








HIGHWAYS CONNECT, BUT
ALSO DISCONNECT

IN DENSE AREAS/AREAS OF DESIRED
DENSITY, DISCONNECGCTION DEVALUES

WHAT KIND OF INFRASTRUCTURE IS
APPROPRIATE FOR THE KIND OF PLACE YOU
WANT AND NEED?

How DO WE MAXIMIZE CONNECTIVITY WHILE
MINIMIZING COSTS TO BUILD SUSTAINABLE
PLAGCES OF PROSPERITY?




DALLAS AT A
CROSSROADS

How TO ADDRESS
CONGESTION?Y



INTER-CITY VS INTRA-CITY (INNER-CITY)HIGHWAYS

The Funnel: Single Corridor handles increased capacity through cities by getting wider.

Sucks up all the energy from surrounding streets and neighborhoods, then areas decay.

INTER-CITY, LINKS REGIONAL ECONOMIES INTRA- OR INNER-CITY, DISCONNECTS LOCAL ECONOMIES



CONTEXT SENSITIVE DESIGN

The Filter: Highway corridor narrows as it enters city allowing grid to handle increased capacity needs.

This diffuses the negative impacts of congestion while allowing for agglomeration economies, shortened trip lengths &
providing greater route choice and adaptability

RURAL TO SUBURBAN SUBURBAN TO URBAN TRANSITION URBAN - GRID



YOU GET WHAT YOU PRIORITIZE

HIGHWAY: FUNCTIONS BEST WITH NO TRAFFIC ON THE ROAD

CITY STREET: FUNCTIONS BEST WITH MANY PEOPLE ON THE ROAD



IN THE URBAN PARADIGM (PEOPLE > CARS)

TRAFFIC = VALUE... A PROLIFERATION OF BILLBOARDS OR BUSINESSES?

ON HIGHWAYS, TRAFFIC IS CONGESTION. ON CITY STREETS, TRAFFIC IS ENERGY.



OuR CoORE CITIES REQUIRE A DIFFERENT LOGIC

ONE 1S AN ELEGANT, HIGHLY INTERCONNECGCTED AND INTERDEPENDENT ECOSYSTEM;
THE OTHER A CARTOONISH RESULT OF CLUMSY, SIMPLE MACHINE-BASED MODERNISM

Self-Operating Napkin




TwO DIRECTIONS OF
COMPLEX SYSTEMS

WE TYPICALLY ARE FOCUSED
ON THE RIGHT PROBLEM
AREA, BUT USUALLY MAKE
MATTERS WORSE TRYING
MORE OF THE SAME

PROBLEM OF CONGESTION:

Theory of the Cycle for

WE NEED MORE SUPPLY problem reversing the

problem
CITIES ARE INHERENTLY

COUNTER-INTUITIVE
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THIS IS NOT AN ENGINEERING PROBLEM
DALLAS, TX

We can engineer any kind of city we want. Instead, this is an economic and political issue.



FACILITATE HUMAN
INTERACTION

DENSITY BENEFITS

MORE ENVIRO,

MORE ECONOMIC VALUE...

MORE INNOVATION

MORE INTERACTION
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FACILITATE HUMAN
INTERACTION
EXTERNALITIES OF DENSITY
DISEASE

POLLUTION

CONGESTION

MOSTLY ANTIQUATED —
BYPRODUCTS OF
INDUSTRIALIZATION AND
PRE-SANITATION



DESIRABLE DENSITY

ABOUT DESIGNING CITIES . == 1]

BETTER AT ALL DENSITIES

DENSITY AS A PRODUCT OF BUll j

DEMAND.
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DESIGNING FOR
CHOICE

IN TRANSPORTATION
NETWORKS

GREATER FLEXIBILITY AND
ADAPTABILITY S0 PEOPLE
CAN CHOOSE MOST
APPROPRIATE MODE AND
ROUTE FOR THEIR
PARTICULAR NEEDS



DESIGNING FOR
CHOICE

IN HOUSING

DENSITY ACCORDING TO
VALUE RELATED T0O
PROXIMITY



HIGHWAYS AS
BARRIER

INCREASES DISTANGE
BETWEEN PEOPLE



MORE HIGHWAY CAPACITY = LOWER POPULATION DENSITY

HIGHWAY LANE MILES TO
POPULATION DENSITY

Build More Roads, Population Disperses, Density Drops

The more high-speed infrastructure we buy in favor of
longer trips, the further everything gets from each other,

Population density drops.



