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- e R pgolution

R-1314-112

A RESOLUTION OF THE COUNCIL OF THE CITY OF NORMAN,
OKLAHOMA ADOPTING THE COMPREHENSIVE TRANSPORTATION
PLAN ESTABLISHING A FRAMEWORK FOR TRANSPORTATION
DECISIONS AND IMPROVEMENTS THAT ARE PLANNED, DESIGNED
AND MAINTAINED TO INTEGRATE VEHICULAR, WALKING,
| BICYCLING AND TRANSIT USE WHILE PROMOTING SAFE AND
EFFICIENT OPERATIONS FOR ALL USERS IN THE COMMUNITY.

§1. WHEREAS, the Norman City Council adopts its first Comprehensive Transportation
Plan; and

§ 2.  WHEREAS, the Comprehensive Transportation Plan is based on guiding principles,
goals and objectives established as part of the 2011 Community Listening Phase and
reflect the desire for safe, convenient and widely available well connected modes of
transportation for all people; and

§3. WHEREAS, the Comprehensive Transportation Plan expands on the work of the Norman
2025 Land Use and Transportation Plan from a transportation perspective; and

4. WHEREAS, the Comprehensive Transportation Plan addresses integrated modes of
p
travel within Norman and its planning area on thoroughfares, for bicycles and
pedestrians, and for transit systems; and

§ 5. WHEREAS, the Comprehensive Transportation Plan includes multi-modal components,
forecasted roadway projections, and more accurate socio-demographic data; and

§ 6. WHEREAS, City staff will be able to use the Comprehensive Transportation Plan as a
tool to properly classify and design streets, to better coordinate complex transportation
issues with other entities, and to build the annual Capital Improvement Program; and

§ 7.  WHEREAS, the Norman City Council appointed a 45-member Transportation Sub-
Committee to assist in the guidance and development of the multi-modal plan elements;
and

§ 8. WHEREAS, the City held numerous public and informational meetings, supported by
project website, to solicit input in to the Comprehensive Transportation Plan, and the
citizens who attended expressed an interest in having mobility choices to move about the
city, and the Comprehensive Transportation Plan reflects those concerns; and

§ 9. WHEREAS, the Comprehensive Transportation Plan is intended to be used as a guide in
day-to-day decisions affecting transportation in Norman and will be updated periodically
o reflect the growth of the community; and




§ 10.

§ 11.

§ 12.

§ 13.

§ 14.

R-1314-112

WHEREAS, the Comprehensive Transportation Plan contains four Chapters with Chapter
1 containing the Basis for the Plan, Chapter 2 contains the Transportation System Needs,
Chapter 3 contains the Transportation System Master Plan, and Chapter 4 contains the
Transportation System Implementation Plan; and

WHEREAS, the Comprehensive Transportation Plan contains eight Appendices with
Appendix A containing Public Involvement materials, Appendix B contains information
relative to Current Conditions and Trends, Appendix C contains the Modeling of Future
Conditions, Appendix D contains Street Typical Sections, Appendix E contains the
Special Corridor Concepts, Appendix F contains Other Corridor Concepts, Appendix G
contains Complete Streets Policies and Guidelines, and Appendix H contains the various
Project Assessments; and

WHEREAS, the Comprehensive Transportation Plan contains a Norman Thoroughfare
Plan (Figure 3.6) and a Bicycle and Pedestrian Transportation Plan (Figure 3.7) that will
supersede the functional classifications of roadways referenced in Norman 2025 Land
Use and Transportation Plan and the 2013 Edition of the Bike Route Map upon adoption
of the Comprehensive Transportation Plan; and

WHEREAS, the acceptance of the data and maps and adoption of the principles outlined
in the Comprehensive Transportation Plan does not commit the City of Norman to any
specific funding strategy.

WHEREAS, nothing in the Comprehensive Transportation Plan is intended to negate or
prevent future planning efforts including but not limited to the 2014 Center City Vision
project and an update of the 2025 Land Use and Transportation Plan which will provide
more up-to-date analyses of and more refined approaches to traffic, multi-modal and
parking concerns.

NOW, THEREFORE, BE IT RESOLVED BY THE CITY COUNCIL OF THE CITY OF
NORMAN, OKLAHOMA, AS FOLLOWS:

§ 15.

The Comprehensive Transportation Plan, dated 5 l 2014, as included in
Exhibit A” to this Resolution, is hereby adopted and is hereby recognized as the Norman
Comprehensive Transportation Plan

D ADOPTED this_ |3 dﬁ;}; or M M 204,

Mayor

City Clerk
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Introduction

The City of Norman has completed a multi-year process to develop a Comprehensive Transportation
Plan (CTP) for our community. The Norman CTP identifies future transportation needs for the area, goals
and policies, and short-term and long-term capital investments for improvements to existing roads,
construction of new roads, bicycle, pedestrian, and transit facilities. It will provide a framework for a
balanced transportation system that offers choices in how people travel, supported by a realistic
approach to fund improvements.

The “Moving Forward” Plan, as the Norman CTP has been named, will serve as Norman’s long-term
vision for a range of transportation options and accommodations including personal and commercial
vehicles, bicycling, walking, and public transit services. As an initial stage of the Norman CTP, the City
conducted a visioning process where a series of public meetings identified many issues to be addressed
and the goals to be achieved by the CTP. Community input, including an on-line survey, provided during
2011 and early 2012, helped to provide direction for preparing goals and policies and served as the
foundation and vision for drafting the Norman CTP, which was approved to proceed at the end of 2012
with a target for adoption in early 2014.

Two groups were appointed to guide the development of the scope for the development of the Norman
CTP. These include a Citizens Visioning Committee (CVC) and a Steering Committee. The CVC assisted in
developing a mental picture of what residents want Norman to look and feel like in the future and
continued that involvement during development of the CTP. The Steering Committee served as the
liaison to the Norman City Council and kept the decision-makers in step with the plan as it progressed.
These committees provided input and recommendations and helped guide the community involvement
for the CTP. Further information on the formative public input and the work of these committees can be
found in Appendix A.

Guiding Principles, Goals and Objectives

In 2011, an initial phase of effort involved the development of vision and goals for the Norman CTP. A
series of community listening sessions were conducted in Council Wards around Norman as well as with
special interest groups during late October and November of 2011 to obtain input from residents and
stakeholders in the community in an effort to establish goals and priorities for preparing the Norman
CTP. These meetings involved listening, conversation, and deliberation in exploring transportation
options necessary to accommodate future growth and enhance the quality of life in Norman.
Community input helped provide policy direction for decisions related to planning transportation
facilities in the City. The primary goal of this process was to plan for a well-balanced transportation
system that offers choices in how people travel and is supported by a realistic plan to fund these
improvements. Guiding principles and numerous project goals were developed and strategies put forth
that were considered to generally represent the community values and aspirations that were expressed
during this process. Documentation on this formative process is included in Appendix A. To guide the
development of the Norman CTP and its implementation, the compilation of five guiding principles,
twenty goals and numerous draft strategies were refined into a set of five goals and associated
objectives to re-state the formative work.

Chapter 1 - Basis for the Plan
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Guiding Principle#1: A Special Place to Live

A vibrant Norman community in 2035 will be achieved by ensuring transportation and infrastructure
investments that focus on both people and places. These investments should enhance transportation
choices and accessibility, and also create a unique place with lasting value that blends seamlessly with
the character and vision of Norman'’s neighborhoods, employment centers and activity centers.

