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What is NCTCOG?
The North Central Texas Council of Governments is a voluntary association of cities, counties, school
districts, and special districts which was established in January 1966 to assist local governments in
planning for common needs, cooperating for mutual benefit, and coordinating for sound regional
development.
It serves a 16-county metropolitan region centered around the two urban centers of Dallas and Fort
Worth. Currently the Council has 233 members, including 16 counties, 165 cities, 23 independent school
districts, and 29 special districts. The area of the region is approximately 12,800 square miles, which is
larger than nine states, and the population of the region is over 6.2 million, which is larger than 35 states.
NCTCOG's structure is relatively simple; each member government appoints a voting representative from
the governing body. These voting representatives make up the General Assembly which annually elects
a 15-member Executive Board. The Executive Board is supported by policy development, technical
advisory, and study committees, as well as a professional staff of 235.

NCTCOG's offices are located in Arlington in the Centerpoint Two Building at 616 Six Flags Drive
(approximately one-half mile south of the main entrance to Six Flags Over Texas).
North Central Texas Council of Governments
P. O. Box 5888
Arlington, Texas 76005-5888
(817) 640-3300

NCTCOG's Department of Transportation
Since 1974 NCTCOG has served as the Metropolitan Planning Organization (MPO) for transportation for
the Dallas-Fort Worth area. NCTCOG's Department of Transportation is responsible for the regional
planning process for all modes of transportation. The department provides technical support and staff
assistance to the Regional Transportation Council and its technical committees, which compose the MPO
policy-making structure. In addition, the department provides technical assistance to the local
governments of North Central Texas in planning, coordinating, and implementing transportation
decisions.

Prepared in cooperation with the Texas Department of Transportation and the U. S. Department of
Transportation, Federal Highway Administration, and Federal Transit Administration.
"The contents of this report reflect the views of the authors who are responsible for the opinions, findings, and
conclusions presented herein. The contents do not necessarily reflect the views or policies of the Federal Highway
Administration, the Federal Transit Administration, or the Texas Department of Transportation."
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EXECUTIVE SUMMARY
The ability to easily travel affects our economic status, social status, and our overall standard of living.
On a regional scale, the Dallas-Fort Worth Metropolitan Area’s economy and environment depend heavily
on the efficient performance of the overall transportation system and its reliability.

Transportation

planning, recognizing our mobility needs, and identifying available resources will allow for the
maintenance

and

improvement

of

our

transportation system, therefore having a

Multimodal Transportation Options

positive effect on our economy and quality of
life. Transportation is a dominant factor in all
our lives.

Our experiences related to

traveling to and from work, school, hospitals,
shopping centers, and recreational facilities is
critically important to us all as a region.

The ability to develop long-range plans and to
formulate a balanced vision for the future are
critical and necessary planning requirements
for the long-term sustainability of a region.
Long-range

transportation

requirements are not new.
planning

by

planning

Transportation

Metropolitan

Planning

Organizations (MPOs) dates back to the
passage of the Federal Highway Act of 1962.
Because the MPO is comprised of officials of
the urban area’s local governments and transportation agencies, it has become the forum for cooperative
transportation planning and decision-making. Federal legislation makes it mandatory for a region to
develop far-reaching plans and to work towards implementing that vision.

Metropolitan Planning

Organizations are required to develop a financially-constrained Metropolitan Transportation Plan (MTP).
The MTP focuses only on what a region can afford, not what it actually needs. Although this Plan is
important to the area and continues to be the driving vision for the region, the state of Texas has
recognized the need for the Texas Metropolitan Mobility Plan, which focuses on the transportation needs
of the region. The Texas Metropolitan Mobility Plan will focus on the mobility needs of each area in order
to address the funding shortfalls that exist between the total resources available to the region through
traditional funding sources, and the amount needed to reduce congestion to a locally acceptable level.
The Texas Metropolitan Mobility Plan balances the goals of the region through a diversified approach of
short and long-range modal strategies.

1

Historically, most of the major metropolitan areas across the state have experienced explosive growth
without the adequate funding needed to increase the capacity of the transportation system. The result is
a loss of productivity, increased costs for services and goods, and a diminished quality of life for all
Texans. The Texas Transportation Commission has indicated that it is time to change the way Texas
plans, funds, and delivers transportation systems in metropolitan areas.

The planning process that drives the Texas Metropolitan Mobility Plan was developed through a joint
coordinated effort between the Texas Department of Transportation (TxDOT), the MPOs representing the
eight Transportation Management Areas, and the Texas Transportation Institute. Based on the guidance
issued by TxDOT and its commission, the specific elements of the Texas Metropolitan Mobility Plan were
identified. Detailed processes were then developed so that each MPO would be able to follow the exact
same process, providing a consistent level of analysis across the state.

The relationship between the region’s long-range MTP and the Texas Metropolitan Mobility Plan is based
on the underlying principal that the MTP is required to be financially constrained and balanced to
anticipated revenue streams over time. The Texas Metropolitan Mobility Plan goes one step further and
becomes a needs-based plan which quantifies transportation needs beyond the fiscal constraint barrier.
Instead of taking a conservative approach and focusing only on what funding can be predicted to be
available, the Texas Metropolitan Mobility Plan focuses on the magnitude of unmet needs and provides
decision-makers with a better feel for the total transportation needs for each region and shows that we
are not currently meeting our mobility needs adequately and that additional funding is needed.

Through the use of the Texas Congestion Index, an index for measuring the mobility within each region, it
was agreed upon that each major metropolitan area would use the elimination of all level-of-service “F”
facilities as the target mobility level.

Using this approach for the Dallas-Fort Worth region, it was

determined that an additional 4,638 lane miles would be needed to completely eliminate all level-ofservice “F” facilities. This is above and beyond the 8,526 lane miles already identified and included in this
region’s financially-constrained Metropolitan Transportation Plan. The analysis used to identify these
additional needs should be interpreted as an overall need which should be reached through a
combination of multimodal approaches including freeways, toll roads, high occupancy vehicle and arterial
street improvements, bus and rail transit, freight, and operational system improvements.
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Dallas-Fort Worth Region Additional Corridor Needs

The deficiencies shown are based on eliminating Level-of-Service “F” conditions (mobility target level) and represent the additional corridor needs
after implementing the recommendations contained within the current Metropolitan Transportation Plan, Mobility 2025 – Amended April 2005.

From a financial standpoint, it is important to not only identify the long-term needs for this Plan, but to also
identify the levels of funding needed to reach such a goal. The following table reflects the lane miles
needed as a result of the financially-constrained MTP and the needs-based Texas Metropolitan Mobility
Plan, along with the estimated total costs for each scenario. As shown, in order to eliminate all level-ofservice “F” facilities throughout the region, it is estimated to cost an additional $26.5 billion above and
beyond what is already identified in the MTP.

3

Lane Miles Needed and Cost Estimates
Mobility 2025 – Amended
April 2005 (MTP)
Total Lane
Miles Added
TOTAL
1

Eliminate
Level-of-Service “F”
Additional
Lane Miles
Needed

Cost
(Billions/2006 $)

8,526
Lane Miles

4,638
Lane Miles

$19.7

Additional
Cost
(Billions/2006 $)

$26.51

Could be addressed by a multitude of modal options and programs.

In addition to capacity funding needs, this Plan also took into account the additional funding necessary to
purchase the right-of-way to construct these additional needs, the cost needed to rehabilitate the existing
aging system, and other regional goods and freight movement initiatives which are being pursued at this
time. As a result of this needs-based Plan, it is estimated that the Dallas-Fort Worth Metropolitan Area
has a total out-year need of approximately $114.9 billion, which includes the $45.0 billion already
identified in the financially-constrained MTP, plus the additional unfunded need of $69.9 billion which was
derived as a result of the Texas Metropolitan Mobility Plan process.

Total Dallas-Fort Worth Identified Funding Needs
Metropolitan Transportation System Components

Funded Needs

Unfunded Needs

(Billions/2006 $)

(Billions/2006 $)

Operation and Maintenance

$14.1

Congestion Mitigation Strategies

$1.9

Bicycle and Pedestrian Facilities and
Transportation Enhancements

$1.0

Rail and Bus Transit System

$8.31

HOV and Managed Facilities

$1.5
$12.42

Freeway and Toll Road System
Regional Arterial and Local Thoroughfare System

$5.8

$20.63
$5.9

Additional Cost to Purchase Right-of-Way

$1.1

Rehabilitation Costs

$35.6

Goods Movement/Rail Freight Costs

$6.7

TOTAL

$45.0

$69.9

TOTAL DALLAS-FORT WORTH FUNDING NEED
$114.9 Billion
1
2
3

$2.0 billion obtained through Regional Transit Initiative
$0.8 billion to be obtained through future Partnership programs
Includes Freeway-to-Freeway Interchanges

Between now and the year 2030, this region must develop partnerships, implement all the new financial
tools currently available, and research additional funding opportunities to generate this level of additional
funding needed above and beyond what is anticipated from current funding streams. The ability to
implement regional projects and achieve these ambitious goals is closely tied to this region’s ability to
identify innovative financing methods and work closely with the Texas Transportation Commission to
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pursue every available funding opportunity, whether that be through toll equity, Regional Mobility
Authorities, the Texas Mobility Fund, or other tools and programs to be developed in the future.
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INTRODUCTION
The Texas Metropolitan Mobility Plan addresses a statewide initiative to quantify long-range needs within
the larger metropolitan areas of the state and to develop a shorter range prioritized listing of projects
aimed at improving mobility and reducing traffic congestion and air quality impacts. This Plan serves as a
comprehensive, multimodal blueprint for transportation systems and services within the Dallas-Fort Worth
(DFW) Metropolitan Area. It is not constrained by anticipated revenues, but rather looks at overall future
transportation funding needs.

It recognizes the heightened awareness of the growing concerns for

improved air quality, public acceptance of major transportation facilities, and the need for adequate
financial resources for Plan implementation.

According to the 2000 Census, approximately 60 percent of all Texans live in the state’s eight major
metropolitan areas, defined as those areas with populations exceeding 200,000. Those metropolitan
areas include Austin, Corpus Christi, North Central Texas (Dallas-Fort Worth), El Paso, Lubbock, Hidalgo
County, Houston-Galveston, and San Antonio.

Today, the cumulative population of these eight

metropolitan areas is more than 12.4 million persons.

Traffic congestion is one of the

Annual Cost of Congestion

greatest challenges facing the DFW
region.
frustration,

It

results
increased

in

motorist

commuting

times, loss of productivity, higher
automobile insurance rates, increased
costs for transporting goods, and a
deterioration of air quality. During the
year 2000, it is estimated the DFW
region lost $5.3 billion of productivity
due to the cumulative amount of time spent in congestion. The purpose of the shorter-range prioritized
projects is aimed to aggressively mitigate this congestion cost.

The Texas Metropolitan Mobility Plan (TMMP) is an initiative that will result in each of the eight major
metropolitan areas developing locally conceived, comprehensive regional mobility plans to improve traffic
flow by using all modes of transportation. These individual Plans will be implemented through a regional,
baseline allocation of the Texas Department of Transportation metropolitan mobility funds and a locally
generated partnership program.
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All of the major metropolitan areas throughout the state have experienced significant increases in traffic
congestion over the last decade, resulting in steadily increasing travel times, decreased mobility,
decreased reliability, driver frustration, and unacceptable air quality. Traffic congestion is on the rise,
largely in response to steady increases in employment opportunities and additional population locating in
the urbanized areas of the state. Traffic congestion threatens public safety, the state’s economic vitality,
and the quality of life for millions of people.
Texas Metropolitan Mobility Plan Charge and Definition

The DFW Metropolitan Area was one of the most rapidly growing areas in the U.S. during the 1980s and
1990s. Based on year 2000 Census data, the Census Bureau is currently reflecting that the Combined
DFW Metropolitan Statistical Area is the sixth largest metropolitan area in the country with a growth rate
more than twice that of the five larger areas. Larger today in population that 33 states and as the largest
metropolitan area in Texas, the DFW area is a major economic and resource for the state. Representing
approximately one-third of the state’s gross regional product, the region is a national and statewide leader
in job growth and is consistently named among the most attractive U.S. metropolitan areas for corporate
expansions and relocations.