IH 345 REDEVELOPMENT PLAN
DALLAS, TX

MORE ROADS =
LOWER TAX
BASE

AND FISCAL INSOLVENCY



MORE HIGHWAYS + LOWER DENSITY = DRIVING MORE

VMTS PER CAPACITY
More roads = More Driving

As population disperses,
People are going to drive more.

It has effectively been subsidized and
engrained into the culture...as if we chose
it because “we love our cars”

...and since we love our cars, we’re
eager to support highway
expansion/construction projects to
“reduce congestion.”

...and the entropy continues...



THE HOUR WIDE OCITY

...and neither does highway lane
miles per capita.

We’re not reducing congestion, but
lengthening average trip length

US PREFERRED 22-MINUTE COMMUTE



THE HOUR WIDE OCITY

Population Density has no effect on
average commute times

Commute time is independent

However, city form is dependent on
travel speed.

Everything spreads out so as to be
inconvenient for all other forms of
travel besides the car.
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IRONIC TRAGEDY OF DALLAS...

built the most supply (1950s to 1980s)



IRONIC TRAGEDY OF DALLAS...

built the most supply (1950s to 1980s)

...at a time when we were stripping demand.

Building highways through downtown, unlocking new land, further afield, effectively made everywhere they touched, equally,
poorly connected...resulting in low demand over an increasingly large area.

% I I
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INTER-CITY(BETWEEN) VS INTRA-CITY(WITHIN)HIGHWAYS
DALLAS, TX

Jane Jacobs wrote that you need big infrastructure for big destinations, small networks for small destinations.



INTER-CITY
HIGHWAYS

SHORTEN TIME BETWEEN
METROS (HS R, AIR)

APPROPRIATE PLACE



APPROPRIATING
INFRASTRUCTURE

CHOIcCE, OVERLAP,
& BEST INFRASTRUCTURE
FOR BEST DISTANCE

IF 99% 0OF RESOURCES IS
INVESTED IN ONE, 99% 0OF
TRIPS ARE LIKELY TO BE BY
THAT MODE...



APPROPRIATING
INFRASTRUCTURE

JUST SO HAPPENS
THAT IS THE LEAST
EFFICIENT WAY T0O
GET AROUND.



THEORY FOR WHY...

Correlation =/= Causation



VMT:
LAGGING INDICATOR

City to City there is zero relationship
Between GDP and VMT

Prosperity led to waste, a leading indicator
of future hardship?

The cities that can achieve high degree
Of connectivity without high level of
driving...
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INTERESTING
RECENT PHENOMENON

VMTs are trending down

Despite the 2008 recession, GDP is rising
again while no longer tethered to VMT



UsDOT VMT PROJECTIONS
AGAINST ALL EVIDENCE...
And so we project upward trends of VMT
despite all evidence to the contrary because

we correlate increased driving with
increased economic growth...

...but what about waste?



THE INVISIBLE HAND

Land use patterns (form and
density) follow public spending

Where the invisible arm
(infrastructure) and the invisible
brain (public policy) tell it to go.



LONG-TERM LAND USE IMPACT:
UPWARD PRESSURE (GREENFIELD) VS. DOWNWARD PRESSURE (CORE)

EcoNOMIC DEVELOPMENT OCCURS, BUT IN A CANNIBALISTIC AND UNSUSTAINABLE FASHION



COSTS OF CONGESTION PER CAPITA...

FEAR OF CONGESTION
Congestion costs the country $120 billion each year.

