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CHAPTER 1: INTRODUCTION
The purpose of the MAPS 3 Modern Streetcar Project is to implement a transit circulator that significantly
improves connectivity between major activity centers and facilitates both economic development and
livability within Greater Downtown Oklahoma City. The MAPS 3 Modern Streetcar is projected to increase
mobility for workers, residents and visitors by improving access and the pedestrian environment for
downtown destinations, including the Business District, Automobile Alley, Bricktown, Midtown and St.
Anthony Hospital. This initial streetcar service is anticipated to open in 2017, and will serve as the
“backbone” for potential future extensions to serve Deep Deuce, Oklahoma Health Center (OHC), and the
Core to Shore area.
Experiencing growth in both population and employment, Greater Downtown Oklahoma City has become a
major employment and recreational destination for residents of the metropolitan area. Existing transit
service, provided by METRO Transit, covers approximately 450 linear miles of roadway throughout the
metropolitan area. The system brings people in and out of the downtown core via the existing Downtown
Transit Center and some routes pass through the downtown either inbound or outbound. However, the
Greater Downtown Oklahoma City area lacks an efficient circulator system for moving people within
downtown.
As part of the 2011 Greater Downtown Oklahoma
City Area Alternatives Analysis (AA), a locally
preferred alternative (LPA) was determined for the
Midtown-Downtown-Bricktown districts and the
Downtown-OHC districts (see Figure 1-1). Since the
2011 LPA did not achieve an overall “Medium”
Project Justification Rating from the Federal Transit
Administration, Oklahoma City decided to move
forward with Modern Streetcar as a locally funded
project only. The 2011 LPA was a 7.6 track-mile,
$200 million dollar system, but a locally funded
project would be a shorter length system costing
up to $120 million. The AA was sponsored by
COTPA, the Central Oklahoma Transportation and
Parking Authority.

FIGURE 1-1: 2011 LPA ROUTE

As part of the MAPS 3 Modern Streetcar Project,
the 2011 LPA route within the downtown core was
refined and evaluated with a “fresh eyes” approach
to maximize and optimize economic development
potential and minimize capital costs. Eight
potential route options were defined for the major
activity centers connected by the 2011 LPA. Based
on a detailed evaluation of qualitative and quantitative criteria, the eight route options were winnowed
down to four conceptual route options: Reverse LPA, Hybrid, Zeta and Zeta Plus (see Figure 1-2).
All four route options fall within a “Composite Route Area” within Greater Downtown Oklahoma City that
serves as a general study area for the project. A 500-foot buffer was drawn from each route to define their
area of influence, and then the buffer areas were compiled into one Composite Route Area (see Figure 1-3).
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FIGURE 1-2: CONCEPTUAL ROUTE OPTIONS OF MAPS 3 STREETCAR PROJECT
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FIGURE 1-3: STREETCAR COMPOSITE AREA (STUDY AREA)
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Based on the overall evaluation process, public input, and Jacobs consultant team analysis, the Zeta route
option was selected as the starter route and foundation for the Recommended Route Framework (see Figure
1-4). The Recommended Route Framework (RRF) is approximately 4.57 miles, and was approved by the City
Council on September 24, 2013. The RRF provides opportunities for future extensions to the Oklahoma
Health Center and the Core to Shore Planning Area. The RRF south of NW 4th Street would utilize N
Robinson Avenue and N Hudson Avenue couplet to serve the Arts District and the Central Business District.
Bricktown would operate eastbound on E Sheridan Avenue and westbound on E Reno Avenue. North of NW
4th Street to serve Automobile Alley and Midtown, several design options are proposed that require
additional engineering analysis to select a preferred route. The Automobile Alley design options include
double tracking N Broadway Avenue or an N Robinson Avenue/N Broadway couplet. Midtown design
options include a NW 10th/NW 11th Street couple or the NW 10th Street tail track option. The design
options will be finalized in the next phase of project development.
This Implementation Report is meant to summarize the various components of a “fresh eyes” approach for
the MAPS 3 Streetcar Project. All of the subsequent chapters are summary versions of larger technical
reports, which are available separately as reference documents to this report. Chapter Two covers the
Purpose and Need of the MAPS 3 Streetcar. Chapter Three highlights the public participation and evaluation
process for the route options and selection of the 2013 LPA. Chapter Four summarizes the economic
development and land use assessment for the RRF area and the Core-to-Shore area that indicates a
significant streetcar “premium” of new development above and beyond what is projected without streetcar.
A comparable economic assessment for Oklahoma Health Center (OHC) was not yet completed, and is
available as a separate document. Chapter Five summarizes the ridership assessment process, key
evaluation factors, and future ridership estimates. Chapter Six includes the key findings of a qualitative
livability assessment, which shows that all four route options would improve livability according the livability
principles of the U.S. Partnership for Sustainable Communities. Chapter Seven presents the key findings of a
qualitative health impact assessment, which shows that all four route options would provide positive health
benefits. Lastly, Chapter Eight focuses on the implementation approach for the RRF, next steps in the
process, and potential future extensions. Another key part of the planning work has been the preparation of
a real-time simulation of the streetcar as it and it surroundings would look when streetcar travels along the
recommended route. While an interactive version is available through COTPA, a four minute animation clip
is available on-line at the time of the release of this Implementation Report at:
http://www.youtube.com/watch?list=UUu7sVASWMRZ6V6F7EebBlbA&v=L5A_byGkhuM#t=19
The Implementation Report is a compilation of various planning activities and reports funded by the COTPA
TIGER II Planning Grant, awarded by the Federal Transit Administration (FTA). The FTA TIGER II grant
provided information useful in selecting the RRF, but was meant to help prepare COTPA and the City for next
steps. COTPA has worked closely with the MAPS 3 staff to achieve the scope of the TIGER II grant.
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FIGURE 1-4: RECOMMENDED ROUTE FRAMEWORK (City Council approved on 9/24/13)
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CHAPTER 2: PURPOSE AND NEED
The purpose of the MAPS 3 Modern Streetcar Project is to provide transit circulator services that significantly
improve connectivity and circulation between major activity centers and promote economic development
and livability within Greater Downtown Oklahoma City. The need for transit circulator services is reinforced
by the following four problems: (1) limited transit connectivity between downtown activity centers; (2)
limited multimodal and intermodal accessibility; (3) limited mobility for downtown workers, residents, and
visitors; and (4) desire for more transit oriented development (TOD), sustainable growth and livability.

2.1

LIMITED TRANSIT CONNECTIVITY AMONG DOWNTOWN ACTIVITY CENTERS

There is limited transit connectivity among Downtown Oklahoma activity centers based on the current
METRO Transit Network and existing travel demand patterns. The operation of a “hub-and-spoke” transit
system, as is in place within the study area, is more effective at bringing transit users from outlying areas to a
central collecting point rather than distributing transit riders to multiple destinations within the downtown.
The majority of METRO Transit passengers traveling in and out of the downtown area are transferring to
other bus routes via the Downtown Transit Center located at 4th Street and Hudson Avenue. A few routes
provide limited connection between downtown districts. Of the twenty two (22) fixed routes provided by
METRO Transit in 2013, only five routes connect two or more districts with the Business/Arts Districts. The
Downtown Discovery route (formerly known as the Oklahoma Spirit Trolley) provides the only
interconnecting service between the Business District, Arts District and Bricktown. While its frequency is
every 15 minutes during peak periods on a few days per week, its span of service is limited as it starts each
day at 10 am.
There are areas of convergence of activity centers, such as within the Business District, where employment
and hospitality centers are intermingled. However, transit connectivity to recreational and entertainment
districts such as Bricktown and the Midtown mixed-use areas are serviced by few bus routes, with extended
frequencies of up to an hour. One-seat ride connectivity between the CBD and some surrounding districts
does exist, but one-seat connectivity among trip generators and newly emerging activity centers has not
been established within the existing transit system.

2.2

LIMITED MULTIMODAL AND INTERMODAL CONNECTIVITY

Downtown Oklahoma City is a heavily auto-oriented area with limited pedestrian, bicycle and mass transit
connectivity. While most existing transit service is oriented toward traditional employment centers, such as
the Business District, there are limited intermodal facilities to collect potential users traveling to emerging
activity centers, business districts and neighborhoods.
Multimodal Connectivity
The Oklahoma City Downtown Transit Center is the hub for fixed-route bus service in Central Oklahoma,
located at 4th Street and Hudson Avenue. Transit center amenities include restrooms, bike racks, pass sales,
and trip planning information. The physical location is a higher density area with pedestrian access to
housing, small shops, restaurants, and nearby employment and community services.
Localized transit transfer facilities allow for more efficient routing of fixed route services and interface with
pedestrian and bicycle modes of transportation. The existence of only a single “hub” and the infrequency of
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fixed route service do not allow for transit users to efficiently complete surface transfers and travel from one
activity center to another. Transferring at the Downtown Transit Center is the only reliable multimodal
connectivity offered for travel around the Business/Arts Districts.
Intermodal Connectivity
The most common transportation mode interface in greater Downtown Oklahoma City is motorists parking
and becoming pedestrians to their final destination. As is typical in urban areas, surface or structured
parking facilities are provided at collecting points around the downtown area. The highest parking demand
occurs during special events at Bricktown Ballpark, the Chesapeake Arena, or Cox Center. During these
instances many people utilize the parking facilities located near these areas and walk to the event location.
Improvements associated with the Project 180 Downtown Streetscape Improvement project are providing a
foundation for increased pedestrian activity in the greater Downtown area, including sidewalk widening,
better pedestrian signals, added curb parking spaces, bike lanes, lighting improvements and ADA
improvements. Oklahoma City residents indicated in a survey that they are willing to walk only
approximately one-fourth (¼) mile to their final destination.
Transfers between bus routes occur primarily at the Downtown Transit Center, or by walking several blocks
between stops for different routes. Combined with frequencies ranging from 30 to 80 minutes during peak
and off-peak periods, existing transit options are not effective at distributing automotive commuters
throughout the study area. Aside from the Discovery route, service ends in effect at about 7 pm. Amtrak at
the planned Santa Fe intermodal hub departs about 9 am and arrives after 9 pm, not matching the Discovery
route’s hours.

2.3

LACK OF MOBILITY FOR DOWNTOWN RESIDENTS, WORKERS AND VISITORS

The predominant mode of transportation in Oklahoma City and its downtown districts is the automobile.
Whether people are shopping, residing, working, or playing, the mode selection for travel between areas of
the city indicates that the existing public transportation system does not offer competitive convenience or
efficiency to that of the automobile. While ridership has been growing for several years, the relatively
limited amount of transit service thwarts the attraction of most residents, workers and visitors to use transit
and minimizes livability.
Existing transit service provided by COTPA METRO Transit does not include the range of services necessary to
support emerging development activities in greater downtown Oklahoma City. METRO Transit bus service is
currently provided Monday to Saturday from approximately 5:30 am – 7:30 pm, with no service on Sunday
and no service on holidays except for the Discovery route. Many businesses are open at night and serve local
residents as well as visitors. Frequencies range from 15 to 80 minutes during the peak and 30 to 80 minutes
service during the off-peak.
The limited hours of operation and long headways between buses make it difficult for transit riders to travel
to multiple destinations within greater downtown. Potential riders whose work or recreational
transportation needs are beyond the local service area are deterred from using transit service. Many of the
METRO Transit routes operating in the study area do not provide a span or frequency necessary to
accommodate the rapid transportation needs and desires of downtown residents, employees and visitors.
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Limited Mobility for Residents
Residential development within the Greater Downtown Oklahoma City Area consists of multi-family and
single-family residential. Multi-family residential units are primarily concentrated within the downtown core
while older, single-family residential homes are more prevalent in areas of Midtown and the St. Anthony
Hospital campus, Core to Shore, to the east and north of the OHC and to the north and west of downtown.
According to the ACOG Household Travel Survey conducted in 2008, many downtown residents are single
person occupants (42%) when compared with the entire sample region (27%). Also, 79% of downtown
households reported having access to at least one vehicle, and 81% of the downtown trips generated were
taken via private vehicle. Residents who like the urban lifestyle want to experience what downtown
Oklahoma City has to offer. To do this without having to drive and park at their final destination, a reliable
and convenient transit circulator would be needed to provide an alternative option to privately owned cars.
Limited Mobility for Downtown Workers
The City of Oklahoma City has seen steady employment growth in the past several decades and wants to
attract more major commercial/retail employers to the downtown area as well as promote non-auto
mobility of the daily workforce. In recent years the City has reinvested in its downtown and surrounding
districts to transform them into more livable and sustainable centers for business, commercial entertainment
and health care. Oklahoma City has 29 major employers over 1,000 employees. Out of those 29 major
employers, nine are located within the Greater Downtown Oklahoma City area.
The existing transit service brings people in and out of the downtown core and is not well designed for
circulation to distribute workers to emerging activity centers, business districts, and neighborhoods within
the greater downtown area. As a result, potential passengers desiring to use transit for employment trips
are often forced to inefficiently transfer at the Downtown Transfer Center, far from their ultimate
destination, or transfer at bus stops where they may subject to substantial wait times due to the infrequent
transit service.
Limited Mobility for Visitors
One of the goals of the various redevelopment programs being implemented in the City of Oklahoma City is
to attract more tourism and conventions. Today, downtown Oklahoma City hosts over 10 million visitors
annually. Many of those visitors visit the Oklahoma City National Memorial, the Cox Convention Center, the
Chesapeake Arena, and the Bricktown Ballpark and entertainment district. Many stay at the ten or so hotels
that exist downtown. Along with the many tourist destinations, downtown Oklahoma City has over 100
restaurants and bars. Tourists and residents alike come to downtown for live music, Thunder NBA basketball
games, three minor league sports franchises, dancing, movies and shows, arts venues, drinks and good food.
Due to the lack of a frequent and extensive circulator service within downtown, tourists and conventioneers
must use a taxi or car to travel between parking garages, the convention center, or downtown hotels to
tourist attractions within the study area. Some persons walk, but the implementation of a streetcar
circulator will inspire visitors to “park-once” or relieve them of needing a vehicle at all while they are visiting
Greater Downtown Oklahoma City.
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2.4