The dramatic growth of the region will have significant accessibility, mobility, and economic implications.
If current travel trends continue, this translates into more travel, resulting in increased traffic congestion.
These trends include increases in automobile ownership, drive alone travel, and suburbanization,
resulting in more and longer trips. Unless a way to modify the travel characteristics of the residents of the
region is found, an already overburdened transportation system will have to absorb this increase in travel.
To this end, the Texas Metropolitan Mobility Plan contains plans, programs, projects, policies, and
partnerships aimed at balancing transportation and land-use decisions in a way that accommodates the
growth while minimizing any negative transportation, air quality, and community impacts. The Texas
Metropolitan Mobility Plan balances the goals of the region through a diversified approach of short and
long-range modal strategies.

Historically, all of the major metropolitan areas across the state have experienced consistent growth
trends without adequate funding needed to increase the capacity of the transportation system, resulting in
loss of productivity, increased costs for services and goods, and a diminished quality of life for all Texans.
The Texas Transportation Commission has indicated that it is time to change the way Texas plans, funds,
and delivers transportation systems in metropolitan areas. It is imperative that regional solutions be
developed at the local level, by the local governments, agencies, and elected officials responsible for
setting funding priorities, and that those individuals be given the tools to deliver transportation
improvements in a timely fashion in response to the growing demand for services.
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From a larger statewide perspective, the interstate and statewide movement of people and goods is being
addressed through the adoption of the Trans Texas Corridor System. This is a bold, statewide initiative
focused on improving safety, reducing regional congestion, diverting long-haul and hazardous materials
from entering population centers, creating a comprehensive multi-user rail system, and providing
underdeveloped areas of the state access to competitive utility service.

A similar bold approach is needed to solve travel needs in the larger metropolitan areas. The Texas
Metropolitan Mobility Plan is that bold approach. It presents a framework in each of the eight largest
metropolitan areas in the state to provide for the remaining metropolitan needs, and is based on the basic
concepts of planning, funding, and streamlined project delivery.
Results of First Texas Metropolitan Mobility Plan Analysis (Adopted August 12, 2004)

The concept for the Texas Metropolitan Mobility Plan began in 2003, when Governor Rick Perry
instructed the Texas Department of Transportation to develop a plan to improve mobility and reduce
congestion in metropolitan areas across Texas. In his letter of March 2003, the governor challenged
TxDOT to better meet the needs of the largest regions across the state. Responding to the governor and
building on the report from August 2001 titled Transportation Partnerships, the leadership of TxDOT
formed a core team of TxDOT and Federal Highway Administration personnel to develop an approach to
better meet the needs of metropolitan Texas and reduce congestion.
Metropolitan Mobility Plan:

Breaking the Gridlock was born.

From that effort, the Texas

Adopted by the Texas Transportation

Commission in August 2003, the Texas Metropolitan Mobility Plan presents a framework and outlines
action steps to better meet these needs.

The locally-adopted Texas Metropolitan Mobility Plan for the Dallas-Fort Worth region was adopted on
August 12, 2004 by the Regional Transportation Council, which serves as the Metropolitan Planning
Organization policy-board for the region. The results of this first TMMP analysis indicated a long-term
financial need of $100.8 billion by the year 2025, as shown in the following table. This estimate includes
unfunded capacity needs of $19.5 billion, right-of-way needs of $2.3 billion, rehabilitation costs totaling
$31.4 billion, and goods movement/rail freight costs of $2.6 billion.
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Dallas-Fort Worth Unmet Funding Needs (2004 TMMP Analysis)
Unfunded Needs
(Billions/2004 $)

TMMP System Components
Freeway and Toll Road System

$16.2

Regional Arterial and Local Thoroughfare System

$3.3

Additional Cost to Purchase Right-of-Way

$2.3

Rehabilitation Costs

$31.4

Goods Movement/Rail Freight Costs

$2.6

TOTAL

$55.8

The results from each region’s Texas Metropolitan Mobility Plan were taken out for public comment as
part of each region’s public involvement process and were all adopted locally by their MPO policy board.
Final TMMP reports were compiled and transmitted to TxDOT for presentation to the Texas
Transportation Commission. A 2004 Report of Progress and Action Plan for Continued Success was
developed by TxDOT staff and presented to the Texas Transportation Commission on October 28, 2004.
The Commission provided the following conclusions based on the TMMP reports and TxDOT’s summary
document:
 Congestion is bad and getting worse and traditional funds cannot keep up.
 There are many types of solutions to this problem.
 Solutions will be expensive.
 Solving the problem will have great benefits.
 Partnerships are the key to solving the problem.
 We are off to a great start and need to keep going.
Adopted Goals of the Texas Metropolitan Mobility Plan

Relieve Congestion
One of the underlying goals of this planning

North Central Expressway at Beltline Road

and programming exercise is to identify longrange needs in each metropolitan area to help
solve transportation problems, with an ultimate
goal being an increase in mobility and a
decrease in the level of traffic congestion. To
help in quantifying this goal and measuring
progress over time, the Texas Congestion
Index will aid the metropolitan areas in setting
goals for congestion reduction and will be
based on the delay time experienced by
drivers. As an example, a Texas Congestion
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Index of 1.15 would indicate that a peak-period trip would take no more than 15 percent longer than a
non-peak period trip on average.

Improve Safety
Another major goal of the Texas Metropolitan Mobility Plan is to include safety considerations into the
plan development process and to look for ways to provide a more safe and reliable transportation system.
Each Regional Mobility Plan will address specific goals which could include:
 Separation of truck and personal-vehicle traffic on high-speed metropolitan corridors;
 Reduction of fatal or injurious crashes, including at-grade railroad crossings;
 Improved safety in metropolitan areas with transit systems;
 Improved security for freight arriving from foreign ports; and
 Reduction in vehicle-bicycle and vehicle-pedestrian fatalities and injuries.

Improve Air Quality
Air quality has steadily become a major concern for most of the larger metropolitan areas across the
state. The North Central Texas Council of Governments (NCTCOG), serving as the MPO for the DFW
Metropolitan Area, is responsible for conducting the regional planning process for all modes of
transportation. This responsibility also includes conducting a technical and rigorous air quality conformity
analyses as required by state and federal mandates resulting from the DFW region being designated as
nonattainment for exceeding the National Ambient Air Quality Standard for the pollutant ozone. Each
Regional Mobility Plan will assess the impact on air quality attributed to the recommendations and results
of this needs-based planning effort. However, this analysis is not intended to replace, nor be as stringent
and cumbersome, as the already mandated air quality conformity analysis process.

Each Regional

Mobility Plan will have as a goal the improvement of air quality in their respective regions over time.

Improve Quality of Life
Regarding quality-of-life considerations, it is recognized that, while transportation investment directly
impacts such things as urban mobility, air quality, and economic development, there are less direct, but
equally important impacts of transportation systems and services which address the quality-of-life impacts
of proposed projects and approaches. The issues and goals identified below direct planning efforts to
consider urban form and transportation’s impact upon the economy and the environment, in addition to
the provision of transportation services and infrastructure to those traditionally underserved.
 Promote the orderly economic development of the region;
 Encourage balanced land-use and transportation plans and programs which maximize the use of
transportation investments;
 Provide transportation opportunities to the traditionally underserved;
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 Encourage the preservation and revitalization of communities and neighborhoods and address
policies to guide in-fill and new development within the communities;
 Support recreation and tourism;
 Encourage transportation investments that promote healthy and active lifestyles;
 Avoid, mitigate, and enhance the environmental impacts of transportation improvements;
 Reduce energy consumption;
 Address the transport of hazardous materials within and through the region;
 Strive to provide access to various modes of transportation;
 Consider the effects of noise and aesthetic assessments; and
 Promote Access Management Strategies.

Improve Opportunities for Enhanced Economic Development
The way transportation is planned, programmed, and constructed in this region must be responsive to
regional trends in economic expansion, population growth, development, public health, and the
environment in order to provide mobility, improve the region’s air quality status, and avoid a risk of
sanctions on federal transportation funds. Promoting improved opportunities for enhanced economic
development is a specific goal of this Plan because of the direct link between land use, transportation,
and air quality.

Increase the Value of Transportation Assets
The transportation system serving the Dallas-Fort Worth region has a significant impact on economic
development potential, and is a powerful driving force for this region. It is imperative that we identify and
use all financial options available to build transportation projects sooner, that we empower local and
regional leaders to solve our regional transportation problems, that we increase competitive pressure to
drive down the cost of transportation projects, and that we demand consumer-driven decisions that
respond to traditional market forces.

Enhance Infrastructure Maintenance
A key component which must be considered during the development of the Texas Metropolitan Mobility
Plan is not only what the future needs are for each region, but also what the magnitude of infrastructure is
which must be maintained over time to ensure proper functioning and usability of the system without any
degradation of service. This must include not only the existing transportation system, but also future
facilities, because once they are constructed, a dedicated source to support their maintenance must also
exist.
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Streamline Project Delivery
Another key concept to consider is a way to provide for a more streamlined process for project delivery.
Public-private partnerships and more efficient cash-flow management techniques are two possibilities to
consider which could provide more timely delivery of improvements. Other innovative tools for project
delivery could include:
 Improved environmental review to reduce project development and approval timelines;
 Unrestricted use of the authority in comprehensive development agreements;
 Specific exemption from the current restricting on toll equity for toll projects in urban areas;
 Institute the concept of “pass-through tolling” for the TxDOT portion of metropolitan projects;
 Seek blanket approval to add toll lanes to existing highways;
 Institute policies for allowing metropolitan areas to receive fund credits for their expenditures to
construct off-state system projects;
 Streamline state and federal oversight roles for small off-state system projects; and
 Develop design-build contracting to complete transportation projects faster.

Relationship to the Metropolitan Transportation Plan

MPOs across the state have been preparing long-range Metropolitan Transportation Plans for nearly
three decades now in order to address and meet state and federal planning requirements. However, the
needs-based Texas Metropolitan Mobility Plan is a new statewide requirement focused specifically at the
larger metropolitan areas over 200,000 in population. There
Metropolitan Transportation Plan

are many similarities between these two planning documents
and both are goal oriented toward reducing congestion and
improving mobility and air quality.

The Metropolitan Transportation Plan is a comprehensive,
multimodal blueprint for transportation systems and services
aimed at meeting the mobility needs of the DFW Metropolitan
area and serves as a statement of the ways the region plans
to invest in the transportation system over the next 20 years.
The MTP, identified as Mobility 2025 – Amended April 2005, includes both long and short-range policies,
strategies, and projects that lead to the development of an integrated intermodal transportation system
that facilitates the efficient movement of people and goods. The MTP serves to guide the expenditure of
more than $45 billion of federal, state, and local funds expected to
be available for transportation improvements through the year
2025.

The MTP is required to be financially constrained and

“The MTP is required to be financially
constrained and balanced to anticipated
revenue streams over time.”

balanced to anticipated revenue streams over time. One of the most important aspects of the MTP is the
identification and analysis of the financial resources available to implement its recommendations.
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Because of the financially-constrained requirement, the MTP does not address or quantify unmet funding
needs and does not typically look beyond what can be achieved with the amount of available funding,
resulting in a realistic, yet constrained picture.

The Texas Metropolitan Mobility Plan is a state-based requirement intended to serve as a framework for
identifying unmet transportation needs in the state’s larger metropolitan areas. The Texas Metropolitan
Mobility Plan requires the eight transportation management areas (TMAs) in Texas to develop a
comprehensive, locally developed, visionary, realistic, and financially-unconstrained plan to reduce
congestion and improve mobility and air quality. While the MTP serves as a financially-constrained plan
identifying only what can be afforded given anticipated funding streams, the Texas Metropolitan Mobility
Plan goes one step further and becomes a needs-based plan which quantifies transportation needs
beyond the fiscal constraint barrier.

“The Texas Metropolitan Mobility Plan goes one step
further and becomes a needs-based plan which quantifies
transportation needs beyond the fiscal constraint barrier.”

Instead of

taking a conservative approach and focusing only
on what funding can be predicted to be available,

the Texas Metropolitan Mobility Plan focuses on the magnitude of unmet needs and provides decisionmakers with a better feel for the total transportation needs for each region and shows that we are not
currently meeting mobility needs adequately and that additional funding is needed.
Texas Congestion Index: Definition

In order to begin identifying the magnitude of unmet needs throughout the state, an innovative planning
tool was created to serve as a benchmark performance measure for calculating levels of congestion
across the state. This tool is called the Texas Congestion Index (TCI). This index will use currently
existing data and models that have been produced for other purposes to generate congestion-index
statistics. This index will measure the mobility of people and goods in each Texas metropolitan area, with
attention to the delay time experienced by drivers. For example, a possible target congestion index of
1.15 means that a peak-period trip would take no more than 15 percent longer than off-peak travel.