Goal #1: Provide a transportation system planned and designed with people and places in
mind, including amenities and aesthetic treatments to enhance the traveling experience for
all modes of transportation.

Objective S1. Adopt policies, ordinances and programs that promote multimodal, context
sensitive considerations and aesthetics into the planning and project funding of
transportation facilities in Norman.

Objective S2. Institute departmental processes and procedures to ensure coordination of land
use and transportation planning, while including context sensitive solutions for design
and implementation of transportation corridors and facilities in Norman.

Objective S3. Provide transportation investments and procedures that help enhance traffic
access and circulation, walkability, bikeability, aesthetics and amenities of the central
core of Norman including Downtown, Campus Corner, the University of Oklahoma (OU),
and surrounding neighborhoods.

Objective S4. Enhance the aesthetics of the section line roadway corridors that lead residents
and visitors to the central core and major areas of retail and development and to
significant attractions in Norman such as Lake Thunderbird State Park.

Objective S5. Invest in improvements to minimize the impacts of railroad delay and noise
through Norman.
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Objective S6. Provide a wayfinding system of signage, markers and other devices to inform
visitors and residents of the special areas and attractions in Norman.

n Chapter 1 - Basis for the Plan
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Guiding Principle #2: Mobility

The provision of transportation options and solutions within Norman will create a seamless system. This
principle is illustrated in Norman CTP through efficient system management and operations, through
context sensitive and complete streets designs, and with a range of accessible and convenient
transportation choices. A multi-modal network will provide connections between neighborhoods and
destinations throughout Norman, with good connections to the Oklahoma City region, through a system
offering opportunities to drive, walk, bike and take transit.

Goal #2: Provide efficient and effective mobility to, from and within Norman by providing
multi-modal transportation options and management for existing and anticipated future
needs.

Objective M1. Provide mobility for people who live, work and visit Norman - especially those
who are economically, socially or physically challenged - in order to support their full
participation in society and contributions to Norman’s economic productivity.

Objective M2. Invest in timely street improvements for a network of section line roads in the
area beyond the core of Norman that support the effective movement of vehicles
around rather than through the central core of Norman, while accommodating bicyclists
and pedestrians in the roadway corridor.

Objective M3. Invest in improvements to the arterial and collector street network, as well as
parking, in the core of Norman to support the balanced mobility of motorists,
pedestrians, bicyclists and commerce.

Objective M4. Provide a modern, corridor-focused transit network that has enhanced
frequency and hours of service and efficient connectivity to current and future regional
transit services with the intent to provide viable options to the personal vehicle.

Objective M5. Support efforts to develop a regional transit system including rail transit, and
serve as leaders in regional rail transit discussions.

Objective M6. Provide a network of bicycle and pedestrian facilities, including sidewalks, bike
routes, bike lanes and paths, that provides mobility options, regional and multimodal
connectivity and recreational opportunities for Norman residents.

Chapter 1 - Basis for the Plan
Norman Comprehensive Transportation Plan

(7]
)
2
)
(S}
@
o m—
o)
@
©
c
©
ay
®
o
U
)
Q
2
(S}
c
"=
a
00
=
2
S
O



Guiding Principle #3: Maintain and Improve EXisting Infrastructure

Through efficient system management, Moving Forward places high priority upon maintenance,
rehabilitation, safety and reconstruction of basic infrastructure systems. As neighborhoods in
Norman mature, we will rise to the challenge of keeping them viable and strong by maintaining
high quality transportation infrastructure including streets, sidewalks, and other public
infrastructure facilities. Investments will provide a balance between the transportation needs of
the community and the needs of the local neighborhoods.

Goal #3: Prioritize investments to ensure the maintenance, rehabilitation, safety and
reconstruction of current infrastructure systems.

Objective P1. Design, operate and manage the transportation system to maintain or improve
the quality of multimodal mobility, access and safety for those traveling in and living
within Norman.

Objective P2. Develop and implement transportation performance measures and programs to
regularly monitor, evaluate, and forecast the degree to which the transportation system
investments accomplish community goals and mobility objectives.

Objective P3. Minimize the impacts of project implementation upon the multimodal access to
businesses and neighborhoods during construction.

Objective P4. Manage, reduce and avoid roadway congestion and increase mobility and safety
for all roadway users through operational improvements, targeted capacity
enhancements, and promotion of alternative means of transportation.

Objective P5. Develop and promote programs to incorporate public and business observations
of and assistance with the conditions assessment and maintenance of the multimodal
transportation infrastructure and corridor amenities.
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Guiding Principle#4: Fiscal Stewardship

Norman Moving Forward strives to provide a detailed roadmap of actions for transportation and
infrastructure investments based on an approach that maximizes the benefits for multiple user groups in
a way that is both fiscally and environmentally responsible. Future investments will include input from
the community at large and the priorities as identified through regular ongoing dialog with stakeholders.

Goal #4: Optimize the use of City of Norman funds and leverage additional funding for
transportation to maximize the Norman public return on investment in transportation
infrastructure and operations.

Objective F1. Identify and pursue private, regional, state and federal revenue sources for
funding multimodal transportation improvements in Norman, and actively engage in
regional efforts to identify new dedicated funding sources.

Objective F2. Integrate state and federal long-range transportation planning factors with local
and regional transportation planning to maximize future funding opportunities for
surface transportation projects in Norman.

Objective F3. Provide transparency and meaningful public awareness, ongoing citizen input,
and participation opportunities to implement and update the Norman CTP.

Objective F4. Plan for and preserve rights-of-way and other real property for future
multimodal transportation and supporting infrastructure investments in advance of
economic development.

Objective F5. Develop a policy and programs for city consideration of private/public
partnerships and donations to fund transportation infrastructure, amenities and
aesthetics.

Objective F6. Create and implement tax assessments for transportation and supporting
improvements associated with special initiatives, including bridge repair and rail transit.

Chapter 1 - Basis for the Plan
Norman Comprehensive Transportation Plan
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Guiding Principle #5: Enhance Economic Vitality

Norman Moving Forward supports economic vitality that promotes economic growth while using
resources in an efficient and effective manner. These fiscally sound efforts are intended to achieve a
diverse, vibrant local economy with a strong tax base, thus reducing the future fiscal burden on
residents to provide city services.

Goal #5: Invest in transportation improvements that support the physical and economic
vitality of Norman’s neighborhoods, businesses, employment and education districts.

Objective E1. Initiate and promote a managed parking system(s) and/or district(s) to support
and encourage increased activity and density of development within the core of Norman
and specifically to address the needs of Downtown, Campus Corner and OU.

Objective E2. Provide for effective trucking, railroad and air freight movement to, from and
through Norman, including supporting facilities and airspace, while minimizing their
impact on the quality of life.

Objective E3. Identify and promote land development strategies and suitable locations to
maximize and support multi-modal development, such as mixed-use districts and transit
oriented development, which maximize the benefits of transit investments.

Objective E4. Identify and implement policies and programs to support and incentivize
development initiatives within the city by establishment of special districts for use in
timely implementation of transportation improvements.

Objective E5. Identify and implement policies and programs to streamline the project
development process and to reduce transportation improvement implementation time.
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Public Involvement
Development of the Norman CTP was an open and collaborative process involving citizens, multiple
entities and various interest groups.