DESIRE FOR TRANSIT ORIENTED DEVELOPMENT, SUSTAINABLE GROWTH AND LIVABILITY

Oklahoma City originally developed as a pedestrian-oriented, walkable city and expanded to grow outward
along streetcar lines like most cities in the early 20th century. As a result, Downtown Oklahoma City
inherently contains components of what is generally known as transit-oriented development (TOD)—a dense
mixed-use central business district, mixed-use activity centers, and a pedestrian-friendly sidewalk pattern.
The streetcar planning process in Oklahoma City embraces the livability guiding principles of the partnership
between the FTA, HUD, and EPA. Many of these principles are mutually supportive of TOD and sustainability
such as promoting equitable and affordable housing, leveraging investment, supporting and valuing
communities, providing more transportation choices, and enhancing economic competitiveness. Lastly, the
City believes there is a need to serve existing transit-oriented development within downtown and to spur
future transit-oriented development and livable communities within targeted growth areas.
Existing Transit-Oriented Development
Transit-oriented development (TOD) is a moderate to high density mix of homes, shops, restaurants, offices,
entertainment, employment, education, or government land uses within a multi-modal street network and
within walking distance of transit stops. The following downtown districts could be characterized as existing
TOD: Business District, Arts District, and Bricktown.
Business District
Oklahoma’s Business District contains a dense concentration of public and private office buildings and
parking garages. It also contains a limited mix of shops, services, restaurants, and hotels. The Business
District has a sidewalk network, pedestrian amenities, and pocket parks and plazas that create a pleasant
walking environment within the “heart” of Downtown Oklahoma City. Due to the density and mix of uses,
this is a vibrant district during weekday business hours.
Bricktown
Oklahoma City’s primary entertainment destination is located in Bricktown, a former industrial district.
Many warehouse buildings have been converted and re-used as restaurants, bars, and offices. New infill
development has brought restaurants, bars, hotels, apartments, movie theatre, and a minor league baseball
stadium, as well as a riverwalk open space area. Due to the density and mix of uses, this district becomes a
vibrant pedestrian environment during much of the day, particularly dining hours, evenings, and weekends.
Arts District
Oklahoma City’s “Arts District” contains a mix of destination uses along the north, south and west sides of
the Business District. The Cox Convention Center, Chesapeake Arena, and Myriad Gardens are located to the
south. The City Hall, Museum of Art, and Civic Center Music Hall are located to the west. The Oklahoma City
National Memorial and METRO Transit’s transit center are located immediately north of the Business District.
There are a number of parking garages, as well as several hundred housing units, limited shops, offices and
restaurants. Due to the specialized nature of these destinations, use and street activity are limited to peak
periods.
Future Transit-Oriented Development
Oklahoma City is positioned for future transit-oriented development (TOD) through recent district plans and
special business district designations, as well as a comprehensive plan update that is currently underway.
Based on the City’s plans and public/private investments, the following districts and activity centers are
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obvious targets for future TOD due to the potential for additional reinvestment and redevelopment of
underutilized buildings, parking lots, and vacant properties.
Automobile Alley
Many historic automobile showrooms and warehouses have been converted to mixed-use office and limited
retail and restaurants. New office and residential development and streetscape improvements have signaled
that this district is a solid reinvestment area. Parking lots and underutilized buildings provide opportunities
for future growth, particularly along Broadway.
Midtown (St. Anthony Hospital)
St. Anthony Hospital, an institutional anchor within the Midtown District, has invested in its campus and
purchased vacant properties for future expansion. A vibrant restaurant area is located near the hospital, and
has become a downtown dining destination. The surrounding neighborhood contains a mix of office and
residential uses, as well as vacant and underutilized properties that offer opportunities for future growth.
Deep Deuce
This residential neighborhood is located north of Bricktown and southeast of Automobile Alley, and within
walking distance of both districts. Deep Deuce contains a mix of new townhomes and condominium and
apartment buildings, a small grocery, and a few neighborhood restaurants. Additional residential
development is under construction and more is planned. This residential neighborhood also contains vacant
properties and room for future growth. It contains streetscape amenities, parks, and art that provide a
comfortable walking environment.
Core to Shore
An underutilized area south of the Business District has been targeted for reinvestment and new growth.
The block and sidewalk patterns are similar to downtown, but there are many vacant properties. The City is
developing a large Central Park as a catalyst for new development and neighborhood planning efforts to
promote pedestrian-oriented residential communities with sustainable commercial and retail development.
The district will be anchored on the north by a new MAPS 3 funded convention center.
Oklahoma Health Center
The Oklahoma Health Center (OHC) is a large medical campus with specialized hospitals, higher education
facilities, and research facilities. It is one of the largest employment destinations within the City besides the
Business District. Although this medical campus contains many surface parking lots, the primary streets
(13th, 10th, Stanton L. Young, Stonewall) have sidewalks, street trees, and primary building entrances close to
the sidewalk. The area is served by a parking shuttle circulator and numerous bus routes connect the OHC to
downtown.
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CHAPTER 3: PUBLIC PARTICIPATION AND EVALUATION PROCESS
As part of the MAPS 3 Modern Streetcar Project, the segment of the 2011 Locally Preferred Alternative (LPA)
route selected for the downtown core was refined and evaluated in 2013 with a “fresh eyes” approach to
maximize economic development potential and minimize capital costs for Phase One implementation.
Specifically, a mix of couplet routes (parallel streets) and same-street routes were evaluated against several
criteria, including economic development and capital costs. Eight potential route options were defined for
the major activity centers connected by the previous 2011 LPA. Based on a qualitative and quantitative
evaluation and stakeholder feedback, eight route options were winnowed down to four route options:
Reverse LPA, Hybrid, Zeta and Zeta Plus. As of September 2013, there is a recommended option based on
the Zeta route called the Recommended Route Framework that is being advanced for City Council action.
This chapter summarizes the public participation and route evaluation process for MAPS 3 Streetcar Project.

3.1

PUBLIC AND STAKEHOLDER PARTICIPATION

The goal of stakeholder involvement and public outreach was to achieve consensus with Oklahoma City
stakeholders by informing and educating them about the MAPS 3 Streetcar Project through constructive and
meaningful opportunities to exchange information and ideas. This goal was achieved through a project
subcommittee, a “Fresh Eyes Workshop,” a luncheon meeting of the Wellness Now coalition, an
environmental agency meeting, and general public meetings as described below.
MAPS 3 Transit/Modern Streetcar Subcommittee
The MAPS 3 Transit/Modern Streetcar Subcommittee is one of eight citizen subcommittees that provide
input to the MAPS 3 Citizens Advisory Board, which provides recommendations to the City Council. All
subcommittee meetings are open to the public and occur every fourth Wednesday of the month. During the
route evaluation process this subcommittee met monthly from January thru August 2013. The
subcommittee was presented with evaluation criteria and methodology, updates on the evaluation process,
and the final route recommendation. The subcommittee’s questions and feedback during these meetings
provided valuable local input from key stakeholder groups on a preferred route. Since the inception of the
MAPS 3 program, the Transit/Modern Streetcar Subcommittee has met about 30 times with their first
meeting occurring on November 10, 2010.
“Fresh Eyes Workshop”
The Fresh Eyes Workshop was a series of workshops sponsored by COTPA, in cooperation with the MAPS
Office, to help identify the modern streetcar route, vehicle type, and storage and maintenance facility
location in the context of an overall economic development strategy for Downtown Oklahoma City.
The first Fresh Eyes Workshop was conducted on February 6, 2013 at the Civic Center Music Hall, Joel Levine
Rehearsal Hall. Approximately 50 stakeholders were invited to participate in an overview of how modern
streetcars are improving the livability of urban communities and driving economic development.
Participants were asked to consider what aspects of streetcar cities they like and how those aspects can be
realized in Oklahoma City. They were also asked to consider which current and planned developments and
facilities should be connected by the streetcar.
The second Fresh Eyes Workshop was conducted on June 27, 2013 at the Civic Center Music Hall, Joel Levine
Rehearsal Hall. Participants of the first Fresh Eyes Workshop were invited to this workshop which built on
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the February workshop. The participants were asked to review and comment on four route options for the
starter line within an overall context of economic development and transit system improvements.
General Public Meetings
On May 9, 2013 over 100 members of the community participated in an informational public meeting at the
Ronald J. Norick Downtown Library about the MAPS 3 Modern Streetcar Project. Community members
received a summary of the MAPS 3 Modern Streetcar process to date, learned how streetcars operate,
learned about other streetcar systems around the country, and the next steps for the MAPS 3 Modern
Streetcar Project.
A second public meeting on the MAPS Streetcar was conducted at the Ronald J. Norick Downtown Library on
Monday, July 15, 2013. Over 150 community members came for an informational meeting that presented
the four route options, how the concept routes were evaluated, to gain feedback on the routes, and to
discuss the next steps.
A third public meeting was set for December 2013, and will occur after the release of this report. The
meeting is an opportunity to present the key TIGER II planning products and address any outstanding
questions about the overall process and next steps.
Modern Streetcar Project Environmental Agency Meeting
On August 12, 2013, the Jacobs consultant team, in conjunction with the Central Oklahoma Transportation
and Parking Authority (COTPA), conducted an Environmental Resource Agency Meeting for the MAPS 3
Modern Streetcar Project. The meeting was held at the American Red Cross of Central and Western
Oklahoma Region, Daugherty Room, 610 NE 6th Street. It began at 1:30 pm and concluded at 3:30 pm.
Local, state, regional and federal agency representatives were presented the four conceptual route options
(Reverse LPA, Hybrid, Zeta, and Zeta Plus) and were given the opportunity to identify any potential
environmental regulatory issues and other environmental issues related to proposed alignments, streetcar
construction, and operation in Greater Downtown Oklahoma City. No environmental issues were identified
at this meeting or in other communications by resource agencies prior to the August deadline. The meeting
also allowed COTPA to present historic resource information it had previously identified and used in the
route development process.

3.2

STREETCAR ROUTE EVALUATION PROCESS

After looking at many options, eight downtown route options were developed and evaluated based on
several criteria including: key destinations, existing transportation network, economic development,
system operations and expansion, technical constraints, and capital costs. The following sections focus
on the evaluation methodology and four route options that scored best in the evaluation process.
Evaluation Criteria and Methodology
A framework was defined for the comparative evaluation of each route option. The performance of each
route option was assessed relative to six evaluation criteria. Each evaluation criterion included a set of
evaluation metrics. The evaluation metrics were discrete, measurable attributes that provided a means to
show quantitative and qualitative differences among the route options. Each route option was given a rating
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on each evaluation metric on a scale of 1 to 5 (1 for poorest, 5 for best) based upon a quantitative and/or
qualitative judgment of the Jacobs consultant team. An average score of the evaluation metric ratings was
calculated for each criterion. The evaluation criteria and metrics are listed below.
1. Serving Key Destinations
 Support MAPS Projects: Connects within 500 feet of existing and future MAPS projects
 Connect Neighborhoods/Districts: Connects downtown districts
 Connect Employment Centers: Connects within 500 feet of major employment centers,
defined as locations with 100 or more employees
 Connect Civic and Cultural Assets: Connects within 500 feet of existing and future Civic and
Cultural Assets
 Connect to Major Hotels: Connects within 500 feet of existing hotels
2. Integrate with the Existing Transportation Network
 Intermodal Hub (Santa Fe Station): Provides direct connection for starter (and future lines)
to future Hub site
 Serve Metro Transit Center and/or Connect to Bus Lines: Connects to within a block of the
transit center
 Integration with Other Transportation Modes: Impacts to a street for bike operations (or
parking)
 Minimize Traffic Impacts: Number of turns, which would likely result in greater impacts to
traffic operations
3. Economic Development
 Revitalizing Neighborhood Districts
 Potential Mixed–use Development & Increased Density
 Development of Under-Utilized Property
 Enhance Value of Existing Property
 Facilitates New Opportunities in Existing Neighborhoods
4. Optimize System Operation and Potential for Expansion
 Legibility of System for Transit User: Intuitiveness of route/destinations
 Leveraging MAPS 3 Funds: Potential to implement a second route per goal of original LPA
 Compatibility with System Expansion: Compatibility with Phase 2 connections/service plan
 Maximize Ridership: Comparative ranking of ridership projection
5. Technical Constraints
 Utility Conflicts: Likely utility conflicts that would add to disruption and costs.
 Geometric analysis: Impacts to ROW and/or parking or traffic operations.
 Integration with Project 180: Minimizes impacts to P180 streets.
6. Capital Cost
All evaluation criteria were not believed to be of equal importance in determining the route alternative for
implementation. As such, the evaluation employed a weighting factor to place greater decision making
importance on key criteria. Serving Key Destinations and Economic Development were viewed as priority
criteria in determining a favored route due to their significance as noted by participants of the Fresh Eyes
Workshops and the consultant team’s professional judgment. Because of their importance, they were given
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extra weighting. The average score for Serving Key Destinations was multiplied by 1.5 and the average score
for Economic Development was multiplied by 2. These weighted scores and the un-weighted scores for the
other criteria were averaged to arrive at a final score for each alternative. This final score was used to assess
which route options to carry forward for further analysis. Table 3-1 shows the total weighted scores for each
evaluation criteria and the final average score for the four route options that proceeded to final evaluation.

