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Recognizing this inter-relationship, there must be 

coordination between land use planning and transportation 

planning. 



BACKGROUND 

The City of Lubbock has commissioned and maintains 

updated transportation master plans to be incorporated into 

local planning. These plans guide the scheme of land-use 

activities, and through coordination of these documents 

between local, county, state, and federal agencies, planners 

attempt to determine the most useful, efficient, and 

convenient system for Lubbock, Texas. These documents are: 

LUBBOCK URBAN TRANSPORTATION PLAN, VOL. 1 & 2 (1964) 

LEVEL II REVIEW OF THE LUBBOCK URBAN TRANSPORTATION 
PLAN, Volume 2, (1964-1985); Volume 3, (1970-1990); 
Volume 4, (1980-2005) 

MASTER PLAN FOR WEST TEX AIR TERMINAL, LUBBOCK (1969) 

MASTER PLAN REVIEW, LUBBOCK REGIONAL AIRPORT (1971) 

MASTER PLAN REVIEW, LUBBOCK INTERNATIONAL AIRPORT (1981) 

TRANSIT FOR LUBBOCK'S FUTURE (1972) 

The Federal Highway Act of 1962 requires all cities 

with a population of 50,000 or more that use federal funds 

for transportation to have a comprehensive and continuing 

transportation plan. To comply, in 1969 the City of Lubbock 

and Lubbocl< County entered into a "continuing phase 

agreement" with the Texas State Department of Highways and 

Public Transportation (SDHPT) for the organization and study 

scope of the Lubbock Urban Transportation Plan. 

States and cities structure the committees responsible 

for the Transportation Improvement Plan (TIP) and the 

Unified Work Program (UWP) in different ways. In Lubbock, 

the plan was originally established in conjunction with a 



regulatory Policy Advisory Committee and a Technical 

Committee. Currently, within SDHPT District 5, 

headquartered in Lubbock: 

1. The Technical Committee organizes the 
Transportation Improvement plan; 

2. The Steering Committee, which consists of two 
representatives from Lubbock County, two from the 
City of Lubbock, two from the SDHPT, and several 
ex-officio members, and serves as the Metropolitan 
Planning Organization (MPO) by contract with the 
State of Texas, formalizes the TIP and UWP; 

3. The Metropolitan Planning Organization contracts 
for services from the state to the county and 
local governments on UWP projects, and has 
authority for minor changes to the UWP; 

4. The Policy Advisory Committee, comprised of local, 
state, and federal elected officials, forwards 
both the TIP and UWP to the State Department of 
Highways and Public Transportation for official 
approval. After approval, the SDHPT forwards the 
plans to the FHWA. 

Volume One of the initial Lubbock Urban Transportation 

Plan (UTP), done in 1964, was updated by Volume 2 (1970) and 

Volume 3 (1974), and is replaced by this document. Volume 4 

(1986). The objective of these updates is to develop a long 

range integrated transportation system which will meet 

Lubbock's traffic demands for twenty year periods. 

For several years, the Department of 
Transportation, through its modal administrations, 
has promoted the development of an annual Unified 
Work Program (UWP) to describe intermodal, 
comprehensive transportation planning in each 
urbanized area. This single program was designed 
to be the basis for application of Federal 
transportation planning funds to each of the DOT 
modal administrations. 

The Federal-Aid Highway Act of 1973 and the 
Surface Transportation Act of 1978 include 
provisions which place even more emphasis on the 
need for a unified transportation planning work 



program. By providing Federal-Aid Urban System 
funds for highway improvements or for mass 
transportation at the local elected official's 
option, this act reinforces the need for a 
planning process which considers the needs of each 
area on an individual basis and then analyzes 
highway and mass transportation needs together. 

In addition. Section 112 of both highway acts 
provides planning funds which are to "be made 
available by the State" for comprehensive 
transportation planning. These Section 112 "PL" 
funds combined with Urban Mass Transportation 
Section 8 funds represent the Federal Assistance 
that should be included in a single unified 
program. 

This Unified Work Program has been developed 
to coordinate the various transportation planning 
functions of the City of Lubbock, Lubbock County, 
State Department of Highways and Public 
Transportation, FHWA, UMTA, and FAA within Lubbock 
County. [Unified Work Program for Transportation 
Planning, Lubbock Urbanized Area, FY 1986 (October 
1, 1985-September 30, 1986)]. 

In addition to the UWP and UTP Update, a five year 

outline of priority projects, called the Transportation 

Improvement Program (TIP), is developed. The TIP is then 

further subdivided into an Annual Element, the TIP/AE. The 

TIP/AE outlines program projects to be considered for 

implementation during the next fiscal year, and is reviewed 

for changes annually. 

All of these plans are designed to give full 

consideration to local needs, attitudes, and thinking on 

virtually all elements of transportation. The detail work, 

including collection of data projects and subsequent 

interpretation, is performed under procedures established by 

the National Committee on Urban Transportation. The primary 

method used to develop the Transportation Plan is computer 



modeling that simulates innumerable hypothetical traffic 

systems using different given variables while utilizing 

actual population and land use characteristics of Lubbock. 

The Transportation Plan will establish Lubbock 

transportation needs based on the most efficient use of the 

present street system and analysis of cost factors related 

to proposed improvements and operating expenses. Factors 

other than anticipated traffic demand and cost are also 

considered, including: 

1. Minimum interruption of neighborhoods; 

2. Minimum disruption of schools, churches, and 
parks; 

3. Minimum disruption of existing businesses; 

4. Preservation of sites with historical or community 
value. 

The Transportation Plan for Lubbock emphasizes motor 

vehicles, as the private automobile remains the predominant 

mode of travel in the city. Although more use of mass 

transit will be desirable as Lubbock's population increases 

and gas costs increase, it is probable that private auto 

trips will constitute a majority of travel within the near 

future. Should the proportion of trips on mass transit 

facilities increase, the effect upon the recommended 

thoroughfare system would be minimal. 

As in transportation studies for other cities, the 

continuing usefulness and popularity of the private 

automobile is a fact. However, an emphasis toward 

development of alternate modes of transportation other than 



the privately owned passenger vehicle are considered 

essential. The Transportation Plan provides a system of 

thoroughfare street and expressway facilities that will 

provide reasonable standards of safety, speed, economy, and 

comfort in the context of both private and public transit. 

The Transportation Plan attempts to provide proper 

balance befwi <:n upgrading the present system and adding new 

facilities throughout the forecast period. Capital 

improvements, including extensions of thoroughfare and 

expressway facilities and collector street extensions, will 

serve increasingly urbanized areas and population. 

Secondary (residential and alley) streets are provided as 

new areas are subdivided and platted. 

The Thoroughfare System 

Lubbock has been known for many years as the "Hub City" 

of the South Plains since Lubbock serves as the major 

distribution and reception center for this geographic 

region. The location of Lubbock at the geographic center of 

the South Plains is also enhanced by the flat topography 

that eliminates many difficulties during construction and 

operation of an efficient transportation system. However, 

the pavement must be constructed to allow for the wide 

variations in Lubbock's temperature and relatively heavy 

traffic on streets and highways. 

As early as 1870, surveying had been done within 

Lubbock County, laying out square miles on a grid pattern. 



The county road system established by both law and tradition 

easily fit into the grid system with major thoroughfares one 

mile apart. The grid pattern is uniform and efficient for 

local travel needs; however, the patterns do impose some 

difficulty during planning for new direct, diagonal routes. 

The grid system is also economical for land 

development, minimizing tracts and blocks with odd shapes 

and sizes. A few diagonal railroad and thoroughfare routes 

bisect the city, but these routes do not, for the most part, 

form barriers which break the city into isolated sections. 

Except for the Yellowhouse Canyon on the north and"east, the 

city is mostly free from geographical constraints. 

Mobility and accessibility are essential to the healthy 

growth of all communities, such that transportation needs 

must be closely related to urban development as a whole. 

Land-use distribution governs the origin and destination of 

a major portion of vehicle trips; that is, where they will 

start and where they will terminate. The residence is the 

starting point in 80% of daily travel. Similarly, the 

destinations of many trips are controlled by location of 

employment, shopping facilities, cultural attractions, and 

recreation areas. In turn, proposed or actual location of 

these land-uses is dominated by transportation facilities. 

A cycle becomes apparent, but which comes first is not often 

evident. The Transportation Plan aids in bringing planned 

and efficient order to this relationship. 



Lubbock's current Transportation Plan is based on a 

1964 origin-destination study, subsequent updated data, and 

on current or anticipated land use trends. In 1985, a new 

computer model study provided the basis for updating the 

Thoroughfare Plan Map. The analysis adopted as the basis 

for this volume is Assignment 05-05-3R6, done in July, 1985. 

This modeling is aided by the Planning Department's "serial 

zone study." 

Serial Zone Study 

Serial zones are geographic subdivisions of a city used by 

the State Department of Highways and Public Transportation 

(SDHPT) to enter land use and population data into the 

Department's computer model. The computer model utilizes a 

city's transportation system and land use and population 

data compiled by serial zone to generate a distribution of 

trips between the zones along the transportation system. 

The transportation system can be modified infinitely and the 

computer model rerun any number of times to see the effect 

changes in the transportation system may have on the 

distribution of trips throughout the system. The steps in 

performing a serial zone study are: 

1. Division of the city into serial zones by SDHPT 

2. Compilation, by zones, of: 

a. Dwelling units 

b. Population 

c. Residential, Commercial, and Industrial 
acreage 



d. Estimate of zonal income on a scale of 1-5 
with "1" the lowest and "5" the highest 

e. Designation of any special trip generators 
such as malls, schools, factories, and 
churches 

3. Data entry on forms provided by SDHPT and sent to 
Austin for entry into the computer 

With the adoption of the 1974 Comprehensive Land Use 

Plan and a 1975 Zoning Code update, zoning policy has 

shifted commercial development away from previous strip 

commercial development to nodal centers at major 

thoroughfare intersections. The plan proposes "strip 

commercial development shall be avoided. In newly 

developing residential areas, 5 to 10 acres of local retail 

commercial use will be allowed on each corner at the 

intersection of major thoroughfares, serving neighborhoods 

within 1/2 to 1 mile radius." (1983 Comprehensive Plan) 

These nodal centers provide better access to the businesses 

within the nodes, safer off-street parking, and improve the 

function of streets as vehicle carriers. Strip development 

places through-traffic in direct conflict with persons 

entering and leaving businesses along the thoroughfare. 

Highways 

Numerous state and/or federal highways are located in 

Lubbock County. Loop 289 intersects these highways and acts 

as an outer connecting link around the City. 

At present Lubbock is served by Interstate 27, a ninety 

mile expressway under construction between Lubbock and 
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Amarillo, where it will join the east-west Interstate 40. 

In the future, this Interstate is proposed to extend south 

and link the South Plains with the rest of the state's 

Interstate highway system. 

Other federal highways include: the north/south U.S. 

87 (combined with 1-27 between Lubbock and Amarillo) and on 

southward to Tahoka and Midland; the east/west U.S. 62/82 

combination which serves Brownfield and Hobbs to the 

southwest and Crosbyton to Wichita Falls to the east; and 

the southeast/northwest U.S. 84 which goes to Clovis to the 

northwest and Post/Slaton/Sweetwater (1-20) to the 

southeast. 

A four-lane divided highway has been proposed to link 

Lubbock with the Dallas-Fort Worth area along U.S. 82 and 

Texas 199 and 114. This would connect Lubbock directly with 

the DFW area. Building of this four-lane highway will 

increase the effectiveness of Lubbock as a 

distribution/reception center to the South Plains, and 

facilitate vehicular travel for the student enrollment of 

Texas Tech University that comes from the Metroplex. The 

need for this highway has been detailed in a presentation to 

the Texas Department of Highways and Public Transportation 

entitled "Recommendation for 4-lane Divided Highway—Lubbock 

to Dallas", compiled in April of 1972, by the Highway 

Committee of the Lubbock Chamber of Commerce. Endorsements 

from involved and interested cities, counties, and chambers 

of commerce along the route are included. 
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In addition to these highways, five farm-to-market 

roads and 25 county roads complete access from all 

directions of the South Plains to Lubbock. These roads form 

a network that services a 26 county retail and 54 county 

wholesale trade area in three states. 

Interstate 27 Project 

The proposed extension of Interstate 27 will include 

the development of a controlled access highway from 0.2 

miles south of North Loop 289 to 0.4 miles south of South 

Loop 289. The length is approximately 6.3 miles and will 

require a minimum 400 feet of right of way with additional 

widths at interchanges. The entire project lies within the 

city limits of Lubbock. (Page 8-10, U.S. Department of 

Transportation, 1979) 

The approved design specifies a six lane, controlled 

access facility with frontage roads along most of its 

length. Interchanges have been approved at Municipal Drive, 

4th Street, 13th Street, 19th Street, 34th Street, 50th 

Street, and the Tahoka Traffic Circle. Preliminary plans 

indicate the main lanes of the Interstate will be elevated 

from just north of the Yellowhouse Canyon to 38th Street and 

will be below grade from 38th Street to South Loop 289. 

