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ORDINANCE NO. 20860

An ordinance incorporating all previous amendments to, and

providing the reorganization of, THOROUGHFARE PLAN — CITY OF
DALLAS TEXAS (ORDINANCE NO. 15277), a long range plan for
improving the Tflow of traffic throughout the City of Dallas;
providing for the classification of various types of roadways
and their minimum standards; providing for a description of
designhated routes, existing and projected, of the various
roadways providing a roadway map; providing for its review and
amendments; providing a severability clause; and providing an
effective date.

WHEREAS, fourteen years have passed since the last adoption a
comprehensive Thoroughfare Plan for the City; and

WHEREAS, the City"s growth since 1976 has made a
comprehensive overhaul of the Thoroughfare Plan necessary due to

an increased demand upon the City’s transportation system; and

WHEREAS, the city council authorized the city manager to

develop a new Thoroughfare Plan on July 23, 1986; and

WHEREAS, the city plan commission and the city council, 1in
accordance with the provisions of the Charter of the City of
Dallas, applicable ordnances of the City have given the required
notices and have held the required public hearings to amend the

Thoroughfare Plan; and
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WHEREAS, the city council finds that it is in the public

interest to adoptthenew Thoroughfare Plan; Now therefore,
BE IT ORDAINED BY THE CITY COUNCIL OF THE CITY OF DALLAS:

SECTION 1. That the city council hereby adopts the
Thoroughfare Plan that is attached to and made a part of this
ordinance for all purposes, which plan classifies the various
roadways and prescribes minimum standards for each type of
roadway, together with the map showing the Thoroughfare Plan of
present roadways, projected roadways, and the character of
roadways throughout the City of Dallas. In the event of a

conflict the text of the plan and the map, the text controls.

SECTION 2. That this plan shall be known and may be cited as
THOROUGHFARE PLAN — CITY OF DALLAS, TEXAS.

SECTION 3. That it is hereby declared to be the intent and

purpose of the city council in enacting this ordinance that:

(1) the plan and standards specified in this ordinance for the
designation and improvement of roadways throughout the City
of Dallas must be used and adhered to iIn the improvement,
development, extension, and creation of existing and new
roadways;

(2 the final alignment and improvement standards of any designated
roadway must be determined by application of and in compliance
with current engineering criteria as approved by the director

of public works; and
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(3) the required rights-of way must be dedicated to the City of
Dallas when a tract of land that includes all or any portion
of a designated roadway iIs being platted or replatted, or when
an existing plat for such a tract is being amended or
corrected.

SECTION 4. That the director of transportation shall revise the
map of the plan If necessary to accurately reflect the text of the
plan and shall provide the city secretary with the revised map.

SECTION 5. That the terms and provisions of this ordinance are
severable and are governed by Section 1-4 of CHAPTER 1 of the Dallas
City Code, as amended.

SECTION 6. That this ordinance shall take effect immediately
from and after its passage and publication in accordance with the
provisions of the Charter of the City of Dallas, and 1t 1is

accordingly so ordained.

APPROVED AS TO FROM:
ANALESLIE MUNCY, City Attorney

A )
By L Q_SF?—L-_J—(_JL—{-“J—
Assistant City Attorney
Passed JAN 2 3 1931
06B6N
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EXCUTIVE SUMMARY
INTRODUCTION

The City of Dallas Thoroughfare Plan has not been comprehensively reviewed and updated on a city
wide basis since it was adopted by the City Council in 1965. This 25-year period has been one of
dramatic growth, development, and change in the economic, physical, and political fabric of the City.

Need for Re-evaluation of the Plan

Not only has the City of Dallas changed dramatically in the 25-years since the last comprehensive
evaluation of the Thoroughfare Plan, but there have, also, been a number of trends that were not
anticipated at that time. The 1965 Plan did not fully anticipate certain land use patterns, including the
development of urban and suburban centers, rapid growth in the suburbs, development of the exurbs,
and the stabilization of inner city neighborhoods. As a result of the Planning Policies in 1984, it became
clear that maintaining mobility through an adequate system of thoroughfares was essential to insure the
future development and vitality of the City, its economic base, and the quality of life of its citizens. In
July 1986, Council Resolution #862332 authorized the City Manager to develop and prepare a new
Thoroughfare Plan.

Purpose of the Plan

The legal requirements for the Thoroughfare Plan are governed by the City Charter and the
Development Code. Administratively, the Thoroughfare Plan serves a number of functions. It is the
blueprint that establishes terminology, standards, and general principles, and guides decision-making
for all aspects of roadway planning, funding, construction, reconstruction, operation, and maintenance.
It, also, serves as a long-range tool to identify 20-year needs in urbanized areas and establishes an
appropriate roadway pattern for undeveloped areas.

Historical Perspective

The history of thoroughfare planning at the City of Dallas probably began with the Kessler Plan in 1911,
and continued with Ulrickson Plan in 1927, the Harland Bartholomew Plan in 1943, the Master Plan
Committee report in 1957, and the first Thoroughfare Plan adopted by ordinance in 1965.

Geographic Area Concerns

Like other major cities, Dallas has experienced several different phases of development since its
beginnings in the mid-1800s. The character of development may be significantly different from one part
of the City to another depending on when the area developed and the popular land development trends
of that era. It is to be expected that in a city of almost 400 square miles that different communities in
Dallas would have different views of transportation planning and priorities for improving mobility.

The inner-city neighborhoods, developed in the early part of the 20th century were designed on a
dense grid during the last 30-40 years, new neighborhoods developed around a one-mile grid of arterial
streets. The problems described at community meetings have been as diverse as the neighborhoods
themselves. However, one cohesive principle has been that neighborhoods should not be sacrificed by
widening road for the sake of mobility. Improvements should be focused on the arterial street with
emphasis on traffic management techniques for moving traffic around neighborhoods and managing
traffic within them.



Construction versus Management

In its simplest term, the traditional approach taken by transportation planners to solve existing and
forecast transportation deficiencies has been to recommend the expansion of the system to
accommodate the growing automobile demand.

In recent years, however, several factors have brought about a nationwide shift from the traditional
approach to capacity problems. This shift toward conservation of financial, energy, and environmental
resources has resulted in new management and efficiency ethic which emphasizes cost-effective,
short-range, service-oriented, solutions to transportation problems and recognizes the validity of mass
transit, bicycling, and walking as alternatives to the automobile.

The transportation planning process in Dallas, as in many other urban areas, reflects a persistent
tension between the traditional long-range, facility-oriented approach to solving transportation problems
and the recent shorter-range, service-oriented approach. It is within this context of competing
transportation planning philosophies that the new Thoroughfare Plan for Dallas has been formulated.
The development of this plan recognizes the validity of each transportation planning viewpoint in terms
of practical application to solving Dallas’ problems. The new plan recognizes that some capacity
deficiency problems can only be solved with new construction, while others must be solved with TSM-
type improvements.

Focus of Transportation Planning for the 1990's:

Freeways -- the highway department plans to widen or rebuild seven critical freeway corridors in Dallas
in the next 10-15 years. The next five years will be critical to the development of a community
consensus of these freeways.

Regional Arterials — fourteen arterial corridors have been identified for coordinated application of traffic
management measures. These thoroughfares carry high traffic volumes, serve major traffic generators,
and have the potential to provide a relief for the freeway.

Critical Intersections -- intersections have been identified that have capacity deficiencies and/or safety
related problems. These intersections require detailed evaluation to determine appropriate mitigation
measures.

Flood Plains — several proposed roadways that cross various flood plains have significant cost and
environmental implications. Further examination of the need for these roadways is appropriate.

FRAMEWORK
The four elements that form the framework for the Thoroughfare Plan are as follows:

Goals and Policies
Functional Classifications
Dimensional Classifications
Maps and Listings

(1
(2
(3
(4
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GOALS AND POLICIES

The ultimate goal of the Thoroughfare Plan is to improve the quality of life in the City by assuring safe,
efficient, and convenient access to community resources. This is accomplished through the provision
of a street system at the lowest possible cost consistent with the protection of the health, safety, and
general welfare of the community.

The goals, objectives, and policies for the Thoroughfare Plan were drawn from the 1983 Planning
Palicies, as well as concerns expressed by the Citizens' Advisory Committee, and comments from town
hall and neighborhood meetings held at the beginning of the process.

Three basic goals form the foundation for the objectives and policies that will guide the development
and implementation of the Thoroughfare Plan:

Mobility/Safety - The opportunity for all citizens to travel safely, conveniently, and quickly
to any part of the City.

Quiality --The protection and enhancement of the urban environment.
Efficiency --The ability to use transportation resources effectively and efficiently.

It is inherent in the application of these to a specific street that all of the goals cannot be equally
achieved. When determining the proper plan designations, and subsequently making decisions
regarding design/construction, operation, and maintenance of the street, factors such as historical
context and community value must be carefully examined to establish the proper weight for each goal
when they are in conflict.

FUNCTIONAL CLASSIFICATION

Functional classification is the process by which streets are grouped into classes, or systems,
according to the character of service they are intended to provide. Basic to this is the recognition that
individual roads and streets do not serve travel independently. Since most travel involves movement
through a network of roads, it is necessary to determine how travel can be channeled within the
network in a logical and efficient manner. Functional classification defines the nature of this
channelization process by identifying the part that any particular road will play in serving the flow of trips
through a street network. The basic functional classes are as follows:

o Arterial Streets — Arterial streets provide the links between areas of the cities. They typically
define neighborhoods and serve the main function of movement from one part of the city to
another.

o Collector Streets — Collector streets provide the links between the local streets and arterials.
They penetrate neighborhoods and serve the function of collecting or distributing traffic between
the arterial and local streets.

e Local Street -- Local streets are usually contained within a neighborhood and provide access to
adjacent property which is the origin or destination of every trip. The local streets serve the
function of internal circulation for all types of development.



DIMENSIONL CLASSIFICATION

Dimensional classification establishes the basic physical dimensions of a thoroughfare, including the
number of lanes, right-of-way width, and pavement width. The dimensional classification that is applied
to a road determines the design configuration for the road when it is funded for construction or
reconstruction. The plan contains four dimensional classification categories: (1) standard, (2) minimum,
(3) existing, and (4) special roadway sections:

Standard Roadway Sections -- Standard roadway sections are based on desirable criteria as
defined by current state-of-the-art in transportation engineering. The standard sections should
be used in all newly developed areas, and wherever possible, in existing areas.

Minimum Roadway Sections -- Minimum roadway sections are based on desirable criteria as
defined by current state-of-the-art in transportation engineering. The standard sections should
be used in all newly developed areas, and wherever possible, on existing areas.

Existing Roadway Sections -- Thoroughfares that do not meet the dimensional requirements of
the standard or minimum roadway sections may be retained with their existing pavement and
right-of-way width if no change is desirable due to community concerns or physical constraints.

Special Roadway Sections -- Special roadway sections are defined on a case-by-case basis
when a unique design is needed that does not fit within either the standard or minimum
categories. Circumstances warranting a special roadway section might include a five-lane
roadway, one-way streets, or other types of alternatives.

MAPS AND LISTINGS

A map of the new Thoroughfare Plan and the specific street segment listings for the Thoroughfare Plan
are found in the final section of this report. Streets are listed alphabetically with the limits of the street
segment, the proposed functional and dimensional classifications, the existing cross sections, and the
old plan designation.

Vi
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1 BACKGROUND
1.1 INTRODUCTION
1.1.1 Need for Reevaluation of the Plan

The City of Dallas Thoroughfare Plan has not been comprehensively reviewed and updated on a city
wide basis since it was adopted by the City Council in 1965. This 25-year period has been one of
dramatic growth, development, and change in the economic, physical, and political fabric of the City.

The 1965 Plan did not fully anticipate several important trends that have played a critical role in shaping
land over the past two decades:

Urban and Suburban Activity Centers

Although the Central Business District has remained a strong employment center, there has been a
trend toward decentralization of employment to urban and suburban activity centers such as the Park
Central, Preston Center, and Market Center areas. Commercial activity centers put a tremendous
strain on the thoroughfare system if the street plan and road improvement schedule are not adjusted to
respond to the concentration of development.

Suburban Growth

Residential and commercial development has occurred more rapidly than expected in the northern half
of the City and in the surrounding suburbs. The City had lagged behind land development in the
construction of thoroughfares to serve this area, but in recent years has caught up. However, since
Dallas is a strong employment center, the magnitude of suburban development contributes to
congestion on City streets and, especially, on the freeway system.

Stabilization of Inner City Neighborhoods

Dallas has seen a renaissance in many of its inner city communities. Instead of wholesale
redevelopment of these areas to higher densities, there has been a strong movement toward the
stabilization and renovation of inner city neighborhoods in East Dallas, Oak Lawn, Oak Cliff, and others.
The renewed interest in inner city neighborhoods and lifestyles reflects changing community values that
are essential to include in the thoroughfare planning process.

In response to the pressure of growth in the early 1980's and a desire to protect and enhance the best
features of Dallas, the City Council adopted a set of comprehensive Planning Policies in July 1984.
This document contains over 140 policies which are intended to guide the development of the City in
the areas of transportation, housing and neighborhoods, development standards, and public
infrastructure. One of these policies specifically calls for the preparation of "a citywide growth policy
plan, which generally defines growth centers, stable areas and redevelopment areas, as well as the
major transportation infrastructure improvements needed to support the plan,” see Appendix A.

In July 1986, the City Council acknowledged that maintaining mobility through an adequate system of
thoroughfares is essential to insure the future development and vitality of the City, its economic base,
and the quality of life of its citizens. Council Resolution #862332 authorized the City Manager to
develop and prepare a new Thoroughfare Plan.



1.1.2 Purpose of the Plan

The legal requirements for the Thoroughfare Plan are governed by the City Charter and the
Development Code (see Appendix B). The Thoroughfare Plan is specifically addressed in Chapter 15,
Section 8 in the City Charter which states that the City Council will adopt a Thoroughfare Plan by
ordinance and that any change in that ordinance requires a public hearing, and notification of all
property owners within 200 feet of the area of the proposed change. The Development Code then adds
a requirement that an additional notification and public hearing be held for the City Plan Commission
prior to Council consideration.

The City undertakes thoroughfare planning, in general, to fulfill its requirements under the Charter to
protect the "...comfort, convenience and welfare of the inhabitants of the city" and to “regulate and
control the use, for whatever purpose, of the streets and all other public places" (Chapter 2, Sectionl).

In practice, the Thoroughfare Plan should be thought of as a blueprint that establishes a set of
terminology, standards, and general principles that guide decision-making for all aspects of roadway
planning, funding, construction/reconstruction, operation, and maintenance of the City’'s primary
roadway system. Through its adoption, the Council establishes a set of procedures, as well as physical
and operational standards that everyone—the single family homeowner, renter, land developer,
businessman, elected official, and city or other agency staff person—should use in day to day practice
to coordinate the development, operation and maintenance of the thoroughfare system.

As a long-range planning tool, it is intended to identify street needs for the next twenty years within the
developed urban area, and to establish a desirable thoroughfare system for undeveloped areas based
on anticipated development patterns.

There are a variety of benefits to be derived from thoroughfare planning, but the primary objective is to
enable the urban street system to be progressively developed in a manner which will adequately serve
anticipated future travel demands while creating a pleasing and efficient urban community. The
complexity of the urban environment requires that the thoroughfare plan be compatible with other
components of the urban planning and development process (i.e. housing, urban design, land use).

Transportation planning should contribute to the fulfillment of overall community goals, not dictate these
goals. If the Thoroughfare Plan and its implementation are responsive to travel needs and reflect
community values, then businesses and residents will be able to locate and invest in the City with
confidence. They will know how the street system will be operated and that the City is committed to
maintaining adequate levels of mobility. Over the long term, the plan will also minimize the cost of
building roads and their impact on adjacent properties.

1.1.3 Historical Perspective

The history of thoroughfare planning at the City of Dallas probably began with the Kessler Plan in 1911.
George Kessler, a landscape architect, was commissioned to produce a parks and boulevards
improvement plan for the City. In his plan, Kessler proposed a system of crosstown boulevards to link
his proposed parks and to relieve congestion in the business district by routing traffic around rather
than through congested areas. The plan also stressed the need to meet traffic conditions and provide
ease of access to residential areas.

In 1927, the Ulrickson Committee produced Dallas' second major plan. In this plan, safety and
congestion were major considerations, as well as "a woeful lack of adequate thoroughfares radiating
from the heart of the business section to the various residential sections.” The first project recommend
by the plan was Central Boulevard, later upgraded to Central Expressway.



Administratively, the Thoroughfare Plan serves a number of functions and purposes.

Function:

e |dentifies general alignment of thoroughfares.

e Specifies right-of-way requirements and protects it through the platting and building
permit processes.

e Specifies basic design elements such as pavement width, parkway width, and median
width.

e Identifies the relative importance of thoroughfares and their role in providing
mobility.

e Establishes a philosophy for the development on the thoroughfare system on a
citywide basis and for particular areas with special concerns.

Purpose:

e To facilitate communication between city staff, elected and appointed officials, and
the community.

e To facilitate effective design, operation, and maintenance of the primary road
system.

e To assist citizens in making decisions about the location of their home or business
and the disposition of property.

In, 1943, the firm of Harland Bartholomew & Associates was hired to prepare a master plan for the City
of Dallas. The Bartholomew Plan was the first application of modern transportation planning
techniques to Dallas’ problems. EXxisting traffic volumes were depicted on a traffic flow map, and future
automobile registration was estimated from past trends. Two of the major aspects of the Bartholomew
Plan were the recommendation of a street system having a one-mile grid of major thoroughfares and
the emphasis on basic principles of street planning. Among these basic principles was the idea of
functional classification of roadways.

Interestingly, the Bartholomew Plan shows the “possible limits of future urbanization” along a line about
a mile outside of the current Loop 12. The plan estimated that there might be as many as 220,000
passenger cars in the Dallas area by 1970; in fact there were almost 918,000 vehicles registered in
Dallas County in 1970.

The next major plan for thoroughfares was in 1957, when a Master Plan Committee issued its report,
“Thoroughfares — A Master Plan Report.” This report followed the development of traffic planning
techniques by considering population, employment, land use traffic volumes (existing and future), travel
times, and trip origins/destinations in a quantitative manner. The 1957 Plan came closer to predicting
the growth in the Dallas area from 1957 to 1980 than did the Bartholomew Plan in predicting the growth
to 1970. The 1957 Plan underestimated the effect of suburbanization, however, and failed to anticipate
the growth of employment along LBJ Freeway and Far North Dallas.



