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INTRODUCTION
The thoroughfare system forms one of the most visible and permanent elements of a
community. It establishes the framework for community growth and development and,
along with the Future Land Use Plan, forms a long-range statement of public policy. As
the alignment and right-of-way of major transportation facilities are established and
adjacent property developed, it is difficult to facilitate system changes without significant
financial impacts. However, by incorporating programmed land uses and densities of
the Future Land Use Plan, strategies can be developed that maximize the land
use/transportation relationship.
The changing social and economic climate dictates that
“…the streets and sidewalks are
an integrated network of transportation systems should
the social glue that binds the place
be considered in order to support and sustain long-term
together.”
growth. The City has begun making strides towards
this growth model with planning for potential transit
Hinshaw, Mark. “Great Neighborhoods.”
oriented development (TOD) in connection with regional
Planning, Jan 2008, page 7.
rail planning by the North Central Texas Council of
Governments. Trail and bikeway planning will also contribute to making the City more
walkable as well as connecting neighborhood areas.
Several key principles were recognized in the preparation of Plan recommendations and
should continue to serve the City in future transportation-related decisions:
•
•

•
•
•

The community should have convenient internal circulation between
neighborhoods, core community assets, and special districts.
Through traffic should be minimized to specific facilities designed to
accommodate non-local and regional traffic. Transportation facilities should
define rather than split residential areas in order to preserve neighborhood
integrity.
A safe pedestrian/bikeway system should provide interconnectivity between
homes, community facilities, and retail areas.
The plan is one element of a coordinated transportation system to address longterm multi-modal transportation needs of the City. Smart growth planning such as
TOD aimed at reducing travel trends should continue to be considered.
The plan should monitor regional growth implications in order to proactively
address mobility and accessibility issues to and from Cedar Hill.

This Transportation Plan is divided into several sections. First, is a general discussion of
issues affecting Cedar Hill both from a regional and local perspective. Next are the goals
and objectives of the Thoroughfare Plan. Third is an overview of thoroughfare planning,
with the concept of context-sensitive design (CSD) outlined. Travel forecast modeling is
then discussed and how this analytical tool is used in the testing of thoroughfare
alternatives. Based on travel forecast output, recommendations for the Thoroughfare
Plan are then discussed. Both existing and recommended thoroughfares are shown on
the Thoroughfare Plan Map, which will help guide the City regarding roadway alignment,
cross-section and right-of-way. Options for alternative modes of transportation are also
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discussed. Finally, policies for transportation recommendations are outlined in relation to
the Plan objectives. These policies, in conjunction with the Thoroughfare Plan Map, will
guide long-term transportation decisions.

Issues Affecting Cedar Hill
The Plan is aimed at addressing the dynamic and changing needs that have occurred in
Cedar Hill since the last Comprehensive Plan. From a regional perspective, several
transportation related initiatives stand to positively affect the City. Locally, peak hour
congestion, transportation linkages/improvements, development activity, and roadway
design considerations are key among issues to be addressed.

Regional Initiatives
Planned highway improvements for Loop 9 and US 67, and potential long-term regional
rail will offer residents and business with enhanced regional accessibility to and from the
City. The Trans-Texas Corridor, which considers alignment options through the
Metroplex, is another statewide initiative that could impact the City indirectly.

L OOP 9
Targeted for implementation over the next ten
years.
This 4/6 lane limited access tollway,
traversing along the southern area of the City,
forms the southeastern section (Section “E” from
IH-20 to US 287) of a Regional Outer Loop (Figure
3-1) identified in the North Central Texas Council
of Governments (NCTCOG) Mobility 2030: The
Metropolitan Transportation Plan for the DallasFort Worth Metropolitan Area. This regional outer
loop, extending 240 miles around the Metroplex, is
envisioned as a toll facility with staged
implementation over the next 25 years and
beyond. Other segments of the regional loop
under advanced study include; Section “F”
(previously referred to as Loop 9 West) between
US 287 and the extension of SH 121 in northern
Johnson County.

Figure 3-1

Cedar Hill

Right-of-way for the Loop 9 corridor is planned to range between 450-600 feet with
additional needs at critical arterial interchange locations. At US 67, where a directional
interchange is proposed, right-of-way is anticipated to be in excess of 600 feet in order
to accommodate ramping of main lane connections and facility transitions.
Two alternatives, plus a “no-build” alternative, are currently being considered as part of
the South Outer Loop (Loop 9) Draft Environmental Impact Statement (DEIS). The DEIS
examines the impacts created by the alternatives on environmental, social and physical
attributes of the area (area of potential effect) in which they are located. Within Cedar
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Hill, both alternatives form one common alignment at the east and west ends of the City.
Alternative 1 stretches along Bear Creek before turning to the southwest at Duncanville
Road, extending generally along the southern edge of the City to US 67 and then, along
the northern edge of Midlothian. Alternative 1 crosses US 67 1,800 feet north of Shiloh
Road. Alternative 2 differs mostly between Joe Wilson Road and US 67 where the
alignment is located further within the City. West of US 67, Alternative 2 is split between
Cedar Hill and Midlothian. Alternative 2 crosses US 67 2,500 feet south of Lake Ridge
Parkway. The distance between alternatives at US 67 is 1,000 feet. Figure 3-2 illustrates
the location of Loop 9 alternative alignments in Cedar Hill.
Figure 3-2
Loop 9 Alternatives in Cedar Hill

The location of corridor alignments have changed since initial conceptual planning in the
late 1990’s primarily as a result of changes in design speed of the facility. As a new
location facility, most highways are required to have design speeds of between 80-100
miles per hour (mph). The initial design speed of Loop 9 was 70 mph. As a result,
Alternative 2, which had several proposed curves between Joe Wilson and Tar Road,
has changed dramatically.
As a limited access tolled facility, entry to main lanes will be provided at locations
spaced between 1-2 miles. Access to the main lanes is currently planned at Cockrell Hill
Road, Joe Wilson Road, (future) S. Cedar Hill Road, US 67, and Overlook Drive (just
west of the Cedar Hill City limits). Four/six lane frontage roads will provide accessibility
to Loop 9 main lanes from other arterial crossings within the City. These include;
Duncanville Road, (future) S. Clark Road, and a future arterial street in the southwest
corner of the City (east of the BNSF Railroad). Frontage roads are proposed to be
discontinuous through the US 67 interchange.
Ramping to/from Loop 9 is planned to be in an “X” configuration. In this scheme, traffic
enters highway main lanes in advance of an upcoming intersection and exits just past
the intersection. This configuration offers enhanced operational capacity at arterial
crossings and removes weave/merge maneuvers from the frontage roads. Most
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importantly, it offers enhanced economic development opportunity for parcels fronting
along the access road. The “stick” diagram depicted in Figure 3-3, details the conceptual
ramping scheme for Alternative 1.

FUTURE RD

Figure 3-3
Proposed Ramping Scheme - Loop 9 Alternative 1

As conceptualized, Loop 9 will cross over most current and planned arterial streets
within the City except at two locations; the future extension of S. Cedar Hill Road and, a
future arterial crossing in the southwest corner of the City. At these locations, Loop 9 will
cross under the arterial crossing.
Forecasted year 2030 daily volumes for Loop 9 (within Cedar Hill) range from 61,000
vehicles at the western City limit to 36,000 vehicles at Cockrell Hill Road. At US 67 (west
of future S. Cedar Hill Road), traffic volume is forecasted to be 41,000 vehicles daily.
Loop 9 will be implemented as a staged facility. Most likely, main lane facilities will be
initially implemented, then followed by frontage roads on a demand/needs basis. The
timing for frontage road implementation is currently not available.
The initial draft of the Loop 9 DEIS has been completed and is currently under review by
federal agencies. Pending the outcome of this review and addressing of comments by
TxDOT, a public hearing will be held for input to the proposed action. Public hearings are
currently anticipated to occur in late 2008/early 2009. Subject to public input and
analysis, a locally preferred alignment will be selected and a final EIS prepared. Subject
to a Record of Decision (ROD), this final approval would clear the way for project
initiation and is envisioned in late 2009/early 2010.
US 67 (Southern Gateway/Gateway Horizon) – Southern Gateway/Gateway Horizon are
two projects which address US 67 highway reconstruction from a four to six-lane
freeway. Other key corridor improvements include; addition of one reversible
HOV/managed lane (northbound during AM, and southbound during PM peak hour), four
frontage road lanes, and auxiliary lanes near ramp locations and cross-streets. Under
the proposed reconstruction, continuous frontage roads will be implemented throughout
the City in an effort to address critical issues at FM 1382).
Within the City, the proposed highway reconstruction calls for extensive changes to
ramping to/from the US 67 main lanes. Ramp changes in the corridor include relocation,
reversal, and implementation of new ramps. Figure 3-4 depicts proposed ramping of the
US 67 as obtained from the Southern Gateway and Gateway Horizon project conceptual
plans. Also depicted are ramps to be removed.
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Access to the HOV/M lane from general purpose lanes will occur north of Mount
Lebanon Road. Dependent upon availability of funding, this facility is targeted for
construction in 15 years with right-of-way acquisition possibly commencing in 5-years
and construction over the following 19 years.
Figure 3-4
Proposed Ramping Scheme of US 67

Note: Red depicts existing ramps.

Source: TXDOT

Forecasted year 2030 daily volumes for US 67 (within Cedar Hill) range from 149,000
vehicles at Wintergreen Road to 127,000 vehicles at the southern City limit. Within the
City, traffic volume is forecasted to range between 133,000-136,000. Between FM 1382
and Belt Line, daily volume is forecasted to be 154,000 vehicles.

REGIONAL RAIL
In 2005, NCTCOG studied the potential of regional rail
service to various areas of the Metroplex. Corridor E-5, an
18.8 mile single track freight line extending from Midlothian
north to the Dart LRT Station at Westmoreland Road in
Dallas, was considered in the study (refer to Figure 3-5).
Evaluations considered year 2030 population and
employment growth, existing rail corridors and compatibility
with other freight operations, projected rider-ship, capital
and operations/maintenance costs, system connectivity,
among others where considered in the analysis. With ridership forecasted at over 3,100 persons daily, this corridor has
been recommended in Mobility 2030 for further evaluation
and long-term implementation.
In Cedar Hill, two stations were identified as options for rail
service and include; the Cedar Hill CBD (Old Town area)
and Lake Ridge Parkway/Future Bear Creek Road located
east of US 67.

