Front view of prototypical BRT
vehicle. Source: www.nbrti.org

Possible interior layout of BRT vehicle. 
Source: www.nbrti.org

mile). The NY 5 corridor is already being outfitted with new technology 
to allow buses to change a traffic signal to green a little sooner or extend 
a green light a little longer.  The seconds saved at each of these signals 
will add up to a few minutes worth of savings over the whole corridor. 
Queue jump lanes will be provided at the most congested locations in 
the corridor, such as the intersection of Central Avenue and Wolf Road, 
and Central Avenue and New Karner Road (Route 155). At these 
intersections, a lane will be reserved for buses so that they can jump to 
the head of the line and get through the intersection ahead of the rest of 
the traffic. Bus lanes in downtown Albany, from Washington at Lark 
Street to State Street at Broadway, may form part of a future BRT 
system, if several outstanding issues can be resolved.Example of right-lane queue jumper in Troy, NY

OffOff--vehicle fare paymentvehicle fare payment Image and BrandingImage and Branding
Because the NY 5 BRT is not just another bus route, the vehicles, signs, and 
shelters will not look like the rest of the CDTA system. A unified image will 
tie together all of the components of the BRT system so that passengers will 
be able to easily identify a BRT facility or vehicle. This identity will help 
make the BRT service more visible and understandable, making the system 
easier to use for occasional riders. Schematic maps of the system will be 
developed that are similar to rail system maps, clearly showing each of the 
stations.

One of the major sources of delay to bus 
service is fare collection. In the future, the 
BRT system on NY 5 is expected to 
include off-vehicle fare collection which 
enables passengers to pay their fare before 
boarding the bus.  Tickets would be 
available for purchase at vending machines 
located at each station.  This system could 
work either by having passengers feed 
their tickets through turnstiles to board the 
bus or validate tickets at vending machines 
located at each of the bus stations, 
allowing boarding through either door.  
Roving inspectors would then randomly 
board the bus to make sure that 
passengers have a valid ticket or pass, and 
issue fines to anyone without proof of 
payment. Efforts to increase the number 
of passengers using electronic payment 
such as Swiper passes will also speed bus 
travel.

Taken together the impact of these types of 
improvements— in travel time, passenger comfort, 
passenger information, and image—will lead to an 
increase in transit ridership in the NY 5 corridor. Based 
on experience at other North American transit agencies 
that have implemented BRT, an increase of 22% to 29% 
is expected, depending on the ultimate travel time 
savings that is achieved. These percentages translate 
into at least 2,000 new transit riders in the corridor each 
weekday, a substantial increase that will help reduce 
traffic congestion and improve the environment.
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T? 1Suppose you live in Schenectady and are headed to 

work in downtown Albany. You live close enough to 
walk to the nearest BRT station, say at McClellan 
Street. New crosswalks and pedestrian signals make 
it easy to cross the street to get to the station, and 
the sidewalks are wide and attractive

2 At the station, the electronic sign tells you that 
the next BRT bus will arrive in seven minutes; 
this gives you time to grab some coffee at the 
shop right behind the station. You know the 
seven minute estimate is accurate, because the 
display is directly connected to a global 
positioning system device on the bus.  During 
rush hours, the BRT runs every 12 minutes, so 
it is never a long wait for the bus. In the middle 
of the day it runs every 20 minutes and in the 
evening, every 30 minutes (coordinated with the 
local service which also runs every 30 minutes, 
providing a bus every 15 minutes or so). Even 
after the BRT stops running at 9:00 p.m., the 
local service continues to run every 30 minutes 
until 1:00 a.m., so there is never an issue of 
being stranded.

3You are a regular BRT rider, so your monthly pass means you don’t have to 
buy a ticket at the vending machine. When the bus arrives, you step on-
board the low-floor, quiet vehicle. You notice that the way the bus is painted
matches the station sign, and that they share a BRT brand name different 
from CDTA’s regular buses so it is very easy to tell the difference between
them.