The recommendations of the 1957 Plan reinforced the basic principles that would guide development of
the street system for the next three decades:

“...residential neighborhoods would be bounded by major thoroughfares which connect it with other
neighborhoods, places of employment and the central business district. Within the neighborhood,
secondary thoroughfares are located approximately midway between the major thoroughfares and
bisect the neighborhood area in both directions. While secondary thoroughfares have a continuous
alignment through the area, the minor streets are curvilinear and discontinuous so as to discourage all
traffic expect that which may originate or have a destination within the neighborhood.”

It was not until 1965 that the City Council adopted the first official thoroughfare plan for Dallas,
“Thoroughfares — A Guide Plan for Streets.” The plan was to serve as a guide for street improvements,
be flexible enough to be amended, and be revised periodically. It consisted of three parts:
classifications and standards, written descriptions of each thoroughfare route, and a thoroughfare map.

By 1972, there had been 179 amendments to the 1965 Plan, and the Director of Planning issued a
report compiling all amendments as a supplement to the plan. In 1976, the City Council directed that
the plan be re-edited and published as on inclusive document containing all of the previous adopted
revisions. The revised plan was then adopted by the City Council as Ordinance No. 15277.

The present Dallas Thoroughfare Plan has been amended incrementally numerous times in response
to changing development patterns and neighborhood issues. The plan which was conceived in 1957
and adopted in 1965, has not had a comprehensive evaluation during the last three decades, yet that
period has been on of significant growth, development, and change in the economic and physical fabric
of the city.

1.1.4 Geographic Area Concerns

Like other major cities, Dallas has experienced several different phases of development since its
beginnings in the mid-1800’s. The character of development may be significantly different from one
part of the City to another depending on when the area developed and the popular land development
trends of that era. It is to be expected that in a city of almost 400 square miles that different
communities in Dallas would have different views of transportation planning and priorities for improving
mobility.

The inner-city neighborhoods, developed in the early part of the 20" century were designed on a dense
grid system. During the latter half of this century, new neighborhoods developed around a one-mile
grid of arterial streets. The problems described at community meetings have been as diverse as the
neighborhoods themselves. However, one cohesive principle has been that neighborhoods should not
be sacrificed by widening roads for the sake of mobility. Traffic management techniques have been
emphasized as a key to moving traffic around neighborhoods and managing traffic within them. This
section summarizes some of the priorities relevant to specific areas of the City.



East Dallas

East Dallas is generally bounded by North Central Expressway, Mockingbird Lane, Buckner Boulevard
and East R.L. Thornton Freeway. It is composed primarily of _
residential land uses with higher density commercial yAnm. I,
developments along the North Central Expressway corridor. il

The East Dallas community has been particularly concerned
about thoroughfare planning for their area; during the last
decade, residents have strongly opposed any street
widenings. A report issued by the East Dallas Thoroughfare
Task Force (1980), a group of business and resident
representatives, is a good source of the community’s feelings
toward thoroughfare planning. Their position is that the
existing pavement widths are adequate to serve peak traffic
demands generated by residential and commercial
development in the community. Major street widenings would
only increase the amount of through traffic, disrupt existing
business and residential uses, and increase pressures for
higher density redevelopment. One of their strongest points of
contention is that “focusing” traffic on a few streets, as is done
in suburban areas, is inappropriate in older East Dallas. Many feel that spreading traffic out over more
streets is more appropriate for handling traffic in east Dallas where a denser grid pattern of roads exist.
The Task Force recommended that traffic flow be improved within existing pavement widths by utilizing
reversible lanes, better signalization, intersection improvements, better maintenance, management of
on-street parking, removal of sight restrictions, and improved public transit. One-way couplet systems
were specifically identified as an inappropriate tool for addressing traffic problems.

East Dallas

The Deep Ellum area on the southern edge of East Dallas has been the focus of recent attention
because of its potential for redevelopment. While most of the land use has been warehousing and light
industrial, the area is attracting a large variety of uses including retail, restaurants, and housing. To
encourage the creation of this urban neighborhood, transportation planning has sought to balance
roadway capacity needs against the desire to preserve existing buildings. The proposed CBD/Fair Park
Link and Canton Street have been identified as the roadways intended to carry through traffic; other
streets should primarily provide circulation and access to adjacent properties.

The 1965 Thoroughfare Plan was amended significantly in the 1980’s to protect East Dallas from road
widenings. A commitment was made early in the development of this plan that no road projects would
be proposed that contradict the Council’s decisions in recent years. Based on input form community
meetings, staff has attempted to translate as directly as possible the current Thoroughfare Plan
classifications into the new terminology defined for the Update.

Oak Lawn

Oak Lawn is generally bounded by North Central Expressway, Woodall Rodgers Freeway, Harry Hines,
Inwood Road, and the town of Highland Park. Adjacent to Oak Lawn on the west is Love Field Airport.
This area probably contains the most varied mix of land uses in the City, containing large industrial and
warehousing area, high rise office towers, a municipal airport, and a full range of housing types. Due to
the unique and complex character of land uses in this community, the Oak Lawn Plan was formulated
and adopted to guide future development.



A strong position is taken through the Oak Lawn Plan
regarding the direction of transportation planning for the area.
Oak Lawn property owners and residents have clearly stated
that they want the widening of existing streets in the Oak Lawn
area to be minimal, that great use of public transportation
should be promoted, and that transportation systems
management strategies such as signal timing, on-street
parking removal, and intersection improvement should be
employed to the greatest extent possible in addressing any
capacity deficiencies in the area. In addition, the planned
development ordinance for Oak Lawn encourages developers
to reduce parking and implement transportation management
plans as a means of reducing vehicular trips.

The Thoroughfare Plan Update has attempted to reiterate the
transportation guidelines outlined in the Oak Lawn Plan. As
with East Dallas, the Update directly translates the current
Thoroughfare Plan designations into the new plan terminology.

West Dallas

West Dallas is bounded by Interstate Highway 30, Walton
Walker Boulevard and the Trinity River. This area is currently
the focus of economic revitalization efforts aimed at stabilizing
the inner-city residential neighborhoods and promoting the
creation of new jobs. There are two primary and distinct land
uses—industrial/warehouse and residential. The residential
element contains a high concentration of single family
neighborhoods.

Existing thoroughfares need to be improved to tap the
economic potential of West Dallas. Industrial land uses
generate a high level of truck traffic that is hard on all types of
pavement and requires good design standards to facilitate
traffic flow. Unfortunately, industrial traffic is not generally
conductive to a quiet neighborhood environment; safety has
been identified as a significant concern by community
representatives.

Oak Lawn
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West Dallas

It is important to provide and maintain a well-defined arterial system that focuses business traffic on a
few streets where it can be effectively managed. This will help protect the residential communities from
through traffic. Singleton Boulevard runs east-west through the heart of this area, and is the key to its
mobility; most of Singleton has already been improved to a six-lane, divided standard.

Oak Cliff

This expansive region includes all the Dallas south of the Trinity River and west of Interstate 45 South.
Inside Loop 12, the arterial street system is fairly well developed and has substantial excess capacity.
The most prominent missing thoroughfare link is the Cockrell Hill/Chalk Hill connection.



The Southwest Dallas Land Use Study (1998) recommended
that the Thoroughfare Plan minimize impacts on residential
neighborhoods and promote economic development through
access improvements. In addition, the study emphasizes
that land use development should be coordinated with
thoroughfare and transit improvements.

The North Oak CIliff residential areas have stabilized in
recent years and many homes are being successfully
renovated. Because of its proximity to the downtown area,
there is a desire to capitalize on linkages to the CBD and
encourage multi-use developments along the Trinity River
near the Houston and Jefferson viaducts. Land use
densities for such developments should be matched with the
available capacity in the thoroughfare system.

Oak Cliff
Retail development has done well in the Redbird area along

I-20 Freeway and US Highway 67. In addition, a substantial amount of other commercial development
is being actively planed by property owners all along 1-20. The Thoroughfare Plan has been amended
several times in this area during the 1980'’s to address the potential for new commercial and residential
development (e.g., the Mountain Creek Villages).

South Dallas/Fair Park

The South Dallas/Fair Park Study identified primarily economic development goals for this area. Most
of the thoroughfares are in place and do not require major new construction. Some roads are in need
of rehabilitation and may require traffic management strategies one this area redevelops. There is
currently a fair Park Traffic Management Study that is being reviewed by City staff. This plan
recommends some significant changes in the major roadway network in and around Fair Park, many of
which have been incorporated into the new Plan.

Pleasant Grove

The Pleasant Grove area is for the most part a well-developed
residential community. The arterial street system needs to be
aggressively maintained and improvements made to
substandard roadways (e.g., Military Parkway). The Trinity
River crossings that were included in the 1965 plan, but have
not been built (Linfield/Elam and Simpson Stuart/Rylie), need
further study to determine their relative cost effectiveness and
to minimize impacts on the flood plain.

Rylie-Kleberg

The land use and thoroughfare plans that were adopted for
the Rylie-Kleberg areas when they were annexed in the early
1980's have been incorporated into the Thoroughfare Plan.
Since these areas are still predominantly rural in character,
the immediate focus is on the need for construction funds to

improve roads (e.g., 1985 Bond projects included Edd Road, > D2'as/Fair Park; Pleasant Grove; Rylie/kleberg

Garden Grove, and Kleberg).



Far North Dallas

Far North Dallas includes all of Dallas north of LBJ Freeway.
This area can best be characterized by its rapid growth; it
already has a large amount of office and retail development,
multi-family and single-family residential housing, and some light
industry. The area known as the Parkway Center along the
Dallas North Tollway betweenl-635 and Keller Springs Road is
the most intensely developed commercial area outside of
downtown.

To a large extent, the thoroughfare system for Far North Dallas
area has either been built to standard or is funded for
construction. In spite of these efforts, the degree of
development density and growth potential is high enough that
parts of the thoroughfare system are expected to be inadequate

even after it is improved to full standard. To further complicate = o Dailas

matters, the area will not be served by a convenient rail transit

corridor as part of DART'’s approved service plan. Two land use and transportation reports, the Far
North Dallas Study (1980) and the Greater Far North Dallas Study (1984), documented the potential
traffic problems that will be faced by this area in the years to come. The primary outcome of these
studies has been a strategy to focus future commercial development in the Parkway Center area. By
encouraging development in this area the City could focus road improvements in a particular area,
achieve a higher level of private property owner investment in infrastructure, and achieve efficiencies of
scale that would encourage more ridesharing and higher levels of bus transit patronage. The
recommendations from the current Parkway Center Study have influenced the proposed thoroughfare
designations. Otherwise, the focus of capacity improvements will be geared toward the implementation
of transportation management strategies on the principal arterial street system.

1.2 PLANNING APPROACH
1.2.1 Traffic Trends

Many of the land use and travel trends that have characterized the last three decades will continue to
influence traffic patterns and levels of service in the years to come. The emergency of urban and
suburban activity centers, rapid suburban growth, and revitalization of inner city communities all
encourage a complex patter of trip-making that is best supported by the private automobile.

Land Use Patterns/Auto Dependence

Over the last thirty years, the City of Dallas has experienced several periods of tremendous
development activity. The City has grown from a 1960 development pattern with commercial
development concentrated in Dallas’ CBD to a metropolitan area with multiple concentrations of
moderate density commercial and industrial development. During this time, suburban communities
have also experienced significant growth.

Some communities, like Mesquite, Lancaster, Duncanville, and DeSoto do not have significant
employment bases and, therefore, generate substantial work trips into Dallas. Other suburban areas,
such as Irving, Plano, and Richardson are quickly developing their own employment bases, and are
beginning to attract work trips from Dallas. Multi-nodal development creates complex travel patterns
which emphasize the private automobile and are more difficult to predict.



One of the most critical of the factors contributing to the traffic problems that plague many of the major
arterial streets in Dallas is the continuing rate of increase in automobile ownership per household and
per capita in the urban area. The flexibility, convenience, and relatively low cost of operating an
automobile has contributed significantly to its attractiveness. The availability of the automobile to the
majority of the population permits a wider choice of residential location with respect to employment
location. This contributes to low-density suburban type of development, out-migration, and hence, to
greater travel distances between home and work.

According to the Texas Transportation Institute (TTI), Dallas’ residents have the third highest rate of
vehicle miles traveled per day in the United States. The choice of the automobile as the preferred
mode of travel, accompanied by increased transit fares and reduced service led to a decline in mass
transit ridership in the 1960’s and 1970's. Even with a modest reversal of the trends in the last five
years, transit riders today comprise less than five percent of all person trips made in Dallas daily.

The characteristics of routine daily travel within Dallas have further contributed to the current capacity
shortage on the major street system. As automobile ownership increased and as home origins and
work destinations spread in distance and direction, average automobile occupancy for the routine
home-to-work trip dropped.

The current vehicle occupancy rate during peak commuter hours is 1.13 persons per automobile, a
twelve percent drop from 1974. Inexpensive or even free long-term parking at employment
destinations, including the CBD, has encouraged the use of the private automobile for commuting.
Traditional and often inflexible hours of business for employees have also contributed to capacity
deficiencies on the major street system by producing pronounced peak periods of congestion.

Traffic Patterns/Level of Service

Because of the complexity of land use patterns and the emphasis placed on the private automobile,
present traffic volumes on many of Dallas’ major streets and highways exceed design capacities during
some part of the day, and result in reduced operating speeds, increased travel and delay times, and
increased probabilities of vehicular accidents.

TTI estimated that in 1987 the cost of traffic delay exceeded $860 million for Dallas alone. Other
effects caused by existing capacity deficiencies include increased air pollution and energy consumption
resulting from uneven traffic flows, the penetration of local residential neighborhoods by non-local or
through traffic seeking alternatives to congested major streets, as well as an increase in driver stress,
fatigue, and frustration.

The traffic problems on the arterial street system in Dallas are not confined to the peak morning and
afternoon commuting hours; they also occur during midday shopping hours in some areas. Based on
1986 traffic counts and traffic projections for the year 2010, 48 percent of all freeways, 28 percent of all
arterials, and 11 percent of all collectors are operating near or over capacity. The bulk of the Dallas
thoroughfare system that is experiencing congestion is, as expected, on the arterial roadways.

Major retail and commercial centers that followed the outward migration of the population to suburban
areas require access by automobile because of location and the lack of convenient, efficient alternative
transportation modes. Further, the operating efficiency of most arterial streets has long been reduced
by the proliferation of strip commercial development with virtually unlimited access to these
thoroughfares. As development continues to diversify, the pressure on the thoroughfare system
becomes more and more critical.



Since most of the thoroughfare system is already built to standard, there is a stronger realization that
the focus of the funding and work effort for the 1990’s and into the 21% century should be somewhat
shifted from the traditional emphasis on new construction, to roadway reconstruction and rehabilitation,
bottleneck elimination, access control and other traffic management strategies. The solutions
necessary to meet these traffic management problems must be comprehensive and creative.

1.2.2 Construction versus Management

In its simplest terms, the traditional approach taken by transportation planners to solve existing and
forecast transportation deficiencies has been to recommend the expansion of the system to
accommodate the growing automobile demand. The currently adopted Thoroughfare Plan for Dallas
and other long range plans developed in the past reflect the reliance on major capital investment in the
construction or reconstruction of streets and highways. The extensive freeway system constructed in
Dallas in the 1940’s, 1950’s, and 1960’s reflects the massive amounts of federal, as well as state and
local funds, committed to the provision of adequate capacity for the automobile.

In recent years, however, several factors have brought about a nationwide shift from the traditional
approach to capacity problems. In early 1970’s, costs for new roadway construction rose rapidly, and
funds at all governmental levels became increasingly scarce. In addition, there began to be an
awareness that building roads sometimes created opportunities for land development which quickly
generated new areas of congestion.

At the same time, public concern about the disruptive social, economic, and environmental effects of
major new streets and highways began to be expressed throughout the country. General concerns
about the public health effects of air pollution from transportation sources were also expressed. Most
significantly, however, the energy crisis which began with the oil embargo of 1973-74 precipitated a
general public rethinking of the previously unquestioned commitment to the automobile and pointed out
the imbalance in the transportation systems in most urban areas.

The shift in both public policy and individual behavior toward conservation of financial resources,
energy, and the environment has resulted in a new management and efficiency ethic, one which
emphasizes cost-effective, short-range, service-oriented, solutions to transportation problems and
recognizes the validity of mass transit, bicycling, and walking as alternatives to the automobile. This
shift in public policy became institutionalized as the transportation system management (TSM) concept,
first delineated in federal regulations in 1975.

The transportation planning process in Dallas, as in many other urban areas, reflects a persistent
tension between the traditional long-range, road building approach to solving transportation problems
and the recent shorter-range, roadway management approach. It is within this context of completing
transportation planning philosophies that the new Thoroughfare Plan for Dallas has been formulated.

The development of this plan recognizes the importance of each transportation planning viewpoint in
terms of solving Dallas’ problem. The new plan recognizes that some problems can only be solved with
new construction, while others must be solved with TSM-type improvements. The plan also recognizes
that some problems can be solved by a creative combination of the two approaches.
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1.2.3 Future Directions

The primary objective of the Thoroughfare Plan is to enable the urban street system to be progressively
developed in a manner which will adequately serve anticipated future travel demands while creating a
pleasing and efficient urban community. For this reason, road planning is an ongoing activity; all
elements of the transportation system should be regularly monitored to identify deficiencies and
opportunities to improve our mobility.

The following categories represent the two primary emphases for future development of the
transportation system in Dallas:

¢ Facility Construction

0 Freeway/Tollway Project Coordination;

o Dallas Area Rapid Transit (DART); and

o Capital Improvement Planning—Bond Project Priorities.
e Facility Management

0 Special Studies/Bottleneck Removal; and

o Development of Regional Arterials.

Facility Construction

A comprehensive transportation system consists of many elements which serve a variety of
transportation needs. New construction and reconstruction of transportation facilities will play an
important role in meeting Dallas’ mobility needs. In addition to completing the thoroughfare system, we
need to work diligently in the following areas: (1) extensive reconstruction and expansion of the freeway
systems, and (2) implementation of a regional transit system (DART).

Freeways/Tollways

The reconstruction of area freeways provides a valuable opportunity to improve overall system
capacity. Reduce pressures to widen some thoroughfares, and enhance accessibility to the arterial
street system and high activity areas. However, to realize these benefits, the City must play a
prominent role in shaping the final design of these facilities and manage the traffic associated with their
construction. In the course of developing the Thoroughfare Plan, several specific suggestions were
made regarding improvements in freeway corridors:

¢ Provide direct connections between I-30 (west) and I-35E (south);

e Provide continuous service roads wherever possible, consistent with development policies for
adjacent land (e.g., prohibition of service roads on S.H. 190 by Council resolution);

e Provide a northbound service road between Ann Arbor and Overton on the east side of I-35E;
and

o Develop revised ramp design for 1-30 East in the Fair Park area to improve accessibility of the
park and to deemphasize local streets.