Citizens Visioning Committee

A Citizens Visioning Committee (CVC) was convened by the Mayor and City Council to provide direct
input in the formative stages of the Plan development. As part of the information gathering during the
formative stages of the Plan, a Citizens Survey was conducted to assess the issues of importance to the
general citizenry of Norman, which are summarized in Appendix A. With this input and that of the CVC,
the guiding principles and a set of draft goals were developed to initiate the development of the Plan.

After the formation of the guiding principles, draft goals and strategies, the CVC membership was
enhanced with additional members to focus on four modal elements to continue direct involvement and
input into the development of the Plan. The CVC members were organized into four subcommittees:

1. Automobile Capacity, Quality of Service and Parking

2. Bicycle and Pedestrian Mobility , Safety and Streetscape

3. Transit Capacity and Quality of Service

4. Freight Movement, Airport and Emergency Response

The subcommittees met with the plan development team five times throughout the process, helping to
refine the goals and develop a set of objectives for the Plan, affirm the identification of the existing
transportation conditions, discuss and prioritize the transportation system and policy needs for Norman,
provide feedback on potential system improvements. Further information on the activities and
contributions of the CVC and its subcommittees is included in Appendix A.

Public Meetings and Presentations

Two public meetings and several interim presentations were made to review and discuss the existing
conditions and needs, modal plans, policies and programs and implementation strategies for the CTP.
The materials presented at these meetings and some of the comments received are summarized in
Appendix A and included:
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e City Council Briefing on Goals & Objectives, Existing Conditions and Needs

e  Public Open House #1: Goals & Obijectives, Existing Conditions and Needs

e QU Student Open House - Goals & Objectives, Existing Conditions and Needs
o Presentation to Chamber of Commerce Airport & Transportation Committee
Presentation to City Bicycle Advisory Committee

City Council Briefing on Modal Plans, Policies and Programs

Public Open House #2: Modal Plans, Policies and Programs

Public Hearing #1: Modal Plans, Policies and Programs, Implementation

e Public Hearing #2: Modal Plans, Policies and Programs, Implementation

Chapter 1 - Basis for the Plan .
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Regional Mobility and Connection

The current conditions and trends in Norman are documented in Appendix B. This assessment of needs
draws upon the information gathered during the documentation and insight offered by the CVC and its
modal subcommittees. The needs identified herein form the framework for development of the modal
plans, potential project identification and prioritization, and needed policies and programs.

Highways

Three highways serve to connect Norman to other destinations within the region: [-35, US 77 and SH 9.
While each of the three facilities experience congestion during peak periods, many recent or upcoming

projects will provide substantial improvements to each facility, reducing congestion on the highways for
the immediate future and accommodating future growth.
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Figure 2.1 Regionally Significant Highway Network
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Interstate Highway 35 (I-35)

I-35 is a freeway facility carrying the highest traffic volumes through Norman and, though it primarily
serves trips that begin and end outside of Norman, the 1-35 corridor serves as a critical linkage
between Norman and Oklahoma City. Within Norman, the current average annual daily traffic
volume on I-35 (total of both directions) range from 70,000 south of SH9, to 97,000 at Indian Hills
Road, and increasing at each interchange to the north of Norman. Current ODOT plans call for the
widening of I-35 to six-lanes to just south of Norman by 2018. Currently, improvements are
underway at SH9, Lindsey Street and Main Street and ODOT intends improvements at Indian Hills
Road as part of the overall widening effort. In 2011, as part of the I-35 widening, improvements
were made to the northeast quadrant of the Robinson Road interchange.

The continued growth of the University North Park area, as well as the northern portion of Norman
in general, place a critical need for the evaluation of interchanges at Rock Creek Road and Indian
Hills Road. Analyses of traffic operations under full build-out of University North Park (one as part
of the CTP and another done separately) point to a critical need for additional access to/from 1-35 in
order to relieve heavy demands forecasted to occur at Robinson Street. Access to and from |-35
near Rock Creek Road would provide direct benefit to forecasted area traffic operations, if
implemented.

As Norman continues to grow to the north (coupled with southward growth from Moore and
Oklahoma City), reconfiguration of the Indian Hills Road interchange should also be considered. As
currently planned, enhancements to the current configuration may not adequately accommodate
projected travel demands of the area. Reconfiguration to a more conventional footprint should be
considered in order to maximize the carrying capacity of the interchange as well as, to facilitate
adequate access to this growth area.

State Highway 9 (SH-9), East of I-35

East of I-35, SH-9 is an important divided/non-divided highway route that serves east-west traffic in
south Norman. Projects have been programmed to address current capacity and safety issues. There
may be additional room for improvements, specifically along the segment of SH-9 just east of I-35 near
the OU campus area. Consideration of adaptive traffic signal control along this segment of SH-9 could
provide a method to ensure long-term quality operations for highly variable traffic demands on this
corridor.
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SH-9, West of I-35

West of I-35, SH-9 is offset from the east segment and south of the Canadian River. SH-9 connects
across rural areas to US 62, and then along the tolled H.E. Bailey Spur to |-44. This corridor facilitates the
movement from I-44 in the west to I-35 at Norman. When |-35 is congested, SH 9 also provides an
alternative route for drivers from Norman and points south to drive into Oklahoma City via 1-44, though
tolls would be incurred and travel length may be longer. The corridor potential appears to be
underutilized.

US Highway-77 (US-77)

US-77 is a vital route providing a mixture of mobility and access through core Norman. US-77 shares its
alignment with 1-35 at the north city limit before splitting off at Flood Avenue, sharing an alignment with
parts of Flood Avenue, Tecumseh Road, 12" Avenue E, and Classen Boulevard. US-77 is limited as a
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north-south regional mobility route with 1-35 providing a better option for most regional travelers,
particularly those with trip ends outside of Norman city limits. Maintaining US-77 as a viable regional
transportation alternative for trips travelling to and from the north, the southeast, or points in between
should remain a priority.

Arterial Roadways

The one mile grid of arterial roadways is disrupted by natural and man-made features, including:
the BNSF railroad and the Downtown grid that is aligned with the railroad, the Canadian River, Lake
Thunderbird and Lake Stanley Draper, and the creeks and tributaries to the lakes. These features
constrain and channelize area traffic connectivity to key select arterial corridors.
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Figure 2.2 Norman Area Arterial Roadway Network

North-South Connectivity
From a regional mobility and connections perspective, the significant north-south arterial routes in
Norman are:

e 60" Avenue W. (continues as Western Avenue in Oklahoma City (OKC))

e 48" Avenue W. (continues as Santa Fe Avenue in OKC)

e 36" Avenue W. (continues as Telephone Road in Moore)

e 24™ Avenue W. north of Tecumseh (continues as Eastern Avenue in Moore and OKC)

e 12" AvenueE. (continues as Sooner Road in Moore and OKC)

e Porter Avenue (continues as Sunnylane Road in OKC ties to Broadway in Moore)
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These arterial roadways provide for high-quality automobile service, especially along the outer areas of
the city. Future traffic growth should be planned for on these vital routes and improvements should be
implemented to maintain acceptable level of service for vehicle users travelling across the city.

