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Chapter 1: Research Question

The Knox Street district, located just a few miles north of downtown Dallas, 
Texas, offers a variety of high-end retail, residential, and commercial use 
options. The increased popularity of downtown Dallas development and 
the Knox/Henderson neighborhood has drawn attention to the communi-
ty situated on the edge of Highland Park and Dallas. Knox Street is a corri-
dor connecting several neighborhoods in the surrounding area, including 
Highland Park, Uptown, University Park and Southern Methodist University. 
Knox Street’s proximity to local amenities, such as West Village, Katy Trail, 
Mockingbird Station and Greenville Avenue. The corridor’s mixed use; as 
well as its existing pedestrian infrastructure gives Knox Street a leading 
edge as a demonstration project for surrounding districts. 

This study examines Dallas’ Complete Street best practices and their im-
plementation on the Knox Street project. It asks: how effective has the 
implementation of this demonstration project been? It aims to answer this 
question by first comparing the City of Dallas’ Complete Streets Manual 
draft with nationally established Complete Streets best practice literature 
and then performing a SWOT analysis - with project stakeholders’ input 
- it seeks to gauge how effectively and successfully these practices have 
been implemented in the Knox Street Public Improvement District (PID). 
Lessons from this study may be useful in future demonstration efforts.

DALLAS COMPLETE STREETS INITIATIVE + KNOX STREET
The City of Dallas launched the Complete Street Initiative in June 2011 
with the hopes of  “…instituting a new approach to designing and build-
ing streets” (City of Dallas 2013, 3). The idea was to implement these 
new ideologies onto streets throughout downtown Dallas in the effort 
to spur economic development, mitigate growth and encourage mul-
timodal sustainability. One of the first streets selected as a Complete 

Figure 1: Knox Street Looking East

Knox Street intersects with McKinney Avenue with retail stores Apple, Z Gallerie, 
Crate and Barrel and with restaurant Chuy’s.

Figure 2: Knox Street Looking West

Knox Street continues to Katy Trail and various multi-family residences, as well as 
additional retail and commercial buildings. 
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Street test and implementation project was Knox Street. Other streets 
slated for potential Complete Streets treatment include Henderson Ave-
nue, Jefferson Street in Oak Cliff, Main Street in Deep Ellum, Greenville 
Avenue and Alpha Road (Lucero 2012). The Complete Streets team then 
began to work with Knox Street to create a vision and a plan for revi-
talizing and transforming the small corridor and recently created Public 
Improvement District. In November 2011, the design team held a public 
workshop with Knox Street community members to gauge perceptions 
on the issues affecting Knox Street and ways in which people thought 
they could be improved. Several people who attended these workshops 
stated parking, traffic, signage, bicycling, connectivity and pedestrian 
friendliness were all issues Knox Street needed to work on and hopefully 
improve in the Complete Streets process (City of Dallas 2011).  These 

results subsequently led to a four-day demonstration project September 
27 through September 30, 2012 in which Complete Street installations 
were temporarily set in place along Knox Street to test their effectiveness 
and community popularity. These results were integrated into the Com-
plete Streets Manual released in September of 2013 and serve as a basis 
for this project’s research. The timeline below shows the City’s project 
progression as well as the history of the Knox Street PID as it relates to 
the Complete Street project. 

These factors lead to the question: Is the City of Dallas’ recent efforts 
to implement a Complete Streets initiative and demonstration project 
on Knox Street an effective project and has this project been imple-
mented successfully?

Figure 3: Implementation Timeline

This small timeline shows how the Complete Streets Initiative, as well as the Knox Street Public Improvement District, have developed over the last four years.
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DOWNTOWN DEVELOPMENT
The rise of high-end residential and commercial developments over the 
last decade has given Knox Street an unique opportunity to improve its 
pedestrian-friendliness and its urban design aesthetics, while simultane-
ously reducing local auto-dependency, which is not only true for those who 
live nearby. Several people come to Knox Street from outside the neigh-
borhood and also must drive to get there. The street has proven to have 
a viable economic retail and commercial agglomeration, mainly centered 
on high-end home furnishing stores and restaurants oriented at sidewalk 
dining. Each of these uses continues to draw visitors and will most certainly 
continue to be capitalized for future street development projects. 

However, Knox Street also faces challenges that could potentially ham-
per potential success. Knox Street, a four-lane, undivided community 
collector (City of Dallas 2004), intersects U.S. 75 by an on-and off-ramp 
and the frontage road often experiences heavy congestion, convoluted 
parking and inefficient traffic flow. Knox Street’s proximity to U.S. 75 de-
ters pedestrian activity at stores closest to the intersection due to the 
high number of automobiles and lack of sidewalk buffers. Pedestrians 
could feel unsafe and exposed to traffic as they make their way to stores 
along the frontage road or as they attempt to cross U.S. 75 to reach Hen-
derson Avenue. The narrowed entrance to Knox Street off U.S. 75 also 
acts as a barrier to traffic flow because the intersection becomes con-
gested as cars try to either enter the street or leave one of the off-street 
parking lots via the side alleys. 

The sidewalks along Knox Street vary in size and condition as each build-
ing has a different setback off Knox Street, McKinney Avenue and Cole 
Avenue. Parking spaces vary in their orientation to the street (head-in or 

Figure 3: Knox Street Landmark

A bell tower stands above all the buildings on Knox Street and serves as a marker of 
the community. 
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angled and parallel) and size, which impacts the width of the sidewalks. 
Vehicle bumpers invade sidewalks and impede pedestrian flow,as pe-
destrians have to navigate around the vehicles and other pedestrians. 
Visible parking in the area includes on-street parking and surface lots 
closest to U.S. 75. The off-street parking lots are located behind the busi-
nesses and these lots are often difficult to see or access since people are 
required to navigate through narrow alleys to get to them. There is also 
very little wayfinding signage along Knox Street to indicate the location 
of these lots. Cars travel on Knox Street at approximately 30 to 35 miles 
per hour depending on traffic conditions, which makes pedestrian cross-
ings hazardous and unwelcoming. The intersecting streets of McKinney 
Avenue and Cole Avenue, both of which are one-way minor arterials (City 
of Dallas 2004), also add challenges to area motorists and pedestrians 
because several times, as personally witnessed, motorists do not realize 
the roads are one-way and will often turn into on-coming traffic. Cars also 
attempt to pull U-turns to access on-street parking spaces on the oppo-
site side of the road. These actions lead to slower traffic flow and higher 
automotive congestion. 

These issues all make Knox Street a potential candidate for a Complete 
Street makeover. The City of Dallas included the Knox Street Public Im-
provement District (PID) in its Complete Streets Initiative and has worked 
with several local consultants and landowners to create a vision that will 
potentially solve several of these issues currently impacting the area. The 
Knox Street PID is also what makes this Complete Streets Initiative so 
unique as the funding for such an undertaking would not have been pos-
sible without the support from landowners. 

The City of Dallas lacks in pedestrian-friendly development and has been 

Figure 4: Professional Report Flow Chart

Complete Streets 
Best Practices

City of Dallas Complete 
Street Manual - Draft

Complete Streets - 
Implementation + 
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How closely does Dallas’ 
Complete Streets manual 

follow best practices? 
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implementation SWOT 
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working over the last few years to improve this reputation. The City is 
working to repair its disconnected downtown by promoting  large-scale 
development such as Klyde Warren Park and Museum Tower, and the in-
creasing popularity of neighborhoods like Uptown and Oak Lawn, show 
the effort is paying off. In a neighborhood located in close proximity to 
upscale homes, shopping, and a central business district, it is vital to 
garner as much public support and opinion as possible when attempting 
revitalization or improvements. For example, in an article titled “Instant 
Urbanism,” Karrie Jacobs discusses her personal experiences in Dallas as 
a frustrated pedestrian as well as the various ways she has perceived the 
city’s attempts to improve connectivity. Jacobs remarks one of the cen-
tral problems the City of Dallas faces as it has a reputation of being the 
example of all the thing “...you don’t want a city to be” (Jacobs 2012, 1). 
She then goes on to discuss how she views these surges in local develop-
ment a sign that the city is heading in the right direction, or a place less 
dependent on automobiles and more focused on connecting people. 
This type of attention is needed for areas like Knox Street as the down-
town continues to experience growth and change becomes inevitable.

KNOX STREET PUBLIC IMPROVEMENT DISTRICT
Currently, Knox Street district does operate as a Public Improvement Dis-
trict (PID). The PID was created in 2010 (Dallas OED 2013) and consists of 
approximately 57 properties. The general nature of the PID is currently 
defined in terms of “…service and improvements...to enhance securi-
ty and public safety, maintenance, marketing and promotion... “(Dallas 
OED 2013). While each of these items is necessary for the future success 
and safety of the district, the PID does not address streetscape enhance-
ments or improvements. Adjusting the PID to include streetscape im-
provements and other related projects could not only help finance the 

project, but could also potentially ease the financial burden on other PID 
budgetary items, such as public security and safety. 

The Knox Street PID is unique in the City of Dallas as it is the smallest 
public improvement district and the most recent one. It has the potential 
to provide several benefits to business owners in the future and serve as 
a demonstration project to future PIDs and Complete Street projects. 
The increased business growth in the Knox Street PID shows the site is 
going to undergo transformation as more businesses and people relo-
cate to the area. The site, however, needs further improvements to han-
dle this onset and future vehicular and pedestrian traffic growth. 

STUDY PURPOSE
This study compares the Knox Street Complete Streets Initiative and its sub-
sequent implementation efforts vis-a-vis the City of Dallas’ Complete Street 
projects goals and guidelines. Best practice literature is also used to analyze 
the City of Dallas’ Complete Street Manual draft in an effort to understand 
the strengths, weaknesses, opportunities and threats the project might 
have. The intended conclusion is to identify and analyze the issues affecting 
implementation, the nature of the private and public sector relationship and 
any gaps between the City’s design intentions and landowners’ expecta-
tions. This professional report intends to ascertain the successes and missed 
opportunities that occurred in the PID’s Complete Street implementation 
process and hopes that the findings and lessons learned will be of utility to 
the City of Dallas in future Complete Street projects.  

Components of this report include:

1. A literature review of key complete street aspects ranging from de-
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sign considerations to economic and health benefits;
2. A comparative analysis of leading Complete Streets professional 

guidance and the City of Dallas’ Complete Streets draft manual in 
order to identify differences in approach between the City and es-
tablished best practice;

3. An evaluation of the City of Dallas Complete Streets practice as im-
plemented in the Knox Street PID;

4. A SWOT analysis of the Knox Street PID implementation issues based 
on public and private stakeholders’ input obtained from interviews
a. Interviews included:

i.  City Officials, including those involved in the Complete Streets 
Initiative and those in the long-range planning department;
ii.   Land-owners and other stakeholders of the Knox Street PID
iii.  Private sector individuals who participated in the project

5. Lessons learned. 
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Chapter 2: Literature Review

The following studies and articles are only a small sample of what has 
been published in regards to streetscape revitalization and Complete 
Street efforts in downtowns or neighborhoods congested with vehicular 
traffic and in need of more pedestrian and multi-modal activity. The ar-
ticles and studies presented are organized by subject matter. The litera-
ture reviewed shows almost unanimously that improving the streetscape 
with elements that encourage multimodal activity has brought some 
form of economic revitalization to the community and that the improve-
ments have encouraged more physical interaction with the environment 
in terms of human connectivity and greater urban design standards. 
These findings serve as a basis for the Complete Streets analysis be-
cause Knox Street contains several of the same elements listed in similar 
areas deemed ripe for this type of revitalization. This unique combina-
tion of amenities could attract more pedestrian activity and reduce traf-
fic congestion with the desired improvements, which would likely abet 
business growth and economic development, while also providing more 
transportation options for individuals wanting increased connectivity be-
tween Dallas’ various neighborhoods. Dallas’ Complete Streets Initiative 
has the potential to bring these successes to the community and can 
help broaden the multi-modal spectrum that the city is currently lacking 
and seeking to improve. This report identifies successful implementa-
tion strategies and key qualities found in the Knox Street PID Complete 
Street project. It also draws lessons from this experience that may be 
necessary for continued economic transportation successes all in an ef-
fort to demonstrate the project’s strengths, weaknesses, opportunities 
and threats with hopes of creating an analysis that will help improve fu-
ture projects and sustainable Complete Street implementation. 

COMPLETE STREETS
A Complete Street, the main philosophy behind the suggested improve-

ments to Knox Street, can have various interpretations and applications. 
However, before delving into the technical applications of Complete 
Streets, a general definition is required. LaPlante and McCann’s article 
“Complete Streets: We Can Get There from Here,” states that, “A Com-
plete Street is a road that is designed to be safe for drivers; bicyclists; tran-
sit vehicles and users; and pedestrians of all ages and abilities” (LaPlante 
and McCann 2008, 24). The general principle is to create a street where 
pedestrians, bicyclists and other forms of transit can safely co-exist. Streets 
have often been designed without much consideration for the pedestri-
an focusing instead on the automobile and traffic flow. Knox Street has 
several automotive-friendly characteristics and could benefit from the in-
stallation of Complete Street features, which “…focus more on road users 
and [are] about making multimodal accommodation routine so that multi-
modal roads do not require extra funds or extra time to achieve (Complete 
Street functionality)” (LaPlante and McCann 2008, 25). 

The National Complete Streets Coalition, a part of the Smart Growth 
America organization, focuses on nationwide Complete Streets imple-
mentation and provides cities and planners the tools necessary to imple-
ment these projects and policies. This organization’s Complete Streets 
definition keeps things simple and states, “Complete Streets are streets 
for everyone. They are designed and operated to enable safe access 
for all users…Complete Streets make it easy to cross the street, walk to 
shops, and bicycle to work”  (National Complete Streets Coalition 2010). 
This organization recognizes the unique characteristics each street has 
and that no Complete Street project will look the same. However, the 
measurable outcomes from a successful Complete Streets project can in-
clude increased safety, encouragement to walk and bike for health, lower 
family transportation costs, and stronger communities. This organization 
focuses on grassroot implementation initiatives and looks to the commu-
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nity and policy influencers to initiate change and improve communities 
across the country. 

The implementation of a Complete Street policy requires several different 
steps, funding sources and community participation. According to LaPlan-
te and McCann agency policies need to be examined and possibly rewrit-
ten; staff must be trained; and the appropriate data needs to be collected 
to prepare for performance improvements and later project implementa-
tion (2008, 25). It is important to acknowledge that every aspect of a Com-
plete Street outlined in official documents might not serve the selected 
site best and consultants and planners must approach each project indi-
vidually for the Complete Street to be successful. This should also include 
the rewriting of any design manuals for the City for better implementation. 
The City of Dallas recently published a new Development Guidelines man-
ual in addition to the recently released Complete Streets Design Manual 
draft, which reflects on the Knox Street demonstration day and the Com-
plete Street elements it applied.For Knox Street, these preparations have 
already been undertaken and are in the process of implementation. The 
City also held a mock-implementation day on Knox Street to demonstrate 
to the community how these Complete Street improvements might im-
pact the area as well as how they might improve the street. The City inte-
grated the lessons learned into their Complete Streets Manual and gained 
a better understanding of what policies and design choices would work 
best for Dallas in general and the Knox Street location specifically. 

One of the largest contributors to a Complete Street is the reex-
amination of automobile speeds. Several studies and articles have 
shown that the selected speed for a Complete Street is critical to the 
projects success and will allow “…safe movement by all road users, 
including more vulnerable pedestrians and bicyclists” (LaPlante and 

McCann 2008, 26). Burden and Litman support these ideas in their 
article, “America Needs Complete Streets,” by stating, “The major 
transportation problems facing most communities…can all be ad-
dressed by creating multimodal transportation systems that allow the 
best mode for each trip…” (Burden and Litman 2011, 36).Complete 
Street policies and projects, according to these articles, can help re-
duce the number of automobile related deaths in the country and 
improve the rates of individual and community health – much of which 
can be catalyzed with reduced vehicular speed. 

Complete Streets policies often include: a vision for how the community 
encourages street connectivity; adaptability by all agencies; establishment 
of performance standards with measurable outcomes; and specific next 
steps (Burden and Litman 2011, 36). These provisions facilitate further city-
wide implementation and more opportunities to study Complete Street 
effectiveness. Once these measures have been undertaken, cities can be-
gin implementing design control factors to the selected street. Complete 
Street design features include: narrower travel lanes; road diets; raised me-
dians; curb parking; curb bulb-outs; crosswalks; pedestrian crossing warn-
ing signs; full signalization; and intersection countdown clocks (LaPlante 
and McCann 2008, 27). These features, according to the authors, can make 
the implementation process even more successful and help tame traffic, 
while also contributing to business and economic growth. LaPlante and 
McCann (2008) and Burden and Litman (2011) all agreed that the ideology 
behind Complete Streets stems from Jane Jacobs and her belief that a 
planner cannot understand how to deal with traffic and the automobile 
until he or she understands how the city itself works. 