Figure 3-5

Source: NCTCOG
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TRANS-TEXAS CORRIDOR
The Trans-Texas Corridor (TTC) is one of several statewide initiatives (TTC, Ports-toPlains and La Entrada a Pacifico) aimed at improving intra-state mobility and goods
movement for international trade between the United States, Mexico and Canada. Two
corridors are being investigated as part of TTC and include; I-69 in southeast and east
Texas, and a new corridor paralleling I-35 throughout central
Texas with a loop around the Dallas-Ft. Worth area.
TTC-35 is a proposed multi-purpose transportation and utility
corridor, extending along IH-35 from Laredo to Oklahoma, As
envisioned, the TTC will include; separate lanes for passenger
vehicles and large trucks, freight railways, high-speed commuter railways, infrastructure
for utilities including water lines, oil and gas pipelines, and transmission lines for
electricity, broadband and other telecommunications services. All modes are planned to
be managed access and within a single corridor extending up to 1,250 feet in width.
In 2005, a preliminary corridor assessment
examined potential alternatives (Tier-I
Assessment) throughout the state. In the
North Texas, six alternatives were identified.
After a public hearing process, alternatives
were narrowed to two within wide study area.
In early 2006, the MPO Regional
Transportation Council adopted a resolution
supporting potential alternatives as a regional
bypass to the metropolitan area (refer to
Figure 3-6).

Figure 3-6

In April 2006, TxDOT released a plan
Source: NCTCOG
proposing the initial phase of TTC-35
between San Antonio and the Metroplex (refer to Figure 3-7). The report says
construction could begin by 2011 by a private concessionaire, pending final
environmental clearance to determine the ultimate alignment of TTC-35. Plans call for
the TTC to be completed in phases over the next 50 years with
Figure 3-7
routes prioritized according to Texas’ transportation needs.
Although this study depicts alignments that differ from the
Outer Loop/Rail Bypass Corridor Map of Mobility 2030, the
MPO has not changed their view of the location of this regional
facility. Potentially, the Loop 9 corridor could be used to
facilitate automobile and truck components of the TTC-35
concept. In June 2006, an alternative modes analysis
examining the viability of the corridor to accommodate freight
rail was conducted. The analysis determined that due to
environmental and design constraints, rail options were not
feasible. At this time, plans for the Loop 9 corridor do not
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include rail or utility components. NCTCOG is currently studying the viability of freight rail
alternatives, both east-west and north-south, in and around the Metroplex on this issue.
Completion of this study is targeted for 3-5 years.

Community Issues
At the outset of the Plan Update, several key issues were identified to be addressed as
part of the transportation system evaluation and included;
• Evaluation of the existing Master Thoroughfare Plan to support revisions as
part of the Future Land Use Plan.
• Update alignment and sizing of approach linkages to Loop 9.
• Consideration of all modes of travel on the thoroughfare system (vehicular,
bicycle, and transit).
• Incorporation of a “greenway arterial” concept to incorporate multi-use
facilities adjacent to the roadway.
• Assess and identify implications of proposed roadway alternatives within the
City. These included:
 With and without a Clark Road Overpass at US 67,
 With and without Wintergreen Road as a continuous east-west facility
between FM 1382 and US 67,
 With North ‘Road A’ (from Belt Line to FM 1382), South ‘Road A’ (from
Tidwell to Belt Line), with both North and South ‘Road A’, and without
‘Road A’.
• Based on travel projections, identify critical intersections that may require
additional turn lanes associated right-of-way needs for such locations.

PREVIOUS PLAN AMENDMENTS
Since the 1999 Comprehensive Plan effort, several amendments have been made to the
Thoroughfare Plan to address growth and development within the City. Most recently,
several amendments were made in August 2007. Table 3-1 lists changes in the
Thoroughfare Plan since its adoption in 1999.

KEY ROADWAY IMPROVEMENTS
Several key roadway improvements have been implemented by the City and TxDOT to
address growth and community access and circulation. Recent major roadway
improvements include:
• Belt Line Road (FM 1382) – roadway widening from 4 to 6 lanes with added
turns between Cannady Drive and US 67.
• FM 1382 – widening from 4 to 6-lanes between Straus and US 67.
• Pleasant Run Road – reconstruction from 2 to 6-lanes between US 67 and
North Cedar Hill Road; new intersection at N. Cedar Hill Road.
• US 67 Frontage Roads – addition of right-turn lanes at Belt Line Road and
pavement overlay between Cooper and the north City limit.
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•
•
•
•

North Cedar Hill Road – reconstruction from 2 to 4-lane divided roadway
between Pleasant Run and FM 1382. Reconstruction of N. Cedar Hill Road is
currently under way between FM 1382 and Main/Belt Line Road.
Uptown Boulevard – construction of a 4-lane divided roadway between FM
1382 and Belt Line Road. Pioneer Trail (4-lanes) between N. Cedar Hill and
Uptown Blvd. was recently completed.
Straus Road – relocation and improvement of intersection with FM
1382/Parkerville Road and addition of turn lanes.
Joe Wilson Road – roadway reconstruction from 2 to 4-lane divided between
Parkerville Road and Belt Line Road.
Table 3-1
Summary of Thoroughfare Plan Amendments since 1999

Ordinance No.
Ord. 2000-032
Ord. 2002-124
Ord. 2003-141
Ord. 2003-176
Ord. 2003-179
Ord. 2005-262

Date
July 25, 2000
Sept. 24, 2002
Feb 11, 2003
Oct. 14, 2003
Nov. 11, 2003
Sept. 11, 2005

Ord. 2007-322

Aug. 14, 2007

Reason
Realignment of Loop 9 (west).
Addition of Uptown Boulevard.
Realignment of Loop 9 (east).
Reclassification of Park Ridge Drive.
Removal of Mobley Road loop; extension of FM 1382.
Realignment of Pleasant Run into FM 1382 w/street
classification adjustments; Addition of Uptown crossconnector.
 Realignment of minor collectors at Prairie View and
Wintergreen.
 Removal of three minor collectors, two near Stoney
Creek Subdivision and one thru Meadow Vista.
 Realignment of Future Loop 9 to match State
alignments under consideration.
 Realignment of Lake Ridge Parkway/Bear Creek
connection.

TRAFFIC VOLUME GROWTH
Plate 3-1 illustrates traffic volumes over the years 2004 to 2007 (color coded by year) at
select locations throughout the City. Traffic count information was compiled from data by
the City, TxDOT and NCTCOG. A comparison of traffic volume count data from since
2004 reveal annual increases ranging from 2-9 percent. The data revealed heavier
increases in traffic in the vicinity of the “city core” (retail in the vicinity of US67 at FM
1382) and more typical annual increases of 2-3% throughout the remainder of the City.
Growth on US 67 increased 2 and 9% between 2005-2006 at the south and northern
City limits, respectively. However, between Cedar Hill and Pleasant Run Roads, traffic
decreased between 4-12% during the same period. Key roadways carrying the majority
of traffic include; US, 67, FM 1382, Belt Line Road, Joe Wilson and portions of Pleasant
Run and S. Clark Road.

Page 3-8

Traffic Volume
Map

B.
N.
S

.F.

RR

P 80,000
!

P
4,750 !

31,000
P
!

61,000

9,952
3,100 !
P
P 75
!

7,004
P
!
l
fie
ns
Ma

5,808
P
!

d.
dR

Bag
g

1,900
P
!
ew
evi

9,774
P
!

720

Br a
n

P
!

P
!

P
!
3,325

10,705
ett

P
!

P
!

10,240

Community
Park

42,000 !
P

8,504

P 3,900
!

Clark Rd.

Cedar Hill

Cre
ek

Vi

d.

Texa
s

y.
P kw

e

v
Bl

k
Oa

e
Ridg

ri
ai

ew

7
H
w
y.
6

9

Plum
e

!1,650
P
Dallas County

P 3,425
!

P 9,100
!

P
!
P
!
P
!

2006 Top Intersection
Accident Locations

#
! 6,500
P

Ly
nn

C

re
e

2006 Top Non-Intersection
Accident Locations

#

3,700
P
!

k

P
!
2,115

P
!

P2,300
!

2007
2006
2005
2004

P
!

Belt Line Rd.

P
!
12,044

1,175

P 4,500
!

Bear Creek

67

£
¤
P 35,000
!

ch

7,450

P 5,785
!
Little Creek

ran

Daily (24 Hour) Traffic
Volume

Pleasant Run Rd

P 3,100
!

P 4,253
!

e
Lak

Valley Ridge
Park

Pr

P 2,047
!

P
!

P 4,650
!

Parkerville Rd.

P
!

P 3,400
!

Mt. Lebanon

8,493

P
!

d
Re

Mount Lebanon
Baptist
Encampment

!
P
!
P
16
P
!
22,193
P
!

ch

P
!

B
Bee

6,853

!
P
11,400
14,834

Valley View
Kingswood

!
P
7,700

30,000

18

!
P
P
P 15 !
!

13,041

ch

Lak

16

60,000

6,500

P
!

n
Bra

P 12,160
!

Joe Wilson Rd

2

art

P 780
!

P 791
!

Sources: TXDOT, NTCOG
and
City of Cedar Hill

Cockrell Hill Rd

! 6,100
P

rF
rw
y.

.1
38

W
ea
ve

F.
M

m
er

Northwood
University
Cedar Hill
State Park

w
St e

!
P
69,500

El

!
P
23,000

Wintergreen Rd.

Duncanville Rd

P 2,400
!

ra
n

ch

P 9,600
!

d
kR

Be
n

ar
Cl

B

JJo
ohhn
nPPe
enn
nBBr
aran
ncch
h

2,100
P
!

!
P
2,320

U
.S
.