Three railroad grade separations are also proposed. 

The extension of Interstate 27 through Lubbock will 

provide a continuous controlled access highway from 

Interstate 40 in Amarillo to South Loop 289 in Lubbock. It 
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will serve interstate traffic through connections with 

numerous highways north from Amarillo and south from 

Lubbock, as well as serving regional traffic within the 

Texas Panhandle. The frontage road system will enhance 

local traffic circulation and provide good access for 

existing and future land uses. (Page 4, U.S. Department of 

Transportation, 1979). The project will vastly improve 

accessibility to the Lubbock Central Business District, and 

will be a factor in the geographical distribution of future 

growth and development within the city, allowing 

urbanization to continue in accordance with the Lubbock 

Comprehensive Plan. (1-27 Corridor Land Use Plan, February, 

1985, pp. 13-14) 

Potential Advantages cf^Iivtejgt3ie_22 

1. Transportation-related activities in and around 
Lubbock will benefit from the extension of 
Interstate 27 in terms of reduced travel time, 
reduced congestion, improved safety, and energy 
savings. (Interstate 27 in the City of Lubbock, 
1979, p. 24) 

2. Reduce travel time for trips between the Central 
Business District and outlying areas of the city and 
will be a positive step toward revitalization of 
Lubbock's Central Business District. (Urban Renewal 
Agency, Lubbock, Texas, 1975, p. 23) 

3. Mobility offered by Interstate 27 will increase the 
effective trade area of sites located in the corridor, 
providing further development incentives. (Interstate 
27 in the City of Lubbock, 1979, pp. 25-28) 

4. Increased land values, which improve the tax base and 
provide incentive to fill in vacant parcels near the 
corridor. (Planning Department, Lubbock, Texas, 1983) 

5. Replacement of Tahoka Traffic Circle with a three level 
interchange, reducing delay and increasing traffic 
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safety. (City of Lubbock et. al., Lubbock Urban 
Tgapgportatj^pp PlaPr 1975, p. 89) 

Itidl. BAggdvapt^ge3 of. iptgPSJ 

1. Displacement of families and businesses within proposed 
IH-27 right of way. 

2. IH-27 perceived as a "barrier" between neighborhoods. 

3. Initially, a small reduction in tax base due to loss of 
265 acres of privately owned land being converted to 
right of way. (All, Strategies for Responsible Growth. 
lPtgrstate,22-£giridflF i.flnd Psfi^Study, 1986) 

Brownfield Road/3rd—4th Street Fre< 

As a segment of the current Unified Work Program, a 

Brownfield Road/3rd Street - 4th Street corridor study is in 

progress. This study, conducted by the engineering firm of 

Henningson, Durham and Richardson, Incorporated, will 

examine alternatives for upgrading Brownfield Road to 

freeway status and connecting it to Interstate 27 within the 

3rd Street/4th Street corridor. Revisions to the 

interchange at Brownfield Road and West Loop 289 and grade 

separations along the entire corridor will be considered. 

Special attention will be given to right of way through 

Texas Tech University, and to University concerns about 

vehicular and pedestrian movement across the freeway 

corridor. As a part of this focus, on March 13, 1986, the 

Lubbock City Council and the Texas Tech University Board of 

Regents agreed on the concept of below-grade mainlanes 

through the Tech campus as part of a freeway linking 

Interstate 27 and southwest Loop 289. 
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Tentative plans call for the proposed freeway to begin 

at southwest Loop 289 and proceed northeast along the 

Brownfield Road/Tech Freeway corridor to 4th Street. From 

there the route will be in the 3rd and 4th Street corridor 

and connect with Interstate 27 north of downtown Lubbock. A 

major interchange will be constructed at the intersection of 

Brownfield Road and 19th Street. Access roads and grade 

separations will be provided as needed along the length of 

the freeway. Access in the Texas Tech area will include 

exits to Jones Stadium and Indiana Avenue. 

On May 28, 1986, the Texas State Department of Highways 

and Public Transportation Commission approved environmental 

impact studies and preliminary design studies to lead to 

identification of right of way necessary for development of 

the freeway. Byron Blaschke, deputy director of the State 

Department of Highways and Public Transportation, said the 

recommendation calls for the proposed route to be designated 

a controlled access highway from southwest Loop 289 to 

Avenue Q. The environmental studies include identification 

of alternatives and an extensive public involvement process, 

which must include public hearings. (Lubbock Avalanche-

Journal, May 25, 1986). Total project costs will be 

approximately $137.5 million: $26.7 million for right of 

way and $110.8 million for construction. 

Mel Pope, District 5 State Department of Highways and 

Public Transportation District Engineer, estimates two to 

three years for completion of the environmental impact 
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studies and engineering design work. The environmental 

assessment will include a series of public hearings to 

determine such factors as noise, pollution and effect on 

substrata water tables. Acquisition of right of way will 

take two to three years after the environmental studies are 

completed. Some construction could begin in the Texas Tech 

area in three to four years, with the entire project taking 

as long as ten years to complete. (Lubbock Avalanche-

Journal. May 29, 1986) 

On June 25, 1986, the Commission of the State Department of 

Highways and Public Transportation approved a feasibility 

study for the designation of an Outer Loop in Lubbock 

County. Initial suggestions are that the Outer Loop follow 

the existing routes of F.M. 1585, F.M. 179, F.M. 2641, and 

F.M. 1729/835, as they intersect, except for a short segment 

southwest of Lubbock where it would bypass the City of 

Wolfforth. Although no funds were authorized for right of 

way acquisition or construction, the Commission action is 

the necessary initial step for this project. (Lubbock 

Evenino Joufpal, Jure 26, July 8, 1986) An Outer Loop in 

the above Jocatior has been indicated as a part of the 

proposed transportation network for Lubbock County on both 

the 1983 and 1986 Comprehensive Land Use Plan Updates. 
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POPULATION, LAND USE, AND ECONOMICS 

As of January 1, 1986, the population estimate for the 

City of Lubbock was 188,283. This is an increase of 14,304 

over the 1980 population of 173,979 and an increase of 

39,182 over the 1970 population of 149,101. Lubbock is 

expected to sustain a steady growth rate over the next 25 

years with a projected population of over 240,000 for the 

year 2005. 

Agriculture remains a dominant economic activity in the 

Lubbock regloii, while the City of Lubbock is the regional 

trade, distribution, medical, and educational center for the 

South Plains area of West Texas and Eastern New Mexico. 

Major manufacturing in Lubbock has been and remains oriented 

toward agricultural markets. 

Continued Sun Belt Growth 

Texas and Southwest United States growth is expected to 

continue to be strong through 1990. Current sources reflect 

a belief that the Sunbelt migration will level off between 

1990 and 2000. Lubbock will share in this growth. 

Texas Tech Growth and Impacts 

The student population at Texas Tech University is 

projected to remain stable between 23,000 and 24,000 to 

1990. While the World War II "baby boom" generation has 

passed through college years, the student population is 
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projected to remain stable because of continued population 

growth, additional new university programs such as the 

Nursing School and continued growth of the Texas Tech Health 

Sciences Center. Texas Tech University also contributes to 

the cultural and economic development of Lubbock through 

continuing education programs, business seminars, legal 

education, agricultural research, numerous cultural events 

and programs, sports events, and specialized programs 

including the Textile Research Center and the International 

Center for Arid and Semi-Arid Land Studies. 

Reese Air Force Base 

Reese Air Force Base has a significant impact on the 

Lubbock economy, supplying consumers, market, and employment 

opportunities. The Air Force Base has been a stable 

influence with little fluctuation of personnel since 1970. 

The training mission and manning levels are expected to 

remain unchanged for the immediate future. 

ggoyth-of Indy^xA^l hctXwitiss. 

Lubbock's industrial base is projected to expand and 

diversify over the next 25 years. The presence of Reese Air 

Force Base and several institutions of higher education as a 

source of trained labor make Lubbock particularly attractive 

to high technology industries. 
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Wholesaling, and Warehousing Center 

Lubbock's centralized location and excellent 

transportation facilities have established it as a strong 

and growing warehousing and wholesaling distribution center. 

The wholesale trade area covers over 63,500 square miles and 

serves a population of over one million persons, re

confirming Lubbock's position as the "Hub of the Plains." 

Rggional-Servjceg-eenief 

Equally important for balanced growth is Lubbock's 

regional position as a commercial, financial, education, 

medical, and cultural center. Lubbock has expanded steadily 

in recent years as a center for services, and is expected to 

continue this trend in the future. 

LAND USE AS OF JULY, 1985 

Residential 
Commercial* 
Industrial 
ROW/P.U. 
Vacant 
Total 

1973 
13.5 sq.mi. 
4.5 
2.5 
23.0 

„__2S.i3 
82.5 

1983 
16.0 sq.mi. 
4.0 
3.5 
30.0 

_ 3B^5 _ _ 
92.0 

1985 
19.4 sq.mi. 
4.6 
4.2 
28.4 

- 42^4 _ _ 
104.0 

Source: 1973 and 1983, Lubbock Comprehensive Land Use Plan; 
1985, Lubboclc Planning Department estimates. 

*The method of determination changed between 1973 and 1983. 

fcapd Use_BgyeloprneDt_£gllcigg 

Formal recognition of the value of quality urban design 

for the City of Lubbock began as early as 1969. In Goals 

for the Seventies, the improvement of urban design and 
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the elimination of "unsightly exterior appearances and 

inappropriate uses of property within the city" were 

recommended as ways to improve Lubbock's urban image as well 

as stabilize and improve property values. 

A continuing effort to develop a partnership between 

the public and private sectors is imperative for improving 

the quality of urban design in Lubbock. Design excellence, 

sound construction, and appropriate uses of property within 

Lubbock are necessary for increased and stable property 

values as well as aesthetic considerations. As stated in 

Goals for the Seventies, "the city itself must be our finest 

work of art." The 1974 Lubbock Comprehensive Plan contained 

land use development policies to accomplish these goals. 

These policies serve as guidelines in the development 

of the Lubbock Urban Area. They are included in the Lubbock 

CQPprebgpsiyg.ei^p, î apd usg Updater 1983; 

Streets: 

1. Thoroughfares should be placed on section lines. 

2. Collector streets should be on half-section lines. 

3. For traffic safety, minor streets should intersect 
all other streets in a "T" rather than four-way 
intersection. 

4. Multiple driveway openings should be avoided, and 
no driveway access to low or medium density 
residential development should be allowed on 
thoroughfares. 

Residential Developments; 

1. Residential lots should not front on thoroughfare 
or collector streets. 

2. A medium density (duplex) residential development 
should be used as a buffer between a single family 
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development and a high density residential and/or 
commercial development. 

3. High density residential development should be 
near a thoroughfare so that its traffic flows 
directly onto the thoroughfare rather than through 
lower density residential development. 

4. A maximum population ratio of 8,000 to 10,000 
people per square mile should be established by 
City officials and staff through consideration of 
the traffic handling capabilities of adjacent 
streets and the service capabilities of utilities. 

5. A low or medium density residential lot should 
face across the street to the front rather than 
the side of another residential lot. 

6. Large concentrations of high density residential 
developments should be avoided so that traffic 
congestion is reduced to a minimum on adjacent 
streets. 

7. Factors including topography, aesthetics, and flow 
should be considered in the design of a 
residential street system. The grid pattern 
should be avoided where possible within 
neighborhoods. 

8. Various techniques in street alignment should be 
employed to lessen the use of local residential 
streets by non-local traffic. 

Commercial and Industrial Development: 

1. Strip commercial development shall be avoided. 

2. In newly developing residential areas, 5 to 10 
acres of local retail commercial use will be 
allowed on each corner at the intersection of 
major thoroughfares, serving neighborhoods within 
1/2 to 1 mile radius. 

3. Commercial development which extends past 660' 
from the intersection of major thoroughfares shall 
be considered to have made the transition from 
cluster development to strip development. 

4. Commercial land uses which serve a city-wide or 
regional market shall be located on regional 
arterials. 
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5. A small neighborhood shopping area may be 
permitted at the center of a square mile of 
residential development with proper site planning. 

6. Where the possibility exists for adverse effects 
on adjacent residential areas, commercial or 
industrial development may take place only in 
accordance with a site plan approved by the 
Planning and Zoning Commission. 

7. Industrial or commercial zoning adjacent to Loop 
289, 1-27, and major entry corridors to the City 
should be granted only in accordance with a site 
plan submitted to and approved by the Planning and 
Zoning Commission. 

Public Facilities: 

1. Residential developers should plan for one 
elementary school site and at least one 
neighborhood park site in each square mile of 
residential development. 