Because a single index can obscure some elements or characteristics, the TCI process creates several
measures aimed at assessing various elements of metropolitan transportation services. The index will
help evaluate the programs and strategies that should be pursued to accomplish mobility objectives. It is
designed to compliment existing tools, procedures, measures, and practices to improve congestion relief
analyses.

Basic Process for Development

The planning process that drives the Texas Metropolitan Mobility Plan was developed through a joint
coordinated effort between TxDOT, the MPOs representing the eight TMAs, and the Texas
Transportation Institute.

Based on the guidance issued by TxDOT and its commission, the specific
13

elements of the Texas Metropolitan Mobility Plan were identified and detailed processes were developed
so that each MPO would be able to follow the exact same process, providing a consistent level of
analysis across the state. From a technical standpoint, detailed travel demand models were used to help
identify and solve for the various levels of congestion and were used as direct input into the calculation of
TCI values.

TMMP Travel Demand Model Assumptions
Demographic
Year

Network
Year

Conditions

Policy
Implications

Existing Situation (baseline)

2000

2000

Existing/
Observed

“Baseline”

Do-Nothing/“No-Build”

2030

2000

No Additional
Improvement

Impact of Growth

Metropolitan Transportation Plan
(financially-constrained)

2030

2030

Financially
Constrained

Anticipated Future

Revenue Constrained (MTP w/o
tolling initiatives)

2030

2030

New Financial
Tool Projects
Omitted

Future w/o New
Funding Tools

TMMP: Needs Based/Elimination
of Level-of-Service “F” Conditions

2030

2030

Needed
Improvements

Improved Future
with Additional
Resources

Transportation Management Area

Each of the eight Transportation Management Areas across the state have specific planning area
boundaries related to their MPO functions. Within the DFW Metropolitan Area, the planning area used for
this planning exercise includes the counties of Collin, Dallas, Denton, Rockwall, and Tarrant and portions
of Ellis, Johnson, Kaufman, and Parker.
The DFW Metropolitan Area is the largest

Dallas-Fort Worth
Transportation Management Area

regional economy in Texas, comprising
over 30 percent of the state’s economy.
This region has grown by one million
persons each decade since 1960.

The

next three decades will bring in an
additional three million persons and by the
year 2030, the region is expected to
include nearly nine million persons. The
map shown here indicates the boundaries
of the Transportation Management Area,
which also corresponds to the Dallas-Fort
Worth

Metropolitan

Planning

Area

boundary.
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Demographics

The DFW Metropolitan Area was one of the

Regional Growth Trends

Population (in millions)

most rapidly growing areas in the U.S. during
10.0
9.0
8.0
7.0
6.0
5.0
4.0
3.0
2.0
1.0
0.0

the 1980s and 1990s.

Year 2000 Census

data indicates that the DFW Metropolitan
Area is the sixth largest metropolitan area in
the country.

Growth in population and employment is a
primary reason for increased congestion in
30
20
20
20
10
20
00
20
90
19
80
19
70
19
60
19

the Nation’s metropolitan areas. As of April
2000, the estimated population for the DFW

Year

Metropolitan Area, which includes Collin,
Dallas, Denton, Rockwall, and Tarrant Counties, and portions of Ellis, Johnson, Kaufman, and Parker
Counties, was 4.87 million: an increase of 29 percent since 1990, which is more than twice the national
average.

These demographic projections drive the travel forecasting process because they provide

information regarding future locations of population and employment, which generate increased travel.

Projected Demographic Growth
2000

2005

2010

2015

2020

2025

2030

Population
(in millions)

4.9

5.6

6.1

6.7

7.2

7.9

8.5

Households
(in millions)

1.8

2.1

2.3

2.5

2.7

2.9

3.1

Employment
(in millions)

3.1

3.5

3.8

4.2

4.5

4.9

5.3
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TRAVEL FORECASTING PROCESS
The forecasting technique of the Dallas-Fort Worth

Travel Demand Forecasting Process

Regional Travel Model is based on a four-step
sequential process, as shown here, designed to model
travel behavior and predict the level of travel demand

Urban
Activity

Trip
Frequency

at regional, subarea, or small area levels. The travel
modeling

process

frequency,

or

begins

trip

with

generation,

estimating
which

Destination
Choice

trip

converts

population and employment data to a total number of
Mode
Choice

weekday person trips produced by and attracted to
each zone. A regional zone system was developed to
represent aggregations of population and employment
activity and travel within the region.

Roadway
Route
Choice

The trip

distribution model uses roadway zone-to-zone travel

Transit
Route
Choice

time information to distribute the trip productions and
attractions from trip generation to and from each zone
to estimate the weekday travel patterns between each zone. The third step in the process is to estimate
the share of trips between each pair of zones using the available travel modes. The final model step
consists of roadway and transit users being allocated to transportation links in the network. A “feedback”
approach is used in the financiallyTravel Demand Model Runs

constrained

Transportation Plan to ensure full

TEXAS METROPOLITAN MOBILITY PLAN
TRAVEL DEMAND MODEL RUNS

.
.

Eliminate LOS “F” Conditions
(Target Level)

consistency for all Congestion Index
models to calculate a corresponding

2030 Do-nothing

TRADITIONAL
2030 “Revenue-Constrained” (Fund 6)

BENEFIT OF NEW TOOLS
2030 “Financially-Constrained” MTP

“POLICIES”

TCI
Value

.
.
.
.

Metropolitan

UNFUNDED

TCI value.

The performance of the system is
reflected

2030 Needs-Based

in

the

following page.
2000

2015

graphic

on

the

The left-hand map

2030

shows the condition of traffic in the

...
.

year 1999 when the region had 4.5

Model Run

Trip Tables

Travel Model Network

2000 Baseline
2030 Do-Nothing
2030 MTP
2030 Needs Based
2030 Revenue Constrained

2000 Trip Table
2030 Trip Table
2030 Trip Table
2030 Trip Table
2030 Trip Table

2000 Network
2000 Network
2030 Network – “Financially-Constrained MTP”
2030 Network – “MTP + Additional Needs to solve LOS F”
MTP 2030 minus all new toll roads & managed facilities

million persons.
reflect

conditions

The pink areas
of

moderate

congestion where there is some stopand-go traffic on major facilities during the peak period, but there are also alternative routes which can be
taken during that peak period to accommodate and provide a slower, but acceptable level-of-service as
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compared to off-peak times. The dark red areas on the map identify conditions of stop-and-go traffic
throughout most, if not all, of the peak period and alternate routes are likely not available to relieve the
demand.
the

In 1999,
cost

of

1999 And 2025 Congestion Levels

congestion sums up
to roughly $5.3 billion
dollars

of

lost

productivity

each

year due to that traffic
congestion.

By the year 2025, the
anticipated

regional

population

is

expected to be near
eight million persons,
reflecting

a

75

percent increase over
1999 values.
anticipated

The

regional

employment follows an even sharper trend line. While population and employment activities increase at
roughly 75 percent and 84 percent respectively, the modeled effects of the amount of travel within the
region will increase by about 87 percent. Based on current funding and revenue streams, it is anticipated
that we can only provide an additional 50 percent of new capacity to the transportation system through
the year 2025. As a result, we expect to see over a doubling of the regional congestion as shown on the
right-hand map. The areas of moderate congestion now cover most of the region, while the areas of
severe peak-period congestion are now focused on most of Tarrant County, and Northern Dallas and
Southern Collin Counties.

Almost $12 billion of annual lost productivity could occur in the year 2025 if we are unable to identify and
secure additional sources of funding. The year 2025 congestion map is based on spending $45 billion
worth of improvements as identified in this region’s Metropolitan Transportation Plan, and even with that
level of funding, congestion continues to worsen over time. Included in Appendix B of this report is
additional information concerning travel model performance measures and the results of our low-level
aerial transportation study. The following graphic provides additional information concerning travel times
from the Dallas-Fort Worth International Airport in the Year 2025. It indicates that longer trips within the
region can easily require 60 minutes or more, even with the full implementation of the $45 billion MTP.
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Average Travel Times From DFW Airport In 2025
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TARGET MOBILITY LEVEL
The Texas Congestion Index is a variation of the Travel Time Index developed by the Texas
Transportation Institute for the Annual Urban Mobility Report. This index compares the travel time in the
peak period to the travel time that would be required for the same travel at free-flow (i.e., off-peak)
speeds. This formula identifies the travel time penalty for peak-period congestion. The value is a ratio
with a practical minimum value of 1.0, which indicates that travel time is the same as it would be at freeflow conditions. A value of 1.3, for example, would indicate that a peak-period trip requires 30 percent
more time than the same trip at free-flow speeds. In essence, a 20 minute off-peak trip would require 26
minutes in the peak period. The graph below shows the relationship between average travel speeds and
levels of congestion, indicated by the colored shading.

Level-of-service “F” conditions begin when

freeway speeds enter a range between 50 to 30 miles per hour. As an initial starting place for this first
round of Texas Metropolitan Mobility Plan development, it was agreed upon that all the Metropolitan
Planning Organizations would identify a target level of congestion consistent with eliminating and
removing all level-of-service “F” conditions region-wide. This translates into a plan with peak-period
speeds greater than or equal to 50 miles per hour.

Level-of-Service Ratings
Summary of Freeway Traffic Condition Ratings
(Density-Based Level-of-Service)
Expected average travel speeds:
70-50 mph

LOS
A

LOS
B

LOS
C

No significant delays

0

20

LOS
D

LOS
E

10 mph and below
(usually incident related)

20-10 mph

30-20 mph

50-30 mph

LOS
F

LOS
F

Steady progress through congestion

45

80

60

Extrended delays

Stop-and-go traffic flow

100

120

140

Density (passenger cars per lane per mile)
These service level definitions are based on the 1997 (Updated) Highway Capacity Manual

To accomplish this goal and to identify this target level of congestion, each MPO ran the travel demand
model five times to produce the following scenarios: (1) an existing “baseline” condition for the year
2000; (2) a year 2030 no-build condition; (3) a scenario which includes the recommendations from the
Metropolitan Transportation Plan financially-constrained plan; (4) an alternative that is revenueconstrained, which is the MTP scenario without the benefit of the new tools; and (5) a scenario which

19

eliminates all level-of-service “F” conditions throughout the entire roadway network. Each of these five
scenarios is input directly into the calculation of TCI values and represents the amount of congestion
present and can be plotted to reflect the regional trend in congestion reduction based on the amount of
funding and improvements included.

The graphic below reflects how those five TCI data points

correspond to one another and reflects the overall trend in levels of congestion (represented by TCI
value).

In the Dallas-Fort Worth region, the baseline TCI value for congestion in the year 2000 is 1.29. Based on
the recommendations contained in the $45 billion MTP, the TCI value in the year 2030 is expected to be

1.51. This reflects a worsening of congestion even after the financially-constrained MTP has been fully
implemented, which indicates the need for additional funding to alleviate a greater level of congestion
over time. The no-build condition shows what the region’s TCI value of 2.79 would be if none of the
improvements in the MTP were implemented, representing an unacceptable level of congestion and delay
time.

This translates into a gridlock situation due to growth over time if additional transportation

improvements are not made. Because of the new financial tools available to fund projects sooner and to
expedite project delivery, the revenue-constrained model run indicates a TCI value of 1.56.

The

difference between the 1.51 MTP TCI value and the 1.56 revenue-constrained TCI value accounts for the
effects and benefit of the new financial tools. The Texas Metropolitan Mobility Plan is the tool to identify
the needs which exist above and beyond those identified in the region’s MTP. By reducing all level-ofservice “F” conditions throughout the region, the corresponding TCI value would be 1.20. This is the
target level of improvement in the DFW region.

Texas Congestion Index
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FINDINGS
The results of the Texas Metropolitan Mobility Plan process are reflected in the tables and graphs
presented below. As reflected in the table, the financially-constrained Mobility Plan includes 8,526 total
lane miles of roadway improvements for the entire DFW region. After running the travel demand model
and having it identify all level-of-service “F” facilities, and then allowing the model to add capacity in
increments of whole number of lanes until that level-of-congestion is eliminated, the resulting additional
lane miles needed under this needs-based Plan are 4,638.