P
!

J

P
!
16,500

Joe Pool
Lake

6,066
!
P

tle

2,300

Plate 3-1

Ellis County
Re
d

Oa
k

Cr
ee

k

l
Ho
lin
gs
an
Br

0

1,000

2,000

µ
4,000

6,000

ch

Urban Planning Consultants Dallas, Texas
Date: July 2008

8,000
Feet

Chapter 3
TRANSPORTATION PLAN
Plate 3-1 also depicts the top investigated accident locations in 2006. The 2006 Annual
Report by the Cedar Hill Police cited the number of traffic accidents investigated by
police grew by 24% (to 556) between 2005 and 2006. Prior to 2005, traffic accidents had
decreased by 2% to 448 between 2004-2005. The number of accidents reported in 2006
was 1,223 and included two fatality accidents. Of the total number of accidents, 35%
occurred on FM 1382. Four of the top five non-intersection accident locations (75 total)
were associated with the 200-400 block of East FM 1382 in 2006. Uptown Boulevard
was the fourth highest with 16 accidents recorded. The report cited that 2006 resulted in
a 99% increase in red light intersection accidents.

OTHER PLANNING EFFORTS
In 2006, a Streetscape Plan was prepared aimed at enhancing the identity and character
of the community through beautification of entryways, key intersection areas, and
corridors. The Plan identified a framework of enhancements addressing: parkway
corridors and approaches, a “core loop” (Uptown area) and associated focal points, a
“town loop”, freeway “windows”, and historic pathways. Each class of enhancements
contains specific visual qualities that address identity, context, and function. Each
concept also varies on scale and
intensity
of
landscaping,
monumentation, public art, and
intersection treatments. Figure 38 illustrates the Streetscape Plan.
The Plan calls for Parkway
corridors
stretch
from
the
outskirts of the City towards the
city core, which is comprised of
the Uptown and Belt Line Road
areas. In terms of urban context,
corridors at the periphery of the
City should be picturesque with a
“rural” or natural feel on approach
to the core. At the core, where
key economic, government and
Figure 3-8
more intense activity occurs, a
Streetscape Plan
more
formal
or
“urban”
environment should be felt. Transitioning between these two elements are approaches,
where a “sub-urban” feel would be present.
Other key recommendations for project prioritization included: implementation from the
“core” outward, implementation from outskirts inward, consideration of single location
projects, and projects that have been funded.
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GOALS, OBJECTIVES & POLICIES
Goal 3.1:
Explore opportunities for improvement of the current thoroughfare system,
including functionality, aesthetic character, and alternative mobility options.
Objective 3.1 a:

Improve the capacity and flow of the transportation infrastructure,
where possible.

Objective 3.1 b:

Continue to maintain and further develop quality landscaping
along public rights-of-way, as outlined in the City’s Streetscaping
Plan.

Objective 3.1 c:

Investigate ways to ease traffic congestion along FM 1382 and US
67.

Objective 3.1 d:

Promote park-and-ride carpooling and van pooling commuter
options.

Objective 3.1 e:

Pursue funding options for the improvement/widening of US 67.

Goal 3.2:
Ensure that the City’s transportation system is cost-effective and adequate to
meet the needs of the current and projected population.
Objective 3.2 a:

Identify strategies that result in mutually supportive transportation
choices, balancing convenient and efficient auto access with safe,
well-designed pedestrian and bicycle facilities.

Objective 3.2 b:

Prioritize transportation recommendations and allocate funds
accordingly.

Objective 3.2 c:

Investigate ways in which public and private funding can be
utilized for transportation system improvements.

Goal 3.3:
Plan for transportation needs according to the type of anticipated development.
Objective 3.3 a:

Review standards for roadway design, based on anticipated
function, traffic volume, and adjacent land use.

Objective 3.3 b:

Promote mixed land use developments to minimize auto trips and
roadway congestion.

Objective 3.3 c:

Encourage development of an interconnected and diverse street
pattern to ease congestion, more evenly distribute traffic, and offer
flexibility of routes.

Objective 3.3 d:

Maintain a functional
Thoroughfare Plan.

classification

system

in

the

City’s
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Objective 3.3 e:

Ensure safe walking routes to schools, including sidewalk paths,
appropriate lighting, and adequate shade protection, as
necessary.

Objective 3.3 f:

Require improvements based on projected impacts of new
developments.
¾ Implement context sensitive design (CSD) standards for
roadways to ensure that they embrace rather than detract from
the character of the surrounding / adjacent development.


Design roadways for the desired automobile speed.
Common roadway aspects that can achieve desired
speeds include lane widths, overall street width, onstreet parking, and the radii of intersection turns.



Enhance the environment of roadways where walking
and biking is desired. Such enhancements could
include benches, trees, lighting, and elements that
create interest such as public art and small gathering
spaces.

¾ Develop and maintain a cost-effective transportation
infrastructure that balances auto-oriented transportation
options with quality bike and pedestrian options.


Ensure that bicyclists and pedestrians have safe and
convenient access to new and existing development by
requiring new developments to provide proper access
and by retrofitting existing developments with
sidewalks and crosswalks.



Establish bicycle lanes along public roadways.

Goal 3.4:
Work with adjacent cities, as well as county and state governmental entities on
efforts to maintain and/or expand the transportation system.
Objective 3.4 a:

Ensure that Cedar Hill’s Thoroughfare Plan is coordinated with
plans in surrounding cities and the region, including Dallas and
Ellis Counties, and the North Central Texas Council of
Governments (NCTCOG).

Objective 3.4 b:

Continue to work with local, regional, and state agencies in pursuit
of a funding mechanism for the completion of a regional rail line.

Objective 3.4 c:

Consider the regional impact and significance of Loop 9, and
coordinate accordingly.

Objective 3.4 d:

Ensure that the configuration of Loop 9 allows convenient, local
east-west access.

Objective 3.4 e:

Encourage the state legislature to allow flexibility in local
transportation funding options.
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Goal 3.5:
Identify how alternative modes of transportation can be incorporated into Cedar
Hill.
Objective 3.5 a:

Consider bus/tram service or another similar mode of public
transportation for the City Center.

Objective 3.5 b:

Encourage residents to walk, jog, and bike to nearby destinations.

Objective 3.5 c:

Promote and plan for commuter rail service through Cedar Hill.
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THOROUGHFARE PLANNING
Cedar Hill’s Thoroughfare Plan is built upon traditional thoroughfare planning concepts,
which focuses on functionality in providing mobility and accessibility for vehicular traffic.
In order to address the community’s goals of providing multi-modal options to residents,
it will be important to incorporate concepts of context-sensitive design (CSD) that
considers the automobile as one element, among other users of the thoroughfare. To
that end, the potential long-term implementation of regional rail through the City offers
opportunity for transit oriented development (TOD) that encourages pedestrian
orientation among multi-modal urban design concepts.

Functional Street Classification

INCREASING
ACCESS

FUNCTION

DECREASING
ACCESS

Functional street classification recognizes
Figure 3-9
that streets are part of a system having
Relationship Between Access and Movement
diverse origins and destinations. A typical
Complete access control,
trip involves the following stages: primary
little local traffic
movement, transition, collection/distribution, ALL MOVEMENT
access
and
termination.
Functional
ACCESS
classifications also describe and reflect a
FUNCTION
set of characteristics common to all
roadways within each class. Functions
range from providing mobility for through
traffic and major traffic flows, to providing
access
to
specific
properties.
MOVEMENT
Characteristics unique to each classification
FUNCTION
include the degree of continuity, general
No through traffic,
unrestricted access
capacity, and traffic control characteristics.
ALL ACCESS
FREEWAY
COLLECTOR
CUL
ARTERIAL
LOCAL
Figures 3-9 and 3-10 illustrate the relative
DE
SAC
roles of each classification to achieve its intended function.



Collector

Freeways (and Tollways) are devoted
entirely to traffic movement with limited or no
direct land service function. Freeways are
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Minor Arterial

Major Arterial

Collector

Cedar Hill’s Thoroughfare Plan recognizes four
general classes of roadways that are based on a
hierarchical function that include: freeways, arterial
streets, collector streets and local/residential streets.

Figure 3-10
Functional Classification System

Major Arterial

In short, the functional classification of streets
provides for the circulation of traffic in a hierarchy of
movement from one classification to the next.
Functional classes can be subdivided further into
major and minor designations to further detail their
role in the community. For each classification, there
is typically a recommended set of operational and
design criteria.
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multi-lane divided roadways with a high degree of access control and gradeseparated intersections. Full or partial control of access distinguishes freeways
from other classes of roadways. Freeways serve large volumes of high-speed
traffic, are intended to serve inter-regional trips, and typically fall under design
guidelines established by TxDOT. Examples of freeways include; US 67 and the
proposed Loop 9.


Arterial Streets are streets that
provide a high degree of mobility,
service relatively high traffic
volumes, have high operational
speeds, and service a significant
portion of through travel or crosstown trips. Arterial roadways serve
as connections between major
traffic generators and land use
concentrations. Minor arterials
serve as connections between
collectors and major arterial
streets. Because direct access is a
secondary function of arterial
streets, access should be carefully
managed. Examples of arterial
class facilities include; Belt Line
Road, FM 1382, Pleasant Run
Road, Wintergreen Road, S. Cedar
Hill Road, etc.

Figure 3-11
Principal Arterial

Figure 3-12
Minor Arterial

Cedar Hill classifies arterial class
facilities into “Principal” (Class I)
and “Minor” Arterial (Class II).
These four and six-lane divided roadways are contained within 112 feet and 90
feet of right-of-way, respectively. Principle Arterial facilities may be initially
implemented as a four-lane facility and expanded to six-lanes. Figure 3-11 and
3-12 illustrates the cross-section of Principle Arterial and Minor Arterial
roadways.