4 The bus starts moving from Schenectady and an automated voice 
announces the next stop. On this bus, there are no worries about
missing your stop or having to pull the cord to get the driver to pull 
over. The BRT stops at 20 stations between Schenectady and Albany,

5 You arrive at New Karner station and a bunch of 
people board. They are transferring from a few 
feeder routes that serve this station. The station 
here is somewhat larger than at McClellan, given 
the larger number of passengers that use this 
station. The bus continues, moving quickly toward 
Colonie Center station. Even more people board 
here and many people leave the bus, heading 
toward jobs along Wolf Road. Their feeder bus is 
waiting for them at the station, ready to take them 
directly to where they want to go.

6 After several more station stops, you arrive at 
Lark Street, your destination. The sidewalks 
here are new and in very good shape, and you 
have an easy time crossing the street to reach 
your building. The whole trip was quick and 
painless, plus you got to read the newspaper 
along the way.  A bonus is that you didn’t have 
to look for parking downtown. 

and always makes all 
of the stops, just like a 
train. You notice that 
the traffic lights nearly 
always seem to be 
green for the BRT bus 
and that you are 
moving just about as 
fast as the rest of the 
traffic. You pass a 
local bus.

Examples of  BRT vehicles exterior & interior

Pedestrian friendly stop with attractive station in Schenectady

Simulation of queue jumper, Eugene Oregon



Implementation PlanImplementation Plan
The BRT service described in the previous pages represents full 
implementation of the BRT concept, a process that will take 
several years. This section presents a phasing plan for 
implementing BRT in the New York Route 5 corridor so that 
the critical elements of the BRT service can be in place as soon
as possible.

Because the BRT concept represents a flexible package of 
features that have been applied in various combinations in 
North America and around the world, the first step in 
developing the phasing plan is to define what will constitute 
BRT in the NY 5 corridor. It is the conclusion of this

conceptual design study that the essential elements of BRT are 
the following, in descending order of importance:

Clearly identifiable stations with a rich set of amenities
Brand image applied to vehicles and signage
New vehicles
Transit signal priority
At least one queue jumper
Park and ride spaces

Implementation of these six elements will allow the limited-
stop BRT express service to operate efficiently with a 
significant travel time advantage over the local service and 
without the customer confusion and complaints that arose with 
past efforts at limited-stop service in the corridor. 

Phase I (1 to 3 years)Phase I (1 to 3 years)
The immediate term phase would consist of as many of the six elements, mentioned above, that could be funded. The preliminary 
phasing plan estimates that the total cost of Phase I would be $12.0 million. Its implementation within the next three years would 
allow the BRT, as described in the study’s Operating Plan, to be put into service. The primary new element of this plan is the BRT 
express route itself, but there are related changes to other routes in the corridor that will be further considered in the context of 
CDTA’s Transit Development Plan.

Stations
It is recommended that at least some treatment be provided in all locations 
during Phase I to establish the 20-station BRT service.  Each of the 20 
stations would be outfitted with:

Examples of amenities at 
and near stations

Shelter
Station sign
Renovated sidewalks
Pedestrian lighting
Benches
Trash receptacles
Newspaper boxes
Real-time “next bus” sign

Static system information
Map of the area
Bike rack
Emergency phone
Bulletin board
Vending machines (transfer 
stations only)

However, there will be some exceptions: 
Public phones are recommended to be delayed at all stations except for 
Washington, New Karner, Colonie Center, Colvin, and Lark (the 
transfer stations)
Renovated sidewalks and pedestrian lighting are recommended to be 
delayed at the five inner stations in Albany (Lexington through SUNY) 
since these locations already have adequate pedestrian environments.
For Lawnwood and Village of Colonie (Locust Street) it is 
recommended to start operations in Phase I with the station sign, 
pedestrian lighting, real-time next bus information, static system 
information, and a map of the area. The rest of the amenities would be 
added during Phase II. These two stations were forecast to have much 
lower ridership than the other stations and depend to a much greater 
extent on new development to spur new ridership.

The estimated cost for implementation of all of the above, including site 
costs, traffic management costs during construction, design, engineering, 
and contingency, is $4.9 million.