That seems like a big number.

...but what if we add up the costs of car dependence?

SOURCE: TODD LITMAN, VTPI



$2 TRILLION/YEAR IN WASTE
WE CAN REDUCE THIS NUMBER BY DIMINISHING CAR-
DEPENDENCE AND REDUCING OVER-BUILT, WASTEFUL
INFRASTRUCTURAL BURDEN.

DEFINING CONGESTION

There is good and bad kind, like cholesterol. Social and
economic exchange is predicated on people coming together.

When everybody is in cars funneled to certain arterials and
highways, reducing modal and route choice, while degrading

the quality of place, it is the bad kind.

City is the platform, but we’re building Anti-City.

THIS NUMBER IS CONSTANT ACROSS ALL CITIES.
. THE PRICE OF DOING BUSINESS.
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DALLAS, TX

...2507 INFRASTRUCTURE BURDEN TO TAX BASE IMBALANCE
160
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CITY WITHIN THE
REGION

Hwy lane miles per 100,000 —

Kansas City: 147.74
Dallas: 96.38;
Houston: 91.41

St. Louis: 67.54
Austin: 66.53
Detroit: 59.31;

Portland: 38.84;
Seattle: 37.27

Manhattan: 10.83

Stockholm: 13.72
Paris: 8.15;
Barcelona: 5.38
Vancouver: 3.13
London: 2.37;




EXTERNALIZED COSTS

UNIVERSITY OF MINNESOTA STUDY —
DIMINISHING ROI

PERIOD | o1 RETURN
1949-1950 0.554
1960-1969 0.480
1970-1979 0.298
1980-1989 0.212
1990-2000 0.136



NECESSITY OF VALUE

HIGH PUBLIC SECTOR
INFRASTRUCTURE SPENDING

HIGH PRIVATE SECTOR
TRANSPORTATION SPENDING



AFFORDABILITY

WHEN LOOKING AT STRICTLY HOUSING, MUCGCH OF
DFW LOOKS AFFORDABLE

...BUT FEW OF US ARE HERMITS

WHEN ADDING TRANSPORTATION, NEARLY ALL OF
CITY COSTS ABOUT HALF OF INCOME

CITIES WITH HIGH HOUSING COSTS ARE OFTEN MORE
AFFORDABLE TO LIVE IN.

COUNTER-INTUITION: HIGH LAND VALUE MAKES
FOR GREATER AFFORDARBILITY



ILLUSION OF GROWTH

FOUND THAT THE “ECONOMIC
DEVELOPMENT” ASSOCIATED
WITH NEW GREENFIELD
INFRASTRUCTURE TOOK 40-
50 YEARS IN TAX BASE TO
PAY OFF 30 YEAR
INFRASTRUCTURE.

EcoNOMIC DEVELOPMENT
WAS HAPPENING, BUT IT WAS
NET NEGATIVE

Sprawl fails

A

Subsidized
sprawl growth



BEST CASE SCENARIO FOR CAR-DEPENDENT URBAN DEVOLUTION:

WHEN BUILDING CAR-DEPENDENT INFRASTRUCTURE YOU GET CAR-DEPENDENT DEVELOPMENT

OPPORTUNITY COsST OF NOT HAVING HIGHER VALUE, MIXED-USE WALKABLE URBAN NEIGHBORHOODS?

TEN OF THESE?
ORrR
ONE OF THESE?




PLACES THAT DRIVE MORE...SPEND MORE
TO DO SO

Houston: 95% of trips by motor vehicle;
14% of metro GDP spent on transpo.

Copenhagen: 54%/4%.
10% gap = waste.

The more a city drives, the more it wastes. Every trip is a
punitive tax, simply to participate in the local economy.

Is less commerce happening? No. People will always still
meet their wants and needs. It’s the buildings, uses, and
demand for proximity that relocalizes.

$3.87 Billion could stay in local economy if % of Dallas
households found it convenient and economical to give up
one car.