While trips along the outside edges of the city are currently well-served, there are a number of facilities
that have current needs for capacity improvements to better serve more regional long-distance trips.
Near the downtown area, the collective arterial capacity of Berry Road, Flood Avenue and Porter Avenue
do not provide enough north-south capacity for origins-destinations south of downtown. With limited
right-of-way on each of these corridors, widening for capacity is not feasible. A connection of James
Garner Avenue northward from Acres Street to north of Robinson Street should be considered for
adding the overall system capacity needed at this location.

East-West Connectivity

At a regional mobility and connection level, the east-west arterial routes (as identified in Appendix B)
provide for high-quality automobile service, especially along the outer areas of the city. Future traffic
growth and demand should be planned for on these vital routes and improvements should be
implemented to maintain acceptable conditions for vehicle users travelling across the city.

Robinson Street, Main Street, Boyd Street and Lindsey Street were all determined to have segments
operating at a current Level of Service (LOS) D or worse based on daily traffic volumes during PM peak
traffic conditions. Given their proximity to one another and their importance in accommodating longer-
distance east-west trips around the city, additional capacity should be planned for one or more of these
facilities so that they are not all four failing to meet user demands in the future.

The growth in north and west Norman, coupled with the growth of the Newcastle community to the
west and the lack of east-west connections across the Canadian River in this area, indicate a potential
need for planning and consideration to upgrade the Tecumseh Road corridor in west Norman. A new
bridge structure across the Canadian River at this location may be found to be a worthwhile long range
investment for the communities directly involved and for the region as a whole, supporting future
growth of this area and providing for increased mobility for regional travelers. However, there is a
significant amount of floodplain that exists along the Canadian River, resulting in a costly bridge serving
a significant amount of undevelopable land along the corridor.
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Regional Freight Movement

The movement of freight within Norman is primarily handled
through railroad and truck operations. Though no formal truck
or rail studies/modeling have been conducted by the City of
Norman or ACOG, freight movement is critically important to
the local, state, and regional economy.

Automatic gates are provided for frequent
crossings by BNSF’s Mid-Con rail line

Rail Operations

According to the 2012 Oklahoma Statewide Freight and Passenger Rail Plan, Norman is serviced by a
single railroad - a Class 1 operation owned by BNSF that is subject to heavy traffic and is known as the
Mid-Continent (Mid-Con) corridor. Through Oklahoma, the Mid-Con roughly parallels the I-35 corridor
between Kansas and Texas and carries over 50 million tons of freight through the state. Within Norman,
the Mid-Con BNSF line parallels Flood Avenue on the north side of the city, continues southeast through
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the CBD, and then follows a path parallel to Porter Avenue/Classen Boulevard south to the Cleveland
County border. No spurs, short line railroads, switching yards, or intermodal facilities are associated with
the Mid-Con through Norman (though a secondary bypass track is provided from north of Rock Creek
Road to south of Robinson Street). Due to the national significance of the line, approximately 24 trains
per day pass through the city, with train activity expected to increase in the future. This high train
frequency can have an impact on local traffic operations as the line features 17 at-grade crossings and
only two grade-separated crossings within the city limits, at SH 9 and at Robinson Street.

Truck Operations

Within Oklahoma, truck movement data from the FHWA Freight Analysis Framework (FAF) indicate an
average of 8,500 trucks daily along IH-35 carrying 546 ton-miles of freight in 2007. Forecasts from the
FAF of total freight flows are projecting an increase of nearly 200% to 1,417 ton-miles by 2035. Truck
traffic volumes within Norman are generally handled by I-35 and SH-9. Truck estimates, gathered from
ACOG data and previous studies, indicate that I-35 traffic is composed of 15% trucks while SH-9 features
approximately 6% trucks within the overall traffic stream.

In 2007, ODOT prepared a study to evaluate truck traffic along the I-35 corridor within Garvin County.
The purpose of the study was to examine alternative by-pass routes from |-35 between Davis and Pauls
Valley to I1-40 east of Oklahoma City. While no definitive action resulted from the study, future study
should be considered as trucking demands continue to rise within the Norman and OKC metropolitan
area.

The city does not restrict trucks to specific routes, but 12 load-posted bridges are located in Cleveland
County that could potentially influence truck traffic. Though most of these locations are located in rural
parts of the county on routes with low traffic volumes, four of these locations are located within the city
limits. One city location (E. Post Oak Road) carries relatively minor traffic volumes in a less developed
area, but the other three posted crossings (Porter Avenue, Franklin Road, and 60" Avenue E.)are
located near industrial areas with opportunities for heavy vehicle traffic.

General Aviation Airport

The Max Westheimer Airport, operated by the University of Oklahoma, is a reliever airport to the Will
Rogers World Airport in Oklahoma City and provides small aircraft access directly to Norman from the
region and beyond. It’s ground transportation is well served by 1-35 on the west, US 77/Flood Avenue
on the east, Robinson Street on the south, and Tecumseh Road on the north. Of concern to the airport is
the advancement of nearby residential development north of the airport that may be sensitive to the
noise associated with the operations of the airport and its growth over time.
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Regional Transit

The following regional transit needs assessment is based on a detailed evaluation of the currently
provided public transportation services, anticipated future needs, as well as concerns and issues raised
by the Transit Subcommittee.

Transit Subcommittee Concerns and Suggestions

The members of the Transit Subcommittee, which serves in an advisory capacity to the CVC for the
Norman CTP development, discussed multiple issues concerning public transportation needs within the
City of Norman during their five subcommittee meetings. Issues raised by the committee members
affecting regional transit needs are mentioned in this subsection, whereas those issues raised in regard
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to local transit services are discussed in the Local Mobility and Safety subsection of this Transportation
Needs Assessment chapter.

The Transit Subcommittee suggested supporting a Regional Transportation Authority, and is in favor of
developing a regional commuter rail system. To increase transit efficiencies, the Transit Subcommittee
recognized the need for higher density development around transit stations and encouraged
appropriate modification to the city’s land use plan. The committee also recommended that value
capture mechanisms, such as tax increment financing (TIF), be considered for potential commuter rail
stations to enhance and advance funding for transit supportive station area development.

Express Bus

The Cleveland Area Rapid Transit, CART, operates a week-day only commuter express bus route, the
Sooner Express (Route 24), between Downtown Norman and Downtown Oklahoma City. The Sooner
Express connects the OU Campus with METRO Transit’s Downtown Oklahoma City transit center. This
commuter express bus service is jointly operated in coordination with METRO Transit operated by
Central Oklahoma Transportation and Parking Authority , COTPA, and offers six daily round-trips during
peak travel times.

The express bus service provides an alternative to private automobile travel between the cities of
Norman and Oklahoma City. However, since the bus operates in mixed traffic, and for a large portion of
its route travels on I-35, it is subject to the same congestion delays experienced by commuters traveling
by car. The congestion delays are reflected in the daily traffic volume of 136,800 vehicles per day that
have been recorded along sections of I-35.

An increase in the number of daily round-trips should be considered to provide more convenient
transportation options for commuters, along with a realignment of the current bus route or the
implementation of a high-occupancy vehicle lane on I-35 between Norman and Oklahoma City to
minimize existing congestion delays for the Sooner Express bus.

Connection to METRO Transit Service

METRO Transit bus service (Route 40) extends into Moore as far south as S 104" Street between
Western Avenue and Santa Fe Avenue. CART bus service (West Norman Link — N20) extends as far north
as Tecumseh Road at 36™ Avenue W, which serves the Norman Regional HealthPlex facility.
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METRO Transit’s Route 40 connects directly to the transit center in Downtown Oklahoma City, whereas
the West Norman Link (N20) provides a connection to Downtown Norman and the OU Campus via
transfer to the Main Street route (N10).