Table 3-1: TOTAL WEIGHTED SCORES OF FOUR ROUTE OPTIONS

Serving Key Destinations
(weighted score, 1.5x)
Integrate with the Existing
Transportation Network
(un-weighted score, 1x)
Economic Development
(weighted score, 2x)
Optimize System Operation
and Potential for Expansion
(un-weighted score, 1x)
Technical Constraints
(un-weighted score, 1x)
Projected Cost Estimate
FINAL SCORE

Reverse
LPA

Hybrid

Zeta

Zeta Plus

5.7

6

6.6

6.9

2.75

3

3.25

3

8.4

8.8

9.2

9.2

3.5

3.5

2.5

2.5

3.7

2.7

3

3

$91M
to $101M

$92M
to $102M

$99M
to $109M

$97M
to $107M

4.8

4.8

4.9

4.9

The Reverse LPA, Hybrid, Zeta, and Zeta Plus were the top scoring route options and were advanced to the
short list for further analysis and discussion. The primary advantage of these route options is in terms of
Economic Development. With weighted scores between 8.4 and 9.2, these four route options performed
better than most other alternatives on this criterion. The LPA was ranked the same as the Reverse LPA on
Economic Development; however, it was ranked lower on Technical Constraints due mainly to its significantly
higher utility impacts. The Zeta and Zeta Plus alternatives performed consistently well on Serving Key
Destinations and Economic Development.
The short list of route options was presented to the MAPS 3 Transit/Modern Streetcar Subcommittee, to
downtown stakeholders at the second Fresh Eyes Workshop, and to the public at the July 15 Public Meeting.
The Midtown area could be served in each of the four route options with a 10th and 11th Street loop or a tailtrack on 10th Street as the lower cost option for all four routes. Through discussions with the Transit
Subcommittee, public comments received and consultant analysis, it was determined that the Zeta route
option would provide the most effective route for meeting the goals of the MAPS 3 Modern Streetcar
Project. The following descriptions and figures highlight the four route options and their overall pros and
cons, as presented to various stakeholders and the public. Figure 3-5 shows the Recommended Route
Framework that was approved by the MAPS Transit/Modern Streetcar Subcommittee, MAPS Board, and was
approved by City Council on September 24, 2013.
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Reverse LPA Route Option
The previous Locally Preferred Alternative (LPA) was the result of the Greater Downtown Oklahoma City Area
Alternatives Analysis (AA) process in 2011. The portion of the 2011 LPA defined for the MAPS 3 Streetcar
route evaluation for 2013 was the “Core” alignment from the draft AA report. Figure 3-1 shows the
alignment of the Reverse LPA route option. The Reverse LPA route option is the same as the LPA, except that
it travels in a counter-clockwise loop, traveling west on E Sheridan Avenue, north on N Broadway Avenue,
and west on NW 11th Avenue to Midtown, and then returning to Bricktown via NW 10th Avenue, N Robinson
Avenue, and E Reno Avenue.

FIGURE 3-1: REVERSE LPA ROUTE OPTION AND CHARACTERISTICS
Summary Characteristics
Single Track Miles: 4.04 miles
Costs Estimate: $91 - $101M
Pros:
• Connects:
– Automobile Alley
– Intermodal Hub
– Convention Center
– Bricktown
– Midtown
• Traveling south on
Robinson minimizes utility
impacts
• One block from MAPS 3
Park
• Maximizes economic
development potential
Cons:
No direct connection to
Downtown Transit Center
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Hybrid Route Option
The Hybrid route option would operate in a counter-clockwise loop, serving the Broadway corridor south of
NW 4th Street by utilizing the couplet of N Broadway Avenue and N Robinson Avenue. It would shift to the
west by using NW 4th Street and eastbound Dean McGee Avenue in order to operate northbound on N
Harvey Avenue and southbound on N Hudson Avenue. The Bricktown extension would operate on the
couplet of E Reno Avenue and E Sheridan Avenue while the Midtown portion would operate westbound on
NW 11th Street and eastbound on NW 10th Street. Figure 3-2 shows the alignment of the Hybrid route
option.

FIGURE 3-2: HYBRID ROUTE OPTION AND CHARACTERISTICS
Summary Characteristics
Single Track Miles: 4.00 miles
Cost Estimate: $92 - $102M
Pros:
• Connects:
– Downtown Transit
Center
– Intermodal Hub
– Convention Center
– Bricktown
– Midtown
• One block from MAPS 3
Park
• Maximizes economic
development potential
Cons:
No direct connection to
Automobile Alley
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Zeta Route Option
The Zeta route option would utilize the couplet of N Robinson and N Broadway Avenues, north of NW 4th
Street, to serve Automobile Alley and the N Hudson Avenue and N Robinson Avenue couplet, south of NW
4th Street, to serve the Arts District. N Robinson Avenue would be used for southbound travel and N Hudson
and N Broadway Avenues would be used for northbound travel. The Midtown District would be served by a
loop along NW 10th and NW 11th Streets. The Zeta route option would operate eastbound on E Sheridan
Avenue and westbound on E Reno Avenue to serve Bricktown. Figure 3-3 shows the alignment of the Zeta
route option.

FIGURE 3-3: ZETA ROUTE OPTION AND CHARACTERISTICS
Summary Characteristics
Single Track Miles: 4.57
miles
Cost Estimate: $99 - $109M
Pros:
• Connects:
– Downtown Transit
Center
– Automobile Alley
– Intermodal Hub
– Convention Center
– Bricktown
– Midtown
• Traveling south on
Robinson minimizes
utility impacts
• One block from MAPS 3
Park
• Maximizes economic
development potential
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Zeta Plus Route Option
The Zeta Plus route option would be similar to the Zeta route option in Downtown, but would differ only
near the MAPS 3 Park. The Zeta Plus route option would operate eastbound on E Sheridan Avenue and
westbound on E Reno Avenue. However, it would turn south from E Reno Avenue onto N Robinson Avenue
and travel one block to the south and turn west on the new boulevard to directly serve the MAPS 3 Park.
The Zeta Plus route option would then turn north on N Hudson Avenue. In Midtown, rather than operating
as a couplet on NW 10th and 11th Streets, the map shows how streetcar could instead operate two-way on
NW 10th Street and terminate just east of N Walker Avenue with a tail track. Figure 3-4 shows the alignment
of the Zeta Plus route option.

FIGURE 3-4: ZETA PLUS ROUTE OPTION AND CHARACTERISTICS
Summary Characteristics
Single Track Miles: 4.40 miles
Cost Estimate: $97 - $107M
Pros:
• Connects:
– Downtown Transit
Center
– Automobile Alley
– Intermodal Hub
– Convention Center
– MAPS 3 Park
– Bricktown
– Midtown
• Traveling south on
Robinson minimizes
utility impacts
• Maximizes economic
development potential
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Recommended Route Framework (RRF)
The Recommended Route Framework south of NW 4th Street would utilize N Robinson Avenue and N Hudson
Avenue couplet to serve the Arts District and the Central Business District. Bricktown would operate
eastbound on E Sheridan Avenue and westbound on E Reno Avenue. North of NW 4th Street to serve
Automobile Alley and Midtown, two design options are proposed that require additional engineering
analysis to determine an optimal route. The Automobile Alley design options include double tracking N
Broadway Avenue or an N Robinson Avenue/N Broadway couplet. Midtown design options include a NW
10th/NW 11th Street couple or the NW 10th Street tail track option. The design options will be finalized in the
next phase of project development.

FIGURE 3-5: RECOMMENDED ROUTE FRAMEWORK AND CHARACTERISTICS
Summary Characteristics
Single Track Miles: 4.57 miles
Cost Estimate: $99 - $109M
O&M Cost Projection: $2.5 $3.0M/year
Design Options:
•
•

Midtown Loop
Double Track Broadway

Pros:
• Connects:
– Downtown Transit
Center
– Automobile Alley
– Intermodal Hub
– Convention Center
– MAPS 3 Park
– Bricktown
– Midtown
• Traveling south on
Robinson minimizes
utility impacts
• Maximizes economic
development potential
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CHAPTER 4: ECONOMIC DEVELOPMENT ASSESSMENT
The MAPS 3 Oklahoma City Streetcar Economic Development Assessment (September 2013) was prepared in
order to evaluate the streetcar’s connection with economic development opportunities beyond what was
known during the 2011 Alternatives Analysis for Greater Downtown Oklahoma City Area. The Economic
Development Assessment evaluated three separate areas or corridors: Midtown to Bricktown, Core to Shore
north of I-40, and the Oklahoma Health Center (OHC). That report addressed the first two corridors, and the
OHC assessment is a separate report. This chapter summarizes the main analysis and findings of the
Economic Development Assessment as related to the Midtown to Bricktown corridor, and the full
assessments are available separately as reference documents to this chapter.

4.1

REDEVELOPMENT OPPORTUNITIES

Access and circulation are important considerations for development investors. Convenience, reliability and
safety are critical to assuring the viability of a particular travel choice within a greater transportation system.
Providing good connections for the residents, employees, businesses and visitors is fundamental. Streetcar
service elevates the importance of pedestrians by extending the short trips that can be made on foot as part
of the overall system. To this end, the MAPS 3 Streetcar can serve as a transit system enhancer, expanding
the reach of the regional transit system with connections to Hudson Avenue Transit Center and the planned
multi-modal Transit Hub at Santa Fe station.
Based upon experience with transit-oriented development in cities throughout the U.S., properties up to
about three blocks on either side of a streetcar alignment can be expected to experience the greatest
economic benefits in terms of added business and residential potential, development and valuations.
Development rates in Oklahoma City due to streetcar are projected to be 4.5 times and 2.0 times what would
have happened without streetcar for Zone A and Zone B, respectively. Properties in Zone A within one block
of the line can expect to be most directly benefited – but with discernible increases in development activity
up to three blocks (Zone B). The degree of benefit realized also relates directly to the willingness of a typical
resident, employee, customer and/or visitor to walk to their home, place of business or shopping, recreation
and/or lodging destination. The frequency and span of service are also important as is the parallel
implementation of an economic development plan.
The ¼-mile “benefit area” for the MAPS 3 Streetcar alignment options totals 546 acres of land, which have
been evaluated for their likelihood for redevelopment based upon a review of the tax assessed
improvements to land valuation (I:L) or “improvement to land value ratio” (see Figure 4-1). This evaluation
approach is used to allocate future development potential based upon property I:L ratio, zoning, projected
development types and the market forecast for jobs and dwelling units.
In generating the Improvement to Land Value information, available tax assessors data indicated that a
significant portion (approximately 33%) of the land area within the benefit area to be non-assessed
properties including uses such as public facilities, parks, churches, hospitals and schools. However, some of
these properties have the potential of redeveloping in the future. With the assistance of COTPA, City, The
Alliance for Economic Development and Downtown OKC staff, the non-assessed properties have been
broken into three categories: those with major public facilities and unlikely to redevelop in the next ten to
fifteen years; larger opportunity sites where redevelopment or reuse could reasonably occur prior to 2027,
and; other, smaller exempt properties generally assumed not to be available for redevelopment before 2027.
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FIGURE 4-1: IMPROVEMENT TO LAND (I:L) VALUE DISTRIBUTION (2011)

Source: SOJ and E. D. Hovee & Company, LLC based on parcel data from City of Oklahoma City with input from
COTPA, Downtown OKC, and The Alliance for Economic Development of Oklahoma City (Revised August 2013)
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Projecting future growth along the MAPS 3 Streetcar route starts from an assumption about what the
conditions will be when service begins in 2017. Given Oklahoma City’s accelerated growth rate over the past
five years, it was determined that currently available data for jobs, dwelling units and growth rates differed
substantially from current conditions. Table 4-1 is the projection of growth “without” streetcar. For the
purpose of the Economic Development Assessment and to provide a more accurate forecast, a group of
regional and local economic development experts from ACOG, the City of Oklahoma City, COTPA, Alliance for
Economic Development, and Downtown OKC worked together to identify a reasonable set of provisional
forecasting assumptions. Some of the results of this collaborative forecast are shown in Table 4-2 and used
as the basis of the redevelopment and ridership forecasts. It is anticipated that this information will be
further evaluated and refined as part of ACOG’s future OCARTS planning efforts. The Development
Assessment concluded that there appears to be an ample supply of vacant and underused properties along
the 2011 LPA to accommodate the higher density development scenarios forecast.