STRUGGLING

DALLAS 3RP IN
POVERTY +
STRUGGLING

ONLY AHEAD OF
DETROIT AND MEMPHIS

SYSTEMATIC
BANKRUPTING OF
PUBLIC AND PRIVATE
SECTOR




Garle

AUOISO




THE LOST BooM?

ACCORDING TO US DEPT OF
CoMMERCE CENSUS DATA:

DALLAS COUNTY LasT
266,000 dJoBS OVER A TEN
YEAR SPAN.

ALSO NOT KEEPING UP IN
TERMS OF WAGE GROWTH



NECESSITY OF
DENSITY

MAKES TRANSIT WORK



EFFICIENT
INFRASTRUCTURE

VAST MAJORITY OF
INVESTMENT IS IN REGIONAL
HIGHWAY INFRASTRUCTURE

THEREFORE, THE MARKET
RESPONDS

IN EFFECT, SUBSIDIZING
CONGESTION



DEMISE OF
REGIONALISM

INTERNET

WHILE INTERNET DOESN’T
FULLY REPLICATE
INTERPERSONAL HUMAN
INTERACTION, INTERNET
CAN REPLACE MANY
REGIONAL AND GLOBAL
TRIPS

...50 STOP INVESTING SO
MUCH IN IT.



21° CENTURY OITY

RISE OF LOCAL + GLOBAL

AND THE NEW
INFRASTRUCTURE,
LESS IMPACTFUL

LOCAL PHYSICAL, DIGITAL
GLOBAL

Low IMPACT ‘HEAVY’ INFRA
REGIONAL

(RAIL, HIGHWAYS OUTSIDE CITY
CORE)

INTER-REGIONAL (AIRPORT)



VALUE OF PROXIMITY

PROPINQUITY

PREMIUM OF WALKABILITY



RE-THINKING
INFRASTRUCTURE

CAMPUS MARTIUS
DETROIT, MI



RE-THINKING INFRASTRUCTURE

CAMPUS MARTIUS
DETROIT, MI



RE-THINKING INFRASTRUCTURE

CAMPUS MARTIUS
DETROIT, MI

NEwW ‘PINWHEEL'’
SOJUARE NOW MOVES
MORE TRAFFIC



INSPIRATION

A PLACE TO
GRAVITATE T0O, NOT
GET AWAY FROM

INFRASTRUCTURE
NOT AN ENDS
ITSELF BUT A
MEANS T0O CITY-
BUILD

TO IMPROVE
EVERYDAY LIVES,
AND FACILITATE
SOCIAL &
ECONOMIC
EXCHANGE



PROPERTY VALUE:
IRVING BOULEVARD VS MAPLE ROAD (BIRMINGHAM, MI) $-| 4.58 / sSQ FT

16,000 VEHICLES/DAY



PROPERTY VALUE:
IRVING BOULEVARD VS MAPLE STREET (BIRMINGHAM, MI) $|7|7 04 / sSQ FT

24,000 VEHICLES/DAY ON LESS THAN HALF R.O.W.



THE NEwW CENTER OF TOWN:

PARIS AND CHAMPS ELYSEES vS 635/75
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DISCONNECTION DISPERSES THE CENTER OF TOWN
DALLAS, TX

Champs Elysees moves 84,000 cars per day. Part of a complex network.
635 moves 250,000. Traffic is funneled towards, undermining choice and adaptability.
Champs Elysees also moves 500,000 pedestrians per day. In half the width, moves more than twice the people and

has 10 times the real estate value.

1-635 CHAMPS ELYSEES, PARIS



OBJECTIVELY MEASURING CONNECTIVITY

Interconnectivity is the release valve of demand. Foot traffic, safety, buildings and businesses (supply)
respond to that demand.