The American Planning Association (APA) released a Complete 
Streets: Best Policy and Implementation Practices publication edited 
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by Barbara McCann and Suzanne Rynne (2010) that outlined various 
Complete Street policy case studies throughout the United States. 
The implementation of a successful Complete Street policy is just 
as important as the Complete Street design and, according to the 
APA, “Complete streets policies come in many shapes and sizes…
policy makers at both the state and local levels have passed complete 
streets laws and ordinances” (McCann and Rynne 2010, 23). The case 
studies draw heavily on the National Complete Streets Coalition and 
the 10 elements identified as essential for comprehensive complete 
streets policies. These elements are: 

1. Includes a vision for how and why the community wants or needs 
complete streets;

2. Specifies that “all users” includes pedestrians, bicyclists, and transit 
passengers of all ages and abilities, as well as automobile drivers 
and transit-vehicle operators;

3. Encourages street connectivity and aims to create a comprehensive, 
integrated, connected network for all modes;

4. Adoptable by all relevant agencies to cover all roads;
5. Applies to both new and retrofit projects, including design, plan-

ning, maintenance, and operations, for the entire right-of-way;
6. Makes any exceptions specific and sets a clear procedure that re-

quires high-level approval of exceptions;
7. Directs the use of the latest and best design standards while recog-

nizing the need for flexibility in balancing user needs;
8. Directs that complete streets solutions will complement the context 

of the community;
9. Establishes performance standards with measurable outcomes;
10. Includes specific next steps for implementing the policy (McCann 

and Rynne 2010, 24). 

These elements should inspire and direct Complete Streets design and 
initiatives to find the best solution possible for the community, while fol-
lowing these precedents. These ideologies are laid out in several materi-
als presented and discussed later in this paper, including the Institute of 
Transportation Engineer’s Context Sensitive Solutions manual as well as 
the City of Dallas’ Complete Streets Initiative Manual – Draft. The design 
solutions presented in those guidebooks contain elements of each of 
these best practice suggestions. 

The APA and McCann and Rynne reinforce the context-sensitive approach 
as they state, “Sensitivity to the community context is essential to an effec-
tive complete streets policy…(it) can allay common fears…(and) can also 
help bridge the traditional divide between transportation and land-use 
planning” (McCann and Rynne 2010, 31). Cities who undertake the initia-
tive to instill Complete Streets policies in their community need to under-
stand the public’s worries or fears with such projects and work with as many 
professions and networks as possible to ensure no project is inappropriate 
for the context within it is placed. An area’s context includes the buildings 
adjacent to the site, the right-of-way, the sidewalk, street furniture, the in-
dividuals and families who visit the site, the people who live near the site, 
as well as the stores and restaurants and the commodities they sell. 

Equally important in the consideration of Complete Streets and their im-
plementation is the provision of open space and community interaction 
within this space. Schmidt and Nemeth (2010) discuss this consideration 
in their article, “Space, Place and the City: Emerging Research on Public 
Space Design and Planning,” as they state that “…the production of 
public space is now interpreted as a normative goal unto itself” (Schmidt 
and Nemeth 2010, 453). For these authors, public space has evolved 
from the literal understanding of “public” to its current condition as an 
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amenity capitalized in development that can bring economic growth to 
a city. This has led to an “…increased reliance on the private sector to 
provide publicly accessible spaces…” (Schmidt and Nemeth 2010, 255).
This understanding has led to the broad consensus that public spaces, 
or Complete Streets, must be perceived as safe in order to fulfill their 
lasting potential to a growing number of Business Improvement Districts 
(BIDs) and increased public-private partnerships.

The Institute of Transportation Engineers in partnership with Con-
gress for the New Urbanism released a recommended practice book 
to guide planning and transportation professionals in creating walk-
able urban environments. This “Context Sensitive Solution” or CSS 
has been used in reference to several studies and in the current City 
of Dallas Complete Streets Manual draft. The book is designed to “…
provide guidance for the design of walkable urban thoroughfares in 
places that currently support the mode of walking and in places where 
the community desires to provide a more walkable thoroughfare…” 
(Institute of Transportation Engineers 2010, 3). The application of con-
text sensitive design and associated methodologies can help project 
success because it forces planners and designers to be responsive to 
local context. The CSS emphasizes the significant role streets have 
had in human history in terms of economic exchange and social inter-
action. The twentieth century has divided the two realms, the street 
and the pedestrian, and it is important, according to the authors of 
the book, to reunite the two through the creation of walkable com-
munities. Knox Street possesses the economic support for community 
interaction and these interactions could be improved upon with the 
creation of a more walkable urban environment, or Complete Street. 
A more in-depth analysis of Complete Street characteristics and de-
sign standards is presented in the following chapter.

THE PUBLIC IMPROVEMENT DISTRICT + THE BUSINESS 
IMPROVEMENT DISTRICT
The issue of financing a project or any revitalization effort usually arises as 
the first question people ask when a project is proposed. The utilization 
of Public Improvement Districts (PIDs) or Business Improvement Districts 
(BIDs) has found success in the past as a means of funding community 
improvements such as streetscape enhancements and traffic calming ini-
tiatives. However, the utilization of such districts is relatively new and few 
studies exist on the actual benefits the districts provide. Knox Street’s 
Public Improvement District is unique in the Dallas-Fort Worth metroplex 
as it is extremely small compared to the other PIDs in the City of Dallas 
- only 5 blocks or approximately 57 landowners. This provides a unique 
opportunity to study the PIDs effects on the surrounding Dallas com-
munity and discover how participating business owners and community 
members utilize the PID to better the surrounding environment, improve 
economic growth and increase community safety. 

Some studies have shown that benefits of PIDs/BIDs can lead toa reduc-
tion of crime and the implementation of planning policies. For example, 
Lloyd et al. (2010) discuss the usefulness of business improvement dis-
tricts in the United Kingdom and the United States in terms of the BID’s 
operational effectiveness and ability to solve community problems. The 
authors consider the issues surrounding the “...origins, development and 
application...” of BIDs in an attempt to analyze how they have influenced 
the evolution of urban policies. The authors then analyze the positive and 
negative aspects of BIDs and how the application of BIDs in the United 
Kingdom might be put to better use to create more sustainable policies. It 
is discovered through their analysis that BIDs have high potential to assist 
in downtown revitalization efforts and the use of BIDs on an international 
level would have applicability for greater success, but the BIDs problems 
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with City and bureaucratic public and financial accountability need to be 
taken into consideration before any policies are actually implemented be-
cause of the high level of bureaucratic and planning interventions. 

Similarly, Hoyt (2003) discusses business improvement districts (BIDs) as 
an economic development tool and their ability to provide the participat-
ing area with supplemental security and sanitation services in her article 
“Collecting private funds for safer public spaces...” The author analyzes 
the general theoretical concept of BIDs and their successes and failures 
in reducing crime and sanitation issues in the communities they serve. 
She discovers that the extra security and sanitation services BIDs pro-
vide do deter criminal activities such as theft and burglary. Due to their 
successes, however, she states it is necessary to develop more sophisti-
cated models for evaluating their impacts and whether or not BIDs cause 
wealth-based inequalities. Lloyd et al. (2010) and Hoyt (2003) assert that 
BIDs/PIDs have beneficial impacts on their communities, however, due 
to their newness in application, several kinks must be worked out of the 
operational system in order for them to be fully effective. 

PUBLIC HEALTH
Increased physical activity obviously has a direct relationship to person-
al and public health. In communities where individuals are encouraged 
and able to walk more, the levels of public health appear to be higher 
rated. One of the direct correlations with increased pedestrian activity 
and walkability is the inclusion of paths and sidewalks designed for the 
pedestrian in mind, not the vehicle. For example, in “Proximity to Trails 
and Retail: Effects on Urban Cycling and Walking,” Krizek and Johnson 
(2007) perform an analysis on community neighborhoods to determine if 
a neighborhood’s proximity to trails or specialized infrastructure increas-
es bicycle use or walking among residents. To assess these factors the 

authors reviewed relevant literature and then conducted field research 
in the Twin Cities of Minnesota. The authors found that the proximity to 
off-street bicycle trails has no effect on bicycle use, but on-street bicycle 
lanes increased the chances for bicycle use. It was also found that indi-
viduals with neighborhood retail within 200 meters of their home walked 
more than those with retail located at least 600 meters away. 

POLICY
The current conditions of the site and the conditions of planning work 
in general are all heavily influenced by policy. Although a project might 
have tremendous benefits for a community, it can be halted by opposing 
or contradictory policies and the decision-makers who implement said 
policies. To truly have an impact on the community, it is necessary to ex-
amine any policies that might affect the design and implementation of a 
Complete Street project and any associated streetscape improvements 
for walkability. The numerous studies that examine the positive and 
negative implications of policies on such projects all agree that policies 
need to be amended to encourage more pedestrian-friendly design and 
discourage auto-dependent design. For example, in “Sidewalk Plan-
ning and Policies in Small Cities,” Jennifer Evans-Cowley (2006) looks at 
the need for improved conditions for pedestrians in communities. One 
major factor disrupting any comprehensive pedestrian-oriented or side-
walk improvement plan is the shifting of responsibility of sidewalks onto 
private developers or property owners. This leads to inconsistencies in 
sidewalk conditions and discourages people from walking to their des-
tinations, even if the destinations are located within walking distance. 
Evans-Cowley studied a small community in Central Ohio to assess 
the impact of sidewalks on a community by interviewing its managers 
to determine the city’s plans for sidewalk infrastructure and how these 
plans were being implemented. The results showed very little was being 
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done to implement any policies and improvements on sidewalks were 
not being done. To begin to remedy this, the author suggests working 
to encourage more public support and creating a pedestrian network 
that links destinations. These small steps should lead to a more pedestri-
an-oriented community and safer walking environment. 

Similarly, the influence the built environment has on the pedestrian and 
policies aimed at guiding design are analyzed in “The Effectiveness of 
Urban Design and Land Use and Transport Policies and Practices to In-
crease Physical Activity: A Systematic Review” by Gregory W. Heath et. 
al (2006). The authors reviewed studies that addressed environmental 
and policy strategies aimed at promoting physical activity, street-scale 
urban design, and land use policies. Each of the variables in the study 
was classified according to the types of infrastructure or policies in place 
and the measure of physical activity was used to assess effectiveness. 
As a result, two of the studied interventions were found to be successful 
in promoting physical activity; these were community-scale and street-
scale urban design and land use policies and practices. This helps to 
show that communities and cities need to implement policies based on 
these two factors and make them a priority of public health practitioners 
and community decision makers. 

Policy can also influence urban form, which then goes on to impact fu-
ture developments and neighborhood growth. Due to policies favoring 
vehicular traffic over pedestrian traffic, parking lots and structures gener-
ally take precedence. Manville and Shoup (2005) examine how off-street 
parking requirements affect urban form in “Parking, People, and Cities” 
by analyzing the relationship between population density and streets in 
cities. The authors found that denser cities devote more land to streets, 
but also have less street space per person which helps explain why dense 

areas “...have less vehicle travel per person but higher levels of conges-
tion” (Manville and Shoup 2005, 233). These factors combine to help in 
the creation of an overabundance of parking. To change this, parking 
must not be considered an automatic aspect of the planning process 
anymore. The authors suggest changing zoning requirements for off-
street parking to maximums, rather than minimums and suggest study-
ing cities like New York or San Francisco for examples of how to do it.

Overall, a nation-wide effort to encourage walkability and a change in urban 
policy must be undertaken. In “Designing the Walkable City,” Southworth 
(2005) argues to achieve walkable cities in the United States it will be “nec-
essary to assess current walkability conditions, revise standards and regula-
tions...and promote public education” (246). A walkable city, according to 
Southworth, has six criteria that determine a successful pedestrian network. 
These criteria are connectivity, linkage with other modes, fine-grained land 
use patterns, safety, quality of path, and path context. A city must implement 
these factors into its comprehensive plan and development goals in order 
to truly create a successful walkable city and reduce auto-dependency. 

DESIGN
The sheer number of streets that need improvements allows several 
studies to be conducted and analyzed. Each situation, while similar on 
the onset in terms of improved safety and pedestrian-friendliness, has 
differences in terms of outside influences and community perception. 
Each community or neighborhood has different qualities residents might 
find more valuable than others and it is important to take these into con-
sideration for future study and design processes. Knox Street provides a 
unique atmosphere for research-based design and analysis using these 
studies as a foundation. For example, the authors Ewing et al. (2006) 
evaluate urban design qualities in relation to walkability by creating a 
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field survey method aimed at helping designers in “Identifying and Mea-
suring Urban Design Qualities Related to Walkability.” According to the 
authors, current research methodologies used to characterize the built 
environment do not look at enough factors in the attempt to determine 
an area’s walkability. Their research looked at creating new “...operation-
al definitions and measurement protocols...” (Ewing et al. 2006, S223) to 
determine which urban design factors are more related to walkability. To 
assess the current methods and determine the new methods the authors 
recruited an expert panel, shot video of streetscapes, had the expert 
panel rate the urban design qualities of the streetscapes, measured the 
physical features of the streetscapes, and statistically analyzed the rela-
tionships between the physical features and the urban design quality rat-
ings. As a result, the authors were able to create a new method of deter-
mining walkability and a more efficient way to conduct further research. 

Similarly, the basis of encouraging pedestrian activity lies with sidewalks 
and their design and perceived level of safety. Lee, Jang, Wang, and Nam-
gung (2009) discuss the importance of sidewalk design to in “Design Crite-
ria for an Urban Sidewalk Landscape Considering Emotional Perception.” 
The authors compared various sidewalk design criteria, including sidewalk 
width, tree height, greenery, sky, roadway, and the built environment. Ob-
jectives of their research looked to show or establish that such improve-
ments would reduce vehicle transportation and create a more comfortable 
walking environment. According to the authors, pedestrians’ satisfaction 
with their environment depends on their emotional perceptions. Partici-
pants were surveyed and it was found that the harmoniousness and vision 
of a sidewalk landscape are closely related, meaning it is necessary to pro-
vide trees and an appropriate sidewalk width. The scope of this research 
allows an assumption for the Knox Street streetscape in that the various 
sidewalk conditions around the community need to be improved before a 

successful revitalization project can be considered fully implemented. The 
current conditions of the site do not conform to each other and based on 
these studies the sidewalks do not meet the criteria pedestrians sublimi-
nally seek in their environments. 

Community and roadway safety consideration are additional issues that 
must be thoroughly researched before project implementation. A street 
with more landscaping and wider buffer zones between the pedestrian 
and vehicle realms will theoretically experience a higher level of pedes-
trian-perceived safety. The number of auto-related accidents could also 
decrease, as mentioned in previous sections and studies. For example, 
in “Landscape improvement impacts on roadside safety in Texas,” Mok, 
Landphair, and Naderi (2005) examine if the claim that appropriately land-
scaped roadside scenes have a reducing influence on travel related stress. 
To test this claim, the study used a comparison of before-and-after crashes 
as a quantitative measure for roadside landscaping. This was meant to 
determine if landscaped sections of roadways were indeed safer than an 
unlandscaped section. The authors looked at roadways in Texas and found 
a significant decrease in the crash rate after landscape improvements were 
put into place. This led to the conclusion that the use of roadside land-
scaping has a positive effect on driver performance and perception. 

SOCIAL VALUE
In a community like the one surrounding Knox Street, social connections 
and interaction is vital to the area’s success because of that characteris-
tic’s value to visitors and residents. A successful urban environment will 
support and generate social connections. This effect has been thorough-
ly studied as a factor that makes a community successful and as an el-
ement that people express they want to see come to their community. 
For example, Eric Dumbaugh and J.L. Gattis (2007) discuss the double 
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role urban thoroughfares serve as places for vehicular transportation and 
as places for public engagement in “Safe Streets, Livable Streets.” The 
authors elaborate on the benefits of pedestrian-friendly streets as places 
where “...economic growth and innovation, improvements in air quality, 
and increased physical fitness and health” (Dumbaugh 2007, 283) are 
all more likely to occur. A major factor in creating these livable streets 
is the consideration of features such as trees and on-street parking. To 
assess whether more livable streets are indeed safer streets, Dumbaugh 
and Gattis examine various studies that have been done on road safety 
design. The authors use a simple empirical test to determine if the des-
ignated appropriate clear zone for roadways actually made roads safer, 
or if more street trees would be more beneficial. The test results showed 
the livable section with street trees and additional buffers was indeed 
safer and showed a correlation between street safety and design. This all 
results in greater social interaction and value among individuals.

Smart Growth and New Urbanist ideals are also often implemented in 
Complete Street and traffic calming improvement projects. The sub-
ject of New Urbanism might be considered somewhat controversial or 
misunderstood, but the theories have proven to be successful in cities 
in which they have been implemented. In “Testing the Claims of New 
Urbanism,” Lund (2003) analyzes development strategies that fall under 
“smart growth” and claim that placing amenities within walking distance 
of homes will increase pedestrian travel and social interaction among 
neighborhood residents. Lund tested local access (areas no more than 
a quarter mile away) and found there was credibility to smart growth 
claims. She found that when combined with pedestrian-friendly streets-
capes the location of everyday amenities within the neighborhood could 
increase pedestrian travel and interaction. She also found that people 
who walked around their neighborhood were more likely to interact with 

their neighbors and form relationships. Lund also finds that it is necessary 
to consider neighborhood perceptions and attitudes and more studies 
must be done before these methods can be proven effective. 