4.2

INFLUENCING REDEVELOPMENT ALONG STREETCAR ROUTE

The City of Oklahoma City has a clear sense of the role that the public sector can play in shaping the future of
the city. The Alliance for Economic Development of Oklahoma City, for example, takes the lead in managing
multiple urban renewal districts in downtown and surrounding areas. COTPA, the Water Trust, and the City
play key roles in provision of the needed infrastructure. These organizational and financial resources,
coupled with strong and continuing voter support for MAPS projects, provide an important foundation for
extending success along the MAPS 3 Streetcar alignment.
There is a documented relationship between streetcar development and adjacent property values based
upon analysis of recently-built U.S. streetcar systems. A streetcar economic “premium” has been quantified
and defined as the development that could occur with streetcar minus the development that is anticipated
without streetcar. This streetcar premium effect has been calculated by looking at the changes in both
investment amounts and development density.
Based upon this “premium”, the MAPS 3 Streetcar has been found to have a potential for significantly
increasing economic investment and development density within two to three blocks of the alignment for
the first ten years after streetcar opening (2017 – 2027). This investment model results in a more efficient
use of urban land resources in close proximity to high quality transit service.
The Development Assessment contains a detailed analysis of the economic impacts from the streetcar
“premium.” Table 4-2 highlights key findings which show the MAPS 3 Streetcar’s economic benefits over a
ten year period include:


Increasing the taxable valuation for additional property tax revenues over 10 years (above what
would occur under base case conditions without streetcar)



Leveraging an additional 7.4 million square feet of development on less land area (1.74 increase
in floor area ratio)



Accommodating an additional 4,500 new housing units and over 4,900 added jobs in downtown
(above base case conditions)



Generating an additional $58+ million in sales tax revenue (over 10 years above what would be
experienced with base case development) in Greater Downtown Oklahoma City
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TABLE 4-1: TAZ-BASED FORECAST SCENARIO (Without Streetcar to 2027)
Forecast Metric
Base Yr Forecast Forecast 2017-27 Change
(& Geographic Coverage)
2005
2017
2027
#
% AAGR
Population
2013 Route Framework
2,065
8,899
10,626
1,727 19% 1.8%
Zone A
Zone B
Core to Shore Segment
Downtown Study Area
Model Region (OCARTS Area)
Housing Units
2013 Route Framework
Zone A
Zone B
Core to Shore Segment
Downtown Study Area
Model Region (OCARTS Area)
Employment
2013 Route Framework
Zone A
Zone B
Core to Shore Segment
Downtown Study Area
Model Region (OCARTS Area)

560
1,505

3,361
5,538

4,284
6,342

923
805

27%
15%

2.5%
1.4%

364

1,447

2,434

987

68%

5.3%

6,494
1,076,258

14,496
1,230,866

17,842
1,359,706

3,346
128,840

23%
10%

2.1%
1.0%

1,185

4,362

5,209

847

19%

1.8%

458
727

1,648
2,714

2,100
3,109

452
395

27%
15%

2.5%
1.4%

129

709

1,193

484

68%

5.3%

2,423
461,133

7,106
525,274

8,746
578,724

1,640
53,450

23%
10%

2.1%
1.0%

30,216

34,881

38,438

3,558

10%

1.0%

21,167
9,050

23,990
10,891

26,342
12,096

2,352
1,206

10%
11%

0.9%
1.1%

1,965

2,137

2,291

154

7%

0.7%

37,846
578,306

42,940
667,504

47,438
741,836

4,497
74,332

10%
11%

1.0%
1.1%

Notes: AAGR denotes average annual growth rate. Forecasts are aggregated from Transportation Analysis Zones
(TAZs). The without streetcar (base case) scenario utilizes 2017-2027 forecast results. Data from this
base case is used with Figures 13-14 in the main body of this report.
Source: COTPA, ACOG, the City of Oklahoma City, The Alliance, Downtown OKC, Greater Oklahoma City Chamber
of Commerce, Jacobs Engineering, and E. D. Hovee & Company, LLC. Updated as of August 2013.
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TABLE 4-2: 2013 FRAMEWORK SEGMENT FORECAST ALLOCATIONS (2017-27)
Development Scenarios
2013 Recommended Route Framework (by Segment)
(10 Years)
Midtown
Downtown
Bricktown
Total
Base Case Scenario (w/o Streetcar)
Building Area (Sq Ft)
1,112,973
1,276,239
523,789
2,913,000
Added Residential
338,927
388,586
159,488
887,000
Added Employment Use
774,046
887,653
364,301
2,026,000
Market Valuation
Taxable Valuation
With Streetcar Scenario
Building Area (Sq Ft)
Added Residential
Added Employment Use
Market Valuation
Taxable Valuation
With Streetcar "Premium"
Building Area (Sq Ft)
Added Residential
Added Employment Use
Market Valuation
Taxable Valuation
10-Year Residential &
Employment Analysis
Residential Units
2017 Forecast Estimate
Added Units (2017-27):
Base Case
With Streetcar
Streetcar Premium
Employment
2017 Forecast Estimate
Added Jobs (2017-27):
Base Case
With Streetcar
Streetcar Premium

$120,262,884
$12,450,501

$137,883,461
$14,274,713

$56,591,656
$5,858,786

$314,738,000
$32,584,000

3,938,354
2,094,316
1,844,038

4,515,390
2,401,169
2,114,221

1,853,256
985,515
867,742

10,307,000
5,481,000
4,826,000

$558,847,297
$57,168,602

$640,728,020
$65,544,783

$262,974,683
$26,901,615

$1,462,550,000
$149,615,000

2,825,381
1,755,389
1,069,992

3,239,151
2,012,584
1,226,568

1,329,467
826,027
503,441

7,394,000
4,594,000
2,800,000

$438,584,413
$44,718,101

$502,844,559
$51,270,070

$206,383,028
$21,042,829

$1,147,812,000
$117,031,000

2013 Recommended Route Framework (by Segment)
Midtown
Downtown
Bricktown
Total
1,638

1,855

869

4,362

324
2,044
1,720

371
2,344
1,973

152
962
810

847
5,350
4,503

7,962

22,994

3,925

34,881

1,360
3,227
1,867

1,558
3,700
2,141

640
1,518
879

3,558
8,445
4,887

Revenue Analysis
2013 Recommended Route Framework (by Segment)
(10 Years)
Midtown
Downtown
Bricktown
Total
Incremental Property Tax Revenue (10-Year Cumulative)
Baseline Forecast
$7,854,384
$9,006,573
$3,696,443
$20,557,400
With Streetcar Forecast
$36,067,937
$41,352,509
$16,972,354
$94,392,800
With Streetcar Premium
$28,213,553
$32,345,936
$13,275,912
$73,835,400
Incremental Sales Tax Revenue (10-Year Cumulative)
Base Case Scenario
$11,616,189
$13,307,369
With Streetcar Scenario
$33,811,035
$38,764,932
With Streetcar Premium
$22,194,846
$25,457,563

$5,466,442
$15,910,332
$10,443,891

$30,390,000
$88,486,300
$58,096,300

Source: E. D. Hovee & Company, LLC. Employment use includes taxable plus tax exempt uses.
Segment totals may vary slightly from Zone A+B totals (in earlier charts) due to rounding as applied.
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4.3

OKC DEVELOPMENT COMMUNITY PERSPECTIVES

Private and public sector development interests
were interviewed in January 2013 as part of the
Development Assessment. Virtually all of those
interviewed were bullish on prospects for both
near- and mid-term development opportunities
– both generally throughout the region and
more specifically in the downtown area. The
more that local development interests learn
about streetcar experience elsewhere, the more
they are intrigued by its potential for Oklahoma
City. The rediscovery of urban living was the
most widely cited turnaround in market
prospects for the downtown area.

4.4

STREETCAR ALIGNMENT OPTIONS AND ECONOMIC DEVELOPMENT

The MAPS 3 Streetcar route options provide a range of service connecting the primary destinations of
Midtown, Downtown, and Bricktown. The route options were evaluated based upon their capacity for:
serving key destinations; integrating with the existing transportation network; economic development;
optimizing system operation and potential for expansion; and, technical considerations.
The assessment information and development
rates for the Core to Shore are in the full report
and the OHC Assessment is in a separate report
memorandum. Development rates in the
Midtown to Bricktown corridor due to streetcar
are projected to be 4.5 times and 2.0 times what
would have happened without streetcar for
Zone A and Zone B, respectively. Development
rates in both the Core to Shore and OHC areas,
respectively, are projected to be 3 times and
about 2.0 times what would have happened
without streetcar.

Based on the “Fresh Eyes Workshop” in February of 2013 and the consultant team’s professional judgment,
economic development was identified as a high priority for selecting an alignment. As a result, the economic
development criteria were given added weight to reflect their importance in the alignment discussion.
Information gained from developer interviews, public agency development perspectives and the Hovee land
assessment were used as a background for the economic evaluation.
The Development Assessment concluded that there appears to be ample redevelopment capacity along the
2011 LPA to accommodate higher density development anticipated to occur along the streetcar route.
Shifting the streetcar route the two to four blocks as shown in the MAPS 3 Streetcar route options similarly
provide ample redevelopment capacity for the growth forecast within the streetcar benefit area.

25

MAPS 3 Modern Streetcar
Implementation Report

There are distinct districts within the downtown area that have unique economic development
characteristics in terms of development opportunities, property ownerships, design character and economic
potential (Table 4-3). Midtown, Business District, and Bricktown will be connected by the MAPS 3 Streetcar.

TABLE 4-3: MAPS 3 STREETCAR ALIGNMENT SEGMENTS – DISTRICT CHARACTERISTICS
Midtown

- Generally small property ownerships with exception of St. Anthony’s
- High level of near-term developer interest for residential development on
larger vacant parcels

- Additional infill development interest for smaller retail, housing, office
Core Area /Business District

Bricktown

-

Core to Shore / Public Park

-

-

projects with property assembly required
Midtown URA public discussion is advancing; identifies actions and
priorities for promoting public private partnerships and investment
Highest concentration of major employers/employment
Greatest existing public and private investment value
Concentration of visitor facilities in the southeast section
Public institutions/facilities generally located on the western half
High opportunity for private investment that could be influenced by
streetcar construction
Public investment in construction and management of the canal to serve
as amenity for future development
Large parcels in single ownership; several with active development
interest; potential for greater pedestrian orientation and higher density
development
Near- to mid-term park construction combined with mid- to long-term
development build out have high potential to leverage streetcar
investment within a walkable, mixed-use community
Unique opportunity to have economic development plans guide streetcar
alignment
Larger redevelopment opportunity sites near NW 10th Avenue Street in
Midtown and major office development opportunity at southern end
Existing development has limited pedestrian orientation at ground level

Hudson/Harvey Avenue

-

Broadway/Robinson

- Strong retail district with engaged business leadership
- Opportunity for restoration/enhancement in upper floors of existing
buildings

- Predominately built-up area with few large redevelopment parcels suited
Deep Deuce

-

to higher density mixed-use development (except east of Broadway)
Historic neighborhood receiving considerable new residential investment

- Limited market for ground-floor retail to date (but should come with
added residential)

- Within walking distance of CBD and Bricktown
- Multiple redevelopment opportunity parcels extending from the
neighborhood and to the north with some land assembly needed

Oklahoma Health Center

- Major medical teaching facility, hospital and related medical and office
-

facilities and associated surface parking lotsLarge areas controlled by the OHC and City; opportunity to implement
plans to support higher density redevelopment; redevelopment
assessment is underway.
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In conclusion, streetcar cities across the country are demonstrating the benefits of a community-building
approach that focuses on redevelopment of vacant and underused parcels within a streetcar route. With a
proactive development strategy focused around streetcar, Oklahoma City has the potential of capturing ten
percent of the region’s projected residential growth and eleven percent of the region’s job growth and
shaping it into a vibrant, walkable mixed-use community.
Once the final streetcar alignment has been set, the consultant team recommends that an Economic
Development Plan be developed to build upon local economic and development opportunities identified in
this Assessment. The intent would be to identify a collaborative effort involving stakeholder agencies,
organizations, and individuals to promote desired development along the streetcar route.
The Economic Development Plan would identify:
 Development strategy with priority opportunities and actions
 Organizational structure to coordinate development efforts near streetcar
 Financing tools
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CHAPTER 5: RIDERSHIP ASSESSMENT
Transit ridership depends on various factors that encompass a broad spectrum of tangible and intangible
elements. The primary challenge in forecasting for urban circulators is a very limited understanding of
ridership potential as it pertains to the dynamics of downtown trip-making, the uniqueness of the downtown
environments under which the system operate, and evolving market behaviors.
For example, FTA guidance1 points out that the Denver bus mall and Miami’s Downtown People Mover
represent high end ridership where each system carries well over 10,000 weekday riders. On the low end,
Seattle’s South Lake Union streetcar carries 2,400 on weekdays and the Tampa streetcar some 900 weekday
riders. This wide range of ridership experience highlights the uncertainties in ridership forecasting for new
circulator projects like Oklahoma City’s MAPS 3 Modern Streetcar project. The anticipated ridership by itself
is not the sole reason to add a transit circulator because livability, travel options, access for people with
disabilities, quality of life, and so forth for the greater downtown may be a major part of why a
transformative circulator like streetcar is added.
This chapter summarizes the findings of the Oklahoma City Modern Streetcar Project Ridership Forecasting
Methods and Results Report (November 2013), which is available separately as a reference document to this
chapter. Only three route options were assessed—Reverse LPA, Hybrid, and Zeta—because Zeta Plus does
not offer a significant difference from Zeta. The chapter ends with a Table 5-8 showing the forecast of both
the low end ridership projections from the model and high end projections from peer city comparisons.