2. Playa lakes should be viewed as a source of 
aesthetic amenity, whether privately or publicly 
maintained. 

3. Churches should be placed near collector and/or 
major thoroughfare street facilities. 

Trends 

The majority of expansion in Lubbock during the past 

thirty years has taken place in south, southwest, and west 

Lubbock. There is no evidence that a continuing trend for 

growth in these directions will cease in the near future. It 

is expected that these areas will develop within existing 

policies as residential, buffered by medium density 

activities, with nodal commercial development, and little 

industrial development. This development will place 

increased demands on the thoroughfare system of the city, 

particularly in the high growth areas. 
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MAJOR TRANSPORTATION FACILITIES 

Bus Facilities 

Intercity bus passenger service is provided in Lubbock 

by the Texas, New Mexico, and Oklahoma Coaches, Inc. The 

volume of passenger service has fluctuated over the last few 

years, but has averaged 236,000 passengers per year for the 

last five years. The amount of freight hauled by the bus 

line has averaged 11,300,000 packages per year over the last 

five years. Terminal and parking space is ample, and access 

on the existing street system is good. 

Railroad Facilities 

The City of Lubbock is presently served by two railway 

lines, the Burlington-Northern, Inc. (old Fort Worth and 

Denver) and the Atchison, Topeka, and Santa Fe Railway 

Company. Both railways have adequate freight terminals for 

present and anticipated needs. Neither railway provides 

passenger service. A great deal of freight hauled from this 

area by the railway systems is in the form of agricultural 

goods. 

From Lubbock, the Santa Fe Railway system provides 

direct freight service to Dallas-Ft. Worth, southeast to 

Houston and Galveston, north to Amarillo, Denver, Kansas 

City, and Chicago, and northwest to Clovis, Los Angeles, and 

San Francisco. The Burlington-Northern Railroad provides 
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service to Dallas and Ft. Worth and other points southeast, 

and to Amarillo and Denver to the north. 

Within the Lubbock area specifically, both the Santa Fe 

and the Burlington Northern have steadily expanded their 

freight terminal facilities in and around Lubbock as demand 

for service increases. Both lines have purchased acreage, 

installed spurs, and are selling or leasing sites to 

industry. Much of the heavy industry in the City is located 

adjacent to railroad spurs. 

Motor Freight Facilities 

Motor freight service is provided by twenty common 

carrier trucking companies. In addition to the common 

carriers, there are also specialized haulers, including 

heavy haulers, liquid and dry bulk haulers, local cartage, 

and refrigerated haulers. 

An area of concern for transportation planning has been 

truck docking facilities along Avenue A, between 19th Street 

and 34th Street. A lack of setback from Avenue A creates 

conflicts between backing and parked trucks and through 

traffic. Parking restrictions and police patrol for 

flagrant violations remain the best available solution for 

congestion problems. 

Since most of the motor freight carrier terminals are 

located near or along the route of Interstate 27, a great 

amount of local traffic will be reduced when the Interstate 

is completed. A majority are located between Broadway and 
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50th Street and between Avenue L and Quirt Avenue. Outlying 

terminals include one on Clovis Road between Detroit Avenue 

and Indiana Avenue, one on 34th Street west of Slide Road, 

and one west of Avenue A on 70th Street. 

&ii_T£SDSPfiitsiiep_ Fsi9ilitls§ 

The Lubbock City Council accepted the first Master Plan 

for the Lubbock Airport in 1967. The Master Plan outlined 

improvements and construction needs with guidelines for the 

expansion of facilities and service. Construction on a 

series of these improvements began in 1970. The most recent 

Master Plan was completed in December 1980. The facilities 

constructed to date at Lubbock International include a new 

terminal building, air cargo facilities, runway extensions, 

holding apron, a fire and crash station and taxiways, and 

additional land has been acquired. 

Since an expansion and renovation completed in 1986, 

the terminal building has approximately 221,000 square feet 

of floor area on three levels. All nine of the second level 

boarding gates and lounges are equipped with boarding 

bridges. Space for airline ticketing and operations has 

been expanded, and more baggage claim, public use, and 

airport tenant areas added. This construction, funded by 

bond money approved by the voters in 1982, will allow 

Lubbock to attract and secure the necessary flights needed 

for a growing metropolitan area. 
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The apron expansion completed in 1986 adds four 

aircraft parking positions and room for better traffic flow 

during congested periods of operation. In addition, space 

will be available for overflow aircraft parking. Unlike the 

terminal expansion, the cost of this construction is being 

financed 90 percent by federal funds. Both projects are 

designed to meet the growing needs of airport patrons and 

the aviation industry serving Lubbock. 

The apron level of the terminal contains airline 

operations, kitchen service, air cargo, baggage handling, 

storage, and mechanical space. The second or main level 

provides ground access for passengers, airlines ticket 

offices, restaurant, concession and gift shop, baggage 

claim, auto rental, and passenger boarding lounges and 

gates. The third floor is office and meeting space for the 

airport administration, press rooms, and club/lounge areas. 

The airport automobile parking facility has both long 

term and short term parking and both covered and open air 

spaces. The present parking capacity is 1810 spaces, 

including the two-level covered parking structure with 702 

spaces. This includes 1,570 public spaces, 158 employee 

spaces, and 81 rental car spaces. 

The present runway system consists of: 

1 11,500 foot north/south, all weather runway 
operated under an Instrument Landing System 
controlled by F.A.A. radar. 

1 8,000 foot, east/west, cross wind runway. 

1 2,800 foot, north/south runway. 
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In addition to general aviation facilities at Lubbock 

International Airport, Lubbock is served by Town and Country 

Airpark. Located south of the city, it provides landing 

facilities for private planes and hangar and repair service 

for individual airplane owners. 
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TABLE 1-A 

LUBBOCK INTERNATIONAL AIRPORT 
PASSENGER BOARDING COMPARISON BY AIRLINE DECEMBER 1984 AND 1985 

AIRLINER 

SOUTHWEST 

AMERICAN 

DELTA 

ASPEN 

DECEMBER, 1984 

29,599 

9,699 

7,623 

773 

DECEMBER, 1985 

26,127 

11,566 

8,175 

1,208 

to 
CO 

DECEMBER 1980 TO DECEMBER 1985 PERCENTAGE INCREASE 

% CHANGE OVER 
PREVIOUS YEAR 

-11.7% 

+19.2% 

+7.2% 

+56.3% 

24.0% 

TABLE 1-B 

1985 BOARDINGS AT AREA AIRPORTS 

AMARILLO 

MIDLAND-ODESSA 

LUBBOCK 

DECEMBER BOARDINGS 

38,257 

53,467 

47,076 

TOTAL BOARDINGS 

441,262 

643,198 

565,093 



TABLE 2 

LUBBOCK INTERNATIONAL AIRPORT 
AIRLINES PASSENGER BOARDING SUMMARY 1980 - 1985 

AIRLINES 1980 1981 1982 1983 1984 1985 % CHANGE 1984 
TO 1985 

BRANIFF 100,217 

•CONTINENTAL 76,915 

SOUTHWEST 271,577 

AMERICAN 

DELTA 

OTHER 7,316 
BOARDINGS THROUGH 
DECEMBER 455,925 

% INCREASE OVER 
PREVIOUS YEAR -7.0% 

DECEMBER 38,691 
% INCREASE OVER 
PREVIOUS YEAR -0.9% 

YEARLY TOTAL 455,925 
% INCREASE OVER 
PREVIOUS YEAR -7.0% 

131,958 

54,924 

252,156 

31,239 

4,323 

48,540 

50,124 

282,469 

96,596 

25,405 

2,737 

28,299 

281,621 

103,837 

56,464 

43,259 

361,189 

111,100 

82,704 

20,783 

+4.0% +6.6% +1.5% 

DECEMBER TOTALS, 1980-1985 

44,549 42,270 47,105 

+12.1% 

357,231 

114,875 

80,829 

12,158 

474,600 505,871 513,480 575,776 565,093 

-1.9% 

47,694 47,076 

+15.1% -5.1% +11.5% +1.3% -1.3% 

YEARLY TOTALS, 1980-1985 

474,600 505,871 513,480 575,776 565,093 

0% 

0% 

-1.1% 

+3.4% 

-2.3% 

-41.5% 

+4.0% +6.6% +1.5% +12.1% -1.9% 

*1980 - 1982 FIGURES INCLUDE TEXAS INTERNATIONAL. 



Transit System 

The City of Lubbock has adopted a mission regarding 

transit services. This mission is: 

To insure that public transit has the greatest 
positive impact on the economic and social vitality 
of the City of Lubbock, while maintaining the lowest 
possible charges to direct customers and the lowest 
possible need for taxpayer support. (LT Form 3.0, 
City of Lubbock i\nnual Budget, 1985-1986) 

Continuing service through planning and route refinements 

should achieve this goal. 

The current transit system in Lubbock, Citibus, 

initiated service on December 6, 1976. The system is 

managed by a private firm, with the City of Lubbock 

retaining ownership and budgetary control. Prior to 1976, 

the service was privately owned and operated. The City of 

Lubbock began subsidizing the private system in 1971. 

Organizationally, the transit system is within the 

Transportation Division of the City of Lubbock. Management 

services are currently provided by McDonald Transit 

Associates, Inc., the third private transit management firm 

to perform the function since Citibus became a City 

operation. Services provided by Citibus include fixed 

routes, demand-responsive service for the handicapped and 

elderly, a shuttle system for Texas Tech University, 

subscription service, and incidental charters. 

To provide these services, the rolling stock inventory 

consists of: 
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18 1980 GMC RTS-03 37-passenger coaches, with 
wheelchair lifts 

16 1982 GMC RTS-04 39 passenger coaches 

2 1976 21-passenger Grumman passenger coaches 

3 1984 9-passenger Ford vans, with wheelchair 
lifts 

2 1986 Champion vans, with wheelchair lifts and 
special interior equipment for wheelchairs 

Citibus provides service based on traditional patterns 

whereby the routes radiate from a central location in the 

downtown area. There is a modified grid pattern to the 

southwest. Most buses stop at the downtown central transfer 

center at the Broadway and Texas Avenue intersection. The 

South Plains Mall is a secondary transfer center. 

For the most part, service is provided on 30 minute 

intervals, meaning that a bus will pass a bus stop in one or 

both directions every 30 minutes. Currently, transit 

service is provided over twelve routes. Tables 3 and 4 

present the weekday and Saturday operation statistics for 

these routes. The network described in Table 5 shows that 

the system requires 17 buses during a peak period. 

(Statistics were provided by Sylvester Cantu, Administrative 

Assistant, Transit, May 1985, and John Wilson, Transit 

Coordinator, August 1986) . 

The routes provide service to most major generators and 

the majority of the residential area inside Loop 289. Major 

generators for the system include the downtown area, Texas 

Tech University, most hospitals. South Plains Mall, several 

secondary public schools, and the minority residential areas 
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served by the system. Service is provided to within one-

quarter mile for 59 percent of the City population. 

Ridership for Citibus scheduled routes reached a record 

of over one million passengers during 1985, and is ahead of 

last year in the first quarter of 1986. Demand-response 

ridership doubled in 1985, to around 25,000 passengers. 

A ridership history of Citibus is presented on Table 6. 

In brief, the total annual ridership of the system is a 

function of the level of service available, with some impact 

from economic factors such as the price of gasoline and 

unemployment. Tables 7 and 8 present ridership 

characteristics and demographics for each route of the 

system. 

The contributions of the transit system include: 

Individual savings in auto operating costs and 
auto parking fees. 

Reduced vehicle emissions. 

Essential mobility for families and/or individuals 
without a car or with only one car. 

Improved community fuel efficiency contributing to 
reduced national dependency on foreign oil. 

The expansion of Citibus routes will be based on a 

development program which considers the following factors in 

identifying transit service areas for Lubbock: 

Performance of current system (Routes) 

Lubbock growth patterns and demographics 

Transit generators 

Traffic circulation patterns 
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Citizen service requests 

Ridership origin/designation and demographic 
studies 

Other public input such as Lubbock: 2005, 
Planning Program, and Lubbock's CDBG Surveys 

The service expansion methodology of Citibus is to identify 

areas and/or corridors (transit service areas) of Lubbock 

which exhibit the strongest potential for sustaining 

service. Funding will impact the level of service expansion 

for the future. 

Citibus is a conventional bus service for meeting 

public transportation needs. Future transportation needs 

may require less conventional techniques of service 

delivery. Innovative means of delivering service should not 

be overlooked, and may include: 

Longer hours of operation. 

Seasonal service increases (such as longer hours 
of operation during the Christmas shopping 
season). 

Express routes (routes that travel partially on 
expressways with fewer stops over longer 
distances.) 

Special services (such as route deviations which 
provide more convenient service to affected 
groups.) 