Collector Streets serve as connections between arterials and local/residential
streets and serve to collect and distribute traffic to the arterial network.
Collectors also serve to provide direct service to neighborhoods, commercial
developments, and other local areas and their design involves site specific
considerations. Collectors accommodate smaller volumes of traffic over shorter
distances and may border or traverse neighborhood boundaries. Collector
streets should be discontinuous to discourage cut-through traffic through
neighborhoods. Examples of collector class facilities include; Mt. Lebanon
Road, Cannady Drive, Weaver Street, Little Creek, etc.
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Collector class facilities are divided into “Major” (Class III) and “Minor” Collector
(Class IV). Major Collectors are four-lane undivided roadways located within
64-68 feet of right-of-way. Minor Collector are undivided roads with two to fourlanes in 60 feet of right-of-way. Figure 3-13 and 3-14 illustrates the crosssection of Major and Minor Collector streets.
Figure 3-13
Major Collector



Figure 3-14
Minor Collector

Residential/Local Streets are intended to provide direct access to abutting
property and to collect/distribute traffic form individual parcels. These streets
are intended for short, low volume and slow speed traffic movements. Right-of
way for these two-lane streets is 50 feet.

Table 3-2 describes the most important characteristics of the various functional street
classes. The arterial and collector classifications have been divided to include major and
minor subclasses. These planning guidelines are utilized, in developing areas, to form a
basic framework for the thoroughfare system.
Also included in Table 3-2 is information on the typical level-of-service each roadway
class is intended to provide. Level-of-service refers to a measure of capacity that a
section of roadway or intersection can accommodate during peak traffic conditions. It is
defined in terms of delay with six categories ranging from "A" through "F" being assigned
to reflect the relationship between the design capacity and the traffic demand upon a
particular segment. As demand approaches capacity, the level of service decreases.
Level of service “C” is typically recommended for design purposes.
While the above described conditions are ideal, it may not be practical or even possible
to modify existing streets in already developed areas to conform to the desired design
standards for all the street functional classifications. In cases where neighborhood areas
are bisected by major roadways, alternative cross-sections may be applied to assure
that neighborhood integrity is preserved while providing traffic access.
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(2)

Major
Collector

Primary – collect /
distribute traffic between
local streets and arterial
system. Secondary –
land access; interneighborhood traffic
movement.

Local

Land access.

Comments

Parking
None

4055

Planning
LOS

36,000 to
45,000

D-E

“Backbone” of the
street system.

C-E

1/8
mile

20,000 to
34,000

3045

12,000 to
28,000

3040

1,000 to
15,000

3035

Provides route and
spacing continuity
with major arterials.

B-C

Safety controls;
limited
regulation.

Primary – internal to one
neighborhood; serves
short trip lengths.
Secondary – land
access.

300
feet

Through traffic should
be discouraged.

A-B
2 lot
lengths

Minor
Collector

¼(2)
½

¼ mile

Supplements capacity
of arterial street
system and provides
high speed mobility.

Safety control
only.

200 to
1,500

2030

Permitted

Minor
Arterial

Mobility function is
primary; access function
is secondary. Serves
moderate trip lengths.

5570

Limited

Moderate distance intercommunity, intra-metro
area, traffic movement.
Serves long trip lengths.

1 mile

45,000 to
125,000

Limited

½1½

Restricted –
some
movements may
be prohibited;
number and
spacing of
driveways
controlled.
May be limited to
major
generators;
number and
spacing of
driveways
controlled.

Speed Limit
(mph)

None

Volume
Ranges
(veh./day)

Major
Arterial

4-5

Roadway
Intersection
(3)
Spacing

Traffic Movement; long
distance travel.

Direct Land
Access

Function

Freeway/
Tollway

Spacing
(1)
(Miles)

Type of
Roadway

Table 3-2 Roadway Functional Classifications and General Planning Guidelines

(1) Spacing determination should also include consideration of (travel within the area or corridor based upon) ultimate anticipated development.
(2) Denser spacing needed for commercial and high-density residential districts.
(3) Spacing and intersection design should be in accordance with state and local thoroughfare standards.
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Context-Sensitive Design
Context Sensitive Design (CSD) is the practice of developing transportation projects that
serve all users and meet the needs of the neighborhoods through which they pass. It is a
collaborative process that involves all
Beyond functional purposes of permitting people
stakeholders in developing street designs
to get from one place to another and to gain
that fit into the character of surrounding
access to property, streets – most assuredly the
neighborhoods while maintaining safety
best streets – can and should help to do other
things: bring people together, help build
and mobility. The key is that elements of
community, cause people to act and interact, to
the street should complement the context
achieve together what they might not alone. As
of
the
surroundings
or
adjacent
such, streets should encourage socialization and
development to generate a “roadway
participation of people in the community…The
experience” for instance, a roadway may
best streets create and leave strong, lasting,
need to be designed as a six-lane
positive impressions; they catch the eyes and
boulevard as it travels through a
the imagination.
commercial area, but may need to be
altered to a minor street configuration as it
Jacobs, Allan B. – Great Streets, page 312,
travels through a town center or mixedMassachusetts Institute of Technology, 1995
use area.

CSD Principles
The process of designing CSD roadways is similar to the process of designing traditional
thoroughfares in that automobile traffic is considered with traffic counts, traffic demand,
and level of service information-gathering efforts. However, the difference is that
automobile traffic is only one element considered, among numerous others, in the
design of CSD roadways. The Institute of Transportation Engineers (ITE) has recently
released a publication entitled An ITE Recommended Practice: Context Sensitive
Solutions in Designing Major Urban Thoroughfares for Walkable Communities. This
publication outlines various principles that should be considered during the design
process to arrive at a solution for a context sensitive roadway project. These principles31
are as follows:
• The project satisfies the purpose and needs as agreed to by a full range of
stakeholders. This agreement is forged in the earliest phase of the project and
amended as warranted as the project develops.
• The project is a safe facility for both the user and the community.
• The project is in harmony with the community, and it preserves environmental,
scenic, aesthetic, historic and natural resource values of the area; in other words,
exhibits context sensitive design.
• The project exceeds the expectations of both designers and stakeholders and
achieves a level of excellence in people’s minds.

3-1

3-2

Outlined on page 9 of An ITE Recommended Practice: Context Sensitive Solutions in Designing Major Urban Thoroughfares for Walkable
Communities (2006).
Calthorpe, P. The Next American Metropolis: Ecology, Community, and the American Dream, Princeton Architectural Press, New York,
1993.
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•
•
•

The project involves efficient and effective use of the resources (time, budget,
and community) of all involved parties.
The project is designed and built with minimal disruption to the community.
The project is seen as having added lasting value to the community.

TxDOT has begun to incorporate CSD concepts into its newer projects. The City should
explore the possibilities of CSD solutions on any of its joint projects with TxDOT (i.e., US
67). CSD coupled with the City’s Streetscape Planning initiative could turn major
roadway projects into gateway corridors.

Transit Oriented Development
Transit Oriented Development (TOD) is a concept that has evolved out of a need to
balance residential communities, retail divisions and employment locations by integrating
the transition between locations via the most efficient and accessible means. TOD has
been defined as a set of urban design and land use characteristics conducive to
generating non-automotive tripmaking3-2. In addition to reducing vehicular dependence,
TOD creates a sustainable environment through mixed land uses and pedestrian
orientation.
The Urban Land Institute (ULI) has identified ten key principles that must be addressed
in order to create a successful and sustaining development and include:
• Establishment of a common vision,
• Development of public/private partnerships,
• Incorporating development around transit station,
• Provide flexibility in parking; employ shared parking components,
• Build a “place”, not a “project”; create a sense of place,
• Understand market factors for appropriate retail development; not transit driven,
• Establish a mix of land uses, through variety,
• Incorporate buses to station are development; make buses attractive,
• Establish varying prove points for living, and
• Engage corporate attention.
A study examining TOD, prepared in 2005 by Center for Transportation Training and
Research at Texas Southern University, identified several successful design features to
transit oriented development and are listed in Table 3-3.
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Table 3-3
Major Design Features of TOD*
•
•
•
•

•
•
•
•

Continuous and direct physical linkages between major activity centers; siting of
buildings and complementary uses to minimize distances to transit stops.
Street walls of ground-floor retail and varied building heights, textures, and
facades that enhance the walking experience; siting commercial buildings near
the edge of sidewalks.
Integration of major commercial centers with the transit facility.
Grid-like street patterns that allow many origins and destinations to be
connected by foot; avoiding cul-de-sacs, serpentine streets, and other
curvilinear arrangements that create circuitous walks and force buses to
meander or retrace their paths; direct sight lines to transit stops.
Minimizing off-street parking supplies; where land costs are high, tucking
parking under buildings or placing it in peripheral structures; in other cases,
siting parking at the rear of buildings instead of in front.
Providing such pedestrian amenities as attractive landscaping, continuous and
paved sidewalks, street furniture, urban art, screening of parking, building
overhangs and weather protection, and safe street crossings.
Convenient siting of transit shelters, benches, and route information.
Creating public open spaces and pedestrian plazas that are convenient to
transit.

* Source: An examination of Successful Mixed-Use in Transit Oriented Development as Conceptually
Applied to the Proposed Ambassador Way Transit Station in Houston, Texas, The Southwest Region
University Transportation Center, Center for Transportation Training and Research; September 2005.

Transit-oriented development (TOD) has proven to be very successful in the short time
frame since its inception in the Dallas area. Variations in style of TOD development
along DART’s light rail transit lines have strengthened the benefits that can be achieved
with this type development. Similar style development is in planning along the TRE and
Southern Pacific rail lines by Irving and Carrollton. The potential implementation of
regional rail through Cedar Hill creates an opportunity for TOD development within
Cedar Hill. It is recommended that current planning initiatives continue on this concept.
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TRAVEL FORECAST MODELING
Kimley-Horn and Associates, Inc. (KHA) was retained by the City to provide traffic
engineering and transportation planning services for the analysis of the existing and
proposed thoroughfare system, and testing of roadway alternatives using a travel
forecast model tailored specifically toward the City.

Methodology
The methodology used to test roadway alternatives is based on the North Central Texas
Council of Governments (NCTCOG) regional travel demand model combined with a subarea network emulating local roadway conditions. This approach enabled the ability to
capture the regional impacts of programmed improvements in and around the City, while
at the same time, incorporating local land use patterns and trip making decisions. The
Land Use Plan, adopted as part of the previous Comprehensive Plan effort, served as
the basis for future land use.

