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What is the Sherman - Denison Metropolitan Planning Organization?

The Sherman - Denison Metropolitan Planning Organization (MPO) is the regional
transportation planning organization responsible for working with local, state and federal
governments, the private sector, and the region’s citizens to plan coordinated transpor-
tation systems designed to move people, goods and services affordably, efficiently and
safely throughout the MPO area. The function of the MPO is to coordinate regional
transportation planning between the State of Texas, portions of Grayson County, and
the cities of Sherman, Denison, Howe, Pottsboro and Van Alstyne. The major goal of
the MPO is to bring about regional planning under one voice while providing the great-
est transportation benefit for all. Other goals include: supporting economic vitality, mak-
ing transportation safer, providing greater access to mobility options, protecting the en-
vironment while promoting energy conservation, improving connectivity of the current
transportation system, and preserving existing transportation infrastructure.

The MPO was established by the federal government to ensure that transportation deci-
sions within the MPO area are performed in a continuing, comprehensive and coopera-
tive process. The MPO is responsible for creating, developing and reviewing transporta-
tion plans, which include the long-range, 30-year Metropolitan Transportation Plan, the
short-range, 3-year Transportation Improvement Program, the annual Unified Planning
Work Program, travel models, thoroughfare plans, transit plans, and bicycle/pedestrian
plans. All of these documents work together to identify transportation programs and
funding alternatives.

The MPO provides a forum for local input into the expenditure of federal highway and
transit dollars. Citizens and stakeholders can come together and share ideas and infor-
mation with the decision making body that makes up the MPO known as the Transpor-
tation Policy Board (TPB). The TPB is comprised of representatives from the City of
Sherman (city manager), the City of Denison (community development director), Gray-
son County (county commissioner), small cities representative (rotating schedule), and
Texas Department of Transportation (district engineer).

President Bush signed into law the Safe, Accountable, Flexible, Efficient Transportation
Equity Act: A Legacy for Users, commonly called SAFETEA-LU, on August 10, 2005.
SAFETEA-LU will provide funding for project construction, transit programs, and plan-
ning activities from 2005 to 2009. The Transportation Policy Board approves the use of
federal transportation funds within the MPO area and operates under the SAFETEA-LU
act.

The MPO is responsible for the promotion of safe and efficient transportation modes
that maximize the mobility of people, goods and services while minimizing energy con-
sumption, air and water pollution and negative environmental justice impacts. The MPO
works with the state on funding issues for transportation improvements, on project plan-
ning issues, and with local governments to coordinate land-use and transportation plan-
ning. Planning areas include portions of the region that are currently urbanized and are
likely to be urbanized within the next 25 years. The MPO continues to work with public



transportation providers and neighborhood groups, within the MPO boundaries, to en-
sure that our transportation system is at its best, now, and for future generations.

Prepared in cooperation with the Texas Department of Transportation, the Federal
Highway Administration, and the Federal Transit Administration.
Sherman - Denison Metropolitan Planning Organization
1117 Gallagher Dr.
Sherman, Texas 75090

(903) 813-3531

“The contents of this report reflect the views of the authors, which are responsible for
the opinions, findings, and conclusions presented herein. The contents do not necessar-
ily reflect the views or policies of the Federal Highway Administration, the Federal Tran-

sit System, or the Texas Department of Transportation.”
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EXECUTIVE SUMMARY

Background

The Texas Urban Mobility Plan (TUMP ) is
the result of the Texas Legislature’s HB
3588 that passed in 2003. The TUMP ad-
dresses a statewide initiative to quantify
long-range needs within the urbanized ar-
eas of the state and to develop a shorter
range prioritized listing of projects aimed at
improving mobility and air quality impacts as
well as reducing traffic congestion. The
Texas Urban Mobility Plan is a state-based
initiative that requires each of the seventeen
(17) urbanized areas of Texas to develop
locally conceived, comprehensive regional
mobility plans to improve traffic flow.

Historically, the urban areas across the
state have experienced consistent growth
trends without adequate funding needed to
increase the capacity of the transportation
system, resulting in loss of productivity, air
guality implications, increased costs for ser-
vices and goods, and a diminished quality of
life. The Texas Transportation Commission
has indicated that it is time to change the
way Texas plans, funds and delivers trans-
portation systems in urban areas. These
individual plans will be implemented through
a regional baseline allocation of Texas De-
partment of Transportation’s Urban Mobility
Funds (Category 3) and locally generated
“gap funding.” “Gap funds” can be derived
from any locally generated source, such as
tolls or a local option user fee.

The Grayson County area has grown dra-
matically since the 1980s and demographic
projections indicate that it is on track to
reach over 175,000 residents by 2030. The
dramatic growth of the region will have sig-
nificant accessibility, mobility, and economic
implications. The current travel trends in-
clude an increase in automobile ownership,
drive alone travel, and suburbanization,
which results in an increase in the number
and length of trips. If these trends continue,

more travel will be a result, as well as in-
creased traffic congestion and negative air
guality impacts. We will have to accommo-
date the trips of the 175,000 residents on an
already heavily-burdened transportation
network unless the region starts to strate-
gize about sustainable ways to absorb and
deter the increased travel demand. To-
wards this end, the Texas Urban Mobility
Plan contains programs, projects, policies,
and partnerships aimed at balancing trans-
portation and land use decisions in a way
that provides for growth while minimizing
transportation-related externalities. In short,
the TUMP seeks to quantify additional
needs beyond Sherman Denison MPO's
(SDMPO) financially constrained 2030 Met-
ropolitan Transportation Plan (MTP).

The goals of the TUMP, as established in
statutory language of HB 3588, are to:
0 Relieve congestion;
Improve safety;
Improve quality of life;
Improve air quality; and
Improve opportunities for economic
development.
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Conclusions

The TUMP is:

e A recognition that congestion in the
smaller metropolitan areas is a major
barrier to the economic development
of Texas, and a detriment to the
quality of life for its people.

e An innovative approach to address
the severe limitations in funding that
prevents the smaller metropolitan
areas from implementing the neces-
sary transportation actions to reduce
congestion.

e A successful integration of the 17
smaller, non-TMA, metro areas into



a team that is working together, with
TxDOT, in facing mobility and fund-
ing challenges.

e A major first step in the development
of innovative analytical tools and
procedures

The TUMP is not:

Ready to become a vehicle for
making policy or funding deci-
sions statewide in its current de-
velopmental phase, given that
there has to be much progress
towards improving the technical
analysis procedures and the data
that is used, and towards stan-

dardizing the key assumptions for
analysis among the metropolitan
areas.

An affirmation from the Sherman
- Denison region to the strategy
that the Texas Transportation
Commission (TTC) is currently
proposing for the statewide im-
plementation of the Texas Mobil-
ity Fund.



INTRODUCTION

Background

Early in 2003, Governor Rick Perry in-
structed the Texas Transportation
Commission (TTC) and the Texas De-
partment of Transportation (TxDOT) to
develop a scope of work for a statewide
plan under the premise that current
funding levels and mechanisms are not
sufficient to address congestion in the
large urban areas. This scope called for
the development of analytical tools and
procedures to measure traffic conges-
tion in each region, to quantify the dollar
amounts that are required to reduce
congestion to a tolerable level, and to
determine a set of potential strategies to
address the current funding shortage. In
the summer of 2003, TXxDOT met with all
eight Transportation Management Area
(TMA) Metropolitan Planning Organiza-
tion’'s (MPQO’s) responsible for the major
metropolitan areas within the state. At
that meeting, TxDOT discussed the
processes for the Texas Metropolitan
Mobility Plan (TMMP). It was agreed
that each metropolitan area was to de-
velop a regional plan that would address
its own “needs-based” local issues.
When aggregated, the eight plans would
constitute the backbone of the TMMP.
The Texas Metropolitan Mobility Plan
(TMMP) is the result of the Texas Legisla-
ture’s HB 3588 that passed in 2003.

Late in 2005, the Texas Transportation
Commission (TTC) instructed TxDOT to
meet with all seventeen Non-TMA
MPQO’s to begin developing their own
“needs-based” plan, a plan based on the
TMMP’s produced by the eight major
metropolitan areas within the state. The

name of this new plan is the Texas Ur-
ban Mobility Plan.

The Texas Urban Mobility Plan (TUMP)
is a state-based initiative designed to
address growing traffic congestion in the
seventeen (17) minor metropolitan ar-
eas in the State of Texas. Through a
coordinated effort between the Texas
Department of Transportation (TxDOT),
the MPQO’s representing the seventeen
Non-Traffic Management Areas (Non-
TMA’s), and the Texas Transportation
Institute (TTI), TUMP will endeavor to
develop locally conceived, comprehen-
sive regional mobility plans to improve
traffic flow, alleviate traffic congestion,
improve quality of life and provide op-
portunities for enhanced economic de-
velopment within the seventeen Texas
metropolitan areas of less than 200,000
in population including Sherman - Deni-
son.

The Challenge of Traffic Congestion

Although the smaller metropolitan areas
usually have much less congestion, they
still share the same problems as their
larger counterparts. Congestion in the
larger metropolitan areas has typically
been a result of the following combina-
tion of circumstances:

e Population growth in the urban areas
has steadily increased.

e Urban patterns have promoted more
travel within the region for each per-
son (an increase in per capita Vehi-
cle Miles Traveled or VMT). U.S.
Census Bureau data show a gener-
alized trend of population migrating



from the central areas to the fringes
(suburbs).

e The capacity of the transportation
network has not increased at the
same rate as either VMT or popula-
tion, mainly because of funding limi-
tations.

e Mobility challenges were not ad-
dressed for many years using a
multi-modal approach. Congestion
will not be resolved just by building
more roads.

e The traditional funding sources for
transportation projects have been a
federal and a state gasoline tax.
Both have not increased in more
than a decade, thus falling behind
with the demand for more transporta-
tion projects.

Purpose and Key Elements of the
Texas Urban Mobility Plan

The scope of work for the TUMP called
for the development of the following
elements for each of the regional plans:

e “Needs-Based” Scenario. Under
this scenario, the costs of imple-
menting the necessary actions in the
region to reduce congestion to a
“tolerable” level were estimated. The
difference  between this dollar
amount and the amounts that are
available through the current tradi-
tional funding sources is referred to
as the funding “gap”. Traditional
sources and amounts are those
identified in the federally-mandated
Metropolitan Transportation Plan for
each region.

e Texas Congestion Index (TCI). The
TCI is an innovative tool to measure
regional congestion levels under dif-

ferent scenarios. The index shows
how much longer it takes to make a
trip under congested peak-period
conditions compared to conditions
where there is no traffic (free-flow).

e Short-Term Mobility Strategies
and Improvements. The TUMP will
identify strategies that address con-
gestion and mobility concerns in the
short term. Many of these strategies
have identified funding through
Category 3 funds. This is a current
funding category that TxDOT uses to
implement projects on the interstate
and state highway system to en-
hance mobility in urban areas. The
TTC is, for the first time, allowing
and encouraging local participation
in the programming of these projects
into TXDOT's 10-year Unified Trans-
portation Program (UTP). This will al-
low new projects with alternative
funding, such as tolled facilities, to
be integrated into the implementation
schedule.

e Alternative Funding Initiatives.
Having recognized that there is a
funding gap, and having quantified
its approximate magnitude, the chal-
lenge to find and select additional
funding sources and mechanisms is
left to each of the regions.