Most of Dallas’ principal freeways are targeted for reconstruction and/or widening in the next decade.
These freeways which were designed and constructed in the 1940’s, 1950’, and 1960’s are now over
capacity and reaching the end of their design lives. Although Central Expressway is the first such
project to reach the construction stage, the State Department of Highways and Public Transportation
(SDHPT) has programmed sever other facilities for reconstruction or widening (see Figure 1). The new
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designs will incorporate some combination of additional main lanes, HOV lanes, and/or express lanes.

Also, several new freeway facilities are either being evaluated or planned in an effort to further augment
the existing network, these projects include State Highway 190 and the Trinity Tollway.

e State Highway 190 is a planned eight lane facility that has begun construction in Garland and
will eventually connect to I.H. 35E with Garland Road. The project will initially be built as a four
lane freeway, then widened when travel demands warrant the larger facility.

e The Trinity Parkway is a conceptual multi-lane facility proposed to follow the Trinity River
levees. It could be built as a tollway or a freeway depending on travel demand estimates and
funding availability.

e The Texas Turnpike Authority (TTA) has announced the extension of the North Dallas Tollway
from Brairgrove Lane to S.H. 121.

These highway/tollway projects will have a substantial impact on the City’s thoroughfare system while
they are under construction. However, they will substantially increase overall system capacity, and
provide an opportunity to improve ramp locations relative to the thoroughfare system. Improved
freeway ramp connections can increase access to high activity centers and reduce traffic intrusion into
neighborhood areas.

In addition to using alternative thoroughfare routes, it is expected that inconvenienced freeway users
will consider carpooling, transit, or modification of their trip schedule to minimize delay. These modified
patterns may initiate a movement towards a more balanced transportation system, as persons adjust to
the practicality of carpooling and transit usage.
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Figure 1. Planned Freeway/Tollway Projects

Dallas Area Rapid Transit (DART)

Adding to the future attractiveness of transit usage is the scheduled implementation of the DART
system plan which includes 66 miles of light rail transit, 37 miles of high occupancy vehicle (HOV)
lanes, 18 miles of commuter rail, commuter bus service to complement and support the fixed guideway
system, demand responsive service using vans for senior citizens and the physically handicapped, and
circulation systems, possibly consisting of small buses, trolleys, vans or mono-rail in major activity
centers such as the Dallas Central Business district, Las Colinas, and the Parkway Center area. The
starter system for this plan, 20 miles of rail transit, is expected to be completed by 1996.

Capital Improvement Planning—Bond Project Priorities

Past bond programs have traditionally focused on new road construction. In future programs, there will
be additional pressures to fund reconstruction/rehabilitation of roads and coordinated traffic
management strategies on selected arterials. Staff must develop the technical tools necessary to
evaluate priorities among these competing needs.
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Facility Management

Since the thoroughfare system is largely complete in the urbanized area, increased attention to
maintenance and traffic management techniques will become as important as new construction. TSM
measures are typically low-cost, service-oriented methods aimed at managing traffic demand and
squeezing as much capacity out of the existing roadway investment. They may include ridesharing,
staggered work hours, parking management, and traditional traffic engineering modifications to
intersections or other roadway features. Table 1 summarizes the relative effectiveness of several TSM
techniques.

Special Studies/Bottleneck Removal

Within this scope, one of the most effective approaches is to implement traffic engineering measures
directed at improving critical roadway intersections. These critical intersections, typically identified as
“bottlenecks” or high accident rate locations, can significantly impair the operation of the connection
roadways. Therefore, when appropriate improvements to such intersections can be identified and
implemented, the overall roadway system can benefit substantially.

Several types of improvements can be made at an intersection to improve its operation. Measures
such as signalization, channelization, access control, and geometric modifications can offer moderate
increases in capacity and can reduce occurrences of certain accidents. However, it is the addition of
auxiliary turning lanes that results in the most significant intersection capacity increases. These lane
additions generally take the form of one or more of the following:

Exclusive left turn lanes,

Exclusive right turn lanes,

Dual exclusive left turn lanes, or

Grade separation of intersection through movements.

Corridor Analysis

Capacity Increase’ Accident Reduction
Signalization 10-25% 0-15%
Added' Intersection 10-25% 0-25%
Capacity (turn lanes)
Added Intersection
Capacity (grade | 25-50% 40-50%
separation)
Reverse Flow 20-50% 0-30%
Access Management | 5-10% 0-50%
Transit Related 3-10% None
Capacity increase shown are not additive
Source: TTI

Table 1. Effectiveness of Alternative Traffic Management Strategies on Arterial Capacity
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Figure 2. Suggested Principal Arterials for Detailed Corridor Analyses

In order to maximize the capacity of the thoroughfare network, the City should focus on the
development of a regional arterial system, in a coordinated plan with other jurisdictions. Each regional
arterial corridor has unique opportunities and constraints; a separate study would be required to
determine an optimum improvement strategy for each corridor. Figure 2 depicts principal arterials and
Appendix D lists intersections suggested for detailed corridor analyses.

Additional studies that have been identified as part of this plan update include studies of unbuilt
roadways in the Trinity River Flood Plain, and other environmentally sensitive areas. These roadways
are part of the 1965 Thoroughfare Plan, but would be very expensive and may not be warranted based
on current travel forecasts. Staff will evaluate these lines in the North Central Texas Council of
Government's (NCTCOG’s) Regional Arterial Needs Assessment Study to determine their cost
effectiveness. These roadways are identified on the Plan maps with open circles.
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2 FRAMEWORK

The three elements that form the framewaork for the Thoroughfare Plan are described in this section:

(1) Goals and Policies
(2) Functional Classification
(3) Dimensional Classification

2.1 GOALS AND POLICIES

The ultimate goal of the Thoroughfare Plan is to improve the quality of life in the City by assuring safe,
efficient, and convenient access to community resources. This is accomplished through the provision
of a street system at the lowest practically reasonable cost consistent with the protection of the health,
safety and general welfare of the community.

The goals, objectives, and policies for the Thoroughfare Plan were drawn from the 1984 Planning
Policies, as well as concerns expressed by the Citizens’ Advisory Committee, and comments from town
hall and neighborhood meetings. The Planning Policies are cited in parentheses following each
objective in the goals found in this section (i.e. P-3.21). Planning policies can be found in Appendix A.

Three basic goals form the foundation for the objectives and policies that will guide the development
and implementation of the Thoroughfare Plan:

Mobility/Safety

The goal of mobility means the opportunity for all citizens to travel safely conveniently and
quickly to any part of the City.

Quality

The goal of quality means the protection and enhancement of the urban environment.

Efficiency

The goal of efficiency means the ability to use transportation resources effectively in the
enhancement of mobility and quality of life.

It is inherent in the application of these to a specific street that all of the goals cannot be equally
achieved. Factors such as historical context and community values must be carefully examined to
establish the proper weight for each goal when there are conflicting needs and priorities.
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2.1.1 Goal 1: Mobility/Safety

The opportunity for all citizens to travel safely, conveniently and quickly to any
part of the City.

Objective M1.0

Policy M1.1

Policy M1.2

Policy M1.3

Policy M1.4

Policy M1.5

Policy M1.6

Policy M1.7

Policy M1.8

Objective M2.0

Policy M2.1

Policy M2.2

Policy M2.3

Policy M2.4

Ensure sufficient transportation system capacity to support existing and
planned land use. (P-3.2)

Provide a hierarchy of street types based on the function(s) the street must
perform (P-4.34)

Base capacity of future thoroughfares on anticipated need as analyzed by
accepted travel modeling and forecasting techniques. (P-4.33)

Protect needed right-of-way through the Thoroughfare Plan by establishment
of right-of-way standards, building setback lines and dedication of public right-
of-way during the development review process. (P-4.32)

Encourage maximum use of existing transportation facilities. (P-3.13)

Balance citywide access and mobility objectives with neighborhood business
and residential land use objectives. (P-3.13)

Consider all standard TSM techniques (minor widenings, signal
improvements, channelization, parking restrictions, contraflow/reversible
lanes, high occupancy vehicle lanes, etc.) when examining alternatives for
additional capacity. (P-4.37)

Provide for goods movement through the identification of truck routes that
minimize impacts on residential communities.

Update the plan periodically in order to be responsive to changes in land use,
travel demand, and community priorities.

Provide access and mobility through a balanced transportation system.
(0-4.3)

Reduce reliance on the private automobile by encouraging development at
designated growth centers which have a full range of existing or funded
transportation services. (P-3.11/P-3.12)

Work with DART to actively pursue the implementation of a high quality transit
system as quickly as possible. (O-4.1/P-4.11)

Manage traffic demand by encouraging carpooling, vanpooling, remote
parking, transit usage, alternative work hours, mixed use development, and
other system management measures. (P-3.23)

Use parking as a tool to promote transit and ridesharing through pricing
strategies and management of the parking supply. (G-5/0-5.1/P-5.24)

17



Policy M2.5 Coordinate with bicycle plan to minimize conflicts between bicycles and other
vehicles and to promote bicycles as an alternative travel mode.

Policy M2.6 Encourage Council-approved highway improvements to assure regional
mobility and access to intrastate and interstate service. (P-1.13)
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2.1.2 Goal 2: Quality

The protection and enhancement of the urban environment.

Objective Q1.0

Policy Q1.1

Policy Q1.2

Policy Q1.3

Policy Q1.4

Policy Q1.5

Policy Q1.6

Policy Q1.7

Objective Q2.0

Policy Q2.1

Policy Q2.2

Objective Q3.0

Conduct transportation activities such that economic development is
encouraged and the quality of life in residential neighborhoods is both
protected and enhanced.

Provide a continuing dialogue with citizens, property owners, and the business
community. (P4.35)

Coordinate interdepartmental activities to ensure that transportation facilities
are adequately planned for growth areas.

Coordinate interdepartmental activities to identify and resolve neighborhood
transportation problems.

Provide a process for developing neighborhood traffic management plans to
mitigate identifiable traffic problems on residential streets. (P-3.13)

Maintain development and design standards which encourage provision of
landscaping, screening, noise abatement, and safety.

Utilize the median and parkways of thoroughfares to enhance the urban
environment using special landscaping and pavement treatments.

Protect residential areas from intrusive commercial traffic through the design
and operation of the roadway system.

Minimize negative environmental impacts of transportation activities.

Minimize negative impacts of right-of-way acquisition and construction of
transportation improvements on parks, the escarpment, flood plain, and other
environmentally sensitive features.

Encourage alternative travel modes and minimize travel delay to mitigate
negative air quality impacts from transportation sources.

Contribute to the achievement of community goals through the development of
the transportation system.
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Policy Q3.2 Incorporate adopted land use and transportation planning studies into the

Thoroughfare Plan. (O-3.1)

Policy Q3.2 Develop traffic projections based on the policies identified in the Growth Policy

Plan. (P-3.11)
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2.1.3 Goal 3: Efficiency

The ability to use transportation resources effectively and efficiently.

Objective E1.0

Utilize existing thoroughfare resources effectively and provide new
thoroughfare capacity at the least possible social, economic, and
environmental cost.

Policy E1.1 Follow established engineering criteria to assure safety, efficiency, sound
environmental practice, and cost effectiveness in thoroughfare design. (P-4.32)

Policy E1.2 Develop programs to monitor pavement condition and the operation of the
transportation system.

Policy E1.3 Develop programs to monitor pavement conditions and the operation of the
transportation system.

Policy E1.4
Coordinate transportation improvements with development schedules. (0-3.2)

Policy E1.5 Coordinate private sector participation in development-related transportation
improvements commensurate with the impact of private development on the
transportation system. (P-3.22/P3.32)

Policy E1.6 Required City Council review of transportation improvement projects to
establish priorities prior to inclusion in any funding program. (P-4.38)

Policy E1.7 Establish a funding mechanism to provide continued improvements to and

maintenance of completed thoroughfares, elimination of critical bottlenecks,
and traffic signal time synchronization. (P-4.39)

Objective E2.0

Improve coordination of road planning, capital expenditures, and operations
with state and local jurisdictions to ensure adequate capacity and compatible
design. (0-1.1/0-1.2/0-1.3)

Policy E2.1 Provide strong City participation in the Regional Transportation Council of the
North Central Texas Council of Governments. (P-1.11)

Policy E2.2 Establish mechanisms for coordination of transportation activities between the
City of Dallas and other agencies/jurisdictions. (P-1.12/P-1.15)

Policy E2.3

Coordinate City funding schedules for transportation improvements with other
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agencies/jurisdictions. (P-1.21)

Policy E2.4 Encourage Dallas, Collin and Denton Counties to establish a priority system for
transportation improvements consistent with City priorities. (P-1.22)

Policy E2.5
Encourage traffic signal coordination with adjacent local jurisdictions. (P-1.33)

Policy E2.6 Ensure that road planning meets bus movement needs through cooperation
with the Dallas Area Rapid Transit Authority. (P-1.14/P-1.23)

Policy E2.7

Coordinate the establishment of bus lanes on arterial streets and signal timing
along bus routes with Dallas Area Rapid Transit. (P-1.32)

Objective E3.0

Maximize the opportunity for state and federal funding. (O-2.1)

Policy E3.1 Support improvements of freeways approved by the City and Regional
Transportation Council. (P-2.11)

Policy E3.2 Encourage continuation of Federal Aid Urban Systems program with block
grants to cities for local thoroughfare improvements. (P-2.12)

Policy E3.3 Support legislation to expand state and federal programs for transit, highway
improvements, railroad crossing safety improvements, and traffic signal
improvements. (P-2.13)

Policy E3.4
Identify roadway sections that meet state and federal design standards.

Policy E3.5 Encourage the State Department of Highway and Public Transportation to

provide high-occupancy vehicle lanes, ramp meterings, better signal
coordination, and more accident removal/investigation sites on local highways.
(P-1.31)
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2.2 FUNCTIONAL CLASSIFICATION

Functional classification is the process by which streets are grouped into classes, or systems,
according to the character of service they are intended to provide. Since most travel involves
movement through a network of roads, it is necessary to determine how travel can be channeled within
the network in a logical and efficient manner. Functional classification defines the nature of this
channelization process by identifying the part that any particular road will play in serving the flow of trips
through a street network.

There are three distinct elements of every trip on the street network: main movement,
distribution/collection, and access. These elements translate directly into the functional classes used in
this plan:

1. Arterial streets provide the links between areas of the cities. They typically define
neighborhoods and serve the main function of movement from one part of the city to another.

2. Collector streets provide the links between the local streets and arterials. They penetrate
neighborhoods and serve the function of collecting or distributing traffic between the arterials
and local streets.

3. Local streets are usually contained within a neighborhood and provide access to adjacent
property which is the origin or destination of every trip. The local streets serve the function of
internal circulation for all types of development.

The purpose of functional classification is to describe how the street network operates by defining the
role that each roadway plays in the system. Classification is necessary for communication among
engineers/planners, administrators, and the general public. In addition, it provides the framework for
monitoring the status of the network, and efficiently allocating available resources to plan, construct,
operate, and maintain it.

Related to the idea of functional classification is the dual role that the roadway plays in providing
access to property and travel mobility. The primary function of local streets is to provide access to
adjacent property, while arterial streets emphasize a high level of mobility for through traffic movement.
Regulation of access is necessary on arterials to enhance their primary function of mobility. Collector
streets provide a balance between access to adjacent properties and traffic mobility. This scheme is
illustrated conceptually in Figure 3.
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Figure 3. Functional Classification: Relationship of Access to Mobility

Each of the functional classes used in this plan is described in the following sections. In addition, Table
3 and 4 define the classes according to several typical characteristics. Many roads will not fully match
the definition of any one functional class; in these instances, a road should be categorized according to
the class that is most closely matches. Some statistics were compiled regarding the typical 24 hour
traffic volume found on thoroughfares in each of the functional classes. Those statistics, shown in
Table 2, exhibit the variance in typical volumes for given functional classes and geographic subarea.
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FN NE NW SE SW
Citywide Subarea Subarea Subarea Subarea Subarea

Principal 17,600 | 25,600 |18.800 |22,000 |11,600 | 13,300
Arterials
Minor

. 10,000 |13,800 |10,700 | 14,400 | 7,500 9,400
Arterials
Community | & 55 5,100 8,200 6,600 | 4400 | 4,100
Collectors
Residential = |, g4 2,700 | 3,700 2,000 | 2,300 2,300
Collectors

All numbers represent a daily volume in vehicles per day (vpd)

Table 2. Typical Daily Volumes of Functionally Designated Thoroughfares

2.2.1 Arterial Thoroughfares

The arterial street system is divided into two sub-classifications, “principal” arterials and “minor
arterials. Arterials represent those thoroughfares that are used by the traveling public to travel between
neighborhoods and communities within the City. Ideally, arterial thoroughfares define neighborhood
boundaries and do not cross into neighborhoods.

The spacing of arterials is closely related to the trip density characteristics of particular portions of the
urban area. Although there is no firm spacing rule, arterial thoroughfares are typically spaced at one
mile intervals within an urban area to permit convenient travel and optimum signal timing. The spacing
of arterials should be reduced in major commercial activity centers that generate higher levels of traffic,
and may be increased in outlying areas if land use densities are expected to remain low.

Principal Arterial Thoroughfares

Principal arterial streets are the back bone of the City’s street system. They serve the major centers of
activity and high volume traffic corridors, accommodate the longest trip desires, and carry a high
proportion of total area travel on a small percentage of total system mileage. The principal arterial
system is the focus of roadway improvements and operation al strategies recommended in this plan.
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Table 3. Typical Characteristics of Functional Classifications
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Function

System Continuity

Roadway Length

Traffic Volumes

Spacing

Neighborhood
Relationship

Direct Land Access

Posted Speed

Parking

Through Truck

Routes

Bus Routes

Bicycle Routes

Sidewalks

A basic statement of the role that each classification plays in the
street system; identifies the relative balance of land access versus
travel mobility provided; and, specifies the average trip length served.

Identifies whether streets in a particular functional class are
continuous through neighborhoods, communities, or large portions of
the city/region; and how the functional classes interconnect.

The length of a roadway that is generally recognized and used by the
traveling public according to a given function.

The average daily traffic volume specified in vehicles per land per
day; represents a balance between volumes currently observed and
desirable volumes for a given function type.

Spacing commonly found between thoroughfares in urban areas;
spacing should decrease as the density of land use increases.

Identifies whether a given functional type defines neighborhoods or
traverses neighborhoods.

The level of access control that will be exercised in locating and
designing driveways.

The posted speed limit.

Indicates whether on-street parking will be restricted; limitations are
handled on a case-by-case basis.

Identifies whether truck routes are permitted; truck routes are
identified in the Dallas City ode, Motor Vehicles and Traffic, Article X,
Section 28-69.