Basic Model Theory
By creating and using a travel model, one is attempting to produce a mathematical
representation of an individual’s decision-making process:
(1) Why to make a trip Æ (2) When to make the trip Æ (3) Where to make the trip Æ (4)
How to make the trip Æ (5) What route to follow to complete the trip.
These individual choices are then combined so that the aggregate impacts on the
roadway network can be determined. As projects are added or modified to the system,
the model can be used to make planning level decisions regarding future transportation
needs. Models are also used to answer questions such as the number of lanes required
along a given roadway or the need for a new roadway or interchange. Travel models
are best suited to provide a comparison between horizon years or alternatives with traffic
projections showing general travel trends over time or between alternatives. The travel
model is but one element - of many - that should be considered in decisions regarding
transportation improvements.

Sub Area Model
The NCTCOG travel model covers the entire nine county MPO planning area and has a
focused approach on the region’s major arterial and highway network, its proposed
roadway improvements programmed through the year 2030, and associated supporting
demographics. In order to replicate traffic patterns within the City, adjustments were
made to the regional model within the City (as a sub-area) to include minor arterial and
collector level roadways which typically are not included in the regional model. The
addition of this roadway detail enhances the ability to replicate traffic loading (according
to local patterns) onto the adjacent roadway system. A number of minor arterial and
collector facilities were added to the sub-area to more closely represent the City’s
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thoroughfare system. Land use information, in the form of population and employment,
is entered into the model at the traffic survey zone (TSZ) level. TSZs represent the
smallest area for which land use activity that generates and/or attracts trips. Within
Cedar Hill, 49 TSZs comprise the City.

Four-Step Modeling Process
The modeling process is comprised of a series of mathematical algorithms that simulate
travel on the transportation system. This macroscopic process encompasses four (4)
primary steps taken to estimate travel demand from a given set of land uses and a
transportation network. The four steps in this approach are;
•

Trip Generation – the estimation of the number of trip-ends for each zone. More
detail on the trip generation process is included in the following section.

•

Trip Distribution – the estimation of the number of trips between each regional
zone pair.

•

Modal Split – the prediction of the number of trips made by each mode of
transportation between each zone pair.

•

Traffic Assignment – the amount of travel (or number of trips) that is loaded onto
the transportation network through path-building and is used to determine
network performance.

Trip Generation
The number of households (units), population, and employment (basic, service, retail) in
each TSZ is input into the model to create 24-hour estimates of person-trip ends. Trip
ends are classified as either productions or attractions. Trip productions refer to the
source end of trip, such as from home. Trip attractions refer to the trip purpose or
destination end of a trip, such as work. Trip generation predicts production and attraction
trip ends for each TSZ and are classified as home-base, non-home base, and home
non-work trips.
Although the results are similar to ITE Trip Generation, the methodology used in the
travel demand model is not the same. While both methodologies utilize the
characteristics of a development to determine the number of trips, the model uses a
robust regional database of TSZs to estimate interaction between various land uses. For
example, a trip from work to home may involve an intermediate stop at a gas station.
Within the regional model, this trip is accounted for from start to finish, whereas it is
difficult to account for these types of trips at the regional level using ITE Trip Generation
alone.
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Land Use Data
Regional Wide Demographics
Outside of the City, NCTCOG regional data was used for land use and demographic
data for both existing and future models. Demographic data and land uses forecasted by
NCTCOG for future study years are based on trends in development and historic growth
patterns. The basis for the land use information comes from each city and their
corresponding future land use plans. This information enables regional trip making
characteristics both to/from Cedar Hill to be captured.
The demographic data used in the trip generation process includes the number of
households, population, median income, and number of employees by type of
employment. These employment types include: basic (e.g., agriculture, manufacturing,
wholesale trade, communications, utilities, etc.), service (e.g., banks, insurance
agencies, real estate offices, hotels, theaters, museums, government, education, office),
or retail (e.g., general merchandise and food stores, restaurants, gas stations, and
miscellaneous retail establishments).

Cedar Hill Demographics
Within Cedar Hill, demographics of current conditions were based on existing land use.
Demographics of future households, population, and employment were based on data
from the previous Land Use Plan (1999 Comprehensive Plan). It is important to note, the
travel forecast output did not contain land use considerations established as part of this
current Plan Update. This would include higher density planning concepts stemming
from potential regional rail initiatives or commercial/retail uses programmed along the
proposed Loop 9 corridor. Future travel forecasts should include land use concepts as
developed through this Plan Update.

Model Development
Existing Model Validation
Following the development and entry of socio-demographic data into the model, a
validation process was undertaken for existing year conditions. This process ensures
that “modeled” traffic volumes replicate as close as possible to actual existing conditions
on the system. This iterative process involved modifying speed and capacity attributes of
various roadway segments in an effort to more accurately match existing traffic counts.
The process continued until forecasted volumes were within 5-10% of available actual
counts.
Once validation was completed, the properties assigned to each roadway segment
under existing conditions were applied to the same roadway segment in the 2030 travel
model to more accurately determine future traffic volumes.
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Build Out Model Development
After model validation, projected “build out” demographics were input into the model.
As the NCTCOG 2030 model already included Loop 9 in the network, adjustments were
made to more accurately reflect the current alignment of the considered alternatives.
Following the completion of an initial “build out” model run, revisions to the Plan in the
southern portion could be addressed to better reflect issues associated with this future
roadway facility. These adjustments
Figure 3-15
were then used for modeling of all
Travel Model Lane Assumptions
Total Lanes
“build out” alternatives.
Figure 3-15 illustrates the refined
roadway network used in the travel
forecast modeling process. Also
illustrated, is the number of traffic
lanes assumed for the roadways in
the network.

Thoroughfare

Testing and

Results

Network Alternatives
for Testing

At the outset of the plan process, several key roadway alternatives were identified to be
addressed as part of the modeling process and included;
• Evaluation of the existing Master Thoroughfare Plan to support revisions as part
of the Future Land Use Plan.
• Update of alignment and sizing of approach linkages to Loop 9.
• Assessment of an overpass at Clark Road/US 67.
• Assessment of an east-west connection of Wintergreen Road between FM 1382
and US 67.
• Evaluation of a connection between FM 1382 and Tidwell Road; assess
implications of a northern segment - North ‘Road A’ between Belt Line and FM
1382, a southern segment - South ‘Road A’ between Tidwell and Belt Line, and
portions independently.
Each network alternative was tested independently in order to determine system impact
and effectiveness. Model output of forecasted Year 2030 daily volume and link level of
service was used as a basis for evaluation.
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Definition of Level of Service
As discussed earlier, “level of service” (LOS) refers to an operational condition based on
roadway volume to capacity. Capacity can be affected by various geometric factors
including roadway cross-section (e.g. divided or undivided), number of lanes, lane
widths, and grades.
LOS “C” is considered to be the minimum acceptable level of service by the City for
design and evaluation purposes. However, due to the uncertainty of long-term changes
in growth conditions, LOS “D” is considered acceptable for long-term planning. Table 34 illustrates level of service category and associated volume-to-capacity thresholds
utilized for the thoroughfare capacity analysis.

Table 3-4 - Level of Service Criteria for Thoroughfare Capacity Analysis
0.00
0.20
0.45
0.65
0.80
1.00
V/C Ratio
Level of Service

A

B

C

D

E

F

V = Peak Hour Directional Volume; C = Per Lane Directional Capacity
Directional capacity was assumed to be 725 vehicles per hour per lane.

Analysis Results: Existing Thoroughfare Plan
Based on model output, the existing roadway network is projected to generally serve the
City at an adequate level of service. Although a full system of improvements will provide
sufficient access and circulation throughout the City, portions of several roadways were
forecasted to experience peak hour congestion and include; FM 1382 (between US 67
and N. Clark), Belt Line Road (between W. Belt Line and Cannady), and New Clark
Road (north of W. Wintergreen). Sections of Joe Wilson (between Belt Line and
Pleasant Run), Mt. Lebanon (at Lake Ridge), and future Road A (at US 67) were also
shown to experience concentrated areas of congestion. Oddly, West Belt Line at
Mansfield Road was forecasted to experience extremely high volumes. This anomaly
could be a result of single point loading of zonal trip generation as adjacent roadway
links were forecasted with mid-range volumes. In these critical areas, operational issues
could be mitigated through a combination of the following measures; the provision of
auxiliary turn lanes, signal timing coordination, and cross/shared access of adjacent
properties.
Plate 3-2 illustrates forecasted 2030 daily traffic volumes under the ultimate system build
out. It should be noted that projected traffic volumes are for a typical weekday, defined
as a non-holiday Tuesday, Wednesday, or Thursday during the school-year.
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Plate 3-2 also illustrates the projected roadway operational level of service. A majority of
the City’s critical system is forecasted to operate acceptably. As described above, a few
links along FM 1382, Belt Line and New Clark Road are forecasted to be below LOS “D”.
Operations at these links could be mitigated through measures identified above and the
site plan process.

Approach Linkages to Loop 9
The modeled alignment of Loop 9 was adjusted to conform with TxDOT’s current
alignment of Alternative 1, currently under environmental review. Several approach
linkages were examined to ensure sufficient capacity would be available to
accommodate demand for this regional facility.
East of US 67, five arterial connections will provide access to Loop 9. Travel forecasts
suggest that sufficient capacity (LOS A/B) will be available to accommodate projected
demands from all connections. Duncanville Road, which will provide direct access to
Loop 9 main lanes, is forecasted to carry the highest level of daily volume to Loop 9 with
30-34,000 vehicles (corresponding operating LOS is “C/D”) between Bear Creek and
Parkerville Road. Travel model output does not provide discernable evidence of any
particular north-south corridor serving as a “cut-through” between Loop 9 and US 67,
however, higher volumes are shown to occur throughout Duncanville Road with LOS C
and D operations south of Belt Line and north of Pleasant Run, and north of
Wintergreen, respectively. Joe Wilson is also shown to operate at LOS C/D north of Belt
Line Road.
West of US 67, connections with Loop 9 are forecasted to be adequate. Planned retail
uses between Lake Ridge and Loop 9 are projected to create heavy demands at Lake
Ridge Parkway and a planned collector street, primarily as a result of the limited ability to
access other roadways because of the future interchange. The realignment/connection
with Mount Lebanon would enhance back access to US 67 via the Mt. Lebanon
intersection. Other considerations should include; additional turn lane capability and
controlled access points to/from the site.
It is important to note that more intense densities associated with potential TOD
development, were not included in the travel model forecast. Special consideration
should be made to take this type development activity into account.