A north-south distance of seven miles, plus an east-west distance of one mile, separates the two routes.
A connector service between the two routes may prove beneficial to patrons of both transit systems.

Potential Impacts of Proposed Regional Projects

The City of Norman and the nearby metropolitan areas are presently served by Amtrak. Although no
other local rail-based transit currently exists, interest in streetcar and commuter rail service has picked
up with the recent adoption of the third round of Metropolitan Area Projects (MAPS 3) program in
Oklahoma City. The MAPS 3 program includes the building of a downtown streetcar system, the
conceptual design of an intermodal transportation hub, and the study of regional commuter corridors.
The recently completed Intermodal Transportation Hub Master Plan for Central Oklahoma and the
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ongoing Central Oklahoma Commuter Corridors Study are briefly discussed in the following paragraphs,
along with proposed enhancements to Amtrak service and current high speed rail planning efforts.
Current information can be found at www.acogok.org and www.CentralOKGo.org .

Central Oklahoma Intermodal Transportation Hub

In 2010, the Association of Central Oklahoma Governments (ACOG), in partnership with COTPA and the
City of Oklahoma City, commissioned a study to assess the best location and conceptual lay-out for an
intermodal transportation hub facility that would integrate all existing and planned transit modes within
the vicinity of Downtown Oklahoma City. The central focus of the study was to determine how this
intermodal hub would accommodate COTPA's existing fixed-route bus service; the anticipated streetcar
implementation; possible future bus transit improvements; potential commuter rail lines to the cities of
Edmond, Midwest City, and Norman; as well as potential future high speed rail.

The Intermodal Transportation Hub Master Plan was completed in June 2011. The plan’s impact on
public transit within the City of Norman will be determined by its ability to accommodate commuter rail
and high speed rail connections. These additional transportation options would ultimately offer Norman
residents more transit choices to reach other parts of the Oklahoma City metropolitan area or other
metropolitan areas such as Tulsa, OK; Newton, KS; Kansas City, MO; and Dallas/Fort Worth, TX.

Central Oklahoma Commuter Corridors Study

In Spring 2013, ACOG initiated the Central Oklahoma Commuter Corridors Study for regional transit
service to lay the foundation for an integrated, high-capacity, commuter system that would connect
communities to employment, entertainment, and housing opportunities throughout Central Oklahoma.
The purpose of the Commuter Corridors Study (CCS) is to analyze the most suitable transit technology
and route alignment to determine which will best meet the corridor’s purpose and needs. The
alternatives to be studied will reflect a range of high and low cost capital improvements, including non-
fixed guideway (no build) options, which will serve as a baseline for measuring the merits of higher level
investments. The final product of the CCS will be the selection of the transit best mode (i.e. bus, bus
rapid transit, commuter rail, etc.), and the location of the associated alighment to meet the corridor’s
purpose and needs.
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One of the three commuter corridors studied would serve the Cities of Moore and Norman. This corridor
would extend from Downtown Oklahoma City to Downtown Norman near the intersection of E Lindsey
Street and Classen Boulevard. It would run roughly parallel to I-35 and is envisioned to have three or
more station locations in Norman: one near Tecumseh Road, a second stop co-located with the Amtrak
station, and the third stop north of SH 9, plus a potential special events platform near the OU Campus.

The Norman CTP can assist the Central Oklahoma Commuter Corridors Study by helping identify the
preferred location of the proposed stations within the City of Norman and any design options that may
be further identified during the ensuing preliminary engineering and design development phases.

Amtrak Enhancements

At this time, the Oklahoma (ODOT), Kansas (KDOT), and Texas (TxDOT) Departments of Transportation
are actively considering the extension of the current Amtrak Heartland Flyer service beyond the once
daily roundtrip from Oklahoma City, OK to Fort Worth, TX. ODOT and KDOT have just completed a
Service Development Plan for the expansion of service from Oklahoma City to Newton, KS. A stand-alone
daytime service from Kansas City, KS to Fort Worth, TX via Oklahoma City was also considered as part of
that plan.
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TxDOT, in coordination with ODOT and KDOT, has also begun assessing the expansion of the Heartland
Flyer with a second daily roundtrip, which would double the currently available passenger rail capacity
along the route, directly benefitting Norman residents.

High Speed Rail (HSR)

The U.S. Department of Transportation has been actively working with ODOT and TxDOT regarding the
HSR South Central Corridor, which extends from Tulsa, OK to Dallas/Fort Worth, TX and beyond.

TxDOT has retained the services of a consultant team to develop a Corridor Investment Plan for the 850-
mile corridor, which encompasses the metropolitan areas of Oklahoma City, Dallas/Fort Worth, Austin,
and San Antonio, TX. The estimated completion date for this study is January 2015. Study progress
should be monitored by City of Norman staff for any findings relevant to the City of Norman.

Regional Bicycling

Connections to Oklahoma City Facilities

Oklahoma City has developed and is planning expansion of a
large network of interconnected trails and on-street bikeways.
One of the proposed loop network of trails with on-street
connections would extend around Lake Stanley Draper, where
signed on-street bike routes are currently designated around
all but the very northern end of the lake along E. Stanley
Draper Drive. The Draper Lake loop bike route and future trail
network is just over three miles (along 72™ Avenue NE/S.
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Westminster Road) from the Little River Wildlife Management Figure 2.3 from OKC Trails Plan
Area on Franklin Road, where the Norman Spine/Loop Trail is

proposed in the Norman Parks and Recreation Master Plan (see Appendix B). A coordinated effort is
needed to join these two planned trail systems as well as enhance the on-street bicycling along
72"/Westminster for Norman bicyclists to access the Draper Lake loop bike route.

Long Distance Bicycling and Touring
Bicycle touring and long distance riding for exercise and enjoyment typically use the areas roadway
network to accomplish their goals: an enjoyable ride without too much traffic interference that takes
them past interesting countryside or to interesting sites or places. In some parts of the country,
multiday bicycle touring is attractive for commercial tourism. Such corridors for long distance riding and
tourism in the vicinity of Norman include:

e US 77 heading south from Norman, through the small towns of Noble, Purcell and beyond, even as

far as the Arbuckle Mountains;

e SH 9 heading east from the center of Norman to Lake Thunderbird and beyond;
Provision of a minimum of 8 foot wide shoulder lanes along these highways would help to facilitate
bicycling in the corridors.
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Even with no particular destination in mind, bicyclists enjoy riding on rural roadways in good condition
with very little traffic to ride with very little interruption for distances of 20 miles or more on one
excursion. These area excursion routes, when formally identified for group rides by local bicycling
groups, should be targeted for signage indicating the potential presence of bicyclist on the roadway.
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Local Mobility and Safety

Roadways

The roadway network should provide for safe mobility and access to properties in and around Norman,
just as it does for the longer-distance trips discussed in the “Regional Mobility and Connection” section
earlier in this chapter. This section of the report focuses on more local trips that can include arterials,
collectors and local roads. At lower levels of the functional classification system, providing access
becomes prioritized over higher travel speeds and the service of larger traffic volumes. Typically, fewer
lanes are required, lower speeds are expected, and on-street parking is allowable on local and collector
streets.
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Figure 2.4 Norman Arterial Roadway Network w