Identifies where bus routes would be desirable.

Routes are identified in the 1985 Bicycle Plan. These routes should
be discouraged on arterial thoroughfares except when they are
needed to maintain continuity.

Sidewalks are required for all new streets, unless waived according to
City policy; sidewalks are only installed in existing areas by petition.
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Table 4. Description of Categories Used to Define Functional Classes

The network formed by principal arterials is fully interconnected, and provides links to the freeway stem
and to areas outside the City.

Geometric design and traffic control measures are used to enhance the movement of through traffic on
principal arterials, while access to abutting property may be restricted, or managed, to protect the traffic
carrying capacity of the roadway. Access to abutting land is subordinate to the provision of travel
service for major traffic movements.

Minor Arterial Thoroughfares

Minor arterial streets interconnect with and augment the principal arterial network. They serve traffic
with a smaller geographic area of influence, accommodate trip lengths of moderate length, and offer
greater opportunities for emphasis on land access than the principal system. The minor arterials carry
significant through traffic volumes and are needed to provide route and spacing continuity for the
arterial system.

2.2.2 Collector Thoroughfares

The collector street system is divided into two sub-classifications, “community” collector and
“residential” collector. They provide both land access service and traffic circulate within residential
neighborhoods and commercial/industrial areas. They differ from the arterial system in that collectors
penetrate neighborhoods, distributing trips from the arterials through the area to their ultimate
destinations. Conversely, the collector street also collects traffic from local streets in neighborhoods
and channels it into the arterial system. Collectors should accommodate short trip lengths, and do not
typically extend across arterial thoroughfares or carry a high percentage of through trips. Although, in
some circumstances collectors serve as a relief valve when the arterial system is congested. This can
be minimized by providing an adequate arterial street system.

Traffic control devises may be installed to protect or facilitate traffic on a collector street. However,
these controls normally would not be as elaborate as those on an arterial street, and may be absent
entirely.

Community Collectors

Community Collectors serve both residential and commercial neighborhoods. The mobility and access
functions of this type of collector are generally balanced. The effective operation of community
collectors is critical to the access and circulation needs of the area they serve.

Residential Collectors

Residential collectors serve predominantly single family and multi-family neighborhoods. In some
cases, a neighborhood served by a residential collector may also include a small amount of local
serving retail. A roadway is only identified as a residential collector on the Thoroughfare Plan if it has a
substandard pavement width and some improvement is desired by the community, or it is in an
undeveloped/underdeveloped area and does not yet exist. Once a residential collector has been built
to its planned width, it official thoroughfare designation will be removed and it will automatically be
dropped from the Thoroughfare Plan maps. Through traffic is generally undesirable on residential
collectors and may be minimized through effective street design and appropriate traffic control
measures. In newly developing areas, it is desirable to locate homes so that they “side” to a residential
collector. However, in established residential neighborhoods homes often “Face a collector. In most
areas a two-lane roadway section is desirable and sufficient for residential collectors.
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2.2.3 Local Streets

Local streets comprise all roadways not identified as an arterial or collector thoroughfare; they are not
specifically incorporated into the Thoroughfare Plan.

Locals offer the lowest level of mobility. Their primary function is to provide direct access to abutting
land and access to higher order systems. Through traffic should be discouraged on local residential
streets. New residential subdivisions should be laid out with irregular street patterns and cul-de-sacs to
minimize the opportunity for through traffic. Existing residential streets may be modified through the
application of traffic control measures or traffic diverters.

Policies and design criteria regulating the layout and construction of local streets are included in the
Subdivision Regulations of the Development Code and in the Department of Public Works’ Paving
Design Manual.

2.3 DIMENSIONAL CLASSIFICATION

Dimensional classification establishes the basic physical dimensions of a thoroughfare, including the
number of lanes, right-of-way width, and pavement width. The dimensional classification that is applied
to a road in the plan determines the design configuration for the road when it is funded for construction
or reconstruction.

The plan contains four dimensional classification categories: (1) standard, (2) minimum, (3) existing,
and (4) special roadway sections. These are described in the following sections and illustrated in
Figure 4. In addition, Table 5 shows typical volumes and capacities for streets of given designs within
Dallas.

Typical Typical
24 Hour Volume 24 Hour Capacity
6 Lane Divided 21,500 vpd* 42,000 vpd
4 Lane Divided 14,500 vpd 28,000 vpd
4 Lane Undivided 8,900 vpd 20,000 vpd
2 Lane Undivided 3,600 vpd 10,000 vpd
vpd = vehicles per day

Table 5 Typical Volumes and Capacities for Streets of Given Design
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2.3.1 Standard Roadway Sections

Standard Roadway Sections are based on desirable criteria as defined by current state-of-the art in
transportation engineering. The standard sections should be used in all newly developed areas, and
whenever possible, in existing areas. Elements incorporated into the standard cross sections are:

Lane width - 12 feet
Median width - 15 feet (where applicable)
Parkway width - 10 feet desirable/8 feet minimum

2.3.2 Minimum Roadway Sections

Minimum roadway sections are based on the roadway sections that have been used to design and
construct streets in the City over the past thirty years. These cross sections represent minimum
dimensions and would be applied where the application of a standard roadway section is undesirable
because of economic, environmental, community, or other constraints. Elements incorporated into the
minimum cross sections are:

Lane width - 10 - 11 feet
Median width - 14 - 15 feet (where applicable)
Parkway width -7 - 10 feet

2.3.3 Existing Roadway Sections

Thoroughfares that do not meet the dimensional requirements of the standard or minimum roadway
sections may be retained with their existing pavement and right-of-way width if no change is desirable
due to community concerns or physical constraints. When a roadway is dimensionally classified as
“existing”, then its pavement will not be widened.

2.3.4 Special Roadway Sections

Special roadway sections are defined on a case-by-case basis when a unigue design is needed that
does not fit within either the standard or minimum categories. Circumstances warranting a special
roadway section might include a five-land roadway, one-way streets, or other types of alternatives.
Special roadway segments can be found at the back of the Map and Listings Section.
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Figure 4. lllustration of Standard and Minimum Roadway Sections

*M-4-U can be striped and operated as 2 or 4 lanes.
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LEGENT for THOROUGHFARE LISTING

COLUMN TITLE EXPLANATION
Street Name Identification of Thoroughfare
From...To ! Limits of Thorc;ughfare ‘
Old Plan | Designation of this street on the current |

Thoroughfare Plan:

M - Major Thoroughfare
M(C) -- Major Couplet
S - Secondary Thoroughfare (Undivided)
S(D) -- Secondary Thoroughfare (Divided)
g C - Collector Thoroughfare
L -- Local (Minor) Street

Proposed Function

Recommended functional classification:

PA .- Principal Arterial
MaA - Minor Arterial

- - Community Collector
RC - Residential Collector
I; -- Local Street

Proposed Dimension

Suggested dimensional classification:

S-4-U

S=standard ] [ L\ U= undividcd.
D

M =minimum =divided
number of lanes

An * after the proposed dimensional classification
indicates that some widening would be required in
the existing roadway to conform to the proposed
Cross section

Existing Cross Section

Indicates the existing number of lanes and
pavement width when they differ from the
proposed cross section

L-0
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GREEMVILLE w SOUTHWESTERN

LEDHETTER o SIMFR0N STUART
EIMPS0N STUART o LANCASTER CITY LIMIT

RELD BIRD w CAMP WSRO

BEATEH po MW AY

TOSETH HARDIN g0 WESTMORELAND

INIFAVE w BALCH SPRINGS CITY LIMET

RORTHWEST HIGHWAY f JOHN WEST

JOHN WEET 1o 130
1300 LODE 12

MILLETT o WHEATLAND

HARRY HINES w DENTOM

WEST CITY LIMIT o NORTHWEST HIGHWAY

GRAND FRAIRIE CITY LIMIT wo CEDAR RIDGE
COCERELL HILL KD B35
Mo 5. CENTRAL EXPRESSWAY

LAKE JUNE 10 PRAIRIE CREER EXTEMNSION

FRANKFORD 1o PRESTON

TRESTON o COIT

BERNALFLUTO CONNECTION 10 BECKLEY CON.

CEL to CRINFAIR FARK LINK

EXPOSITION o OAELARD

DAKLAND 1 CBL

LEDHETTER w 1-633
L6235 o CAMP WISDOM

FROPUSED:

LT

xReks g

MiA

BA

PA
Fa
FA

EC

FA
Fa
FA
A

Py

BiA

MA

kA
Fa

MA

54D
s4n
SPOLAD
SPCL 4160

EXISTING
M-5-THAL

4.0

M40

LR

BA-G-Dy Ay

5-0-10
541
LR

M-

§-4-L0*

E.4-01

L.
M-6-TH 4|
Sl
550

M-4-U
MDA

g4.0

S-A-D

EPCL U
SPCL 5L

M&DAL
MDA

LRI Tl k)
FRLB0E BIIN3

[Lraea e
RITSET

[ ER
25093



ETREENMAME

CEDAR SPRING
CEDOAR SPRINGS
CEDAR SPRINGS
BOWEN
+ SEE TURTLE CREEK

CEDARCREST

MARTIN LUTHER KING
CEDAR CREST

CEDAR TREST

STELLA

CEDARDALE
CEDARDALE
LANGDON

ETIAL
CELESTEAL

CENTERVILLE
CENTERVILLE

CHALE HILL
CHALE HILL

CHARTWELL
CHARTWELL

CHEHAULT
CHENAULT

EHEYERNE
+ SEE ACRES

CHURCH
CHURCH

CHURCHILE
CHURCHILL WAY
CHURCHILL WAY
CHURCHILL WAY
SCHROEDER

CLARE NN
CLARENTHIN
CLARER DN

CLARE
CLARK
CLARE

CLEVELAMD
TELEPHORE
CLEVELAKD

CLOVERHILL
- SEE KLEBERG

COCKRELL HILL
COCRRELL HILL
COCERELL HELL
COCKRELL HILL
COCHRELL HILL
COCHRELL HILL

oolr
ColT
Colr
COLE
+ SEE MCKINMEY

Al
= SEE ERWAY

LEMITS OF BEFINITION

MOCKINGBIRD i TOLLWAY
TOLLOWAY tn TURTLE CREEK
TURTLE CREEE 1 MCEINNEY

BB CULLUM w 1ITH

LLTH & KIEST

KIEST i STELLA

CERAR CREST 1w CORINTH

LAMNCASTER CITY LIMIT 1 LANIGDON
CEDARDALE 1o )] LEMMON

TEHAWAY o MONTEORT
GARLAND o SHILOFH
SENGLETON m DAVIS
PAGERILL oy PLAND

DL e EAST CITY LIMIT

ABRAMLS o AUDELLA

FARE CENTRAL w MERLT
MERIT o COIT

COIT o SCHROEDER
CHURCHILL ur LB

COCKRELL HILL CITY LIMIT 10 134
B35 wp CORINTH

SPUR 208 10 DANIELDALE
BANIELDALE 1 CEDAR HIOLL .1,

CLEVELAND CL o LANCASTER CITY LIMIT
TELEFHONE vy HUTCHINE CTTY LIMIT

EINGLETON 10 130 (2R
1-30 1 DAVIES PA
DaVES  COCKRELL HILL €L FA
COCKRELL FILL CL w DUTTON ra
TIUTTON 1w SOUTH CL PA

BH 190 o RICHARDSON CITY LIMIT
SPRING WALLEY 10 LBJ FREEWAY
LEF FREEWAY w PUREST

PROPOSED:
FUTH  DEMENSION

s n-a-17

C Al-daL)

[ EXISTING

A EX1STING

PA M-GDiA)

o M-6-DHA)

c 524

IS [EEIL

i B4

C LR

c B-a.10

] B-6-DH A

S f4.0

o PERIs

- S-4-10

o Sd-1

= 5-4-17

i 4D

[ §-4-17

[ LR R

IS 541

FA SPCL S

A M-G-THAL®

P Seh-Dm

Fa, 5-6-D=

fa. F2ATh
E6-0* ¥ILTH
4. ¥IIRID
S HZIK1D
W-E-Dad #IIRID
A LEE RN

FA LTS L]

B W61 A

HI1240

AI4977
HATT

6/ 36200
LKL
G
2D
GI2IHS

3252

SAG0T
[iip. T EE)



COLORADD
COLORADD
COLORADD
COLORADRO

+ SEE AERAMS

COMMERTCE
COMMERCE
COMMERCE

COMMONWEALTH

COMMONWEALTH

COMMUNITY
COMMUNITY

LARGA

CONTINENTAL

CORTINENTAL VIADUCT

CONTIRENTAL
CONTINENTAL

+ SEE SIMGLETON

COMWAY
CORWAY

CORINTH
COEINTH
CORINTH
CORINTH
CORINTH
LANCASTER
LANCASTER

COTTON VALLEY

CROSSLOWH
+ SEE MUINGER

CROUCH
CROUCH

CROWN
CROWN

CRYSTAL LAKE
CRYSTAL LAKE

RAK MORTON
AN MORTON

DARIELDALE
[N ELDALE

DAVENPORT
DAVENPORT

DAVES
DAVIES
DAVIS
DANTS
DaviE

DELAFIELD
DELAFIELT

DENNIS
DENMIS
BROGCEBANK
BROCKBANK

LIMITS OFDEFINITAON

WALTON WALEER 10 WESTMORELAND
EYLYAN m BISHOP

EISHOF 0 ZANG

LANG W -35

FORT WORTIH s TRINITY RIVER
TREIMITY RIVER 1 [-35
TR e CANTON

IRVING m STEMMONS

HARRY HINES s LARGA

COMMUNITY o WEBE CHAPEL EXTEMSION

TRINITY RIVER 1 1-35
1-35 o E.HOUSTON
E. HOUSETON w MeKINNEY

KIEST e VILLAGE FAIR

CENTRAL EXPRESSWAY 1o LAMAR
LAMAR o INDUSTRIAL
IXOUSTRIAL w0 ILLINGES

TLLIMOIE 10 LANCASTER

CORINTH 10 LEDEETTER
LEDEETTER i CEDARDALE

BECKLEYMEADE w DANIELDALE

O OX o LANCASTER

CITY LIMIT & F.B. w: REEDER

DAN MORTON 1 CEDAR RIDGE

KIEST w LEDBETTER

QLD HICKDRY w0 1-33

FRANKFORD w CAMPBELL

GRAND PEAIRIE C. L. to PORT WORTH
FORT WORTH 10 WESTMORELANT
WESTMORELAKD TO HAMPTON
HAMPTON w PATTON

HOYLE us MILITARY PARKEWAY

FOREST 10 NORETHAVEN
NORTHAVEN 10 ROY AL
EOYAL wa WALNUT HILL
WALNLUT HILL w WHEELOCE

FROMISED:

ECTN  DEMIENSION

e RsRals]

P&
B

Fa

PA
TA
Fa

PA

A

MA
Ma
MA

"an

AMENIRMENTS

LEE L
M-4-U
54T
540

M-6-DiAs
Mt-D1A
54-U

LN

5417
E-a-U

MBI A
SPCL 4 CTLT AT INLLIE
SPCL 5 CPLY WIXETI4 JRUNELE]

541

M4

S4-Iv | CRETTE I SR )]
Mb IR AT

5-4-D

Sa. a2hsn L13ms
S-g-0 FILE2T O LNEMG

S4-Le

5.0

E-4-p4

54U+

BB AL

LR RTEY FROTE ARG
54D KO &A1
STUDY

S0

5-4-17
Bl-4-17
300
Bl-d-1



STHEETMAME

BROCKEANE
TIMBERLINE

DENTRHN
DENTOMN

DILIDG

DOLPHLN
DOLFHEIN
DOLFHIMN

DOUOLAS
PHIGLAS
+ BEE WYCLIFF

DOWDY FERRY
LOWDY FERRY
MURDOCK

PUNCANVILLE
DLUNCANVILLE
DEINCARMYILLE

E GRAMD
E GRAND
+ SEE GARLAND

EAGLE FORD
EAGLE FORD
EAGLE FORD

EASTON
EASTON
GUS THOMASSON

EASTEOINT
EASTROINT

EASTRIDGE
PINELANT
EASTRITGE

o
EDD
EbD

EROEFIELT
EDGEFIELD

ELAM
LINFIELD
ELAM

ELM
E1M

EMERALD

EMILY
» SEE ALPHA

EMPIRE CENTRAL
EMPLRE CENTRAL
EMPIRE CENTRAL
EMPIRE CENTRAL
EMPIRE CENTRAL

ER¥AY
ERVAY
ET. PAUL
ERVAY
COLONIAL

WHEELDCE w STOREY LANE
STOREY LANE s NORTHWEST HIGHWAY

HORTH CITY LIMIT w MAPLE

TOHK WEST 8o [-30

SAMUELL w 1300
1-31 w0 HASKELL

BORTHWEST HIGHWAY 0 UP CITY LIMIT

BIURDCK 1w HUTCHINS CITY LIMIT
[0 DY FERRY w LOOE 12

SHELLEY 0 [LLINDIS
TLLIRNOE w PUNCANVILLE CITY LIMIT

1-30h wa HASKELL

CARP WISDOM w MOUNTAIN CREEE
MOUNTAIN CREEK i Fyl 1382

MORTHWEST HIGHWAY 1w GUE THOMASEON
EASTOMN a EAST CITY LIMIT

BUCKNER w MESQUITE CITY LEMIT

GREENVILLE w PARK LAKE
FPARE LANE w ABRAMS

5. BELT LINE ta KLEBERG
KLEBERG w FOOTHILL

CLARENDON to ILLINOIS

FLINDIE i 5, CENTRAL EXPRESSW AY
LAKE JUNE s BALCH SPRINGS CITY LIMIT

CHD o CEIVFALR PARK LINK

1R FEWY m ROVAL

CARPENTEE FEWY w ETEMMONS FRWY
STEMBONS FRWY 1w FOREST PARK
FOREST PARK 1w MAPLE

MAFLE w DENTON

B30 5T. PAUL

B30 g0 ERVAY

5T PAUL o MARTIN LUTHER KING
BIARTIN LUTHER KING w PENNSYLVANIA

PROPOSED:

FETN

FA
PA

RN

Fa

MA
B1A

M
A

an

"R

Fa
P

aRAas

e s B Rnl

DHAENEUIN

S
PRI

M4 U™

5-2-1

541
F-d-L1

EXISTING

M-A-DHAT
MG DAL

54
[SEREERY

5-4-U

40
fa.u

EXIETING
EXIETIMG

§-4-1

£.4.0
§-4-0

AL
sS4t

22U

M-G-TH AL
M-b DA

Sed-U

Sl

LER
LEEY
K.
54-0

EXST CELT
EXST CPLT
-1
20

AMENIMENTS



STREETMAME

EWNG
EWING
EWING

EXPOSITION
EXFOSITHY

FAIR OAES

EERGUEDN
FERGUSON

ALE
+ SEE WHITE ROCK ThAIL
ELL
+ SEE HAREY HINES
EIDE
FERESIDE
FISHER

+ SEE MUNGER
FITZHLGH

AN
FLEMING

BRI
FI 1362
FM13E2
SEMTH
SE MTH

TEAGARIVEN
FOOTHILL

FOREST
FOREST
FOREST
FORERT
FOREST

FLRNEY
FORENEY
FORKEY

FORT WORTH
FORT WORTH

ERANKFDRD
FRAMNKFORD

FREMCH SETTLEMENT
FEENCH SETTLEMENT

GARDEN GROVE
GARDEN GROYE
M 3
GARLAND

EAST GRAND
EAST GRAND

GASTON
GASTON

QLDEN GATE
= SEE 1] LEMMON

LIMITSEOF DEFINITION i
JEFFEREDM 5o 1-35 C

L33 ea (LLINOIE c
CEDVFAIR FARE LINK w FARRY c
ABEAME 1o PARK ’ o
LEI FREEWAY 10 1-30 P
MURDOCE 1 5T, AUGUSTINE RC
SKILLAAN o ARRAME C
HIGHLAKD PR CL 1o CENTRAL EXPWY MA
JEFFERSTN 1o I5-35E Lh

GHRAND FRAIRIE CETY LIMIT w CEDAR HILL CL BPA

SE 14TH s GRAND PRATRIE CITY LIMIT Fa
TOLL BRIDGE ra FA 1352 PA
SEYLIMNE w GRAND FRAIRIE CITY LIMIT P4
DOWDY FERRY 1o I0RDAN VALLEY Y
JOEDAN VALLEY w & BELT LINE RC
REEEDER v HARRY HINES [

HARRY HINES wr FOSEY Fa
JOSEY to TOLLWAY Fay
TOLLWAY 1 LEI P
LBF e EAST CITY LIMIT Pa
MILITARY PAREWAY o JIM MILLER C

JEM BMILLEE w MESQUITE CITY LIMEIT C

DANIE po COMMERLCE A
5L & 5F BR w WATERVIEW Pa
KOBEWICH o LA REUNION i

EYLIE CREST w STARER R
LB} FREEWAY o EAST GRAND Pa
GARLAND w FHILIF PA
PHILIE 10 [0 PA
CEOVFAIR FARK LINK w GARLAND C

SPCL 30+

LERI L

b-6-DHA)

M-a-L0+

LI A

M-6-D0 )

541U

50-D*
E4-0
50D
6-D

S
EXRIE

£.4.41
Sebu
SPCL &l
SPCL AL
SPCL 6D+

5410
Sae

M-&-DiAy

MDA

S=2-1

B30

Mt-[3A )
M-6-D1A)
g4

E-4-0

AMENDAIENTS
MR S22
Lkl R T E LT



SIREETMAME

GOLDMARE

+ SEE FERSIMMON

GO0 LATIMER
GOOD LATIMER
OO LATIMER
GOOD LATIMER

QOODEISHT
GOODMIGHT
GOODNIGHT

GRADY HIBLO
GRADY HLELD

GRAHAM
+ SEE BEACOM

GRAMD AVE
GRAND AVE

GREEMEFAN
GREENSFAN

GREENMILLE
GREENVILLE/MATILDA
GREENVILLE

GLURLEY
GURLEY

QLR THOMASS0M
+ SEE EASTON

HAAS

Hall
FIALL
HALL
HALL

HAMMEEEING
HAMMERKING

HAMET(R
+ SEE INWOOD
HAMPTON

HARRY HINES
HARRY HINES
HARREY HINES
HARREY HINES
HARRY HINES
MCEINMOM
HARRY HIMES
ARARD
ST pAUL
HARWOOD
CLIVE
PEARL
MOOHDY
Al MO
FIELD
WICHITA

HARVEST HILL
HARVEST HllL
HARVEST HILL

me—__

SPRING VALLEY w MIDPARK C
BEY AN i FLM P
ELM 0 COMMERCE P
[-3p i &, CENTRAL EXPWY FA
LE] FREEWAY 1w ROYAL [
ROV AL w NORTHWEST HIGHWAY [
SPUR 40 TO MOUNTAIN CREER Pa
E B CULLLM o 5. LAMAR r
HAMMEREING w RED BIRD C
WALNUT g0 MOCKINGRIRD P
ROSE o MUNGER [
HASKELL w FAIR FARK C
LEDHETTEK w SIMPEON STUART C
CENTRAL EXPRESSWAY 1 FLORA r
FLORA n ROSS [
LIVE DAK w DAKLANKD C
GREENEPAN bo 135 [
TRINITY RIVER w DANKIELDALE L
WEST CITY LIMIT us LBl FREEWAY Fa
LEY FREEWAY wn MORTHWEST HIGHWAY Fa
NOETHWEST HIGHWAY o TOLLWAY A
TOLLWAY o MODDY Pa
TOLLWAY o OLIVE [
MDY e CEDAR SPRINGS A

CEDAR SPRINGS 1 WOODALL RODGERS FEWY  FA
CEDAR SPRINGS w WOODALL RODGERS FRWY  Pa
HARRY ILMES 10 WORODALL RODGERS FRWY PA
HARRY HINES w WOODALL RODGERS FRWY Fa
WODDALL ROGERS FREWY o CEDAR SPRINGE PA

CEDAR SFRIMNGE s ALAMOD

MEODDY o FIELD

ALAMO v WOODALL ROGERS FRWY
HARRY HINES o ALAMO

TOLLWAY 1 MONTFORT
MONTFORT 1o PRESTON

FROTOSED;
ECIM BFIMENSION

AMENIMENTS

M40

EPCL al
A-E-D A
EXISTING

sS4
S0

S #2685 a0k

5-4-U

Sed=L1*

B-6-D0 A
LU

SPCL 4D

Sl 1%

SMCL 20T E23200 2307
EXISTING
5d-11

RERIL

M-6-TH AL

S-0-I*
S8-D
5-8-0*
EXST CFLT
EXET CTLT
EXST CPLT
EXST CPLT
EXET CPLY
EXST CPLT
EXST CPLT
EXIETING
EXISTING
EXIETING
EXISTING
EXISTING

M-
M-t



STREET MAME

HARWOOD
HaR@000
HARWOGD
+ SEE HARRY TTIMES

HASKELL
HASKELL
HASKELL

FEAK

FEAK

HASKELL
STONEW ALL
HASEELL
HASKELL
MULITARY FRWY

HATCHER
HATCHER
HATCHER

HAVERWODL
HAVEEW{ID

HAYMARKET
HAYMARKET

HILINE
HE-LINE

HILLCREST
HILLCREET
HILLEREST
HILLCREST

HILLHAYEM
+ SEE BOEDEKER

DLLFTENY
M, HOUSTOM
B, HOUSTON
M. HOUSTON
K. HOUSTON

HOUSTON SCHOOL
HOUSTON SCHOOL

HREHISTINN VIRCT
HOUSTON YDOT

HOYLE
HOYLE

LI RICLT
HUBKICUT

ILLINGEE
ILLINGEE
ILLENIS

k)
INDAUSTRIAL
INDAISTRIAL
INTAISTRIAL

EHWOCT
INWQOR
INWO0D
INWOOE
INW00n

[RVIMNG BLVT

LIMITS OF DEFDSITION FCTH
1-30 ta MARTIN LUTHER KING MA
MARTIN LUTHER EING w PERNEYLVANIA C
BLACKBURN 10 LEMMON [
LEMMOM to HORTH OF 130 PA
MORTH OF 1-30 10 1-30 PA
MORTH OF 130 w 1.3 Pa
B30 STOMEWALL A
B30 o STONEWALL PA
FEAK w HASKELL FA
STOMEWALL w DOLPHIN A
TOLPHIN w MILITARY PEWY [
HASKELL w MESQUITE CITY LIMIT Pa
HASEELL w SECOND Ma
SECOXND s INDUSTRIAL EXTENSIHIN WA
UNNAMED (FN1} s PEAR RIDGE C
EYLIE CREST 1 8T, AUGLISTINE c
OAK LAWN 1o STEMMONS C
EH 100 v MOCALLLIM A
MCOCALLUBN w LA FREEWAY Ba
LE] FREEWAY 1o NORTHWEST HIGHWAY FA
MeRINNEY 10 CONTINENTAL PA
CONTINENTAL 1 ARENA Fa
VICTORY o 1400 NORTH C
AREMA DRIVE w HARRY HINES [l
LEDBETTER w LANCASTER CITY LIMIT - MA
[-3-35 o MARSALIS MA
PBUCENER w DELAFELD [
131w SAMMUELL C
SEUTH a0k 1 1-35 PA
1.5 w & CENTRAL EXPRESSWAY Pa
MARKET CENTER 1 1300 A
130 10 135 T4
135 1 LAKE JUNE B
TOLLWAY w0 PALDMAR Fa
FALOMAR 1 LOVERS Fa
LOVERS w CONVEYDR Pa
CONVEYOR w TRINITY RIVER PA
WEST CTTY LIMIT o INDUSTRIAL FA

FROFOSEDR:

DIMENSION

EXIETING
EXISTING

EPCL 6l
SPCL AL~
EXST CFLT
EXSTCRLT
EXSTLFLT
EXET CPLT
EXST CFLT
L )
Rl-&-D0AT*
RS E L

Sa.pe
M-f-DiAr

LR AT1506
S-4-L7e
Ed-In

54D
M-4-DHA)
M-H-THA)

F-4-Ix

EPCLACPLT KLATI4
APCL &l FLaT14
ERCL 4D PENTIS

ST
EXST CPLY
240
Madal*

M-&-DHA)
M-&-IHA)

58-I
S-6-I»
Rl

M-6-LH A
el
MDA
MADLAN

M-6-DHa)

AMENTIRENTS

L2893

TESLL9E
11758
e



SIREETMNAME

JEFFEREN
JEFFERSOMN
JEFFERSON
TEFFERSOMN
TEFFERSON
JEFFERSOM
JEFFERSOMN

: W
JEFFERSOM VIADUCT

1 MULLER
JIM MILLER:
J3 MILLER
LL LEMMUIN
GOLDEN GATE
1 LEMMON

JOHN WEET

IORDAN WALLEY
JORDAN VALLEY
BEAUFORD
RAVENVITEW

JOSEFH HARDIN
JOSEPH HARDIN

IOSEY LANE
HIFEY LANE

ITER
JUMTER

KELLEE SFRINGS
KELLER SPRINGS
EELLER SPRINGS
KELLER SPRINGS

EELLY
KELLY
KELLY

EUEST
KIEST
KIEST

KIBGSRRIDGE
KINGERRIDGE

KRINGELEY
+ SEE WalLMNUT HILL

RIENW OO0
BRIRHWOOD
KIRNWOOR
KRN W00
KIENWOOD
EIRNWOOR

EIT
+ BEE ALFHA

AR
KIWANIS

ELEBEEG
KLEBERG
ELERER(F
CLOVERHILL

EMOLL TRAIL
HHOLL THAIL

ENOLL TRAIL

LIMITS OF DEFINITION

GRAND PRAIRIE CTTY LIMIT ws CALUMET
GILFIN w0 12TH

EDMGEFIELD o ZANG

TANG w FLEMING

FLEMING o COLORADD

COLORADD w JEFFERSOM WIADUCT

1- 300133 wo JEFFERSORN

1-30 g LOOE 12

LOOF 12w LAKE JUNE EXTENSION
SLMPSON STUART oo I LEMAON
GOLDEN GATE w HUTCHIN CITY LIMIT

LAKELAND 1o LA PRADA

RIDDLEFIELD o US 175
UE 1735 o GARDEN GROVE
CARDEN OROVE o BALCH SPRINGS CL

LEDEETTER w0 BRONZE WAY

LEI FREEWAY s FOREST

LE! FREEWAY 1o GARLAND

TOLLWAY uy KNOLL TRAIL
ECNOLL TRAIL e PEESTON
FRESTON m CAMPRELL

ROSEMEADE 10 FRANKFORD
FRANKFORD i OLD MILL

GRANTF FRAIRIE CITY LIMIT w 1-33
1-35 o CEDAR CREST

EICKERS w SINGLETOM

WHEATLAND o [-20

110w CHESTERFIELT
CHESTERFIELD v HAMPTON
115 o HOUSTON SCHOOL
HOUSTON SCHODL w OLD OX

RED BIRD w LEDEETTER

EAVENVIEW w WOODY
WOODY 0 CLOVER HILL
ELEBERG ur SIAI0MN0S

TOLLWAY 1 KELLER SPRINGS
EELLEE SPRIMNGS to BELT LINE

L-10

TROPOEELD:
ECIN RIMENSION

P, M-6-D Al

A MG-TH AL

C EXISTING

MA EXISTING

MA SPCL S0

hLA 5417

MA EXST CFLT

MA MDA

B MDA

C g

[ S-4-L0

[ EXISTING

BA R

PA 560

PA 56T

¢ ST

T4 M-6-THE)

A [SEE TR

MA, MeE-DiAY

MA 540

[ M1

MA M4+

MA 54D

T4 M6 I A

PA B4 TH A

C 521

[ LR

C £.4.0

C R

[S .40

RO 51U+

C S

MA Sedall

T 581
sae

C gL

MA 5-4-1

AMENDRIENTS

ET WIS
FHFE §rrEm
FI2065 S5
BH193R 5022191
BMAE] &2



SIREETMNAME

EHOX
KNOX
KHOX

RRORVILLE
ENOXVILLE

+ SEE SKYFHOST
LA FRAL A

LA FRADRA

LA PRRATHA

L BEUNIOHN
1A RELNIGN

LAKE HIGHLANE
- BEE PLAKG

LAKE JUE
LAKE JUNE
LAKE JUME

LAEELAND
LAKELAND

LAKLAR
LAMAR
LAMAR
LAaMAR
LAMAR

LANCASTER
+ SEE CORINTH

+ SEE CEDARDALE
ARG,
+ SEE COMMUNITY

LASATER

LAURELAND
LAURELAND

LW SWIEW

LAWTHEE
LAWTHER

LEANING DAKS
LEANING OAES

LEDEETTEE
LEDBETTER
LEDEETTER
LEDEETTER
LEDBETTER
Lo 12

LEMMON
LEMMOR

LEMAOM-LEMMON EAST

LEMMDN

LINDSLEY
LINDELEY .
LINDSLEY
PARRY

LIMITS OF DEFINITION

HIGHLAND PARK CTTY LIMITS 0 COLE
COLE w CENTRAL EXPRESSWAY

SHELLEY 1 ILLINUHS

EAST CITY LIMIT 1o OATES
CATES w JOHM WEST

COCHEELL BILL w WESTMORELAKD

BALCH SPRINGS CITY LIMIT w ELAM
ELAM 1 SIMPSON STUART

FERGUEON 10 JOHN WEST

130 5. CENTRAL EXPRESSWAY
BACKINMEY w0 K. HOUSTON

N HOUSTON 1 225" EAST of LH. 33E
225" EAST ol LH. 35E w 1 H. 35E

BALCH SFRINGS CITY LIMIT 12 SEAGOVILLE CL

135 oo HOUSTON SCHOOL

SAMUELL v SCYENE

HNORTHWEST HIGHWAY w MOCRINGRIRD

EPE0N STUART w PALO ALTS

SPUR LIE 10 CEDAR RIDGE

CEDAR RIDGE w WALTON WALKER
WALTON WALKER o L35

L-1E b LOHOP 12

LEDRETTER o BUCKNER

MORTHWEST HITHWAY w TOLLWAY
TOLLWAY o TURTLE CREEK

TURTLE CREEK v CEMNTRAL EXFREZEWAY
CENTRAL EXFRESEWAY 1 HASKELL

BEACON to I-20
1-30 50 PARRY
LINDSLEY s FEAR

L-11

FROFOSED;
FUIN  DIMENSION

Ly R+

L
Ea

Fa
FA

PA
Fa
B
Pa

P

RC

BA
A
FaA
FA
kA

FA
Fa
FA
EA

(R Ls]

-2
M=4-1

g0

Al-6-Dn A
54D

RS

B -B-D A
Sef-10

EXISTING

MDA
EXISTING
SPCL 3 CFLY
SPCL 4 CPLT

(U TERE

Sedar

M-4-17

M-geDi B

52U

LR R
§-6-Tr
Sl
S-b-D
50

M-g-DijAan
MDD
EXET CPLT
YT

M-
N1
Bi-4-17

AMENIMENTS

F2U9TH [ i

Lxan B VIFLEaS
K271 (RRN LT
E23T14 1Irham

ALY 52241



STREETNAME

+ SEE ELAM

LIYE QAR
LIVE (AR

LG CABLN
LOG CAIIN

LOMBARDY
LOMBARDY
LI BARDY
WEBE CHAPEL
WERH CHAPEL

LOMG ACRE
LOMG ACRE

LF
« SEE LEDBETTER

LOVEERS
LOVERS
LOVERS
LOVERS
LOVERS

LLIMA
LUMA
WILDWEOOD

B L RING
+ BEE CEDAR CREEE

rAHAM
MAHAM

MAIN
<+ SEE AREAMS

MALLOM X
BALCOM X
MALCOM X

MAMANA
Manaha

MAPLE

MAFLE-ROUTH CONNECTION

MAPLESHADE

MAREET CEMNTER
MAREET CENTER

MAREVILLE
MAREVILLE
MAREKVILLE

MARZALLS
MARSALIS
MARSALIS
MARSALIS

HARIE
MARSH

MAREH

MASTERS
MASTERS

LIMITS OF DEFINITION

SRILLMAN w HALL

CITY LIMITS 10 B, BELT LINE

NORTHWEST HIGHWAY 1o STEMMONS FRWY
STEMMOMS FREEWAY 10 HARRY HINES
HARRY HINES 10 WEEB CHAPEL

LOMBARDY 10 MORTHWEST HIGHWAY
WORTHWEST HIGHWAY n SHORECREST

LOOF 12 s JiM MILLER

LEARMON w INWOOD

INWORHD o TOLLWAY

CENTRAL EXFWY i GREENVILLE
GREENVILLE w ARRAMS

ROYAL o WILDWIRAD
LKA 0 SOUTH CITY LT

SPRING VALLEY s CENTRAL EXPRESEWAY

GASTON 101-30
T30 HATCHER

LUNA w0 SPANGLER
SPANGLER 10 DENTON
MOCKINGBIRD w HUDNALL
HUDNALL o OAK LAWN

OAKLAWN 1 MOEINMEY
MIKINMEY 1 CRD

PREETOM wo PLAND CITY LIMIT
HARRY HINES W IRVING

FLOYD o GREERYVILLE
GREENVILLE w LB FREEWAY

JEFEERSDMAHOUSTON VIABLUICT n JEFFERSOM
JEFFERSON 1o 1-35
135 i LEDRETTER

ROSEMEADE i TRINITY MILLE
LEI FEEEWAY o NORTHWEST HIGHWAY

MESQUITE CITY LIMIT 10 US 175

L-12

PROPOSED:
BTN IHMENSION

XEY EXISTING
i E4-U

iC L4+

L4 S4-U*

€ S

C 54U

[ 4.