5.1

AVERAGE WEEKDAY BOARDINGS

From the fall of 2008 to the end of 2010, the Association of Central Oklahoma Governments undertook an
extensive effort to develop a new travel demand model for the Oklahoma City Area Regional Transportation
Study (OCARTS). A transit on-board was initiated in Spring 2009 with the purpose of gathering accurate
travel data from transit riders that could be used to develop transit procedures for the OCARTS model. This
data was limited in that the key route (Spirit Trolley bus) for the data begins operation each day at 10 a.m.
For the MAPS 3 Streetcar route options, Table 5-1 shows the average weekday boardings by the OCARTS
model’s four assignment periods (i.e., AM, Midday, PM and Night) and downtown-to-downtown subtotals
(i.e., travel within the study area). Transfers between bus and streetcars at the transit center (incremental
methods) are shown below the subtotals. Total boardings appear in boldface at the bottom of the table.
Overall, the Zeta route option attracts the most riders in the opening year (2017) and in the 2027 horizon
year. Average daily boardings for 2017 are estimated to be 701. The Zeta route option is then estimated to
grow to 1,075 by 2027. This represents a 53% increase over ten-year period or roughly 3.5 percent per year.
Interestingly, the Reverse LPA route option attracts slightly more downtown-to-downtown riders (568) than
the Zeta Alternative (557) in the 2017 estimate. However, the Zeta route option attracts more (854) than the
Reverse LPA in the 2027 horizon, 854 versus 807 respectively.
Not surprisingly, the Zeta and Hybrid route options attract more transfers at the downtown transit center as
each have a stop at 5th Street and Hudson Avenue. Transfers at the transit center account for 20% of total
ridership for the Zeta and Hybrid route options and 17 % for the Reverse LPA.
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Table 5-1: Average Weekday Boarding Estimates from the OCARTS Model
Year 2017

Assignment Period

Year 2027

Zeta
85
235
174
63

Hybrid
75
217
157
56

Rev LPA
95
238
173
62

Zeta
141
327
274
112

Hybrid
120
281
234
150

Rev LPA
133
310
257
107

SubTotal: Boardings for
Downtown-to-Downtown
Riders

557

505

568

854

785

807

Transit Center Transfers

144

128

118

221

180

168

Total Boardings

701

633

686

1,075

965

975

AM
Midday
PM
Night

Notes: AM, Midday, PM and Night reflect only intra-study area travel and were estimated
with the OCARTS model. Transit center transfers were modeled using incremental methods.

5.2

Notes:

TRAVEL
WITHIN
AM, Midday,
PMTHE
and DOWNTOWN
Night reflect only intra-study area travel and were estimated with the
OCARTS model.

Table 5-2 summarizes
person
thatusing
travel
exclusively
within the downtown, while Table 5-3
Transit centertotal
transfers
weretrips
modeled
incremental
methods.
summarizes total trips by transit and mode shares that occur under each route option including the study’s
base year. Again, these are trips that both begin and end within a one third-mile buffer around all of the
streetcar route options (see Figure 5-1). It is also important to note that these are not trips which occur
exclusively on the streetcar nor are they boardings. Rather, they are persons who are expected to use transit
in general (i.e., bus, streetcar or both) when traveling within the study area.
Total travel in the study area (Table 5-2) is estimated to grow from 17,696 in the base to 24,522 in 2017, an
increase of 6,826 person trips or roughly 38% over the 12-year span. By 2027, downtown-to-downtown
travel increases to 28,667 person trips per day adding 10,971 to the base year estimate.
Downtown transit riders (Table 5-3) are expected to grow from the surveyed 129 downtown riders to
roughly 600 across the set of route options once the streetcar is open (2017) and then to over 1,000 in the
2027 horizon year. Mode shares are estimated to grow from less than 1% to approximately 2.5% in the
opening year 2017 and then climb to nearly 4 % across the alternatives.

Table 5-2: Downtown-to-Downtown Total Person Trips
Assignment
Period
AM
Midday
PM
Night
Total
1

Streetcar Area Trips by Forecast Year
2005

2017

2027

2,546
8,268
5,238
1,644
17,696

3,532
11,050
7,318
2,622
24,522

4,175
12,720
8,596
3,176
28,667

Trip Change from
Base Year
2017
2027
986
2,782
2,080
978
6,826

1,629
4,452
3,358
1,532
10,971

Travel Forecasting for Urban Circulators, Draft, December 2011
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Table 5-3: Downtown-to-Downtown Transit Person Trips and Mode Shares

AM
Midday
PM
Night
Total

Year
2005
Base
15
97
17
0
129

Zeta
94
260
195
70
619

Hybrid
89
257
188
67
601

Rev LPA
95
254
187
66
602

Zeta
182
411
353
144
1,090

Hybrid
163
371
317
203
1,053

Rev LPA
163
371
316
165
1,016

AM
Midday
PM
Night
Total

0.6%
1.2%
0.3%
0.0%
0.7%

2.7%
2.4%
2.7%
2.7%
2.5%

2.5%
2.3%
2.6%
2.5%
2.5%

2.7%
2.3%
2.5%
2.5%
2.5%

4.4%
3.2%
4.1%
4.5%
3.8%

3.9%
2.9%
3.7%
6.4%
3.7%

3.9%
2.9%
3.7%
5.2%
3.5%

Assignment
Period

Year 2017

Year 2027

Figure 5-1: Streetcar Ridership Study Area
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5.3

COMPARISONS TO OTHER SYSTEMS AND HIGH-END FORECASTS

The models and methods surrounding the forecasts are based on recent household and transit on-board
survey data. Results of the forecasts are a direct reflection of existing travel behavior and it is generally
assumed that existing behavior will continue directly into the future. However, current conditions in
Downtown Oklahoma City are characterized by few downtown residences, low levels of downtown transit
service and low ridership. Given the remarkable differences between current conditions, the ongoing urban
vision of Downtown Oklahoma City as a livable community and proposed transit service levels, it is entirely
likely that the models used in the forecasts, being predicated on existing conditions, understate potential
ridership by missing anticipated changes in downtown travel behaviors.
This section explores this possibility for understatement and offers “high-end” forecasts based on a limited
comparative analysis. Table 5-4 offers a summary of statistics from six streetcar operations in cities around
the including; Memphis, Portland, Tampa, Little Rock, Seattle and Tacoma. In terms of annual riders, the
Portland streetcar attracts nearly four million riders annually and far exceeds the other systems listed in the
comparison.

Table 5-4: Ridership Performance of Other Streetcar Systems
Location of
Streetcar Operation
Memphis, TN
Portland, OR
Tampa, FL
Little Rock, AK
Seattle (South Lake), WA
Tacoma, WA

Years in
Operation

Annual
Riders

18
11
9
7
4
8

1,086,125
3,788,400
431,425
136,380
714,461
983,924

Annual
Revenue
Vehicle-Hours
40,448
35,241
14,423
12,535
11,508
9,817

Performance:
Riders per Revenue
Vehicle-Hour
26.9
107.5
29.9
10.9
62.1
100.2

Source: National Transit Database, FY 2011

The model-based forecasts are for a typical weekday. To compare the model results to other streetcar
systems, the weekday forecasts need to be annualized and then normalized by annual revenue vehiclehours. The model, or low end, result appears at the bottom of Table 5-5 and is an expected performance
measure of annual riders per annual vehicle-hour. As noted, the weekday ridership estimates reflect the
model applications described in previous sections. Saturday ridership is computed as 1.5 times weekday
ridership and is based on statistics for the Discovery Trolley provided by COTPA. Sunday estimates are
computed as 47% of weekday ridership and stem from team discussions with COTPA about the
characteristics of all the comparable systems. The decision was to use Memphis, Tampa and Tacoma. Annual
riders assume 254 weekdays, 52 Saturdays and 58 Sunday and holidays.
Using the noted assumptions and the 2027 weekday model forecasts, annual ridership is estimated to be
387,560 for the Zeta alternative, 348,140 for the Hybrid alternative and 352,040 for the Reverse LPA
alternative. The Operations and Maintenance Report done for the Greater Downtown Oklahoma City
Alternatives Analysis estimated the downtown streetcar would operate 21,000 annual revenue vehicle-
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hours. The performance measures of annual riders per annual revenue vehicle-hour for each of the
alternatives appear at the bottom of Table 5-5.

Table 5-5: Model-Based Estimate of Annual Riders per Annual Revenue Vehicle-Hour (2027)
Hybrid

Reverse
LPA

1,080
970
1,620
1,455
500
450
387,560 348,140
358.9
358.9

980
1,470
460
352,040
359.2

Annual Revenue Vehicle-Hours

21,000

21,000

21,000

Annual Riders per Annual Vehicle-Hour

18.5

16.6

16.8

Statistical Measures

ZETA

Weekday ridership
Sat. Estimate
Sun. Estimate
Annual Riders
Resulting annualization factor (Annual/Weekday)

General Assumptions:
1) Weekday estimates based on OCARTS and data-driven applications.
2) Saturday estimate assumes 1.5 times weekday based on the existing Discovery Trolley Ridership.
3) Sunday estimates are 47% of weekday ridership based on average of Memphis, Tampa, and Tacoma.
General
Assumptions:
4) Annual
ridership assumes 254 weekdays, 52 Saturdays, 58 Sundays/holidays.
5) Annual Revenue
Vehicle-Hours
on Greater Downtown
Oklahoma City
AA, Operations and Maintenance Report.
1) Weekday
estimates
basedbased
on OCARTS
and data-driven
applications.

2) Saturday estimate assumes 1.5 times weekday based on the existing Discovery
Trolley ridership.
Table 5-6 summarizes a comparison of the performance measures computed for each of the alternatives
3) Sunday
estimates
47% of weekday
basedThe
onmeasures
averagefor
of the
Memphis,
alongside
the same
measure are
for streetcar
operationsridership
in other cities.
alternatives range
andriders
Tacoma.
from Tampa
low of 16.6
per revenue vehicle-hour for the Hybrid Alternative to a high of 18.5 for the Zeta
Alternative.
Moreover,
withassumes
the exception
Little Rock,52
the
model-based
measure for each of
4) Annual
ridership
254 of
weekdays,
Saturdays,
58performance
Sundays/holidays.
the Oklahoma
alterntives
are considerably
lower
similar measures
forOklahoma
the peer cities.
5) AnnualCity
Revenue
Vehicle-Hours
based
on than
the Greater
Downtown
City

AA, Operations and Maintenance Report.

Table 5-6: Model-Based Performance Measure Comparison
Location of
Streetcar Operation

1,086,125
3,788,400
431,425
136,380
714,461
983,924

Annual
Revenue
Vehicle-Hours
40,448
35,241
14,423
12,535
11,508
9,817

Performance:
Riders per Revenue
Vehicle-Hour
26.9
107.5
29.9
10.9
62.1
100.2

387,560
348,140
352,040

21,000
21,000
21,000

18.5
16.6
16.8

Years in
Operation

Annual
Riders

Memphis, TN
Portland, OR
Tampa, FL
Little Rock, AK
Seattle (South Lake), WA
Tacoma, WA

18
11
9
7
4
8

OKC: Zeta
OKC: Hybrid
OKC: Rev. LPA

10
10
10

Statistics for other streetcar systems obtained from the National Transit Database, FY 2011
OKC annual riders based on model applications and assumptions from Table 19.
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The forecasts are based on models that replicate existing conditions reasonably well but those conditions are
characterized by few downtown residences and low levels of downtown transit service and ridership.
Although ridership in relation to service changes is well understood, the ongoing transformation of
Downtown Oklahoma City’s urban environment into a livable community is expected to bring about changes
in downtown travel behavior that cannot be fully explained by the models.
The previous comparisons suggest that the model’s yield a forecast for average weekday ridership that is
considerably less than peer cities, when annualized and normalized by the amount of service being provided.
As such, model-based ridership forecasts are thought to be conservative and represent a “low-end” result,
particularly in the event that the urban vision of Downtown Oklahoma City as a livable community is fully
achieved along with proposed bus and streetcar service levels.
From team discussions about the characteristics of comparable systems and the limitations of the models as
noted above, it was decided that a forecast based on averages statistics from peer cities (Memphis, Tampa,
and Tacoma) would be appropriate and would be labeled the “high end” of the likely ridership estimates.
The general rationale being that Memphis and Tampa exhibit higher weekend and tourist-related travel and
are similar to COTPA’s Discovery Trolley’s ridership; Tacoma because this city’s ridership is more workoriented and therefore, represents an objective for the future that does not currently exist and may be
misstated by the models.
Table 5-7 presents a summary of the peer city computations used to estimate the high-end forecasts. In
essence, the computations “target” Oklahoma City’s system to approximately achieve the performance
measure of 36.8 riders per revenue vehicle-hour based on the averages of the three systems. The general
assumptions are similar to those presented earlier except ridership for Tacoma was reduced to account for
rail and regional bus transfers at the Tacoma Dome Station, transit modes that are not present in the 2027
transit system used in the modeling for Oklahoma City.

Table 5-7: Peer City Computations for High-End Forecasts
Peer Cities

Targeted Average

Statistical Measures
Tampa

Tacoma

Memphis, Tampa,
Tacoma

ZETA

Hybrid

Reverse
LPA

2,977
914
4,588
2,791
1,474
1,232
1,086,125 431,425
364.8
472.0

3,324
1,886
671
865,853
260.5

2,405
3,088
1,126
794,468
330.3

2,100
3,150
980
754,040
359.1

1,890
2,835
880
678,520
359.0

1,910
2,865
890
685,740
359.0

Memphis
Weekday ridership
Sat. Estimate
Sun. Estimate
Annual Riders
Resulting weekday annualization factor

Estimated High-End Forecasts

Annual Revenue Vehicle-Hours

40,448

14,423

9,817

21,563

21,000

21,000

21,000

Annual Riders per Annual Vehicle-Hours

26.9

29.9

88.2

36.8

35.9

32.3

32.7

General Assumptions:
1) Weekday estimates based on OCARTS and data-driven applications.
2) Saturday estimate assumes 1.5 times weekday based on the existing Discovery Trolley ridership.
3) Sunday estimates are 47% of weekday ridership based on average of Memphis, Tampa and Tacoma.
4) Annual ridership assumes 254 weekdays, 52 Saturdays, 58 Sundays/holidays.
5) Annual Revenue Vehicle-Hours based on the Greater Downtown Oklahoma City AA, Operations and Maintenance Report.
6) Tacoma annual riders adjusted downward by 12% for transfers.
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5.4

LOW AND HIGH RIDERSHIP FORECASTS

Table 5-8 presents the low- and high-end ridership forecast for year 2017 and 2027. Average weekday
ridership for the low-end are based on the models and methods described in this report. Saturday and
Sunday forecasts are based on the noted assumptions that have been discussed in the previous section.
High-end forecasts reflect upward adjustments of the model-based forecasts to expand the model’s
predictive ability and more closely resemble ridership in the cities of Memphis, Tampa and Tacoma. Upward
adjustment assumptions and computations have also been discussed in the previous section.