Solutions for limiting or perhaps reducing the number of driveways (or access) along all arterial routes
should be considered. City policy/procedure improvements and evaluation of specific corridors, with
the highest numbers of signals and driveways, should be evaluated for active access management
improvements. The number of traffic signals and driveways affects north-south and east-west routes
through Norman and the ability of the city’s arterial system to provide for regional mobility, safety and
service of longer-distance trips. AASHTO’s Transportation Glossary (4th Ed.--2009) defines access
management as “the condition where the right of owners or occupants of abutting land, or other
persons, to access, light, air, or view in connection with a highway is fully or partially controlled by public
authority”. At higher levels of the functional classification system, mobility is favored over providing
local access to adjacent land uses. Relatively high travel speeds are expected from arterial type routes
though many impediments exist that reduce travel speed and increase the probability of stopping (and
crashes). These impediments include the number and spacing of traffic signals, inefficient signal timings,
a high number of access points, a lack of turn lanes or median presence, and poor geometrics.
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Core Norman

The Core Norman area is defined as the area serving Downtown, Campus Corner, and the surrounding
neighborhoods near the center core of the city, generally bounded by Berry Road on the west, Lindsey
Street on the south, Robinson Street on the north, and 12th Avenue E on the east. Locally oriented
traffic operations level of service through the Core Norman area is generally acceptable with some
possible room for improvements available with well-placed off-street parking amenities which, in turn,
could improve access by reducing the need for drivers to search for available on-street parking spaces.
Enhanced connectivity and synergy between the Downtown sector and the Campus Corner sector
should be retained as both of these areas are such vital elements of the city of Norman. Enhancements
could include improved roadway aesthetics, streetscape, continued maintenance where needed, on-
street parking and other improvements to add to and maintain the viability of both sectors.

Main Street

Main Street extends from I-35 to Downtown as a four-lane divided roadway that splits into a one-way
couplet east of University Boulevard and west of Porter Avenue, with Main Street eastbound and Gray
Street westbound each having three travel lanes and angled parking along both sides of most of the
roadway. The three travel lanes in each direction on the couplet provides more than ample capacity for
the traffic on Main and Gray Streets, which contributes to higher speeds than desired in Downtown and
lessens the cohesiveness of the two sides of the streets. A current City Center Visioning effort to plan for
a revitalized Downtown and connection to Campus Corner is very interested in modifying Main and Gray
Streets to better complement the intended look and feel of Downtown. Concepts to convert the pair
back to two-way streets target several benefits including: promoting a more walkable environment,
establishing critical mass to support other transportation options such as commuter rail and biking,
taking advantage of the roadway grid network to slow down traffic and create a pedestrian friendly
atmosphere, and creating a range of land uses aimed at reducing vehicular trips. As this visioning effort
proceeds, the CTP needs to be flexible to incorporate the consensus Downtown Vision regarding context
sensitive transportation solutions.

If the City of Norman chooses to further pursue the conversion of Main and Gray Streets to the two-way
configuration, it is recommended that an engineering feasibility analysis be completed to include traffic
congestion and safety impacts, multimodal opportunities, parking implications, infrastructure impacts
and costs as well as other challenges and opportunities. The cost of such a feasibility analysis is
estimated to be less than $100,000 due to the availability of data and technical information included in
this Plan as well as previous studies of the corridor.
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East-West Circulation

Between I-35 and US 77, the one-mile grid of east-west section line roadways is disrupted by the
railroad and the airport, creating significant vehicular movement on the minor arterial and collector
roadways. Robinson Street and Lindsey Street are the only two section line roads that extend through
the core of Norman, with Main and Alameda Streets disjointed near the railroad and Rock Creek Road
interrupted by the airport. Local intra-city trips contribute to the arterial congestion referred to
previously and would benefit from the solutions noted. An issue that has been observed in the past in
Norman regards collectors and local streets that have experienced more use (and higher speeds) than
intended by traffic diverting from congested arterials. Providing for added capacity, as feasible, on
adjacent arterials is the most direct solution to address this issue. One project is underway that will
enhance capacity, add bike lanes, and improve safety for Lindsey Street between 24" Avenue W. and
Berry Road. However, there will remain a portion of Lindsey Street, between Berry road and EIm
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Avenue, which should be improved as well to enhance capacity, add bike lanes and sidewalks, and
improve safety conditions for all modes.

At-grade intersections between east-west arterials and the railroad (BNSF and Amtrak operations) can
cause delay and detriment to the response times as services provided by emergency responders. A
grade separated crossing over the railroad is provided for SH 9, and a grade separated intersection has
been recently constructed for Robinson Street to cross under the railroad. Potential railroad grade-
separated crossings at Tecumseh Road and Lindsey Street would create two-mile intervals of grade
separations in Norman, enhancing emergency access across Norman.

North-South Circulation

Between I-35 and US 77, the one-mile grid of north-south section line roadways is also disrupted by the
railroad and the airport, creating significant vehicular movement on the minor arterial and collector
roadways. Due to the alignment of the railroad, no north-south streets cross the tracks. The 2025 plan
does not specifically call out any routes as collector facilities, though north-south corridors such as
Peters Avenue and Pickard Avenue serve collector purposes. One issue that has occurred with collectors
and local streets is that they have experienced more use (and higher speeds) than intended by traffic
diverting from congested arterials. Providing for added capacity, as feasible, on adjacent arterials is the
most direct solution to address this issue.

Rural Norman

The east region of rural Norman around Lake Thunderbird has seen steady growth in recent years, even
though development is limited to one household per 10 acres. The city should continue to plan for
investments to key east-west routes connecting this area to core Norman such as Alameda Street, SH-9,
60" Avenue E, Franklin Road and other routes to support additional residential and recreational growth
in this area of the city. A network of rural collector roadways would serve to minimize the need to widen
the rural arterials beyond the two lane roadways befitting the rural environment.

Local Transit

The following local transit needs assessment is again based on a detailed evaluation of the currently
provided public transportation services, anticipated future needs, as well as concerns and issues raised
by the Transit Subcommittee.
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Transit Subcommittee Concerns and Suggestions

The Transit Subcommittee identified the following three items as the major deficiencies of the existing
system: the limited Saturday and evening bus service, the absence of night-time and Sunday service, and
the need for an overall increase in bus frequencies. However, the committee also indicated that it was
well aware of the fact that transit funding would be the most limiting factor constraining transit service
expansion.

The Transit Subcommittee, therefore, suggested multiple potential new funding strategies, including
time-limited sales tax, property tax, development fees, increased student fees, a possible fare increase,
or value capture-based financing. Alternately, the committee suggested that a fare-free transit system
be considered for the City of Norman to attract additional ridership.

The Transit Subcommittee also recommended policies be adopted by the City of Norman to encourage
increased residential and employment densities near transit hubs and along transit lines to support
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transit efficiency, particularly in Downtown Norman, and, as previously discussed, to support the
proposed commuter rail stations. A desire for a more grid-like transit system was also stated.

2008 CART Plan

Based on the findings of a needs assessment undertaken in 2003 by the City of Norman, the University
of Oklahoma and CART, the 2008 CART Long-Range Public Transportation Plan identified several transit
improvement initiatives for phased implementation, including the following:

Phase | Improvement Recommendations
Address requests for longer service hours:
e Extended service hours on high-ridership core routes
e |nitiation of Sunday service.
e Downtown/Campus Corner Circulator operating at 20-minute headways.