L+ S-4-10
[LEY .5 I i ]
MA Ml-fi-Cy
MA EPCL T

Bla M-g-DA)

A Sa0e
" S50

C 8410

C g4-1

C MU

c FA

C RIS

C EXTSTING
C SPCL 4L
C EXISTING
(& N

C ga.0m

A ETUDY}
[ S0

C S4-U

C CERT

MA 54U

MA M6
PA Bl A
BA M- A
A M-E-DEAY

AMENIMENTS

R



STHEETNAME

AYLEE
MAYLEE

MOCALLUM
MOCALLUM

MOEINMEY
COLE
CARLISLE
ALLEN

MOEIMMON
+ SEE HARRY HINES

MEATIOW
MEATOW

MEANDERING WAY
BEANDERING WAY
BEANDERING WaAY
MEANDERING WAY

MERIT
MERIT

MERRELL
SOUFTHWELL
MERRELE
MERRELL

MERRIFIELD
MERRIFIELD
MERRIFIELD

BERRIMAN
MERRIMAM

METROEOLITAN
METROMOLITAN

MICAN
+ SEE SCHUSTER

RILEFIELL
MIDDLEFIELD

EUDEARE
BMIDFARK

BUDWAY
MIDWAY
MITWAY
MIDWAY
BLUEROMNET
BLUFEVIEW

MILITARY RWY
+ SEE HASKELL

MULLER
+ BEE ROV AL

MILLETT
MILLETT

MOCEINGEIRL
MOCKINGBRIRD
MOCEINGEIRD
MOCEINGEIRD
MOCKINGRIRL
MOCKINGHIRD

LAMITS OF DEFINITION.

FERGUSON 1o EAST CITY LIMIT

FPRESTON 1 COIT

HIGHLAND PARE CITY LIMITS w0 AKARD
MOKINNEY w CARLISLE

COLE o ALLEN

CARLISLE m MOCEINMNEY

HILLCREST o GREEERVILLE

FRAMEFORD 1 CAMPRELL
CAMPBELL w CLIFFBROOK
CLIFFRROOK w LEI FREEWAY

LET FRWY 1 PARK CENTRAL

LUNA o SHADY TRAIL

SHADY TRAIL 12 HARRY HINES
HARRY HINES 0 MONROE
MONRDE w BROCKBANKE

DAVIE w0 MOUNTAIN CREEK
HIEST w EAGLE FORID
EAGLE FORI} i MOUNTAIN CREEK

FAIR DAKS o ABRAME

1-45 1 DAKLAND

HUTCHINE CITY LIMIT 10 JORDAN VALLEY

MAHAM m CENTRAL EXPRESSWAY

HORTH CITY LIMIT b TRINITY MILLS
LB FREEWAY 1n MOETHWEST HIGHWAY
NORTHWEST HIGHWAY w BLUEBONKET
MIDWAY 1y BLUFFVIEW

ELUEROMNET 10 LEMMON

1-35 40 HOWSTON SCHOOL

TRINITY RIVER 1 IRVING

IRVING w CARPENTER

CARPENTER w STEMMONS
STEMBMONS W INWO00

THW OO e TOLLWAY

CENTRAL EXPRESSWAY o BUCKNER

L-13

IROPOSED:

RLA

Ma
RA
Ma
LR

(] "

aRan

EC

P
Fa
Ma
MA
MA

B
P
FA
Fa
P
)

ML£-Da)
54D

EXST CPLT
EXET CPLT
EXST CPLY
EXST CPLY

hf-a-1

541
Wl-4-L0

g4

TR
541
§-4-1
52U

4D
Sep ELHI
6D #IRGRS

a0

-+ HUHAE

M-t D A
M-S-DH AL
G4
4D
540

MADHA)
M-&-IHA)
5D
BTNl
B4
Bl-h-D A

ED P
1070458

22219]



SIBEETMAME

FOHTEORT
MONTFORT
MONTFCRT

MOODY
« SEE HARRY HINES

HROAN
+ SEE WHEATLAND

MORRELL
MORRELL

BOTOR
MOTOR
MOTOR
BIOTOR

MOUNTAIN CREEE
MOUNTAIN CREEK
MOUNTAIN CREEE
MOUNTAIN CREEK

MUNGER
MUNGER
MUNGER
BARRY
CROGETOWN
FITEHUGH

MURDOCE
+ B3EE DOWDY FEREY

MYRETLE
+ BEE BEX AR

HEWREREY
NEWHERRY

EEWKIRE
HEWKIRE

MOEL
MOEL

HORTHAVEN
NORTHAVEN
NORTHAVEN

KORTHWEST HwY
MORTHWEST HOGHWAY
MORTHWEST HIGHWAY

HCH
MORWICH

HUESTRA
+ SEE MONTFIRT

QA LAWN
PREST{M
AR LAWN
OAK LAWHN
OAK LAWY
OAK LAWK
OAK LAWN

OAKLAND
DAKLAMD

QATES
QATES
DATES

LIMITS OF DEFINTOION

VERDE VALLEY w LB] FREEWAY
LEF FREEWAY i HARVEST HILL

EWING w CETRAR CREST

IEVING w0 1H JSE
[HISE v HARRY HINES
HARRY HINES in MAPLE

SFUR AU i UNNAMED 5W3
UNHAMED SW21 g0 CAMP WIEEDOM
CAMP WISDOM 1 CLARE

BEYAM 1 1-3]

1-30 i PHILIP

FHILE u CROSETOWN
BARRY o FITZHUGH
CROSSTOWN B B CULLLM

LE] FREEWAY 1 CROWN

CROWHN s MORTHWEST HIGHWAY

VERDE VALLEY to LB FREEWAY

HARREY FIINES 1o DENMNIS
MIDWAY 10 WELLCH

WEST CITY LIMIT o TOLLWAY
TOLLWAY 6o LR FREEWAY

SINGLETON 1 FEENCH SETTLEMENT

FROTOSED;

&

FA
PA
PA

ALA
Ala
MA
Ma

FA
PA

HIGHLAND PARK CITY LIMITS o BLACKRURN B

ELACKBUEN w MAPLE
MAFLE p TOLLWAY
TOLLWAY v HARREY HINES
HARRY HINES 10 135

L34 w IRVING BLVD

GASTON o [-30
1-30 1o HATCHER

TEAVY w FERGUSON
FERGIIEON w0 EAST CITY LIMIT

FA
PA
Fé
A
PA

el

R
BA

L-14

B[ Er*
5-4-U

M4

ML #2547
MA-DIA s28087
w2

Ale-DiAF
Sbely HIMGES
AM-&-DiA)"

S54-1»

M-S-T AR
Mub-DN AL
W1-6-Da A0
LR RNETER

g4
S4-re
Bl-6-D It

sS4y
Bt

S5-I
S

54

EXISTING
EXIEZTING
M IH AP
M-6-DiAp
Meh-DEAR
M-6-IKAK

5-4-U
tel=4-L1

AMENTRIENTS

1Ha0z
[JE A

10714544



ETREETMAME

QLD HICKORY

QLD O

DLI¥E
= SEE HARRY HIMES

OZAGE PLAZA
CHAGE FLATEA

CVERTON
DYERETOM
OVERTOM
DVERTOMN

PAGEMILL
PAGEMILL

PARK CENTRAL
PARE CENTRAL

PARE LM
PARE LK
FARE LN
FARE LK

FAREY
FARRY
+ SEE LINDELEY

+ SEE HASKELL
PEAR RIDGE

ARL
+ SEE HARRY HINEE

EEAVY
PEAYY

FEMBERTONM HELL
PEMEERTON HILL

NETLVANLA
PENNSYLYANLA

PENTAGLN
PENTAGON PARKWAY
FENTAGON PARKWAY

EERSIMMON
GOOCH
PERSIMMON

FHILIF
FHILIF

FIERCE

PINELAND
+ SEE EASTRIDGE

ELANDULARE HIGHLANDS
FLANO
PLANO
LAKE HIGIHLANDS

ELAZA
+ SEE WHEATLAND

LIMITE OF DEFINITOON
WHEATLAND w DESOTO CITY LIMIT

CROUCH 1 LANCASTER CITY LIMIT

FRANKFORD oo CONT

COMWAY 1 1-53
[-35 o MLLINOIS
SOUTHERN OAKS e 5. CENTRAL EXPWY

SEILLMAN o MILLER
LHJ FREEEWAY 1o FOREST

HILECREST 1 BOEDEKER
BOEDECKER w0 FAIR OARS
EAlER OABS in ABRAMS

FEAR v B B CLALLUM

HAVERWQOD 1 FEANEFQRD

MOCKINGBIRD 1w BUCKNER
LAKE IUKE e LDOP |2
FOUTH LAMAR w DAKLAND

1.|’.NI:.1.?;TF_I w BONNIE VIEW
BONNIE VIEW 10 HAAS

LANCASTER w TRACY
TRACY w BONKIE VIEW

EAST GRAND in 130

TLLINDGIE k0 BANER

FOREST w LB
LH) po NOETHWEST HIGHWAY
MOBETHWEST IIGHWAY ux BUCKNER

PROPOSELE

e

s ks ]

PA

mn

RC
RC

PA
Pa
L ES

THAENEION

Sde

41

5411

Sl
3 PRI
MDA

B4

4D

R
M-GTH AN
§4.114

Db Ay

5440

-4

h.g.Lm

MU

e
M-

.20
51-U0

S

31U #IMTE

Bl-6-Dx )
Blaf-Dy )
Bi-6-DyA)

AMENDMENTS

B/ LY



LT
PLYMOUTH

SYLVAN
TYLER
FOLE
TYWLER
TYLER
VERNON
FOLE

WAY
FOSTAL WaAY

PRAIRIE CHREEK
PRAIRIE CREEK

EREETRN
PRESTOM
PRESTOMN
PRESTOM
PRESTOMN

ERESTON DAKS
PRESTOMN OAKS
FRESTON DAKS

PREETOMWOCOTY
PRESTONWOOD

E B CULLUM
« SEE SCYENE

EAVEMVIEW
+ SFE IDRDAN VALLEY

RECORL CROGSING
RECORE CROSFING

RET BIRD
RED BIRD
RED BIRD
RED BIRD
+ SEE LAURELAND

BEEDER
REEDER

REGAL ROW
REGAL ROW

BOSEMEADE
ROSEMEADE
ROGEMEALE

ROSS
ROSS

ROV AL
ROYAL
ROYAL
ROYAL
MILLER

EYLIE
RYLIE
+ BEE CAMP WISDDM

EYLIE CREST
RYLIE CREST
RYLIE CREST

~ T
5 BELT LINE
5. BELT LINE

LTS OF DEFINIOON.

HAMPTON o JEFFEREQN

TRIMITY RIVER 10 TYLER
SYLVAN 1o CANTY

CANTY w FEMBROKE

CANTY 1 FEMBROKE
FEMBROKE 1 VERKON

TYLER 1o POLE

VERNON w DESOTO CITY LIMIT

WoOCOMMERCE wn 130

MESQUITE CITY LIMIT s 1635

5H 190 i MAPLESHADE

MAPLESHADE t SPRING VALLEY

SPRING VALLEY o HARVEST HILL
HARVEST HILL o NORTHWEST HIGHW AY

TOLLWAY w MORNTFORT
BIGNTFORT o FRESTON

ARAPAHD wo BELT LINE

STEMMONS FREEWAY 1w HARRY HINES

KIWANIS i CEDAR RIDGE
CEDAR RIDGE 10 1-38
HOUSTON SCHOOL ROAD 1 LANCASTER

FOREST w ROY AL

HAERY HINES wo IRVING

KELLY w 5H 190
SH 150 i TOLLWAY

GREENVILLE 1w CRD

WEET CITY LIMIT w0 STEAMMONS FREEWAY
ETEMBMONS FREEWAY w0 TOLLWAY
TOLLWAY 1o LEI

LET 1 GARLAND CITY LIMITS

PRAIRIE CEEEK EXT w HAYMAREET

LIS 175 o BALCH SPRINGS CITY LIMIT
EHEPHERD m SEAGOVILLE

EALCH SPRINGS CITY LIMIT 1 DALLAS C0O,

5. BELT LINE EXTENSION p BALCH SPRINGE CL

L-16

FROTDEED:

FOTH  DIMENSION  AMENDAMENTS

C g

FA M G-De A"

BA Mb-Day

PA EXST CPLT

A EXST CFLT

FA M-i-DHE)

A MA-D )

PA AM-i-DNEI

C 54D

PA d-6-DnAl

Pa SRl

Fa MDA
(STUDY)

P M-6-DH AL

[ Sdaa*

C 5-4-0

o Sl

N S-40

C nl-a-0

A Bl-faD A

R 54-p*

[ Sadalle

Fa S-b-T*

Fa MIh-DH AL

MA L2 S

C EXISTING

P& Sa-D*

Fa K-t A0

Fa Me&-Dia*

A Mos-D{AY*

RC [XERE

C 4.1

RC M4

FA S-ii-Dr®

Pa MDAyt



ETREET MAME

5 CENTRAL EXPREESWAY
% CENTEAL EXPRESSWAY
L CENTRAL EXPREESWAY

EAM HOUSTON
SAM HOLSTON

SAMUELL
SAMUELL
SAMUELL

SANI BFRIMGS
SAND SPRINGS

SANER
SARER
SANER
SANTA ANNA
EANTA ANMA

SCHROEDER

+ SEE CHURCHILL
SCHUSTER

MICAN

SCHUSTER

SCYEME
B I CULLLUM
SCYENE

SCYEME RD
SCYEKE CIR

4TH
+ BEE M 1382

EEAGOVILLE
SEAGOVILLE
SEAGOVILLE

SHADY BROCH
SHADY BROODE
SHADLY BROOR

SHADY TRAIL

SHADY TRAIL

SHELLEY
SHELLEY
SHELLEY

EFHERLD
SHEPHEED
EHEREY
SHERRY

SHILLAE
SHILOH

IDRECREST
LHORECEEST
EHORECREST

ELVERADGD
SILVERADD

EIMPSON_STUART
+ BEE CAMP WISDIM

SINGLETON
SINGLETON
KINGLETON
CONTINERTAL VIADUCT

LIMITS OF DEFINITION

1-30 80 GOOD LATIMER
LIS 175 s0 HUTCHINS CITY LIMIT

FORENEY su MESQUITE CITY LIMIT

EAST GRAND o WINSLOW
WINELDW 1w 1-3)
B-30 o MESQUITE CITY LIMIT

ST AUGLISTINE 1w SAM HOUSTON
WESTMORELAND w PIERCE
135 e LANCASTER

GABRLAND i SHILOH
BERMAL in SCHUSTER
MICAN w SINGLETON

FPARRY w BCYENE
EE CULLUM w MESQUITE CITY LIMIT

EAST SCYENE CIRCLE vs WEST SCYENE

MASTERS to BALCH SPRINGS CITY LEMIT
HALCH SPRINGS CL s SEAGDVILLE CL

FARE LANE o BLACEWELL
HLACEWELL w0 SOUTHWESTERN

HARRY HINES o RORTHWEST HIGHWAY

LOaP 17 w KNOXVILLE
ENOXVILLE TO COCKRELL HILL

EALCH SPREINGS CITY LIMIT w BEAUFORD
LOKOD ALTO s PRESTON
LE] FREEWAY 1o FERGLUS0N

REGAL ROW i HARRY HINES
HARRY HINES o LEMMON

ARROWDELL o KLEBERG

IRVING CITY LIMIT w 'WALTON WALKER
WALTON WALKER o CANADA
CANADA W TRINITY RIVER

L-17

PROPOSED:

Pa
Fa

LS

LSRN
R1A
[

R

=~

B
FA

L Ral

RC

LY

FA
Pa

TIMIEMSION

EXISTING
6.0

S-4-I

4
EXISTING
§-4-

M-4-1

B0

M-4-17

M-4-U

540

FEEIE

54D
M-I AL

54U

E4-D
S4-D*

S
KL

H4-e

LR
5-4-U

[SEERED

[ R

IR A TN

MU
AR

H-4-De

E-4-L0
Pl-i-E A
Af-6-DI A"

ANENDNLENTS
BRI BRI
kS L N ]



SIREETNAME

SKILLM AN
SEILLMAN

SRYFROST
ERYFROST
LA PALMA

S0UTH LEDRETTER
EOUTH LERRETTER
S0OUTH LEDBETTER

QARS
EOFTHERM OAKS

EOUTHWELL
+ SEE MERKELL

SDUTHWESTERN
SOUTHWESTERN
SOUTHWESTERN
SOUTHWESTERM

SPANGLER
SPANGLER

SPRIMG VALLEY
SPRING VALLEY
SPRING VALLEY
SPRING VALLEY

ST AUGUSTINE
5T, AUGUSTINE
5T, AUGUSTINE
T, AUGUSTINE

L EALL
+ SEE ERVAY

+ SEE BOEDEKER

+ BEE HARRY HINES

STELLA

= SEE CEDAR CREST

ETUMNEWALL
+SEE HASKELL

ETOREY
STOREY

SUNNYVALE
SUNKYVALE

SrLYAN
WY CLIFF
EYLVAN
+ S3EE FOLK

T.L
T

TEAGARDEN
+ SEE FOOTHILL

THRLEPHUEE
+ SEE CLEVELAND

MEBE d
TIMBERGLEN
TIMBERGLEN
TIMBERGLEN

FROFOSED:

LIMITS OF DEFINITIN FUIM DIMENSIDN AMENDMENTS
FOREST w UP RR PA M-h-TH AN
UF RR i LIVE DAK C EXIETING
£, BELT LINE 0 STARK RC Mg
SEYFROST o SEAGOVILLE CITY LIMIT R Mg
ILLINOLS 1 KIEST S E Lo
KIEST w LEDGETTER KA M-6-DiAy*
TLLISNOES w OVERTON C Mod-t)
HIGHLAND PE CLw CENTRAL EXTWY o EXISTING
CENTRAL EXFRESSWAY m GREENVILLE C S
GREENVILLE 1 SEILLMAN T S-a-Ir
WALMUT HILL 1 NORTHWEST HIGHW AY C S-du
TOLLWAY e MONTFORT PA SPCL RO
MONTFORT o PRESTON (ETUIY
FRESTON w COIT PA MDA
EAM HOUSTON o SCYENE C ML
SCYENE 1 FRAIRIE CREER C M40+
FRAIRIE CREEK w MIDDLEFIELD WA -4
WEST CL o0 MORTHWEST HIGHWAY P §-fi-
EIBRST 1o LEDBETTER o 4
HARRY 1INES o [RVING T B[t EIHAS A1aMn
IBWING 0 TRINITY RIVER Fa MDA~
NORTH CITY LIMIT 0 FOREST T S-4r
KELLY 1o MARSH C Badal!
MARSH o MIDWAY C Fed-U%
TOLLWAY o FEAR RIDGE C 54U