It is anticipated that congestion will ultimately be alleviated through a mixture of modes. This analysis
provides a good representation of overall need, but does not clearly identify how that need will be
accommodated.

Lane Miles Needed
Existing
Lane Miles
(“Baseline”)

Mobility 2025 –
Amended April 2005
Total Lane
Miles Added

Eliminate
Level-of-Service ‘F”
Additional Lane Miles
Needed

Freeways/Tollways

3,749
Lane Miles

2,106
Lane Miles

2,097
Lane Miles

Arterials

14,676
Lane Miles

6,420
Lane Miles

2,541
Lane Miles

1

39 Interchanges

8,526
Lane Miles

4,638
2
Lane Miles

Freeway-to-Freeway
Interchanges
TOTAL
1
2

18,425
Lane Miles

Included in freeway cost above
Could be addressed by a multitude of modal options and programs

Reliability
Reliability has always been a key component of the Texas Metropolitan Mobility Plan. The variation in
travel time from day to day is one of the more frustrating parts of daily travel. Changing conditions
caused by vehicle collisions, breakdowns, weather, or other events causes missed meetings, delayed
shipments, inefficient manufacturing processes, and extra time that must be allowed for travel. This extra
time is a real component of congestion and has economic and social costs.

The Buffer Index is a measure of the amount of extra time (the “buffer”) that must be planned so that
travelers and shippers arrive on time to important meetings or deliveries 19 out of 20 times.
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Combining the Buffer Index and the TCI can present a more complete picture of the effect of congestion
— that is, the amount of time that must be planned for by freight shippers, commuters, or travelers. The
Congestion Index value is the average congestion
level estimated for the current projections of funding
and travel growth.

The system level Buffer Index

“The Buffer Index is a measure of the amount of extra
time (the “buffer”) that must be planned so that
travelers and shippers arrive on time to important
meetings or deliveries 19 out of 20 times.”

value is the percentage of extra time above the average peak-period travel time that must be allowed for
due to conditions that are not included in the travel models (collisions, vehicle breakdowns, weather, and
special events).

The Planning Time measure can be used to illustrate the effect of both congestion and unreliability. If all
the funded capacity is constructed by 2030, a total of 51 minutes would have to be planned for important
trips that would require only 20 minutes at free-flow conditions. The extra 31 minutes is a combination of
longer average travel times (11 minutes) and the amount of buffer time that must be planned to
accommodate the effect of collisions, breakdowns, weather, and other irregular delays (20 minutes).
These irregularities can be addressed through a combination of new capacity, aggressive operating
practices and innovative programs designed to improve transportation service reliability.

As with most of the measures presented in this report, this value is for a representative section of the
urban roadway network.

Throughout the DFW region, there are road sections or interchanges with

significantly higher congestion and unreliability problems.

Regional Public Transportation Coordination
In 2003, the Texas Legislature passed House Bill 3588 (Article 13), thereby amending the Texas
Transportation Code by adding Chapter 461, “Statewide Coordination of Public Transportation.” Chapter
461 cites the multiplicity of public transportation providers and services, coupled with a lack of
coordination between state oversight agencies, as generating inefficiencies, overlaps in service, and
confusion for consumers. The focus of Chapter 461 is the coordination of transportation funding and
resources among the Texas Health and Human Services Commission, Texas Workforce Commission,
and the Texas Department of Transportation. The intent of the legislation is to eliminate waste in the
provision of public transportation services, to generate efficiencies that will permit increased levels of
service, and to further the state’s efforts to reduce air pollution.
While a statewide requirement, planning is being done at the regional level within each of the 24 Council
of Governments boundaries. In North Central Texas, the Regional Public Transportation Coordination
Task Force provides the overall policy guidance, direction, and oversight for this regional effort. The 25member Task Force consists of representatives from federal and state funding partners, health and
human service agencies, workforce boards, transportation providers, and interested parties. As the lead
agency, NCTCOG staff provides the necessary management, planning, and technical support.
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The North Central Texas Regional Public Transportation Coordination Plan is due to the Texas
Department of Transportation by December 1, 2006. The plan will include long-term as well as short-term
strategic strategies that can be implemented in the region to achieve a more coordinated and efficient
public transportation system.
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STRATEGIES TO REDUCE CONGESTION AND IMPROVE
URBAN MOBILITY (Long-Term Needs)
One of the main purposes of developing a Texas Metropolitan Mobility Plan is to identify the magnitude of
long-range needs in each Transportation Management Area, and to quantify the amount of funding
needed to reach that target level of congestion. As mentioned in the previous section, the target level for
each

TMA

is

to

reduce congestion so
that

all

Dallas-Fort Worth Corridor Needs

level-of-

service “F” facilities
are eliminated, thus
providing

greater

mobility, improved air
quality, and a more
reliable transportation
system. The analysis
used to identify the
additional 4,638 lane
miles

of

needed

improvements above
and

beyond

those

already identified in
the

Metropolitan

Transportation

Plan

should be interpreted
as an overall need
which
reached

should
through

combination

be
a
of

The deficiencies shown reflect out-year needs and represent the additional need above and beyond the financially-constrained
Metropolitan Transportation Plan, currently Mobility 2025 – Amended April 2005.

freeways, toll roads, high occupancy vehicle (HOV) and arterial street improvements, bus and rail transit,
freight, and operational system improvements. For example, light rail transit is being constructed in
corridors with the greatest transportation needs as seen in the map above.

The DFW region is already currently aggressively pursuing this wide range of modal improvements to the
transportation system, and will look for ways to secure the funding necessary to promote these interests
even further. Out of the 4,638 additional lane miles needed, it is not known exactly how many of these
will be accommodated through other modes, but it is this region’s intention to pursue a truly multi-modal
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network of transportation alternatives. Rather than focusing on the total out-year need of 4,638 lane
miles, it is more intuitive to discuss the need in terms of person-moving capacity, which translates
between the modes more easily and logically. The preceding map identifies, in general terms, the person
trip capacities needed on a corridor-by-corridor basis. Each corridor identifies a needed throughput which
could be met through improvements to a freeway or tollway corridor, by enhanced or additional transit
options, or possibly by major improvements to the arterial street system.

Sustainable development

strategies and operational system improvements will assist in meeting this need.

The previous map shows those corridors lacking the appropriate capacity to meet future demand and
solve for level-of-service “F” conditions after projects and improvements recommended in Mobility 2025,
Amended April 2005 are implemented. The range of capacity deficiencies in these corridors range from
less than 5,000 daily person trips to over 500,000 daily person trips.

East-west movement along the IH-635 (Lyndon B. Johnson Freeway) in north Dallas has the largest
capacity demand in the DFW region. An additional 500,000 persons will want to make this movement on
an average weekday in 2030. IH-635 and the surrounding arterial network will never be able to absorb
this demand. Other innovative transportation solutions will have to be implemented to prevent further
deterioration of movement along this corridor.

Other corridors in the DFW region with the largest capacity deficiencies are as follows:
 East-west movement along the North IH-820 and SH-183 (Airport Freeway) corridor from northeast
Tarrant County to IH-35E (Stemmons Freeway);
 North-south movement along the SH-360 corridor from southeast Tarrant County to SH-183 (Airport
Freeway) near DFW International Airport;
 North-south movement along the IH-35E (Stemmons Freeway) corridor from central Denton County
to the Dallas central business district;
 North-south movement along the US-75 (North Central Expressway) corridor from central Collin
County to the Dallas central business district;
 Southwest-northeast movement along the SH-121 corridor from northeast Tarrant County near
DFW International Airport to central Collin County;
 North-south movement along the Dallas North Tollway and SH-289 (Preston Road) corridors from
the IH-635 (Lyndon B. Johnson Freeway) corridor in north Dallas to north Collin and Denton
Counties;
 East-west movement along the IH-30 and US-80 corridors from the Dallas central business district
to Rockwall and Kaufman Counties;
 North-south movement along the IH-35E and US-67 corridors from the Dallas central business
district to south and southwest Dallas County; and
 North-south movement along the IH-35W corridor from the Fort Worth central business district to
south Tarrant County and Johnson County.
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Roadway expansions alone cannot solve these capacity deficiencies, nor is such desirable. Another
deficiency identified is in regard to rehabilitation of existing facilities. Most pavement surfaces were
designed to last an average of 40 years.

Bridge structure age is also an issue with over- and

underpasses. Many of these structures are past their design life and are in need rehabilitation. These
costs are considered to be capital costs, separate from the annual transportation operations and
maintenance costs and in addition to the capacity needs cost.

In the DFW region, as the map reflects, there is a significant unmet need which the Texas Metropolitan
Mobility Plan process addresses. Since the solution to this growing traffic problem is handled through
plans, programs, policies, projects, and partnerships, it is important to identify the anticipated future
transportation system that will serve as the starting place. Through the already required process of
developing a financially-constrained Metropolitan Transportation Plan, the initial groundwork for this effort
has already been accomplished.

The sections which follow discuss each of the specific modes or

operational categories already being planned in this region and provide some idea of the magnitude of
the future transportation system which has already been identified, adopted, and embraced.
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ADOPTED METROPOLITAN TRANSPORTATION PLAN (MTP)
Toll Roads/Freeways and HOV Improvements

A major component of the DFW Metropolitan Transportation System is the regional freeway and tollway
system. The freeway system continues to carry nearly half of all vehicular travel in the area. This trend is
anticipated to continue to the year 2025. Even considering technological advances, expanded transit
systems, and increased awareness/sensitivity to environmental concerns, there is still significant demand
placed on the roadway system to warrant continued system improvement and expansion.
Freeway/Tollway System Improvements

Inherent to the region’s freeway system are high-cost improvements and maintenance. While there may
be little operational costs once constructed, building, maintaining, and expanding freeway facilities is very
expensive. Over the last few years, the idea of user-fee based roadways has been growing in popularity
and acceptance, and recently the Texas Transportation Commission adopted a favorable toll road policy
to promote the future study of additional toll roads throughout the state.
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HOV and Managed Facility Improvements

Transportation System Management and Operations

The Transportation System Management (TSM) approach to congestion mitigation seeks to identify
improvements to new and existing facilities of an operational nature. These techniques are designed to
improve traffic flow and safety through better management and operation of transportation facilities.
Compared to major capacity and infrastructure improvements, TSM-related projects are usually lower in
cost and can be implemented or constructed in less time.

Some examples of traditional TSM

improvements include traffic signal enhancements, removal of freeway and arterial bottlenecks, and
intelligent transportation system (ITS) deployment.

Improved traffic flow and reduction of delay can have positive air quality benefits as well. Improvements
at intersections and in signal timing, which reduce delays at those locations, also reduce vehicle
emissions. Reducing traffic jams caused by incidents on the freeways through better traffic management
also reduces the amount of pollutants by reducing the number of idling vehicles.
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Intelligent Transportation Systems (ITS)

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

The map above

identifies this region’s ITS coverage and specific elements to be implemented.
Arterial Streets

The regional system of arterial streets is included in recognition of its role to complement and enhance
the freeway and transit systems in order to provide the necessary transportation support and access to
and from local land uses. This system of arterials is forecast to carry one-fifth, or 20 percent, of all
vehicular traffic in the region. Since many major freeway corridors in the region are constrained from
acquiring additional right-of-way, much of the additional out-year demand will likely have to be
accommodated through a better-connected and more efficient arterial street system.
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Regional Arterial System

Transit

The transit component includes local bus, express bus, regional rail, light rail, intercity rail, and rail
technologies yet to be determined.

Historically, transit service in the DFW Metropolitan Area was

provided by the Fort Worth Transportation Authority (the T) and Dallas Area Rapid Transit (DART).
These two transportation authorities, DART and the T, have collected sales taxes from their member
cities to aid in funding transit system improvements, maintenance, and operations in their respective
jurisdictions. The outcome of the Denton County Transportation Authority (DCTA) sales tax election held
on September 13, 2003 resulted in three municipalities (Denton, Highland Village, and Lewisville) opting
into the DCTA service area.

The public relies on these transportation authorities to operate seamless home-to-work trips, as well as
non-work related trips. DART’s Light Rail System currently consists of approximately 44 miles of radiallyoriented light rail transit lines connecting the Dallas central business district with north activity areas (via
Red Line to Parker Road Station), northeast activity areas (via Blue Line to downtown Garland Station),
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and south activity areas (via Red Line to Westmoreland Station and Blue Line to Ledbetter Station). The
first phase of DART's Light Rail System was operational in 1996.