Phase Il Improvement Recommendations

Address requests for higher frequency more effective and understandable routes:
e Creation of a grid of corridor routes
e Operate the key grid routes at 30-minute headways

Phase Ill Improvement Recommendations
Add routes along new service corridors, including:
e State Highway 9 Circulator,
e West Norman Circulator,
e East Norman Circulator, and
e Berry Road Corridor (expand existing).
e Main Street Corridor extension west to Sooner Mall

Major Destinations and Activity Centers

The current fixed-route service in the study area was compared to the location of major activity centers
and destinations, including: intermodal transit connections, shopping centers and malls, hospitals and
medical complexes, large educational institutions, high-concentration employment centers, as well as
densely populated areas (i.e. large apartment complexes). Through this comparison, it was determined
that geographic coverage of these activity centers and major destinations was adequate with the
following exceptions:

e At this time, the Norman Oklahoma Veterans Center is located more than 0.5 miles from the
nearest existing transit route. The additional transit routes envisioned as part of Phase Il of
CART’s 2008 Long-Range Public Transportation Plan could provide a direct connection to the
Veterans Affairs Center, which is located southwest of 24" Avenue NE and Robinson Street.

e The only other major activity center or destination not currently tied into the existing or planned
transit network is the Moore Norman Technology Center, located southeast of Franklin Road
and 12" Avenue NW. The Franklin Road campus of the technology center has an approximate
enrollment of 1,000, consisting of both high school and adult students. At this time, the Moore
Norman Technology Center provides a shuttle bus service from Norman High School to the
technology center campus, which is open to all attending high school students.

e Several of the anticipated future population and employment growth areas are currently not
well served by fixed-route transit. The addition of the new routes identified in CART’s 2008
Long-Range Public Transportation Plan would be able to reach most high-growth areas.
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Figure 2.5 shows the expanded service proposed in the 2008 Long-Range Public Transportation Plan in
relationship to anticipated high-growth areas. (Note that the Sooner Express transit route continues
north to Downtown Oklahoma City and was not depicted in its entirety.)

Special Transit Services for Limited Mobility Populations

Households with an income at or below poverty level, households with persons aged 65+, households
without vehicles, and persons with disabilities often have a higher degree of difficulty in securing the
transportation services they need to get to work, medical appointments, educational institutions, or
simply to a grocery store. Assessment of the current transit service in regard to limited mobility
populations was undertaken in two steps.

Households with Low Income, with Persons 65 Years and Older, or No Available Vehicle

Currently, there are no special transit services provided for these limited mobility populations, unless
transit patrons have a documented disability. However, to assess how well CART’s current transit system
provides access to limited mobility households, the fixed bus routes were compared to the latest
available U.S. Census information on median household income, age, and car ownership.

A preliminary analysis of this information indicated that CART’s current fixed-route bus service provides
mobility options to most persons and households influenced by these mobility limiting factors. However,
weekday night-time and weekend services are very limited and should be expanded to enhance
transportation options for these segments of the population.

Persons with Disabilities

Many persons with mobility disabilities are able to utilize the fixed route transit services provided by
CART. Specialized transit services for persons with disabilities are provided by CARTaccess throughout
the entire City of Norman area, during the service hours provided for fixed route transit. The provision
of weekday night-time and expanded weekend services would also greatly enhance transportation
options for this segment of the population.

City-Wide Transit Concerns

After review of the existing conditions and the anticipated improvements of the transportation system,
the following concerns remain, and should be considered in future decision-making relative to the
transit system within the City of Norman.

e The implementation of all of CART's 2008 Long-Range Public Transportation Plan
recommendations would provide significant enhancements to service hours and service
frequency, as well as geographic coverage. However, most identified long-range transit projects
have not yet been realized as implementation of all Phase | through Il improvements largely
hinges upon the availability of funding.

e Asalmost all transit trips begin and end with pedestrian travel, connections between pedestrian
facilities and transit stops are important to transit riders. These connections are currently
limited in many areas, therefore making it difficult for transit passengers to travel from home to
transit stops and from transit stops to their final destination.

e Congestion bottlenecks affect the travel times experienced on many transit routes. These travel
delays impact service reliability, and the willingness of travelers to rely on transit connections.

e In addition, the Federal Transit Administration is changing the way it quantifies limited mobility
and assesses transit dependency to include households with persons under the age of 18. This
represents a new approach to the evaluation of transit services.
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Bicycling and Walking

The students at OU and many local residents of Norman make use of bicycling and walking as modes of
transportation and recreation. They would be well served by a more extensive pedestrian and bicycle
facilities network that provides access to desired destinations. Walking should be further encouraged by
landscaping and other enhancements to the travel way and at least 3 feet of separation from moving
traffic. Bicycling should be further encouraged by the provisions of bicycle parking accommodations at
popular destinations and preferential fees and discounts for bicycling rather than using or parking a car.

On-Street Bicycling
Local bicycling for utilitarian purposes should target the accommodation of bicyclists on routes that
make as direct as possible connections between origin and designation. An example of such facilities
would be the connection of off-campus housing to the university facilities, such as the bike lanes along
Brooks Street from campus to Porter Avenue. In many cases, the suitability of the route for bicycling
can be improved by the provision of striped
bicycle lanes through narrowing lane widths to - [
10 feet or eliminating one or more travel lanes ;
(road diets), or other treatments. A “bicycle :
boulevard” can be created by the connection :

of local streets with a trail segment or other

=3

5

12m
n
36 Ave NE

treatment, creating a through passage for
bicyclists and pedestrians but not for motor
vehicles. The Norman Bicycle Transportation
Plan Bike Route Map, updated in 2011 (see
Appendix B), incorporates the map of existing
and proposed bike routes and bike lanes and
existing multiuse paths that have been
proposed by the Norman Bicycle Advisory
Committee (BAC).

s
b2
121 Ave tew
e m e m ... ...

i
mmmee-ea.

]

b ]

mmmmm st mapsssspennnscssandannnnnnans
3

i
mmsee

[
[
[
.
.
o
r
.
[
[
.
.

Local bicycling for exercise or recreation can

be accommodated through the provision of E— ' ‘ """""
looping routes — a network of bicycle friendly Ré‘zﬂ —— :

streets and/or trails that provide an interesting ‘;’X o 2 f:_ c===m=y
excursion of 10 to 20 miles with minimal [l R 3

interaction with motorized vehicles. The
roadways in the rural eastern portion of

~ "~ INT, - T = S,
Norman Bike Routes \ N\ !
LEGEND o £ i

Norman provide good opportunity for = ::::"wd HolE

development of such facilities with the —— Basic Route

provision of 4- to 6-foot wide shoulder lanes =

on a rural roadway section or the provision of e

bike lanes as the roadways urbanize in R

development. The potential improvement of b X ! ;
36™ Avenue E and/or 48" Avenue E would be i T ey FIi'= pow
candidate streets for the formation of a L o Boundary RTiery g | 2

portion of the larger loop roadways. Creation
of smaller looping routes can use the facilities
targeted for the utilitarian bicyclists.