L-18



STREETHAME

HEELINE
+ SEE DENNKIS

Ti0cGA
+ SEE WHEATLAND

TRINITY MILLS

E CREEK
TURTLE CREEK
CERAR SFRINGS

LER
+ SEEPOLK

USIWVERSITY
UNIVERSITY
UNIVERSETY

UNNAMED AL
UNKAMED Al

UKNAMED A2
UnHAMED A2

SAMED FI¥]
UMNAMED {TM1}

UntAMED Fpi2
UNMAMED [FM2Z)

] *E]
UNNAMED (NETI

UNHAMED MW
UNNAMED (MWL)

UNNAMETD (NWI)

UNNAMED EE2
UNKAMED (SED)

UNMAMED SEY
UNEAMED (5E3

UNMAMED SE4
LINKAMED (SE4)

URSAMED 5WE
UNNAMED (5WT)

UNMNAMED 5W6
LN AMEL (W6

UNRAMED 5W7
LM ARED (5WT)

VAIL
VAIL
VAL

YERDE YALLEY
VERDE VALLEY
VERDE VALLEY

VERKHON
+ BEE POLKE

V) h
VETERANE

PROFOSEL:

EIMUTEOF BEFINUCION FOIN  PEMENSION ANMENIMENTS
BUDWAY 1w TOLLWAY A M-a-DIAY*

ANVONDALE in CEDAR SPRINGS A EXISTING

TURTLE CREEK w FIELD A EXISTING

LERAON o [NW OO [ 540

WD e TOLLWAY C -

CENTRAL EXPRESSWAY w SKILLMAK [N Sed 1l

E. HFUSTOMN o W HOUSTON c SPCL 4L FIZTI4 T g
ARENA DR, CONK 10 LH. 33E C SPCLAL Jrz.=_r|¢ TET%s
ROSEMEADE 10 HAVERWQOD c L. LAk h] Mk
HILLCREST wn OT o £4-10%

CIlEh-:MJl.TN -3 C S-4-1*

135 w LEF FREEWAY C LR

HAREY HINES 10 UNNAMED NW1 C S-0-D®

BYLLE 1433 = 5-4-17e

HUTCHINS CITY LIMIT 1 WITT ROAD C Sedatl®

14638 1o TELEPHONE [ LER

WHEATLAND w0 CLARK EC 410"

MOUNTAIN CREEK o MERRIFIELD . I 5210

WALTON WALKER o UNNAMED (5Wh) i Sed-11*

TIMBERGLEN v FRANKFORD [ LR

FRAMEFORD 1o TRINITY MILLS L S4-D

THLLWAY to NOEL ETUDY

NOEL pa MONTFORT (STUDY)

ANN ARBOR w LOOP 12 C EXISTING

L-19



VICTORY
WICTORY
VICTORY
VICTORY

VILRIG

MILLAGE FAIR
VILLAGE FaAlR

W, COMMERCE
W, COMMERCE

WALNUT HILL,
WALNUT HILL
WALNLT BILL
WALNLT HILL
WALNUT HILL
EINGSLEY

WAL
WALMNUT 8T

WALTON WALKER
WALTON WALKER

WEER CHAREL
+ SEE LOMBARDY
+ 5EE WEER CHAFEL

WEBE CHAPEL EXT.
WEHH CHAREL EXT
WERE CHAPEL EXT.

WESTGROVE
WESTGROVE

WESTMORELAND
WESTMORELAMND
WESTMORELAND

WHEATLAMD
WHEATLAKD
WHEATLAND
WHEATLAND
WHEATLAND FLAZA
FLAZA,

MORGAN
THIGA

WICHITA
WICHETA
WICHITA

WICHITA EXT

WICHITA EXTENSHON
WILDW ORI

« SEE LUNA

WILLOUGHET
WILLOUGHEY

WIHELOW
WINFLOW

WITT
WITT
WRODY
WOODY

LIMOTS OF DEFINITION.

CONTINENTAL s LAMAR
LAaMAR o ARENA
AREMNA ® LH. 35E

CANADA 1 FORT WORTH

LEDHETTER tr ANN ARBOR

WESTMORELAND w FORT WORTH

LUNA s SFANGLER

SPANGLER w STEMMONS FREEWAY
STEMMONG FREEWAY 10 TOLLWAY
TOLLWAY w KINGELEY

WALNUT HILL w LB! FREEEWAY

LIU FEEEWAY 10 EAST CITY LIMIT

ILEIPHS w LEDBETTER

LEF FREEWAY o LOMEARDY

LOMBEARDY o BORTHWEST HIGHWAY

NORTHWEST HIGHWAY w HARRY HINES

TOLLWAY s KNOLL TRAIL

TRINITY RIVER o WHEATLAND
WHEATLAND w DE 2070 CITY LIMIT

MOUNTAIN CREEK i CLARE
DEIMCANYILLE CL po 1335

[-38 1 HOUSTON SCHOOL

LANCASTER CITY LIMIT 10 LANCASTER
LAMNCASTER 1w MORGAN

PLAZA 1 TIOGEA

BEDRGAN e J7 LEMMON

FIELD 1o E. HOUSTON
E. HOUSTON so W, HOUSTON

ALAMD w0 HOUSTON

WHEATLAND w BECKLEYMEADE
EAST GRAND 0 1-3)
LARCASTER CITY LIMIT s BLANCO

ELEBEEG v SEAGOVILLE

L-20

PROTOZELR:
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THOROGHFARE PLAN — SPECIAL CROSS SECTIONS

Street Section Special Cross Sectign Description

Arapaho Road
Tollway to Knoll Trail . R lanes divided, 120" R.0.W,

Caruth Haven Lane

M. Central Expwy. to Geeenville 5 lanes divided, 92°-112" R.OW.
Greenville te Souhwestern 4-6 lanes undivided, 607 - 1157 RO
Clark Read
Spur 405 1o Eedar-Hih-E-b-[ Danieldale] @ lanes divided, 120' R.OW.
CEDVFair Park Link
Exposition 1o Qakland 5 lanes undivided, 539 pavemnent, 800 R.OW,
Crakland 1o Ceniral Business Disirict F lanes undivided, 59 pavermnen 7257 RO,
Continental Avenue
[-35 w E. [N] Houston 4 lane eastbound coupler, 700 - 75" R.OW,
E. [N] Houston to McKinney 3 lane easibound coupler, 56' - 64' R.OW

Exposition Avenue

CBDYFair Park Link o Parry 5 lanes undivided, 59° pavement, 80" R.OW
Forest Lane
Josey 1o East Ciry Limins & lanes divided, 120° R.OUW,

Good Latimer Expressway

Bryan 1o Swiss 4 lnnes divided, 108 R.O0W,

Swizs 1o Gaston 4 lanes divided . existing R.O.W,

Giaston 10 Elm 4 lanes divided, existing R.OW,
Gurley Strect

Haskell 1o Fair Park 4 lanes divided, 60° B.OW. w/80° building line
Hall Streen

Cemtral Expressway 1o Flora 2 lanes undivided, 40° pavement, 40° B.OOW
Haskell Boulewvard

Blackburn to Lemmon 6 lanes divided, 160" R.OW. 130" R.OW,

Lemmon o Morth of 1-30 O lapes divided, 160" R.0.W

[M]Houston Street
McKinney 1o Continental 4 lanes divided, 80" « 90" B.OW,

M. Houston Street
Continemal o Arena 4 lame northbound couplet, 647 - 677 R.OUW,
Wictory 1o 1400 Norh 4 lanes undivided, 64 R.OUW,
Arena Dr 1o Harry Hines 4 lanes divided, variable 80" 1o 150° R.O. W,

Jefferson Boulevard

Colarado to Fleming 5 lames divided, 57" paverment, 90" R.OW. 3

northbound/2 southbound lanes
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Laimar Steeet
™ Howston 1w 225" East of 1-35
225" Eastof I-35 10 [ -35

Lovers Lane
M. Central Expwy. to Greenville

Maple Avenus
Hudnall to Oak Lawn

Spring Valley Road
Tollway to Mantfort

Unnamed Al
M. Houston o Victory

Unnamed A2
MW, Housion o B-35

Wichory
Continental 1o Lamar
Lamar to M. Hoaston

B, Houston o 1.H. 35E

Wichita Street
Field 1o M, Housion
M. Houston to Yictory

Yale Bowlevard
M. Central Expay. to Greenville

3 lane westhound coupler, 53" - 56" R.OUW,
4 lane westhound couples, 64" R.OVW.

T lames divided, 125" B.0O.W.

4 lanes undivided, 42" pavement

8 lanes divided, 120" RO,

4 lanes undivided, 70" B.OOW

4 lames undivided, &4° R.OW.

3 lane sowthbound coupler, 50" B.OW,
4 lane southbourd couplet, 64" - 80" R.OUW
4 lane divided, 80" < 200" R.OUW,

6 lames undivided, 122 R.OOW. w/ aux. lanes
5 lanecs undivided, 75 w 86" R.OUW. w! aux
lanes

3 lanes undivided, 1007 RO,
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APPENDIX A

EXCERPT FROM THE CITY OF DALLAS PLANNING POLICIES

Transportation Section
Adopted July, 1984

This appendix contains the Transportation goals, objectives, and policies in Section 1 of the Planning
Policies Resolution. Numbers in parenthesis reference the corresponding policy cited in the
"Framework" section of the plan.

GOAL 1 IMPROVE REGIONAL COOPERATION IN TRANSPORTATION PLANNING,
CONSTRUCTION AND OPERATIONS

Objective 1.1

Policy 1.11

Policy 1.12

Policy 1.13

Policy 1.14

Policy 1.15

Objective 1.2

Policy 1.21

Policy 1.22

Policy 1.23

Improve coordination between local plans and regional transportation plans to
ensure continuous freeways, thoroughfares and transit routes of adequate capacity
and compatible design. (E2.0)

Provide strong City participation in the Regional Transportation Council of the
North Central Texas Council of Governments which serves as the regional
transportation planning body. (E2.1)

Coordinate City plans for local highways and public transportation with the State
Department of Highways and Public Transportation. (E2.2)

Encourage needed highway improvements to achieve a reasonable service level
for the portion of travel demand which transit cannot to assure regional mobility
and access to intra-state and inter-state services. (M2.6)

Ensure that road planning meets bus movement through cooperation with the
Dallas Area Rapid Transit Authority. (E2.6)

Establish mechanisms for coordination of transportation and land use planning
between the City of Dallas, Dallas, Collin, Tarrant, and Denton Counties, and our
neighboring cities. (E2.2)

Coordinate capital expenditures for transportation improvements with other
government agencies. (E2.0)

Coordinate City funding schedules with state and federal highway improvement
programs. (E2.3)

Encourage Dallas, Collin and Denton Counties to establish a priority system for
road bridge funds and capital consistent with City priorities and based on needs.
(E2.4)

Coordinate local transportation improvements with improvements to transit facilities
made by the Dallas Area Rapid Transit Authority. (E2.6)
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Objective 1.3  Coordinate the operations of transportation facilities with the state and local
jurisdictions. (E2.0)

Policy 1.31 Encourage the State Department of Highways and Public Transportation to provide
High-Occupancy Vehicle lanes where practical, more ramp meterings, better signal
coordination and more accident removal/investigation sites on local highways.
(E3.5)

Policy 1.32 Coordinate the establishment of bus lanes on arterial streets and signal timing
along bus routes with Dallas Area Rapid Transit. (E2.7)

Policy 1.33 Coordinate traffic signal integration in the Dallas metropolitan area, and other
projects with adjacent local jurisdictions. (E2.7)

GOAL 2 MAXIMIZE THE USE OF AVAILABLE FEDERAL AND STATE ASSISTANCE IN
COMPLETION AND MAINTENANCE OF THE TRANSPORTATION SYSTEM

Objective 2.1  Encourage increased State and Federal expenditures where and when needed.
(E3.0)

Policy 2.11 Support improvements of freeways approved by the City and the Regional
Transportation Council, including completion of the Interstate System, State
Highway 190, Central Expressway, and the Dallas North Tollway Extension. This
should be done with sensitivity to noise buffering and other environmental
concerns. (E3.1)

Policy 2.12 Encourage continuation and expansion of the Federal Aid Urban System program
with block grants to cities for local thoroughfare improvement. (E3.2)

Policy 2.13 Support appropriate legislation to expand other state and federal programs for
transit, highway improvements, railroad crossing safety improvements and traffic
signal improvements. (E3.3)

Policy 2.14 State and federal policies restricting the use of areas over, under or within any
highways to public nonprofit ventures should be modified to also allow private profit
or nonprofit ventures.

GOAL 3 ENSURE THAT THE EXISTING AND PLANNED TRANSPORTATION SYSTEMS
SHALL HAVE SUFFICIENT CAPACITY TO SUPPORT EXISTING AND PLANNED
LAND USE

Objective 3.1  Coordinate citywide, neighborhood and transit station area transportation and land
use planning. (03.1)

Policy 3.11 Prepare a citywide growth policy plan which generally growth centers, stable areas,

and redevelopment areas, as well as the major transportation infrastructure
improvements needed support the plan. (Q3.2)
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Policy 3.12

Policy 3.13

Policy 3.14

Obijective 3.2

Policy 3.21

Policy 3.22

Poalicy 3.23

Objective 3.3

Policy 3.31

Policy 3.32

Policy 3.33

Reduce reliance on the private automobile and reduce traffic impacts encouraging
development at designated growth centers which have a full range of existing or
funded transportation service (transit, arterial streets and supporting modes).
(M2.1)

Prepare neighborhood plans, where appropriate with participation of businesses,
property owners, and neighborhood groups which encourage the maximum use of
existing transportation facilities before creating additional capacity, and which
reconcile citywide access and mobility objectives with neighborhood business and
residential land use objectives. (MI.4/M1.5/Q1.4)

Prepare Station Area Design and Development plans with participation businesses,
property owners and neighborhood groups for each transit station which provide for
access to the station and establishment of land use policies for each station area.

The transportation system shall be planned, designed and constructed to
adequately serve existing zoning and land use. It is our intention that the timing of
construction of the system shall coincide with increases or projected increases in
traffic (E1.4)

The City, through its thoroughfare planning, an ongoing five to six year capital
improvement program, and creative transportation system management shall
adequately serve increases in traffic within existing zoning and land use. (M1.0)

There shall be private sector participation in development- related transportation
improvements, if necessary, commensurate with the impact of private development
on the transportation system. (E1.5)

Both the public and private sectors should reduce traffic demands by encouraging
carpooling, vanpooling, remote parking, transit usage, alternative work hours,
mixed use development, and other beneficial measures. (M2.3)

Changes in zoning shall require a review of the capacity of the existing
transportation system, as well as its ultimate planned capacity.

If the existing or planned transportation system is inadequate to handle the
proposed zoning change request, the request should be denied unless
improvements are jointly funded or solely funded by the developer.

Public-private cooperation in funding transportation improvements to serve zoning
change requests should be utilized where appropriate. (E1.5)

The timing of development in a zoning change request should be coordinated with

the anticipated dates of transportation improvements, as established by the City
Council.
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GOAL 4 IMPROVE ACCESS AND MOBILITY BY PROVIDING TRANSPORTATION SYSTEM,
INCLUDING FIXED GUIDEWAY TRANSIT, BUSES, HIGH OCCUPANCY VEHICLE
LANES, HIGHWAYS AND ROADS

Objective 4.1

Policy 4.11

Policy 4.12

Policy 4.13

Objective 4.2

Policy 4.21

Policy 4.22

Policy 4.23

Policy 4.24

Policy 4.25

Policy 4.26

The continued growth of Dallas is substantially dependent upon planning for and
encouraging a high quality transit system which benefits the City as a whole.
Recognizing that time is of the essence, the City of Dallas, in conjunction with
DART, should actively pursue the implementation of such transit system as soon
possible. This system would substantially increase transit ridership and improve
area mobility. (M2.2)

Coordinate with the Dallas Area Rapid Transit Authority to refine rail alignments,
station locations and to assure construction of the rail system in a timely manner.
(M2.2)

Establish public transit authority facility uses in the development Code and provide
a formal procedure for permitting those uses, such as that required for planned
development districts, as well as specific use permits as are now required, unless
the existing zoning allows the principal use (bus shelter, bus station, rail station,
power substation, etc.)

Support the environmental and community participation criteria adopted by DART
in the Service Plan which includes a review and approval procedure involving
neighborhood organizations and interest groups. Land use planning shall continue
to be the responsibility the City of Dallas.

Maintain or establish zoning in the vicinity of transit that is compatible with the
existing or desired development through the preparation and adoption of station
area land use plans.

Encourage stabilization of existing uses and densities around transit stations that
are located in or adjacent to low-density, largely residential areas.

Encourage neighborhood-serving uses and community facilities to be located at or
near transit stations and to share parking.

Minimize noise and other adverse station impacts by providing adequate buffering
between transit station development surrounding neighborhoods.

Increase the potential for home/work transit ridership by encouraging medium to
high density mixed use development around transit stations in areas where
redevelopment or new development should occur.

Ensure provision of adequate public facilities (such as sewer, water, and streets)
that are compatible and supportive of the desired levels of development around a
transit station.

Provide incentives to achieve development objectives around stations.
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Policy 4.27

Policy 4.28

Objective 4.3

Policy 4.31

Policy 4.32

Policy 4.33

Policy 4.34

Policy 4.35

Policy 4.36

Policy 4.37

Policy 4.38

Policy 4.39

Policy 4.40

Ensure adequate vehicle, pedestrian, and bicycle access to and from stations.
Feeder buses should have access from major or secondary thoroughfares rather
than from residential or other minor streets where possible.

Expand and improve bus services that are rapid transit service and assure mobility
in areas not served by transit stations.