Goals of the Planning Process

The planning process for creating the
Texas Urban Mobility Plan was devel-
oped through a coordinated effort be-
tween the Texas Department of Trans-
portation (TxDOT) and the MPO’s rep-
resenting the seventeen Non-
Transportation Management Areas, and
the Texas Transportation Institute.



Based on the guidance issued by
TxDOT and its commission, the specific
elements of the Texas Urban Mobility
Plan were identified. Detailed processes
were then developed so that each MPO
would be able to follow the exact same
procedure thus providing a consistent
level of analysis across the state. The
Texas Urban Mobility Plan includes the
following eight planning goals which
serve as a guide for this Plan: (1) Re-
lieve Congestion; (2) Improve Safety; (3)
Improve Air Quality; (4) Improve Quality
of Life; (5) Improve Opportunities for
Enhanced Economic Development; (6)
Enhance Infrastructure Maintenance; (7)
Streamline Project Delivery; and (8)
Texas Department of Transportation
Strategic Goals.

Summary of Findings for the Sherman
- Denison Region

Total Cost of Needs

The following table summarizes the
costs that have been determined for the
Needs-Based Plan. The costs of adding
the capacity to achieve a tolerable de-
gree of congestion (eliminate level-of-

Needs-Based Plan*
(2006 dollars - $million)

Eliminate level-of-service F $ 144
Right-of-Way Acquisitions $ 32
Reconstruction of Existing System $ 392
Regional Connectivity $ 38
Bridge Rehab & Reconstruction $ 18
MTP 2030 $ 126
Transit $ thd

Total 750.0

*reference appendix for ‘Needs Report’ breakdown

service F in the peak periods) were es-
timated, along with the costs associated
with right-of-way acquisitions, recon-
struction of the existing network, re-
gional connectivity as well as bridge re-
hab and reconstruction. In addition to

these, the TUMP plan contemplates
other investments that are important to
the region, such as transit and the pres-
ervation of the existing system.

System Performance

Optimum congestion is a term associ-
ated with the Texas Congestion Index.
Sherman Denison MPO has identified
an optimum congestion target TCIl of
1.04. While 1.04 does not eliminate all
congestion, it does reduce it to a more
acceptable level of 4% longer than a
free-flow speed trip.

The table below demonstrates the TCI
scenarios for the Sherman Denison
MPO area. If nothing were done to add
capacity to the current transportation
network in the Sherman Denison MPO
area, the nobuild scenario, the travel
time would increase by 11 percent be-
cause of the increase in demographics
by 2030. If added capacity projects in
the 2030 Metropolitan Transportation

Total Travel Time (Pers-Hrs)
Arterial | Freeway | Total | TCI
1994 1.02
Base 2,691 5,375 8,065
33% 67%
2030 1.11
No
Build 5,342 11,164 | 16,507
32% 68%
2030 1.10
MTP 4,802 11,688 | 16,491
29% 71%
2030 1.04
Needs | 5,984 10,242 | 16,226
37% 63%

Plan were constructed then the travel
time would increase by 10 percent by
the year 2030. In order to get to the TCI
of 1.04 one hundred fifty eight (158) ad-
ditional miles of capacity to those al-



ready identified in the 2030 MTP would
be needed.

Regional Mobility Issues

The Sherman - Denison MPO, in coor-
dination with the Paris District of
TxDOT, prioritized projects within the
MPO boundary. The list of projects was
approved by the Transportation Policy
Board on February 1, 2006. Some of the
priority projects on that list are:

e US 75 project from Dulin Street to

Travis Street — 4 lane to 6 lane

e US 82 project from 1417 East to
Bethany Road — 2 lane to 4 lane

e FM 121 Project from Jim Jones to
FM 3356- 2 lane to 5 lane

e US 75 project from 1417 To Dulin
Street- 4 lane to 6 lane

e FM 1417 project from SH 11 to
SH 56- New location

e All final decisions regarding funding
mechanisms in the region will be
made by the Sherman - Denison
MPQO’s Transportation Policy Board.

Texas Urban Mobility Plan Charge
and Definition

The Texas Urban Mobility Plan (TUMP)
supports balanced transportation and
land-use decisions that accommodate
growth while minimizing any negative
transportation, air quality, and commu-
nity impacts. The TUMP balances the
goals of the region through a diversified

approach of short and long range modal
strategies. It is a state-based initiative
that will result in each of the urban areas
developing locally conceived, compre-
hensive regional mobility plans to im-
prove traffic flow by using all modes of
transportation.

Historically, all of the metropolitan areas
across the state have experienced con-
sistent growth trends without adequate
funding to increase the capacity of the
transportation system. This has af-
fected productivity, air quality, cost of
goods and services, and the quality of
life for all Texans. The Texas Transpor-
tation Commission has indicated that it
is time to change the way Texas plans,
funds, and delivers transportation sys-
tems in urban areas. It is imperative
that regional solutions are developed at
the local level: governments, partner-
ships, agencies, and elected officials. It
is also important that these solutions are
integrated into an overall plan that as-
sures efficient implementation.

From a larger statewide perspective, the
intrastate  movement of people and
goods is being addressed through the
adoption of the Trans Texas Corridor
System. This is a statewide initiative
focused on improving safety, reducing
regional congestion, diverting long-haul
freight and hazardous materials from
entering population centers, creating a
comprehensive rail system, providing
underdeveloped areas of the state ac-
cess to competitive utility services, and
improving air quality throughout the
state. A similar approach is needed to
solve the same needs within the state’s
urban areas.

The TUMP presents a framework in
each of the seventeen non-



Transportation ~ Management  Areas
(TMA'’S) in the state to provide for the
remaining intra-city needs. It is based
on the concepts of planning, funding,
and streamlined project delivery.

Adopted Goals of the TUMP

Relieve Congestion

One of the underlying goals of this plan-
ning and programming exercise is to
identify long-range needs in each urban
area to help solve transportation prob-
lems, with an ultimate goal being an in-
crease in mobility and a decrease in the
level of traffic congestion. To help in
guantifying this goal and measuring
progress over time, TxDOT will adopt a
Texas Congestion Index (TCI) to aid ur-
ban areas in setting goals for congestion
reduction, and it will be based on the
delay time experienced by drivers. As
an example, a TCI index of 1.15 would
indicate that a peak-period trip would
take no more than 15% longer than a
non-peak period trip on average. Addi-
tional measures assist in measuring
congestion effects.

Improve Safety

Another major goal of the Texas Urban
Mobility Plan (TUMP) is to include safety
considerations into the plan develop-
ment process and to look for ways to
provide a more safe and reliable trans-
portation system. Each Regional Mobil-
ity Plan (RMP) will address specific
goals which could include the following:

e Separation of truck and personal-
vehicle traffic on high-speed metro-
politan corridors;

e Reduction of fatal or injurious
crashes, including at-grade railroad
crossings;

e Improved safety in metropolitan ar-
eas with transit systems; and

e Reduction in vehicle/bicycle and ve-
hicle/pedestrian fatalities and inju-
ries.

Improve Air Quality

Air quality has steadily become a major
concern for most of the larger metropoli-
tan areas across the state. Through es-
tablished procedures and future refine-
ments, each of the metropolitan areas
will assess the RMP for impact on air
guality. It is a stated goal of the TMMP
that air quality improvements, in con-
formance with established guidelines,
will be a result of each RMP. If any of
the MPO area is classified as non-
attainment in the future, this Plan will be
revised to include projects that will re-
duce vehicle emissions. Procedures for
developing a conformity analysis will
also be completed to determine if the
projects in the Plan will succeed in re-
ducing vehicle emissions. These pro-
cedures will then be evaluated periodi-
cally to determine the effectiveness in
reducing those emissions.

Improving Quality of Life

Beyond reducing congestion and im-
proving air quality, each RMP will ad-
dress the quality of life impacts of pro-
posed projects and approaches. Re-
garding quality of life considerations, it is
recognized that, while transportation in-
vestment directly impacts such things as
urban mobility, air quality and economic
development, there are less direct, but
equally important impacts of transporta-
tion systems and services which ad-



dress quality of life effect on proposed
projects and approaches. The issues
and goals identified below direct plan-
ning efforts to consider urban form and
transportation’s impact upon the econ-
omy and the environment, but also the
provision of transportation services and
infrastructure to those traditionally un-
derserved.

e Promote the orderly economic de-
velopment of the region

e Encourage balanced land-use and
transportation plans and programs
which maximize the use of transpor-
tation investments

e Provide transportation opportunities
to the traditionally underserved

e Encourage the preservation and revi-
talization of communities and
neighborhoods and address policies
to guide in-fill and new development
with the Community

e Support recreation and tourism

e Encourage transportation invest-
ments that promote healthy and ac-
tive lifestyles

e Avoid, mitigate and enhance the en-
vironmental impacts of transportation
improvements

e Reduce energy consumption

e Address the transportation of haz-
ardous materials within and through
the region

e Strive to provide access to various
modes of transportation

e Consider the effects of noise and
aesthetic assessments

Improved Opportunities for En-
hanced Economic Development

The way transportation is planned, pro-
grammed and constructed in this region
must be responsive to regional trends in
economic expansion, population growth,

development, public health, and the en-
vironment in order to provide mobility
and improve air quality. Promoting im-
proved opportunities for enhanced eco-
nomic development is a specific goal of
this plan because of the direct link be-
tween land use, transportation, and air
quality.

Enhance Infrastructure Maintenance

A key component which must be con-
sidered during the development of the
TUMP is not only what the future needs
are for each region, but also what mag-
nitude the infrastructure will have upon
maintenance over time. This must in-
clude not only the existing transportation
system, but also future facilities. Once
these future facilities are constructed, a
dedicated source of funding must be
available to support its maintenance.
Without that support, degradation of
service is possible.

Streamline Project Delivery

A final key concept to consider is a
method to provide for a more stream-
lined process for delivery of these pro-
jects. Public/private partnerships and
more efficient cash-flow management
techniques are two possibilities to con-
sider which could provide more timely
delivery of improvements. Other inno-
vative tools for project delivery could in-
clude the following:

e Improved environmental review to
reduce project development and ap-
proval timelines;

e Unrestricted use of the authority in
comprehensive development agree-
ments;



e Institute the concept of “pass through
tolling” for the TxDOT portion of met-
ropolitan projects;

e Institute the policies for allowing met-
ropolitan areas to receive fund cred-
its for their expenditures to construct
off-state system projects; and

e Streamline state and federal over-
sight roles for small off-state system
projects.