Figure 2.6 Norman Bike Plan Routes
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Trails

Multi-use paths, sometimes referred to as hike and bike trails, can encourage a healthy and active
lifestyle for Norman residents. Trails located nearby to residential areas or local parks can see very high
levels of usage, especially if designed with good sightlines to points of interest and with routing and
amenities placed with a variety of user groups in mind. Local examples include the Legacy Trail
(University of Oklahoma campus, Downtown Norman, Andrews Park, University North Park with
historical interpretive stations and landscaping) and the Castle Rock Utility Easement Trail (using a
power line easement that connects Castle Rock subdivision, an elementary school, Carrington Place
subdivision, and the future Ruby Grant Park). A long range plan for trails in Norman is included in the
Greenway Plan component of the Parks and Recreation Master Plan (see Appendix B).

These trails can be very expensive, depending on the localized conditions. The further away from
residential development and destinations like parks, the lower the benefit to cost ratio of the facility. It
will be important to develop a prioritized and coordinated implementation plan for a network of trails
and on-street bicycling facilities so that the community can get the optimal return on its investment.

Sidewalks

The city’s sidewalk inventory highlights the many gaps in the existing sidewalk system. Some of the gaps
are more critical than others. A prioritization scheme should be applied to identify the most urgent
needs for sidewalk improvements. Such priorities may consider current complaints from sidewalk users,
especially those of the mobility impaired, sidewalks that would create a safe route to a public school or
activity center, and sidewalks that would connect residential areas to nearby retail, employment or
recreational opportunities. Once a prioritization tool is established, an annual budget for sidewalk
improvements, including ramps and other treatments for accessibility compliance, needs to be justified
and established.

Parking

Parking demand needs and management of the existing parking supply are issues for two locations in
central Norman - Downtown and the “Campus Corner district”. A number of needs are present at both
locations, as described further in Appendix B. A parking enterprise fund to manage revenues and
support development of needed parking improvements should be formed by the city. Consideration
should be given to incentivizing private owners allowing some level of public parking availability at key
locations.
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As of January 2013, the recently constructed Downtown Gray Street lot features “smart” parking meters
as part of a downtown parking management system being implemented by the city. This system
includes multi-space meters (a total of three serves the entire lot), hand held enforcement devices, and
parking space vehicle sensors. The meters accept cash, credit cards, tokens, and cell phone payments,
and could accommodate a validation program by merchants for customer refunds if applicable. The
meters offer the advantage of being easily reprogrammed to respond to changes in fee structures or
time limits. A similar system for the on-street parking in the Campus Corner district has also been
created to increase vehicle turnover and collect additional revenue.

After these updates, a review of downtown parking meter fees (unchanged since the study) and the
establishment of a parking authority should be explored. The parking authority would manage
funds/fees and ongoing improvements that should be provided in the short-term horizon. The
established authority would ideally assist in collection and allocation of funds prioritized for future
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parking investments and maintenance in Downtown and Campus Corner. A comprehensive parking
study may need to be performed again since the last study is now ten years old.

Downtown

A revised feasibility analysis should be performed to measure demand for a multi-level public or private
parking garage on or near Main Street in the downtown area. Retail, commercial, and residential uses
could be incorporated on the lower and upper floors of the parking garage development to ensure that
the area is being used to its highest potential and that the parking garage will see consistent demand.
Additionally, high-density development should be considered and possibly supported near the Main
Street garage to best serve the expected high-demand parking areas. While results from a 2003 Parking
Study indicated that the costs of such a structure for the downtown area would be prohibitive, recent
development and conditions downtown have changed enough, and with consideration of a potential
commuter rail stop at the Downtown station, these issues merit reconsideration including possible
improved funding mechanisms.

Campus Corner
A shortage of parking remains in Campus Corner, particularly at locations nearest the most popular
destinations. While private parking may be adequate, a general lack of public parking is available in the
general area. The lack of general use parking in the core areas causes additional traffic and congestion
as visitors must circulate in search of an open parking space near their destination, and they cannot park
once in a private lot if planning on using a variety of land uses within the area. Parking additions along or
near Asp Avenue, University Boulevard and along the southern area of Campus Corner should be
considered to provide much-needed
capacity.

Adjacent private lots could be adjoined
(likely would require incentives) to
increase the number of spaces and
provide easier circulation/access.

Forecast Transportation Conditions

A revised feasibility analysis should be
performed to measure demand for a
multi-level public or private parking
garage somewhere in the southern
portion of Campus Corner. Retail,
commercial, and residential uses could be
incorporated on the lower and upper
floors of the parking garage development
to ensure that the areas is being used to
its highest potential and that the parking garage will see consistent demand. Additionally, high-density
development should be considered and possibly supported near the garages to best serve the expected
high-demand parking areas. A parking garage at this location would also be highly utilized for games and
events associated with the OU stadium and other venues.

On Street Parking on Asp Ave in Campus Corner nears 100%
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Safety

As a part of this CTP process, crash data on Norman streets was analyzed to gauge roadway safety
throughout the city. According to the city GIS, between 2007 and 2011, approximately 15,000 crashes
occurred on city streets, which included 3,825 injury collisions and 26 fatal collisions. An analysis was
performed to determine the most common crash locations as well as the corridors with the highest
crash rates. Detailed information regarding the collision data is provided in Appendix B.

Causal Factors

Recent crash data suggests that the Lindsey Street and Berry Road corridors generate crash rates
significantly higher than the statewide average for municipal two or three lane facilities. These high
crash rates can be attributed to many factors, including the presence of numerous driveways and access
points located along these routes as well as intersections with other busy arterial routes. Other corridors
(including segments of Robinson Street, Tecumseh Road, 24™ Avenue W, Porter Avenue, Classen
Boulevard and 12 Avenue E) have crash rates greater than the statewide average as well.

Mitigation Measures

Measures that could be implemented in an attempt to reduce crash rates on Lindsey Street, Berry Road
and others includes access management techniques which could include the construction of a raised
median along portions of the corridor, right-in/right-out commercial driveways, closure of
driveways/streets on high-crash corridor arterials, consolidation of driveways, incentives supplied for
cross-lot access additions, and other treatments. The control and limitation of future access points near
busy intersections and along high-crash corridors should be given consideration. The periodic re-timing
of signal corridors to increase vehicle platooning may also help traffic entering the roadway from a
driveway or cross street successfully identify an appropriate gap in traffic.

Traffic Calming Program
In 2003, in an effort to deal with the growing problem of neighborhood speeding, the City of Norman

researched what other cities around the country had done about this problem, and created its own
Traffic Calming Program to address the issue. The City Council appropriated about $100,000 per year to
fund the Program and, until about 2010, was immensely popular. In February 2009, the City Council
formalized a document entitled the Neighborhood Traffic Management and Calming Program (a.k.a. the
Calming Manual) which outlined the objectives, the qualifying criteria, the excluded routes, the calming
tools, and the process for neighborhoods to pursue traffic calming projects. As part of the process, a
“Speeding and Traffic Calming” brochure summarizing the program was written and is distributed to
interested parties. Both the Calming Manual and brochure can be found on the city’s website at the
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following links:

http://www.ci.norman.ok.us/sites/default/files/WebFM/Norman/Public%20Works/Traffic20Calming.pdf
http://www.ci.norman.ok.us/sites/default/files/WebFM/Norman/Public%20Works/TrafficCalmingProgramProced
uresManual.pdf

The proliferation of traffic calming projects proved to be “too much, too fast” and the City Counc