TRAFFIC CALMING AND ROAD DIETS
Traffic calming efforts are necessary to improve the public realm and to 
make the public realm more pedestrian-friendly. Calming techniques in-
clude lane reductions, wider sidewalks, buffer installation, landscaping, 
median installation, and on-street parking. These elements are often inte-
grated into Complete Street projects and can sometimes be considered 
synonymous with such initiatives. The topic is highly contested and sev-
eral reports and studies have been published on the various impacts traf-
fic-calming projects have on the surrounding community. It will be most 
vital to examine how traffic calming will influence Knox Street businesses 
as historically business owners are most likely to contest the installment of 
such features citing reduced customer flow due to fewer parking spaces 
or a perceived notion the area has become to confusing for drivers. Very 
few studies have found that businesses are negatively impacted by traffic 
calming and several actually found business improved after construction. 
For example, in “Are Roundabouts Good for Business?” Alex Ariniello  
(2004) examines the effect a series of four roundabouts had on a suburban 
in a strip commercial area in Golden, Colorado. The author discusses the 
site’s difficulty handling traffic as well as providing access from business 
and side streets. The site had recently been proposed for a new shopping 
center that elevated these traffic and parking concerns. An analysis con-
ducted post-construction revealed the improvements made the area more 
aesthetically appealing and maintained traffic flow, while also providing 
pedestrian protection. Traffic slowed and vehicles experienced very little 
delay at intersections, all of which resulted in a “vibrant commercial corri-
dor” (Ariniello 2005, 2) with little negative impact on businesses. 
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Similarly, it was found that road diets (also known as traffic calming) can 
also have a tremendous positive impact for pedestrians and bicyclists. In 
“Road Diets,” Dan Burden and Peter Lagerway (1999) discuss the effect 
road diets, in which roads lose lanes and width, have on the nation’s roads. 
The authors suggest that roadway conversions might be the future to cre-
ating safer, healthier, and more vibrant places. Burden Currently, four-lane 
roads discourage mobility among populations in terms of transit users, 
pedestrians and bicyclists. Case studies on several North American cit-
ies support the road diet proposal and each case study resulted in a suc-
cessful roadway conversion that improved the roadway conditions of the 
neighborhoods. The authors’ research leads them to suggest the imple-
mentation of road diets on four-lane (or greater) roads is most likely key to 
developing successful, economically sound communities.

In “Economic Effects of Traffic Calming on Urban Small Businesses” 
(2003), Emily Drennen investigates how the changes to an urban street-
scape - in an effort to make them safer, more attractive, and livable - 
affects retailers. Drennen interviewed twenty-seven merchants in the 
Mission District of San Francisco to discover what impact the Valencia 
Street bicycle lanes had on their businesses. She discovered a majority 
of business owners supported the bike lanes and that the lanes had a 
positive impact on business or sales. The same number of business own-
ers also stated they would support further traffic calming efforts in their 
neighborhood.

In “A Methodology for Determining the Economic Impacts of Raised 
Medians: Final Project Results” (2001), William Eisele and William Fraw-
ley examine business owner claims that raised medians might impact 
their businesses and property values. The authors conducted a four-year 
study where they interviewed Texas business owners before and after 

the construction of a raised median. It was discovered that the construc-
tion phase of the raised median appears to have the most detrimental 
impacts on businesses and in most instances the property value of se-
lect businesses actually improved after construction. The authors hope 
this research will further be used to conduct studies with businesses and 
communities in raised median construction projects. 

Another element to consider in traffic calming design is the issue of 
on-street versus off-street parking. For consideration, in “Quantity ver-
sus Quality in Off-Street Parking Requirements,” Mukhija and Shoup 
(2007) argue that planners should worry less about the quantity of park-
ing provided in urban landscapes and more about its quality as park-
ing structures often impose on and overwhelm the physical landscape. 
The authors imply that off-street parking requirements need to be inte-
grated into the architectural and design quality regulations to reinforce 
the desired character of each neighborhood.  Mukhija and Shoup point 
to several communities that have implemented the quality or quantity 
ideology and discuss the benefits these communities have experienced 
since shifting their focus. It is suggested that cities can mitigate any costs 
associated with parking structure design by reducing or removing the 
minimum parking requirements. The installation of appropriate parking 
structures or lots can appease traffic calming efforts because the system 
is made more efficient and people are generally less confused about 
parking options. 

In regards to urban shopping centers, Stark and Klementschitz (2008) take 
a similar approach to parking and discuss off-street parking regulations in 
“Off-Street Parking Regulations for Shopping Facilities: Potential Impacts 
and Scope of Implementation.” The authors state off-street parking regu-
lations could help reduce car traffic in urban areas and they show the ef-
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fectiveness of these regulations through surveys and an efficiency analysis. 
Some regulations they study include high obligatory parking costs for pri-
vate off-street car parks. Their study shows that the limitation of car parks 
around retail facilities led to a reduction of car traffic. This leads the authors 
to suggest off-street parking regulations be integrated into land use plans 
and development requirements. However, careful consideration should be 
taken with zoning requirements and existing buildings. 

The U.S. Department of Transportation published Case Study No. 19 (1994) 
to analyze the effect traffic calming has had on communities in Europe, 
Japan, and North America. Each area of the world found several com-
munity and neighborhood and community groups that supported traffic 
calming, but each for various reasons. In the United States, the authors 
found traffic calming efforts focused on “...spot locations and most have 
resulted in lower motor vehicle speed and fewer motor vehicle accidents” 
(U.S. Department of Transportation 1994, vi). The authors found very little 
information on the impact traffic calming had on bicycle and pedestrian 
use. Further analysis led the authors to conclude a well designed and im-
plemented traffic-calming program can have several beneficial impacts for 
bicyclists and pedestrians as well as be more cost effective. (Eisele and 
Frawley 2001) Overall, the implementation of traffic calming design can 
serve a community well for future development and traffic flow as it allows 
a greater variety of motorists and pedestrians to visit the area.

CONCLUSION
These reports and studies serve as a foundation for Complete Street rec-
ommendations and the implementation analysis as they describe ways in 
which Complete Street improvements have been successful and unsuc-
cessful. The articles also present elements involved in a Complete Street 
implementation process that might not be directly outlined in Complete 

Street materials, but are just as important to consider and understand as 
the project moves forward. None of the elements outlined in the Com-
plete Street project are limited to a Complete Street implementation. 
Each of the specific elements could be installed or implemented without 
a prescriptive policy. These findings help provide an understanding of 
what results the City of Dallas should expect to see or not expect to see.

(What are the findings of the literature review that will help you gauge 
the City’s Complete Street’s manual?) - WORK IN PROGRESS   
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Chapter 3: Methodology 

Project methodology is divided into four sections: site analysis, inter-
views and stakeholder surveys, research, and project implementation 
suggestions. These sections identify why Knox Street was selected as 
a Complete Street demonstration project as well as how well the City 
has initiated the conversation with the public to explain Complete Street 
benefits and goals. 

SITE ANALYSIS
Presently, the Complete Streets Manual is still in draft form awaiting final 
City Council approval. The most recent version was presented to the Trans-
portation and Trinity River Project Committee on September 24, 2013 and 
the City hopes to have it finalized within the next couple of months. The 
Knox Street demonstration project was a tool used to kick off the Com-
plete Streets Initiative, as well as a way to prep the local community for 
Complete Street implementation. The recent bond approved for the Knox 
Street PID will serve as a partial funding source for these improvements 
as soon as the Complete Streets project kicks off within the next year. The 
Complete Streets project is another way for the City to show how these 
bond funds can be applied in the future, as well as to show a more efficient 
distribution of funds with measurable results to the public.

Knox Street is considered a City of Dallas Street and, according to the 
City of Dallas Thoroughfare Plan (2012), has a 60-foot right-of-way that 
can be operated with either two or four lanes. Knox Street is considered 
a community collector with a proposed function as a principal arterial 
and the intersecting Cole and McKinney streets are proposed as minor 
arterials in the City of Dallas Thoroughfare Plan (2012). A lane reduction in 
the right-of-way to make streetscape improvements or Complete Street 
installations will have little or no negative implications for the communi-

ty, according to these plans as Knox Street is operating under capacity. 
Currently, the majority Knox Street traffic is a result of vehicles attempt-
ing to navigate the confusing on-street and off-street parking, one-way 
intersections and pedestrian crossings. According to traffic counts taken 
in 2005, courtesy of the NCTCOG Cooperative Data Program, historical 
data counts along Knox and U.S. 75 range from 10,000-12,000 vehicles 
each day. These rates are maintained along Knox Street and through to 
the City of Highland Park, located just across Katy Trail at the edge of the 
Public Improvement District. Complete Street implementation and traffic 
streamlining along Knox Street will make traffic flow more smoothly and 
will allow more people to park or pass through without encountering 
confusing roadways or distractions. This will in turn encourage more pe-
destrian activity along the street as the pedestrians will no longer feel 
inundated by the vehicular traffic traveling along Knox Street. 

These combined current elements highlight Knox Street as a mixed-use 
street with the potential for travelway improvements and traffic calming 
designs. The narrow alleyways, uneven pavement and sidewalks, disinte-
grating street furniture, speeding traffic, and general vehicular congestion 
all currently affecting Knox Street could easily be streamlined with Com-
plete Street improvements and each of these solutions is outlined and 
further analyzed in this report. Current improvements seem limited to the 
specific improvements the business and landowners seek to implement 
themselves and a more general, overarching improvement system ap-
pears to be long overdue for the businesses and residents on Knox Street. 

STAKEHOLDER RESPONSES + SWOT ANALYSIS
Knox Street PID business owners and landowners were emailed an on-
line survey asking their thoughts and opinions on the City of Dallas’ 
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Complete Streets Initiative as well as what they thought was lacking or 
already in existence in Knox Street. The results, more further detailed in 
this report, show a wide range of opinions, both positive and negative, 
towards Complete Streets and it’s applicability to Knox Street. A majority 
of the respondents were business owners and there was a broad consen-
sus among the results that improvements need to happen to Knox Street 
to keep up with growing retail, economic and traffic capacity demand, 
however, physical changes cannot be too drastic as Knox Street has a 
unique character that current stakeholders do not want to see forsaken.  

Complete Street Implementation strengths include the perception that 
people have seen improvements come to the Knox Street area over the 
last few years. Comments included the number of businesses moving 
into the area, new landscaping along sidewalks, branding and retail 
signage as well as better sidewalks. These improvements might not be 
directly related to Dallas’ Complete Streets Initiative, as that project is 
still undergoing evaluation and are not fully implemented, but these im-
provements are a driving factor for Complete Street designs on Knox 
Street. People also responded that they felt the Public Improvement 
District had helped the area as well as drive up local business due to 
the streetscape and safety enhancements the PID has been able to im-
plement over the last few years. People also remarked that although the 
Complete Streets project was not fully underway, they thought that it 
was a move in the right direction on the City’s part, even if the design 
elements still needed to be worked out. 

Complete Street Initiative opportunities exist in several spots through-
out the project. Among stakeholders, many feel that Knox Street already 
possesses walkability, as well as a thriving business climate that has ex-

perienced growth over the last few years. These factors will continue to 
draw visitors to the site. Knox Street also has Katy Trail running along 
the PID’s western border. This local pedestrian and bicyclist connector 
brings people through the site every day and the site can capitalize off 
this amenity to further grow business and increase pedestrian traffic. 

Complete Street Initiative weaknesses sit with stakeholders’ familiarity 
with the project and general perception about the project’s funding lim-
itations. Over half of the people surveyed stated they were not familiar 
with the Complete Streets project and approximately 30 percent were 
not even aware that Knox Street is located in a Public Improvement Dis-
trict. An overwhelmingly 50 percent also stated they did not participate 
in the Complete Street demonstration on Knox Street in 2012. The City 
has the opportunity to increase public perception among these respon-
dents and the Knox Street business and resident community. The lack of 
communication or publicity about the City’s role could harm the success 
of the project in the future if public awareness is not sought. Similarly, 
when polled on the City’s contribution to the improvements on Knox 
Street or in the district, very few people stated the City had done a good 
job. Most people were neutral on the topic and gave credit to the indi-
vidual land and business owners. 

Complete Street implementation threats in Knox Street PID exist in the 
form of competition from several other streets slated for Complete Street 
improvements as well as from public perception of successful Complete 
Street designs. Greenville Avenue and the Bishop Arts district have al-
ready seen success from the select Complete Street designs installed 
on their thoroughfares and several other Dallas streets are seeking to 
make similar improvements as the philosophy becomes more popular 
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among cities and policy-makers. Henderson Avenue, located to the east 
across U.S. 75 from Knox Street, could also see these Complete Street 
improvements in the future and if Knox Street does not take these into 
consideration, the growth and development could occur elsewhere. Ad-
ditionally, the market could take a downturn and the business-friendly 
climate currently in the Knox Street PID could reverse. This could make 
the Complete Streets project no longer seem viable for the communi-
ty. These threats make achieving public awareness, communication and 
speed in implementation very important at the onset of the project. 

PROJECT IMPLEMENTATION SUGGESTIONS + CONCLUSION
The project timeline and the stakeholder survey responses provide a tell-
ing glimpse into the future of Complete Streets projects in the City of Dal-
las. This undertaking takes the City of Dallas into new territory as it seeks 
to mitigate its automotive-friendly, pedestrian-unfriendly reputation. The 
City should be applauded for this effort because cities across the country 
are implementing Complete Street designs and policies and seeing re-
markable sustainable development in their neighborhoods. Why should 
the same progressive planning not also occur in one of the fastest grow-
ing cities in the nation or in a state projected to experience exponential 
growth over the next twenty years? The City of Dallas certainly took pre-
cautionary steps and time to kick-off its Complete Streets Initiative and to 
diffuse it to the public, as seen in the three year window from the Initiative’s 
kick-off to the Complete Street manual’s public release. 

That being said, the design improvements suggested for Knox Street do 
follow the Complete Street general prescriptions a little too closely. The 
recommendations almost reach context sensitivity, but fail to fully grasp 
the character of the neighborhood the residents stated they wanted to 

hold onto. Bike lanes are an important addition to any thoroughfare and 
multimodal travel should be encouraged throughout the City of Dallas, 
however, given Knox Street’s tight thoroughfare, blind spots and speed-
ing traffic, the bike lanes might be best left to side streets or better inte-
grated into the driving lanes themselves (as downtown Dallas has done 
on Main Street). On-street parking should be encouraged and revamped 
on Knox Street to encourage traffic calming effects and sidewalks should 
be better buffered to separate the pedestrian from the vehicle. Street 
furniture and landscaping should also be improved as several current 
pieces sit in disrepair. Alleyways to off-street parking lots should also be 
repaved to allow for more efficient traffic flow and easier on-street park-
ing. These elements all contribute to the Complete Street and the City 
has not neglected to point those factors out. 

The City has missed an opportunity to truly connect with the public and 
explain the Complete Streets process. Katy Trail should have been bet-
ter integrated into the demonstration day as well as in the design pro-
cess as its proximity to Knox Street is a big driver for pedestrian activity 
and connectivity to the downtown districts. Conversations with City Staff 
have also suggested that traffic calming efforts on intersecting McKinney 
and Cole Avenue would be limited; however, strong interest has shown 
among the PID stakeholders for a reversal of one-way traffic to two-way 
traffic. The business owners, landowners, and city planners should con-
tinue to work to get on the same page as the project moves forward and 
the City should understand the context within which Knox Street oper-
ates so as to best convey the successes Complete Street policies have 
experienced elsewhere and could experience here. A more detailed im-
plementation analysis and recommendation is found in this report as well 
as alternative Knox Street design solutions. 
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Chapter 4: Complete Streets Design Analysis

The City of Dallas’ Complete Streets draft manual that was released to the 
public in September 2013 for implementation guidance on Knox Street 
or other Complete Street projects within the City. Every design element 
outlined in the City’s draft manual is not here presented or analyzed; only 
those identified as potential installations for Knox Street are discussed in 
depth. Additionally, only the elements contained within the pedestrian 
zone and the right-of-way are presented and analyzed as these elements 
will have the greatest impact on project implementation. The analysis in 
this section compares the City of Dallas’ Complete Streets manual with 
design guidelines, such as the Institute of Transportation Engineer’s De-
signing Walkable Urban Thoroughfares: A Context Sensitive Approach 
released in 2010 and the NACTO Urban Street Design Guide released in 
October 2012. The objective of this comparison is to learn how faithfully 
the City of Dallas has applied Complete Street methodologies, as well 
as to provide an indication of the direction the City will go for further 
project implementation. These analyses are all undertaken with consid-
eration to the design elements and implementation methodologies that 
stand out in the City of Dallas’ draft manual.

VISION
The City’s vision for the Complete Street Initiative is “…to build streets 
that are safe and comfortable for everyone: young and old; motorists 
and bicyclists; walker and wheelchair users; bus and train riders alike” 
(City of Dallas 2013, 3). Automobiles have too long shaped the form of 
streets and it is time that streets shift to serve the uses that line them and 
the City of Dallas pointedly seeks to reestablish this within its city limits 
on streets it identifies as probable for the Complete Street evolution. 
The following comparative analysis examine how well the City of Dallas 
has followed this vision and whether or not this vision helps to serve the 

goals set forward by the project. These goals include: enhance the pub-
lic realm rather than serve as mere traffic conduits; provide for multiple 
transportation modes; reflect that all streets are not the same; use con-
text-specific design solutions; and support flexibility to accommodate 
changing needs (City of Dallas 2013, 4). These goals were a result of the 
City’s random phone survey that indicated 54 percent of respondents ex-
pressed interest in using transit and 68 percent believed that being able 
to walk or bike to destinations would be better for the economy. 