LONDON SPATIAL INTEGRATION MAP — CREATED BY SPACE SYNTAX LMTD



SPRAWL WAS LOGICAL ODOUTGROWTH OF POLICY

Our goal with this plan is to flip the equation...Drive Demand higher while bringing down land prices through the supply of excess
public right-of-way

We have to move the market. To do so we must change the infrastructure network to favor infill, meet pent-up demand

1945 DALLAS SPATIAL INTEGRATION MAP: PRESENT DAY: HIGHWAY NETWORKS DEVALUED THE CENTER AND DISPERSED VALUE
NORTHWARD



DEPRESSION OF
VALUE &
OPPORTUNITY

AUSTIN STUDY
& VALUE OF CONNECTIVITY

5% INCREASE IN
CONNECTIVITY =
+200% INCREASE
IN LAND VALUE



DEPRESSION OF
VALUE &
OPPORTUNITY

KWP STubDY
& VALUE OF HIGH
QUALITY GREENSPACE

~%160M PREMIUM

...LEFT TO ASK, HOW
COULD THIS BE BETTER

(NO HIGHWAY)



BUILDING FOR THE FUTURE: PEAK CAR AND MILLENNIALS

16-24 year olds getting their driver’s license has dropped 18% over last 30 years, while VMTs for all Millennials has dropped 23%

What was considered “independence” to one generation might be the opposite to the next

GAS PRICES WILL NOT SAVE US



BUILDING FOR THE
FUTURE

DEAD LAST IN CHANGE IN
PROPORTION OF YOUNG &
EDUCATED



BUILDING FOR THE
FUTURE

WHERE MILLENNIALS ARE
GOING



TIMELESSNESS

HIGHWAYS AND SPRAWL ARE THE FAD,
WALKABILITY IS TIMELESS



PENT-UP DEMAND

DEMAND AND SUPPLY

68% OF DALLAS
RESIDENTS RESPONDED
TO SURVEY WANTING
MORE WALKABILITY

5% ACTUALLY LIVE IN
WALKABLE AREAS

HIGH COST OF UPTOWN
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DALLAS, TX

THE PATTERN IS SUPPLY MEETING DEMAND.

The most DEMAND for space is in areas that are the most connected...have the greatest “reach”...

Sure it’s harder to hop in a car and drive 20 miles, but in 5 minute (walk/bike/bus/car/transit) you can reach MORE DESTINATIONS

O : (Nature/Agricultural) 1 O: (Urban Core)



HIGHWAY TEAR-OUTS,
RE-URBANIZING CITIES:

CASE STUDIES



Case Studies — Where else?
San Francisco - Embarcadero

DAMAGED IN 89 LOMA PRIETO EARTHRUAKE

CARRIED 100,000 CARS PER DAY

TOOK DOWN 1.2 MILES

BOULEVARD NOW CARRIES 50,000 VEHICLES PER DAY

TROLLEY CARRIES 20,000 PER DAY

LAND VALUE UP 300%

75% INCREASE IN TRANSIT COMMUTE TRIPS IN THE IMPACT ZONE SINCE 1990

54% INCREASE IN HOUSING UNITS IN IMPACT ZONE COMPARED WITH 31%
INCREASE IN THE CONTROL ZONES

THE NUMBER OF JOBS INCREASED 23% COMPARED TO 5.5% IN CITY



Case Studies — Where else?
San Francisco — Central Expressway / Octavia Boulevard