Maintain an adequate arterial street system in a coordinated cost-effective manner.
Transit cannot accommodate the majority of regional travel demands, so we must
continue to plan, construct and operate an arterial street system which meets the
access and mobility needs of motorists, surface transit and other users. (M2.0)

Protect needed right-of-way by establishment of right-of-way standards, building
setback lines and dedication of public right-of-way during the development review
process (subdivisions and zoning change requests). (MI.3)

Design shall follow established engineering efficiency, sound environmental
criteria, and assure cost effectiveness. (E1.1)

Capacity of future thoroughfare shall be based on anticipated need as analyzed by
accepted travel modeling and forecasting techniques consistent with the analysis
process of Policy 4.37. (M1.2)

The Thoroughfare Plan shall provide a hierarchy of street types based on the
function(s) the street must perform, including provisions for transit. (MI.1)

The citizen participation aspect of transportation planning should be expanded to
provide a continuing dialogue with citizens, property owners, and the business
community. (01.1)

Equitable compensation and relocation assistance to the owners of real property
affected by publicly-funded improvement projects will be provided. The existing
guidelines adopted by the City Council should be reviewed periodically to ensure
consistency with established practice as determined by applicable court decisions
and legislation.

All standard Transportation System Management techniques (minor widenings,
signal improvements, channelization, parking restrictions, contra-flow/reversible
lanes, high occupancy, etc.) will be considered when examining alternatives
determined by Policy 4.33 consistent with overall cost-effectiveness. (M1.6)

Transportation improvement projects shall be reviewed by the City Council prior to
inclusion in any federal, state, county or city funding program and priorities
established. (E1.6)

Establish a funding mechanism to provide continued improvements and
maintenance of already completed thoroughfares to eliminate critical bottlenecks.
Traffic signal timing synchronization effects shall be given a high priority. (E1.7)

Coordinate with the Dallas Independent School District to assure adequate ingress
and egress to school sites, and movement.
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GOAL 5

USE THE PARKING SUPPLY AS A TOOL TO ACHIEVE PLANNING OBJECTIVES

(M2.4)

Objective 5.1

Policy 5.11

Policy 5.12

Policy 5.13

Obijective 5.2

Policy 5.21

Policy 5.22

Policy 5.23

Policy 5.24

Objective 5.3

Palicy 5.31

Policy 5.32

Policy 5.33

Policy 5.34

Encourage transit ridership by promoting appropriate types and levels of parking.
(M2.4)

Provide adequate commuter parking facilities at rapid stations/stops and bus
transfer points if needed and if appropriate for adjacent land uses.

Consider establishment of auto-free zones in selected transit areas and provide for
sufficient perimeter parking facilities if such zones are determined to be appropriate
and can be equitably established.

Encourage the use of public transit by granting parking within transit-oriented areas
and providing inexpensive parking near transit stations and transfer points in the
city where appropriate.

Provide appropriate types and levels of parking to serve the Central Business
District.

Provide for the development, regulation, financing, and operation of public parking
facilities where needed, if the private sector to provide such facilities.

Expand the CBD peripheral parking/shuttle service commensurate with demand.

Provide more hourly/short term parking within the CBD core area encourage
relocation/development of long-term parking at the edges of the CBD,
commensurate with the availability alternatives to long-term parking in the core

Provide low-cost, conveniently-located parking spaces for high occupancy vehicles
to help alleviate parking deficits and traffic congestion. (M2.4)

Provide sufficient parking in the inner city and newly developing areas.

Manage on-street parking and loading developing a schedule of fees for use of the
public right-of-way, expanding the use of parking meters to ensure turnover and
recover costs, and establishing procedures to develop alternative off-street
facilities.

Provide parking alternatives in lieu of open surface parking where deficiencies exist
in commercial areas, historic districts institutional districts and in residential
neighborhoods in a manner compatible with the area.

Improve the appearance of parking areas through better urban design
requirements (setbacks, screening, landscaping, below grade design, architectural
alternatives, etc.).

Encourage with appropriate incentives the active participation of the private sector

in the development of an effective parking systems (air rights, subsurface rights,
development bonds, etc.)
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Policy 5.35

Net income obtained from City-sponsored parking-related activities should be used
primarily for the development of parking facilities and administration of parking
programs.

Policy 5.36 Periodically reexamine and redefine the parking requirements for different land
uses to ensure they accurately meet demand.
GOAL 6 ENCOURAGE THE EXPANSION AND IMPROVEMENT OF RAILROAD FACILITIES

Objective 6.1

Policy 6.11

Policy 6.12

Policy 6.13

Policy 6.14

Policy 6.14

Policy 6.16

Policy 6.17

Coordinate planning with railroad companies to reduce conflicts between trains and
arterial street traffic.

Encourage main line railroad grade separation/relocation to develop a system of
high-speed, grade separated through routes, one east/west and one north/south.

Stimulate redevelopment on inner-city yards through consolidation at a central
marshaling facility (a single, large, multi-user yard facility) or relocation of this
function to other areas along existing main lines.

Support the efforts of the State Legislature to establish high speed, inter-city rail
transportation on dedicated, grade-separated double track.

Encourage DART operations and railroad operations to be mutually beneficial.

Encourage higher standards of construction, maintenance and operation through
special incentives if justifiable.

Encourage greater communications and cooperation concerning public safety
among the railroads, the City and public through a central planning body such as
the Citizen’s Safety Advisory Committee.

Ensure adequate rail access to industrial areas by coordinating zoning and rail
planning.
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APPENDIX B
EXCERPTS FROM THE CITY CHARTER AND DEVELOPMET CODE

CITY OF DALLAS
CHARTER
CH. XV, 8
SECTION 8. THOROUGHFARE PLAN.

The city council shall by ordinance adopt a thoroughfare plan. A thoroughfare plan now in existence or
hereafter adopted by the city council shall not be changed except by an ordinance duly adopted after a
public hearing as herein provided.

Prior to any changes in a thoroughfare plan, the city council shall hold a public hearing. Written notice
of all public hearings before the city council on proposed changes in the thoroughfare plan shall be sent
to owners of real property lying within 200 feet of the area of the proposed change, such notice to be
given, not less than 10 days before the date set for hearing, to all such owners who have rendered their
said property for city taxes as the ownership appears on the last approved city tax roll. Such notice may
be served by depositing the same, properly addressed and postage paid, the United States mail.
(Amend. of 1-17-81, Prop. No.3)
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SECTION 51A-9.101 DALLAS CITY CODE SECTION 51A-9.202

ARTICLE IX. THOROUGHFARES
Division 51-9.100
Thoroughfare Plan Amendments

SECTION 51A-9.101. THOROUGHFARE PLAN DEFINED.

For the purposes of Section 8, Chapter XV, Dallas City Charter, as citizens of Dallas at an election held
on January 17, 1981, the thoroughfare plan of the City consists of Ordinance No. 15277, as amended,
THOROUGHFARE PLAN-CITY OF DALLAS, TEXAS and Ordinance 13262, as amended, CBD
STREETS AND VEHICULAR CIRCULATION PLAN. These two ordinances are hereby designated and
will be referred to as the "thoroughfare plan.” (Ord. 19455)

SEC. 51.9.102. THOROUGHFARE PLAN AMENDMENT PROCESS.
(a) Initiation of Thoroughfare Plan Amendments
(1) Proposed changes in the thoroughfare plan maybe initiated by the city staff, city plan
commission, thoroughfare committee, or the city council by referring to the proposed

change to the city manager for study and recommendation.

(2) Proposed changes in the thoroughfare plan may also be initiated by any person who
submits the following to the department of transportation:

(A) An application, on a form provided for that purpose, with all required
information completed.

(B) The required fee.

(3) For the purpose of this article "city manager" means the city manager or the city
manager's designee.

(b) Commission report and recommendation required.

(1) The commission shall make a report and recommendations to the city council on all
proposed amendments to the thoroughfare plan. The commission may appoint a
thoroughfare committee to study proposed amendments to the thoroughfare plan.

(2) The city manager shall conduct those studies necessary for the commission to make
its recommendation and report to city council.

(3) The commission shall hold a public hearing to allow proponents and opponents of an
amendment to the thoroughfare plan to present their views.

(4) Before the commission holds the public hearing on an amendment to the
thoroughfare plan the city manager shall give notice of the public hearing in the
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()

(6)

(7)

official newspaper of the city at least 10 days before the hearing.

In addition to notice by publication, if the amendment to the thoroughfare plan is a
change in a thoroughfare classification or route description, the city manager shall
send written notice of a public hearing on the proposed change to all owners of real
property in the area of change lying within 200 feet of the existing right-of-way line if
the propose change will narrow the right-of-way, or within 200 feet of the proposed
right-of-way if the proposed changes will widen the right-of way. The measurement
of the 200 feet includes streets and alleys. The notice must be given not less than
10 days before the date set for the hearing by depositing the notice properly
addressed and postage paid in the United States mail to the property owners as
evidenced by the last approved city tax roll.

The commission shall make its recommendation on a proposed amendment to the
thoroughfare plan from staff reports of the city manager, field inspections and
evidence presented at the public hearing.

The city manager shall forward to the city council the commission’s recommendation
and report as well as the staff recommendation on amendments to the thoroughfare
plan.

(c) City council action.

(1)

(2)

(3)

(4)

Before the city council holds the public hearing on an amendment to the
thoroughfare plan, the city manager shall give notice of the public hearing in the
official newspaper of the city at least 15 days before the hearing.

In addition to notice by publication, if the amendment to the thoroughfare plan is a
change in a thoroughfare classification or route description, the city manager shall
send written notice of a public hearing on the proposed change to all owners of real
property in the area of change lying within 200 feet of the existing right-of-way, or
within 200 feet of the proposed right-of-way line if the proposed change will widen
the right-of-way. The measurement of the 200 feet includes streets and alleys. The
notice must be given not less than 10 days before the date set for the hearing by
depositing the notice properly addressed and postage paid in the United States malil
to the property owners as evidenced by the last approved city tax roll.

The written notice of a hearing before the city council may be combined with the
written notice of a hearing before the commission if the date of the city council
hearing is known at the time of sending commission hearing notices.

An amendment to the thoroughfare plan requires the favorable vote of a majority of
the members of the city council present. (Ord. 19455)
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Division 51-9.200

Approval of Alignment of Thoroughfares

SECTION 51A-9.201. PROCEDURES FOR ESTABLISHMENT OF THOROUGHFARE ALIGNMENT.

(@) In cases where the city must purchase right-of-way to construct a freeway, major

thoroughfare, secondary thoroughfare, or a street in the CBD, before initiating purchasing
procedures, the city manager shall present to the city council, the city staff recommendation
for alignment of the roadway and its appurtenant facilities based on engineering criteria.

(b) If the city council determines that the nature of the proposed alignment does not warrant a

(c)

public hearing, the city council may approve the alignment by majority vote of city council
members present.

If the city council determines that the nature of the proposed alignment requires notification
of affected property owners and a public hearing, the city manager shall send written notice
of a public hearing on the proposed alignment to all owners of real property lying within 200
feet of the proposed right-of-way line. The measurement of the 200 feet includes streets
and alleys. The notice must be given not less than 10 days before the date set for the
hearing by depositing the notice properly addressed and postage paid in the United States
mail to the property owners as evidenced by the last approved city tax roll.

(d) After a public hearing, the city council may approve an alignment by a majority vote of the

city council members present.

(e) After an alignment has been approved by the city council, the alignment may not be

(f)

changed in a way that will require the purchase of additional right-of-way unless the change
is approved by the city council following the same procedures for approval of an original
alignment in accordance with Subsection (b) and (c).

For the purpose of this article “alignment” means the location of right-of-way lines, curb

lines, and roadway placement of a freeway, major thoroughfare, secondary thoroughfare, or
a street in the CBD. (Ord. 19455)
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SECTION 51-9.202. PROCEDURE FOR APPROVAL OF STATE OR COUNTY THOROUGHFARE
IMPROVEMENT.

(a) Before the city gives its approval of a construction plan for a freeway, major thoroughfare,
secondary thoroughfare, or street in the CBD by the state or county, the city manager shall
present the proposed construction plan to the city council for review.

(b) If the city council determines that the nature of the proposed construction plan does not
warrant a public hearing, the city council may approve the construction plan by majority vote
of the city council members present.

(c) If the city council determines that the nature of the proposed construction plan requires
notification of affected property owners and a public hearing, the city manager shall send
written notice of a public ¢ hearing on the prosed construction to all owners of real property
lying within 200 feet of the proposed right-of-way line. The measurement of the 200 feet
includes streets and alleys. The notice must be given not less than 10 days before the date
set for the hearing by depositing the notice properly addressed and postage paid in the
United States mail to the property owners as evidenced by the last approved city tax roll.

(d) After a public hearing the city council may approve a construction plan by the state or county
by a majority vote of the city council members present.

(e) The public hearing on a construction plan of the state or county may be held jointly with the
state or county. (Ord. 19455)
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APPENDIX C

THOROUGHFARE PLAN AMENDMENT PROCESS
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APPENDIX D
INTERSECTION IMPOVEMENTS

Prior transportation studies and accident records were reviewed to compile a list of intersections that
should be considered for evaluation and application TSM measures. These sources include:

City Staff Recommendations —a list reflecting operational deficiencies revealed by district
engineering personnel and traffic impact studies included in development review cases;

Forecasted Volume to Capacity Analysis (source #1) — a method which used modeled traffic
projections to identify critically over-capacity intersections;

Dallas Strategic Plan Recommendations (source #2) — a study which identified intersection
improvements based on weighted scale, taking into account accidents, volume, and transit
usage;

1985 Bond Project Proposals (source #3) — a listing of prioritized intersection improvement
candidates submitted for funding;

Parkway Center Study (source #4) — a special study subarea document which identified
intersections targeted for improvement;

Oak Lawn Study (source #5) — a special study subarea document which identified intersections
targeted for improvement; and

High Accident Location (source #6) — a compiled listing of intersections with a high number of
accident occurrences.

The list of intersections is given below with the intersections grouped by corridor and a few
intersections outside of the corridors listed by subarea of the city. Those intersections marked with an
asterisk fall within more than one corridor.

Listing of Identified Intersections and Sources

Loop 12 / Northwest Hwy. Corridor
Abrams and Northwest Hwy. #6
Dallas N Tollway and Walnut Hill #1*
Abrams and Skillman #3, 6

Audelia and Northwest Hwy.*
Garland and Northwest Hwy. #6*
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Harry Hines Corridor

Cedar Springs and Mockingbird #2*
I-35 and Royal #1, 6

Continental and 1-35 #6

[-35 and Walnut Hill #1, 6*

Corinth and Industrial #3

Josey and LBJ #1*

Crown and Newberry #1

Kiest and Lancaster #6

Crown and Newkirk #1

Lancaster and Ledbetter #2, 3*
Denton and LBJ #1

Lucas and Maple #6

Dallas N Tollway and Oak Lawn #1
Luna and Royal #1*

Dallas N Tollway and Wycliff #3, 5
Maple and Oak Lawn #1, 2, 3,5
Maple and Wycliff #1, 2, 3, 5, 6
Forest and LBJ #1, 6*

Hudnall and Maple *

Mockingbird and Harry Hines

I-35 and Mockingbird #1, 2, 3, 6
Northwest Hwy. and Harry Hines
I-35 and Oak Lawn #6*

Walnut Hill and Harry Hines #6
I-35 and Regal Row #1, 6

Wycliff and Harry Hines
Marsh/Hampton Corridor

Camp Wisdom and US 67
Jefferson and Hampton #6

Cedar Springs and Inwood #2, 3
Josey and LBJ #1*

Cedar Springs and Mockingbird #2*
LBJ and Hampton #6

LBJ and Marsh #1, 6

Forest and Marsh #1*

LBJ and Midway #1, 6

Hudnall and Maple *

LBJ and Webb Chapel #1*

I-35 and Inwood #1, 6

D-2



Coit Corridor

Central and LBJ #6

Frankford and Hillcrest *
Churchill and Coit

Hillcrest and LBJ #1, 6

Emily and Coit #1

Hillcrest and Spring Valley *
Forest and Coit #1*

LBJ and Coit #1, 6

Frankford and Coit

Spring Valley and Coit

Belt Line Corridor

Arapaho and Dallas Parkway #1
Hillcrest and Beltline

Hillcrest and Spring Valley *
Arapaho and Knoll Trail #1, 4
Knoll Trail and Beltline #4
Dallas Parkway and Beltline #1, 4*
Preston and Beltline #2, 3, 4, 6*
Dallas Parkway and Verde Valley #1, 4*
Forest Lane Corridor

Abrams and Forest

Inwood and Forest #1, 2, 3
Abrams and LBJ #1, 6

Inwood and LBJ #6*

Audelia and Skillman/LBJ #1, 6*
Josey and Forest #1

Central and Royal #1

Josey and LBJ #1*

Coit and Forest #1*

LBJ and Forest #1, 6*

Dallas N Tollway and Forest #1
LBJ and Midway #1, 6*

Dallas N Tollway and Harvest Hill #1, 6*
LBJ and Montfort #1*

LBJ and Webb Chapel #1*
Dallas N Tollway and Royal #1*
Marsh and Forest #1*
Greenville and Forest
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East Dallas Corridor

Abrams and Mockingbird #6
Greenville and Mockingbird #1, 6
Central and Haskell #1
Central and Lemmon #1, 5, 6
Knox and McKinney #5
Central and Mockingbird #1, 6
Matilda and Mockingbird #6
Central and RLT #6
Mockingbird and Skillman
Cole and Knox #5

Far North Dallas Corridor
Frankford and Marsh

Midway and Rosemeade
Frankford and Midway
Rosemeade and SH 190 #1
SH 190 and Preston

Marsh and SH 190
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APPENDIX E
Sherry Lane

A. Sherry Lane is designated as a four lane undivided collector (S-4-U) with additional right-of-way
to be acquired as adjacent properties redevelop;

B. That any widening of roadway (pavement) of Sherry Lane between Douglas and Preston occur
in increments of one blackface (as opposed to % of a blockface or one and a half blockface,
etc.). For the purpose of this motion, the term blockface” means the portion of a roadway
adjacent to all the lots on one side of a block;

C. That the council enact an ordinance to establish building lines along Sherry Lane between
Douglas and Preston, that includes a provision allowing development rights to be transferred.

E-1



APPENDIX F

Harry Hines Boulevard

A.

That, within 90 days of the commencement of design studies concerning Harry Hines between
Mockingbird and Wycliff, the City notify in writing all parties listed on Attachment A of the
resolution concerning Harry Hines approved by the Board of Directors of University Medical
Park, which resolution shall be attached to the Thoroughfare Plan as park of Appendix F;

. The City solicit active and continuous participation by the membership of University Medical

Park in the design of a comprehensive plan to widen Harry Hines;
That adequate provisions be made to allow pedestrians to cross Harry Hines safely;

That adequate provisions be made to permit easy vehicular access to all medical facilities and
institutions located along Harry Hines between Mockingbird and Wycliff;

That Harry Hines have an attractive, well-landscaped appearance to enhance the University
Medical Park area.
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