Relationship to the Metropolitan
Transportation Plan

Metropolitan  Planning Organizations
across the state have been preparing
long-range Metropolitan Transportation
Plans (MTP) in order to address and
meet state and federal planning re-
quirements. This needs-based TUMP is
a new statewide requirement focused
specifically on areas that utilize the
MPO process. There are many similari-
ties between the two planning docu-
ments and both are goal-oriented to-
ward reducing congestion and improving
mobility, safety and air quality.

The MTP is a comprehensive, multimo-
dal blueprint for transportation systems
and services aimed at meeting the mo-
bility needs of the Sherman - Denison
Metropolitan area, and it serves as a
statement of regional plans to invest in
the transportation system over the 25
year period of this document. The
2005-2030 MTP includes both long and
short term policies, strategies, and pro-
jects that lead to the development of an
integrated inter-modal transportation
system that facilitates the efficient
movement of people and goods.

The MTP is required to be financially
constrained and balanced to anticipate
revenue streams over time. One of its

most important aspects is the identifica-
tion and analysis of the financial re-
sources available to implement its rec-
ommendations. Because of the “finan-
cially constrained” requirement, the MTP
does not address or quantify unmet
funding needs. It also does not look be-
yond what can be achieved with the
amount of available funding, which re-
sults in a realistic, yet constrained pic-
ture.

The TUMP is a state-based requirement
intended to serve as a framework for
identifying unmet transportation needs
in the state’s urban areas. The TUMP
requires the state’s Transportation Man-
agement Areas (TMA’s) and non-TMA'’s
to develop a comprehensive, locally de-
veloped, visionary, realistic and finan-
cially unconstrained plan to reduce con-
gestion while improving mobility and air
quality. While the MTP serves a finan-
cially constrained plan identifying only
projects that can be constructed or
funded (given anticipated funding
streams), the TUMP goes one step fur-
ther and becomes a needs-based plan
which quantifies transportation needs
beyond the fiscal constraint barrier. In-
stead of taking a conservative approach
and focusing only on what funding can
be anticipated, the TUMP focuses on
the magnitude of unmet needs and pro-
vides decision makers with a better un-
derstanding of the total transportation
needs of each region.

Texas Congestion Index: Definition

In order to begin identifying the magni-
tude of unmet needs throughout the
state, an innovative planning tool was
created to serve as a single perform-
ance measure for calculating levels of



congestion.  This tool is called the
Texas Congestion Index (TCI). This in-
dex will use current data and models
that have been produced for other pur-
poses to generate congestion-index sta-
tistics. This index will measure the mo-
bility of people and goods in each Texas
urban area, with attention to the delay
time experienced by drivers. For exam-
ple, a possible target congestion index
of 1.15 means that a peak-period trip
would take no more than 15% longer
than off-peak travel.

Because a single index can obscure
some elements or characteristics, the
TCI process creates several measures
aimed at assessing various elements of
urban transportation services. The in-
dex will help evaluate the programs and
strategies that should be pursued to ac-
complish mobility objectives. It is de-
signed to complement existing tools,
procedures, measures and practices to
improve congestion relief analyses.

Key elements of the index include the
following:

e Speed, travel rate (e.g. minutes per
mile), or travel time

e Person-miles moved (to value pas-
senger-carrying systems)

e Ton-miles moved (to value freight-
carrying systems)

e Dollar value (to link the various com-
ponents of congestion and mobility)

e Target speeds (to identify the begin-
ning of undesirable congestion lev-
els)

e Travel delay (the difference between
desirable speeds or travel times) and
the current or projected condition

e A method to include the full range of
transportation improvements, land

10

use, and other programs designed to
yield transportation benefits

e Variation in speed or reliability of
travel time

e Bicycles and pedestrians included

Optimum congestion is a term that
seems very appropriate for use with the
TCI. The working definition of optimum
congestion is “the target speed of per-
son density for a portion of transporta-
tion system that identifies the difference
between slow or crowded traffic that is
slightly inconvenient versus a congested
situation that should be remedied.” The
“optimum congestion” term would allow
agencies to grade the system according
to local targets that could be based on
local values.

Basic Process for Development

The planning process that drives the
Texas Urban Mobility Plan (TUMP) was
developed through a joint coordinated
effort between TxDOT,; the MPO'’s rep-
resenting the urbanized Transportation
Management Areas (TMA), non-TMA,
and the Texas Transportation Institute.
Based on the guidance issued by
TxDOT and its commission, the specific
elements of the TUMP were identified
and detailed processes were developed
so that each MPO would be able to fol-
low the exact same process, thus pro-
viding a consistent level of analysis
across the state. From a technical
standpoint, detailed travel demand
models were used to help identify and
solve for the various levels of conges-
tion and were used as direct input into
the calculation of the TCI values.



Non-Transportation Management
Area (non-TMA)

Each of the eight TMA’s and seventeen
non-TMA’s across the state have spe-
cific planning area boundaries related to
their MPO functions. The Sherman -
Denison Metropolitan Planning Bound-
ary includes the city limits of Sherman,
Denison, Howe, Pottsboro and Van Al-
styne. The Metropolitan Area Boundary
encompasses more than 320 square
miles. The Sherman - Denison MPO
Transportation Policy Board approved
the Metropolitan Area and received ap-
proval from the Governor of the State of
Texas in 1999.

Demographics

Sound base year data is essential to es-
tablishing a firm foundation for transpor-
tation planning. Demographic data is
used to project land-use patterns and
transportation needs. This makes it
possible to prepare travel forecasts and
demands on the transportation system.
The base year for this analysis is 1994.

Demographic data includes population,
households, income, and employment.
Data is provided for the base year
(1994) and the projected year (2030).
Sources for determining the existing
characteristics include: Census Bureau
Reports, the Texas State Data Center
and the Texas Employment Commis-
sion.

Projections are based upon historic
trends modified by local knowledge.
The five-year cycle provides for ade-
guate revisions as the trends change.
The Sherman Denison MPO relies only
on population for its projections rather
than high, medium or low estimates. It
is felt the range between the high and
the low projections is too great for useful
application.

Growth in population and employment is
a primary reason for increased conges-
tion in the Sherman - Denison urban
area. According to the 2000 Census,
the population in the Sherman - Denison
MPO/ Grayson County area is projected
to increase from 110,595 in 2000 to
175,643 in 2030. This correlates into a
47% increase in population for Sherman
- Denison MPO/ Grayson County area.

Grayson County/SDMPO Study Area Growth Trends

200,000

150,000+

@ Population

100,000+

50,000+

0+

2000 2005

2015

m Households

O Employment

2025 2030

110,595
42,849

119,837
48,812

@ Population
m Households

139,478
63,342

162,339
82,197

175,643
93,635

O Employment 39,252 44,932

58,878

77,153 88,318

11



Travel Forecasting Process

The forecasting technique of the
Sherman — Denison MPO Travel Model
is based on a four-step sequential proc-
ess, as shown here, designed to model
travel behavior and predict the level of

TRAVEL DEMAND
FORECASTING PROCESS
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! ]

Roadway Transit
Route Route
Choice Choice
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travel demand at the regional, sub-area,
or small area levels. The travel modeling
process begins with estimating trip fre-
guency, or trip generation, which con-
verts population and employment data
to a total number of weekday person
trips produced by and attracted to each
zone. A regional zone system was de-
veloped to represent aggregations of
population and employment activity and
travel within the region. In the second
step of the process, the trip distribu-
tion model uses roadway zone-to-zone
travel time information to distribute the
trip productions and attractions from trip
generation to and from each zone to es-
timate the weekday travel patterns be-
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tween each zone. Mode Choice differ-
entiates the modes to be used by resi-
dents and employees. The final model
step consists of traffic assignments.
The roadway (traffic) assignments take
origin-destination vehicle trips and load
them onto the roadway network. The
vehicle trips are loaded onto the road-
way network based on an incremental
capacity-constrained procedure in which
the travel speed on the roadway is de-
creased according to a volume-delay
relationship. The results of the travel
model are input directly into the Texas
Congestion Index model to calculate a
corresponding TCI value.

Target Mobility Level

The Texas Congestion Index (TCI) is a
variation of the Travel Time Index de-
veloped by the Texas Transportation
Institute for the Annual Urban Mobility
Report. This index compares the travel
time in the peak period to the travel time
that would be required for the same
travel at free-flow (i.e., off-peak) speeds.
This formula identifies the travel time

Level-of-Service Ratings

Summary of Freeway Traffic Condition Ratings
(Density-Based Level-of-Service)
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penalty for peak-period congestion. The



value is a ratio with a practical minimum
value of 1.0, which indicates that travel
time is the same as it would be at free-
flow conditions. A value of 1.3, for ex-
ample, would indicate that a peak-period
trip requires 30 percent more time than
the same trip at free-flow speeds. In
essence, a 20 minute off-peak trip would
require 26 minutes in the peak period
(20 minutes off-peak multiplied by 30%
= 26 minutes peak-period). The graph
below shows the relationship between
average travel speeds and levels of
congestion, indicated by the colored
shading. Level-of-service “F” conditions
begin when freeway speeds enter a
range between 50 to 30 miles per hour.

Texas Congestion Index. The results
for the TCI analysis for Sherman - Deni-
son are summarized in the following
chart. This chart plots three scenarios in
the 2030 forecast year that show traffic
congestion conditions under different
amounts of transportation actions im-
plemented, starting in base year 1994.

Texas Congestion:Index for
Sherman - Denison
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The No-Build Scenario (1.11 index) re-
fers to having population grow according
to accepted forecasts, but with no trans-
portation projects implemented in this
period. The MTP Scenario (1.10 index)
shows the effect of implementing the
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financially-constrained actions contem-
plated under current funding sources
and levels. Although it reduces the
congestion from the No-Build Scenario,
it shows that congestion will get worse.
The Needs-Based Scenario (1.04 index)
illustrates how congestion would be re-
duced significantly if all of the actions in
this plan were implemented.

In the Sherman - Denison region, our
baseline value for congestion is 1.02 for
year 1994. This number indicates, in
that year, traffic congestion for our area
was 2% above the practical minimum
value of 1.00, which would be the travel
time at free-flow conditions. The value
1.02 indicates that a peak-period trip
would require 2% more time to complete
than the same trip at free-flow speeds.
For example, a 30 minute off-peak trip
at 12 midnight would require 31 minutes
during the peak-period of an 8:00 a.m.
morning commute to work (30 minutes
off-peak multiplied by 2% = 31 minutes
peak-period). Based on the recommen-
dations in the $208 million MTP, the TCI
value in 2030 is expected to be 1.10.
This reflects a worsening of congestion
(33 minute peak-period trip) even after
the financially-constrained MTP has
been fully implemented, which indicates
the need for additional funding to allevi-
ate a greater level of congestion over
time. The No-Build condition shows
what our region’s TCI value of 1.11
(33.3 minute peak-period trip) would be
if none of the improvements in the MTP
were implemented, representing an un-
acceptable level of congestion and de-
lay time. This translates into slower and
more frequent traffic bottlenecks, due to
growth over time, if additional transpor-
tation improvements are not made.