Demand/response feeder service into the regular 
route system as an alternative to scheduled 
service to low volume areas. 
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TABLE 3 

CITIBUS FIXED ROUTE OPERATING STATISTICS 

WEEKDAY SERVICE 

APRIL, 1985 

Route 

1 

2 

3 

5 

6 

7 

8 

9 

12 

13 

14 

15 

System 

Service 
Begins 

5:45am 

5:45am 

6:15am 

6:15am 

6:45am 

6:15am 

6:15am 

6:45am 

6:15am 

n/a 

6:15am 

6.15am 

5:45am 

Service 
Ends 

7:15pm 

7:15pm 

7:15pm 

7:15pm 

6:15pm 

6:05pm 

6:45pm 

6:45pm 

7:15pm 

n/a 

7:15pm 

6:45pm 

7:15pm 

Round 
Trips 

27 

27 

25 

23 

23 

24 

25 

24 

21 

3 

26 

20 

268 

Daily 
Miles 

183.6 

224.7 

385.0 

393.3 

160.0 

112.8 

185.0 

216.0 

493.5 

32.4 

187.2 

292.0 

2865.5 

Daily 
Hours 

13.50 

13.50 

25.00 

26.83 

11.50 

8.33 

12.50 

12.00 

31.50 

2.42 

13.00 

20.00 

190.08 

Speed 

13.6 

16.6 

15.4 

14.7 

13.8 

14.1 

14.8 

18.0 

15.7 

13.1 

14.4 

14.6 

15.1 
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TABLE 4 

CITIBUS FIXED ROUTE OPERATING STATISTICS 

SATURDAY SERVICE 

APRIL, 1985 

Route 

1 

2 

3 

5 

6 

7 

8 

9 

12 

14 

15 

System 

Service 
Begins 

6:45am 

6:45am 

7:15am 

8:35am 

10:45am 

7:15am 

6:45am 

7:45am 

9:15am 

6:45am 

8:15am 

6:45am 

Service 
Ends 

6:45pm 

6:45pm 

7:15pm 

7:15pm 

6:15pm 

6:05pm 

6:15pm 

6:15pm 

7:15pm 

6:45pm 

6:45pm 

7:15pm 

Round 
Trips 

24 

24 

22 

20 

17 

22 

23 

21 

15 

24 

15 

227 

Daily 
Miles 

163.2 

199.2 

338.8 

342.0 

177.3 

103.4 

170.2 

189.0 

352.5 

172.8 

219.0 

2367.4 

Daily 
Hours 

12.0 

12.0 

22.0 

23.33 

8.5 

7.67 

11.5 

10.5 

22.5 

12.0 

15.0 

157.0 

Speed 

13.6 

16.6 

15.4 

14.7 

13.8 

14.1 

14.8 

18.0 

15.67 

14.4 

14.6 

15.1 
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TABLE 5 

CITIBUS CURRENT OPERATIONAL HOOKUPS 
AND PEAK HOUR BUS REQUIREMENTS 

APRIL, 1985 

HOOKUP NUMBER RQUTEg » OF PEAK BUSES 

1 1, 12 4 

2 2,3,14,15 6 

3 5,7 3 

4 6,8 2 

5 9 1 

6 13 1 

TOTAL 17 
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TABLE 6 

CITIBUS FIXED ROUTE RIDERSHIP HISTORICAL PROFILE 

1972 - 1986 

YEAR RIDERSHIP 

FY 1972-73 364,723 

FY 1973-74 378,300 

FY 1974-75 451,250 

FY 1975-76 554,821 

FY 1977-78 722,267 

FY 1978-79 763,949 

FY 1979-80 958,998 

FY 1980-81 933,026 

FY 1981-82 945,473 

FY 1982-83 870,237 

FY 1983-84 886,485 

FY 1984-85 989,269 

FY 1985-86 989,800* 

•Estimated Ridership. 
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TABLE 7 

CITIBUS FIXED ROUTE RIDERSHIP AND DEMOGRAPHIC ANALYSIS 

APRIL 1985 

% of Ridership by Fare Category Load 

Rt.Pass/Hr Adult Eco. Stu. S/H Tick. Trans. Peak Hour Factor 

1 24.1 32.4 10.7 3.1 11.3 5.5 28.4 7:15-8:15AM 0.603 

2 22.5 36.2 10.7 2.6 8.2 6.9 28.3 6:45-7:45AM 0.551 

3 18.7 27.7 19.0 12.2 8.5 3.2 26.0 3:15-4:15PM 0.641 

5 12.7 31.3 14.0 16.4 16.4 3.5 16.1 6:45-7:45AM 0.321 

6 24.7 21.5 7.0 1.8 12.7 11.3 39.1 2:45-3:45PM 0.692 

7 22.1 31.5 9.1 3.3 9.2 6.5 26.1 7:15-8:15AM 0.321 

8 19.6 35.1 9.8 2.4 13.1 6.1 24.9 2:45-3:45PM 0.346 

9 19.8 24.4 8.4 3.8 9.2 8.5 42.9 7:15-8:15AM 0.333 

12 12.4 35.2 13.6 8.5 6.4 3.9 26.7 3:15-4:15PM 0.410 

13 13.7 24.2 9.1 3.0 18.2 12.1 30.3 NA NA 

14 26.8 31.5 12.3 3.2 6.9 3.7 29.8 7:15-8:15AM 0.667 

15 13.6 32.7 13.2 5.9 12.5 2.2 26.8 7:15-8:15AM 0.282 

Sys 18.1 31.5 12.5 6.3 10,3 5.6 28.0 7:15-8:15AM 0.496 
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TABLE 8 

CITIBUS RIDERSHIP DEMOGRAPHICS BY PERCENTAGE 

JANUARY 1985 

Under Frcm IMder W/0 Auto Rides 
Rt. Fem. Wh. Blk. His. 18 18-61 $12K Y at Hone Daily 

1 54.8 2.7 92.5 4.1 15.8 76.0 

2 66.7 10.5 77.4 12.1 4.8 78.2 

3 50.2 38.6 39.8 16.9 8.4 77.5 

5 48.1 62.4 24.1 10.5 9.0 87.2 

6 46.6 11.0 52.1 34.2 13.7 80.8 

7 47.1 9.8 49.0 39.2 21.6 70.6 

8 52.1 19.2 30,1 47.9 2.7 86.3 

9 64.0 24.0 48.0 24.0 12.0 78.0 

12 57.0 38.2 44.0 14.5 10.1 78.3 

13 42.9 42.9 42.9 14.2 0.0 100.0 

14 65.2 5.2 83.7 10.4 4.4 83.7 

15 53.9 42.1 39.3 13.2 19.1 65.1 

Sys 51.6 27.7 52.7 16.7 11.3 78.2 

80.1 

75.8 

63.1 

54.1 

72.6 

82.4 

82.2 

78.0 

74.4 

85.7 

86.7 

61.8 

80.1 

34.2 

39.5 

37.3 

22.6 

43.8 

41.2 

41.1 

32 

31.4 

71.4 

32.6 

33.6 

34.7 

63.7 

72.6 

69.5 

54.1 

57.5 

74.5 

64.4 

62.0 

68.0 

100.0 

68.1 

75.0 

67.1 
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TRAFFIC CONTROL AND REGULATION 

Curb Parking 

The restriction of on-street parking is one of the 

easiest and least expensive methods of increasing the 

capacity of existing streets, often by as much as fifty 

percent. In addition, elimination of curb parking may lower 

the accident rate, since the maneuvers involved in parking 

often result in accidents and congestion. 

Parking restrictions are used to give drivers better 

sight distance at intersections and other points of traffic 

concentration. Curb parking may be restricted in other 

areas for various special uses such as taxi zones, bus 

zones, loading zones, and fire lanes. 

Curb parking in Lubbock is controlled by three types of 

regulatory measures: 1) Time Limit Parking, 2) No Parking 

During Specified Hours, and 3) No Parking At Any Time. 

Whenever on-street parking is permitted, the manner of 

parking is important. Because head-in or angle parking is 

considerably more hazardous than parallel parking, the 

former is not recommended and is being eliminated when 

possible. The following recommendations about on-street 

parking are excerpted from Parking Principles (1981): 

Arranging parking at an angle to the curb 
accomplishes more parking per unit of curb length 
than parallel parking. This apparent advantage 
becomes greater as the angle becomes greater, until 
at 90 almost 2.5 time as many spaces are available 
compared with parallel parking. Unfortunately, as 
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the angle increases, so does the need for greater 
amounts of roadway for maneuvering and so does the 
hazard of starting, stopping, and turning in streams 
of moving traffic. As a result, the "apparent" 
advantage of angle parking disappears when 
considering the combined disadvantage of 
interference and hazard along the street. 

The principle hazard in angle parking is the lack 
of adequate visibility for the driver during the 
back-out maneuver. A second hazard results from the 
driver who stops suddenly when he sees a vehicle 
ahead in the process of backing out. Because empty 
parking stalls are difficult to perceive with angle 
parking, a third hazard results from motorists who 
are seeking a place to park. They must either 
proceed slowly (thus tying up traffic) in order to 
see the empty stall or slow abruptly when they come 
upon an empty space. 

Originally, when operating speeds and traffic 
volumes were low, angle parking work satisfactorily. 
But with today's fast-moving concentrations of 
traffic, angle parking is an unsafe anachronism that 
should be eliminated as rapidly as possible. 

Since the primary function of major thoroughfares and 

highways is to move traffic, on-street parking should be 

considered as a secondary use, and prohibited when it 

interferes with traffic safety or movement. Parking on the 

street is not provided in the design of new thoroughfares in 

Lubbock today. 

Central Business District Parking 

Volume 2 of the Lubbock Urban Transportation Plan 

(1964) concluded that parking space in the Central Business 

District (CBD) was not a serious problem. Although a study 

was conducted in the 1960's to determine how to provide 

additional parking for the CBD if needed, the anticipated 

business increase did not develop and parking did not become 
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a problem. The trend toward decentralization of businesses 

in the city continues, and retail establishments continue to 

move to shopping centers outside the CBD and close their 

downtown operations. Parking meters were removed entirely 

from Lubbock streets in 1965, Presently, a majority of the 

core downtown on-street parking spaces are regulated for 

various parking durations from thirty minutes to two hours. 

The number of off-street parking spaces in the CBD for 

remaining businesses continues to increase as older 

buildings are demolished and the property is converted to 

parking lots. Most major traffic generators provide parking 

lots for patrons. Two large public parking generators, the 

main U.S. Post Office and the Lubbock Municipal Building, 

have relocated to the perimeter of the CBD and have adequate 

off-street parking. The City of Lubbock provides off-street 

parking lots in three different blocks for city-owned 

vehicles and for the public while conducting business at the 

Municipal Square Building. Lubbock County has substantial 

areas of off-street parking east and south of the 

courthouse. 

The Memorial Civic Center, which was designated after 

the 1970 tornado, includes 12 blocks of the downtown area 

extending from Avenue K to Avenue 0 and from 7th Street to 

10th Street. The number of public and private parking 

spaces provided in this area further increases the total 

number of spaces available in the designated CBD area. 
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No new major public or private parking facilities have 

been constructed since the mid-1970's. In view of modest 

increases in the supply of parking spaces and the low rate 

of increase of traffic volume, there seems to be no 

immediate need for additional major off-street parking 

facilities in the CBD. 

Traffic Control 

The continued use of traffic control measures and 

devices along with proper maintenance to insure their 

effectiveness are necessary to provide for future traffic. 

For the installation and revision of all traffic control 

devices, the uniform standards that have been established by 

the Texas Manual on Uniform Traffic Control Devices for 

Streets and Highways should be used. The Traffic 

Engineering Department of the City of Lubbock and the State 

Department of Highways and Public Transportation are 

responsible for recommending and applying those measures 

which will afford the maximum use, safety, and efficiency of 

the street and highway system. The following materials are 

recapped from Volume 2 of the Lubbock Urban Transportation 

Application of the proper measures in the right places 

will enable each street to better perform its primary 

purpose. The control devices and measures should be geared 

to the specific needs of the various classes of streets, 

expressways, major arterials, collectors, and local streets. 
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Any street system should be operated to permit reasonable 

speeds and at the same time afford adequate safety. 

Regulatory control measures are techniques applied to 

improve traffic flow, but they necessarily mean imposition 

of some limitation upon complete freedom of movement. 

Whether these limitations take the form of speed zones, one 

way streets, parking restrictions, channelization, or any 

one of a number of other regulations, they are imposed as 

necessary restrictions on the free movement of the 

individual in order to benefit the majority. Such 

measurements are effective only in the presence of rigid 

enforcement. 

The construction of expressways should not be 

considered as the complete answer for proper traffic 

movement and circulation or for the relief of traffic 

congestion within an urban area, but only as a part of a 

balanced street system. To accommodate increased traffic 

volumes, adequate major thoroughfare and collector streets 

will always be required for the convenient distribution of 

traffic to destinations within the urban area. It is 

essential that these streets be used to their maximum 

capacity and efficiency if traffic congestion is to be kept 

to a minimum. Exhibits 1-3 show construction, function, and 

design standards for streets in the City of Lubbock. 
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TYPE R-l A RESIDENTIAL 

52' ROW 

PRIMARY FUNCTION 1 

SECONDARY FUNCTION I 

SYSTIH DESIGN I 

TYPF R - U BFSIDFWTIM 

P r o v i d * Accvts p r i M r l l Y o r s o l e l y t o m l d a n u s o n t h a t t t r * « t . 

Provlda p u b l i c r l g h t - o f - m y for u t l l l t l v t . 
S*rv« «s opan tpaca to provlda l l s h t and a t r to adjaoant 
p r o p a r t l a a . 
Provlda f o r aafa padostr lan c i r c u l a t i o n . 