DAMAGED IN 89 LOMA PRIETO EARTHRUAKE

.8 MILES

CARRIED 80-90,000 PER DAY

REPLACED WITH BOULEVARD, PROMENADE, AND PARK
NOwW CARRIES 45-52,000 PER DAY

BEFORE: FREEWAY DEPRESSED HOME VALUES $1 16,000
AFTER: 1,000 NEW RESIDENTIAL UNITS ADDED

WHEN IT CLOSED 75% OF VEHICLES RE-ROUTED TO OTHER
FREEWAYS,

25% USED DIFFERENT MEANS: 1 1% USED CITY STREETS, 14%
OTHER MODES



Case Studies — Where else?
Portland — Harbor West

REPLACED A 3-MILE LONG RIVERFRONT HIGHWAY
WITH PARK AND TRAIL SYSTEM

By 2002:
PROPERTY VALUES HAD TRIPLED,
INCREASING FASTER THAN ANYWHERE IN CITY BY 7%

CRIME HAS BEEN REDUCED SIGNIFICANTLY
DROPPING 65% SINCE 1990
VERSUS 16% REDUCTION CITYWIDE

EXPERIENCED A DROP IN VEHICULAR DEMAND IN THE
STUDY AREA BY 9.6%



Case Studies — Where else?
Milwaukee — Park East Freeway

COST OF REPAIRING THE FREEWAY WAS GOING TO
RUN OVER $100 MILLION

DEMOLITION ONLY COST $25 MILLION
CARRIED 54,000 VEHICLES PER DAY

By 2010 CENSUS THE AREA ADDED 3400 NEW
RESIDENTS

BOULEVARD NOW CARRIES 18,600 VEHICLES PER
DAY

CiTy OWNED LAND HAS SEEN $700,000,000 IN
INVESTMENT...HOWEVER COUNTY OWNED LAND
(MAJORITY) HAS BEEN TOO ENCUMBERED BY
POLITICAL REGULATIONS, LIMITING OVERALL IMPACT



Case Studies — Where else?
New York — West Side Highway

AFTER 1973 COLLAPSE, REPAIRS wOULD coOsT $88

MILLION

AFTERWARDS, 53% OF VEHICULAR TRAFFIC IN THE

AREA DISAPPEARED.

MAJORITY OF TRAFFIC WAS FOUND TO BE HEADING
FROM NEwW JERSEY TO NEW JERSEY



Case Studies — Where else?
Seoul - Cheonggye

8.5 MILE SECTION OF ELEVATED FREEWAY BURIED A
STREAM

CosT $281 MILLION OR $33M PER MILE

NUMBER OF VEHICLES ENTERING THE AREA DECREASED
BY 43%

AIR QQUALITY:

21% LESS TINY AIRBORN PARTICULATE MATTER
NO2Z2 DROPPED 20%

BETX DROPPED 25% OVERALL AND 65% IN SOME
AREAS

REDUCED SUMMER TEMPS ALONG CORRIDOR 8 DEGREES

125,000 VvISITORS PER WEEKEND DAY. 50,000 PER
WEEKDAY

ADDED 113,000 NEW JOBS ALONG CORRIDOR

LONG-TERM BENEFITS EXPECTED TO APPROACH $25
BILLION



Case Studies — Where else?
Vancouver — Never had them

CiTYy OF VANCOUVER REFUSED TO ALLOW FREEWAYS
ENTERING THE CITY

MAINTAINED “TANGENTIAL” NON-DISRUPTIVE
RELATIONSHIP

DOwWNTOWN HAS NO FREEWAYS, BUT TWICE THE
VEHICULAR CAPACITY OF A HIGHWAY. HANDLES

70,000 cARS/HOUR

THE MUCH DERIDED DECISION WAS MADE IN THE
1960s.

MOST LivaBLE OITIES RANKING:

EcCONOMIST’S INTELLIGENGCE UNIT: 3RP

MERGCER: 5™

MONDOCLE (TILTS TOWARD ARTS/CULTURE): 15™



TRAFFIC MITIGATION



Where does the traffic go?

WHEN FIRST CLOSING THE CENTRAL
FREEWAY IN SAN FRANCISCO, CALTRANS
TRAFFIC PLANNERS WARNED GRIDLOCK
wouLD BE:

“HISTORIC”

“SERIOUS”

“HORRENDOUS”

SCARE LANGUAGE, CITY NOT AT THREAT BUT
RATHER THEIR WORLDVIEW

THEY WERE ALL WRONG AND COULDN’'T
FIGURE OUT WHY.