The Texas Urban Mobility Plan is the
tool to identify the needs which exist
above and beyond those identified in the
regions MTP. By implementing Needs-
Based transportation improvements
throughout our area, we will be able to
maintain a TCI value, and possibly
lower, of 1.04. This is the target level of
improvement for the Sherman - Denison

region. Additionally, the Sherman -
Denison region should experience
Level-of-Service “E” conditions and

avoid Level-of-Service “F” conditions,
altogether, for a very long time.

Findings

Lane Miles

The results of this integrated coordi-
nated TUMP process is reflected in the
table on page 33. The financially con-
strained Metropolitan Transportation
Plan includes 514 total lane miles of
roadway improvements for the Sherman
- Denison MPO region. After running the
travel demand model and having it iden-
tify all level of service “F” facilities, and
then allowing the model to add capacity
in increments of whole number lanes
until that level of congestion is elimi-
nated, the resulting additional lane miles
needed under this needs-based plan are
158.

TCI

Optimum congestion is a term associ-
ated with the Texas Congestion Index.
Sherman Denison MPO has identified
an optimum congestion target TCIl of
1.04. While 1.04 does not eliminate all
congestion, it does reduce it to a more
acceptable level of 4% longer than a
free-flow speed trip.
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System Performance

If nothing were done to add capacity to
the current transportation network in the
Sherman - Denison area, the nobuild
scenario, the travel time would increase
by 11 percent because of the increase
in demographics by 2030. If added ca-
pacity projects in the 2030 Metropolitan
Transportation Plan were constructed
then the travel time would increase by
10 percent by the year 2030. In order to
get to the TCI of 1.04 one hundred fifty-
eight (158) additional miles of capacity
to those already identified in the 2030
MTP would be needed.

Needs

The process used to identify this addi-
tional need is based on an all-or-nothing
travel demand model run, which has a
tendency to make the freeway facilities
overly attractive due to faster speeds
and adds the majority of trips to these
faster facilities. It is anticipated that con-
gestion will ultimately be alleviated
through a mixture of modes. This analy-
sis provides a good representation of
overall need, but does not clearly iden-
tify where that need will be accommo-
dated.

Strategies to Reduce Congestion &
Improve Urban Mobility

One of the main purposes of developing
a Texas Urban Mobility Plan (TUMP) is
to identify the magnitude of long-range
needs in each Non-Transportation Man-
agement Areas (non-TMA) and to quan-
tify the amount of funding needed to
achieve a targeted level of congestion.
As mentioned in the previous section,
the target level for each non-TMA is to



reduce congestion so that all level-of-
service “F” facilities are eliminated, thus
providing greater mobility, improved air
guality, and a more reliable transporta-
tion system. The analysis used to iden-
tify the additional 158 lane miles should
be interpreted as an overall need which
should be reached through a combina-
tion of freeway, toll roads, managed
lanes, arterial street improvements,
transit, freight, and operational system
improvements.
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The Sherman - Denison region is purs-
ing a wide range of improvements to the
transportation network, and will look for
a variety of ways to secure the funding
necessary to promote these interests
even further. Out of the 158 additional
lane miles needed, it is not known ex-
actly how many of these will be accom-
modated through other modes, but it is
the region’s intention to pursue a truly

15

multimodal network of transportation al-
ternatives. The map identifies, in gen-
eral terms, the overall corridor needs in
the next 30 years, including adding ca-
pacity, rehabilitation, and safety consid-
erations.

The map above depicts the lane mile
equivalents needed by specific facility in
order to accomplish the goals of the
TUMP. Again, it is important to note that
these are lane mile equivalents, and not
actual lanes needed on each facility. In
other words, even though the graphic
shows that some areas of FM 131 need
up to 6 additional lanes, the right-of-way
or construction costs may make this ex-
pansion unattainable. Therefore, other
congestion reduction strategies such as
transit, vanpool, or improvements to ad-
jacent facilities would need to be imple-
mented in order to improve mobility in
that area. This graph should not be in-
terpreted as a future road expansion
tool, but rather an unconstrained need
of transportation options and solutions
needed by facility in the Sherman Deni-
son MPO study area.

In the Sherman - Denison region, there
is an unmet need which the TUMP
process will attempt to address. Since
the solution to this growing problem will
need to be addressed through a variety
of techniques involving numerous
modes, it is important to identify the an-
ticipated future transportation system
that will serve as the starting place.
Through the already required process of
developing a financially-constrained
Metropolitan Transportation Plan, the
initial groundwork for this effort has al-
ready been accomplished. The para-
graphs below discuss each of the spe-
cific modes or operational categories
already being planned in this area and



provide some idea of the magnitude of
the future transportation system which
has already been identified, adopted,
and embraced.

Significant components of the Sherman
- Denison Transportation System are
the US 75 & US 82 corridors and its
principal and minor arterial system.
There is still considerable demand for
improved and expanded capacity on the
roadway system which will warrant con-
tinued network improvement and ex-
pansion. Inherent to the region’s trans-
portation network are high-cost im-
provements and maintenance. While
there may be little operational costs
once constructed, building, maintaining,
and expanding freeway capacity is very
expensive. Over the last few years, the
concept of user-fee based roadways
has been growing in popularity and ac-
ceptance, and recently, TxDOT adopted
a policy that any controlled-access mo-
bility projects, new location facilities, and
increased capacity must be evaluated
for tolling purposes.

The areas arterial street strategy in-
cludes improving operations of the exist-
ing and future arterial street system by
adding capacity, improving traffic flow,
reducing demand by providing adequate
paratransit services, bicycle/pedestrian
facilities, and improving arterial connec-
tions within the study area. The cites of
Sherman and Denison have thorough-
fare plans with associated requirements.

Working with local and regional part-
ners, as well as citizen input, keeps the
plan updated and current. A recent mo-
bility project, funded entirely by a devel-
oper, on an access road in Sherman be-
tween US 75 and Loy Lake road will
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greatly improve traffic flow via a ‘ramp
reversal’.

Land-Use and Travel Demand Man-
agement

Land-use and transportation are intri-
cately linked. Managing land-use can
help to manage the travel demand that
leads to congestion. Certain land-use
patterns tend to encourage a shift of
trips to modes other than single-
occupancy vehicle and can reduce
overall trip lengths. Transportation in-
vestments can influence how land is de-
veloped. The Sherman - Denison MPO,
its member cities, Grayson County, and
other regional transportation partners
should work together to develop pro-
grams that will help manage congestion
and improve local quality-of-life. Strate-
gies that could be implemented include
the following:

e Work with local and regional partners
to identify and designate regional
pedestrian districts and to develop
performance measures and strate-
gies for implementing these districts,
including allocation of additional re-
sources towards infrastructure.

e Spend STIP/Metropolitan Mobility
enhancements and other available
funding on transportation infrastruc-
ture that supports development pro-
jects that help reduce vehicle miles
traveled.

e Focus transportation infrastructure to
support areas identified as growth
areas by local/regional plans, and
work collaboratively to support tran-
sit-oriented development.

e I|dentify and publicize land-use
strategies that local government can
implement to reduce travel demand,
improve efficiency of the transporta-



tion system, and improve the rela-
tionship between land-use and
transportation.

Travel Demand Management (TDM) re-
fers to a strategy of limiting demand for
the use of the existing transportation
system. TDM strategies are designed to
increase the efficiency of a transporta-
tion system without increasing its capac-
ity, in particular roadway capacity. TDM
strategies can be used to implement the
goals of the TUMP and reduce regional
congestion without increasing roadway
capacities.

Transportation Systems Manage-
ment

The Transportation System Manage-
ment (TSM) approach to congestion
mitigation attempts to identify improve-
ments to the traffic control infrastructure.
These techniques are designed to im-
proved traffic flow and safety through
better management and operation of
this infrastructure. Compared to major
roadway improvements to address ca-
pacity issues, TSM related projects are
usually lower in cost and can be devel-
oped and implemented in less time.
Some examples of traditional TSM im-
provements include traffic signal en-
hancements, removal of freeway and
arterial bottlenecks, and intelligent
transportation system (ITS) deployment.

Improved traffic flow and reduction of
delay can have positive air quality, pub-
lic relations, and fuel consumption bene-
fits. Improvements at intersections and
in signal timing, which reduce delays at
those locations, also reduce vehicle
emissions. Reducing traffic congestion
caused by incidents on the freeways
through better traffic management also
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reduces the amount of pollutants by re-
ducing the number of idling vehicles. A
new ‘Fleet Anti-ldling Policy’ by the city
of Sherman not only saves fuel but re-
duces pollutants at the same time.

Along with addressing mobility and air
guality goals, elements of TSM address
community and quality-of-life goals by
supporting sustainable development
practices. Access management is one
element of sustainable development that
is impacted by TSM strategies, such as
intersection improvements. Further-
more, bicycle and walking trips can be
encouraged by a more safe intersection
design and traffic signals that accom-
modate a timing cycle for bicycle and
pedestrian movements.

Intelligent Transportation Systems

Intelligent Transportation Systems are
intended to enhance the safety and effi-
ciency of transportation through the ap-
plication of traffic, transportation and
emergency management technology.
They help to reduce driver frustration
associated with recurring and non-
recurring congestion through innovative
technologies. ITS usually includes traffic
signal control, incident management,
railroad grade crossings, freeway man-
agement, emergency management ser-
vices, transit management and regional
multimodal traveler information. The
use of traffic cameras at major intersec-
tions and dynamic message boards lo-
cated on major highways can warn mo-
torist of possible congestion ahead of
time and provide alternate routes. These
camera's could be made available to the
local media for access so that traffic up-
dates could be provided via TV, Radio
and internet. TXDOT will be installing



cameras at US 75/US 82 in the near fu-
ture.

Arterial System

The Sherman Denison Arterial System
is included in this process in recognition
of its role in complementing and en-
hancing the area’s freeway system. This
system, composed primarily of principal
and major arterial streets, provides the
necessary transportation support and
access to and from local land uses. By
2030, this system of arterials is forecast
to carry approximately 28 percent, of all
vehicular traffic in the region. Since
large portions of the US 75 corridor in
the region is constrained from acquiring
additional right-of-way, much of the ad-
ditional out-year demand will likely have
to be accommodated through a better
connected and more efficient arterial
street system. Changes to the major
thoroughfare plan are done through a
collaborative effort among all planning
partners including the cities, County,
and MPO (map on page 32).