COMPLETE STREET CLASSIFICATION
The City of Dallas’ Complete Streets Design Manual - Draft identifies 
several types of Complete Streets that each requires different design 
elements. The types identified in the manual include: Mixed-Use streets; 
Commercial streets; Residential streets; Industrial streets; and Parkways 
(City of Dallas 2013, 46). This section will only focus on the typologies 
located in the Knox Street District – mixed-use streets and residential 
streets. Knox Street, McKinney Avenue and Cole Avenue would all be 
considered mixed-use streets and the adjoining residential streets each 
intersect the major thoroughfares, especially the closer Knox Street gets 
to the abutting Highland Park. 

MIXED-USE STREETS
A mixed-use street, according to the City of Dallas, are streets that en-
compass a variety of types of streets and land use contexts with buildings 
that sit close to the street and a provide a variety of opportunities to live, 
work, shop and play (City of Dallas 2013, 46). These streets will already 
have some form of pedestrian activity and could potentially also experi-
ence heavy traffic. Parking on a mixed-use street is commonly on-street 
and any parking lots are typically situated behind the commercial uses or 
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Figure 5: Mixed-Use Streetscape

An example of a 60-foot right-of-way streetscape with optional bike lane installation on the right side of the road. If no bike lane is installed,  additional on-street parking or 
a wider pedestrian zone could be included.
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at the edges of any blocks. The emphasis in any Complete Street design 
would need to be on slower traffic speeds and improved multimodal op-
tions. However, this street type is also the most flexible in terms of street 
space usage and available design choices.  

Knox Street, a proposed Principal Arterial and community collector, al-
ready possesses several of the mixed-use street descriptors. The street is 
lined with businesses that have smaller setbacks and parking lots are lo-
cated at the edges of each block and behind the commercial retail front-
ages. Angled on-street parking is also provided to motorists. Apartment 
buildings and condos sit on the peripheries of the Knox Street PID and 
all sit within close proximity to the Katy Trail. This combination of uses re-
sults in high numbers of pedestrians, motorists and bicyclists along Knox 
Street. This street typology also indicates that Knox Street has higher 
flexibility to evolve into a Complete Street and prove to be more pedes-
trian and bicyclist friendly, rather than auto-centric. 

The Designing Walkable Urban Thoroughfares: A Context Sensitive Ap-
proach published by the Institute of Transportation Engineers (ITE) fo-
cuses on a street’s walkability and pedestrian-friendliness when it comes 
to mixed-use thoroughfares. According to the authors, a walkable com-
munity provides “…a compact and mixed-use environment of urban 
buildings, public spaces and landscapes that support walking directly 
through the built environment…” (Institute of Transportation Engineers 
2010, 4). Mixed-use streets, according to the report, are pedestrian sup-
portive and have a moderate to significant pedestrian presence that is 
not dominated by vehicles. Mixed-use areas will also be highly connect-
ed via thoroughfares and shorter blocks that provide multiple route op-
tions to an individual’s destination. Unlike the City of Dallas’ definition, 

the ITE suggests a mixed-use area may be considered either a street or 
an avenue depending on the location’s surrounding uses. An avenue is 
a “Walkable, low-to-medium speed urban arterial or collector…serving 
access to abutting land…(and they) serve as primary pedestrian and bi-
cycle routes (that) do not exceed four lanes…” (Institute of Transporta-
tion Engineers 2010, 52). Avenues also typically provide on-street curb 
parking. Similarly, a street is “…designed to…connect neighborhoods 
with commercial and other districts…(and) they may serve as the main 
street of commercial or mixed-use sectors and emphasize curb parking” 
(Institute of Transportation Engineers 2010, 52). Knox Street possesses 
characteristics of both an avenue and a street under these guidelines, 
but both contain elements outlined in the City of Dallas’ definition of 
a mixed-use street. In that sense, the categories seem appropriate for 
application in the Complete Street manual. 

Knox Street’s 60-foot right of way currently provides four lanes of traffic in 
two directions. Any street classification larger than an avenue, according to 
ITE definitions, would not apply to the Knox Street district. A comparison of 
the provided definitions and characteristics reveals that the City of Dallas 
applied principles identified by the ITE to the Complete Streets manual. 
The city combined the walkable community characteristics under one street 
typology rather than elongate the application of mixed-use streets to two 
types of thoroughfares. This process seems more efficient and effective at 
communicating the ideal characteristics of a mixed-use Complete Street 
and appears to purposely serve the City’s implementation efforts.

The City of Dallas outlines Complete Street design priorities for each 
street typology. As no street is identical and what works for one street 
might not work for another it is important to prioritize design elements 
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and Complete Street characteristics. A Complete Mixed-Use Street 
needs to prioritize wide sidewalks, trees and greenscape, seating, bicy-
cle parking facilities, recycling/garbage cans, limited curb cuts and drive-
ways, plazas/pocket parks/parklets, sidewalk cafes, pedestrian lighting, 
information kiosks, pedestrian signage, on-street parking, road/lane 
diets, street lighting, multimodal intersection design, curb extensions/
bulbouts, crossing islands and special pedestrian signals (City of Dallas 
2013, 85). All of these elements emphasize the pedestrian and multimod-
al traveler and reduce the emphasis on the automobile. Knox Street’s 
60-foot right of way could be divided into several different sections to 
include all of these elements, according to the City of Dallas’ guide. 
Each travel lane could be 11 feet wide, on-street parallel parking at 8 
feet wide, landscaping and other street furniture zones 6 feet wide and 
a 5-foot sidewalk. This example provides enough space for a majority of 
these elements and bicycle lanes could also be introduced, as discussed 
in a later analysis. A target speed for vehicles traveling on a mixed-use 
street should be between 25 and 35 miles per hour (City of Dallas 2013, 
101). Currently, Knox Street’s speed limit is set at 35 miles per hour al-
though vehicles typically travel at a higher rate of speed along McKinney 
Street and Cole Avenue. These elements are also all outlined in the ITE 
guidebook as important contributors to a context sensitive solution.   

RESIDENTIAL STREETS
A residential street is defined in the City of Dallas Complete Streets 
Manual – Draft as a street “…that serves residential land uses as well 
as schools, churches, and businesses within residential neighborhoods” 
(2013, 54). This type of street will have an increased emphasis on vehicle 
speed reduction as well as have slightly increased pedestrian, bicycle 
and transit activity as individuals and families travel to various neighbor-

hood destinations. More safety features geared towards pedestrians will 
also more likely be found on residential streets. These features could 
include increased sidewalk buffers, medians, more landscaping and on-
street parking facilities. It is possible for a residential street to also have 
bicycle lanes installed as an alternative route for bicyclists wanting to 
avoid major thoroughfares or to make vehicle drivers more aware of fam-
ilies and children out riding bicycles. 

Knox Street itself cannot be considered a residential street as it does not 
primarily serve single-family or residential uses, but several surrounding 
streets in the public improvement district could be classified as a resi-
dential street. These streets include Travis Street, Buena Vista Street, and 
Abbott Avenue, which lies on the border of Knox Street and Highland 
Park, Texas. These streets cater to condos, townhomes, apartments and 
single-family units. A majority of the residents utilize Katy Trail and shop 
or dine at the commercial and retail stores on Knox Street. Each of the 
connecting residential thoroughfares is critical to the connectivity of the 
district as well as in ensuring the successful implementation of Complete 
Street practices and policies. The close proximity of Katy Trail also pro-
vides a safe retreat for pedestrians and bicyclists wanting to utilize the 
residential and mixed-use streets.

The ITE classifies residential streets in context zones that could similarly 
be compared to New Urbanism’s transect philosophy. According to the 
guidebook, neighborhoods with primarily residential streets typically exist 
in suburban contexts, aptly named C-3 Suburban. This zone is “Primarily 
single family residential with walkable development pattern and pedestri-
an facilities…” (Institute of Transportation Engineers 2010, 49) and can also 
have commercial uses within close proximity. While these characteristics 
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could certainly be found in the neighborhoods surrounding Knox Street, 
the district is not located in a suburban context. The C-5 Urban Center 
context zone appropriately describes the apartment and town home res-
idential street features as they feature “Parks, plazas and squares, bou-
levard median landscaping” (Institute of Transportation Engineers 2010, 
49). Knox Street, according to these definitions would currently sit some-
where in between these two context zones, although it would not yet fit 
the definition of a C-4 General Urban street as the uses are still segregat-
ed and lacking appropriate connectivity. The definitions outlined by the 
ITE have a broader range of uses under each category than the City of 
Dallas’ Complete Street Initiative definition, but this simplification seems 
necessary as a means of translating the context zones to the City of Dal-
las’ thoroughfare network. The ITE guidebook later further denotes the 
residential street when it outlines a functional definition of a street as a 
“Walkable, low speed thoroughfare…designed to (1) connect residential 
neighborhoods with each other, (2) connect neighborhoods with commer-
cial and other districts and (3) connect local streets to arterials” (Institute 
of Transportation Engineers 2010, 52). This application certainly follows the 
Complete Streets manual more closely and is also more easily translated in 
the Knox Street context. Overall, it appears the City did a good job inter-
preting the ITE guidebook and applying it to Knox Street.

Residential streets have different design priorities than mixed-use streets 
and because each of these street types exist in close proximity to each 
other in the Knox Street District it will be important for the City of Dallas 
to take these all into consideration upon implementation. The City of 
Dallas’ manual identifies trees and greenscape, pedestrian lighting, on-
street parking, medians, and multimodal intersection design (City of Dal-
las 2013, 85) as most important to consider in any potential design. Travel 

speeds should only be between 20 and 25 miles per hour, which is con-
sistent with most residential area posted speed limits. Each of these de-
sign elements is also identified by the ITE guidebook and in comparison 
to the City of Dallas it appears the Complete Streets outline includes all 
the necessary elements to ensure effective design and implementation.

THE PEDESTRIAN ZONE
The pedestrian zone encapsulates the sidewalk, spaces between the 
sidewalk, the roadway on one side, and the building front on the other 
side. A basic element of the pedestrian zone, wider sidewalks are nec-
essary in most situations to accommodate any street furniture and in-
creased pedestrian traffic. Trees and other greenscape elements are also 
necessary in the pedestrian zone because they help serve as a buffer be-
tween the roadway and the pedestrian, provide shade for the sidewalks 
and can aesthetically improve the environment. The following pedestrian 
zone elements each have different uses in a Complete Street design and 
it is important to consider how the City of Dallas proposes to utilize these 
elements in comparison to standard recommendations. 

STREET FURNITURE
Street furniture plays an important role in the pedestrian realm. Not only 
does it make the sidewalk feel more welcome and comfortable, but it 
also provides spaces and opportunities for people to interact with their 
community and with each other. The City of Dallas states its key goal for 
their street furniture guidelines is “…to organize the City’s street furni-
ture in a way that maximizes safety, comfort, and function for all users” 
(City of Dallas 2013, 117). Street furniture can include seating, bicycle 
racks, bicycle shelters, bollards, parking meters and pay stations, and re-
cycling bins and garbage cans. Each of these elements serves a purpose 
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within the pedestrian zone that can be conducive to a Complete Street 
methodology. As stated previously, various studies have shown that the 
pedestrian realm is what leads a neighborhood or a community to expe-
rience higher levels of connectivity and social interaction. 

The basis for creating an inviting and comfortable pedestrian zone lies 
with the installment of appropriate seating that will transform the side-
walk into “…a gathering area and enhance its role as a public space” 
(City of Dallas 2013, 117). Complete Street seating should not be able 
to be easily damaged or removed and should also not interfere with 
buildings or emergency services structures. Pedestrians should be able 
to view the street activity and also be buffered from automotive traffic. 

The ITE, comparatively, identifies the pedestrian zone as the frontage 
zone, throughway zone and the furnishings zone. Typically, street furni-
ture such as seating would exist in the frontage zone as this area “…may 
accommodate a variety of activities associated with adjacent uses, such 
as outdoor seating or merchant displays” (Institute of Transportation En-
gineers 2010, 59). A Complete Street in the City of Dallas would need to 
be context sensitive for each individual street and have the appropriate 
street furnishings in order to satisfy standard Complete Street ideologies 
and provide a satisfactory experience for the pedestrian. 

Bicycle racks and shelters are integral in the creation of a multimodal com-
munity or Complete Street, especially when designs and policies consider 

Figure 6: The Pedestrian Zone

Streetscape section highlighting the Pedestrian Zone.

Figure 7: Outdoor Dining/Street Furniture

The outdoor dining area provided by On the Border restaurant is one of several patio 
dining experiences Knox Street visitors can presently enjoy. 
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installing bicycle lanes or cycle tracks. The City of Dallas aims to integrate 
these furnishings into the surrounding environment as cohesively as pos-
sible as “Good bicycle parking designs maximize capacity while maintain 
an orderly appearance” (City of Dallas 2013, 119). At times, it could also 
be necessary to install bicycle shelters or facilities close to other transpor-
tation shelters in order to maximize efficiency and to provide shelter for as 
many travelers as possible. These standards do not appear to be uncom-
mon in standardized Complete Street design and the ITE reinforces the 
City’s guidelines. These types of street furniture would sit in the furnishings 
zone, according to the ITE, which is “…a multipurpose area of the street-
side (that) serves as a buffer between the pedestrian travel way and the 
vehicular are of the thoroughfare…” (Institute of Transportation Engineers 
2010, 59). This zone is considered a section of the pedestrian zone and 
is where pedestrians would typically find “…sidewalk cafes, sign poles, 
signal and electrical cabinets, phone booths, fire hydrants, bicycle racks 
and bus shelters” (Institute of Transportation Engineers 2010, 59). The City 
of Dallas follows these guidelines set forth by national organizations such 
as the ITE and its policies regarding street furnishings and the pedestrian 
zone appear to line up equivocally.

TRANSIT STOPS
Similar to street furnishings, transit stops are typically located in the buffer 
zone between the sidewalk and the vehicle thoroughfare. This provides 
accessibility for individuals traveling in either zone as well as provides a 
safe atmosphere for people to wait for transit. Unlike other street furniture, 
however, transit stops need to take into consideration wayfinding signage 
that is accessible for all passengers. There are several types of transit stops 
that could be found on a Complete Street. These include bus stops and 
bus shelters. It will be necessary to consider both transit stops and bicy-

cle facilities in conjunction with each other during the design process and 
during policy creation. Each of these furnishings could influence the other 
and encourage multimodal transit among passengers and pedestrians.

Bus stops, according to the City of Dallas, are “…the most basic transit 
stop and should be comfortable, safe, and accessible” (City of Dallas 
2013, 124). Several types of street furniture could be placed around a bus 
stop, like trash or recycling receptacles, benches, lighting, bicycle racks, 
newspaper boxes and public art. This supports the philosophy that in or-
der for a Complete Street to be successful all the elements must work 
together and be cohesive. No street furnishing can function by itself and 
serve its appropriate purpose. The design of a bus stop should consid-
er curb extensions as a way to provide additional pedestrian space and 
to “…improve bus travel time by reducing time needed for loading and 
unloading…” (City of Dallas 2013, 125) passengers. Similarly, bus shelters 
can be used at transit stops to make transit use more comfortable and 
convenient. As bus shelters in Dallas are currently provided and operated 
by DART it will be necessary to include DART in all Complete Street imple-
mentation projects. Accordingly, bus shelters could also be installed with 
solar power capabilities.

The ITE guidebook indicates transit stops should also be located within the 
furnishings zone of the pedestrian zone. Given that no street is alike and the 
same Complete Street design for one street might not work on another, it is 
important for the street furnishings within the pedestrian zone to remain just 
as flexible. According to the IRE, “…bus and rail stops and stations can have 
multiple configurations depending on the type of transit, the available right 
of way, the type of service and other factors” (Institute of Transportation En-
gineers 2010, 159). The previously stated application of a mixed-use street 
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typology on Knox Street and its classification as a flexible design template 
indicates that transit stops are an appropriate installation on a Complete 
Street. In comparison to the City of Dallas’ application, the City appears 
to have appropriately placed transit stops within the pedestrian zone and 
enabled various transit stop designs to be applied to streets. 

URBAN OPEN SPACES
Open space is another significant contributor to a Complete Street typol-
ogy. It is not limited to green space or parks, but could also include plazas, 
sidewalk cafes and pedestrian lighting. According to the City of Dallas, 
urban open spaces are “…places within a city where people gather to par-
take in a wide variety of activities: to celebrate, to demonstrate, to shop, to 
meet friends, and to relax” (City of Dallas 2013, 127). These spaces should 
be seamlessly integrated with the surrounding elements and community.

Plazas, parks and parklets are the atypical open space typologies people 
think of when considering open spaces in an urban environment. Typical-
ly, plazas are “…hardscaped open spaces that adjoin the sidewalk in the 
frontage zone” (City of Dallas 2013, 127) and are designed to encourage 
interaction between people and to accommodate uses such as temporary 
markets, street performances, or to just allow for sitting. Pocket parks are 
“…small areas that may adjoin the sidewalk…(and) may provide additional 
green space, gardens, play areas for children, or other public amenities” 
(City of Dallas 2013, 127). These uses are typically most appropriate for 
underutilized spaces around buildings or sidewalks. Additionally, parklets 
“…are small extensions of the pedestrian zone that occupy former parking 
spots and include amenities such as plantings, seating and sidewalk cafes” 
(City of Dallas 2013, 127). These spaces, while varied in size and land use, 
can make a huge impact on a Complete Street and it appears the City of 

Dallas is making more of an effort to implement them in their plans. 