L l a l t a d to cul da sac. loop, or 1 . " sh^>»d s t r a a t s which 
sarva p r l i w r l l y o r a o t a l y tha raa ldanca i o f t h a t s t r a a t . 
Ho I n t a r s a c t l o n K i th o t h a r through a t r a a t s ancapt at ona or 
both ands. 
SfKHfId not ba a l igned w i t h R-1 v l d t h s t r a a t i . 
I n t a r s a c t l o n s v l t h n l n lanas o f thoroughfarat should ba 
l l a r t a d . 
C i t y Englnaar should da ta ra lna t h a t tha raduoad r i g h t - o f - w a y 
Is coapa t lb ia wi th tha dralnaga systaa astab l lshad In tha 
I m a d l o t a a r a s . 
Turnarounds should hava an outslda r i g h t - o f - w a y d l a a a t a r of 
a t l a a t t 100 f a a t . 
Curb park ing a l lowad. 
Oaslgnad f o r low t r a f f i c spaad. 

TYPE R-l RESIDENTIAL 

56' ROW 

10' I B* , 10' 10 . 8 ' . 10 

BBsmnnaainanBifl—^^^^ 

36' 

PRIMARY FUNCTION I 

SECONDARY FUWTIONt 

SYSTEM DESIGNt 

TYPE R-1 RESIOEfftlAL 

Provlda sccass to parcals In low to • 
a raas . 

d lu» dans l ty r a s l d a n t l a l 

Transfar local r a s l d a n t l a l t r a f f i c t o c o l l a c t o r s t r a a t s . 
Provlda p u b l i c r i g h t - o f - w a y for u t i l l t l a s . 
Sarva as opan spaca to provlda l i g h t and a i r to ad jacant 
p r o p a r t l a s . 
Provlda f o r safa padastr lan c i r c u l a t i o n . 

Usad for accass to low to iwdltin dansl ty r a s l d a n t l a l a r a s . 
S t r a a t p a t t a m s should discouraga through t r a f f i c . 
Unlntarrupted s t r a a t sagaants should not axcasd 1S00 f a a t . 
Four-way In ta rsac t lons should ba avoldad. 
I n t a r s a c t l o n s with M i n lanas of thoroughfaras should ba 
l l a l t a d . 
Curb park ing a l lowad. 
Daslgnad for low to Bodarata t r a f f i c spaad. 

TYPE R-2 RESIDENTIAL 

60'ROW 

9' 10 • II' 

M^l jWIPP 

"• I '°'l "• 

"" "iinir-l ^^^ 

42' 

PfilHAfiY FLNCTIONi 

SECONDARY FUNCTION: 

SYSTEM DESIGNt 

TYPF B-? RF<;inFMTI«» 

Provlda accass to high dansl ty r a s l d a n t l a l a r a « , parks, and 
schools. 

a . Provlda p u b l i c r l g h t - « f - w a y for u t i l l t l a s . 
b. Sarva as opan spaca to provlda l i g h t and s i r to adjacant 

p r o p a r t l a s . 
c . Provlda f o r safa padastr lan c i r c u l a t i o n . 

a. Usad for c i r c u l a t i o n around davalopMnts which ganarata 
highar t r a f f i c volunas. 

b. Curb park ing a l lowad. 
c . Oaslgnad for nodarata t r a f f i c spaad. 

TYPE C-l COLLECTOR 

64" ROW 

^ I '" I " -+• 
(2 , 9 

4 6 

E O ^ ĵpgpynrrf'mirTnmiiiuiiiiiiiiV^ C 2 I 

PRIMARY FUNCTION! 

SECOWARY FUNCTIOHt 

SYSTEM DESIGN: 

TTPF C-t OMLFCTOR 

Col I a c t t r a f f i c f r o n local r a s l d a n t l a l s t r a a t s and t r a r s f a r I t t o 
thoroughfaras, and provlda c i r c u l a t i o n around larga c a M r c l a l 
areas, 

a . Provlda pub l ic r i g h t - o f - w a y for w t l l l t l a s . 
b. Sarva as opan spaca to provlda l i g h t and a i r to adjacant 

p r o p a r t l a s . 
c . Provlda for safa padastr lan c i r c u l a t i o n . 

a. Usad whara t r a f f i c volumas warrant four na in lanas. 
b. Should ba provided at h a l f a l i a I n t e r v a l s whan serving as 

r a s l d a n t l a l c o l l e c t o r s . 
c. Curb park ing p r o h i b i t e d . 
d . Oaslgnad for m d a r a t a t r a f f i c spaad. 

TYPE I INDUSTRIAL 

7 5 ' R O W 

11.5 . 1 3 . 13 13' . 13 . 11.5 

52 

-^N^pp,y|.pni,Hllllllllll,»lJIUB»l»ILLIIIII»llllllMUMi|L||i^|,||,T^ E a 

PRIMARY FUNCTION: 

SECONC.tRY FUNCTIOHi 

SYSTEM DESIGN: 

TYPF I INDUSTRIAL 

Transfer I n d u s t r i a l t r a f f i c f r o * Indus t r i a l araas t o 
thoroughfaras. 

a . Provlda p u b l i c r i g h t - o f - w a y for u t i l l t l a s . 
b. Sarva as opan space to provide l i g h t and a i r to adjacant 

p r o p e r t i e s . 

a . Used adjacant to I n d u s t r i a l l y lonad p r o p e r t y . 
b. Curb park ing should not ba a l lowad. 

EXHIBIT 1: Residential. Collector, and Industrial Street Standards 
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TYPE T - I . THOROUGHFARE 

•90'ROW -

13 

+ J i . I '^' I '?' I J i . 

I ' " '• ' P^..,|,||.Li.ii;ii||| • •iii*niii«iimiuiiiailiiiiiiii|i|ni,.iii|i,|m^^|^^p<f 

PRIMARY FUNCTIONi 

SeCOfCARY FUNCTIONi 

SYSTEM DESIGNI 

TYPg T - 1 THOROUGHFARE 

large voluaes o f t r a f f i c o n long I n t r a c l t y t r i p i . 

Provide p u b l i c r i g h t - o f - w a y for u t i l i t i e s . 
Serve as opan spaca to provide l i g h t and a i r to adjacant 
p r o p e r t i e s . 
Provlda c o n t r o l l e d access to land uses which generate larga 
voItMMS of t r a f f i c . 

Provide a t approx inate ly one M i l e I n t e r v a l s . 
Tha e lenants of tha thoroughfare systea should be 
In terconnected, a l low ing t r a f f i c t o f low. 
Coanarclal land uses should ba H a l t e d to t h e In tersect ions 
of thoroughfares. 
D i r e c t accass to low dens i ty parca ls should be avoided. 
T r a f f i c volunas should n o t exceed BOO v e h i c l e s par lane per 
hour during peak hours. 
Provlda separa te r i g h t - t u r n lanes a t I n t e r s e c t i o n s w i t h 
other thoroughfaras. 
Optional r a i s e d landscaped m d l a n or continuous l e f t t u r n 
lane . 
Curb parking p r o h i b i t e d . 
Design spaad of 33 to 45 a l i a s par hour. 

TYPE T - 2 THOROUGHFARE 

110'ROW 

PRIMARY RJHCTIONt 

SEOOWARY FUNCTION: 

SYSTEM DESIGNt 

TYPF T-? •mORQIir.HFARF 

Move large voluaws of t r a f f i c on long I n t r a c l t y or I n t e r c i t y 
t r i p s . 

a . Provlda p u b l i c r i g h t - o f - w a y for u t i l i t i e s . 
b . Serve as opan space to provide l i g h t and a i r to ad jacant 

p r o p e r t i e s . 
c . Provide c o n t r o l l e d accass to land uses which ganarata larga 

v o l u M s o f t r a f f i c , 

a . Provlda a t approximately ona a l i a I n t e r v a l s . 
b. Tha e l e r a n t s of the thoroughfare systea should ba 

In terconnected, a l lowing t r a f f i c t o f low. 
c. Coaunerclal land uses should be H a l t e d to t h e In te rsec t ions 

of thoroughfares. 
d. D i r e c t accass to low dansl ty r e s i d e n t i a l psrce ls should be 

evoldad. 
a. T r a f f i c volunas should not exceed 600 v e h i c l e s per lane per 

hour during peak hours. 
f . Provide separa ta r i g h t t u r n lanes a t I n t e r s e c t i o n s w i th 

other thoroughfaras. 
g . Optional landscaped r a i s e d nedlan or continuous l e f t t u r n 

lane. 
h. Curb parking prohibited. 
1. Design speed of 35 to 50 a l l e s per hour. 

xzd I 

THOROUGHFARE RIGHT" TURN LAYOUT 

EXHIBIT 2: Thoroughfare Standards 
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TYPE E-l EXPRESSWAY 

210' ROW 

la'ltfi IB' I 22' |l2',l2'|l2'itf e'|l2'|l2'il^i 22' , ie",af,i3' i [B>j IB I ZZ I** I'2 I : ,l£ ,i£ , £i I IB . l l | l 

26 • 8 26 

PRIIWiy FUNCTJONi 

SECOMlWr FUCriOKi 

SYSTEM DESIGN I 

TTPF F-l F»PBF'iqi»v 

Mov. larfl. VOIIHMS ot unlnt.rnjpt.] traff ic on loiw IntrKlty or 
Int.rclty trips. ' 

Provld. public right-of-way for u t i l l t l n . 
S.rv. 81 opan apaca to provlda light and air to adjacnt 
propartlas. 

Oasign should provlda MJOT llnkagas batvaan living araw 
and working araas. 
Accass to Min lanas should ba provldad only at 
Intarsactlons with thoroughfaras. 
Syste. should ba continuous, with no straat or railroad 
grada crossings. 
Frontaga roads to ba ona-asy. 
Dasign spaad of 60 . l l . s par hour on u l n lanas. 

TYPE E-2 EXPRESSWAY 

300'ROW 

15,8,12,12 A: 43 -+W^ | ldlg.l2',6j 16'I 16' .6!H2',I2',I0: 4 3 ' ft 12'• 12' a'19' 

32 r4' 24 ug 

PRIMARY FUNCTIONi 

SECONDARY FUNCTION! 

SYSTEM DESIGN: 

TYPF F - ? FXPRFgQ^^Y 

Move large VOIUMS of uninterrupted traff ic at high speed on long 
Intraclty or Intercity trips. 

Provlda public right-of-way for ut i l i t ies . 
Serve as opan spaca to provlda light and air to adjacent 
properties. 

Design should provide najor llnkagas between living arev 
and working areas. 
Access to naln lanes should be provldad only at 
Intersections with thoroughfares. 
Systea should be continuous, with no street or railroad 
grada crossings. 
Frontaga roads to ba one-way. 
Design speed of 70 n1lea per hour on naln lanas. 

EXHIBIT 3: Expressway Standards 
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Traffic Control Devices 

Traffic control devices, including pavement markings, 

channelizing islands, traffic signs, school signals, and 

traffic signals, are the means by which the road user is 

advised as to detailed requirements or conditions affecting 

road use at specific places and times in order that proper 

action may be taken and accidents or delay avoided. Maximum 

safety and efficiency in the use of streets can be obtained 

only with the employment of the most advanced traffic 

control devices. 

Any traffic control device should meet five 

requirements. It should be capable of fulfilling an 

important need, command attention, convey a clear, simple 

meaning, command respect, and be located so as to give 

adequate time for response. In order to insure that these 

requirements will be met, four basic considerations—design, 

placement, maintenance, and uniformity—must be considered. 

In an effort to establish and promote the most desirable or 

functional standards for traffic control devices, the 

National Joint Committee on Uniform Traffic Control devices 

has prepared the Manual on Uniform Traffic Control Devices 

for Streets and Highways. This manual is used by the City 

of Lubbock, by the Texas State Department of Highways and 

Public Transportation, and by the majority of the cities and 

other local governmental agencies throughout the nation. 
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Traffic Signals 

Lubbock's traffic signal program includes the 

installation of approximately 4 new signals per year, 

operation and maintenance of approximately 200 existing 

signals, and the installation and maintenance of school 

speed-zone flashers. A major portion of the program 

involves operation of a computerized signal system. 

In 1983, Lubbock completed the installation of the 

present computerized signal system that controls 107 signals 

in eleven subsystems throughout the city. Funded with bond 

revenues, the Perkin-Elmer digital mini computer system 

replaced the PR analog computer system that had been 

installed in the early 1970's with Traffic Operations 

Program to Increase Capacity and Safety (TOPICS) funds. The 

city employed Kimley-Horn Associates, Inc. as a consultant 

for assistance in the design, construction, and integration 

of this system. The total project was budgeted at $4.3 

million. Total expenditures at the end of installation were 

approximately $3.4 million. 