Access management

Access management is a process that
provides or manages access for road-
way users entering or exiting adjacent
developed land without significantly im-
pacting safety conditions, traffic capac-
ity, and vehicle speeds for other road-
way users. Access management strate-
gies, including design and control of
driveways, curb cuts, turn lanes, parking
lot circulation, public street connections,
and intersections, are most often ap-
plied to highways or major urban and
suburban arterial streets.

Access management improves opera-
tion of regional roadways, and can dis-
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courage use of regional roadways for
local trips, by controlling the number of
points where vehicles can access the
facility. Access management can also
be used as a tool for influencing the lo-
cation and orientation of new develop-
ment along a road. The Texas Depart-
ment of Transportation has amended
the rules for access management along
Texas highways. These rules will greatly
improve traffic flow and safety of new
state facilities, and could encourage the
development of more pedestrian and
transit-friendly development patterns by
limiting the proliferation of highway-
oriented commercial development. Local
jurisdictions can also adopt rules for ac-
cess management along regional routes
that are not part of the state system.

Access management programs seek to
limit and consolidate access along major
roadways, while promoting a supporting
street system and unified access and
circulation systems for development.
The result is a roadway that functions
safely and efficiently for its useful life
and is a more attractive corridor.

Since arterials are forecasted to carry
28% of our traffic in the forecast year, it
is extremely important that we maintain
the functionality of our arterials as thor-
oughfares instead of allowing them to
provide a greater share in providing ac-
cess. Sherman Denison MPO recom-
mends the implementation of an access
management program. This can be ac-
complished by applying the following
principles:

* Provide a specialized roadway system
* Limit direct access to major roadways

* Promote intersection hierarchy

» Locate signals to favor through move-
ments



» Preserve the functional area of inter-
sections and interchanges

* Limit the number of conflict points
 Separate conflict areas

* Remove turning vehicles from through
traffic lanes

» Use non-traversable medians to man-
age left-turn movements

» Working with city engineering depart-
ments, provide a supporting street and
circulation system

Transit

During the 1970's Sherman and Deni-
son, like most small communities in
Texas, each developed a limited mini-
bus program to meet some of the needs
of a growing transportation dependent
elderly population. Most of the mini bus
systems were operated with volunteers,
supplemental city funding, and funds
raised by the occasional bake sale or
other fund raising activities. Operating
primarily in conjunction with senior cen-
ters, these programs were administered
in more recent years by the Texoma
Council of Governments and its Area
Agency on Aging. When additional fed-
eral funding became available, these
mini-bus programs were consolidated
under an FTA Section 9 grant in the ur-
banized area at about the same time
rural programs were being consolidated
under a Section 18 grant organizational
structure. Today, the Texoma Council
of Governments, as the urban area des-
ignated FTA Section 5307 grantee con-
tracts operation of the transportation
services with the Texoma Area Para-
transit Systems (TAPS). TAPS oper-
ates a demand-response transit service
serving the general public, the elderly
and persons with disabilities (FTA Sec-
tion 5310) transportation service for the
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urban area using a fleet of 15 Texoma
Council of Governments owned vehi-
cles, most of which are wheel chair lift
equipped.

The Texoma Area Paratransit Systems
is also the parent organization of the
Texoma Rural Transit District, a seven-
county non-urbanized (FTA Section
5311 funded) transit system that oper-
ates demand-response public transpor-
tation and elderly and persons with dis-
abilities transportation services through-
out the surrounding 6,500 square mile
north Texas region. The system also
provides commuter bus services within
the rural transit district, into the small
urban area from surrounding rural coun-
ties, and to major employers located in
the Dallas-Fort Worth Metroplex. Under
agreement with DART, connecting ser-
vice between Sherman, Denison and
rural Grayson County and DART light
rail and bus services at their PARKER
Road Station in north Plano was estab-
lished shortly after that facility opened.
Four daily round trip buses provide ser-
vice Monday through Friday. TAPS also
operates the only intercity (GREY-
HOUND) terminal in the urban area and
one in their rural service area (Gaines-
ville) to Dbetter connect travelers.
Coordinated urban, non-urbanized, eld-
erly and disabled, commuter bus, and
intercity transportation services have
steadily grown over the past ten years to
more than 400,000 annual passengers.
TAPS now ranks as the state's fourth
largest rural transit system.

The Sherman - Denison MPO is cur-
rently working with TXDOT to study the
current operations of the Texoma Area
Paratransit System(TAPS). While it is
not quite clear what the long-term ef-
fects of this study will play on reducing



congestion, it is a goal of the study to
improve operational efficiencies as well
as increase the number of passengers
who use the TAPS on a daily basis. As
a result, an increase in the number of
riders could equate into reduced local
congestion.

Freight Movement

Goods are moved to, from and through
the Sherman — Denison Study Area to
destinations across the United States
via truck and rail on a daily basis. This
commodity flow depends on efficient
movement within our region. Recogniz-
ing the importance of efficient freight
movement to our economy as well as
our local traffic patterns, rail and truck
bottlenecks in the region would be
documented. Potential solutions could
include capital improvements, opera-
tional changes, or other projects that
improve the safety, efficiency, or air
guality impacts of goods movement.

With the traffic volume at the Red River
on US 75 being generally greater than
that on IH 35 at the Red River (accord-
ing to TxDOT traffic counts), it is impera-
tive that US 75 continue to function at its
optimum capacity. East/West move-
ment on US 82 has also increased since
the opening of the last section between
Bells and Sherman.

Hazardous Material Truck Routes

As of May 2006, the city of Sherman
has the fire marshal determine routes on
an as needed basis. The city of Deni-
son at this time does not have desig-
nated routes. The MPO will work with
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TxDOT and individual cities coordinate
Hazardous Cargo Routes.

Pedestrian & Bicycle Facilities

While not incorporated into the Conges-
tion Index, the Sherman Denison MPO,
in its MTP, has identified bicycle and
pedestrian mobility as an important fac-
tor in congestion management and air
guality management. The MPO sup-
ports pedestrian and bicycle projects
both as stand-alone projects as well as
incorporated into new roadway capacity
or reconstruction projects. It is not in-
tended that pedestrian and bicycle pro-
grams and facilities will solve the con-
gestion problems in any particular corri-
dor, but will offer an option to those
whose travel is conducive to walking
and biking.

As part of a recent Statewide Transpor-
tation Enhancement Program (STEP),
the city of Sherman submitted to TxDOT
two candidate projects pedestrian mo-
bility.

Currently, 2.3 percent of the region’s to-
tal trips occur by pedestrians or bicy-
clists. These programs and facilities will
assist with meeting the region’s re-
guirements of the Safe, Accountable,
Flexible, Efficient Transportation Equity
Act: A Legacy for Users (SAFETEA-LU)
and related FHWA guidance for relying
on bicycling and walking as part of the
overall transportation system.

The abandonment of railroad “spurs”
within the Sherman - Denison MPO area
has created opportunities for “hike and
bike” trail expansion.



Prioritized List of Projects

The Texas Urban Mobility Plan includes
both long-range and short-range objec-
tives and components. The short-range
component is a result of the Texas De-
partment of Transportation’s 2007 Uni-
fied Transportation Program (UTP).
Specifically, projects identified for con-
struction represent the prioritized listing
of improvement projects and are a com-
ponent of the 2007 UTP. The map (Fig-
ure 1, page 34) identifies the Sherman -
Denison region’s short-range high-
priority projects which we are aggres-
sively pursuing at this time. The appen-
dix (page 35) to this report contains the
prioritized listing of short-range and
long-range UTP projects.

Needs Based Plan Cost Estimates

From a financial standpoint, it is impor-
tant to not only identify the long-term
needs for this Plan, but to also identify
the levels of funding needed to reach
such a goal. The table on page 33 re-
flects the lane miles needed as a result
of the financially constrained Metropoli-
tan Transportation Plan and the needs-
based plan, the Texas Urban Mobility
Plan, along with estimated total costs for
each scenario. The unit costs assumed
for this report were developed by the
Texas Transportation Institute and are
representative of average lane mile
construction costs specific to the
Sherman - Denison region in 2006 dol-
lars.

The estimated cost of bridging the gap
between the recommendations con-
tained within the financially constrained
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MTP and solving congestion to eliminate
level-of-service “F” conditions is esti-
mated to be approximately $144 million.
Additional cost to meet the needs in
2030 include $392 million to rehabilitate
(or reconstruct) 402 lane-miles of the
existing lane miles, $38 million for re-
gional connectivity, $18 million for
bridge rehab & reconstruction,$32.5 mil-
lion for additional right-of-way costs,
$126 million to meet the requirements of
the SDPO Metropolitan Transportation
Plan.

Funding Gap In $Millions
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Right of Way costs vary throughout the
State and even in the different locations
within a region. The seventeen non-
TMAs have agreed to use a right of way
cost of $2.00 per square foot within rural
areas and $4.20 in urban areas. The
SDMPO has chosen to use these num-
bers as its multiplier. The costs of right
of way acquisition for the Sherman —
Denison region are $32,514,240.

While accounting for the addition of new
capacity to the system, it is important to
also consider that most of the current
facilities will be in need of some degree
of partial or total reconstruction over the
next 30 years, as roadways continue to



age and begin to fail at some point. It is
estimated that 402 lane miles will ex-
ceed a design life 40 years. The cost of
reconstructing these lane miles adds an
extra cost $445 million to the figure
above.

The GAP between anticipated funding
through traditional funding mechanisms
such as Federal, State and local match-
ing funds, Capital Improvement Bonds,
etc. shows that the Sherman - Denison
area will receive approximately $208
million within the next 30-years leaving a
“GAP” of approximately $624 million in
additional funds needed to meet all of its
goals.

Mechanisms for Innovative
Financing

With the passage of Proposition 15, the
Texas Legislature and the citizens of
Texas created very important tools to
improved mobility: the use of Toll Eg-
uity, the Regional Mobility Authorities
(RMA), and the Texas Mobility Fund
(TMF). Through the Texas Department
of Transportation’s (TxDOT's) Strategic
Plan 2003-2007, the Texas Transporta-
tion Commission (TTC) identified the
following appropriation strategies: Plan
It, Build It, Maintain It, Maximize It, and
Manage It. The Texas Urban Mobility
Plan (TUMP) has taken the step to iden-
tify and plan for needed future mobility
needs, and now the Sherman - Denison
MPO needs to identify the means to
fund it.

The process used to identify the out-
year need of 158 additional lane miles of
needed improvements and the mainte-
nance of existing facilities also identified
an estimated dollar amount that must be
generated in order to make this possi-
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ble:  $144 million dollars (reference
above graph & table 1, page 33).

Sherman - Denison TCI
$144 mil Funding Gap
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Between now and the year 2030, this
region must develop partnerships and
research every funding opportunity to
generate this level of additional funding
needed in excess of current funding
streams. Grayson County was one of
the first counties in the state to form an
RMA. The RMA organization success-
fully worked for the approval of the ex-
tension of SH 289. There will be sub-
stantial benefit derived from the imple-
mentation of this Plan, and from a cost
standpoint, the benefits clearly outweigh
the costs.