Clark Road Overpass at US67
An overpass of Clark Road at US 67 revealed some benefit with regard to area
operations. While an overpass of Clark Road would remove local traffic from Belt Line
Road and US 67, this benefit may be limited by adverse impacts to the intersection of
FM 1382. The skewed angle of intersection between these two roadways creates
operational inefficiencies for turn maneuvers onto FM 1382. With FM 1382 projected to
be heavily traveled, intersection operations could break down. Secondly, the odd angle
of intersection creates the potential for excessive right-of-way needs in order to
accommodate geometric requirements.
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Extension of Wintergreen Road
The extension of Wintergreen Road was evaluated under two scenarios; 1) a connection
between Joe Wilson and North Cedar Hill Road, and 2) the initial connection coupled
with a facility extension between Straus Road and FM 1382.
Travel forecasts of the first scenario revealed a larger volume shift of the two
alternatives; however, neither effectively enhanced east-west traffic flow through the
City. In fact, this connection appears to benefit Danieldale Rd. more so than roadways
within Cedar Hill. In the immediate area of the connection of the first scenario, a large
amount of volume was pulled off N. Cedar Hill Road (between Wintergreen and Joe
Wilson) and increased volumes on Wintergreen to US 67 by about 8,000 vehicles.
Traffic on Pleasant Run between US 67 and Cedar Hill Rd. also decreased by 4,000
vehicles (16%). Elsewhere, very minimal if any, reductions were seen on FM 1382, Belt
Line or other east-west roads east of US 67.
In the second scenario, which extends Wintergreen to FM 1382, about 4,000 vehicles
were forecasted to use the new connection. Elsewhere, minimal if any shifts in traffic
flow were observed. Traffic flow on FM 1382 remained virtually the same, as did Belt
Line and Pleasant Run Roads.
Both alternatives require challenges to implementation. The connection would require
right-of-way dedication from a recently platted property, and the extension traverses
through challenging topography. Both segments of roadway would require significant
investment to construct.

Connection between FM 1382 and Tidwell Street
Similar to Wintergreen Road, two scenarios on a new roadway connection between FM
1382 and Tidwell Street were evaluated; 1) from the FM 1382/New Clark Road
intersection to Belt Line Road west of Ramsey Street, and 2) the continuation of this new
road from Belt Line to Tidwell Street.
The implementation of the northern section of this roadway reduces traffic slightly on FM
1382 and shifts it toward Belt Line Road. From a north-south perspective, this
connection pulls 5,000 trips (over three-fourths) from Sleepy Hollow/Meadowridge Drive.
The forecasted volume for this segment of roadway is 7,100 vehicles daily.
The continuation of this facility significantly benefits the southern portion of N. Cedar Hill
Road (near Belt Line) and Houston Street by shifting 55-65% of forecasted volume to
this new roadway. Traffic volumes are forecasted to drop from 15,000 to 6,000 vehicles
daily on Houston Street. Forecasted volume as a result of this continuation would
increase volume 17,000 trips daily.
Implementation of only the southern portion of this roadway has limited benefits as only
about 2,000 vehicles were relieved from Belt Line to US 67. A small portion of traffic was
pulled from Houston St. to this facility. Also, cut-through traffic on Sleepy
Hollow/Meadowridge Drive did not appear to increase with only the southern portion of
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the roadway. Projected volume on this section of road as a stand alone facility is 3,800
vehicles daily.
The City should continue to show the alignment of ‘Road A’ on its current Master
Thoroughfare Plan. The presence of this roadway allows for an alternative route for
traffic from the northwest desiring to access the southeast portion of town. Without this
connection, traffic must utilize FM 1382 and place it significantly over capacity (LOS F)
during morning, noon and afternoon peak periods. Challenges to implementation of this
roadway include, topography issues along the northern portion of this alignment and a
grade separation for a rail crossing in the south.
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THE TRANSPORTATION PLAN
Roadway Improvements
The recommended plan builds upon the principles established as part of the 1999
Master Thoroughfare Plan. Several modifications have been made aimed at enhancing
system functionality, aesthetic character, and alternative mobility options and include;
• Building upon the existing functional street classification system,
• Establishment of greenway corridors that incorporates trails for bike/pedestrian
opportunity,
• Corridors for streetscape considerations,
• Provision for operational improvements at key intersections,
• Identification of regional rail station areas.
Several regional transportation initiatives serve as a basis from which the City can
leverage increased accessibility and connectivity while reducing reliance on the
automobile. Plate 3-3 illustrates the recommended Thoroughfare Plan.

Changes from the Previous Plan
Travel forecast modeling of the existing Thoroughfare Plan revealed the basic roadway
system to operate satisfactorily under projected Year 2030 conditions. Several roadway
alternatives were tested that revealed varied success. Key changes to the Thoroughfare
Plan include;
•

Loop 9 – Two alternatives, plus a “no-build” alternative, are currently being
considered as part of the South Outer Loop (Loop 9) Draft Environmental Impact
Statement (DEIS). Alternative 1, which is the preferred alignment by the City
(illustrated on all maps), stretches southwest from Bear Creek Road and along
the southern edge of the City. Alternative 2 extends further to the north between
Joe Wilson and the western city limit. The south alignment (Alternative 1),
minimizes impact to existing residents, enables the implementation of the Lake
Ridge Parkway/Bear Creek connection, provides development opportunity along
the corridor, and provide opportunity for support development to a potential
regional rail station at the BNSF Railroad south of Lake Ridge Parkway. As Loop
9 will likely be initiated in stages, the City should coordinate with TXDOT on
several issues:
x Main lane access to Loop 9 is provided (as currently shown by TXDOT) at
Cockrell Hill Road, Joe Wilson Road, S. Cedar Hill Road.
x Ensure that frontage roads are implemented.
x All arterial street crossings are implemented to accommodate an ultimate
roadway intersection; including additional left (for dual turns) and right
turn bays and Texas U-turns.
Preserve full access to Lake Ridge Parkway thru coordinated planning
efforts with US 67 (Gateway Horizon) expansion. Lake Ridge Parkway is
critical to the success of development in the southern sector of the City,
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and hence, all efforts should be made to protect this intersection - in
terms of both land development and access management.
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x

If frontage roads are not initially built and intense development occurs
along the Loop 9 corridor, work with TXDOT towards their
implementation.

•

Bear Creek Road – upgrade from minor to principal arterial. Higher intensity land
uses, identified on the Future Land Use Map between Duncanville Road and US
67, were not included as part of the travel model. As these uses differs
significantly from the residential uses previously programmed (and modeled), the
ability to expand from 4 to 6-lanes should be preserved. This capacity would
also serve future area development in the event on Loop 9 main lanes likely to be
constructed initially and frontage roads are constructed during later stages of
corridor implementation. If Loop 9 is not implemented or a decision is not made
with regard to this facility, Bear Creek Road should be extended as a principle
arterial (Class I) between Duncanville Road and Cockrell Hill Road.

•

Parkerville Road – downgrade from principle to minor arterial. Travel forecast
volumes suggest a 4-lane roadway will provide sufficient capacity to
accommodate projected demands. This coupled with the ability to widen
intersections for additional turn lanes, as necessary, should be adequate for
long-term conditions. Other items leading to this recommendation include; the
upgrade of Bear Creek Road to principle arterial, the designation of Parkerville as
a 4-lane Minor Arterial through Desoto, the residential composition of the
corridor, and the fact that minimal opportunity exists to widen Parkerville beyond
its current 4-lane configuration between S. Clark and US 67.

•

Future Road A – retention of this new alignment minor arterial between FM 1382
and Tidwell Road. The presence of this connection offers alternative access to
US 67 for development in the western section of the City. Travel projections
support the viability of this connection with volumes forecasted at about 17,000
vehicles daily. Other benefits to this connection include; removal traffic though
residential areas along Sleepy Hollow/Meadowridge Drive, accessibility to the
Uptown area and possible rail station, and congestion relief to high volumes
forecasted on FM 1382 between New Clark and US 67. To further enhance this
connection, a grade separation with the BNSF Railroad should be implemented.

•

S. Cedar Hill Road – downgrade from principle to minor arterial between Tidwell
and Bear Creek Road. Forecasted volumes suggest a 4-lane roadway will
provide sufficient capacity to accommodate projected demands of 5,000 vehicles
daily. Although higher density development at Loop 9/Bear Creek was not
included in the travel forecast, the close proximity to US 67 and other principle
arterials offering north-south capacity, should be sufficient. South of Bear Creek
Road, S. Cedar Hill Road should be retained as a principal arterial in order to
provide additional carrying capacity to Loop 9. Additional right-of-way should be
preserved at the intersection with Bear Creek Road to accommodate additional
turn lanes, if necessary.

•

W. Belt Line Road – downgrade from principle to minor arterial between US 67
and Old Belt Line Road. This segment of roadway is envisioned to play a vital
role in the development/redevelopment of the Uptown Center area. For
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purposes of context sensitivity and the retention of area character, this segment
should remain at a four-lane divided facility.
•

Collector Streets – since the amendments in August 2007, no further changes
are recommended to this class of streets. In August 2007, several minor
collector roadways were realigned or removed to avoid impacts to existing
residential subdivisions, provide consistency with development plats, and lack of
need due to low area density.