Table 5-8: Low-End and High-End Forecast Ranges
YEAR 2017
LOW
Zeta

YEAR 2027
HIGH

Reverse
Hybrid
LPA

Zeta

LOW

Reverse
Hybrid
LPA

Zeta

HIGH

Reverse
Hybrid
LPA

Zeta

Hybrid

Reverse
LPA

Weekday

700

630

690

1,360

1,230

1,340

1,080

970

980

2,100

1,890

1,910

Saturday

1,050

945

1,035

2,040

1,840

2,010

1,620

1,455

1,470

3,150

2,830

2,860

Sunday

330

290

320

630

570

630

500

450

460

980

880

890

Annual

251,540 225,980 247,640

488,060 441,160 481,420

387,560 348,140 352,040

754,040 678,260 685,480

General Assumptions:
Saturday estimate assumes 1.5 times weekday based on the existing Discovery Trolley ridership.
Sunday and high estimates are based on ridership performance from Memphis, Tampa and Tacoma.
Annual ridership assumes 254 weekdays, 52 Saturdays, 58 Sundays/holidays.

It merits some mention that ridership could easily exceed even the high end projections offered in the table,
particularly in the event that the urban vision of Downtown Oklahoma City as a livable community is fully
achieved and coupled with a willingness of prospective downtown residents to use public transportation in
lieu of other modes. It also follows that ridership levels could be considerably less in the absence of these
assumptions.
The analyses supporting these forecasts are based on assumptions and sources of information documented
in this and other documents pertaining to the proposed MAPS 3 Modern Streetcar under consideration by
COTPA and the City of Oklahoma City. The achievement of any projection may be affected by fluctuating
economic conditions and depends on the occurrence of future events that cannot be assured. Therefore, the
actual results achieved may vary from the projections, and the variations could be material. For the
underlying assumptions to occur, development patterns in the corridor must evolve over the current
conditions and traveler reaction to transit travel in Oklahoma City must, in the future, become more similar
to larger cities elsewhere in the United States.
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CHAPTER 6: LIVABILITY ASSESSMENT
The Oklahoma City Modern Streetcar Project Livability Report (August 2013) was prepared in order to
evaluate the streetcar’s synergy with the six “Livability Principles” of the Partnership for Sustainable
Communities. The Partnership includes the U.S. Department of Housing and Urban Development (HUD),
Department of Transportation (DOT), and the Environmental Protection Agency (EPA). Significantly, the
Livability Report indicates that any of the routes in the Streetcar Composite Area (Figure 2) would improve
livability due to the relatively dense urban context and adjacent walkable neighborhoods of the MidtownDowntown-Bricktown districts. This chapter summarizes the main analysis and findings of the Livability
Report, which is available separately as a reference document to this chapter.

6.1

PROVIDE MORE TRANSPORTATION CHOICES

The Partnership for Sustainable Communities’ livability principle – providing more transportation choices – is
meant to enable the following goals:
“Develop safe, reliable and economical transportation choices to decrease household
transportation costs, reduce our nation’s dependence on foreign oil, improve air quality,
reduce greenhouse gas emissions and promote public health.”
The MAPS 3 Streetcar was qualitatively analyzed for its relationship to this livability principle within the
context of downtown’s multi-modal framework in the Composite Route Area (see Figure 6-1). In addition,
the streetcar can connect with the existing bus network and with feeder buses specially routed to extend the
reach of the streetcar. The analysis determined that the MAPS 3 Streetcar will provide an eco-friendly mode
for downtown circulation between key activity centers, the Downtown Transit Center, the planned multimodal transportation hub at the historic Santa Fe Depot, and new pedestrian streetscapes.

6.2

PROMOTE EQUITABLE, AFFORDABLE HOUSING

The Partnership for Sustainable Communities’ livability principle – promoting equitable, affordable housing –
is meant to enable the following goals:
“Expand location- and energy-efficient housing choices for people of all ages, incomes, races
and ethnicities to increase mobility and lower the combined cost of housing and
transportation.”
The MAPS 3 Streetcar was qualitatively analyzed for its relationship to this livability principle within the
context of affordable housing locations and residents living below the poverty level in the Composite Route
Area (see Figure 6-2). The analysis showed that the MAPS 3 Streetcar will link existing and future affordable
housing choices with downtown employment opportunities and will also provide greater access to residents
living below the poverty level.

6.3

ENHANCE ECONOMIC COMPETITIVENESS

The Partnership for Sustainable Communities’ livability principle – enhancing economic competitiveness – is
meant to enable the following goals:
“Improve economic competitiveness through reliable and timely access to employment
centers, educational opportunities, services and other basic needs by workers as well as
expanded business access to markets.”
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The MAPS 3 Streetcar was qualitatively analyzed for its relationship to this livability principle within the
context of major employers in the Composite Route Area (see Figure 6-3). The analysis indicated the MAPS 3
Streetcar will provide improved reliability and more frequent access to major employers with average 10minute headways and 15-18 hour weekday service and will also help incentivize economic competitiveness.

6.4

SUPPORT EXISTING COMMUNITIES

The Partnership for Sustainable Communities’ livability principle – supporting existing communities – is
meant to enable the following goals:
“Target federal funding toward existing communities – through such strategies as transitoriented, mixed-use development and land recycling – to increase community revitalization,
improve the efficiency of public works investments, and safeguard rural landscapes.”
The MAPS 3 Streetcar was qualitatively analyzed for its relationship to this livability principle within the
context of high-profile redevelopment projects and former brownfields in the Composite Route Area (see
Figure 6-4). The analysis highlighted that the MAPS 3 Streetcar will connect numerous redevelopment and
land recycling projects and former contaminated buildings that have been re-used, all of which were either
funded through federal programs (HUD and EPA), state programs (OK Department of Environmental Quality,
or OKDEQ) or local programs (Oklahoma City Urban Renewal Authority, or OCURA).

6.5

COORDINATING POLICIES AND LEVERAGING FEDERAL INVESTMENT

The Partnership for Sustainable Communities’ livability principle – coordinating policies and leveraging
federal investment – is meant to enable the following goals:
“Align federal policies and funding to remove barriers to collaboration, leverage funding and
increase the accountability and effectiveness of all levels of government to plan for future
growth, including making smart energy choices such as locally generated renewable energy.”
The MAPS 3 Streetcar was qualitatively analyzed for its relationship to this livability principle in the context of
urban renewal districts as well as federal investments after the 1995 A.P. Murrah Federal Building bombing.
The analysis showed that the MAPS 3 Streetcar will leverage federal investments made in the impact area
after the 1995 bombing and in the City’s urban renewal districts established during the 1960s and 70s. In
addition, the prospect of smart energy choices is now being explored in regard to streetcar.

6.6

VALUING COMMUNITIES AND NEIGHBORHOODS

The Partnership for Sustainable Communities’ livability principle – valuing communities and neighborhoods –
is meant to enable the following goals:
“Enhance the unique characteristics of all communities by investing in healthy, safe and walkable
neighborhoods – rural, urban or suburban.”
The MAPS 3 Streetcar was qualitatively analyzed for its relationship to this livability principle in the context of
walkable neighborhoods, publicly-funded projects, and health and wellness programs. The analysis found
that the MAPS 3 Streetcar will connect walkable vintage neighborhoods, as well as recent residential infill
housing projects that are creating new walkable, urban neighborhoods in Midtown and Downtown. The
streetcar also will connect many of the City’s MAPS public projects that have created new urban spaces in
walkable environments. Lastly, the City and County governments have created new programs to foster
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public health and wellness through walking and transit. The health impact assessment (Chapter 7) more fully
explores the relationship to health and safety.

FIGURE 6-1: STREETCAR COMPOSITE AREA AND MULTI-MODALTRANSPORTATION
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FIGURE 6-2: STREETCAR COMPOSITE AREA AND AFFORDABLE HOUSING
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FIGURE 6-3: STREETCAR COMPOSITE AREA AND MAJOR EMPLOYERS
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FIGURE 6-4: STREETCAR COMPOSITE AREA AND FORMER BROWNFIELDS
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FIGURE 6-5: STREETCAR COMPOSITE AREA AND LEVERAGED FEDERAL FUNDING
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FIGURE 6-6: STREETCAR COMPOSITE AREA AND WALKABLE URBAN NEIGHBORHOODS
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CHAPTER 7: HEALTH IMPACT ASSESSMENT
The Oklahoma City Modern Streetcar Project Health Impact Assessment Report (October 2013) was prepared
in order to document the qualitative health impacts associated with implementing the MAPS 3 Streetcar.
This Health Impact Assessment (HIA) was prepared as a response to the community’s concern about
Oklahoma’s low health outcomes as compared to national averages and because some of the worst health
indicator scores are found near the Downtown Oklahoma City zipcode. The HIA compared the four route
options with the health factors related to the 2011 Community Health Assessment and the 2011-2012
Community Health Improvement Plan by Wellness Now. As a result, the HIA report concluded that any of the
routes in the Streetcar Composite Area (Figure 2) would provide positive and nearly identical health benefits
due to the relatively dense urban context and adjacent walkable neighborhoods of the Midtown-DowntownBricktown districts. At an August public meeting luncheon with community health supporters, the need for a
larger amount of affordable housing near the streetcar line was further reinforced by those attending. This
chapter summarizes the main analysis and findings of the HIA Report, which is available separately as a
reference document to this chapter.

7.1

WELLNESS NOW COMMUNITY HEALTH ASSESSMENT AND MAPS 3 STREETCAR HIA

The 2011 Community Health Assessment conducted by the Wellness Now Coalition identified health related
statistics within Oklahoma County and provided a “wellness score” for each zip code. The worst scores are
clustered within and adjacent to the downtown area. The potential exists to affect 70% or more of the
underlying causes through a combination of strategies that include individual changes in behavior and
lifestyle, changes in community planning and design, and development of policies that promote individual
and community health. The Wellness Score was mapped by zip code for Oklahoma County, as shown in
Figure 7-1, which also highlights the general study area of the MAPS 3 Streetcar (see red box in Figure 7-1).

FIGURE 7-1: WELLNESS NOW COMMUNITY ASSESSMENT – WELLNESS SCORE (2011)
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The Wellness Score used numerous criteria to complete the overall health assessment for Oklahoma County.
However, the HIA evaluation of the MAPS 3 Streetcar focused only on the economic and transportation
factors of the criteria from the Wellness Now health assessment. Specifically, the HIA used factors that can
influence overall health, such as low income or not having transportation options, and assessed how each of
the route options addresses benchmark criteria generated from the economic and transportation factors in
the Wellness Now Community Health Assessment. The HIA benchmark criteria (derived from Wellness Now)
used to evaluate the MAPS 3 Streetcar are highlighted below, and the following sections provide a summary
of the evaluation results.
 Criteria 1: Providing greater transportation access to low-income populations
 Criteria 2: Providing greater transportation access to minority populations
 Criteria 3: Providing greater transportation access to those not owning a car or unable to drive
 Criteria 4: Providing greater transportation access to health service providers
It is noteworthy that other benefits due to the streetcar were recognized such as air quality benefits from
less auto use, health benefits from walking to transit, and pedestrian safety due to “eyes on the street.”

7.2

PROVIDING GREATER TRANSPORTATION ACCESS TO LOW-INCOME POPULATIONS

Households with less income and high transportation costs results in those households having less funds for
medical expenses, healthy food, and adequate housing. Therefore, helping to reduce transportation costs
through better access and frequency can be beneficial to lower income households. Under the Criteria #1
assessment, all route options would provide access to a significant percentage of the population living in
those zones below the poverty level. In particular, all route options would provide direct access to the zone
that has 86% of the population below the poverty line (purple zone in Figure 7-2).

7.3

PROVIDING GREATER TRANSPORATION ACCESS TO MINORITY POPULATIONS

The surrounding neighborhoods around the MAPS 3 Streetcar composite route area have varied levels of
diversity ranging from lower percentages of minorities to areas with higher percentages (purple areas show
higher percentages in Figure 7-3). All route options would provide similar levels of moderate access to these
populations. Future connections with the streetcar or other transit options linking to the Oklahoma City
Health Center (OHC) and north of OHC could help increase transit coverage for minorities and different
ethnicities in the OKC core and surrounding neighborhoods.

7.4

PROVIDING GREATER TRANSPORATION ACCESS TO ZERO CAR HOUSEHOLDS

Many individuals, including those who are too young or too old to drive, those with disabilities, and those
who cannot afford a car or chose not to own a car, are dependent on walking, bicycling and taking transit for
their daily needs. The MAPS 3 Streetcar route options are proposed near areas of the city where the 2010
Census has recorded zero-car households. Figure 7-4 shows zero-car household zones as compared with the
composite route area. Each of the four options would provide minor access to an existing area of the
downtown where households reported zero cars. Figure 7-4 shows 13-21% reported zero cars in the orange
colored zone. The difference between the route options for this criterion is small and specific station
location and connections to additional transit (e.g. frequent bus service) would benefit all four route options.