Through 2014, the DART Light Rail System is slated to more than double in size to 93 miles. Extensions
now in development include the Northwest Corridor (to Farmers Branch/Carrollton and Irving) and the
Southeast Corridor (to Pleasant Grove). Future expansions include the Blue Line (downtown Garland
Station to Rowlett and the Ledbetter Station to the University of North Texas South campus).
Regional Rail System Improvements

DART and the T initiated regional rail service with the Trinity Railway Express (TRE) on December 30,
1996. The TRE links the downtowns of Dallas and Fort Worth. Including Victory Station, at the American
Airlines Center, there are a total of ten stops along the 35-mile stretch: five in Tarrant County and five in
Dallas County.
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Freight Movement

Goods are moved to, from, and through the DFW region on a daily basis and the region is the largest
international port in the nation with no direct access to a border crossing or water port. From our region
goods are moved, transferred, and distributed to destinations across the United States and around the
world via truck, rail, and air. Homeland security, national economic competitiveness, international trade,
and commodity flow issues depend on the efficient movement of goods through the DFW region.
Regional Goods Movement Facilities

Mobility 2025:
The Metropolitan Transportation Plan,
Amended April 2005

ò
Æ
$
!"d

Goods Movement
Freight Transportation
Facilities

Ii

Æ
ò
ò
Æ
ª
K

m
A
(
m
&
%
(
n
&
%

2AÃL
I
%l
ò
Æ
In

Ò

%%
%
%
2%
I

Ù
A
l(
&
%

2
I

§
K

!"a$

l
L

m
A

Æ Am
ò
ò
Æ

%

!"c$

% %
%% %
ò %% %&k(
Æ
ò
Æ

d
A

§
K

% AÏ

Ò
Ò

%%&l(

Ò

òd"
Æ

%%
I
2

%

%
%

% A½

%
%

%

2
I
!"c$

I
2
ò
Æ
ò%
Æ
2
I

%
%

I
2
2
I
%!"a$
ò
òÆ
Æ

î
A

%
¼
A

Foreign Trade Zone

%

Industry Park

l

Major Airport

ò
Æ

Parcel Delivery Hub

Ò Pipeline Terminal

%

l

L

I
2
ò
Æ

Rail Yard / Intermodal Facility
Truck Stop
Freight Oriented Development

Im

k(
&
%

!"a$

2
I

x
K
?b

?b

%

m
A
(
n
&
%

2
I

L

(
m
&
%
!"h$

Ie
§
K

2
I
North Central Texas
Council of Governments
Transportation

±

The region’s extensive transportation network supports a strong goods movement community of more
than 600 motor carriers, approximately 100 freight forwarders, key freight rail facilities for three of the
nation’s Class I railroads, and four foreign trade zones including DFW International Airport and Fort Worth
Alliance Airport.

The DFW region currently has three primary goods movement planning goals: (1) improve economic
competitiveness by improving the efficiency of goods movement, (2) improve the safety of goods
movement, and (3) reduce the air quality impacts of goods movement. These goals affect our region’s
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economy and are tied directly to truck traffic on our highway network, trains on our railroad network, and
planes in our skies.

The DFW region is the primary economic engine in the state of Texas. From the region, 98 percent of the
U.S. population can be reached by truck or rail within 48 hours. On the whole, the region is considered
by most economic and logistics experts as the primary truck, rail, and air cargo center in the
Southwestern United States, as well as the primary urban gateway between the United States and
Mexico.

Regional Goods Movement

Challenges exist to maintain the region’s competitive advantage. Bottlenecks threaten the efficiency and
productivity of this sector of our economy. New rail structures, special consideration of truck traffic needs,
and coordination with air cargo facilities are all needed to ensure that our region continues to play an
important role in national and international goods movement. Pipelines are critical to the petroleum
delivery of North Central Texas.
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Freight Bottleneck Study/Tower 55
Goods movement in the Dallas-Fort Worth region impacts the safety and operations of the regional
transportation system and the growth and success of the region’s economy. Freight is moved,
transferred, and distributed to destinations throughout the state, across the country, and around the world
from the DFW region. This region is the largest international inland port in the nation without a border
crossing. Rail, airborne, and truck freight all converge, change mode, and move to final destinations in
the region’s expansive warehouse, airport, and intermodal facility network. The capacity and efficiency of
this network benefits the nation as a whole and helps to reduce the cost of final products consumed
nationwide. However, this great resource is threatened by the tremendous post-NAFTA (North American
Free Trade Agreement) growth in freight traffic. Recognizing the importance of efficient freight movement
to our economy and our local traffic patterns, rail and truck bottlenecks are being documented in the
region and potential solutions adopted.

Solutions may include construction of major capital

improvements, operational changes, or other projects that improve the safety, efficiency, or air quality
impacts of goods movement.

The most acute of the region’s freight rail

Tower 55 in Fort Worth

bottlenecks is Tower 55, an over-capacity, atgrade railroad crossing of the Burlington
Northern Santa Fe (BNSF) and Union Pacific
Railroad (UPRR) rail lines in downtown Fort
Worth. Each of these lines is critical to the
region’s freight transportation system. Traffic
on the BNSF rail line through Tower 55 is
composed of trains carrying raw materials
south to industrial plants in Mexico. Finished
products are returned on this line traveling to
major rail yards in our region and on to final
destinations throughout the United States.

Eighty percent of NAFTA freight travels through Texas border crossings, with a majority traveling through
DFW. The UPRR rail line carries consumer goods originating in the Pacific Rim and transferred from
cargo ships to rail transport on the West Coast. Container ships are increasing in size and many are not
able to use the Panama Canal. More shipments will use rail to move east and west through North
America. These rail shipments primarily funnel through the DFW region on their way to the East Coast.
Likewise, consumer goods produced everywhere from India to England ship to the East Coast and funnel
west through the DFW region. Combined, these two rail lines carry about 100 trains per day that must
stop and wait for one another to pass through Tower 55. When stopped, these heavy trains take a
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lengthy amount of time to accelerate and pass. Often the traffic waiting to go through Tower 55 is backed
up through neighborhoods north and south of downtown Fort Worth, sometimes as far north and south as
seven miles from the tower. The federal transportation bill passed in the summer of 2005 provides $1.6
million for a study of potential capacity solutions at Tower 55. NCTCOG will lead this study in cooperation
with the city of Fort Worth, railroad companies, TxDOT and other partners.

Congested rail-to-rail intersections (such as Tower 55) and truck routes (such as IH-20), as well as
inadequate intermodal connections are under review. An inventory of potential solutions, including capital
improvements and bypass routes, will be short-listed to a few viable options for additional study and
recommendations in future phases of this multi-year effort.

The Regional Transportation Council is working with private freight railroad partners under the Regional
Freight Bottleneck Study to develop a long-term solution for Tower 55. This solution has been included in
recommendations made to the Texas Transportation Commission regarding the Trans-Texas Corridor
initiative.

Hazardous Material Truck Routes
In 1985, NCTCOG undertook a comprehensive analysis of the region’s hazardous materials routing.
These routes were developed as part of the Hazardous Materials Routing Study. This study followed
Federal Highway Administration (FHWA) guidelines related to hazardous materials routing.

Through this effort came the recommendation that IH-20 provided the lowest risk east-west route for
hazardous material movements through the DFW Metropolitan Area. The IH-820 Loop around Fort Worth
and the IH-635/Loop 12/IH-20 ring around Dallas provided the means to safely transport hazardous
materials around the central urban areas. As compared to other east-west highways, the IH-20 corridor
had lower traffic volumes, a high design standard, and fewer population and employment activity areas.
Similarly, the two outer urban loops had relatively lower congestion levels and had adequate design
standards for a more efficient transport of hazardous materials.
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Hazardous Materials Routing

Air Cargo Facilities
The DFW region’s primary commercial airports serve the same function within our region that seaports
serve in coastal regions. These facilities provide North Central Texas with access to world markets, which
allows our region to compete for high-value overseas trade opportunities. Lacking a seaport or border
crossing, the region relies on the connections provided by our airports.

In addition to being the world’s third busiest passenger airport, DFW International Airport also handles
nearly 900,000 U.S. tons of cargo each year. The airport is also host to the 2,500-acre Foreign Trade
Zone (FTZ) 39, with ties to secondary FTZ sites including Dallas Executive and Meacham Airports. In
2002, the DFW International Airport Foreign Trade Zone handled $536 million worth of incoming goods.
DFW International Airport has 17 international cargo flights each week and handles over 55 percent of all
air cargo in the state of Texas. This accounted for approximately four percent of all U.S. air trade in 2000.
In addition, United Parcel Service (UPS) operates a national distribution center at DFW International
Airport with the capacity to handle nearly 200,000 packages per hour.
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Fort Worth Alliance Airport is the nation’s first

Cargo Moved by Air

major industrial airport and was designed for
the exclusive use of industrial, corporate, and
general aviation customers.

Recently, the

Alliance Air Trade Center received federal
funding to expand cargo capabilities, including
a taxiway and a ramp that has the ability to
handle four 747s simultaneously. Phase I will
also include the addition of 100,00 square feet
of warehouse space.
home

to

FTZ

196,

The airport is also
which

allows

for

reduced/deferred duty rates and reduced
inventory taxes. In 2002, the Alliance Airport
FTZ handled $321 million worth of incoming goods. Overall in 2002, the airport handled 171,090 metric
tons (enplaned and deplaned); part of that volume was shipped via Federal Express (FedEx), one of
many companies that operate from Alliance. The FedEx facility has the ability to handle more than
74,000 packages per hour.
Pedestrian and Bicycle Facilities

With the region’s growing concerns over mobility and air quality, and its desire to advance sustainable
development objectives, pedestrian and bicycle opportunities will offer an alternative to traditional travel.
It is not intended that pedestrian and bicycle programs and facilities will solve the congestion problems in
any particular corridor, but will offer an option to those whose travel is conducive to walking and biking.

Currently, about five percent of the region’s total trips occur by pedestrians or bicyclists. Additionally,
almost 78 percent of transit riders start their journey by bike or as a pedestrian. These programs and
facilities will assist with meeting the region’s specific air quality control measure commitments in the State
Implementation Plan (SIP), as well as the requirements of the Transportation Equity Act for the
st
21 Century (TEA-21) and related FHWA guidance for relying on bicycling and walking as part of the

overall transportation system.
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Regional Bicycle and Pedestrian System
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NEEDS-BASED PLAN COST ESTIMATES (Out-Year Needs)
From a financial standpoint, it is important to not only identify the long-term needs for this Plan, but to also
identify the levels of funding needed to reach such a goal. The table below reflects the lane miles needed
as a result of the financially-constrained Metropolitan Transportation Plan and the needs-based Texas
Metropolitan Mobility Plan, along with estimated total costs for each scenario. The unit costs assumed for
this report were developed by the Texas Transportation Institute and are representative of average lane
mile construction costs specific to the DFW region in 2006 dollars.
Out-Year Capacity Needs

Lane Miles Needed and Cost Estimates
Mobility 2025 – Amended
April 2005 (MTP)
Existing
Lane Miles
(“Baseline”)

Total Lane
Miles Added

Freeways/Tollways

3,749
Lane Miles

2,106
Lane Miles

Arterials

14,676
Lane Miles

6,420
Lane Miles

Cost
(Billions/2004 $)

Freeway-to-Freeway
Interchanges
TOTAL
1
2

8,526
Lane Miles

Additional
Lane Miles
Needed

Additional
Cost
(Billions/2004 $)

$13.9

2,097
Lane Miles

$11.8

$5.8

2,541
Lane Miles

$5.9

39
Interchanges

$8.8

4,638
Lane Miles

$26.5

1

18,425
Lane Miles

Eliminate
Level-of-Service “F”

$19.7

2

Included in freeway cost above.
Could be addressed by a multitude of modal options and programs.