The ITE identifies these urban open spaces as appropriate within mul-
tiple context zones, including the C-4 General Urban, C-5 Urban Cen-
ter and the C-6 Urban Core. These public spaces serve several roles in 
Complete Streets and are often used for civic or community functions 
that require additional space on the streetside or to accommodate the 
higher pedestrian flow stemming from these public events. As with street 
furnishings, it is important to design an appropriate space for the street’s 
context. These design configurations “…should account for the context 
of the public space within the thoroughfare and the surrounding land use 
context” (Institute of Transportation Engineers 2010, 117). Several design 
guidelines are outlined by the ITE as general principles that need to be 
followed, these include: public spaces in private property adjacent to the 
streetside should be visible and accessible from the streetside; public 
spaces in the streetside should not impede the circulation of pedestrians; 
the streetside and public space design should integrate the functions of 
both uses; special paving and materials may be used to unify the look of 
the sidewalk; there should be a continuity of design in adjacent street-
side and public spaces; and street trees, light fixtures, public art, and 
other elements with a unified design can be used to highlight segments 
of the street meant to be utilized as a public gathering space (Institute of 
Transportation Engineers 2010, 117). Plazas, parks and parklets all have 
the potential to be integrated into Complete Street design on a mixed-
use street in the City of Dallas. The City’s identification of these elements 
indicates that they are following these protocols and these open spaces 
could be installed on Complete Streets throughout the city. 

Pedestrian lighting is an equally important consideration in urban open 
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spaces. The City of Dallas states, “Appropriate pedestrian lighting fa-
cilitates safe movement and provides a sense of safety and security for 
pedestrians” (City of Dallas 2013, 131). Pedestrian-scaled lighting is par-
ticularly important in mixed-use districts where activity will be occurring 
on more frequent intervals than single use districts. The City of Dallas 
and private developers both currently fund and install the lighting with 
Oncor providing support services. Appropriate lighting regulations are 
also currently determined on a case-by-case basis, however, for success-
ful Complete Streets implementation the City might need to reconsider 
such methodology and implement a different policy for these certain 
street types. The ITE identifies pedestrian-scaled lighting as an import-
ant contributor to the feeling of safety and comfort on the streetside. 

SIGNAGE
Street signage provides ample amounts of information to pedestrians 
and motorists traveling through cities and Complete Street thorough-
fares. Examples of such street signage include informational kiosks 
and wayfinding signs. Kiosks in public areas can “…provide valuable 
information, such as maps, bulletin boards, and community announce-
ments…” (City of Dallas 2013, 132) to pedestrians. Kiosks should take 
on the architectural character of the street and community in order to 
coordinate with other street elements. Wayfinding signs direct peo-
ple to “…destinations within a city and influence the safe travel of all 
street uses” (City of Dallas 2013, 133). Street wayfinding signs often 
provide guidance to people seeking routes to important destinations, 
landmarks and parking lots. These signs could be extremely benefi-
cial to streets like Knox Street as it is centralized among several City 
of Dallas destinations and also has several unidentified parking lots 
sitting behind the commercial retail buildings. 

According to the ITE, signage should be installed in the frontage 
zone, or the space located between the pedestrian travel way and the 

Figure 8: Storefront Signage

One of the oldest businesses in the Knox Street PID, Wild About Harry’s displays 
unique storefront signage to welcome pedestrians and visitors into the store.
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building faces. The ITE identifies more specific locations for wayfind-
ing and signage to be installed on thoroughfares, whereas the City of 
Dallas does not. The report indicates “On new and redeveloping main 
streets, the design of building facades and signage should anticipate 
mature landscaping and accommodate its growth without interfering 
with visibility” (Institute of Transportation Engineers 2010, 74). Since 
the City of Dallas recommends greenscaping and buffer installation, 
it is necessary the Complete Street designers take this growth into 
consideration as they formulate Knox Street signage. Inefficient way-
finding and informational kiosks could severely deter pedestrians 
and travelers from visiting the area as they could find it unsafe or 
confusing. Accordingly, wayfinding and signage could be used as a 
thoroughfare speed management tool.  These methods encourage 
drivers to slow down and could potentially alter driver behavior as the 
driver is forced to pay close attention to his or her surroundings. The 
City of Dallas’ indication that speeding along Knox Street is an issue, 
the signage implementation and clear identification in the Complete 
Streets manual could be extremely beneficial to the project.

STREET ZONE DESIGN ELEMENTS
The street zone portion of a Complete Street consists of the space typ-
ically located between curbs and that supports adjacent land uses and 
balances the efficiency of motor vehicle travel with appropriate consid-
erations for pedestrians, bicyclists and transit users (City of Dallas 2013, 
139). The priorities previously identified for mixed-use and residential 
streets are intended to integrate into this zone and are also intended to 
help direct design decisions. The following section and analysis will com-
pare the design elements considered significant for the street zone to 
widely accepted professional publications such as the ITE’s guidebook 

and several publications from the National Association of City Transpor-
tation Officials (NACTO).

TRAFFIC CALMING ELEMENTS
Traffic calming elements include various design or policy influences that 
aim at reducing the amount of vehicular traffic on roadways to ease con-
gestion, high speeds and to improve pedestrian safety. Such measures 
introduced by the City of Dallas include: safe speeds; road diets; one-
way to two-way street conversions; slip streets; center medians/islands; 
and midblock curb extensions. According to the Complete Streets Man-
ual, “The organization and distribution of right-of-way has a profound 
effect on safety, roadway capacity, and how comfortable and convenient 

Figure 9: Street Zone 

Streetscape section highlighting the Street Zone.
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transportation modes are relative to each other” (City of Dallas 2013, 
139). Knox Street’s Complete Street implementation will need to consid-
er several of these elements as traffic calming issues have been identified 
by several sources as a problem in the area. 

Designing streets that limit excessive vehicular speeds make the manage-
ment of the street more efficient and safe. This also enables an environ-
ment ideal for pedestrians and bicyclists to grow and take place, which 
is all in pursuit of the connectivity and flexibility identified in Complete 
Streets literature. The City of Dallas sheds light on an interesting statistic 
that could help support the foundation of safe speed policies throughout 
the city by stating, “…a pedestrian who is hit by a motor vehicle traveling 
at 20 mph has a 95% chance of survival, whereas a pedestrian who is hit 
by a motor vehicle traveling at 40 mph has a 15% chance of survival” (City 
of Dallas 2013, 140). On mixed-use and residential streets where higher 
levels of pedestrian and bicyclist activity are desired, these figures should 
be foundational to street speed establishment. Elements that could po-
tentially be integrated into Complete Street design as speed-reduction 
strategies include: lane widths, road diets, center medians/islands; mid-
block curb extensions; bikeways; transit lanes; on-street parking; paving 
treatments; shared streets; speed tables; and street lighting. 

Road diets occur when the number of lanes on a roadway is reduced, 
typically by one lane in each direction. These diets help provide addi-
tional space for Complete Street installation but also provide safety ben-
efits to all users as it forces vehicular drivers to become more aware of 
their surroundings and thus more aware of pedestrians and bicyclists. 
One-way to two-way street conversions are much more difficult to imple-
ment than road diets, but is a more effective strategy for managing traffic 

patterns. Knox Street’s intersecting McKinney Avenue and Cole Street 
could potentially be candidates for such conversions if found that the 
Complete Street project could benefit from such changes. Studies have 
shown that these conversions “…generally result in fewer crashes involv-
ing pedestrians…” (City of Dallas 2013, 142). These crashes can also be 
reduced with the installation of center medians or islands and according 
to the City of Dallas, any medians installed for a Complete Street proj-
ect should be “…pedestrian-friendly, reduce travel speeds, and should 
provide landscaping whenever possible” (City of Dallas 2013, 144). Knox 
Street’s current width might not support medians, however, the City could 
consider midblock curb extensions. These typically exist where on-street 
parking and midblock locations intersect and are installed on both sides 
of the roadway “…to create a visual pinch-point, helping calm motor 
vehicle traffic” (City of Dallas 2013, 145). Each of these design elements 
should help reduce traffic and provide ample design opportunities for 
Complete Streets implementation. The City of Dallas should consider all 
of these elements in the Knox Street project. 

The ITE identifies several of these same elements as traffic calming tech-
niques, however, the organization defines traffic calming in a slightly dif-
ferent way. According to the ITE, traffic calming “…is a type of speed 
management usually used on local residential streets…(but) speed 
management can be used on all types of thoroughfares” (Institute of 
Transportation Engineers 2010, 111). Traffic calming elements found 
on streets more akin to retail and commercial uses, such as mixed-use 
streets, fall under the umbrella of speed management, which controls 
speeds with enforcement, design and technological maneuvers. This 
definition includes more specific applications than outlined by the City 
of Dallas, including: signage, signalization, enforcement, street designs; 
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built environments that encourage slower speeds; roundabouts; raised 
intersections and curb extensions or raised medians. The City of Dallas’ 
interpretation of such speed management techniques could be correlat-
ed into the traffic calming elements identified for Complete Streets. The 
City would want to make sure to identify these elements in additional 
sections or design examples in its Complete Streets Manual. 

BIKEWAYS
One of the greatest considerations and influences of Complete Street 
designs is the bicyclist. The bicyclist is essential to completing the mul-
timodal framework desired in Complete Street policies and is often one 
of the most encountered travelers attempting to share lanes with ve-
hicle drivers. The City of Dallas states, “The bicycle is an ideal vehicle 
for trips that are too far to comfortably walk, but are still fairly short” 
(City of Dallas 2013, 146). Rather than produce roadways designed to in-
crease motor vehicle and bicycle conflicts, bikeways should be designed 
to encourage its use and reduce motor vehicle threat. The City utilizes 
the vision established by the 2011 Dallas Bicycle Plan to identify feasible 
locations for additional bicycle facilities and roadway retrofits. Bikeways 
have two general categories: exclusive facilities, where roadway space 
is designated for bicycle use; and shared facilities, where bicycles and 
other vehicles share the roadway. All the previously discussed elements, 
including traffic calming, need to be considered in order to install ade-
quate bicycle facilities to ensure bicyclist safety as well as roadway safety. 
Types of bikeways include bike lanes, cycle tracks, and shared lane mark-
ings. Knox Street’s proximity to Katy Trail and residential neighborhoods 
makes it a potential candidate for bicycle facilities. These facilities could 
direct Katy Trail users off the trail to experience many of the amenities 
Knox Street has to offer or to provide the trail users a resting space in 

the middle of a journey. These bikeway facility installations could also 
potentially increase Katy Trail usage that subsequently benefits several 
other districts connected to Katy Trail at other areas throughout Dallas. 

Bike lanes, the most commonly recognized facility in this category, pro-
vide an exclusive space for bicyclists to use on the roadway and are com-
monly identified with painted symbols on the roadway surfaces. Bike 
lanes are intended for one-way travel and are typically on both sides 
of two-way streets. Unlike vehicular lanes, bicyclists are not required to 
stay in the designated bike lanes and may leave the lanes to make any 
necessary movements. Vehicles may temporarily use bike lanes to ac-
cess parking spaces or for entering and exiting driveways or alleys. Knox 
Street’s Complete Street demonstration day focused heavily on bike lane 
installation and these lanes could potentially be an addition to the Com-
plete Street project. According to the City of Dallas, bike lanes should 
have a minimum width of at least 5 feet to ensure bicyclist safety. These 
regulations are all identified in the AASHTO Guide for the Development 
of Bicycle Facilities (City of Dallas 2013, 148). These regulations have also 
influenced ITE publications as well as NACTO’s recently published docu-
ments concerning street design and bike lanes. Each of these influences 
should be considered when attempting to implement bike lane design 
on Knox Street, or any other City of Dallas thoroughfare in general. 

Often times, according to the ITE, bike lane facilities will often be in-
cluded in reuse and redevelopment projects. In these projects changes 
to the existing land uses or thoroughfares might include: thoroughfare 
alignment or the addition of new routes or connections; emphasis in 
mode or usage (such as exclusive busways, wider sidewalks to serve ad-
jacent economic activities and the addition of bike lanes); and different 
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functional classifications (Institute of Transportation Engineers 2010, 30). 
In walkable areas, such as mixed-use districts and Complete Street ini-
tiatives, the infrastructure network should “…include a system of bicycle 
facilities with parallel routes, with direct connections to major trip gen-
erators such as schools, retail districts and parks. Bicycle facilities may 
include on-street bike lanes, separated paths, or shared lanes on traffic 
calmed streets…” (Institute of Transportation Engineers 2010, 32). These 
streets should be configured in a fine-grained, multimodal network that 
is internal to the neighborhood and surrounding community, while si-
multaneously providing multiple connections to adjacent system of thor-
oughfares. It is also important to note that any pedestrian facilities locat-
ed along these routes need to be spaced no more than 600 feet apart, 
but preferably somewhere between 200 and 400 feet apart.  Knox Street, 
for example, has four undivided lanes of traffic. This configuration could 
theoretically be converted to a three-lane section with one travel lane in 
each direction and a center turn lane to allow for the installation to add 
on additional on-street parking, bike lanes, or wider sidewalks depend-
ing on what was determined to be appropriate for that street (Institute of 
Transportation Engineers 2010, 74). These examples are demonstrated in 
the ITE manual through various examples, particularly one that focuses 
on creating a retail-oriented main street, which is easily applicable to 
Knox Street’s strong retail and commercial environment.  

The National Association of City Transportation Officials (NACTO) re-
cently released the updated Urban Bikeway Design Guide (2013) to 
help catalyze bike lane and bicycle facility installation across the Unit-
ed States. According to NACTO, bike lanes not only increase bicycle 
comfort and confidence on busy streets, they increase total capacities 
of streets carrying mixed bicycle and motor vehicle traffic (NACTO 2013, 

12). These facilities should especially be considered on streets with traffic 
counts greater than 3,000 motor vehicles per day. The City of Dallas does 
not get this specific in their manual, but they do prescribe bike lanes as 
a traffic calming method similar to NACTO’s recommendation that bike 
lanes “Visually remind motorists of bicyclists’ right to the street” (NAC-
TO 2013, 12). Bike lanes should also be considered with buffers to add 
additional protection to cyclists as well as to calm heavy vehicular traffic. .

Cycle tracks are similar to bike lanes as in that they are a dedicated por-
tion of the right-of-way to bicyclists, however, the traveled way is exclu-
sively for the bicyclist use. These facilities provide “…added separation 
that enhances the experience of bicycling adjacent to streets” (City of 
Dallas 2013, 149). Cycle track separation can be achieved various ways, 
including installation at higher levels than the adjacent street or physi-
cal separation via a median, a row of parked cars, bollards, or any com-
bination of the above variables. Any buffer between the travelway and 
the cycle track should be at minimum 3 feet. Cycle tracks become more 
complex at intersections and require creative solutions to ensure bicy-
clist safety at intersections as well as the continuous flow of traffic. On 
busier streets, cycle tracks might not be the best solution as the number 
of driveways greatly influences cycle track feasibility. The more driveways 
intersecting a cycle track, the less feasible their installation becomes. On 
Knox Street, the on-street parking and the high number of alley drive-
ways may make cycle tracks inappropriate for the area. However, Katy 
Trail’s adjacency to Knox Street might encourage the use of a cycle track 
as the City of Dallas states these facilities “…can be useful on streets that 
provide connections to off-street trails since bicyclists on these streets 
may be more accustomed to riding in an area separated by traffic” (City 
of Dallas 2013, 149). These facilities require more space on thoroughfares 
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and have more complex maintenance and installation processes, all of 
which might be inappropriate for Knox Street’s constrained right-of-way. 

Shared lane markings, also called sharrows, are the painted markings in 
vehicular travel lanes that indicate bicyclists will also be traveling through 
these lanes of traffic. The markings do not exclusively designate a par-
ticular part of the roadway for one use, but merely indicate the lanes will 
be shared. Sharrows are typically used on streets that have space con-
straints that do not allow for the installation of bike lanes or cycle tracks 
and on roadways with speeds less than 30 miles per hour. According to 
the City of Dallas, sharrows should only be provided “…after consid-
ering narrowing or removing travel lanes, parking lanes, and medians 
as necessary to provide a bike lane or cycle track” (City of Dallas 2013, 
150). This is typically because shared lane markings are less effective on 
streets with on-street parking as they create a higher chance of vehi-
cles and bicyclists colliding or interacting with each other in a dangerous 
manner. Sharrows could also be considered for Knox Street due to the 
travel lane constraints and potential negative feedback on bike lane or 
cycle track installation. All of these bicycle facilities should be installed 
with appropriate signage and wayfinding devices so as to alert drivers 
and pedestrians of bicyclists’ presence. 

The ITE does not specify recommendations for cycle tracks or sharrows, 
mainly opting to focus solely on bicycle lane installation. However, NAC-
TO’s publications do contain various recommendations for sharrows and 
cycle tracks that will help supplement materials presented in this analy-
sis.  NACTO identifies cycle tracks as “…bikeways that are at street level 
and use a variety of methods for physical protection from passing traffic” 
(NACTO 2013, 45). As previously mentioned, these facilities can be com-

bined with on-street parking or other barrier device to further separate 
the bicyclist from the motor automotive driver. 