•

Regional Rail Stations – building off of the Regional Rail Plan prepared by
NCTCOG, two stations along the BNSF are recommended including; south of
West Belt Line Road (Uptown area) and south of proposed Bear Creek Road.

•

Grade Separations – with the potential long-term implementation of regional rail,
consideration should be given to separating critical roadways with the rail
corridor. In addition to enhancing safety at key crossings, this would help to
reduce vehicular/rail conflicts points as well as help maintain vehicular circulation
during peak period operations. Two additional grade separations with the BNSF
Railroad are recommended and include; New Roadway A and Bear Creek Road.

•

Greenway Corridors – these corridors aimed at enhancing opportunity
pedestrian/bike opportunity with connectivity with other trail system elements
within the City. Greenway corridors are envisioned to incorporate a trail or multiuse parkway within the right-of-way of a roadway facility. Greenway corridors are
envisioned along portions of several corridors including; S. Cedar Hill Road, N.
Cedar Hill Road, S. Clark Road, Joe Wilson Road, and Mansfield Road.

•

Streetscape Corridors – these corridors are envisioned as context sensitive with
emphasis placed on the natural environment and its incorporation into the
roadway section. Landscaping and other amenities would be anticipated to
incorporate Low Impact Development (LID) concepts for resource conservation.
Such concepts include; use of natural elements, and native grasses and plants
requiring minimal water. Corridors in which streetscaping is envisioned are; FM
1382, Future Road A, Belt Line Road, and portions of US 67.

•

Critical Intersections – many of the congestion problems that exist during peak
hours of operation are a result of insufficient turn-lane capacities. In order to
address these needs, the Plan identifies “critical intersections” that should have
additional right-of-way on intersection approaches in order to expand turn-lane
capabilities, as needed. Twenty-five locations have been identified on the
recommended plan.

Thoroughfare Design Standards
Cedar Hill’s thoroughfares are based on a functional classification system recognizing a
hierarchy of streets and based on six classes of public roadways including:
Freeway/Tollway, Major Arterial, Minor Arterial, Major Collector, Minor Collector and
Local/Residential streets. Standards for freeways/tollways are the responsibility of
TxDOT or others, and therefore not presented.

Page 3-42

Chapter 3
TRANSPORTATION PLAN
Standard roadway cross-sections for the different classes of thoroughfares within the
City are listed in Table 3-5 (and previously illustrated in Figures 3-11 thru 3-14). No
changes are recommended for the design standards of the existing roadway classes,
however, two additions are recommended and relate to; the addition of new roadway
sections, and additional right-of-way at key intersections.

Greenway Corridors
Three new roadway sections are recommended that incorporate landscaping and
trails/multipurpose pathways within arterial class rights-of-way. The purpose of these
“Greenway Arterial” sections is to enable flexibility with respect to environmental
sensitivities or natural features of an area, as well as facilitate integration of
pedestrian/bike opportunities as a mode choice. Greenway Corridors are also aimed at
providing connectivity to future regional rail stations.
Table 3-5 lists the design parameters of
these types of Greenway Arterial
streets. These street types, two of
which contain curb and gutter sections
and the other a non-curbed section, are
envisioned to be 4-lane divided facilities
within 112’ of right-of-way. “Greenway
Arterial with Wide Parkway” and
“Greenway Arterial with Off-Center
Roadway”, are curbed sections with
similar travel way characteristics
however, each contain different parkway
widths. The “Wide Parkway” section
places the roadway within the center of
the right-of-way and evenly splits
remaining right-of-way for 24-foot
parkways. The “Off-Center Roadway”
section places the roadway to one side
of the right-of-way leaving 8’ and 40’
parkway, respectively. These sections
are illustrated in Figures 3-16 and
Figure 3-17.
A “Greenway Arterial-Rural” (Figure 318) describes a non-curbed roadway
section. This section is aimed specifically
at incorporating the natural beauty of the
escarpment area into the roadway. Within
this section, natural elements such as
rolling hills, native grasses and other
natural formations are envisioned to flow
freely within the median or along the
parkway.
Designed
for
maximum
flexibility, this 4-lane facility could be

Figure 3-16
Greenway Arterial-Wide Parkway

Figure 3-17
Greenway Arterial
with Off-Center Roadway

Figure 3-18
Rural Greenway
Arterial
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expanded to 6-lanes, if needed, and would be implemented within 130’ right-of-way.
Outside of the travel way, a 16-foot drainage area and 13-foot multi-purpose parkway
would also be present. Plate 3-4 depicts the locations of Greenway Arterial Corridors
within the City.

Table 3-5 – Roadway Cross-Section Design Standards
Greenway Arterial Streets

General Roadways

Roadway Type

ROW
Pavement Width

Principal
Arterial
4-6 lane
Divided
(Class I)

Minor
Arterial
4 lane
Divided
(Class II)

Major
Collector
4 lane
Undivided
(Class III)

Minor
Collector
2-3 lane
Undivided
(Class IV)

Residential
/Local
2 lane
Undivided
(Class V)

Rural
Principal
Arterial
4-6 lane
Divided

Arterial
with Wide
Parkway
4 lane
Divided

Arterial
with OffCenter
Parkway
4 lane
Divided

112'

90'

64-68’

60’

50’

112'

112'

112'

2 @ 36'

2 @ 24’

44-48'

38’

27’

2 @ 36’

2 @ 24’

2 @ 24’

12'

12'

12'

12'

13.5’

12'

12'

12'

1 @ 12'

1 @ 12'

--

--

--

1 @ 12'

1 @ 12'

1 @ 12'

(face-to-face)
Lane Width
Left-Turn Lanes
Median Width

16’

16'

--

--

--

16’

16’

16’

Sidewalks

Both

Both

Both

Both

Both

Both

Both

Both

12'

13'

10’

11’

--

8’

24’

8’/40’

45-50

40-45

35-40

30-35

25

40-45

40-45

40-45

Parkway Width
Design Speed
(mph)

Key Intersections
The ability for the roadway network to operate effectively relies on the ability of
intersections to efficiently process traffic. Operational conditions typically break down
when insufficient turn-lane capacity is available to remove turn movements from the
traffic stream. To ensure the ability to provide channelized turn movements, such as a
second left-turn or right-turn lane, an additional 22 feet should be provided at key major
and minor arterial intersections. To determine the exact
dimensional requirements of specific intersections, a Figure 3-19
traffic analysis should be conducted at the time of facility
implementation.
As currently defined, divided roadways have the ability
to accommodate a separate left-turn lane. By adding 22
feet of width, a second left-turn and separate right-turn
bay can be added as needed to an intersection. Travel
lanes of 11’ provide sufficient roadway width for turn
movements.
Twenty-nine intersections have been identified as
“critical intersections” (Figure 3-19) and fall primarily on
major and minor arterial facilities. At these intersections,
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the City should require additional right-of-way via the platting process (where possible)
to allow for additional turn lanes that may be needed in the future.
Table 3-6 identifies necessary distances by roadway class for storage and transition
requirements. The distances identified allow for minimum turn-lane storage and lane
transitions. In high intensity development areas, a traffic analysis should be conducted
to determine appropriate intersection requirements. Figures 3-20 and 3-21 illustrate
intersection right-of-way requirements at critical locations.
Table 3-6 Critical Intersection Right-of -Way Requirements
Roadway
Major Arterial
Greenway Arterial
Minor Arterial

Major
Arterial

Minor
Arterial

Major
Collector

Minor
Collector

Greenway
Arterial

350’

350’

300’

260’

350’

300’

300’

260’

260’

300’

Figure 3-20
Major Intersection Detail
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Figure 3-21
Minor Intersection Detail

Context Sensitive Design
As described earlier, CSD blends the needs of transportation and the community in that
projects incorporate environmental, scenic, and aesthetic value to enhance the area
which it serves. CSD concepts are envisioned on portions of several “greenway”
corridors within the City. Greenway corridors are aimed incorporating landscaped
amenities with pedestrian/bike trails in the parkway portion of a roadway corridor.
Recommended greenway corridors are shown in Plate 3-4 and include:
• N. Cedar Hill Road between FM 1382 and W. Belt Line,
• S. Cedar Hill Road between Tidwell and future extension of Bear Creek Road,
• S. Clark Road between Belt Line and future extension of Bear Creek,
• Joe Wilson Road between Parkerville and the south city limits, and
• Mansfield Road between Old Belt Line and the western city limits.
N. Cedar Hill Road was selected to help provide connectivity with the potential regional
rail station (Uptown area), as well as incorporate wooded areas running along the east
side of the roadway. South Cedar Hill, S. Clark and Joe Wilson were identified to provide
neighborhood linkage with (future) Bear Creek Road and ultimately the potential regional
rail station near US 67. Relatively low forecasted 2030 volumes for these roadways also
factored to these selections. The corridors identified above are also envisioned to be
curbed sections. No specific section (“Off-Center Roadway” or “Wide Parkway”) is
identified to enable flexibility in design of improvements. In addition to roadway sections,
this concept may also be applied to intersections where the City has a desire to create a
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unique pedestrian friendly environment or a gateway feature for the City or
neighborhood.
Mansfield Road is envisioned as a “rural” greenway
arterial in an effort to take advantage of the vistas
and views from this scenic stretch of road. A noncurbed section is recommended to help integrate
roadway improvements with the aesthetic beauty of
the area. With the opportunity to create signature
entry corridor, flexibility in design standards should
also be extended to intersections of the corridor. The
Lake Ridge Parkway intersection offers opportunity
to double as a major gateway feature. As such,
special features should be considered. With regard
to roadway design, options for intersection treatments include; a roundabout, “Florida Tintersection” or a flared intersection with landscaping located within its wide medians. A
Florida T-intersection allows for the continuous flow of certain through movements (top
end of the “T”) without being affected by traffic control. For example, a “Florida T”
intersection at Lake Ridge Parkway would enable the continuous flow southbound
through movement on Mansfield Road. Examples of possible intersection configurations
are illustrated in Figure 3-22.
Figure 3-22
Example Intersection Configurations

Plate 3-4 also illustrates “streetscape” corridors. Streetscape corridors are aimed at
emphasizing the natural environment of an area along the roadway corridor.
Streetscape corridors are similar to “greenway” corridors in that landscaping is
accentuated, however in “streetscape” corridors an emphasis is placed on the
characteristics and “feel” of the adjacent area. Recommended streetscape corridors
include:
• FM 1382 between New Clark Road and the northwest city limits,
• Future Road A between FM 1382 and W. Belt Line Road,
• W. Belt Line Road between Future Road A and Old Belt Line Road,
• Belt Line Road between Joe Wilson and Duncanville Road, and
• US 67 between Pleasant Run Road and Tidwell Road.
The concept of “streetscape corridors” extends from the 2006 Streetscape Plan in which
the identity and character of the community can be enhanced through beautification of
key corridors, entryways and intersections. Plate 3-5 illustrates a street context plan
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which builds on corridor relationships to differing elements within the community.
Depicted are “rural”, “transition” and “city center” edges which thematically reflect the
“periphery to central core” (Uptown area) concept of the Streetscape Plan. Also
depicted are locations for key major and minor entry features, accent areas and
landmark intersections. US 67, between Pleasant Run and Parkerville Road is also
included as a streetscape corridor in an effort to tie the landmank intersections that have
been identified at other key locations within this stretch of corridor.