The estimated cost of bridging the gap between the recommendations contained within the financiallyconstrained MTP and solving congestion levels to eliminate level-of-service “F” conditions is estimated to
be approximately $26.5 billion.
Additional Right-of-way Needs

In the DFW region, very few roadway facilities exist with

Right-of-Way Needs and Cost Estimates
Cost

room for the addition of extra lanes in the median. The

(Billions/2006 $)

lack of easily accessible right-of-way requires facilities in

Freeways/Tollways

$0.6

need of expansion to be rebuilt. Additional right-of-way

Arterials

$0.5

costs of $1.1 billion will be necessary to construct these

TOTAL

$1.1

new improvements.
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Rehabilitation Needs

While accounting for the addition of new capacity to the system, it is important to also consider that most
of the current facilities will be in need of some degree of partial or total rehabilitation over the next 25
years, as roadways continue to age

Rehabilitation Needs and Cost Estimates
Total Lane Miles
to be Rehabilitated

Cost

and begin to fail at some point. For

(Billions/2006 $)

purposes of the TMMP analysis, it is

Freeways/Tollways

2,624
Lane Miles

$10.6

estimated that the design life of

Arterials

10,273
Lane Miles

$21.4

pavement will be 40 years.

23 Interchanges

$3.6

12,897
Lane Miles

$35.6

Freeway-to-Freeway
Interchanges
TOTAL

This

represents an average design life
where some pavement might last 50
or

more

years,

while

other

pavement will fail after only 30
years. This will vary depending on the type of soil, the amount of traffic – particularly heavy trucks – and
the frequency with which the pavement is maintained over time. It is estimated that 70 percent of the lane
miles that existed in the year 2000 will require rehabilitation prior to the year 2030 based on the current
Corridors Requiring Rehabilitation
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age of that pavement. Working with the Fort Worth and Dallas District Offices of the Texas Department of
Transportation, and utilizing data contained in their Pavement Management Information System, it was
determined that on average, the districts plan for a

Other Needs and Cost Estimates
Cost
(Billions/2006 $)

Goods Movement/Rail Freight

$6.7

design life of 30 years. The TMMP process uses a
more conservative 40-year design life. The cost of
rehabilitating an estimated 12,897 lane miles adds an

extra cost of $35.6 billion to the overall need. This may still be a conservative estimate of out-year
rehabilitation needs, but does indicate the need to secure the necessary funds over time to maintain the
existing system.
Major Interchanges Requiring Rehabilitation
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Goods Movement/Rail Freight Needs

In addition, a variety of facilities are necessary for the long-term efficient and safe operation of the
region’s goods movement system. The variety of facilities to achieve this goal include rail and hazardous
truck cargo bypasses to the south and west of the region, improvements to the Tower 55 interchange
between the Burlington Northern Santa Fe and Union Pacific railroads, and capital improvements
(Intelligent Transportation Systems, roadways, transload facilities, safe havens, etc.) to enhance rail and
truck access to major freight destinations in and around the Metroplex. The total long-term cost of these
facilities is being developed as part of the region’s Freight Bottleneck Study, and are being pursued
through the Trans-Texas Corridor Initiative. The current estimate for the necessary public and private
sector investment prior to 2030 is $6.7 billion.
Total DFW Region Funding Needs

Total Dallas-Fort Worth Identified Funding Needs
Metropolitan Transportation System Components

Funded Needs

Unfunded Needs

(Billions/2006 $)

(Billions/2006 $)

Operation and Maintenance

$14.1

Congestion Mitigation Strategies

$1.9

Bicycle and Pedestrian Facilities and
Transportation Enhancements

$1.0

Rail and Bus Transit System

$8.31

HOV and Managed Facilities

$1.5
$12.42

Freeway and Toll Road System
Regional Arterial and Local Thoroughfare System

$5.8

$20.63
$5.9

Additional Cost to Purchase Right-of-Way

$1.1

Rehabilitation Costs

$35.6

Goods Movement/Rail Freight Costs

$6.7

TOTAL

$45.0

TOTAL DALLAS-FORT WORTH FUNDING NEED
$114.9 Billion
1

$2.0 billion obtained through Regional Transit Initiative
$0.8 billion to be obtained through future Partnership programs
3
Includes Freeway-to-Freeway Interchanges
2
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$69.9

PRIORITIZED LIST OF IMPROVEMENT PROJECTS AND
POLICY APPROACHES (Short-Term Implementation)
The Texas Metropolitan Mobility Plan includes both long-range and short-range objectives and
components. The short-range component is a result of the Texas Department of Transportation’s Unified
Transportation Program (UTP). Specifically, projects identified for construction represent the prioritized
listing of improvement projects and are a component of the UTP. The map below identifies the DallasFort Worth region’s short-range high-priority projects which we are aggressively pursuing at this time.
Appendix C to this report contains the prioritized listing of short-range improvement projects as identified
in the UTP.
Dallas-Fort Worth Area High Priority Projects
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GOAL ATTAINMENT
Relieve Congestion

Through the long-range implementation of projects, programs, and
policies as identified and contained within the Texas Metropolitan
Mobility Plan process, the Dallas-Fort Worth region will experience
significant improvements to mobility and congestion relief.
eliminating

level-of-service

“F”

conditions

region

wide,

By
which

constitutes the worst congestion locations, the resulting transportation
system will be able to provide more reliability and offer greater benefits
to the general public that relies on this system. The graphic below
shows the effects of congestion for each of the five scenarios modeled
and reflects a positive trend over time, if adequate funding is available
to achieve these conditions. The average time every person will spend
in congestion on a daily basis is reduced from 26 minutes to 13
minutes through the implementation of the financially-constrained
Metropolitan Transportation Plan, and is further reduced to 8 minutes per day by eliminating all level-ofservice “F” facilities.

As a result, the DFW region is expected to benefit through a reduction of

approximately 3.6 million vehicle hours on a daily basis.
Time in Congestion (minutes per weekday per person)
26 Minutes – No-Build Scenario

15 Minutes – Traditional Funding minus New Tools
13 Minutes – Traditional Funding
with New Tools (MTP)

9 Minutes – 2000 Observed
(Baseline Condition)

8 Minutes – Eliminate LOS “F” Conditions

Uncongested
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0 Minutes – No Congestion

Improve Safety

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

Safety

improvements are traditionally categorized by the “three Es” –
engineering, education, and enforcement – but other activities, such as
emergency medical services and maintenance are also relevant.

The North Central Texas Council of Governments has started a
program to evaluate highway crashes in the DFW region. In 1999,
about 42,000 people were killed in motor vehicle traffic crashes in the
United States; 3,500 of these happened in Texas of which 557
occurred in the DFW area. The DFW region has one fatality for every
8,800 residents comparable to the national average of one to 6,600.

In 1999, our regional number of fatalities per 100 million vehicle miles traveled (VMT) was 1.07 and it
seems to be continuing to decrease. This means a 13 percent improvement in the fatality rate and a 7.6
percent decrease in the number of fatalities compared to the previous year.

This is a significant
improvement because
the

VMT

has

increased about six
percent in the same
time period.

Overall, the region’s
collective

effort

provide

a

to

safer

transportation system
is a challenging and
continuous one. NCTCOG is committed to monitoring a variety of safety factors in order to improve
safety throughout the transportation system.

Also, as part of the ongoing regional planning process, the DFW area has already funded and
implemented a region-wide Congestion Management System which includes the following specific safetyoriented elements: Transportation System Management projects such as intersection improvements,
traffic signal enhancements, and removal of freeway and arterial bottlenecks; and intelligent
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transportation system programs and projects such as traffic monitoring, lane control signals, dynamic
message signs, ramp meters, and mobility assistance patrols. The roadway and transit ITS systems are
being designed to provide operators and travelers with real-time information on system performance in an
effort to make systems safer, more reliable, and to provide greater choices to travelers.

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

Improve Air Quality

The DFW Metropolitan Planning Organization is the designated agency for conducting this region’s air
quality conformity analysis in accordance with federal and state issued guidance. The level of air quality
analysis conducted for the Texas Metropolitan
Total Air Quality Emissions (Tons/Day)

Mobility Plan is not intended to compete or be
confused with the already required conformity

250

analysis process, but is rather a very general
review of overall air quality trends to show that
there is reason to believe that no worsening of

200

Tons/Day

air quality standards is anticipated due to the
implementation

150

of

the

recommendations

contained within this report.

In an effort to

make sure that the emissions estimates used
100

for this Plan are not confused with the very
detailed

development

of

motor

vehicle

emission budgets or pollutant emissions, a

50
2000
Baseline

2025
MTP

simple air quality index has been developed.

2030
TMMP

Specific emission rates, developed by the
Texas Transportation Institute, for both volatile
organic compounds and nitrogen oxide were

combined into a single rate which was then applied to the travel model derived VMT to calculate a
surrogate air quality index. The graph above provides the resulting air quality index for each alternative
and as shown, air quality is expected to improve from the implementation of technology over time, as well
as from the implementation of additional transportation projects.
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Improve Quality of Life

The goal regarding quality-of-life issues remains an integral part of the Texas Metropolitan Mobility Plan
as a means to enhance the appeal of or minimize demand on the transportation system and to address
some of the more non-traditional concerns regarding transportation.

At technical workshops, policy

briefings, and public meetings conducted throughout the region, participants emphasized that investment
in transportation projects and programs impact other areas of urban living, in addition to mobility. It is
recognized that, while transportation investment directly impacts such things as urban mobility, air quality,
and economic development, there are other less direct, but equally
important, impacts of transportation systems and services.

These

goals not only direct planning efforts to consider urban form and
transportation’s impact upon the economy and the environment, but
also provide transportation services and infrastructure to those
traditionally underserved.

Planning the development of an efficient, effective transportation
system must be a top priority in order to maintain the region’s quality of
life and economic vitality. Many of the policies, programs, and projects
included in the region’s MTP and this Texas Metropolitan Mobility Plan
report address very specific quality-of-life issues concerning the promotion of economic development,
increases in transportation accessibility, and a balance between transportation and land-use planning
while reducing environmental and community impacts.
Improved Opportunities for Enhanced Economic Development

The way transportation is planned, programmed, and constructed in this region must be responsive to
regional trends in economic expansion, population growth, development, quality of life, public health, and
the environment in order to provide mobility, improve the region’s air quality status, and avoid a risk of
sanctions on federal transportation funds. Promoting economic development is a specific objective of the
Texas Metropolitan Mobility Plan because of the direct link between land use and transportation.
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The DFW region has already implemented a Sustainable Development Initiative which promotes the
relationship between transportation and land use through the identification and support of mixed-use joint
venture projects. Higher densities and mixed-land uses lead to a reduction in VMT and an increase in the
use of alternative modes of
travel.

Sustainable Development Initiative

VMT per employee,

per

person,

and

per

household rise dramatically
as development moves away
from the central business
district,

towards

suburban

and rural areas. The mixeduse,

higher

density,

and

mode choice characteristics
of the urban core can be
replicated

throughout

region.

Regardless

density,

VMT

are

the
of

much

higher in an area dominated
by households compared to
an area that is employment dominated or balanced. Lower VMT and an increased use of alternative
modes of transportation lead to lower emission rates and improved air quality. These positive impacts will
help the region avoid the risk of federal sanctions against our transportation funds, as well as improve
public health and quality of life.
Increase the Value of Transportation Assets

The transportation system serving the Dallas-Fort Worth region has a significant impact on economic
development potential, and is a powerful driving force for this region. The results of this analysis point to
the need that we identify and use all financial options available to build transportation projects sooner,
that we empower local and regional leaders to solve our regional transportation problems, that we
increase competitive pressure to drive down the cost of transportation projects, and that we demand
consumer-driven decisions that respond to traditional market forces. Through the use of public-private
partnerships and the Comprehensive Development Agreement process, the full value of our
transportation assets can be realized and we can free up critical federal and state resources. The DallasFort Worth region has been aggressively pursuing all the new financial tools made available through H.B.
3588 and is working with the Texas Transportation Commission to fully explore these, and other funding
and financing options to expedite project delivery, improve mobility, reduce congestion, and help this
region come into attainment of our air quality goals.
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Enhance Infrastructure Maintenance

A key component considered during the development of the Texas Metropolitan Mobility Plan was not
only what the future needs are for the DFW region, but also what is the magnitude of infrastructure which
must be maintained
proper

functioning

over time to ensure
Multimodal Options

and usability of the

system without any

degradation

service.

include not only the

This must

of

existing transportation

system,

future

because once they

are

facilities,
constructed,

source

to

a

but

dedicated

support

their

also

revenue

maintenance

must also exist. The

development of out-

year needs and cost

estimates

that over time, nearly

all

freeway facilities in

this region will either

be

capacity on existing

widened

(new

of

the

assumes
existing

right-of-way), widened with existing lanes rebuilt (new capacity and rehabilitation), or many will not have
any new capacity added but will be rehabilitated as pavement conditions warrant replacement. Costs for
each of these three scenarios was taken into account and included in the cost estimates derived for this
report.
Streamline Project Delivery

Another key concept considered is a way to provide for a more streamlined process for project delivery.
Public-private partnerships and more efficient cash-flow management techniques are two possibilities to
consider which could provide more timely delivery of improvements. The DFW Metropolitan Area has
been aggressively pursuing many of these initiatives as evident by our May 25, 2006 presentation to the
Texas Transportation Commission highlighting our Partners in Mobility Coalition efforts. This coalition of
public and private sector organizations recognizes that an increased investment in the surface
transportation system is vital to sustaining economic development of the area and preserving the quality
of life for North Texans.
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MECHANISMS FOR FUNDING
With the passage of Proposition 15, the Texas Legislature and the citizens of Texas created very
important routes to improved mobility – the use of Toll Equity, the Regional Mobility Authorities, and the
Texas Mobility Fund. Through the Texas Department of Transportation’s Strategic Plan 2003-2007, the
Texas Transportation Commission identified the following appropriation strategies:

Plan It, Build It,

Maintain It, Maximize It, and Manage It. The Texas Metropolitan Mobility Plan has taken the step to
identify and plan for needed future mobility needs, and now we need to identify the means to fund it.