ON-STREET PARKING
A Complete Street must provide access for multimodal facilities and ac-
tivities. The reduction of automotive dependency on City of Dallas streets 
is a stated ideal outcome, however, the automobile cannot be left out of 
the design equation. According to the City of Dallas, “On-street parking is 
clearly a key to the success of small business districts, and can add energy 
and excitement to the street” (City of Dallas 2013, 152). There are several 
recorded benefits to having on-street parking, including a safer pedestrian 
environment and various traffic calming effects. These measures increase 
the level of activity on the roadway and encourage drivers to pay attention 
to their surroundings, while simultaneously encouraging pedestrians to 
utilize the full thoroughfare. The City of Dallas identifies mixed-use streets 
and residential streets as most appropriate for on-street parking, both of 
which are found in the Knox Street district. On-street parking spaces may-
be parallel, angled, reverse angle or unmarked and a minimum of 8 feet 
wide to ensure safe vehicle maneuvering and travel space for pedestrians. 
The City of Dallas states angled parking maximizes the parking supply and 
has been shown to provide numerous safety benefits to bicyclists and pe-
destrians as the angled lanes provide more visibility to the travelway, par-
ticularly when the use is back-in angled parking.

The ITE identifies on-street parking in several contexts that will help create 
walkable urban thoroughfares to support “…pedestrian and transit activ-
ity…that relate(s) to the design of thoroughfares to result in integrated 
walkable environments” (Institute of Transportation Engineers 2010, 44). 
According to the ITE, in these contexts on-street parking and parking pro-
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vided under or behind buildings with alleyway access are urban charac-
teristics that promote higher levels of walking. On-street parking can be 
found in several of the context zones previously identified in this report, in-
cluding C-3 Suburban, C-4 General Urban, and C-5 Urban Center. On main 
streets, such as Knox Street, angled parking is a strategy that can be used 
to maximize the public parking supply. On-street parking is also identified 
as an element that could improve pedestrian comfort as the pedestrian is 
no longer forced to walk next to the travelway and vehicular speeds are 
often then reduced due to the increased levels of activity on the street. 
Pedestrians are also prevented from directly experiencing vehicle noise, 
exhaust and the sensation of passing vehicles (Institute of Transportation 
Engineers 2010, 117). It is recommended by the ITE that in sites where the 

thoroughfare and surrounding land uses will experience redevelopment, 
on-street parking is provided for the planned densities, rather than the 
current, also with consideration the 8 foot parking spot width recommen-
dation found similarly in the City of Dallas’ manual. 

SPEED TABLES
Speed tables are “…raised pavement areas that are placed at midblock 
locations to reduce vehicle speeds” (City of Dallas 2013, 156) that are 
different than the commonly recognized speed bumps or humps as they 
are considered more gentle. Speed bumps and humps are also not rec-
ommended on public streets, whereas speed tables are encouraged on 
public thoroughfares. The City of Dallas states that speed tables have 

Figure 10: On-Street Parking

Angled on-street parking for visitors traveling toward Knox Street on Cole Avenue. 

Figure 11: On-Street Parking

Straight in on-street parking for visitors along Knox Street.
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been shown to “…effectively reduce 85th percentile speeds by 13 to 15 
miles per hour” (City of Dallas 2013, 156). Properly installed speed tables 
allow vehicles to proceed comfortably over them at the intended speed, 
but will cause discomfort when traveled over at higher speeds. These 
design interventions are not recommended as a sole traffic calming mea-
sure, but should be integrated into the right-of-way with additional traf-
fic calming devices. These devices are most suitable on residential and 
mixed-use streets, such as found in the Knox Street district, and are typi-
cally three feet higher than the roadway surface, extend the full width of 
the roadway and are clearly marked with reflective material and signage 
to alert motorists and bicyclists. 

The ITE discusses speed tables in correlation with speed humps as ac-
tive measures in speed management. However, the ITE states that speed 
tables should not be widely used on arterials as they “…lack support 
of emergency service providers” (Institute of Transportation Engineers 
2010, 112). Instead, the ITE recommends the use of speed cushions or 
speed platforms, which have less impact on emergency vehicles than 
speed humps or speed tables. The ITE does not go into further detail on 
proper installation of these speed management devices and any installa-
tion in the City of Dallas or on Knox Street should be done with consid-
eration to emergency services and pedestrian safety. 

STREET LIGHTING
Street lighting is an important aspect of the Complete Streets de-
sign. A well-lit street contributes to the safety and comfort of all us-
ers as well as encourages economic development. Street lighting has 
also been identified as a design element in the Pedestrian Zone by 
the City of Dallas, but it is just as integral to the Street Zone. Street 

lighting and pedestrian lighting can be combined in these situations. 
Appropriate street lighting should be installed where modes of trans-
portation merge or cross paths, such as intersections, bus stops and 
midblock crossings. The City of Dallas does outline its sustainable ef-
forts in street light installation and discusses the various lamps being 
tested for installation on Complete Streets, including LED lighting. 
These factors are important considerations on Complete Streets, es-
pecially since “Mixed-use streets require the highest level of illumina-
tion (as they are) designed to encourage all means of travel…” (City 
of Dallas 2013, 158). In contrast, residential streets should have the 
lowest levels of illumination so as to only illuminate the public right-
of-way and to reduce any light pollution.

The ITE similarly identified street lighting and pedestrian lighting in 
each of its context zones. It recommends the use of street trees to com-
plement the installation of street lighting to create a distinct character 
for the street, something easily attainable in areas such as Knox Street. 
However, since “…lighting is an important aspect of thoroughfare safe-
ty, the practitioner needs to consider the effect of landscaping on the 
effectiveness of the lighting” (Institute of Transportation Engineers 
2010, 127). The ITE’s consideration of street lighting and greenscaping 
in the same context is important to consider in comparison to the City 
of Dallas. Each of these design elements influences the other and can 
have a large impact on the pedestrian and vehicular zones. In more 
urban contexts, like Knox Street, and places that have more historical 
characteristics the presence of both elements can greatly influence the 
character and perception of the site. The City of Dallas also mentioned 
trees and greenscaping in a small paragraph following street lighting, 
which indicates the duality street lighting and landscaping have in the 
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Complete Street process. 

INTERSECTION DESIGN ELEMENTS
Intersections are where the vehicle, the bicyclist and the pedestrian 
all come to head and potentially encounter each other. Traditionally, 
the City of Dallas has designed intersections to maximize the efficient 
movement of vehicles through the City. This focus is expanded in the 
Complete Streets guidelines to ensure the safety of all users, whether 
walking, bicycling, driving or riding transit. It is important that any in-
tersections designed in the Complete Streets context be designed with 
consideration to the surrounding land uses and any cultural or environ-
mental influences that might also be present. Similar to the other Com-
plete Street elements, what works in one area might not work for another 
and the intersections in each place should reflect that identity, while still 
encouraging multimodal use and improved street life quality. 

MULTIMODAL INTERSECTIONS
The encouragement of multimodal uses on streets and in Complete Street 
contexts means that multimodal safety needs to be a top consideration 
in intersection design. Non-motorized intersection users are more vulner-
able and have a greater risk of injury in the event of a crash. The City of 
Dallas states “The Dallas Complete Street Design Manual is geared to…
guide the City’s design process through clear regulatory and wayfinding 
signage, pavement markings and signals” (City of Dallas 2013, 164). Inter-
sections should be clearly marked, easy to navigate through and consider 
the needs of all users. In several instances, intersections will consist of the 
intersection of two different types of streets that have emphasized differ-
ent types of variables. One roadway might be more geared towards the 
pedestrian and the bicyclist, while the other might have higher speeds 

and large motor traffic. Each of these elements needs to be considered 
individually and appropriately designed for maximum safety. 

The ITE manual covers intersection design in each of the context zones 
and places heavy emphasis on multimodal design considerations. On a 
typical main street thoroughfare, such as Knox Street, intersections could 
include signalized and unsignalized crosswalks, curb extensions, curb-re-
turn radii, channelized right-turn lanes, pedestrian countdown timers 
and wheelchair-accessible curb ramps. The ITE states successful mul-
timodal intersection design is based on several design principles with 
foundations in geometric design. Intersection design principles should 
“Minimize conflicts between modes…Accommodate all modes with the 
appropriate levels of service for pedestrians, bicyclists, transit and mo-
torists given the recommended speed, volume and expected mix of traf-
fic” (Institute of Transportation Engineers 2010. 177). Intersection design 
should also avoid the elimination of any travel modes and provide good 
driver and nondriver visibility. The ITE’s emphasis remains focused on 
reducing pedestrian and vehicle conflicts, similarly to the City of Dallas’ 
manual. In walkable environments, signage around intersections is criti-
cal to increasing awareness among street users.

INTERSECTIONS AT SLIP STREETS
Slip streets, also commonly referred to as frontage roads, are local roads 
designed for lower volumes of traffic that run parallel to limited access 
highways or major arterials. The street that runs parallel to U.S. 75 and 
that provides access to the Knox Street district would be considered a slip 
street under this definition. The City of Dallas states “Although slip streets 
reduce conflict points along the arterial by separating through traffic from 
vehicles accessing local businesses, parking, and residences, slip streets 
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can create complicated intersection geometries and need to be carefully 
laid out in order to minimize conflicts” (City of Dallas 2013, 165). The Knox 
Street intersection limit access to the strip retail frontages at the entrance 
to Knox Street and the intersection is frequently cause of confusion as cars 
navigate into the area or attempt to reduce their speed as they exit the 
interstate and attempt to navigate around merging traffic. 

Slip street intersection design should control access points to and from 
the main arterial, should ensure slip streets do not become another route 
for through traffic, and should prioritize safety and facilitate pedestrian 
and bicycle access. These intersections can be challenging for pedes-
trians and bicyclists to navigate and designs must ensure unimpeded 
flow for them as well. In these instances, intersections could provide 
“…exclusive phasing, signage, and pavement markings” (City of Dallas 
2013, 165). Intersections could also be designed with increased turning 
restrictions such as no right-turn-on-red, to allow for easier flow of traffic 
through the intersection. 

INTERSECTION CONTROLS
Intersection crossing, both at uncontrolled intersections and at midblock 
crossings, can be the most challenging places to provide safe pedestrian 
crossings. Uncontrolled intersections are intersections that have no traffic 
control devices and users follow standard right-of-way procedures. Mid-
block crossings, similarly, have no traffic control devices and are crossings 
that are not located at roadway intersections. Stop-controlled intersec-
tions are the easiest for pedestrian crossings because both motorist and 
cyclists must stop and subsequently yield to pedestrians. In intersection 
design, “…STOP signs may be appropriate if…the application of the 
normal right-of-way…would not provide reasonable compliance with the 

law (or if) high speeds, restricted view, or crash records indicate a need 
for control by a STOP sign” (City of Dallas 2013, 166). The installation of 
STOP signs should be done in such a way that it minimizes the number of 
vehicles having to stop. The City of Dallas also recommends “…the use 
of STOP signs should also be limited on streets with bikeways, especially 
bicycle boulevards, as it requires significant energy to stop and start for 
bicyclists, resulting in lower levels of compliance” (City of Dallas 2013, 
167). Uncontrolled intersections are not as popular around areas such as 
Knox Street as the high traffic numbers and intersecting streets makes 
such intersections inefficient. 

The ITE discusses uncontrolled intersections in the chapter dedicated to 

Figure 12: Mid-Block Crossing

Pedestrian crosswalk provided for Katy Trail users on the border of Highland Park and 
Knox Street Public Improvement District.
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intersection design and design applications. The guidebook interesting 
states “Common engineering practice is to exclude marked crosswalks 
from intersections without traffic control approaching the crossing. This 
is due to a number of factors including a false sense of security provided 
by crosswalks when traffic is uncontrolled…” (Institute of Transportation 
Engineers 2010, 180). In walkable areas, uncontrolled intersections need 
to be used in conjunction with other traffic control measures to ensure 
safety and efficiency, these measures can include: high visibility crosswalk 
markings; median refuge islands; street and crosswalk illumination; curb 
extensions; pedestrian-activated flashing beacons; motorist signs; and 
pedestrian signs. Each of these elements need to be evaluated in each 
design as context sensitive and “Traffic control alternatives should be 
evaluated for each intersection, including stop control, traffic signals and 
modern roundabouts” (Institute of Transportation Engineers 2010, 178). 
These philosophies line up with the City of Dallas’ prescriptive measures 
and the Knox Street intersection design should be carefully considered 
at each uncontrolled point.

Signalized intersections present different variables for design mitiga-
tion and Complete Street application. According to the City of Dal-
las, the Dallas Traffic Management Center remotely controls over 1,275 
traffic signals in Dallas (City of Dallas 2013, 167).  All signalized inter-
section changes need to be done in correlation with an engineering 
study to understand the impacts these changes will have on traffic flow. 
Each signalized intersection should have signals for motor vehicles and 
pedestrians. Bicycle signals and additional transit signals should be 
considered when the uses are present and it has been identified as 
appropriate to do so. Signal phasing optimization and timings allow 
“…multiple modes…to move safely and comfortably through the in-

Figure 13: Signalized Intersection

Traffic and pedestrian signals at Knox Street and McKinney Avenue.



40

tersection with limited conflicts and delay” (City of Dallas 2013, 167).  
Signalized intersection design also includes appropriate signal timing 
to minimize cycle lengths and reduce user delay. Long signal cycle 
lengths make pedestrian activity less convenient and could potentially 
encourage unsafe behavior, all while vehicular traffic accumulates at 
the intersection. All traffic signal timing considerations and changes 
must be done by a traffic engineer and only after pedestrian and traffic 
volume data is reviewed and analyzed. These systems need to be mon-
itored and evaluated regularly to optimize the system, especially as 
multimodal streets work to mitigate various forms of traffic. 

Signalized intersections, according to the ITE, have several available 
design features that “…increase pedestrian visibility, information and 
convenience” (Institute of Transportation Engineers 2010, 180). Features 
at signalized intersections that can be used to enhance the pedestrian 
and bicyclist experience include: shorter and more visible crosswalks; 
priority for pedestrians, bicyclists, and accessibility; low speed chan-
nelized right turn lanes; improved pedestrian information; and bicycle 
features (Institute of Transportation Engineers 2010, 181). Signalized 
traffic operations should have target speeds between 25 and 25 miles 
per hour as well as fewer very long or very short cycle lengths. Aesthet-
ics are also an important consideration in signalized street intersection 
design in urban walkable environments. Textured or colored materials 
within the streetside and crosswalks can improve user visibility as well 
as general environment appeal. The attention to landscaping and sub-
sequent integration with stormwater management techniques can also 
help improve intersection safety as well as the efficiency of traffic travel 
time through signalized intersections. These elements could all easily 
be integrated into Knox Street’s Complete Street design as well as pos-

itively identified in the City of Dallas’ guidebook. 

KEY GEOMETRIC DESIGN GUIDANCE
Intersection geometry is vital to “…creating safe, efficient, and multimod-
al intersections…(that) can help reduce vehicle turning speeds, increase 
pedestrian comfort and safety, and create space for dedicated bicycle fa-
cilities” (City of Dallas 2013, 170). Geometric intersection designs include 
curb radii, curb ramps, curb extensions, crossing islands and diverters. 
Each of these designs influences intersection functionality and efficiency. 
An intersection’s corners often influence how well an intersection serves 
the diversity of its roadway users. Intersections that have larger curb ra-
dii typically produce higher-speed turning movements, while smaller curb 
radii require sharper turn speeds and shorter crossing distances for pe-
destrians. Design assessments, according to the City of Dallas, “…should 
be based on how the effective radius interacts with the design vehicle’s 
turning radius” (City of Dallas 2013, 170). In addition to an efficient curb 
radius, curb ramps that provide a smooth transition from the sidewalk to 
the street should be provided to ensure access across intersections. Curb 
extensions, or neckdowns or bulbouts, can be used in conjunction with 
these measures to help reduce the effective width of the street. 

The ITE also identifies several of these design elements as components 
of context sensitive solutions for urban walkable thoroughfares. More 
emphasis is placed on curb extensions in intersection design with brief 
mentions of the other elements demonstrated by the City of Dallas. Curb 
extensions, according to the ITE, reduce pedestrian crossing distance and 
exposure to traffic, improve driver and pedestrian visibility at intersections, 
and visually and physically narrow the traveled way for a traffic calming ef-
fect. These uses “…serve to better define and delineate the traveled way 
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as being separate from the parking lane and streetside” (Institute of Trans-
portation Engineers 2010, 195). These elements all follow the defined goal 
of ensuring user safety and promoting multimodal uses on thoroughfares. 

KEY PEDESTRIAN TREATMENTS
Pedestrian treatments at intersections require careful consideration, as the 
pedestrian is the most vulnerable user of the system. The City of Dallas 
states, “Streets with high pedestrian activity should maintain slow mo-
tor vehicle speeds....” as well as “…aim to minimize conflicts with other 
modes and exposure to motor vehicle traffic” (City of Dallas 2013, 176). 
Pedestrian treatments can include crosswalk design and markings at un-
controlled intersections. In transit areas, enhanced crosswalk treatments 

should be considered and are encouraged, as well as various types of 
crosswalk markings. Crosswalks should be at least 10 feet wide in all ar-
eas and should be balanced with pedestrian desire lines. At uncontrolled 
intersections or at midblock crossings, marked crosswalks should only be 
used if deemed appropriate through pedestrian demand, sight distance, 
or proximity to other crosswalks. These crosswalks can also be used in con-
junction with various traffic calming measures. Knox Street’s shorter block 
lengths coupled with signaled intersections could suggest that such cross-
ings might not be appropriate, however, they could still be considered.