7.5

PROVIDING GREATER TRANSPORATION ACCESS TO HEALTH CARE PROVIDERS

The streetcar may not be the ideal means of accessing health care providers unless a stop is within limited
feet from the entrance of these destinations. Presumably many accessing health care may have an illness,
physical ailment or other such condition that makes walking less desirable. However, the streetcar provides
some access to these destinations. In Figure 7-5, the health care destinations are shown to identify some of
the connections that may be possible within the MAPS 3 Streetcar composite route area. All four options
would provide good accessibility to health care providers, including St. Anthony Hospital and 15-18 other
providers.
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FIGURE 7-2: STREETCAR COMPOSITE AREA AND LOW INCOME POPULATIONS

FIGURE 7-3: STREETCAR COMPOSITE AREA AND MINORITY POPULATIONS
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FIGURE 7-4: STREETCAR COMPOSITE AREA AND ZERO CAR HOUSEHOLDS

FIGURE 7-5: STREETCAR COMPOSITE AREA AND HEALTH CARE PROVIDERS
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CHAPTER 8: IMPLEMENTATION APPROACH
The MAPS 3 Modern Streetcar Project has been proposed for implementation in a two-phased approach
worth approximately $130 million in MAPS 3 program funding. The Phase 1 budget is $104 million and
includes design and construction of the streetcar rail infrastructure and stations, purchase of vehicles, and
construction of the storage and maintenance facility ($94.4 million); and, the acquisition of the intermodal
hub at the Santa Fe Station ($9.75 million). Phase 2 budget is $24.7 million and will extend the streetcar
system by as many additional route miles the remaining available budget will allow. This Implementation
Chapter summarizes benefits of the Recommended Route Framework (RRF), Phase 2 implications, streetcar
storage and maintenance facility evaluations, capital and operating costs, and next steps.

8.1

Summary of Recommended Route Framework Benefits

The Recommended Route Framework (RRF) is illustrated in Figure 8-1, as approved by City Council on
September 24, 2013. The RRF is approximately 4.57 track miles. South of NW 4th Street, the RRF would
utilize N Robinson Avenue and N Hudson Avenue as a couplet to serve the Arts District and the Central
Business District. The Bricktown segment would operate eastbound on E Sheridan Avenue and westbound
on E Reno Avenue. North of NW 4th Street to serve Automobile Alley and Midtown, several design options
are proposed that require additional engineering analysis to select a preferred route. The Automobile Alley
design options include double tracking N Broadway Avenue or an N Robinson Avenue/N Broadway couplet.
Midtown design options include a NW 10th/NW 11th Street couplet or the NW 10th Street tail track option.
The design options will be finalized in the next phase of project development. Key benefits of the RRF as
identified through the evaluation process are highlighted in the following subsections and organized by the
evaluation process criteria, as described in Chapter 3.
Serving Key Destinations
Objective: Evaluate the directness with which alternatives would serve important destinations within the
downtown area (including other MAPS projects, civic assets, major hotels, major employers, and downtown
neighborhoods).
Benefits:
 Provides interconnectivity among all downtown employment and entertainment districts.
o Serves the second most MAPS 3 downtown projects of all alternatives
o Serves the second most locations with 100 or more employees (54 locations)
o Serves the most existing and future civic and cultural assets
o Competitive service to major downtown hotels
 Unlike double tracking alternatives or those using only a single arterial couplet, the Zeta route uses
two north-south couplets (Broadway/Robinson and Hudson/Robinson) which allows it the range to
directly service multiple areas, including both the Automobile Alley and Arts Districts.
Integrate with the Existing Transportation Network
Objective: Evaluate the connectivity to existing and proposed intermodal and multimodal facilities. Evaluate
potential impacts to traffic operations (including bicycle lanes or shared use lanes) along proposed roadways
Benefits: Would operate directly adjacent to the existing Downtown Transit Center, but in only one direction.
The other direction of travel would be two blocks away from the Transit Center on Robinson Avenue.
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FIGURE 8-1: RECOMMENDED ROUTE FRAMEWORK (RRF)
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Economic Development
Objective: Evaluate based on proximity to existing, planned and future opportunities for pedestrianoriented, higher density mixed-use development.
Benefits:
 Provides service adjacent to a greater number of redevelopable parcels on streets that carried
higher traffic volumes.
 Serves underutilized property (having low improvement value to land value ratio) such as on the
west side of Myriad Gardens; at NW 10th Street & Classen Drive; along Broadway from Dean McGee
to NW 10th Street.
 Serves the current highest value buildings with high employment, retail & residential concentrations.
Also serves high development concentrations in Bricktown and Automobile Alley better than other
alternatives.
Optimize System Operation and Potential for Expansion
Objective: Qualitatively evaluate the user understanding of the route and intuitive trip planning experience.
Evaluate operational compatibility of potential Phase 2 extensions to Oklahoma Health Center (OHC) and
Core to Shore. Evaluate route alternative ridership potential.
Benefits:
 Highest projected ridership
 Supportive of future expansion to Deep Deuce and OHC because of routing along NE 4th Street.
Close proximity to Hudson Avenue for service to site of proposed MAP 3 Public Park and Core to
Shore.
Technical Considerations
Objective: Evaluate alternative impacts on existing utility infrastructure, ROW, parking and traffic
operations. Evaluate alternative conflicts with Project 180 roadway and streetscape construction.
Benefits: Avoidance of Veolia utility vaults under the northbound lane of N Robinson Avenue.

8.2

Phase 2 Implications

The reach of the downtown streetcar Phase 2 extension will be constrained by the amount of capital
remaining from the $130 million allocation of the MAPS 3 program towards transit improvements. With
projected capital investment of $94.4 million and $9.75 million for Phase 1 modern streetcar and intermodal
hub acquisition, respectively, the MAPS 3 funding available for construction of the Phase 2 extension is
approximately $24.7 million.
Proposed destinations to be reached by the Phase 2 extension are the Core to Shore Planning Area or the
Oklahoma Health Center (OHC). With the MAPS 3 funding available, and including the purchase of additional
vehicles, construction of track work will likely be limited to approximately one to one and one-half route
miles. Paramount questions to be answered by the future analysis will be the immediate utility of the Phase
2 extension and whether to construct a starter segment for future extensions (unfunded as of yet) or to
capitalize on existing development and potentially focus near term reinvestment.
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The proposed extension to OHC would travel along NE 4th Street and connect to the middle of the medical
center along N Lincoln Boulevard and N Phillips Avenue. However, the Phase 2 budget would likely only
support installing double track along NE 4th Street between Broadway and IH-235 (approximately 1.1 track
miles), falling well short of the estimated 1.7 miles of track needed to complete the connection to the OHC.
A new feeder bus that circulates through the OHC to the east end of the streetcar near I-235 is one way to
extend the reach of streetcar. A Phase 2 extension would reach the residential population in Deep Deuce as
well as employers located in the Presbyterian Health Foundation Research Park.
The extension to Core to Shore is currently proposed to travel in a loop along S Hudson and S Walker
Avenues, between Reno Avenue and SW 7th Street (approximately 1.1 track miles). The alignment would
connect the Phase 1 system to the new MAPS 3 Public Park and Grand Boulevard, which will be constructed
in place of the relocated IH-40 expressway. Along with serving the 40-acre central park as a significant
entertainment and recreational destination, the alignment may spur additional redevelopment along the
west side of the park.
Planners have also proposed constructing a direct connection to the Santa Fe Intermodal Hub in between
Sheridan and Reno Avenues, along EK Gaylord Boulevard (approximately 0.15 miles). Further engineering
design is required, however, to determine the potential infrastructure modifications and capital costs
required to integrate the connection with Phase 1 track work, existing rail lines and intermodal hub. The City
Council, the MAPS 3 Project Office, the MAPS 3 Streetcar/Transit Subcommittee and the general public will
provide guidance on evaluating future extensions and funding opportunities. The Phase 2 planning work is
already being considered by COTPA and the MAPS 3 Project Office. Economic development stakeholders will
play an important role as well.

8.3

Streetcar Storage and Maintenance Facility

Construction of a modern streetcar storage and maintenance facility (SMF) is included within Phase 1. The
MAPS 3 Project Office procured services to develop a Storage & Maintenance Facility Program. The purpose
of this program is to develop a list of activities necessary to support the successful deployment, operation
and maintenance of the Modern Streetcar vehicles, stations and infrastructure. The program also identifies
critical staffing, work procedures, spaces and equipment requirements necessary in performing the activities
associated with operating Modern Streetcar. The SMF Program sections developed included: Open/Covered
Area Site Requirements, Maintenance Facility Building Areas, as well as Administration Support Building
Areas. A detailed itemization of elements needed to fulfill each of these program areas may be found in the
Storage & Maintenance Facility Building and Site Program (05/15/2013).
Numerous SMF sites were considered (see Figure 8-2). Three proposed SMF locations are being
evaluated for construction:




Site #6 North of E. Main Street in between N. Mickey Mantle Drive and Joe Carter Avenue.
Site #7 North of E. Main Street in between the elevated rail lines and elevated Walnut Viaduct.
Site #9 South of SW 7th Street in between S.Walker Avenue and S. Hudson Ave

The site is being selected through a rigorous analysis and screening process which takes site development,
alignment and facility requirements, urban adaptability and real estate factors into account. For
comparative evaluation of alternative sites, the detailed screening used quantifiable metrics such as: existing
land use, ownership and availability; environmental concerns; displacements and acquisition cost; zoning
code restrictions, and utility accessibility. As of this document’s publication, the favored location is SMF site
#9 adjacent to the existing Union Station (just over 2,000 feet from the main alignment). It is recommended
by the consultant team and the MAPS Transit Subcommittee and the full subcommittee expressed a

50

MAPS 3 Modern Streetcar
Implementation Report

preference for this site in late November. A single track would serve it and would allow bi-direction streetcar
travel within a portion of the right-of-way dedicated solely to the streetcar on Hudson Avenue.

FIGURE 8-2: STORAGE AND MAINTENANCE FACILITY (SMF) OPTIONS

8.4

Capital Costs Funding Strategy

The MAPS 3 program is a 10-year construction program funded by a limited term, one-cent sales tax
initiative lasting from April 2010 to December 2017. The MAPS 3 capital projects are all 100% locally funded.
MAPS functions as a pay-as-you-go program, where individual projects would be advanced into design and
construction as the tax revenue funding for those projects was received by the City. The total MAPS 3 transit
improvement budget was set at $130 million at the onset of MAPS 3.
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Phase 1 of the MAPS 3 transit improvement package includes construction of the initial segment of the
modern streetcar downtown circulator, storage and maintenance facility (SMF), and acquisition of the
intermodal hub (Santa Fe Station). The proposed opening date to begin operations of these facilities is 2017.
During approval of the RRF on September 24, 2013, the cost range of $99-$109 million for Phase 1 was
presented to City Council.
Phase 2 of the Modern streetcar program is proposed as an extension to the Phase 1 RRF, and is envisioned
to serve either the Core to Shore or OHC districts. The scope of the Phase 2 streetcar extension will be
constrained by the amount of funds remaining out of the $130 million identified for the total transit
improvements package. The effective management of design and construction services to minimize work
order changes, utility and right-of-way conflicts during Phase 1 will be critical in maximizing the extent of
Phase 2 improvements. The Phase 2 budget is currently estimated at $24.7 million.

8.4

Operations and Maintenance (O&M) Funding Strategy

The projected annual cost of operating and maintaining the initial 4.57-mile Phase 1 Modern Streetcar
system in the opening year of service (2017) is in the range of approximately $2.5 million to $3 million. The
City and the MAPS Office have acknowledged the need to secure dedicated funding for the streetcar’s
operation, but a dedicated O&M funding source has not yet been formally established. The City and COTPA
are aware of several innovative financing methods, including but not limited to the following options.
Creation of a Business Improvement District (BID)
This is a special district formed and administered by business/property owners to finance services and
improvements in a specific area. BID funds may only support, not replace, existing City services.
Stakeholders would coordinate with the City to determine the annual cost of services within the district and
vote to apportion the costs among eligible business/property owners. In some cities a variant of a BID, called
a transportation improvement district, is established if warranted by state laws.
Implementation of Tax Increment Financing (TIF) Districts
This technique allows a community to recapture the increase in property taxes that result from new
development and redevelopment in a corridor or district. The ad valorem taxes from the base assessed
value continue current usage (schools, county, etc.). The incremental increase in taxes received from higher
assessed property values (post construction) would be used to finance capital improvements or continued
operations. TIF District charters may last up to 25 years, at the end of such time the total assessed value
taxes receive would be appropriated towards legacy taxing entities. There are currently eight (8) TIF Districts
in the Greater Downtown Oklahoma City area.
Locally Dedicated Sales Tax
A dedicated sales tax may be initiated to fund a wide variety of transit operations and transportation-related
projects in perpetuity. Of these, streetcar would be a minor part of the expenses. Such action may be
brought to the public in the form of a ballot-initiated referendum or proposed action to City council. A
millage levy might be palatable as an alternative.
Other Sources
Parking revenue from garage surcharges or a portion of the recent increases in parking revenue can be
significant sources, as well as sponsorships, university subsidies, anticipated parking meter revenue growth,
and advertising.
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8.5

Schedule and Procurement Strategy

Phase 1 of the Modern Streetcar project is anticipated to be in operation by 2017. The Jacobs consultant
team is currently in the process of concluding its “Transit Investigation and Standards Phase” contract with
the MAPS office. Project consultants have completed the evaluation of alternative routes, selecting the RRF,
and the preliminary identification of existing utility resources within the study area. The same consultant
team is also under contract to develop Conceptual Engineering level design documents, as well as rail and
vehicle procurement document specifications. The MAPS Office will oversee development and advertisement
of rail and vehicle procurement documents during this stage.
Final design services will be competitively bid in early 2014 and activities will commence in early 2014 and
continue into late 2014. Construction services will be procured in early 2015 and Phase 1 construction
should begin by mid-to-late 2015, in order to meet the proposed opening date of late 2017.
The Phase 2 project is intended to be in operation by 2021. Preliminary planning for the Phase 2 extension is
proposed to last from 2015 to 2017, with selection of a preferred alternative. Engineering design is
anticipated to last from 2017 to early 2019. In order to meet the proposed revenue operations date of 2021,
rail and vehicle procurement should occur by late 2018 and construction should begin by early 2020.