Implementation PlanImplementation Plan
Brand Image
In order for riders to be able to identify BRT vehicles and 
stations, and to recognize the difference between them and local
services, a separate and distinctive BRT brand must be developed. 
For Phase I implementation, it is recommended to apply this 
brand to all station signs and BRT vehicles. In Phase I, it is 
assumed that a group of 10 to 12 vehicles will be acquired to 
operate the BRT express service. Ten buses are needed to operate
the BRT express route—up to 2 additional buses would be spares 
to replace any bus that needs to go out of service for repairs. The 
cost for 12 new buses will be $5.4 million.

transit system is to provide park-and-ride spaces at the 
proposed BRT stations. In this way, people who do not 
live along the Route 5 corridor but who work along the 
corridor, particularly in downtown Albany where parking is 
at a premium, can drive to a station and use the BRT to 
reach their destination.

Within Phase I, it is recommended to provide up to 250 
park-and-ride spaces, some 20% of the ultimate total. The 
provision of spaces can usually be done through leasing 
and agreements with current owners of parking lots near 
the stations or through acquisition of land and 
construction of the facilities. Due to the lower cost and 
faster implementation of the capital leasing alternative over 
land acquisition and construction, it is recommended that 
the Phase I spaces are provided through the former. The 
estimated cost of providing these spaces through capital 
leasing ($2,000 per space) is $500,000. These spaces should 
be built/leased at the following stations, in descending 
order of importance, Balltown, Colonie Center, 
Washington (Travel Center in Schenectady), North Allen, 
and McClellan.

While improving access to the BRT service is important, 
and the park-and-ride spaces must be built in a location 
convenient to the station, the provision of such spaces 
should not override the goal of improving land use in the 
NY 5 corridor, particularly in the immediate vicinity of the 
stations. Thus, care must be taken in the design phase to 
ensure that a park-and-ride lot does not preclude new 
development that provides a comfortable and lively 
pedestrian environment at the stations.

Transit Signal Priority
The NY 5 corridor is currently being outfitted with transit signal 
priority (TSP) equipment at 35 intersections. The BRT 
Conceptual Design Study recommends that all intersections in the
corridor ultimately be equipped with TSP. It is recommended to 
implement full TSP in the corridor in the Phase I period. Thus an 
additional 40 intersections will be outfitted with TSP in the first 1 
to 3 years of the project. The cost of adding TSP to these 
intersections is estimated to be $520,000.

Queue Jumper
As described earlier, a queue jumper is a short exclusive bus lane 
leading to a congested intersection which allows a bus to “jump 
to the head of the queue” and make it through the intersection 
ahead of the rest of the traffic. A few seconds of advance green
time, provided by TSP equipment, allows the bus to lead the 
platoon of traffic through the intersection, rather than being 
caught behind the rest of the traffic. A queue jumper can save an 
entire traffic light cycle for a bus at a congested intersection, 
leading to a potential travel time savings of 2 to 3 minutes.

In Phase I, it is recommended to implement a queue jumper at 
the Central Avenue/Wolf Road intersection in the westbound 
direction.  In conjunction with roadway alterations at the 
proposed Colonie Center BRT station (estimated at $268,000), 
this queue jumper will provide substantial travel time benefits 
for the BRT service. This location also provides high visibility
for the BRT, helping to raise awareness of the improved transit 
service.

The estimated cost of implementing the queue jumper at Wolf 
Road, including the construction of a new right-turn lane, is 
$455,000. This project will serve as a prototype for future queue 
jumpers in the corridor and along other state highways in New 
York. 

Implementation of the above elements 
within the next one to three years will 
allow CDTA to put into service the BRT 
system, as described in the study’s 
Operating Plan. The primary new 
element of this plan is the BRT express 
route itself, but there are related changes 
to other routes in the corridor that will 
be further considered in the context of 
CDTA’s Transit Development Plan.
The BRT stations, brand image, signal 
priority, a queue jumper, and park and 
ride lots will provide a visible and 
distinctive service in the Capital District. 
This service will improve the overall 
image of transit and increase ridership. 
It will also provide a solid foundation for 
further implementation in later phases.

Park and Ride
One of the goals of introducing a fast, high-performance 
transit service to the Route 5 corridor is to bring new riders 
onto the system. One of the ways to improve access to the



Phase II (4 to 6 years)Phase II (4 to 6 years)

Implementation PlanImplementation Plan

After the initial implementation of BRT in Phase I, the second implementation phase will include further investments in all six of 
the essential components. The total estimated cost for Phase II is $3.5 million. The expenditures for the individual elements in
Phase II are described below.