The ITE’s manual discusses midblock crossings and crosswalk design as 
key elements to pedestrian safety. Midblock crossings, according to the 
ITE, should “…be marked with higher-visibility crosswalk markings such as 
longitudinal or diagonal lines or should be constructed with a high-con-
trast alternative payment” (Institute of Transportation Engineers 2010, 
152). Marked crosswalks alert drivers and other transit users to pedestrian 
presence and also direct pedestrian movements to safest crossing points. 
Additionally, colored and textured crosswalk design treatments can be 
used to delineate the crosswalk to thoroughfare users and provide con-
trast to the visually impaired. Any paver system that could shift or settle 
should be carefully avoided to maintain compliance and safety measures. 
Ideally, according to the ITE crosswalks should be provided at all intersec-
tions and at any midblock crossing after determining there is a significant 
amount of pedestrian activity needing regulation. 

KEY BICYCLE TREATMENTS
Bicyclists mainly encounter vehicles at intersections and in Texas; bicycles 
are considered on-street vehicles that are required to follow the same 
rules as automotive drivers. In addition to the previously discussed in-

Figure 14: Signalized Intersection without Crosswalk

Signalized intersection at Knox Street and Cole Avenue where the pedestrian cross-
walk treatments have worn off and not been maintained.
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tersection design elements and philosophies, intersections need to take 
into account bicyclists and their needs. There are several bicyclist-friend-
ly principles that could be applied to intersection design and accord-
ing to the City of Dallas some of the principles are to: provide a direct, 
continuous facility to the intersection; provide a clear route through the 
intersection; reduce and manage conflicts with turning vehicles; provide 
signal design and timing; and provide access to off-street destinations 
(City of Dallas 2013, 189). These improvements should be considered in 
all intersection redesign projects. Bicycle elements such as bike lanes 
should also be treated differently at uncontrolled and signalized inter-
sections. At times bicycle boxes might be an appropriate installation to 
direct vehicles and bicycles through intersections. 

The ITE continues the discussion if intersection design with a list of appro-
priate bicycle-friendly features. To ensure maximum bicyclist and pedestri-
an safety, bicycle lanes should be striped up to the crosswalk as well as al-
low adequate clearance intervals for bicyclists. On streets that have higher 
volumes of traffic it would be appropriate to also install bicycle detectors 
or bicycle-accessible push buttons that will ensure safe crossings. In these 
instances, colored pavement markings might also be used to clearly indi-
cate the intended travelway for bicyclists. The ITE also discusses the use of 
bike boxes and states these painted rectangles along the right hand curb 
or behind the crosswalk can be used “…to indicate potential high conflict 
area(s) between bicycles continuing through an intersection and right turn-
ing vehicles…” (Institute of Transportation Engineers 2010, 181). If Knox 
Street is deemed appropriate for bike lane installation, the City appears to 
have established synergy with the ITE’s guidelines.  

NACTO’s intersection treatment for bicyclists is more specific and de-

sign-oriented than the technical ITE guidebook or the City of Dallas’ 
application. Elements outlined in the design guide include bike boxes, 
intersection crossing markings, two-stage turn queue boxes, median ref-
uge islands, through bike lanes, combined bike lane/turn lane and cycle 
track intersection approaches. NACTO states that intersections, “…with 
bicycle facilities should reduce conflict between bicyclists (and other vul-
nerable road users) and vehicles by heightening the level of visibility, 
denoting a clear right-of-way, and facilitating eye contact and awareness 
with competing modes” (NACTO 2013, 69). Elements cities should con-
sider when designing intersections for multimodal users should include 
elements such as color, signage, medians, signal detection and pave-
ment markings. These are all elements identified by the City of Dallas as 
plausible for Complete Streets and if bike facilities are integrated into 
the project, these elements should be considered. In most instances, a 
bike box might be the most efficient facility at signalized intersections as 
it puts bicyclists at the head of traffic flow and in the automobile driver’s 
field of vision. However, there are currently no cities within the Dallas-Fort 
Worth metroplex that have bike boxes installed, so any installation would 
be the first of its kind for the city.  

GREEN STREETS
Sustainability and storm water management are important factors affect-
ing street design and Complete Street implementation. The City of Dal-
las defines green streets as “…urban transportation rights-of-way that 
provide source control of stormwater, limit its transport and pollutant 
conveyance to the collection system, and provide environmentally en-
hanced roads” (City of Dallas 2013, 201). The standard use of a large 
drainage infrastructure tat directs runoff back into the water system re-
quires a large “…capital outlay to build and maintain over time” (City of 
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Dallas 2013, 201). This type of system is not sustainable nor is it the most 
environmentally friendly. As development demands continue to increase 
over the next decade, it will be necessary to evaluate the City’s system 
and implement a more sustainable method. The Complete Streets pro-
gram is a way for the City of Dallas to start doing this. Not only do green 
streets reduce the need for stormwater infrastructure, they provide trees, 
shrubs, grasses and other landscape plantings that help create an invit-
ing and comfortable environment. 

PAVEMENT + PERMEABLE ASPHALT/CONCRETE
Materials that allow stormwater runoff to permeate the surface and infil-
trate the ground through are called permeable paving materials. These 
materials are different from the traditional paving methods as the water 
is not diverted directly into the storm sewer system, but rather it is per-
meated into the ground and allowed to recharge the water table. This 
method allows pollutant filtration, flow rate reductions, improved water 
quality and a reduction in the required infrastructure. The City of Dallas 
states, “Permeable pavements are typically underlaid with an infiltration 
bed and subgrade soil…(and) come in five basic varieties…” (City of Dal-
las 2013, 207). These varieties include soft paving materials such as grass, 
permeable concrete paving, open cell pavers, plastic grid systems, and 
bound resin with aggregates. All of these materials have lower mainte-
nance requirements and are less affected by environmental damages, 
such as erosion or winter icing. 

Similar to pavement, permeable concrete is a “…concrete mixture using 
minimal cementitious materials to coat the aggregate, using little or no 
sand, leaving substantial void content through which water can drain” 
(City of Dallas 2013, 208). These surfaces should be used on a level street 

above a high water table that also has low pedestrian traffic and no ve-
hicle encroachment. These materials would not be appropriate for Knox 
Street, but should still be understood as a design option to increase the 
street’s sustainability. Permeable brick pavers can be used along streets 
with landscaping while maintaining all accessibility requirements. 

LANDSCAPING
There are several examples of landscaping and street sustainability. The 
City of Dallas has identified several types that could be utilized in Com-
plete Street projects, these include bioretention, infiltration trenches, 

Figure 15: Planter Boxes

Planter boxes sit in front of the Apple Store on Knox Street. These installations contin-
ue around the corner on McKinney Avenue and contain various tree and bush types.
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planter boxes, enhanced swales, landscaped medians and underground 
detention. The most commonly recognized and probably most appropri-
ately applied landscaping mechanism on Knox Street is the use of plant-
er boxes. These are precast concrete boxes that are filled with bioreten-
tion soil to allow water to filter through it. These boxes are often used in 
highly urbanized areas and can contain several variations of plants and 
trees. One downside to planters is that they require slightly more main-
tenance, but their convenience to urban locations makes the installation 
beneficial to the surrounding community. 

CONCLUSION
This is a work in progress. Need to simplify this section.

Figure 16: Landscape Pavers on Knox Street

Brick pavers line the wide sidewalks heading west on Knox Street toward Katy Trail 
and Starbucks. 
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CHAPTER 5: SURVEY RESPONSE ANALYSIS

The online polling and subsequent survey results present a unique per-
spective into the Complete Streets Initiative’s future with the City of Dal-
las, as well as the overall direction people want to see the Knox Street 
District go in terms of Complete Street project development. These 
online surveys, sent out electronically to Knox Street PID stakeholders, 
assumed allowed anonymity for respondents unless the individual re-
spondent decided to contact myself for any questions or to provide any 
additional comments. Approximately 80 people were on the email distri-
bution list and 27 people responded, or roughly 30 percent of the stake-
holders. The following analysis will not identify any individual and will 
merely present the overall results in relation to appropriate Complete 
Streets project analysis. 

After obtaining participant consent, individuals were asked their rela-
tionship to the Knox Street Public Improvement District. This included 
identifying themselves as a business owner, landowner, resident, or some 
other type of affiliation to the district. Table 1 presents the question’s re-
sults and shows that 18 of the 27 individuals who responded are business 
owners in the Knox Street district. 
  
Additionally, 8 of the 27 respondents are landowners. None of the re-
spondents were residents, however, the four individuals who identified 
themselves under the “Other” category include retail store managers 
and marketing personnel. These results indicate a broad range of in-
dividuals have vested interests in Knox Street’s future and could be im-
pacted by any Complete Streets Initiatives set in place. These results are 
also important to consider in relation to the overall PID organizational 
structure because typically only the business owners deal with the taxing 
and finance requirements of a PID. The large number of business owners 

who responded to the survey might shed light on the general project 
understanding and subsequent question answers presented in the fol-
lowing pages of this report. 

Respondents were asked in the following question if they were aware 
of Knox Street’s classification as a Public Improvement District. The 
district’s amateur status among the City of Dallas’ PIDs as it was only 
created in 2010 and its overall petite size could help explain this ques-
tions’ results. An overwhelmingly 59 percent of respondents stated they 
were not aware of Knox Street’s PID and 11 percent had never heard 

Table 1: Question 2

Question 2 asked survey participants what their stakeholder interest is in the Knox 
Street community. 
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of a PID. These numbers could indicate that communication between 
business owners and landowners needs improvement, or that the City’s 
PID marketing strategy to communicate with district stakeholders has 
not been widespread or sufficient enough. Several survey comments, 
available in the Appendix of this report, stated that the district was not 
doing enough marketing and/or events to get the community togeth-
er or updated on current events. These numbers are also important to 
this report as a large factor influencing Knox Street’s participation in the 
Complete Street’s Initiative was its PID status and people who are aware 

of the PID might be more in tune with the Complete Streets project or 
implementation goals. 
 
Next, it was important to ascertain the PID’s successes and/or failures in the 
short amount of time it had been implemented. Had there been improve-
ments to the district? Were these improvements noticeable? Survey par-
ticipants were asked if they had noticed any streetscape or area improve-
ments and to identify any of the improvements they had noticed. Even 
though a large number of participants were not aware of Knox Street’s PID, 

Table 2: Question 3

Question 3 asked stakeholders if they were aware of Knox Street’s classification as a 
Public Improvement District.

Table 3: Question 4

Question 4 asked if stakeholders have noticed any improvements to Knox Street or 
the surrounding area over the last few years.
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several people remarked there had been improvements over the last few 
years. Fifty six percent of respondents stated they had seen improvements 
and only 18 percent stated they had not seen improvements. 
 
A table with participant comments is available in the Appendix of this 
report, along with a list of questions. 

Several of the responses to the question reflect on improvements the 
Knox Street PID’s budget has allowances account for, which indicates the 

PID has had some success in its short tenure. The increased police pres-
ence and landscaping are all elements that help contribute to a Com-
plete Street and these responses indicate Knox Street is well on its way 
to improving its neighborhood appeal, as also evidenced by the growing 
number of businesses and leased spaces. 
 
A question geared for a respondent who is aware of the PID and its func-
tion on Knox Street was asked as Question 6. Respondents were given 
the option to say that either the area has or has not improved or that local 

Table 4: Question 5

Question 5 asked if stakeholders thought Knox Street’s PID has aided in improving 
the area and/or local business. 

Table 5: Question 6

Question 6 asked if stakeholders were familiar with the City of Dallas’ Complete 
Streets Initiative. 
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business has increased and/or gotten better. Participants were given the 
option to select more than one answer since more than one of the an-
swers could be plausible. These responses were heavily weighed on the 
positive side of things as 33.33 percent stated the area has improved and 
48.15 percent stated local business has improved. Only 29.63 percent stat-
ed they did not feel the PID contributed to improving the area and 11.11 
percent thought the PID did not contribute to improving businesses. 
 
These responses similarly follow prior responses stating the area has 

seen some streetscape improvements and economic growth over the 
last few years. The PID’s creation could have certainly help catalyze these 
developments and lead to an assumption that the PID is an essential 
tool for Complete Streets success. Participant comments reflected sim-
ilar sentiments as well as expressed the idea that further work needs to 
be done before actual change is effectively made. 

The Complete Streets Initiative project also relies on community under-
standing and knowledge. Before any design alterations or installations 

Table 6: Question 7

Question 7 asked if stakeholders participated in the Knox Street Complete Streets 
demonstration day. 

Table 6: Question 8

Question 8 asked stakeholders to rate the current conditions on Knox Street in terms 
of traffic, walkability, and ease of bicycle circulation.



49

can occur on the thoroughfare, a communal understanding of the City 
of Dallas’ project and vision must be established. When asked if respon-
dents were familiar with the Complete Streets Initiative, 55.56 percent of 
individuals stated they were not aware of project. Only 44.44 percent of 
respondents had heard of the project. 
 
Not surprisingly, the same percentage of individuals had participated in 
the City of Dallas’ Complete Streets demonstration day in September 
of 2012. This demonstration was extremely important to the project as it 

gave the district a chance to experience the potential improvements and 
installations before the project finalized and moved into its next stages. 
However, given that less than half of the survey participants attended the 
demonstration day, the response to the previous question makes sense. 
It will be important to increase stakeholder awareness and understand-
ing in any further project steps. 

In addition to an understanding of stakeholders’ preconceptions and 
Complete Streets and PID involvement, it is necessary to evaluate 
thoughts or opinions on Knox Street’s current conditions. If people felt 
there were no issues with the way the district operated or with the way it 
was designed, then there would be no purpose in pursuing an in-depth 
Complete Streets analysis. Obviously, the City of Dallas views the district 
as having potential for improvement given it was selected for the Com-
plete Streets project as well as to host the  Complete Streets demonstra-
tion. The City’s viewpoints on the district, however, could be extremely 
different from the stakeholders’ viewpoints. In the survey, respondents 
were asked to rank on a scale from one to ten their perspective on Knox 
Street’s current conditions in terms of traffic, walkability, ease if bicycle 
circulation, etc.
 
Interestingly, 29.63 percent ranked Knox Street’s current conditions at a 
six and 33.33 percent ranked the street as seven. One person thought 
the street was close to Excellent as they ranked the current conditions 
at a nine, but one person also felt the street’s conditions were very poor 
as he or she ranked the street at a three. These results show that Knox 
Street’s current conditions are not excellent, but they are not very poor 
either. The district has room for improvement and could most likely ben-
efit from Complete Street treatment. Respondents were provided space 

Table 7: Question 9

Question 9 asked stakeholders to rate how well they thought the City had contributed 
to improve any of the current conditions on Knox Street.
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to add comments and these comments can be found in the Appendix 
of this report. 

A lot of the comments reflect on Knox Street’s current infrastructure and 
maintenance. The lack of sidewalk repairs and accessible parking arise in 
several statements. These issues could contribute to the current vehicu-
lar congestion problems Knox Street experiences as well as impact the 
pedestrian realm and make pedestrians uncomfortable walking along 
Knox Street. These statements also reflect on Knox Street’s character and 
charm that is important to maintain in any Complete Streets project. The 
goal is to get more people to visit the site to enjoy what it has to offer, 
without making the site even more auto-oriented. 

This report’s SWOT analysis and implementation recommendations stem 
from an analysis on the City’s involvement with the Complete Streets 
project and any physical improvements made in the Knox Street district.  
Survey respondents were asked to rank on a scale from one to ten their 
opinion on how well the City has contributed to improve any of the previ-
ously mentioned conditions on Knox Street, including traffic, walkability, 
ease of bicycle circulation, etc. These responses are more widely dis-
tributed on the scale and people varied in their thoughts on the City’s 
involvement with such projects. The majority of participants, 29.63 per-
cent, ranked the City’s involvement at a five. It seems the community is 
fairly neutral on how much of a role the City has played. The next largest 
group, 22.22 percent, favored the City’s involvement with a ranking at 
seven. The remaining clusters of votes settled between very poorly and 
the slightly less than neutral four ranking.
 
The comments participants left mirrored these responses with individu-

als stating they have seen the City do very little in terms of improvements 
to the street. One participant stated that a majority of the improvements 
that have come to the area have been through the businesses and land-
owners themselves, not the City. These responses are provided in the 
Appendix of this report. 

It is also important for this report to consider whether the improvements 
that need to be made to Knox Street are best served with a Complete 
Streets Initiative. The thoughts and ideas garnered from the stakehold-
ers who work in district each day are just as important to understand 
as the professionally published works that dictate project design and 
implementation. Respondents were asked how they thought pedestrian 
traffic could improve on Knox Street in terms of sidewalks, crosswalks 
and medians, etc. 