The installation of the computer, new control equipment 

at 130 intersections, and new interconnect wiring was 

accompanied with the installation of new timing plans for 

approximately 4 time periods throughout the day for each of 

the subsystems. At present the system utilizes 200 

detectors to assist in the selection of a proper pattern 

from a library of some 96 patterns. Additionally, the 

detectors may be used to measure congestion in terms of 
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vehicle speeds, occupancy, and volumes. The digital 

computer utilized can prepare reports and print them to the 

line printer or to any of the terminals in the control 

center, shop maintenance area or to the telephone dial up 

terminal. Daily reports on magnetic tape may be obtained 

for record keeping. 

Traffic Signs and Marking 

The oldest device for controlling, safeguarding, or 

expediting traffic is the traffic sign. Functionally, signs 

are classified in three categories: 1) regulatory signs to 

inform the motorist of the traffic laws or regulations that 

apply to the public streets or highways; 2) warning signs to 

inform the motorist of conditions in or adjacent to a street 

or highway that are potentially hazardous to traffic 

operations; and 3) guide signs to inform the motorist of 

route, destination, or other pertinent information. 

Street markings provide for the orderly alignment and 

movement of traffic along a street. Traffic markings, such 

as lines, buttons, words, etc., are specialized types of 

traffic messages in which the legend is in contrasting color 

and brightness with the pavement, curb, or other background. 

For example, center lines, lane lines, and simple 

channelization for left turn lanes, all of which are used 

extensively in Lubbock, can be provided by the use of paint 

markings. To be fully effective, signs and markings must be 
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equally as visible for night driving as for daylight 

driving. 

Chanp^J-iz^tipP 

Channelization generally involves the use of islands 

and markings to control, direct, and protect both vehicular 

and pedestrian traffic at the intersection. Concrete 

islands, buttons, and painted islands are some of the type 

of channelization that are being used successfully in 

Lubbock. Combinations of these devices often can be used 

with good effect in the revision of intersection layouts for 

safer and better operation. The specific type of 

installations are selected after an intersection evaluation. 

The objectives of intersection channelization are to 

assure orderly movement, increase capacity, improve safety, 

and provide maximum convenience. When the design provides 

for orderly movement and adequate capacity, improved safety 

and convenience will result. The moderate increases in 

right of way area which may be required and the cost 

required to provide channelization at intersections are 

usually justified by improved traffic operations. A 

continuing program of intersection improvements by the 

addition of channelization is followed as a routine 

operation by the City of Lubbock and the Texas Department of 

Highways and Public Transportation. 
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One-way Streets 

One-way streets usually afford the most immediate and 

least expensive method of improving traffic flow. The use 

of one-way streets fits a basic traffic engineering aim to 

make the best use of existing facilities. Map 1 illustrates 

one way streets in the City of Lubbock, 

One-way streets have a number of characteristics that 

increase street capacity and traffic safety. Intersection 

conflicts are reduced and opposing traffic is eliminated, 

resulting in reduced accident potential and lower accident 

rates. Traffic signals can be better timed for progressive 

movement, keeping vehicles in orderly groups with well-

defined crossing intervals for pedestrians and vehicles. 

One-way streets can take advantage of odd roadway widths and 

odd numbers of lanes. Parking and passing maneuvers are 

made less hazardous. The carrying capacity of a street may 

be increased 20 to 50 percent by conversion to one-way 

operation, with greatest advantage occurring on narrow 

streets. One-way streets first appeared in Lubbock in 

December 1956, and 16.4 miles of one-way streets are 

currently designated. 

One-way streets also have a few drawbacks. Motorists 

may be compelled to travel further to get to their 

destinations. Without adequate cross-connection, congestion 

may be created at the ends of one-way streets. One-way 

streets may involve rerouting of transit vehicles, which 

could have an adverse effect on ridership, due to changes in 
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long-established riding habits. Finally, one-way streets 

may work to the disadvantage of businesses dependent on 

traffic from a certain direction, such as eating 

establishments, gas stations, and automatic teller machines. 

(How to get The MQst Out of Owr Streets# 1955, p. 19.) 

Speed Control 

Speed zoning is the establishment of reasonable limits 

based on traffic engineering studies at locations where the 

physical conditions of the street or activities along the 

street, such as schools or hospitals, may warrant such 

limits. Time controlled flashing signs limit the speed on 

major streets and highways at school crossings in Lubbock 

for limited periods of two or three times per school day. 

The use of these controlled flashing signs eliminates 

unreasonable delay to the motorist during non-school hours. 

Speed limits in Lubbock are under continuous review by the 

City and the Texas Highway Department to determine the 

operating speed offering the greatest safety at the least 

cost of time. 
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VEHICLE OCCDPANCY SDRVEY 

The Urban Transportation Study Office of the State 

Department of Highways and Public Transportation, District 

Five, conducted a vehicle occupancy study from May 26 to 

July 2, 1981, to determine the Average Occupancy Rate (AOR) 

for Lubbock, Texas. The average occupancy rate is the 

average number of persons per automobile, and is one measure 

of how efficiently streets and highways are being used. 

To conduct the survey, manual counts were made at 

twenty-three stations from 7:00 to 9:00 weekday mornings. 

The counts included the morning peak traffic period because 

the home to work trip historically has the lowest occupancy 

rate and the greatest opportunity for ride-sharing. 

At each location, counts were made in five minute 

intervals throughout the two hour period. For the first 

four minutes, vehicles were counted and categorized into 

one, two, three, four, five, or six or more passenger 

automobiles. The remaining minute was used to record data 

and reset counters. Totals for the four minute counts were 

later expanded to represent five minute counts by 

multiplying by a factor of 1.25. Trucks and buses were 

counted and shown in separate categories. Trucks were 

defined as vehicles with more than two axles (excluding 

buses). Commercial pick-ups and vans whose primary purpose 

was not transporting people were also classified as trucks 

for the purpose of this survey. 
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The twenty-three stations selected for the survey all 

lie within the Lubbock Intensive Study Area. Seven of the 

stations are located on the major incoming highways, one is 

on the most heavily traveled section of Loop 289, two 

stations are on one-way inbound streets on the outskirts of 

the Central Business District, and the rest are located on 

major thoroughfares. At all locations, except for the one

way streets, traffic was counted in both directions. Map 2 

shows the location of each station. 

Table 9 shows the number of automobiles (excluding 

trucks and buses), the number of automobile occupants, the 

average occupancy rate, and the percent of automobiles with 

one, two, and three passengers. Table 10 is a comparison of 

automobile and occupancy data for the City of Lubbock, for 

the years 1980 and 1981. Also contained in this table are 

the average fuel prices for the months of April, May, and 

June for 1980 and 1981, as obtained from the Lubbock Chamber 

of Commerce. 

Information in Table 10 shows the average occupancy rate for 

the City of Lubbock dropping from 1.28 persons per vehicle 

in 1980 to 1.27 persons per vehicle in 1981. The increase 

in total number of occupants was offset by an increase in 

total autos which accounts for the slight drop in persons 

per vehicle from 1980 to 1981. The conclusion to be drawn 

is that there are more vehicles on the road, making more 

trips, with slightly fewer occupants per vehicle. 
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MAP 2 

TRAFFIC COUNT STATIONS 
LUBBOCK INTENSIVE STUDY AREA 
JULY 1981 
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TABLE 9 

LUBBOCK INTENSIVE STUDY AREA VEHICLE OCCUPANCY RATE DATA 
JULY 1981 

- % AUTOS WITH -
1 2 3 

STA DIR AUTOS OCCUPANTS AOR OCCUPANT OCCUPANTS OCCUPANTS 

OUTLYING HIGHWRYS 

1 

2 

3 

4 

5 

6 

7 

8 

9 

*10 
11 

12 

*13 
14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

S 
N 
SW 
NE 
NW 
SE 
N 
S 
NE 
Sim 
E 
w 
SE 
NW 

S 
N 
E 
W 
S 
W 
E 
N 
S 
N 
W 
E 
E 
W 
E 
W 
N 
S 
N 
S 
N 
S 
N 
S 
N 
S 
E 
W 
E 
W 

451 
518 
638 
413 
368 
413 
535 
384 
504 
365 
662 
766 
477 
314 

422 
691 
1712 
884 
703 
691 
325 
1298 
850 
913 
559 
321 
1746 
800 
1246 
610 
943 
693 
1276 
576 
1276 
523 
1333 
686 
875 
618 
1584 
745 
2709 
1209 

628 
720 
864 
616 
490 
566 
676 
569 
661 
558 
890 
1029 
617 
460 

1.39 
1.39 
1.35 
1.49 
1.33 
1.37 
1.26 
1.48 
1.31 
1.53 
1.34 
1.34 
1.29 
1.46 

71.6 
69.5 
73.7 
67.8 
73.1 
73.1 
78.9 
68.8 
77.4 
66.8 
75.1 
74.0 
77.4 
68.2 

20.2 
24.3 
21.3 
20.8 
21.7 
20.8 
17.4 
19.3 
17.1 
21.6 
17.8 
20.5 
18.0 
22.3 

FREEWAYS AND THOROUGHFARES IN TOWN 

543 
887 
2081 
1246 
904 
976 
447 
1636 
1124 
1125 
739 
462 
2219 
1077 
1482 
787 
1181 
862 
1533 
720 
1545 
618 
1636 
814 
1087 
802 
1820 
957 
3153 
1600 

1.29 
1.29 
1.22 
1.41 
1.29 
1.41 
1.38 
1.26 
1.32 
1.23 
1.32 
1.44 
1.27 
1.35 
1.19 
1.29 
1.25 
1.24 
1.20 
1.25 
1.21 
1.18 
1.23 
1.19 
1.24 
1.30 
1.15 
1.28 
1.16 
1.32 

78.0 
78.0 
82.8 
69.5 
78.1 
69.8 
75.1 
79.7 
74.9 
79.0 
72.5 
71.0 
80.0 
73.9 
84.0 
74.8 
79.3 
79.4 
82.0 
80.7 
82.5 
84.3 
82.1 
84.7 
81.5 
77.0 
87.4 
76.2 
85.9 
76.9 

17.1 
17.7 
14.1 
21.7 
17.1 
22.7 
16.9 
16.2 
20.0 
19.2 
19.7 
19.3 
14.9 
20.1 
13.8 
71.6 
17.5 
17.6 
16.3 
15.3 
14.4 
13.4 
14.6 
12.7 
14.3 
18.6 
21.5 
20.0 
12.5 
18.3 

6.4 
4.6 
2.8 
7.3 
4.1 
3.1 
2.6 
7.6 
3.6 
5.2 
4.8 
3.5 
3.4 
5.7 

4 
3.2 
2.4 
7.5 
3.1 
5.2 
4.6 
2.7 
3.8 
1.5 
5.9 
5.9 
3.7 
4.5 
1.4 
2 

2.3 
2.3 
1.3 
2.8 
2.5 
2.1 
2.3 
2 

3.2 
3.1 
4.5 
2.8 
1.1 
3.5 

*(»JE WAY STREETS 
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TABLE 10 

LUBBOCK INTENSIVE STUDY AREA 
VEHICLE OCCUPANCY RATE 

SUMMARY FOR CITY OF LUBBOCK 

1980 -

•TOTAL AUTOS 

TOTAL OCCUPANTS 

- 1981 

1980 

43085 

55,014 

AVERAGE OCCUPANCY RATE 1.28 

PERCENT AUTOS WITH: 

1 OCCUPANT 

2 OCCUPANTS 

3 OCCUPANTS 

AVERAGE FUEL PRICE 

78.5% 

16.9% 

3.4% 

$1,209 

1981 

44,531 

56,759 

1.27 

78.7% 

18.2% 

3.4% 

$1,289 

*This number does not include trucks and buses, 
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THORODGHFARE PLAN REVISION 

One of the most important components of this Urban 

Transportation Plan Update is the revised Thoroughfare Plan. 

The Thoroughfare Plan is a graphic representation in map 

form of the existing and proposed street system (collector 

level and higher) for the City of Lubbock and surrounding 

area. 

Several activities are involved in revising the 

Thoroughfare Plan. First, the serial zone land use analysis 

(existing land use and population information) is updated in 

preparation tor review and revision of the existing 

thoroughfare system as modeled on the State Department of 

Highways and Public Transportation computer. After new 

street facilities are introduced to the model, numerous 

tests and staff discussions validate the updated computer 

information. The updated computer model represents the 

existing thoroughfare system within the study area. Then, 

projected land use, population, and proposed thoroughfares 

are introduced into the computer model, which then provides 

projected traffic volumes. From these data, the proposed 

thoroughfare system is adjusted, and staff recommendations 

for revision of the Thoroughfare Plan are made. 

There are several factors involved in updating the 

Thoroughfare Plan. The most obvious is the existing 

thoroughfare system, which serves as the basis from which to 

build. Another guideline is from the Lubbock Comprehensive 

Land Use Plan, which proposes thoroughfares on section lines 
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and collectors on half-section lines. A third consideration 

is the readability of the Thoroughfare Plan map. The map 

must be constructed so that all major types of thoroughfares 

can be represented and their existing or proposed status 

clearly stated, and yet it has to be easily read and 

understood. 