Stations
All of the rest of the station investments will be made in 
Phase II. This will include all of the amenities that were 
delayed from Phase I (as listed above). The total cost for 
station investments in Phase II is estimated to be $1.5 million.

Vehicles
The minibuses that operate the feeder services to the BRT 
corridor will be painted during this phase to help to tie them 
to the BRT service. The exact timing of this painting will be 
determined by operational considerations. These decisions 
will be made in the context of the Transit Development Plan. 
The painting cost will be approximately $75,000.

Queue jumper
Assuming that the Wolf Road queue jumper is successfully 
implemented in Phase I, a second queue jumper at New 
Karner Road in the westbound direction will be implemented 
in Phase II. The estimated cost for this project is $420,000.

Park and ride
An additional 30% (375 spaces) of the total park-and-ride 
spaces will be provided in Phase II. The estimated cost to 
provide these spaces is $1.5 million, assuming that half of the 
spaces would be provided through capital leasing and half 
through land acquisition and construction. It is not assumed 
that all spaces could be provided through capital leasing due 
to lack of supply of desirable spaces near the corridor. 
However, as redevelopment around some of the stations 
occurs, it may be possible to negotiate with developers to 
lower the construction cost of park-and-ride spaces for 
CDTA. Some of these spaces will be added to the locations 
listed for Phase I, but some will be constructed near the next 
set of priority stations: Lawnwood, New Karner, and Colvin.

These Phase II investments will bring the BRT system close 
to full implementation. The travel time savings due to TSP 
and the queue jumpers will be able to be fully realized, leading
to operating cost savings and increased ridership. The stations 
will be complete, enhancing the customer experience.

New Karner Queue Jumper Concept



Phase III (7 to 10 years)Phase III (7 to 10 years)

Implementation PlanImplementation Plan

The final phase of BRT implementation in the NY 5 corridor includes three elements: new vehicles for the feeder routes, additional 
park-and-ride spaces, and off-vehicle fare collection. The total estimated cost of these elements is $11.3 million.

Park and Ride
For the third implementation phase, 
it is assumed that the remaining 625 
park-and-ride spaces will be provided 
adding to the stations already 
mentioned in the previous two 
phases plus the Village of Colonie
station. Using the same unit costs as 
for earlier phases, the total cost of 
providing the spaces (half through 
capital leasing and half through land 
acquisition and construction) would 
total some $2.5 million. 

Vehicles
The BRT feeder plan, described in a separate report, estimates that 21 minibuses will 
be required to operate the feeder services recommended to complement the BRT

express route. With a 20% spare ratio 
and an assumed cost of $200,000, the 
total cost will be $5.0 million. In the 
earlier phases, it was assumed that the 
feeders will be operated by vehicles 
already in the CDTA fleet that could 
be repainted with a BRT-related 
theme if so desired.

Example of feeder vehicle. 
Source: mercedes-benz.com

Off-vehicle fare collection
The new element of BRT introduced in Phase III is off-vehicle 
fare collection. The main benefit of this element, as described 
above, is that it speeds up the boarding process, allowing 
passengers to board at both doors, bypassing the time-
consuming farebox. This is a costly element, as it would require 
either ticket vending machines (TVMs) to be installed at all BRT 
stations, or barrier-entry stations to be built at selected locations. 
Some or all of these barrier-entry stations would need to be 
attended by a fare collector, significantly raising the operating 
cost.

Barrier-entry stations would be built only at the highest volume 
stations, such as Pearl and Lark. At other stations, riders would 
continue to use the farebox. The rationale here is that at lower 
volume stations, there would not be enough of a reduction in 
dwell time to justify the expense of building the barrier station 
and staffing it with a fare collector. The cost of building the 
barrier-entry stations has not been estimated.

While off-vehicle fare collection is an important element of BRT 
in many applications and does help to distinguish it from regular 
local bus services, it is not considered an essential element for 
the Route 5 corridor. Once the rest of the recommended BRT 
system is put in place, the best approach to off-vehicle fare 
collection can be determined. At that point, a decision can be 
made whether the benefits would justify the cost.  Continued 
growth in the use of Swiper passes may make the need for 
expensive off-vehicle fare collection systems less important. 