PAGE ONE -- Traffic Planners Baffled by Success / No Central

Freeway, no gridlock -- and no explanation

Carl MNolte, Chraonicle Staff Writer
Published 4:00 am, Friday, September 13, 1996

Traffic experts appear to have produced a minor
0 0 0 ﬁ | P PP p
urban miracle: the closure of much of San
W Tweet  Ellke [ +1 ﬁ share . Francisco's Central Freeway without major traffic
CJ Comments (0) [ Email This problems. But they have no idea how they did it.
A = "We have a success on our hands,” said Jeff Weiss of
2 Printable Version Caltrans, the agency that had predicted traffic chaos
once the half-mile stretch of freeway was shut down
on August 25.

Caltrans and other traffic agencies made it sound as if San Francisco would stop cold

without the freeway. The media relayved the message renarios of g
said Caltrans

around the corner, traffic jams of historic proporti Itwould b
director James Van Loben Sels. It would Ge "horrendous,” said state senator Quentin



CRITIQUE OF INNER-CITY
HIGHWAYS AS EFFICIENT URBAN
TRANSPORTATION

Traffic is there because the highway is
there.

Three primary origin-destinations
competing for the same space at the
same time: Congestion

1. Long Haul/Interstate

2. Long Commute (15+ Miles)

3. Short Commute

Is 345 the best way to move this traffic?




SUPPLY AND
DEMAND OF
TRANSPORTATION:

BRAESS’ PARADOX

SHORT-CUTS AND
SELF-INTEREST

HOME

BRIDGE
Travel time:
C/100 min

=L

HIGHWAY
Travel time:
45 min

HIGHWAY
Travel time:
45 min
O\
EXPRESSWAY
Travel time:
1 min WORK

&)

Travel time:
C/100 min
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IMAGINARY OPTIMAL

We tend to imagine highways
in their optimal condition...

Which is no other drivers on
the road.

But the point of infrastructure
is to facilitate social and
economic exchange

There is no socio-economic
interface to a limited access
freeway.

Through this lens, traffic is a
good thing, it drives value,
when the infrastructure is
designed appropriately for
the place.

In this case, downtown.



OVER-RELIANCE ON
HIERARCHY OF
STREETS

TOO MANY INVADED AND
ABANDONED STREETS



OVER-RELIANCE ON
HIERARCHY OF
STREETS

TOO MANY INVADED AND
ABANDONED STREETS



THE FUNNEL AND THE FILTER:

GRID FILTERS THE BAD (CONGESTION) AND CONCENTRATES THE GOOD

FUNNEL CONCENTRATES THE BAD WHILE SCATTERS/FILTERS THE GoOOD

N N N N NN

2 2 2 2 A4
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MAJORITY OF TRAFFIC IS NOT
COMING TO OR LEAVING
DOWNTOWN

Only 1/4% of the traffic, or ~40,000 cars are
exiting or entering from downtown adjacent
access points

Another 11,000 are using Cesar Chavez
beneath, but these are either local trips or
among the exit/entrance ramp counts...

3/4% of the traffic are regional trips moving
from highway to highway.
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WHERE DOES THE TRAFFIC GO7

DALLAS, TX
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WHERE DOES THE TRAFFIC GO7

DALLAS, TX
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WHERE DOES THE TRAFFIC GO7

DALLAS, TX
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WHERE DOES THE TRAFFIC GO?7 160,000+ VEHICLES/DAY o
ALLAS, TX

Four Places: Regional, Local, Short-term, Long-term

Regional traffic by-passing downtown anyways reroutes to Loop 12, 635, and 190

MucH OF THIS TRAFFIC, YOU DON’T
WANT NEAR DOWNTOWN, POLLUTING
THE AIR AND CAUSING UNDO
CONGESTION.

IF IT’S NOT GOING TO DOWNTOWN,
IT SHOULD STAY OUT OF DOWNTOWN

WESTSIDE HIGHWAY EXAMPLE ‘75
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WHERE DOES THE TRAFFIC GO7

DALLAS, TX

Four Places: Regional, Local, Short-term, Long-term

Local traffic means value and filters onto local streets. Don’t fear traffic, diffuse it & discipline it.
The grid disperses the bad (congestion) and concentrates the good (walkable centers and business clusters)...