Under new policies being implemented
by the TTC, TxDOT will allocate an an-
nual, baseline amount of money to ur-
ban areas to address congestion in their
areas. Historically, TXDOT has awarded
transportation funds on a project-by-
project basis. The TUMP allows for a
set, predictable allocation of funds to the
state’s most congested urban areas.
This change, combined with new tools
from recent legislation (HB 3588) and
the secured TMF, empowers the urban
areas of Texas to better address con-
gestion. A recent state legislative ses-



sion provided the ability to secure the
TMF, a key component of this plan. The
TMF will provide additional new money
to help reduce congestion and advance
needed transportation projects in the
state. The benefits of the TMMP will re-
sult in more projects being constructed
sooner.

Under the framework for this Plan,
TxDOT has said that it will first deter-
mine what is needed to reduce conges-
tion in each urban area. Then TxDOT
will utilize regional allocations of state
funding, including the new TMF, along
with locally generated and controlled
user-pay funds, to implement projects to
reduce congestion at the rate and on the
timeframe appropriate to the individual
urban area. The result will be more lo-
cal control, more local decision making,
more realistic planning, and more goal
attainment based on reducing conges-
tion.

Funding the Partnership

As part of the TUMP, each urban area
will be given greater local ability to iden-
tify and set priorities for projects that im-
prove mobility. As a starting point, each
urban area will be granted a baseline
allocation of state metropolitan mobility
funds. It is anticipated that this regional
baseline allocation of state funding will
not be sufficient to meet all of the mobil-
ity needs of the region, and as a result,
local urban areas will be given in-
creased flexibility to generate user-pay
system funds and public/private partner-
ships to fill the “gap” between the priori-
tized needs and the baseline state fund-
ing allocation. The ability to pursue gap-
fund initiatives may require enabling leg-
islation. Most importantly, under the
TUMP, the “gap” funds which are gen-
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erated within a particular urban area will
be for the exclusive use of that urban
area and will be used to supplement the
baseline, regional allocation of state
funding. Some of the potential methods
of generating “gap” funding could in-
clude the following initiatives:

e Assess traffic impact fees for devel-
opment;

e Issue local general obligation bonds;

e Toll added-capacity projects;

e Allocate a portion of a statewide
gasoline tax increase for ur-
ban/metro areas;

e Manage truck utilization of the high-
way system through specific conges-
tion-based pricing;

e Implement added vehicle registration
fees designated for local mobility
projects;

e Implement a toll system for projects
that ease bottlenecks on existing
freeway segments to improve sys-
tem performance; and

e Implement a retro-toll system allow-
ing for the tolling of existing con-
gested freeways to improve system
mobility.

Funding Strategies

Spend Wiser

Be More Efficient
Borrow to Build
Find Partners

Goal Attainment — Conclusions

As was mentioned on page 8, this
Texas Urban Mobility Plan is a bold new
way of delivering improved transporta-
tion infrastructure. What makes this
plan innovative is that not only do we



publicly state our goals, we also define
performance measures to assess how
well we attained the public goals, and
our performance is then tied to our fu-
ture funding.

Relieve Congestion

The ultimate goal of this plan is to in-
crease mobility and decrease the level
of traffic congestion. Achieving these
goals is difficult in a state that is growing
as fast as Texas. With population
growth far exceeding the growth of fund-
ing, increasing congestion is expected.
To help in quantifying this goal and
measure progress over time, the Texas
Department of Transportation will adopt
a Texas Congestion Index to aid the ur-
ban areas in setting goals for congestion
reduction and will be based on the delay
time experienced by drivers. If the
Sherman — Denison Study Area built
only what it could afford in the MTP, it
would have a forecasted TCI of 1.10.
Our goal is to keep our TCI below 1.04.
In future years of this plan, the SDMPO
and the other non-TMAs will be held ac-
countable for our performance in attain-
ing this goal.

Improve Safety

Safety concerns are another considera-
tion for the Texas Urban Mobility Plan
and points to the need to provide a safe
and reliable transportation system.
Highway safety improvements, which
reduce highway fatalities and injuries,
include a diverse set of activities imple-
mented by a variety of transportation
professionals.

Overall, the region’s collective effort to
provide a safer transportation system is
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a challenging and continuous one. The
Sherman — Denison MPO is committed
to monitoring a variety of safety factors
in order to improve safety throughout
the transportation system.

Among the numerous points considered
regarding the improvement of safety:

e On high volume divided high-
way's we consider the use of
median barriers such as con-
crete traffic barrier and cable
barrier systems.

e On intersections with high
volume of traffic, the typical
cross intersection results in
traffic crossing in front of other
traffic. The use of traffic cir-
cles are considered where
applicable to keep all traffic
moving in the same direction,
thereby reducing potentially
fatal accidents.

¢ On most rehab. projects, con-
sideration is given to improve
design to current standards
thereby increasing safety
through improved sight dis-
tance, horizontal and vertical
curvature, shoulders etc.

e On roadways with major gen-
erators or attractors, left
and/or right turnlanes are
provided.

e On added capacity projects in
urban areas, a 16' raised me-
dian is considered to separate
opposing traffic.

e In roadways with lower design
speeds on horizontal curves,
signs such as chevrons and
devices such as candlesticks
are used to further alert the
traffic.

e We are looking into imple-
menting ITS such as message



boards and camera's to moni-
tor and warn traffic on major
highways of potential hazards
such as accidents or weather
related  problems(ice  on
bridge./road).

e Rumble strips are installed on
pavement edges and now on
centerline to give the driver an
audible warning that the vehi-
cle is leaving the travel lane.

e Paris district sends the roll
over vehicle with crash test
dummiesto some  public
events and schools to edu-
cate drivers on the use of seat
belts.

e The new access management
policy is followed when new
developments request drive-
ways. Driveways are spaced
based on posted speed of that
roadway so that the number
of conflict points are kept to a
minimum.

e Reflective tapes are now be-
ing installed on all sign
posts to obtain additional re-
flectivity  improving  night-
time driving conditions.

Finally, based on results from this
analysis and taking into consideration
the elimination of all level-of service “F”
facilities, it is apparent that mobility will
be improved and that a higher degree of
reliability will be built into the system,
which translates into a safer overall
transportation system.

Improve Air Quality

The Sherman Denison Study Area is in
full attainment status of EPA Ambient
Air Quality Standards and intends to
stay that way. The primary four coun-
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ties in the D/FW Metroplex (Dallas, Tar-
rant, Collin, and Denton) are currently
designated as a non-attainment area
(with a “serious” ranking in low-level
ozone pollution) under the Federal
Clean Air Act. The State Implementa-
tion Plan (SIP) to clean the air in the
Metroplex continues to fail in spite of the
Texas Commission on Environmental
Quality (TCEQ) efforts to the contrary.
One recent TCEQ approach, to de facto
increase the size of the D/FW non-
attainment area to neighboring counties
in spite of their actual contribution to
ozone formation, was defeated by a re-
gional coalition of governments, eco-
nomic development organizations, busi-
nesses and citizen groups. Grayson
County was originally targeted by the
TCEQ for inclusion in this attempt to
administratively broaden the non-
attainment area. However, being pre-
sented with overwhelming evidence of
the fact that Grayson County is “down-
wind” of the ozone generating proc-
esses in the Metroplex and a united
government/business/citizen front, the
State dropped Grayson County from in-
clusion in its proposal. As the State SIP
continues to not improve the air quality
in the Metroplex it is, at the time of this
writing, becoming more likely that the
EPA will eventually take-over the proc-
ess there. The possible impact on
Grayson County in this scenario cannot
be determined at this time as ap-
proaches to cleaning the air in the
Metroplex will be a function of EPA pol-
icy, which is yet to be established and is
subject to national political realities.

Additionally, Grayson County air quality
will clearly be the beneficiary of near-
term national and State efforts to assure
cleaner burning automobiles and
cleaner burning gasoline. Moreover, as



of the time of this writing, most major
gasoline vendors in the County have al-
ready added Phase | vapor recovery
systems to their tanks, having done so
at the time of tank installation and up-
grades.

Improve Quality Of Life

The goal regarding quality-of-life issues
remains an integral part of the Texas
Metropolitan Mobility Plan as a means
to enhance the appeal of or minimize
demand on the transportation system
and to address some of the more non-
traditional concerns regarding transpor-
tation. It is recognized that, while trans-
portation investment directly impacts
such things as urban mobility, air qual-
ity, and economic development, there
are other less direct, but equally impor-
tant, impacts of transportation systems
and services. These goals not only di-
rect planning efforts to consider urban
form and transportation’s impact upon
the economy and the environment, but
also provide transportation services and
infrastructure to those traditionally un-
derserved.

Planning the development of an effi-
cient, effective transportation system
must be a top priority in order to main-
tain the region’s quality of life and eco-
nomic vitality. Many of the policies, pro-
grams, and projects included in the re-
gion’s MTP and this Texas Urban Mobil-
ity Plan report address very specific
quality-of life issues concerning the
promotion of economic development,
increases in transportation accessibility,
and a balance between transportation
and land-use planning while reducing
environmental and community impacts.

Enhance Economic Development
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The way transportation is planned, pro-
grammed, and constructed in this region
must be responsive to regional trends in
economic expansion, population growth,
development, quality of life, public
health, and the environment in order to
provide mobility and maintain the re-
gion’s clean air quality status, thus
avoiding a risk of sanctions on federal
transportation funds. Promoting eco-
nomic development is a specific objec-
tive of the Texas Urban Mobility Plan
because of the direct link between land
use and transportation.

As part of the SAFETEA-LU require-
ments, the Sherman Denison MPO will
update and expand the coordination of
transportation and land use/economic
development.  This will include the
agencies responsible for growth and
economic development such as the lo-
cal Chambers of Commerce as well as
the economic development corporations
in Sherman and Denison.

Enhance Infrastructure Mainte-

nance

A key component considered during the
development of the Texas Urban Mobil-
ity Plan was not only what the future
needs are for the Sherman — Denison
Study Area , but also what the magni-
tude of infrastructure is that it must be
maintained over time to ensure proper
functioning and usability of the system
without any degradation of service. This
must include not only the existing trans-
portation system, but also the future fa-
cilities, because once they are con-
structed, a dedicated source to support
their maintenance must also exist. The
development of out-year needs and cost
estimates made the assumption that
over time, nearly all of the existing free-



way facilities in this region will either be
widened alone (new capacity on existing
right-of-way), widened with existing
lanes rebuilt (new capacity and recon-
struction), or many will not have any
new capacity added but will be recon-
structed as pavement conditions warrant
replacement. Costs for each of these
three scenarios was taken into account
and included in the cost estimates de-
rived for this report.

Streamline Project Delivery

Another key concept considered is a
way to provide for a more streamline
process for project delivery. Public-
private partnerships and more efficient
cash-flow management techniques are
two possibilities to consider which could
provide more timely delivery of im-
provements.