The 1986 Thoroughfare Plan Update as attached was 

approved by the Steering Committee of the Lubbock Urban 

Transportation Study, acting as the Metropolitan Planning 

Organization through contract with the State of Texas. It 

was then approved by the Lubbock Urban Transportation Plan 

Study Policy Advisory Committee. The Lubbock City Council 

approved the plan in draft on January 23, 1986. 

62 



BIBLIOGRAPHY 

Printed Sources 

Chamber of Commerce of the United States. How to Get the 
Most out of Our Streets. Washington, D.C.: 
Transportation and Communication Department, 1955. 

Lubbock, Texas. Annual Budget 1985-1986, LT FORM 3.0. 

Lubbock, Texas. Avalanche-Journal. various dates. 

Lubbock, Texas. City of Lubbock, Lubbock County, and Texas 
Highway Department. Lubbock Urban Transportation Plan. 
Volume 2, 1964. 

Lubbock, Texas. City of Lubbock, Lubbock County, and Texas 
Highway Department. Lubbock Urban Transportation Plan. 
Volume 3, 1975. 

Lubbock, Texas. Evening Journal. Various dates. 

Lubbock, Texas. Planning Department. Comprehensive Land 
Use Plan Update. 1983. 

Lubbock, Texas. Planning Department, Land Use. Volume 7, 
Lubbock Comprehensive Plan, 1974. 

Lubbock, Texas. Planning Department. Strategies for 
Responsible Growth; Interstate 27 Corridor Land Use 
nMR, 1986. 

Lubbock, Texas. Urban Renewal Agency. Clifford Cason and 
Associates. Lubbock Central Business District 
Development Plan. 1975. 

National Academy of Sciences. Parking Principles. Special 
Report 125. Washington, D.C., 1971. 

Texas. State Department of Highways and Public 
Transportation. Lubbock Urban Transportation Study 
Assignment 05-05-3R6. 1985. 

Texas. State Department of Highways and Public 
Transportation. Unified Work Program for 
Transportation Planning. Lubbock Urbanized Area. 1986. 

U.S. Department of Transportation. Federal Highway 
Administration, Region 6. Interstate 27 in the City of 
LubbQcKr Texap; Environmental Impact Statement. 1979. 

63 



Interviews 

Cantu, Sylvester. Administrative Assistant for Transit, 
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APPENDIX 

Traffic Volumes 

Table 11 illustrates traffic volumes on selected 

Lubbock streets for 1964, 1968, 1971, and 1983, and 

projected volumes for 2005. The rising traffic counts on 

city streets are indicative of greater population, more 

vehicles per capita, and increasing growth to the south and 

southwest portions of the city. 

Accidents 

Table 12 is a comparison of intersections where ten or 

more accidents occurred in 1963, 1970, and 1984. Table 13 is 

a comparison of a larger group of intersections in 1970 and 

1984. Basically, the number of accidents in the City of 

Lubbock has increased since 1963. This increase can be 

attributed to two major factors, larger population and more 

vehicles per dwelling unit. This means more trips are 

generated, and thus more opportunities for accidents are 

presented. 
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TABLE 11 

TRAFFIC VOLUMES, SELECTED LUBBOCK STREETS 
1964, 1968, 1971, 1983, AND 2005 

1964- 1968- 1971- 1983' 2005-

4TH STREET WEST OF SLIDE 

4TH STREET EAST OF QUAKER 

4TH STREET WEST OF INDIANA 

4TH STREET WEST OF BROWNFIELD 

^ 4TH STREET EAST OF UNIVERSITY 

4TH STREET WEST OF AVENUE Q 

4TH STREET WEST OF AVENUE H 

4TH STREET WEST OF AVENUE A 

19TH STREET WEST OF LOOP 289 

19TH STREET WEST OF SLIDE ROAD 

19TH STREET WEST OF QUAKER AVE, 

19TH STREET WEST OF BROWNFIELD 

2,958 

4,612 

5,620 

7,360 

7,510 

11,350 

21,322 

22,236 

20,780 

19,030 

8,800 

10,683 

17,447 

21,640 

20,620 

18,300 

15,630 

8,270 

9,160 

20,380 

22,420 

19,110 

18,480 

16,060 

9,690 

10,460 

15,900 

14,240 

14,620 

15,490 

16,290 

29,930 

28,500 

22,840 

15,270 

21,400 

16,010 

20,840 

24,720 

21,073 

18,977 

14,340 

15,738 

45,581 

33,897 

22,749 

20,603 

28,763 

18,078 

24,931 

23,635 



1964- 1968- 1971- 1983' 2005-

ô  

19TH STREET EAST OF BROWNFIELD 

19TH STREET WEST OF INDIANA 

19TH STREET EAST OF UNIVERSITY 

19TH STREET WEST OF AVENUE Q 

19TH STREET WEST OF AVENUE A 

34TH STREET EAST OF LOOP 289 

34TH STREET EAST OF SLIDE ROAD 

34TH STREET WEST OF QUAKER AVENUE 

34TH STREET WEST OF INDIANA AVENUE 19,518 

34TH STREET EAST OF UNIVERSITY AVE. 20,587 

34TH STREET WEST OF AVENUE Q 

34TH STREET WEST OF AVENUE H 

34TH STREET WEST OF AVENUE A 

50TH STREET EAST OF SLIDE ROAD 

50TH STREET WEST OF QUAKER AVE. 

50TH STREET WEST OF INDIANA AVE. 

* 

24,233 

20,064 

20,061 

12,145 

695 

6,621 

14,518 

19,518 

20,587 

21,249 

14,066 

11,293 

6,018 

8,565 

15,462 

— 

25,370 

21,720 

18,950 

10,860 

1,430 

8,170 

13,470 

16,810 

18,200 

18,240 

14,270 

8,050 

7,420 

10,410 

20,170 

— 

21,130 

22,910 

19,150 

11,730 

2,340 

8,370 

16,700 

20,760 

20,140 

20,150 

14,120 

9,790 

8,230 

13,130 

21,130 

35,350 

38,320 

30,380 

25,120 

12,180 

8,060 

12,910 

21,570 

22,260 

19,770 

17,340 

14,810 

11,550 

9,370 

27,110 

30,100 

35,853 

27,553 

33,302 

30,949 

12,291 

15,983 

11,083 

21,851 

19,185 

22,374 

23,401 

27,620 

12,127 

23,856 

25,886 

28,105 



1964- 1968- 1971- 1983' 2005" 

o\ 

50TH STREET EAST OF UNIVERSITY AVE. 24,557 

50TH STREET WEST OF AVENUE Q 20,852 

50TH STREET WEST OF AVENUE H 11,952 

50TH STREET WEST OF AVENUE A 7,218 

82ND STREET EAST OF SLIDE ROAD 

82ND STREET WEST OF QUAKER AVE. 

82ND STREET WEST OF INDIANA AVE. 

S 82ND STREET EAST OF UNIVERSITY AVE. 

82ND STREET WEST OF TAHOKA HIGHWAY 

SLIDE ROAD SOUTH OF 4TH STREET 1,795 

SLIDE ROAD SOUTH OF 19TH STREET 5,882 

SLIDE ROAD SOUTH OF 34TH STREET 10,292 

SLIDE ROAD NORTH OF 50TH STREET 6,531 

SLIDE ROAD SOUTH OF LOOP 289 SOUTH 1,494 

SLIDE ROAD SOUTH OF 82ND STREET 

28,210 

27,450 

12,180 

9,730 

28,230 

22,680 

14,830 

9,010 

29,370 

25,150 

14,300 

10,290 

28,775 

31,511 

28,832 

9,592 

5,510 

6,230 

11,580 

8,860 

1,580 

5,680 

9,660 

14,400 

11,130 

1,530 

12,490 14,383 

14,200 19,469 

16,160 24,970 

10,350 23,750 

4,630 24,169 

9,590 

13,950 

24,800 

24,170 

24,420 

8,280 

16,663 

20,189 

25,430 

25,320 

25,461 

20,495 



1964- 1968- 1971- 1983^ 2005-̂  

0^ 
VD 

QUAKER AVENUE SOUTH OF 4TH STREET 1,978 3,020 6,330 

QUAKER AVENUE NORTH OF 19TH STREET 2,635 4,110 8,750 

QUAKER AVENUE SOUTH OF 34TH STREET 9,808 10,580 16,180 

QUAKER AVENUE SOUTH OF 50TH STREET 2,475 5,530 8,610 

QUAKER AVENUE NORTH OF LOOP 289S. - - 3,570 

QUAKER AVENUE SOUTH OF 82ND STREET - - -

INDIANA AVENUE SOUTH OF 4TH STREET _ _ _ 

INDIANA AVENUE SOUTH OF 19TH STREET 7,515 8,960 12,700 

INDIANA AVENUE SOUTH OF 34TH STREET 11,563 12,500 14,370 

INDIANA AVENUE SOUTH OF 50TH STREET 7,650 10,070 12,440 

INDIANA AVENUE NORTH OF LOOP 289 S. 1,753 3,880 5,100 

INDIANA AVENUE SOUTH OF 82ND STREET _ _ _ 

UNIVERSITY AVE. SOUTH OF LOOP 289 N. - 3,650 6,430 

UNIVERSITY AVE. SOUTH OF ERSKINE 9,972 9,080 11,250 

UNIVERSITY AVE. SOUTH OF 4TH ST. 17,390 18,980 20,850 

UNIVERSITY AVE. SOUTH OF 19TH ST. 14,898 17,500 19,840 

9,860 

11,530 

21,210 

19,280 

19,590 

810 

11,690 

16,830 

27,310 

26,470 

27,180 

13,060 

10,560 

14,570 

21,810 

25,940 

13,388 

15,392 

29,629 

24,151 

29,208 

20,764 

16,155 

22,357 

21,806 

22,859 

38,447 

22,904 

11,809 

19,704 

21,691 

21,270 



1964- 1968- 1971- 1983' 2005-

UNIVERSITY AVE. SOUTH OF 34TH ST. 

UNIVERSITY AVE. SOUTH OF 50TH ST. 

UNIVERSITY AVE. N. OF LOOP 289 S. 

UNIVERSITY AVE. S. OF 82ND STREET 

AVENUE Q NORTH OF 4TH STREET 

AVENUE Q SOUTH OF 4TH STREET 

AVENUE Q SOUTH OF 19TH STREET 

o AVENUE Q SOUTH OF 34TH STREET 

AVENUE Q SOUTH OF 50TH STREET 

AVENUE H NORTH OF 4TH STREET 

AVENUE H NORTH OF 19TH STREET 

AVENUE H NORTH OF 34TH STREET 

AVENUE H NORTH OF 50TH STREET 

AVENUE H SOUTH OF TRAFFIC CIRCLE 

AVENUE H SOUTH OF LOOP 289 S. 

11,764 

10,894 

3,888 

-

19,837 

15,602 

20,357 

20,375 

10,563 

9,810 

8,765 

12,426 

9,886 

11,518 

9,365 

15,230 

13,320 

5,980 

-

16,790 

14,210 

21,160 

19,990 

12,690 

7,950 

6,220 

12,800 

11,410 

13,870 

12,080 

12,100 

15,810 

7,920 

-

17,540 

14,700 

22,220 

23,070 

12,780 

6,870 

5,620 

12,560 

12,110 

15,560 

13,260 

26,760 

26,000 

25,560 

6,650 

21,070 

24,750 

28,520 

27,590 

22,610 

7,940 

6,820 

15,200 

13,280 

29,890 

21,380 

25,434 

23,319 

31,551 

13,927 

37,598 

28,232 

12,445 

13,231 

8,224 

4,494 

18,446 

11,567 

103,673 

88,612 

67,891 



1964-'-

8,560 

16,067 

18,438 

10,752 

-

1968-'-

7,960 

15,610 

18,370 

11,690 

-

1971-'-

7,260 

15,450 

17,160 

12,260 

-

1983^ 

6,910 

14,800 

20,030 

15,480 

13,100 

2005-^ 

48,120 

10,798 

6,032 

4,539 

8,768 

AVENUE A NORTH OF 4TH STREET 

AVENUE A NORTH OF 19TH STREET 

AVENUE A NORTH OF 34TH STREET 

AVENUE A NORTH OF 50TH STREET 

AVENUE A NORTH OF TRAFFIC CIRCLE 

As the traffic counts indicate, the amount of traffic has shown a steady increase since 
1964. This increase is due to overall city growth and a general increase in the number of 
cars per household. 

2 Table 21, Lubbock Urban Transportation Plan, Volume 3, p. 77-79. 
2 1983 24 Hour Weekday Traffic Volumes, Lubbock Urban Transportation Study Area. 

Lubbock Urban Transportation Study Assignment -5-05-3R6, 1985. 