Alternative Transportation Options
One of the goals of the Transportation Plan is to identify transportation options that could
provide an alternative to the automobile, specifically transit and pedestrian/bicycle
modes. The challenge to meeting these objectives is the ability to make such
alternatives realistic and convenient for residents to use. The implementation of the Trail
Master Plan in December 2006, is a positive step towards meeting this goal.

Regional Rail/Transit Oriented Development
The NCTCOG Regional Rail Corridor Study examined the expandability of the current
rail system (generally operated by Dallas Area Rapid Transit) to meet the future
anticipated travel demand in the Metroplex. The study revealed that based on the
amount of projected ridership, a connected regional rail system could have the effect of
adding on additional freeway lane in each direction to some of the most congested
highways and tollways in North Central Texas.
The study examined and recommended two rail stations on the
BNSF rail line enroute to a station in Midlothian. Within Cedar Hill,
these locations are; south of W. Belt Line (Uptown area), and south
of the future Bear Creek Road alignment and shown in Figure 3-23.
Both locations offer tremendous opportunity development and
redevelopment initiatives within the City. At Bear Creek Road,
undeveloped land, planned integration with other corridor
development initiatives, and immediate proximity to US 67/Loop 9
accessibility create prime opportunity for success as a transit
oriented development.
Park-and-ride connectivity could also
potentially be supported by using the interior area of the Loop 9/US
67 interchange as parking. With other area development initiatives,
the Uptown area offers neighborhood walkability and historic value
in the heart of downtown.

Figure 3-23

To support and promote transit as a modal option for residents, advanced planning for
transit oriented development initiatives should continue to be undertaken by the City.
Strategies, as defined by the ULI, should be undertaken to establish common vision,
generate support among public and private stakeholders, and promote synergy for this
successful form of sustainable development.
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Local Transit
The success of TOD development can, to a certain degree, be tied to the ability of area
residents to be able to access other aspects of the community. While TOD development
is envisioned to provide an array of services within walkable distances of one-quarter to
one-half mile from the station, there should be the opportunity for connectivity with other
area attractions. The Trail Master Plan and Greenway Corridors create options for
pedestrian/bicycle modes. Another long-term consideration should be some type of
localized transit. While not a short-range recommendation, some type of transit service
should be considered either prior to, or following, the establishment of regional rail. No
specific technology is envisioned, other than it should be unique so that business is
attracted and it promotes Cedar Hill as a distinctive City in the area. A wheeled trolley
system or buses designed to resemble trolleys could be an effective way to achieve this
uniqueness, and trolley-like facilities could further enhance the sense of history that is
present in Downtown Cedar Hill.

Pedestrian/Bike Connectivity
The Greenway Arterial, in conjunction with on and off-street trail improvements of the
Trail Master Plan, serve to offer community wide pedestrian/bicycle opportunity for
residents.
A second goal of the
Figure 3-24
Greenway Arterial was to establish
connectivity with the regional rail
stations.
For the station at Bear Creek, the Joe
Wilson, S. Clark, and S. Cedar Hill
greenways are proposed to be linked
together with a “trail parkway” running
adjacent to Bear Creek Road to the
station area. The “trail parkway” is
envisioned to be 15 feet in width and
contained within a separate 20-25 foot
easement outside the roadway right-ofway. Additional landscaping is also
anticipated to be located within the “trail
parkway”. Figure 3-24 illustrates
community
pedestrian
/
bicycle
accessibility and connectivity to future
regional rail stations.
Bear Creek Road and Lake Ridge Parkway provide critical pedestrian/bikeway linkages
to the future southern rail station. As described above, a “trail parkway” is envisioned to
run along Bear Creek Road and a portion of Lake Ridge to Prairie View Boulevard as a
complimentary feature to this important roadway. Beyond Lake Ridge, pedestrian/bike
accessibility is envisioned to continue through this sector of the community to provide
key mobility options for residents. Figure 3-25 illustrates examples of trail integration to
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various scenarios of arterial and collector roadways. Plate 3-4 illustrates the location of
these sample sections and their application to the adjacent roadway.
Figure 3-25
Trail Integration to Roadways

Pedestrian connectivity serves to support and sustain neighborhood and commercial
areas alike. Linking neighborhood districts with other area attractions and districts also
promotes community cohesion. Similarly, maintaining connectivity through major
roadway and freeway intersections helps to minimize the physical aspect of the facility.
As such, improvements to US 67 and Loop 9 should also consider adequate additional
width for the incorporation of pedestrian/bike connections through facility interchanges.
An 8-10 foot pedestrian/bikeway should be included as part of the roadway crosssection.
Figure 3-26 illustrates shows examples of trail connections through
intersections.
Figure 3-26
Example of Trail Connections Through Intersections
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TxDOT’s plan for reconstruction of US 67 (and implementation of Loop 9) offers
opportunity to better link the sectors of the City. While vertical elements of the freeway
design pose visual impediments, the implementation of Context Sensitive Design
treatments along walls, rails and intersections offer the ability to create a “staged
experience” that could help promote visual continuity and connectivity. Introducing this
treatment draws attention away from the physical aspect of the facility and replaces it
with an aesthetic opportunity. The “staged experience” could consist of the following;
•
•
•

•

Intersection enhancements such as stained/stamped concrete, ornamental light
fixtures and traffic control;
Corner aesthetics with ground elements such as public art, landscaping and
other monuments;
Bridge treatments that address:
 Tiered landscaping along embankments
 Bridge rail enhancements such as decorative concrete or wrought iron
 Textured columns with decorative reliefs on end caps and highlighted
with accent lighting;
Interior treatments with:
 Artwork on abutment walls with accent lighting
 Overall illumination of underpass.

Variations of these enhancements are dependent on whether arterial crossings traverse
over or under the freeway. These enhancements are envisioned for major crossings with
US 67 and Loop 9. Advanced planning and coordination with TXDOT is recommended.
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CONCLUSION
The table below summarizes the recommendations from this Transportation Plan
chapter. In addition, a reference to the corresponding goal and objectives are included
with each recommendation.
Summary of Recommendations
Roadway improvement to the Thoroughfare System

Goal /Objective

Recommended changes to the Thoroughfare Plan include;
• Southern alignment location of Loop 9; monitor progress of
proposed regional improvement and ensure implementation of
arterial crossings to ultimate standard.
• Upgrade of Bear Creek Road to Principal Arterial. If Loop 9 is not
implemented, extend Bear Creek to Cockrell Hill Road.
• Downgrade of Parkerville Road to Minor Arterial.
• Implement Road A from Fm 1382 to Tidwell.
• Downgrade S. Cedar Hill Road from Principal to Minor Arterial
between US 67 and Bear Creek Road.
• Provide for grade separations with the BNSF Railroad to enhance
roadway safety as well as facilitate regional rail.
• Additional right-of-way at critical intersections should be acquired
through the development process in order to facilitate additional
turn lanes, as necessary, in the future. Thoroughfare standards
identifying minimum storage lengths should be incorporated into
the City roadway design manual.

3.1; 3.1a; 3.1b; 3.3;
3.3a; 3.3d

Aesthetic Improvements to Thoroughfares
The following improvements are recommended:
• Establish “Greenway Arterials” on select corridors to incorporate
bike/pedestrian modes of travel. Three separate roadway
sections that incorporate this concept have been identified.
• Implement “Streetscape Corridors” as a means to incorporate the
natural environment on select corridors to the roadway section.
• Context Sensitive Design (CSD) concepts are introduced in the
Greenway Arterials and Streetscape Corridors. CSD concepts
should be extended to all new roadway development where
possible.

3.1; 3.1b; 3.3f

Alternative Mobility Options
The City should work toward making the community fully interconnected,
particularly by means of the trail system.
The City should support the implementation of regional rail through the
community. Two stations have been identified and planning of these
stations as Transit Oriented Development (TOD) should be continued.

3.1; 3.3c; 3.5; 3.5b

Pedestrian/Bike Connectivity
The City should build on the Master Trail Plan as a means to providing
pedestrian/bicycle connectivity throughout the community. As
development occurs, pedestrian/bicycle connectivity to the proposed
regional rail stations should be a high priority.

3.1; 3.2; 3.2a; 3.3e;
3.5; 3.5b

Page 3-57

Chapter 3
TRANSPORTATION PLAN
Summary of Recommendations
A “Trail Parkway” corridor should be considered along Bear Creek Road.
This parkway provide connectivity between Greenway Arterial roadways
and regional rail stations with appropriate pedestrian/bicycle accessibility.
Pedestrian, bicycle, and automobile access should be required between
all new developments and adjacent developed areas.
The concept of connectivity should be integrated into the City’s decision
making process regarding all new development and redevelopment
proposals.
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3.1; 3.2; 3.2a; 3.3e;
3.5; 3.5b; 3.5c

3.1; 3.3; 3.3c; 3.3f;
3.5