8.6

Next Steps

Having a Recommended Route Framework (RRF), the MAPS Office took the recommendation to City Council
on September 24, 2013 and City Council approved it as the basis for Preliminary Engineering. The conclusion
of the Investigation and Standards Phase was marked by adoption of the Phase 1 RRF. The vehicle
technology and service operating parameters need to be set by COTPA and the City and then adopted by the
Metropolitan Planning Organization—ACOG (Association of Central Oklahoma Governments)—into the
fiscally constrained Long Range Transportation Plan (LRTP).
The selection of Phase 1 streetcar stop locations will have to be determined by a collaborative effort
throughout 2014 and also with consideration of engineering factors. The TIGER II real time animation work
will be a key tool in this siting process and in its discussion meetings with property/business owners.
The adoption of horizon planning year 2040 downtown growth projections by ACOG that reflect the streetcar
TIGER II planning will also be instrumental. The projections aid in the development of economic
development, ridership estimates, and tax assessment and revenue forecasts for downtown OKC businesses
and property owners used in setting parameters for administration of TIF and BID funds. In addition, COTPA
will need to take steps to prepare for operating and maintaining the streetcar system. This will involve
several steps in 2015 as described below.
Implementation of Capital/O&M Financing Strategies
Potential capital funding sources identified in this chapter were MAPS 3 sales tax revenues and innovative
financing. The MAPS 3 funding mechanism is already in place and generating revenues for Phase 1 capital
improvements. Resources required for operating and maintaining the Phase 1 streetcar service and
infrastructure may be garnered via multiple avenues.
Creation of a project specific TIF district would require the development of a TIF Review Committee in order
to establish the district limits, eligible participants, and an annual budget of expenditures and Project Plan
for implementation. A Downtown BID already exists in Oklahoma City, and is not designated for expiration
until Sept 30, 2020. The City may elect to engage the BID in discussions to determine its amenability to selfterminate in the pursuit of creating a new BID which adds provisions for streetcar O&M costs. As an
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alternative to termination, a new BID may be created by property owners along the RRF or the City could
wait until the annual public hearing for BID renewal and request the inclusion of streetcar O&M costs to the
annual budget.
A city-wide sales tax measure, while leveraging a broader tax base to fund operations, must be designed to
provide benefits across much of the city. Otherwise it may be met with greater opposition from property
owners, businesses, or citizens who are outside of the downtown area and may perceive a low benefit from
the economic development potential of the project.
A comprehensive public engagement strategy should be employed to explore the amenability of project area
business and property owners to form BIDs or TIF Districts to fund streetcar operations. The TIGER II real
time animations will be helpful in allowing owners to visualize the benefits, especially near potential
streetcar stop locations.
Similarly, the pursuit of a sales tax initiative or parking revenues to fund streetcar operations would require a
significant level of support from local business, community and political leaders. A comprehensive analysis
of direct, indirect and induced economic development potential attributable to deployment of better rail and
rubber tire transit services elsewhere would help present a convincing argument to stakeholders outside of
the streetcar project area in regards to a dedicated sales tax.
Future Planning Efforts
Oklahoma City has conducted numerous transit planning efforts as a result of COTPA’s 2005 Fixed Guideway
Study, including efforts on the streetcar, multi-modal hub, commuter rail, and bus route improvements.
Since most plans are outdated after 10 years due to changing conditions and completed projects, COTPA
should consider an update to the Fixed Guideway Study in the near term. A Fixed Guideway Study Update
could include the RRF, investigate future streetcar extensions, feeder bus connections to streetcar, the
planning for bus rapid transit (BRT), and prioritize other future bus improvements.
Oklahoma City’s submittal of the 2011 Modern Streetcar LPA did not achieve an overall “Medium” Project
Justification Rating from the FTA, so the City moved forward with the initiative as a locally funded project.
Notably, the Federal Transit Administration (FTA) has released its New and Small Starts Evaluation and
Rating Process Final Policy Guidance (August 2013) that makes transit funding even more competitive. The
only streetcar project in the U.S. to receive FTA Small Starts funding to date is Portland’s Eastside Extension.
Unfortunately, the FTA’s Small Starts program was established in a way that makes it difficult for cities to
obtain grant funding for streetcar projects. However, other FTA programs have funded streetcars and by
October 2013 approximately $400 million federal dollars had been awarded to streetcar projects in the U.S.
and in about ten cities, according to the nationwide Community Streetcar Coalition.
The only other viable programs for transit capital improvements are U.S. DOT’s Transportation Investment
Generating Economic Recovery (TIGER) discretionary grant program or TIFIA loans. Fortunately, Oklahoma
City was successful on its 2013 TIGER V grant application and received a $13.6 million grant for the multimodal hub at Santa Fe Station. The successful implementation of the multi-modal hub as well as the locallyfunded RRF will set the stage for any future grant applications to TIGER program. TIFIA loans allow
construction to occur earlier than grants, but are not always approved and of course must be repaid.
If Oklahoma City desires federal funding for future streetcar extensions, COTPA could conduct an
Environmental Assessment or Documented Categorical Exclusion according to the National Environmental
Policy Act (NEPA) on a recommended route. While the August 2013 Environmental Agency meeting was a
practical scoping step, once a NEPA process has been conducted the City would be better prepared to submit
a future TIGER grant application for a streetcar extension.
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Policy Suggestions
Oklahoma City is on a fast track to improving the overall livability of Greater Downtown Oklahoma City with
its myriad number of public works infrastructure, public-private partnerships, and private development. As
documented in Chapter 6, the MAPS 3 Streetcar Project would improve livability due to the relatively dense
urban context and adjacent walkable neighborhoods of the Midtown-Downtown-Bricktown districts.
Oklahoma City plans to move the MAPS 3 Streetcar Project into the preliminary design phase in 2013, then
into the final design and construction phases, and then start operations in 2017. COTPA or an independent
contractor will have to take various steps in 2014 and 2015 in order to assume testing, operation, and
maintenance of the streetcar service.
During this time, the “livable context” of Greater Downtown Oklahoma City may be further improved by
adopting formal policies within the City’s Comprehensive Plan update and within any new district or
neighborhood plans. The following sections highlight key policy suggestions as a starting point for further
discussion with Oklahoma City’s Planning Department and other agencies integral to the siting of streetcar
stops, economic development, livability, and prosperity within Greater Downtown Oklahoma City. These six
policy areas are reflective of the six areas identified by the Partnership for Sustainable Communities. Based
on the Livability assessment, COTPA supports the following policy suggestions for Oklahoma City and
applicable departments and agencies as the MAPS 3 Streetcar moves forward into implementation. (Please
note that these sections do not formally adopt or institute any policies on behalf of the City or COTPA).
Providing More Transportation Choices
 Transit Priority Policy: Where feasible, timely streetcar service could be facilitated with designated
“transit priority streets” in order to encourage streetcar ridership and more pedestrian-friendly
zones within downtown activity centers.
 Downtown Park-Once Policy: For city-owned parking garages, COTPA could provide free-fare
streetcar service to anyone with a parking garage ticket dated the same day to encourage streetcar
ridership, a park-once environment, cleaner downtown air quality, and lowered energy usage.
 Employee/Students Parking Policy: The City could encourage public sector employees and students
to park at city-owned parking lots and garages in and around downtown and use free-fare streetcar
service to reach downtown destinations by showing their ID.
 End-of-the-Line Feeder Bus Policy: COTPA and the City could secure funding for new bus service
that specifically feeds or meets the streetcar at the northeast, south and northwest streetcar
stations to extend the reach of streetcar and to help justify streetcar track extensions.
 Multi-Modal Transit Connectivity Policy: COTPA could provide an integrated approach to streetcar
and bus service planning so that buses entering the Downtown Transit Center allow for timely
transfers to the streetcar.
 Pedestrian-Friendly Streetscape Policy: The City could extend the pedestrian-friendly amenities of
the Project 180 streetscape project—lampposts, street trees, and new sidewalks—along all streetcar
routes to encourage walking to and from streetcar stations.
 One-Car Downtown Living Policy: The City could encourage one car per new residential unit in
Downtown Oklahoma City by revising its zoning code and urging residential developers within a 2-3
block zone of any streetcar route to build up to one parking space per unit while encouraging car
sharing.
Promoting Equitable, Affordable Housing
 Locally-Assisted Affordable Housing Policy: The City could use local and state redevelopment funds
to provide rehabilitated or newly constructed affordable housing units within designated
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neighborhoods (Strong Neighborhood Initiative) and also for areas adjacent to any streetcar route to
increase the supply of locally binding and affordably restricted (LBAR) housing.
OCHA Collaboration Policy: The City could work with the Oklahoma City Housing Authority (OCHA)
to determine ways to support and benefit public housing offerings by focusing on the Towers
Apartments along the RRF at NW 9th as well as the OCHA complex at the edge of Midtown (Classen
Senior Center) and the edge of the OHC (McGuire Plaza).
Federally-Assisted Affordable Housing Policy: The City could continue its success with HUD financing
partnerships to convert existing buildings (i.e. Sieber Hotel) or provide affordable units for new
residential projects (i.e. The Edge) within 500 feet of any streetcar route.
Private-Sector Affordable Housing Policy: The City could incentivize affordable housing units within
500 feet of any streetcar route through a transit-oriented development zoning overlay and tax
allowances with an affordable housing unit requirement as a percentage of new units.

Enhancing Economic Competitiveness
 Transit Supportive Development Policy: The City could promote new development within 500 feet
of any streetcar route through comprehensive plan amendments and zoning revisions based on
national best practices or FTA transit supportive guidelines as a minimum baseline.
 Transit Supportive Financing Policy: Based on the consensus of property owners, the City could
designate an improvement district along any streetcar route to assist the yearly financing of the
streetcar’s operations and maintenance.
 Adaptive Re-Use Development Policy: The City could continue its successful partnerships and
application of all applicable development funding and incentives to promote the adaptive re-use of
existing buildings for mixed-use purposes within 500 feet of any streetcar route.
 Major Employer Incentives Policy: The City could use applicable local, state, and federal commerce
funding programs to provide incentives to retain and/or attract major employers of 100 or more
employees within 500 feet of any streetcar route.
Supporting Existing Communities





Building and Land Recycling Policy: The City could continue its successful application of municipal,
local, state, and federal programs to assist private redevelopment and reuse of buildings and/or land
within 500 feet of any streetcar route (i.e. Skirvin Hotel, Dowell Center).
Historic Tax Credits Policy: The City could inform and/or actively recruit developers to use applicable
federal and state historic tax credits for any designated historic buildings or eligible for historic
designation buildings within 500 feet of any streetcar route.
Federal Transit Investments Policy: The City could continue to investigate and apply for applicable
federal transit program funds that would improve its fixed-route bus service, assist with future rail
service, or construct new facilities for bus and/or rail service.
Federal Brownfield Investments Policy: The City could continue its successful partnership and
application of EPA brownfields remediation funding to facilitate the redevelopment of contaminated
buildings and/or land within 500 route of any streetcar route.

Coordinating Policies & Leveraging Investment


Murrah District Revitalization Policy: The City could continue its revolving loan fund program within
the Murrah District to facilitate multi-family residential and commercial development or
rehabilitation, especially for sites within 500 feet of any streetcar route.
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Urban Renewal District Investments Policy: The City could continue its ongoing use of urban
renewal district funds within the Central Business District 1A and North Downtown Redevelopment
District, especially for sites within 500 feet of any streetcar route.
Sustainable Energy Usage Policy; The City could urge appropriate usage of both CNG and of the
existing district energy system (Veolia) for buildings, call for energy efficient housing within 500 feet
of any streetcar route, and urge electric customers as well as the streetcar operator to purchase
wind-generated electricity.

Valuing Communities & Neighborhoods







Strong Neighborhoods Policy: The City could continue its successful partnership with the
Neighborhood Alliance of Central Oklahoma and its application of the OKC Planning Department’s
Strong Neighborhoods Initiative (SNI), especially for those three neighborhoods within a few blocks
of the streetcar route.
Downtown Residential Policy: The City could continue to investigate, attract, and incentivize
opportunities for downtown residential developments, especially for sites within 500 feet of any
streetcar route.
Downtown Medium-sized Affordable Grocer: The City could incentivize a full-line grocer (potentially
in conjunction with a pharmacy) such that it can locate on the same block as the streetcar and be
able to sell foods at prices comparable to suburban grocers.
Pedestrian-Friendly Streetscape Policy: The City could extend the pedestrian-friendly amenities of
the Project 180 streetscape project—lampposts, street trees, ADA improvements, and new
sidewalks—along all streetcar routes to encourage walking to and from streetcar stations.
Health and Wellness Policy: The City could partner with Wellness Now, the Health Equity Campaign,
and others to educate about and improve physical connections between any streetcar routes and
affordable housing, health care facilities, fitness centers, and parks and open space.
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