TxDOT Strategic Goals

The Texas Department of Transporta-
tion has adopted five strategic planning
goals as part of the Strategic Plan 2003-
2007. These goals address many of the
previously mentioned goals adopted for
the purposes of this report and planning
exercise. TxDOT's five strategic plan-
ning goals are as follows:

1. Reliable Mobility
Goal: Enhance Texas urban and
metropolitan areas and ensure
that congestion is less than in
comparable peer U.S. cities.

2. Improved Safety
Goal: Reduce the fatality rate on
Texas roadways by 5 percent
within 10 years.

3. Responsible Systems Preserva-
tion
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Goal: Ensure 90 percent of
Texas roads and 80 percent of
bridges will be in good or better
condition within 10 years.

4. Streamlined Project Delivered
Goal: Improve project delivery
from project conception to ribbon
cutting on average by 15% within
five years.

5. Economic Vitality
Goal: Attract and retain business
and industry with adequate
transportation systems and ser-
vices.

The five strategic planning goals identi-
fied above are already generally cov-
ered in the other adopted goals for the
Texas Urban Mobility Plan, and the abil-
ity to achieve these strategic goals is
inherently tied to the ability to generate
additional funding. Due to the short
range nature of these strategic goals, it
is imperative to begin identifying and
securing alternative methods of funding
for major surface transportation projects
within Texas’ Urbanized Areas.

Goals of the Texas Urban Mobil-
ity Plan: Conclusions

In summary, the goals adopted as part
of the TUMP represents this region’s
commitment to a comprehensive, coop-
erative, and continuous transportation
planning process that provides for a
balanced transportation system by rec-
ognizing the evolving transportation
needs for the region.

The ability to implement regional pro-
jects and achieve these ambitious goals
is inherently closely tied to this region’s
ability to identify and pursue every
available funding source.



FUNDING OPTIONS

“Texas needs access to additional mo-
bility funds, particularly a secured Texas
Mobility Fund”.  “ Urban areas need to
know what funds can be expected from
TxDOT through state and federal
sources for years to come.” “This
should be a regional, baseline allocation
of expected TxDOT funds”. “These
funds will not be reduced because of
local innovative financing or because a
region is aggressive in meeting goals to
reduce traffic congestion”.

“Urban areas need increased flexibility
to generate user-pay funds beyond ex-
pected TxDOT funding”. “The urban ar-
eas need to retain control of any locally
generated user-pay funds for locally de-
veloped, comprehensive plans to reduce
congestion and improve mobility”. “This
increased ability will help urban areas fill
the gap between a regional, baseline
allocation of TxDOT funds and plan im-
plementation”.

“Regions may need to develop mecha-
nisms to secure user-pay funds for im-
plementation of the regional mobility
plan”. “Changes will need to be made in
rules for funding state projects”. “The
purpose will be to maximize the flexibil-
ity required to move transportation funds
between modes”.

“To allow for better financial planning at
the individual urban area level, TxDOT
will change from allocating mobility
funds on a per project basis to allocating
funds to regional urban areas”.

“Regional allocations will be based on a
TxDOT assessment of traffic, popula-
tion, and other factors.” “Under the
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TUMP, each urban area would be allo-
cated a portion of the anticipated avail-
able metropolitan mobility funds for im-
plementation of their approved regional
mobility plans”.

“This allocation would not be reduced if
the region were aggressive in develop-
ing “gap” funding initiatives.” “In fact,
this method would encourage individual
urban areas to tailor ‘gap’ funding initia-
tives based on local needs and desires”.
“The number of projects from the priori-
tized listing in the regional mobility plans
that could be funded through TxDOT
funds would be known to the urban area
well in advance of implementation”.
“This will allow a urban area to realisti-
cally assess how it will fund needs not
met by the regional allocation from
TXDOT".

“The Transportation Commission will
determine the total available funds for
urban mobility baseline allocation using
traditional forecasts of revenue and
needs and the implementation of a fully
secured state mobility fund”. “This fund
will give urban areas instant access to
the revenue needed to jump start costly
urban projects”. “The Transportation
Commission will designate a majority of
this new bonding capacity for mobility
improvements in the urban areas”. “Ad-
ditionally, the Transportation Commis-
sion may reserve a portion of state high-
priority funds for assisting with critical
and innovative projects in the urban ar-

”

eas’.

“TxDOT will allocate an annual, baseline
amount of money to urban areas to ad-
dress congestion as they see fit. In the
past, the Commission awarded trans-
portation funds on a project-by-project
basis. The Texas Urban Mobility Plan
allows for a set, predictable allocation of



funds to the state’s seventeen urban ar-
eas. This change, combined with new
tools from recent legislation (HB 3588)
and the secured Texas Mobility Fund,
empowers the urban areas of Texas to
better address congestion.”

“The recent legislative session provided
the ability to secure the Texas Mobility
Fund, a key component of this plan.
This fund will provide additional new
money to help reduce congestion and
advance needed transportation projects
in the state, including our urbanized ar-
eas. The Urban Mobility Plan will result
in more projects being constructed
sooner.”

“The implementation of this plan means
that local areas will have more control
and decision making authority over one
of the twelve categories of funding
TxDOT utilizes to implement projects. In
the Urban Mobility Category the urban
areas will no longer have to compete
against each other. The MPOs from the
eight metro areas worked with TxDOT to
develop a methodology to distribute the
funds by formula rather than project
specific. This allows for better financial
planning in the urban area and more lo-
cal control and decision making author-

ity.”

“Under the new framework of this plan,
we will first determine what is needed to
reduce congestion in each urban area.
And then utilize regional allocations of
TxDOT funds and the new money from
the Mobility fund and locally generated,
locally utilized and locally controlled
user-pay to implement projects to re-
duce congestion at the rate and on the
timeframe appropriate to the individual
metropolitan area. More local control
and decision-making, more realistic
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planning and more goal based to reduce
congestion — we are all serious about
improving our urban areas. This plan
exemplifies that. The public wants re-
duced congestion —we are implementing
with this plan a framework to do that
with less bureaucracy and delay.”

“We will utilize state, federal and local
funds derived from a variety of sources.
It will be a local decision on how to gen-
erate and use these funds in each urban
area. There will have to be some new
money generated to really address con-
gestion, the Texas Mobility Fund is a
start, but in some urban areas other
funds will be needed to "fill the gap" be-
tween what is needed to address con-
gestion and what funds are available.
We believe that locally generated, lo-
cally controlled and locally utilized user-
pay funds are the best way and fairest
way to fill those funding gaps. In the fu-
ture these user-pay options may take
the form of more toll roads or something
else — but it will be a local decision.”

Gap Funding

“In the TUMP, the urban areas will be
given greater local ability to identify and
prioritize projects that improve mobility”.
“The urban areas will be granted a
baseline allocation of TXDOT metropoli-
tan mobility funds”. “It is anticipated that
this regional baseline allocation of
TxDOT funds will not be sufficient to
meet all the mobility needs of the Texas
metropolitan areas”. “In these cases,
local urban areas will be given in-
creased flexibility to generate user-pay
system funds and public-private part-
nerships to fill the gap between their pri-
oritized needs and the baseline TxDOT
allocation”.



“Enabling legislation will be required for
many of these gap-fund initiatives”.
“However, under the TUMP, the gap
funds generated in a urban area will be
for the exclusive use of that urban area
to supplement the baseline, regional al-
location of TxDOT funds for congestion
relief”.

“It is anticipated that the urban areas
may develop other initiatives — yet to be
identified — for user-pay funds”. “Based
on need, each urban area will develop
user-pay initiatives to generate gap
funds”.

The SDMPO is researching several al-
ternative means for increasing revenues
to cover the shortfall. Among these are:

. Assess traffic impact fees for de-
velopment

. Issue local general-obligation
bonds

. Toll added-capacity projects and
issue bonds

. Manage demand and generate

funds through a toll-ring concept
(as in London, England)

. Develop new local revenue
sources, such as a local gas tax,
local sales tax

. Manage truck utilization of the
highway system through specific
congestion-based pricing

. Implement added vehicle-
registration fees designated for
local mobility projects

. To improve system performance,
implement a toll system for pro-
jects that ease bottlenecks on ex-
isting freeway segments (exam-
ple: toll approach roads to fund
an interchange or bridge project)

. Implement a retro-toll system al-
lowing for the tolling of existing
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congested interstates and other
freeways to improve system mo-
bility.



APPENDIX
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Table 1

Lane Miles Needed and Cost Estimates

Metropolitan Transportation Plan
Traditional Funding Levels

Base Year

Eliminate Level of Service “F”

Additional Cost

Lane Mileage 2030 _ Lane Cost_(_1999) Adgitional Lane to Eliminate
Miles $Millions Miles Needed LOS “F”
$Millions
Freeway/Tolls 124 127 $89 11 $30
Principal Ar- 344 387 $37 147 $114
terials
Interchanges 0 0 0 0 0
TOTALS 468 514 $126 158 $ 144
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Figure 1 High Priority Projects
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The following lists of projects represents the Statewide Mobility Program that will be part
of the Texas Department of Transportation’s 2005-2015 Unified Transportation Program
(UTP) and those projects that are in the planning stages of the 2016-2030 UTP.

Projects listed are not part of the TUMP but represent a significant component in congestion
relief and mobility improvements as called for by this program. TUMP specific projects
and programs would be a combination of roads, transit operating efficiencies and demand
changes. Specific projects and programs will be identified in a follow-up document.