TABLE 12 

SELECTED LUBBOCK INTERSECTIONS HAVING 10 OR MORE ACCIDENTS 
ANNUALLY 

1963, 1970, AND 1984 

INTERSECTION 1963- 197Q- 1984^ 

Q-H-A TRAFFIC CIRCLE 

19TH ST. AND AVE. H 

19TH ST. AND BOSTON 

19TH ST. AND BROWNFIELD 

19TH ST. AND FLINT 

50TH ST. AND UNIVERSITY 

50TH ST. AND FLINT 

50TH ST. AND AVE. U 

50TH ST. AND AVE. Q 

34TH ST. AND UNIVERSITY 

34TH ST. AND AVE. A 

4TH ST. AND AVE. H 

19TH ST. AND AVE. K 

BROADWAY AND AVE. H 

15TH ST. AND UNIVERSITY 

TOTAL 

25 

20 

17 

16 

15 

15 

10 

13 

11 

10 

13 

14 

12 

11 

in 
212 

40 

11 

4 

4 

15 
* 

29 

7 

14 

8 
* 

39 
4c 

10 
4c 

20 

5 

5 
4r 

11 

225 

95 

17 

18 

36 

19 

26 

5 

19 

15 

20 

7 

5 

11 

4 

11 

308 

Table 24, Lubbock Urban Transportation Plan, Volume 3, 
1970-1990, p. 89. 

Traffic Engineering Department, City of Lubbock. 

Corrections from Lubbock Urban Transportation Plan, Volume 
3. 
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TABLE 13 

LUBBOCK INTERSECTIONS HAVING 10 OR MORE ACCIDENTS ANNUALLY: 
1970 AND 1984 

INTERSECTION 1970- 1984^ 

Q-H-A TRAFFIC CIRCLE 

4TH ST. AND AVE. H 

4TH ST. AND AVE. Q 

4TH ST. AND UNIVERSITY 

4TH ST. AND BROWNFIELD 

4TH ST. AND SLIDE RD. 

4TH ST. AND FRANKFORD 

6TH ST. AND UNIVERSITY 

MAIN AND AVE. Q 

BROADWAY AND AVE. A 

BROADWAY AND AVE. Q 

BROADWAY AND UNIVERSITY 

15TH ST. AND AVE. H 

15TH ST. AND AVE. L 

15TH ST. AND AVE. M 

15TH ST. AND UNIVERSITY 

16TH ST. AND AVE. J 

19TH ST. AND AVE. A 

19TH ST. AND TEXAS 

19TH ST. AND AVE. H 

19TH ST. AND AVE. K 

19TH ST. AND UNIVERSITY 

19TH ST. AND BOSTON 

40 

20 

11 

12 

11 

20 

10 

20 

16 

12 

10 

10 

14 

10 

10 

11 

5 

95 

5 

16 

30 

12 

10 

19 

21 

11 

19 

20 

16 

2 

0 

2 

11 

5 

16 

12 

17 

11 

65 

18 
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INTERSECTION 1970-'- 1984^ 

19TH ST. AND FLJi. 15 19 

19TH ST. AND BROWNFIELD 4 36 

22ND ST. AND UNIVERSITY 13 16 

34TH ST. AND AVE. A 10 7 

34TH ST. AND AVE. Q 23 17 

34TH ST. AND UNIVERSITY 39 20 

34TH ST. AND BOSTON 25 19 

34TH ST. AND INDIANA - 11 

34TH ST. AND SLIDE RD. 10 26 

50TH ST. AND SOUTHEAST DR. - 15 

50TH ST. AND AVE. A - 15 

50TH ST. AND AVE. H - 10 

50TH ST. AND AVE. Q 8 15 

50TH ST. AND AVE. U 14 19 

50TH ST. AND UNIVERSITY 29 26 

50TH ST. AND BOSTON 10 7 

50TH ST. AND ELGIN 20 15 

50TH ST. AND FLINT 7 5 

50TH ST. AND INDIANA - 23 

50TH ST. AND MEMPHIS 10 13 

50TH ST. AND UTICA - 11 

50TH ST. AND SLIDE RD. - 15 

58TH ST. AND INDIANA - 10 

60TH ST. AND SLIDE RD. - 14 

62ND ST. AND SLIDE RD. - 12 

66TH ST. AND AVE. P - 10 
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INTERSECTION 1970- 1984^ 

66TH ST. AND UNIVERSITY 

66TH ST. AND INDIANA 

74TH ST. AND UNIVERSITY 

82ND ST. AND U. S. 87 

82ND ST. AND INDIANA 

82ND ST. AND QUAKER 

82ND ST. AND SLIDE RD. 

LOOP 289 AND 4TH ST.(WEST) 

S. LOOP 289 AND SLIDE RD. 

S. LOOP 289 AND QUAKER 

S. LOOP 289 AND INDIANA 

S. LOOP 289 AND UNIVERSITY 

S. LOOP 289 AND QUIRT 

LOOP 289 AND IDALOU HWY. 

N. LOOP 289 AND QUIRT 

LOOP 289 AND CLOVIS RD. 

PARKWAY DR. AND QUIRT 

AMARILLO HWY.AND SPUR 326 

FRANKFORD AVE. AND SPUR 327 

BROWNFIELD HWY. AND LOOP 289 

BROWNFIELD HWY. AND QUAKER 

BROWNFIELD HWY. AND INDIANA 

13 

15 

10 

15 

15 

12 

10 

14 

19 

13 

18 

10 

12 

10 

10 

14 

11 

16 

19 

36 

29 

45 

12 

12 

2 

5 

16 

16 

11 

18 

21 

11 

Table 27, Lubbock Urban Transportation Plan, Volume 3, 
1970-1990, p. 93. 

Traffic Engineering Department, City of Lubbock. 
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TABLE 14 
FUTURE ROADWAY PROJECTS FOR LUBBOCK URBANIZED AREA 

Project Description Length 
(miles) 

Estimated 
Cost 

($l,OOOs) 

Interstate Funds: 

IH 27 Extension: 82nd St. to 50th St. 1.97 
and S Loop 289—Construction 
and Paving 

IH 27 Extension: 4th St. to Spur 326— 
Construction and Paving 

IH 27 Extension: 19th St. to 4th St.— 
Construction and Paving 

IH 27 Extension: 50th St. to 19th St,— 
Construction and Paving 

Primary Funds: 

SW Loop 289: U.S. 62-82 to IH 2 7 — 
Reconstruction and Widening 

US 84: (Slaton Highway) SE Loop 289 to 
Burris Switch—Level-up and Overlay 

US 84: Spur 331 Overpass— 
Rehabilitation and Widening of 
Bridges and Approaches 

S Loop 289: FM 1730 (Slide Rd.) to 
University Ave.—Modify Ramps 

US 62-82: SW Loop 289 to Spur 327— 
Reconstruction 

SH 114: Spur 309 to W Loop 289— 
Reconstruction and Widening 

Federal Aid Urban Funds: 
State Designated Highways 

US 82: (Brownfield Freeway) SW Loop 6.5 
289 to IH 27 ROW Purchase 

45,000 

1,4 

1,1 

2,0 

25,800 

23,700 

36,900 

6.8 

3.2 

-

3.0 

1.2 

4.8 

8,400 

1,500 

500 

1,200 

1,350 

2,000 

26,700 
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Project Description 

US 82: (Brownfi* i<i Freeway) SW Loop 
289 to IH 27 Construction 

FM 835 (E. 50th): Spur 331 to E Urban 
Limits—Reconstruction and Widening 

US 84: Traffic Circle to SE Loop 
289—Level-up and Overlay 

SH 114: W Loop 289 to Raleigh Ave.— 
Reconstruction and Widening 

FM 2225: Spur 309 to US 82 (Tech 
Freeway)—Reconstruction 

S Loop 289: at Quaker Ave.— 
Intersection Improvements 

S Loop 289: at Indiana Ave,— 
Intersection Improvements 

Federal Aid Urban Funds: City Streets 

Quirt Ave.: 52nd St. to S Loop 289— 
Widening and Paving 

Ave. H near IH 27: 1st PI. to 3rd St.— 
ROW and Widening 

Indiana Ave,: 34th St. to 50th St.— 
ROW, Reconstruction and Widening 

University Ave.: 50th St. to 66th St.— 
Reconstruction 

Slide Rd.: 19th St. to 28th St,— 
ROW, Reconstruction, and Widening 

Other Programs: Outer Loop 

FM 1585: US 84 to FM 179 — 
ROW and Construction 

FM 179: FM 1585 to FM 2641 — 
ROW and Construction 

FM 2641: FM 179 to FM 1729— 
ROW and Construction 

Length 
(miles) 

6.5 

1.0 

1.5 

2,1 

8,7 

-

.. 

Estimated 
Cost 

($l,OOOs) 

110,800 

612 

980 

1,000 

1,800 

1,000 

1,000 

1,2 

0.3 

1.0 

1.0 

0.6 

1,224 

207 

4,515 

2,000 

1,285 

17.8 

12.0 

16.3 

18,382 

12,392 

16,833 
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Project Description Length 
(miles) 

Estimated 
Cost 

($l,OOOs) 

FM 1729: FM 2641 to FM 3020 
ROW and Construction 

FM 835: FM 3020 to US 8 4 — 
ROW and Construction 

Other Programs: 53rd Drive 

53rd Drive: Construction of 
Overpass and Approaches 

8.0 

4.0 

8 ,262 

4 , 1 3 1 

1 ,500 

Project Description Length Estimated 
(miles) Cost 

(Total) 

Other Programs: State Programs 

Loop 289: at W 34th St.— 
Traffic Signal Installation 

Loop 289: at N Quaker Ave.— 
Traffic Signal Installation 

Loop 289: at FM 1730 (Slide Rd.)— 
Intersection Improvement 

Loop 289: at US 62-82 (Brownfield 
Highway)—Traffic Signal 
Installation 

Other Programs: City Programs 

Frankford Ave.: at 34th St.— 
Traffic Signal Installation 

69th St.: at Slide Rd.~ 
Traffic Signal Installation 

Expansion of Computerized Traffic 
Signal System 

34th St.: W Loop 289 to Milwaukee 
Ave.—ROW, Reconstruction and 
Widening 

0.1 

100,000 

100,000 

500,000 

100,000 

55,000 

50,000 

570,000 

0.8 1,250,000 
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Projc ' escriptic.i Length 
(miles) 

0.1 

0.1 

0.5 

0.1 

-

1.0 

-

-

1.0 

-

1.0 

1.0 

0.2 

1.5 

0.6 

0.5 

Estimated 
Cost 

(Total) 

204,000 

851,000 

2,310,000 

657,000 

770,000 

1,840,000 

50,000 

50,000 

1,801,000 

50,000 

1,000,000 

2,187,000 

100,000 

1,500,000 

1,234,000 

160,000 

US 84 (Ave. Q): ni 50th St.— 
Intersection Revision 

50th St.: at Quaker Ave,— 
Reconstruction 

82nd St.: Ave. U to US 8 7 — 
Reconstruction and Widening 

34th St.: at Quaker Ave.— 
Reconstruction 

50th St.: at Slide Rd.— '> 
Reconstruction 

98th St.: Indiana Ave. to 
Quaker Ave.—Widening and Paving 

U.S. 87 (Ave. A); at Broadway— 
Traffic Signal Improvements 

Frankford Ave.: at 66th St.— 
Traffic Signal Installation 

98th St.: Quaker Ave. to Slide Rd.— 
Widening and Paving 

US 87 (Ave. A) : at 40th St.~ 
Traffic Signal Installation 

Frankford Ave.: 66th St. to 82nd 
St.—Reconstruction and Widening 

98th St.: Slide Rd. to Frankford 
Ave.—Widening and Paving 

Erskine St.; at IH 2 7 — 
Intersection Improvement 

E 19th St.: E Loop 289 to Ute Ave.— 
Reconstruction and Widening 

34th St. and 29th Dr.: Dover St. 
to Loop 289—ROW and Construction 

Canyon Rd.: Ave. K to Mackenzie 
Park—Construction 
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Project Description Length Estimated 
(miles) Cost 

(Total) 

University Ave.: at Auburn St.— - 50,000 
Traffic Signal Improvements 

N Quirt Ave.: at FM 2641 (Regis St.)— - 45,000 
Traffic Signal Installation 

19th St.: at Milwaukee Ave.-- - 50,000 
Traffic Signal Installation 
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TABLE 15 
FUTURE TRANSIT ^CTIVITIES FOR LUBBOCK URBANIZED AREA 

Project Description Year 

1987 

1987 

1987 

1988 

1988 

1989 

1989 

1990 

1990 

1991 

1991 

Funding 
Source 

Section 

Section 

Section 

Section 

Section 

Section 

Section 

Section 

Section 

Section 

Section 

5 

16b 

9 

9 

16b 

9 

9 

9 

9 

9 

9 

Estimated 
Cost 

(Total) 

1,672,440 

(2) 90,000 

95,255 

1,700,000 

(2) 80,000 

1,730,000 

128,856 

1,760,000 

152,800 

900,000 

166,945 

Operating Assistance 

Capital Improvements 

Capital Improvements 

Operating Assistance 

Capital Improvements 

Operating Assistance 

Capital Improvements 

Operating Assistance 

Capital Improvements 

Operating Assistance 

Capital Improvements 
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