The process used to identify the out-year need of 4,638 additional lane miles of needed improvements
and the maintenance of existing facilities also identified an estimated dollar amount that must be
generated in order to make this dream a reality: $69.9 billion. Between now and the year 2030, this
region must develop partnerships and research every funding opportunity to generate this level of
additional funding needed above and beyond what is anticipated from current funding streams. There will
be substantial benefit derived from the implementation of this Plan, and from a cost standpoint, the
benefits clearly outweigh the costs.

Under new policies being implemented by the Texas Transportation Commission, TxDOT will allocate an
annual, baseline amount of money to metropolitan areas to address congestion in their areas.
Historically, TxDOT has awarded transportation funds on a project-by-project basis.

The Texas

Metropolitan Mobility Plan allows for a set, predictable allocation of funds to the state’s eight most
congested urban areas. This change, combined with new tools from recent legislation (HB 3588) and the
secured Texas Mobility Fund, empowers the urban areas of Texas to better address congestion. The
Texas Mobility Fund will provide additional new money to help reduce congestion and advance needed
transportation projects in the state. The benefits of the Texas Metropolitan Mobility Plan will result in
more projects being constructed sooner.

Under the framework for this Plan, TxDOT has said that they will first determine what is needed to reduce
congestion in each metropolitan area. Then they will utilize regional allocations of state funding, including
the new Texas Mobility Fund, along with locally-generated and locally-controlled user-pay funds, to
implement projects to reduce congestion at the rate and on the timeframe appropriate to the individual
metropolitan area.

The result will be more local control, more local decision making, more realistic

planning, and more attainment of goals based on reducing congestion.
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Funding the Partnership

As part of the Texas Metropolitan Mobility Plan, each metropolitan area will be given greater local ability
to identify and set priorities for projects that improve mobility. As a starting place, each metropolitan area
will be granted a baseline allocation of state metropolitan mobility funds. It is anticipated that this regional
baseline allocation of state funding will not be sufficient to meet all the mobility needs of the region, and
as a result, local metropolitan areas will be given increased flexibility to generate user-pay system funds
and public-private partnerships to fill the “gap” between their prioritized needs and the baseline state
funding allocation. Most importantly, under the Texas Metropolitan Mobility Plan, the “gap” funds which
are generated within a particular metropolitan area will be for the exclusive use of that metropolitan area
and will be used to supplement the baseline, regional allocation of state funding. Some of the potential
methods of generating “gap” funding could include the following initiatives:
 Assess traffic impact fees for development;
 Issue local general-obligation bonds;
 Toll added-capacity projects;
 Manage demand and generate funds through a toll-ring concept (as in London, England);
 Allocate a portion of a statewide gasoline tax increase for urban/metro areas;
 Manage truck utilization of the highway system through specific congestion-based pricing;
 Implement added vehicle-registration fees designated for local mobility projects;
 To improve system performance, implement a toll system for projects that ease bottlenecks on
existing freeway segments (example: toll approach roads to fund an interchange or bridge project);
and
 Implement a retro-toll system allowing for the tolling of existing congested interstates and other
freeways to improve system mobility.

Dallas-Fort Worth Metropolitan Area Funding Initiatives: A Partnership Approach
The Dallas-Fort Worth region has been aggressively pursuing the development of partnership
agreements among our local governments, state and federal agencies, local transportation providers, and
especially with the Texas Transportation Commission. On May 25, 2006, a delegation from the DFW
region made a presentation to the Commission identifying our locally-endorsed initiatives for addressing
the funding problem and provided our proposed actions for Commission consideration. Our requested
actions and a summation of our presentation to the Commission is provided below.
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The 12th Annual Presentation
from the Dallas-Fort Worth Metropolitan Area
to the Texas Transportation Commission
May 25, 2006
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In 2005, the Dallas-Fort Worth
region grew by 168,000 persons,
making this the 10th consecutive
year of growth in excess of
100,000. In order to maintain
mobility, and ultimately the quality
of life, we must embrace and stay
focused on the goals recently set
forth by the Texas Transportation
Commission.
As illustrated in the Texas
Metropolitan Mobility Plan, the
Dallas-Fort Worth area has $55
billion in unmet transportation
needs over the next 25 years.
North Texas is taking advantage of
new innovative financing tools
provided by the Texas Legislature
and the United States Congress to
address this funding challenge. To
truly make progress toward closing
the funding gap, diversion of
transportation revenues to nontransportation uses also must end.
The Dallas-Fort Worth area is
moving forward on a system of toll
roads and managed High
Occupancy Vehicle (HOV) toll
facilities. Policies have been
developed in response to a
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request from the Commission for
Comprehensive Development
Agreement (CDA) business terms. The
next step is to move forward on a
Memorandum of Understanding
between the Commission and North
Texas to distribute toll road and
managed lane revenues throughout the
region.
With new constitutional initiatives on
goods movement, continued focus on
Trans-Texas Corridor improvements, the
passenger Regional Transit Initiative for
North Central Texas being developed in
partnership with the Texas Legislature,
and efforts underway with the Texas
Transportation Commission and the
North Texas Tollway Authority (NTTA),
more than $18 billion in new initiatives
are being developed.
Each of these initiatives is critical to the
region as it moves forward with the
vision of a truly multi-modal regional
transportation system. This vision will
only be achieved through partnerships of
local elected officials, the private sector,
and the Commission.

The Dallas-Fort Worth area has long
recognized that traditional
transportation funding sources are
not keeping pace with regional
needs. In response to this shortfall,
North Texas has developed an
aggressive toll and managed lane
system to help address this funding
crisis.
As construction of this system
moves forward, the appropriate
funding mechanism for each
corridor is being selected. The

Dallas-Fort Worth area has
developed an Integrated
Comprehensive Approach to
address these questions.
As illustrated below, there are four
types of revenue-generating
facilities being considered in North
Texas. These include CDA toll
projects, NTTA toll projects,
managed lanes, and the TransTexas Corridor. This Integrated
Comprehensive Approach provides
a decision-making framework for
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local elected officials to address
difficult questions such as toll
system financing versus CDA
corridor financing, the appropriate
amount of gasoline tax support to
subsidize toll road viability, and the
allocation of future excess revenue.
It is anticipated that $5 billion in new
revenue will be processed in the
near term plus $7.7 billion in TransTexas Corridor improvements in the
region.

I.H. 35W/I.H. 820/S.H. 183
I.H. 35W serves rapidly growing
population and employment centers
in Northeast Tarrant and Southern
Denton Counties, as well as the
North American Free Trade
Agreement corridor. I.H. 820/S.H.
183 lies in the heart of one of the
region’s fastest growing areas
linking Northeast Tarrant County
with Dallas/Fort Worth International
Airport and employment centers to
the east. This project will provide for
additional main lanes and new
managed HOV toll lanes on I.H.
35W from approximately the

Denton/Tarrant County line to I.H.
820. The project also includes
additional main lanes and new
managed HOV toll lanes on I.H. 820
and S.H. 183 from I.H. 35W to S.H.
161 in Dallas County. The entire
project is expected to cost $1.75
billion. Environmental clearance is
anticipated to be complete by 2007.
Construction is expected to begin in
2008 and be complete by 2015. A
Comprehensive Development
Agreement option is being
considered for the corridor.

I.H. 30 Tarrant County
TxDOT is currently developing the
Environmental Assessment and
Schematic for this corridor.
Environmental approval is expected
by November 2006. The ultimate
configuration for the corridor, which
serves as a gateway to the region’s
entertainment district, will be five
lanes in each direction plus a twolane reversible managed HOV toll
facility. Interim construction for
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portions of the corridor will begin as
early as December 2006, consisting
of an HOV transition and widening;
new bridges at Baird Farm Road,
F.M. 157-Collins Street, and Center
Street; and collector-distributor
roads, ramps, and frontage roads
between Cooper Street in each
direction plus a two-lane and
Ballpark Way. The estimated cost
for I.H. 30 is $430 million.

S.H. 114/S.H. 121
S.H. 114/S.H. 121 is a vital link to Dallas/Fort Worth
International Airport for rapidly growing communities in
the northern portion of the region. TxDOT is currently
developing the Environmental Assessment and
Schematic for the S.H. 114/S.H. 121 Funnel project
north of Dallas/Fort Worth International Airport.
Environmental approval is expected by January 2007.
The project is expected to have a total cost of $763
million, and will be fully implemented by 2015. The
facility will ultimately range between six and twelve
general-purpose lanes plus collector-distributor
facilities. The first stage of construction is expected to
begin by November 2006, and this will include building
the S.H. 121 grade separations at Sandy Lake Road
and Freeport Parkway. A Comprehensive Development
Agreement option is being considered for the corridor.

I.H. 635/Loop 12
This is one of the most congested areas in the region and provides
access to a high-density employment corridor. Work on the Dallas High
Five Interchange at I.H. 635 and U.S. 75 is substantially complete. The
reconstruction of I.H. 635/Loop 12, including the interchange at I.H. 35E,
will include additional main lanes and managed HOV toll lanes. Total
corridor cost is expected to be $1.37 billion. The project has received
environmental clearance, with construction anticipated to begin in 2008.
Project completion is expected in 2013. A Comprehensive Development
Agreement option is being considered for the corridor.
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S.H. 121
Tarrant and Johnson Counties
This corridor will provide access to rapidly growing
communities to the south, and to the hospital district and
Central Business District of Fort Worth. The north section
of S.H. 121, the Southwest Parkway, is an NTTA-financed
project which includes TxDOT, City of Fort Worth, and
Regional Transportation Council (RTC) partnership
funding. The facility, a six-lane, controlled access toll road,
received environmental clearance in 2005, and is currently
in the final design and right-of-way acquisition phase.
Construction is expected to begin in 2007, with an
estimated completion date of 2010. The estimated cost for
this phase is $825 million. The project will continue to the
south to U.S. 67 in subsequent phases. The North Texas
Tollway Authority is anticipated to construct the facility.

S.H. 161
S.H. 161 will provide additional north-south capacity
through the mid-cities area, relieving S.H. 360 and
providing access to the President George Bush
Turnpike. The project will include main lanes and
frontage roads. Construction is underway on portions of
the frontage roads, with all frontage roads expected to
be complete by 2008. Environmental clearance is
anticipated in early 2007 on the toll section, with an
estimated construction completion date of 2010. The
expected cost of the corridor is $380 million. A
Comprehensive Development Agreement option is
being considered for the corridor.
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S.H. 190 President
George Bush Turnpike
Eastern Extension
This project will extend the President
George Bush Turnpike southeastward
from S.H. 78 to I.H. 30. The toll road will
include a one-mile bridge over Lake Ray
Hubbard and is expected to cost $782
million. The corridor received
environmental clearance in 2005, and
final design and right-of-way acquisition
have begun. The project is expected to be
funded with traditional toll financing, with
construction beginning in 2007 and open
to traffic in 2011. The North Texas
Tollway Authority is anticipated to
construct the facility.