TVMs would be used if a proof-
of-payment policy were instituted. 
In this case, riders would need to 
show some proof of payment to 
roving fare inspectors—either a 
pass or a valid ticket. It was 
estimated that some 63 TVMs
would be needed among the 20 
stations to handle the forecast 
passenger volume efficiently. The 
estimated cost of installing the 
recommended number of TVMs
is $3.8 million. There would also 
be a significant operating and 
maintenance cost associated with 
the TVMs, since it would be 
vitally important to keep them in 
working order.

Example of Ticket Vending 
Machines

Barrier-entry 
access to a 

BRT station in 
Trasmilenio, 

Bogota



CostsCosts
The diagram and table below show the capital costs associated with each phase of the implementation plan presented in the 
previous pages. The total capital costs for the project in the long run are approximately $27 million. The total cost was divided 
into the three phases of implementation described above.

The first phase includes the majority of the amenities at the stations, the bulbouts, the 
queue jumper at Wolf Road, roadwork at Colonie Center station, 20% of the park-and-ride 
spaces, the TSP expansion, and the acquisition of new 40-foot buses for the BRT express 
service. The cost of this phase would be approximately $12.0 million.

Phase II includes the remaining amenities at the stations, the queue jumper at New Karner
Road, 30% of the park-and-ride spaces, and the paint scheme of the feeder buses to amount 
approximately $3.5 million.

Phase III consists of adding 50% of the total park-and-ride spaces, implementing the off-
vehicle fare collection system, and replacing the feeder vehicles at an approximate cost of 
$11.3 million. 

Phase I

Phase II

Phase III
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Stations Queue 
Jumpers

Colonie Center 
Roadwork

Park & Ride TSP Vehicles Off-vehicle
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Total $6,352,000 $875,000 $4,500,000 $10,475,000
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Next stepsNext steps
Upon the completion of this conceptual design study, 
the preliminary engineering and design for the BRT 
system can begin. CDTA will lead this effort and begin 
the process of securing the funding for the investments 
described above. Some land acquisition will be 
necessary, as well as agreements with abutters and other 
property owners in the corridor. Negotiations with the 
NYS DOT and the municipalities for roadway changes 
will also be necessary.

In addition to the capital investments, CDTA must 
determine a way to fund the increased operating cost 
associated with the BRT. A separate report estimates 
that the total annual increase in operating and 
maintenance expense will be approximately $1.8 
million. Unless a new funding stream is identified, this 
money will need to come from reductions in service 
and new efficiencies identified elsewhere in the CDTA 
system. This analysis will take place in CDTA’s Transit 
Development Plan.

For all three implementation phases, the total capital 
cost estimate comes to nearly $27 million. In future 
years beyond Phase III, additional money will need to 
be spent for vehicle replacements, as the vehicles 
purchased during Phases II and III go out of service. If 
ridership in the corridor continues to grow, CDTA may 
decide to purchase articulated buses for the next round 
of vehicle purchases. Other roadway treatments not 
fully defined in this study may also prove worthwhile 
investments, including more queue jumpers and 
exclusive bus lanes in downtown Albany.

Even without these further roadway treatments, the 
BRT system defined in this conceptual design study will 
be on par with other BRT systems in North America. 
The Phase I capital and operating investments will 
make a clear and noticeable difference in service to 
passengers in the NY 5 corridor and will begin to move 
the region toward the vision articulated in the NY 5 
Land Use and Transportation Study. Phases II and III 
will continue the momentum in the corridor and should 
help stimulate the economic development that is 
necessary to revitalize the region. The NY 5 corridor 
will then serve as a model for other transit corridors, 
boosting CDTA’s role as a critical transportation 
provider for the entire Capital District. 
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FOR MORE INFORMATION, PLEASE

Visit  www.NY5.org and click on BRT study

Or contact
ANNE BENWARE, CDTC, (518) 458-2161, abenware@cdtcmpo.org

KRISTINA YOUNGER, CDTA, (518) 482-4199, kristina@cdta.org