Sherman - Denison 2030 Long Range Plan

2005 - 2015 (10 year)

Project ID# Project Project Limits Type of Work
SDHHWYO015 | FM 1417 | @ Sand Creek Replace bridge and approaches
SDHHWY004 | FM 1417 | from SH 11 to SH56 2 lanes of ultimate 5 lane

1745'S of FM 84 to
SDHHWY009 | US 69 1136' N of FM 84 Rehab. Roadway
Grand in Sherman from SH
SDHHWYO016 | Avenue | 91 to Grand Ave O/P Reconstruct city street
SDHHWY017 | SH 289* | from SH 56 to US 82 2 lanes of ultimate 4 lane divided
from FM 996 to end of
SDHHWY019 | FM 120 | state maintenance Reconstruct 2 lanes of ultimate 5 lane
Various
Safety
SDHHWY021 | Projects
SDHHWY033 | US 69 @ MKT RR O/P Rehab bridge and approaches
SDHHWY082 | SH 289* | from US 82to FM 120 | 2 lanes of ultimate 4 lane divided
UsS 75
SDHHWY090 | EFR at Choctaw Creek Rehab Existing Bridge
SDHHWY093 | FM 120 | AtSH91 Construct Left Turn Lanes
Various
On & Off
System
Bridge
SDHHWYO015 | Project Various Replace Existing Bridges
Various
Safety
SDHHWYO064 | Projects
From proposed SH Upgrade existing 2 lane facility to 5 lane sec-
SDHHWY083 | FM 996 | 289to FM 120 tion with center left turn lane
Us 75
SB
Frontage | From US 82 to Loy Rehab Existing Roadway (concrete pave-
SDHHWY084 | Rd. Lake Road ment) and add third lane with curb and gutter
From US 75 SB Front-
age Road to 1 mi. west
of Frontage Road
(New Grayson County | Rehab Existing Roadway and convert to 5
SDHHWYO085 | FM 121 | College) lane section with curb and gutter
SDHHWY113 | US 75 US 82 to Loy Lake Dr. | Ramp Reversal

* This facility may be tolled in the future if necessary




Sherman - Denison 2030 Long Range Plan

2016 - 2030 (25 year)
Project ID# | Project Project Limits Type of Work
FM
SDHHWYO007 | 1417 from SH 56 to US 82 Reconstruct to 5 lane undivided
FM
SDHHWY008 | 1417 from US 75to SH 11 Reconstruct to 5 lane undivided
Frisco in Sherman from Gal-
SDHHWY024 | Road lagher to SH 91 Reconstruct
from Denison to Car- Reconstruct existing facility and add shoul-
SDHHWY028 | FM 120 | penter’s Bluff ders
SDHHWY029 | Ramp US 75 & Fallon Drive Four Ramps
from FM 1417 to
SDHHWY032 | Taylor Frisco Road Improve and Widen
from US 75 to Grayson
SDHHWY035 | FM 691 | County Airport Reconstruct to 5 lane undivided
0.5 mi S of Center St.
in Sherman to Travis Reconstruct existing 4 lanes and add 2 addi-
SDHHWY068 | US 75 St. tional lanes
0.3 mi S of FM 1417 to
0.5 mi S. of Center St. | Reconstruct existing 4 lanes and add 2 addi-
SDHHWY069 | US 75 in Sherman tional lanes
from FM 120 to end of
SDHHWY078 | FM 996 | state maintenance Reconstruct existing facility & add shoulders
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Texas Urban Mobility Plan
Preliminary Sherman Denison MPO /
Grayson County Needs Report
Highways & Bridges

Texas Congestion Index

The Texas Congestion Index (TCI) was
developed by the Texas Transportation
Institute (TTI) to provide a consistent
measure of congestion across the 25
metropolitan areas within Texas. The
TCl is defined as the difference between
peak hour travel times (7 to 9 AM and 4
to 6 PM) versus travel during other
times of the day. A TCI value of 1.10
would indicate that travel times during
the peak hours were approximately 10%
greater than at other times of the day.
Another way to look at it is if it normally
takes a person 20 minutes to get from
point A to point B, then during the peak
hours it would take 22 minutes to make
the same trip.

Denison system has numerous arterial
and two expressway facilities (US 75 &
US 82) that are currently at adequate
capacity. These facilities have the ten-
dency to hide problem links within the
network. To account for this, TTI identi-
fied those links that would have traffic
volumes in excess of their capacity
(Level of Service F) in 2030.

Elimination of Level of Service F

While the MTP identified 46 lane-miles
of added capacity, in order to eliminate
LOS F conditions, an additional 158
lane-miles of highway capacity would be
needed at a cost of $144 million. This
cost is above and beyond the estimated
federal and state revenues anticipated
for the Sherman Denison study area
through 2030. This does not include
funds to correct safety problems or re-
gional connectivity problems.

Highway Existing [ MTP | Additional Estimated
. Type Lane- Added Lane- Additional
Texas Congestion Index for Miles | Lane- | Miles Cost
Sherman-Denison Urbanized Area Miles | Needed
Expressways 124 3 11 $30,000,000
Arterials 344 43 147 $114,000,000
Scenario TCI Total 468 46 158 $144,000,000

1994 Base Year 1.02

2030 No Build Scenario 1.11

2030 MTP Projects 1.10

2030 LOS F Eliminated 1.04

According to these figures, in 1994 peak
hour travel in the Sherman-Denison Re-
gion was about the same as during
other times of the day. In 2030, even
without any significant capacity expan-
sions, peak hour travel would not ex-
pected to be significantly greater than at
other times of the day. As a point of
comparison, below are TCI values for
other selected metropolitan areas.

The limitation of the TCI is that it is a
system-wide measure. The Sherman -
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According to the MPO travel demand
model, once all work necessary to elimi-
nate LOS F has been completed, the
TCI value decreases to 1.04, close to
the 1994 level of 1.02.

Right of Way

Much of the capacity expansion identi-
fied by TTI will require additional right of
way. To calculate the estimated cost,
TxDOT staff identified the existing right
of way widths for each identified corridor
and then assumed that right of way
would be acquired equally from each
side of the road. TTI provided an esti-




mated cost of $2.00 per square foot for
right of way within rural areas and $4.20
per square foot for right of way in urban
areas. The table below identifies the
estimated right of way needs within the
Sherman Denison MPO Study Area.

Highway Type ﬁ?&g@nsgzégg Estimated Cost
Expressways 0 square feet $0
Arterials 11,732,160 $34,975,776
square feet
Total 11,732,160 $34,975,776
square feet

Some of the needed capacity expan-
sions identified by TTI are included
within the funded portion of the MTP.
The table below identifies those right of
way costs that are beyond the estimated
available funds for the Sherman-
Denison area.

Total Right of Estimated Addi-

Funded Costs

Rehabilitation & Reconstruction

Although Texas arguably does a better
job at maintaining it's systems of roads
than any other state, the existing reve-
nue stream is insufficient to address all
of the future maintenance needs. To
estimate the need by 2030, the 25
MPQO’s have agreed on defining a re-
construction or rehabilitation need on
any road section or bridge older than 40
years in age. This means that anything
built or last significant rehabilitation prior
to 1990 would likely need to be rehabili-
tated by 2030. Another assumption is
that road segments, which have been
identified as part of a project within the
funded portion of the MTP, are to be re-
habilitated prior to 2030. The following
chart lists the lane miles in need of re-
habilitation according to this definition.

Way Costs tional Costs
$34,975,776 $2,461,536 $32,514,240 Facility Type Lane-Miles to Re- Estimated Cost
habilitated
. o Arterials 134 $247,080,000
Reg ional Conn ect|V|ty Expressways 268 $198,210,000
Total 402 $445,290,000

Grayson County for the most part is ac-
cessible within a reasonable time frame
from most portions of the county. One
section of roadway which would greatly
enhance the mobility of the region would
be the extension of FM 1417 from US
82 to FM 84 on the eastern side of
Sherman and Denison. Travel times re-
ductions between these destinations
could be greatly reduced with the con-
struction of this new facility. The table
below identifies the unfunded costs as-
sociated with the construction of this
new facility in two phases.

Construc-
tion Cost

Right of Way

Cost Total Cost

Corridor

FM 1417 (SH

11t0sH56) | $7+280,000

$2,745,600 $10,025,600

FM 1417 (US

82 to FM 84) $13,160,000

$14,889,600 $28,049,600

Total $20,440,000 $17,635,200 $38,075,200
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MTP Identified Funds $53,060,000

TUMP Requirements $392,230,000

The MTP estimated that $53 million in
federal, state and local funds were
available for rehabilitation and preventa-
tive maintenance through 2030. An es-
timated additional $392.2 million will be
necessary through 2030 to adequately
maintain the existing arterial and ex-
pressway network.

Bridges

Recommended guidance from the sev-
enteen non Transportation Management
Areas (TMA's) for rehabilitation work on
bridges was provided to the group. The




list below identifies the recommenda-
tions.

1. Bridges replaced or rehabilitated
since 1990 will not require replacement
or rehabilitation before 2030.

2. Bridges along projects identified
within the funded section of the MTP will
either be replaced or rehabilitated by
2030.

3. Bridges with a current sufficiency
rating greater than 90.0 will not require
replacement of rehabilitation before
2030.

4. Bridges with a current sufficiency
rating between 80.0 and 89.9 will only
require rehabilitation before 2030.

5. Bridges with a current sufficiency
rating of 79.9 or below will require total
replacement by 2030.

The result of the recommended bridge
need definition identifies slightly less
than half of bridges not already identi-
fied as part of a funded MTP project
need to be rehabilitated or replaced by
2030. The estimated cost is identified
below.

through 2030. An estimated additional
$392.2 million-will be necessary through
2030 to address bridge deficiencies in
the Sherman — Denison Study Area.

Safety

The MPO identified 2,538 crashes from
July 2004 through June 2005 within the
Sherman Denison metropolitan area.
The overall cost of these crashes, in-
cluding property damage and medical
costs, was estimated at $188.3 million.
When extrapolated through the vyear
2030, the estimated economic impact of
highway crashes in the Sherman Deni-
son MPO Study Area is estimated at
$4.5 billion (2006 through 2030)*. Al-
though eliminating all crashes is not re-
alistic, the MPO working with TXDOT will
identify intersections and highway seg-
ments with unacceptably high crash
rates with the goal of reducing crashes
at these locations. Some of these loca-
tions may already be identified for ca-
pacity expansion within the MTP, with
the added benefit of correcting existing
safety problems. Some other locations,
however, may require better enforce-

Work Category # of Bridges % of Total ment of existing traffic laws. Other lo-
No Work Necessary 80 58.8% ; ; _
Work Identified within 18 13.2% cations may reqylre better acpess .mlan
MTP agement techniques, but insufficient
Bridge to be Removed 0 0.0% funds are anticipated to fund the pro-
Rehab before 2030 25 18.4% .
Replace before 2030 13 9.6% ppsed Wo_rk._ The following t_able pro-
Total Bridges 136 100.0% vides preliminary costs associated with
several types of safety improvements.
Bridge Rehab Costs $11,400,226 *Study (2001) from North Carolina DOT on costs associated
Bridge Replacement Costs $28,163,827 with severity of crashes.
Total $39,564,053 5
Propose
Improvement Work Unfunded Costs
MTP Identified Funds $20,761,574 Access Management Median $200,000/mile
TUMP Requirements $18,802,478 Traffic $100,000 to
Circle $500,000*
. L . Intelligent Transporta- Message $200.000/location
The MTP estimated that $53.1 million in tion System (ITS) Boards :
federal and state funds were available J;?;I:Ir?g $8,000/mile

for rehabilitation and reconstruction
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* Depending on location




Total

An estimated additional $625.6 million in
funds will be necessary in the Sherman
— Denison Study Area to meet the re-
gion’s expressway and arterial needs

through 2030.

Over the next several

months, the MPO staff will be discussing
potential measures to generate reve-
nues to overcome the funding shortfall.

Additional Funds

Work .
Required
Added Capacity $144,000,000
Right of Way $32,514,240
Regional Connectivity $38,075,200
Highway Rehabilitation $392,230,000
Bridge Rehap & Recon- $18,802,478
struction
Safety Improve-
ments/Transit $TBD
Total All Work $625,621,918.00
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