Trinity Parkway
Trinity Parkway is a new toll road along the Trinity River
that will provide extra capacity around the I.H. 30/I.H.
35E mixmaster. Trinity Parkway is a multi-agency
financed project, led by NTTA. Estimated construction
cost is $938 million. The facility is proposed to be a sixlane toll road bypassing the Dallas Central Business
District. The environmental review is currently
underway. Construction could begin as early as 2007,
with an estimated completion date of 2011.
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S.H. 121 Denton and Collin Counties
S.H. 121 as a limited-access toll
road will extend from the Dallas
County line northeastward through
Denton and Collin Counties to the
Dallas North Tollway and U.S. 75.
This is an important corridor in the
fast-growing northern part of the
metropolitan area, providing access

from the north to Dallas/Fort Worth
International Airport. The project is
expected to cost $681 million.
TxDOT is seeking Comprehensive
Development Agreement proposals
for the corridor. NTTA will compete
as well. A decision is anticipated by
year’s end.

Lake Lewisville Toll Bridge
Working in cooperation with Denton County, local
communities, and TxDOT, NTTA is in the final design phase
for a toll bridge crossing Lewisville Lake. Along with the
approach roadways on both sides of the lake, the bridge
completes a critical east-west connection between I.H. 35E
and the Dallas North Tollway. Envisioned as a four-lane
facility, the 10,000 foot bridge will feature a 320 foot tied-arch
span at the center of the structure. This element will create a
signature quality for the county and the lake. The project is
expected to cost $86 million. Construction on the bridge is
scheduled to begin in 2006 and could be open to traffic as
early as 2008.
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The Dallas-Fort Worth area
recognizes the need for, and
supports, the Trans-Texas Corridor
(TTC) vision. In response to
TxDOT’s initial concept, North
Texas has developed alignment
recommendations that meet the
needs of both the State and the
Dallas-Fort Worth area.
Dallas-Fort Worth alignment
recommendations are on a modeby-mode basis to expedite auto,
truck, and rail freight improvements
in the region. This plan addresses
how to phase the implementation of
TTC-35 to address sustainable

growth, while focusing on urban
connectors in the near term.
Another feature of this vision is for
east-west truck and rail routes,
which are critical to moving freight
trains and hazardous waste out of
the central cities.
A route that combines the eastern
and western segments into one
north-south route and is in closer
proximity to the Dallas-Fort Worth
area will result in major cost
savings. Also of critical importance
in the Dallas-Fort Worth area is the
freight rail mode of the TTC-35. A

60

solution must be found for Tower 55,
not just to move freight more
efficiently, but to improve safety,
security, and air quality issues
related to this major rail bottleneck.
In the longer-term, a bypass route to
move freight rail out of the
metropolitan core will be pursued.
North Texas leaders remain
dedicated to working with the Texas
Transportation Commission through
the environmental review process to
make the Trans-Texas Corridor a
reality.

The Dallas-Fort Worth area is moving
forward with the regional rail system plan to
implement 260 miles of new passenger rail.
Activities are currently focused on a
committee of local elected officials and
State legislators addressing funding
strategies. The recommendations of a twoyear technical and policy study, the
Regional Transit Initiative, call for nine new
passenger rail corridors in six counties, with
a half-cent additional sales tax being a likely
funding mechanism. North Texas leaders
remain dedicated to working with State
legislators to find a solution to make the
vision for seamless regional rail a reality.

Progress is being made by the region’s three
transportation authorities on bringing new rail
opportunities to North Texas, with access to
Dallas/Fort Worth International Airport being
a priority. Dallas Area Rapid Transit is
currently finalizing plans for the Northwest
Irving light rail line, which is expected to be
complete by 2012. The Fort Worth
Transportation Authority is conducting an
Alternatives Analysis for the Cotton Belt
corridor from south of downtown Fort Worth
to Dallas/Fort Worth International Airport.
The Cotton Belt Rail Line will continue east to
Carrollton linking up with Denton County
Transportation Authority’s (DCTA) rail service
from Denton. DCTA is currently working on
the Environmental Impact Statement for its
north-south rail service paralleling I.H. 35E.
Dallas/Fort Worth International Airport has
been instrumental in creating seamless
connections to the passenger terminals and
people mover system. Texas Mobility Funds
are proposed to construct airport connectors.
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Diversion of Transportation Revenues
Diversion of State transportation revenues to non-transportation purposes continues to limit the
region’s ability to improve mobility, safety, and air quality. The Dallas-Fort Worth Area Partners In
Mobility remains focused on the importance of addressing this issue with State legislators and urges
the Commission to continue to bring attention to the issue of limiting the diversion of State
transportation revenues.

Transportation Development Credits
Transportation Development Credits, being generated by metropolitan areas utilizing toll roads, serve
as an additional resource to reduce congestion and improve air quality. The region thanks the
Commission for allowing greater flexibility in the use of these credits across the state. The Dallas-Fort
Worth Area Partners In Mobility urges the Commission to allow these credits to be used as matching
funds for air quality projects.

Allocation of Mobility Funds
North Texas greatly appreciates the progress made by the Commission on using the distribution
formula of Category 2 funds to each metropolitan region. The Commission is urged to monitor the
relative levels of need between different areas of the state and ensure that the right amount of funding
is allocated to the Category 2 program for the metropolitan areas, which serve as the State’s
economic engine.

Innovative Funding Incentives
In response to the State’s transportation funding crisis and a call from the Commission to utilize toll
roads to leverage additional funding, North Texas leaders have made difficult decisions to toll
roadways throughout the region. The Commission is urged to use incentives, such as the
programming of Category 12 – Commission Strategic Priority Funds to regions willing to use
innovative finance techniques.

RTC/TTC Memorandum of Understanding on Revenue Sharing
The Regional Transportation Council has worked with the Commission and TxDOT staff on setting
Comprehensive Development Agreement business terms for toll roads and managed lanes. A policy
has also been developed on how to distribute excess revenue throughout the region. The Dallas-Fort
Worth Area Partners In Mobility urges the Commission and TxDOT staff to move forward with the
development of a Memorandum of Understanding with North Texas that fully implements the
Integrated Comprehensive Approach.

Trans-Texas Corridor-35
The Dallas-Fort Worth Area Partners In Mobility continues to support the concept of the Trans-Texas
Corridor. The Commission is urged to evaluate and consider the recommendations for staging and
routing of the TTC-35 within the Dallas-Fort Worth area. In addition, the Partners In Mobility urges the
Commission to work with North Texas on addressing freight rail bottlenecks, such as Tower 55, and
the opportunity for creating a regional freight rail bypass to serve future needs.

Regional Rail System
Transportation leaders in North Texas continue to work with members of the Texas Legislature toward
the vision of a seamless regional rail system. The Dallas-Fort Worth Area Partners In Mobility thanks
the Commission for its continued support of passenger rail projects and appreciates the continued
opportunity to use Texas Mobility Funds for regional rail projects such as rail access to Dallas/Fort
Worth International Airport.
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Dallas-Fort Worth Funding Sources & Strategies
Spend Wiser
1. Monitor project delivery
2. Streamline project development
3. Address management and operation solutions
4. Monitor benefit/cost ratios of projects
Be More Efficient
5. Support Comprehensive Development Agreements (CDAs)
6. Plan managed lanes
7. Create NTTA System Partnership
Borrow to Build
8. Use toll funds
9. Apply pass-through tolling (shadow tolls)
10. Apply Transportation Development Credits (toll credits)
Find Partners
11. Coordinate congressional funding
 Roadway earmarks
 New rail starts
12. Request TxDOT Category 12 Funds
13. Leverage Texas Mobility Funds
14. Coordinate local sources
15. Leverage State Rail Relocation funds
16. Coordinate Trans-Texas Corridor (TTC-35)
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APPENDIX A
Emissions Index Methodology

April 6, 2004

Memorandum To: Texas Metropolitan Mobility Plan Working Group
Jack Foster, Texas DOT Project Director, Research Implementation Project 5-4853
From:

Tim Lomax, TTI

Subject:

EMISSIONS INDEX
EVALUATIONS

FOR

USE

IN

TEXAS

METROPOLITAN

MOBILITY

PLAN

The following points describe the assumptions and procedures used to derive the attached emissions
rates and their use in preparing an emissions index for use in comparing emissions impacts of alternative
networks.
 NOx and VOC emissions rates are provided for 2000 and 2025 morning and evening peak periods,
applicable to peak traffic periods in each of the eight Texas transportation management areas
(TMAs) included in the Texas Metropolitan Mobility Plan effort.
 The process described below will develop an Emissions Index for the morning and evening peak
periods.

This index provides a relatively quick estimate of the effect of the transportation

investments on emissions levels relative to the 2000 estimates. It does not replace the type of
air quality analysis already being performed. This technique is only designed to provide
“ballpark” estimates of the effects.
 The Texas Congestion Index spreadsheet will be used to calculate the tons of peak period
emissions for each year. These outputs for each year will be used to create a morning and evening
peak period emissions index. The peak periods include travel for 6 to 9 a.m. and 4 to 7 p.m.
 Order of magnitude peak period emissions can be generated using vehicle-miles of travel by
functional classification for each of the eight urbanized area transportation networks. The NOx and
VOC emissions rates are added and then used to estimate the amount of annual emissions. The
combined Emissions Index is calculated by dividing estimated emissions for a given year by the
emissions for 2000. This will provide an indication of the change in emissions that might result from
the modeled transportation system. For example,
I2025 = (Evoc2025 + Enox2025)/(Evoc2000 + Enox2000),
where
I2025 is the combined emissions index for 2025,
E voc2025 is the estimated VOC emissions for peak periods in 2025, etc.
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 Morning and evening peak period vehicle-miles of travel are needed for freeway and arterial
functional classifications (rates are based on MOBILE6 data for 7-8 am and 5-6 pm).
 Vehicle fleet mix is for the TxDOT district in which each TMA is located.
 Travel speeds are based on the Dallas speed model (a function of volume to capacity ratio and
coded free-flowing speed).

These speeds are calculated within the Texas Congestion Index

spreadsheet.
 MOBILE6 setups are the same as used for emissions inventories in the respective areas except
TxDOT district level input parameters are used.
 Data provided for each network condition will be used to create an Index value and a point on an
EXCEL graph as shown below. Expected conditions are:
o 2000 base line
o 2025 financially constrained metropolitan transportation plan (MTP)
o 2025 Texas Metropolitan Mobility Plan (all MTP capacity deficiencies alleviated to target level of
congestion)

A sample output graph is shown below. Two such graphs will be produced for each TMA:
 Morning peak period
 Evening peak period

Emissions Index
Combined Nox, VOC – AM Peak Period

1.2
1

Baseline
2025 MTP

Ind 0.8
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0.6

2025 TMMP

0.4
0.2
0
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2000

2005

2010

2015

Year
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APPENDIX B
Low Level Aerial Photography

Traffic Congestion has become the number one concern of area travelers.
Increasing traffic congestion and the resulting vehicle emissions are major problems in this
region. Faced with growing travel demand and limited resources, it is critical that decisionmakers have an understanding of current transportation system performance including peakperiod traffic conditions. Recognizing this need, the North Central Texas Council of
Governments initiated a recurring comprehensive assessment of commuter travel conditions in
the Dallas-Fort Worth Metropolitan Area.
In 1999, and again in 2003, a series of aerial photo-surveys,
showing highway traffic performance, were conducted in the
Dallas-Fort Worth Metropolitan Area. The purpose of this
survey was to evaluate the performance of the freeway
system. This information will be used to identify potential
locations for freeway bottleneck improvements as well as
major corridor needs. It will also enable decision-makers to
compare long-term congestion trends and to evaluate the
benefits of the transportation improvement strategies being
implemented over the next few years. This publication
highlights the survey and provides an overview of the results
from the data collection effort.
Commuters, elected officials, and transportation professionals
in the Dallas-Fort Worth Metropolitan Area will find the
information from this data collection effort useful. The findings
highlight the locations of peak period traffic bottlenecks,
identify heavy truck traffic corridors, and assess the impacts of
congestion caused by incidents and accidents. Level of
service estimates are derived from the data for both the
morning and evening peak travel periods. This publication also
includes a comparative analysis of highway performance for
the years 1999 and 2003.
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APPENDIX C
Prioritized List of Improvement Projects
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APPENDIX D
Resolution
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