THE STATE OF DISREPAIR ON PEAK & HASKELL.

PEAK AND HASKELL ARE
CURRENTLY ONE-WAY COUPLETS
DESIGNED TO CARRY UPWARDS OF
44,000 VEHICLES PER DAY.

TODAY, THEY CARRY ON AVERAGE
7-10,000.

THEY ARE BADLY UNDER CAPACITY
AND COULD USE THE INCREASED

ENERGY. NEAR EAST DALLAS GRID
Is 252,000 cCARS PER DAY
INVESTORS AND DEVELOPERS LOOK
AT TRAFFIC COUNTS, THE UNDER ITS BUILT CAPACITY
MOVEMENT AND VISIBILITY OF
SITES.

SPIN-OFF BENEFIT OF THIS PLAN IS
POTENTIAL REVITALIZATION OF
PEAK/HASKELL CORRIDORS

FUNNEL THAT TRAFFIC INTO ONE
HIGHWAY, ALL YOU GET IS PARKING
LOTS AND DRIVE-THRUS
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WHERE DOES THE TRAFFIC GO7

DALLAS, TX

Four Places: Regional, Local, Short-term, Long-term

Increased capacity = INDUCED demand.
10% new capacity sees immediate 40% increase in total demand, all 100% additional capacity fills within 10 years,
VMT increases as highway capacity increases, and for every intra-city freeway a city loses 18% of its population.

Reduced highway capacity = REDUCED Demand. 25% vehicular traffic just goes away. People adapt.




WHERE DOES THE TRAFFIC GD? IH 345 REDEVELOPMENT PLAN

DALLAS, TX
Four Places: Regional, Local, Short-term, Long-term

By creating housing closer to downtown and nearby amenities, combined with local transit options and complete streets, we’ll have 25,000
people moving back to downtown with increased transportation options and proximity. In terms of commuting, that’s 50,000 less highway
trips per day. Repositioning infrastructure, reorients the housing market. New housing means increased stability and more local businesses.

AzDOT study found less congestion around higher intensity land uses. Fighting “congestion” thru increased highway capacity, is fighting the
nature of the city, to bring people together for social and economic exchange. The result is anti-city, Detroit.



Study Area

TOTAL STUDY AREA:
245 ACRES

EXISTING UNDERDEVELOPED LAND:
118.29 ACRES

NET RECAPTURED RIGHT-OF-WAY:
63.93 ACRES

AFTER REVIEWING EVERY PROPERTY IN THE AREA...

EXISTING IMPROVEMENTS:

$19,906,970

OR $81,252.94/ACRE
(LESS INTENSE THAN MOST SPRAWL)

YEARLY OITY TAX REVENUE (201 2):

$3,584,832.20



Economic Development

TOTAL STUDY AREA!:
245 ACRES

25,000 NEW RESIDENTS, 22,000 NEW J40OBS

PROJECTING 95% ABSORPTION AT 15-YEAR BUILD-OUT:

PROJECTED NEw INVESTMENT: $4,060,663,220 (204X GREATER)

PROJECTED TAX REVENUE (PER YEAR):

$110,043,972 (31X GREATER)

ONE YEAR OF TAX REVENUE FROM THIS PLAN BUILDS A
MODERN STREETCAR LINE FROM WEST END TO LOWER
GREENVILLE AND UNION STATION TO EXPOSITION.

CALCULATING AT CITYPLAGCE FAR &
LOMAG/CRESCENT LAND VALUE:

A FEW HIGH-RISES, BUT MOSTLY MID-
RISE, VERTICAL MIX OF USES



MAKING GREAT STREETS GREAT:

Prioritizing Swiss Avenue



MAKING GREAT STREETS GREAT:

Prioritizing Leonard Avenue axis to Arts District and Winspear Opera House



Main Street: Before/After Courtesy: Munn Harris Architects



IH 345 REDEVELOPMENT PLAN
DALLAS, TX