Several of the comments stress the need for pedestrian-environment 
improvements, specifically wider sidewalks and better crossings. Many 
of these statements reflect on the dangerous conditions that current ex-
ist for pedestrians on Knox Street as they attempt to navigate between 
restaurants and retail stores. The limited number of crosswalks at sig-
nalized intersections as well as at midblock create increased chances of 
pedestrians and vehicles colliding. 

Respondents were then asked to provide their opinions on how they 
thought vehicle traffic circulation could be improved in the Knox Street 
district. These improvements could include turn lanes, wider lane widths, 
higher speed limits, traffic signs or lights, etc.  Given that the Complete 
Streets Initiative focuses on traffic calming through lane reduction and 
pedestrian environment improvements, these responses could reflect on 
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whether or not Knox Street could afford to lose a lane or have more traffic 
calming measures installed. Several respondents stated they wanted to 
see turn lanes integrated into Knox Street’s thoroughfare grid, as well as 
incorporating lane width changes and potentially bike lanes. These are all 
hot button issues that people will surely agree and disagree on, however, 
they are important to consider because these improvements could greatly 
influence the traffic to the site. One individual even pointed out a possi-
ble conversion of McKinney Avenue and Cole into two-way thoroughfares, 
rather than the current one-way traffic they each have now. These ideas will 
be considered in any future analysis and recommendations. 

Since parking is also an issue several people have commented on and 
stated as a problem, it is important to gauge public opinion on what 
ways they think parking could be improved in Knox Street. Participants 
were asked for their ideas to improve parking, whether through the in-
stallation of a parking structure, more on-street parking or more parking 
lots. Responses to this question can be found in the Appendix of this 
report, but a brief summary can be provided below. 
 
This topic received a large number of responses from participants who 
all seemed to have similar viewpoints on parking on Knox Street. They all 
agreed that parking is a huge problem for Knox Street and in attracting 
visitors to the district. On-street parking can be confusing and limited 
and the parking lots behind the buildings can be difficult to get to. Many 
comments emphasized the need or desire for a structured parking lot, 
however in a way that would not impact the character or “village-feel” 
of the site. These structured lots would have to potentially locate either 
where a parking lot currently exists or on a parcel of land currently vacant, 
which is limited in that area. If a structured lot were deemed to be an 

appropriate solution for the Knox Street district, financing issues would 
need to be taken into consideration as well as property management. 

Knox Street already has several great amenities that attract visitors, cus-
tomers and residents alike. Any Complete Street improvements made to 
the district would certainly attract additional amenities and visitors, so 
it is important to get input on amenities stakeholders would like to see 
come to the area that could complement their land or established busi-
ness. Stakeholders were asked to list any amenities they thought should 
come to Knox Street that were not already located in the area.

People also provided a wide range of opinions and ideas on this top-
ic. Suggested ideas include more clothing retail, especially menswear, 
smaller restaurants geared towards the customer on-the-go, locally 
owned coffee shops or delicatessens, valet services and even an area 
completely devoid of vehicular traffic to create an environment where 
people can walk safely to shop and to work. These are all ideas that could 
easily be integrated into a context-sensitive Complete Street design. 

A bike lane was one of the highlighted amenities in the Knox Street 
Complete Streets demonstration day as well as in the City of Dallas’ 
Complete Streets Design Manual. Stakeholders’ responses have been 
varied on the topic with several stating they would like to see bike lanes 
installed and several stating they do not want them in the area. Partici-
pants were directly asked if they would use the bike lanes on Knox Street 
if they were installed. 

The majority of responses, 55.56 percent, stated they would not use a 
bike lane or bicycle track if one was installed on Knox Street and that 
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they thought these facilities were not appropriate for the area. Individu-
als who stated they would use bike lanes or cycle tracks was the second 
highest choice at 29.63 percent and individuals who stated they would 
not use the facilities but thought they would be a fit for the area lingered 
at a 14.81 percent rating. These numbers suggest a serious look must be 
taken at the plans to install bike lanes on Knox Street and make sure it is 
done in a manner that best suits the area and its needs. 

Respondents were then asked to rank their opinion on the Complete 

Streets project and their expectations for future development in the 
Knox Street district with the statement, “The Complete Streets project 
will help the Knox Street community and will meet my expectations.” This 
question is intended to gather a general idea of stakeholder thoughts on 
the Knox Street project as well as the Complete Streets methodologies 
presented to the public in the demonstration day. These findings will 
help perform the SWOT analysis.
 
Several people responded neutrally, 33.33 percent of respondents rated 

Table 8: Question 14

Question 14 asked stakeholders if they would use a bike lane or cycle track if one was 
installed on Knox Street.

Table 9: Question 15

Question 15 asked stakeholders to rate their agreement with a statement that the 
Complete Streets project will help the Knox Street community. 
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the statement as a five. The second highest ranking at 29.63 percent 
is at a seven, which indicates people think the project should help the 
community and meet their expectations, just not to the fullest extent. It 
is interesting to note that the same number of individuals, 7.41 percent, 
strongly disagreed and strongly agreed with the statement. 
 
The City of Dallas’ role in the Complete Streets Initiative also needs to be 
rated and understood among stakeholders. If the City had not been ap-
propriately communicating with the stakeholders or if the stakeholders 

felt their expectations were not being met it could mean several negative 
repercussions for the Complete Streets project in the future. Respon-
dents were asked to rate from one to ten their opinion in the statement 
“I feel like the City of Dallas is heading in the right direction with the 
Complete Streets initiative and is on track to meet my expectations.” 
 
These responses are intended to help analyze the strengths and weak-
nesses in the City’s project plan and implementation strategy as well as 
to help provide direction on future project implementation. Similar to 

Table 10: Question 16

Question 16 asked stakeholders to rate their agreement with a statement that the City 
of Dallas is heading in the right direction with the Complete Streets Initiative.

Table 11: Question 17

Question 17 asked participants to provide their age group for classification purposes.
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the other ranking questions, the majority of respondents, 40.74 percent, 
selected five as their answer. This reveals that the stakeholders have a 
generally neutral stance on the statement and the City’s role in the proj-
ect. The other responses tiered from five up to ten, which indicates a 
general approval of the City’s involvement as well. Only 7.41 percent of 
respondents felt they strongly disagreed with the statement. 
 
All of these responses can be further utilized to generate a SWOT anal-
ysis of the City of Dallas’ Complete Streets project as well as any recom-
mendations for future project implementation. These ideas are present-
ed in the next section of this report. 
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Chapter 6:  Conclusion + recommendations

This section will look at all the previously discussed Complete Streets Ini-
tiative elements as set forth by the City of Dallas in the Complete Streets 
Design Manual – Draft and best practice literature released by leading 
professional organizations in transportation, planning and design. The 
comparison of these publications and manuals reveals how successfully 
the City of Dallas has worked to implement Complete Street method-
ologies and policies into its own best practices, as well as how well it 
has applied these new standards to its catalytic Complete Streets proj-
ect on Knox Street. The following analysis examines the similarities and 
differences previously identified earlier in this report to undercover the 
project’s strengths, weaknesses, opportunities and threats, also known as 
a SWOT analysis, as it pertains to Knox Street and the City’s application 
of Complete Street methodologies. Stakeholder responses to an online 
survey regarding the Complete Streets Initiative, Knox Street’s PID and 
the City’s project role supplement the analysis and help determine de-
sign and implementation recommendations. 

COMPLETE STREET INITIATIVE STRENGTHS
The implementation process has seen several successes thus far due 
to initiatives taken on behalf of the City of Dallas and the Knox Street 
Public Improvement District. This report defines project strengths as ele-
ments and events within the Complete Streets process that the City and/
or PID has control of internally. The Complete Street Initiative’s greatest 
implementation strength lies with the Complete Streets demonstration 
on Knox Street in September 2012. The City’s selection of Knox Street 
as one of the first thoroughfares to receive Complete Streets treatment 
came as a result, according to Peer Chacko, assistant director for long-
range planning at Dallas City Hall, “…because there’s a public improve-
ment district there, and they’re eager to pay for it, and that’s something 

we obviously want to jump all over” (Wilonsky 2012). Given that a fund-
ing source already exists in the Knox Street community and it has been 
acknowledged by local landowners that the area is in need of improve-
ments, the Complete Streets implementation process should be one of 
the City’s greatest assets. The coalition between the City and private sec-
tor partners to develop, manage and implement the temporary Com-
plete Streets demonstration was something both sectors could control 
internally and use to their advantage to pursue the project further down 
the road to actual implementation and additional bond funding. 

The Complete Streets demonstration provided an opportunity for the 
City to present Complete Street designs to the public as well as exhibit 
a preliminary design solution for Knox Street itself. Public perception of 
this weekend event varied as much as the previously presented survey re-
sults. In one Dallas Morning News article (2012), “Knox Street, now buff-
ered with bike lanes and a beer garden. For some, that’s great news. For 
others, not so much,” the author states the overall sentiment at the event 
was difficult to garner. One participant stated “…he hoped that one day 
this (temporary) cycle track would extend all the way into East Dallas, 
connecting the Katy Trail to White Rock Lake, since this ain’t happening 
any time soon…” (Wilonsky 2012). Other individuals on Katy Trail and on 
Knox Street during the demonstration, both pedestrians and bicyclists, 
appeared to like the new installations or the idea of the features be-
coming permanent, but seemed daunted by the transformation process 
or the added congestion such changes would generate at the onset of 
the project (Wilsonsky 2012). This generally positive media coverage as 
well as thorough demonstration weekend coupled with a City Complete 
Streets open house stands as the greatest strength for further imple-
mentation. These meetings and communal gatherings need to continue 
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greatly help the Knox Street district. As someone who has lived in the 
area and witnessed the amount of confusion generated by these streets, 
I do not feel that the switch would be a waste of time and money and that 
it would pay off in the long run more than leaving these collector roads 
unaltered. If Knox Street is receiving Complete Street treatment, those 
streets in the district should receive it as well.

AND FINALLY…
The City of Dallas and the Knox Street PID has done nothing but im-
press with this initiative and project. Although there are several bumps in 
the road that still need to be hurdled and the actual project will not go 
underway for several more months, the changes presented by the Initia-
tive over the last four years has shown that progress is happening in the 
City of Dallas and exciting things are about to happen. Complete Streets 
project success will mean several things for the community and could 
change the way downtown Dallas and its surrounding neighborhoods 
interact with each other as well as reshape the community altogether. 
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Appendix: Survey Results + Questions

The following questions were asked to the online survey participants. 

1. Are you a business owner, landowner, or resident in the Knox Street 
PID or surrounding neighborhood? Select all that apply.

2. Are you aware that Knox Street is classified as a Public Improvement 
District (PID)? 

3. If yes, have you noticed any improvements to Knox Street or the sur-
rounding area over the last few years? Please list out any improve-
ments you have noticed.

4. Do you think Knox Street’s PID has aided in improving the area or 
helped local business? 

5. Are you familiar with the City of Dallas’ Complete Streets Initiative? 
6. Did you participate in or see the City of Dallas’ Knox Street Com-

plete Street demonstration? 
7. On a scale of 1 to 10, how would you rate the current conditions (e.g. 

traffic, walkability, ease of bicycle circulation, etc.) on Knox Street?
8. On a scale of 1 to 10, how well do you think the City has contributed 

to improving any of the previously mentioned conditions (e.g. traffic, 
walkability, ease of bicycle circulation, etc.) on Knox Street? 

9. On Knox Street, how could pedestrian traffic improve (e.g. wider 
sidewalks, more crosswalks, easier crossings, medians, etc.)?

10. How could vehicle traffic circulation on Knox Street be improved 
(e.g. turn lanes, wider lanes, higher speed limits, traffic signs or 
lights, etc.)? 

11. How could parking on Knox Street be improved (e.g. more on-street 
parking, more parking lots, a parking structure, etc.)? 

12. What amenities would you like to see come to Knox Street that are 
not already located there or close by? 

13. Would you use a bike lane or a bicycle track if one were installed on 

Knox Street? 
14. On a scale of 1 to 10, please rate your agreement with the following 

statement: “The Complete Streets project will help the Knox Street 
community and will meet my expectations.” Please provide any ad-
ditional comments. 

15. On a scale of 1 to 10, please rate your reaction to the following state-
ment: “I feel like the City of Dallas is heading in the right direction 
with the Complete Streets Initiative and is on track to meet my ex-
pectations.” Please provide any additional comments. 

16. For classification purposes only, please select your age group. 
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Additional businesses to the area

no physical improvements, however, improved promotion of the area as a re-
tail/restaurant destination

I just moved here from Greenwich Ct but it has made amazing changes since 
I was last in Dallas in 1994.

Landscaping

Maybe a few new trees but nothing other than normal things that landlords 
and store fronts do. I do have concerns about taking away traffic lanes to make 
room for bike lanes and turn lanes. Henderson would love to have the wide 
streets we have as traffic there is bad. Sending bikers down a busy traffic street 
when they can take a side road could be better. We dont get many bikers and 
most would not be stopping to shop anymore than they already do. They also 
did not use the lane that was up for a week much. What we noticed was cars 
lined up two blocks in traffic. Also people like being able to park in front of a 
store. With all the traffic put in one lane it made it difficult to get into and out 
of those lanes. I just think over all that adding a bike lane and a turn lane both 
to a already busy street could create traffic issues. I am all for making it safe, 
and inproving the look. It is my understanding that one of the main reason 
for adding the bike lane is so that more funds will be given for overall street 
inprovment but it has to include a bike lane to get those funds.

We moved from McKinney Avenue around the corner to Knox Street last No-
vember. We have seen an increase in traffic being on Knox and appreciate 
when there is not construction going on to hinder customers from getting to 
the store.

Stop signs installed

Adding more retail shopping

The number of leased spaces has increased. The quality of tenants has in-
creased. The whole neighborhood has improved as older condos have been 
removed and replaced with higher end apartments and condos.

Table 4: Question 4 Comments

Website and valet parking, branding. I’m also aware of much study and discus-
sions about how to implement a cohesive look for the area.

we have only been in the area for a year so have not noticed any improvements 
except to say that I have heard from our customers that they are thrilled to 
have more stores offering apparel in the area.

Increased police presence, landscaping/streetscapes, valet

side walk, bicycle areas

The only changes to the area have been business movements and new stores 

to the area. Landscaping, traffic and enhancements have been minimal. Hop-

ing that more businesses mean more funding for these improvements.

It is a beautiful area--the best shops and eateries

We gotton new business but that is a result of Knox st always being a great 

shopping area.

Many of the needed changes are large capital expenditures. It will take sev-

eral years to accumulate enough money in the PID to implement significant 

improvements

Table 4: Question 5 Comments
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Cross walk buttons often don’t work. Traffic moves too quickly down Knox 

Street/McKinney/Cole. No bike lanes present.

Great to navigate but not good foot traffic for my business. Its a little secret 

area in Dallas--LETS EXPOSE IT AND GET MORE FOOT TRAFFIC HERE!

parking could be an issue for merchants. we do not see a lot of bicycle traffic, 

but do notice many of our shoppers coming off the katy trail/shopping at lu-

lulemon.

parking is still an issue - lots taken by apple employees

do not notice lots of bikes on this street. They seem to take other less traffic 

roads to the trail.

Bicycles are still sort of a problem.

Sidewalks need repair on travis.

Knox used to be a “though” street for the City, going back to the days of the 

Katy railroad and the train depot. It is no longer able to carry the volume traffic 

that we have now. Mockingbird and Fitzhugh are the main arteries for traffic 

flow and certainly Mockingbird isn’t able to handle the traffic. The town of 

Highland Park will never allow the widening of Mockingbird. I would hate to 

see Knox become a conduit street.

lack of parking is an issue

Table 4: Question 8 Comments

There have been very few updates in the last couple of years that have made 

a major impact.

i’m not very confident in giving an answer, as i’m not sure about the improve-

ments that were made thus far to the area.

It has the same cross walks, and same lanes it has always had so no improvents 

have been made in the 12 years I have noticed. Most wrecks occur when drives 

go the wrong way on a street or turning into starbucks parking.

most of the improvements seem to be from the land and building owners in 

the area. I can’t say that I have noticed and street or bike lane improvements 

othet than the katy trail which I think was privately funded. However, I was not 

aware that we are a PID and was not really keeping an eye for that specifically.

I think that is a bad question. What are the things that the City can do? As stat-

ed above, I think the focus should be on discouraging through traffic. Knox has 

always been a destination, highland park pharmacy etc. I am not happy with 

any of the answers. The survey required I give an answer, therefore I picked 

one in the middle.

Table 4: Question 9 Comments
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More frequent cross walks and slower traffic.

incorporate a center turn lane from Katy Trail to Central Expressway. Improve 

head i parking; widen sidewalks

two way streets

more crosswalks, sidewalks often blocked by parking/construction, shorter lights

Crosswalks at midblock

The merchants association does nothing to make events here happen. there 

has not been a meeting since April. I have asked and even offered to run or 

host. Crickets....no response!

more crosswalks ( like the ones that flash and just have cars yield or some-

thing?), more parking, medians

Easier walk ways

wider sidewalks, more crosswalks

wider sidewalks, parking on McKinney beside the Apple store should be 

turned at an angle

Wider Side work

more cross walks with lights, we have great sidewalks,

Its pretty good as it is!

More crosswalks

Easier crossings

It’s a fairly walk friendly area. I just don’t see where the room would be for the 

mentioned improvements. I have not studied this type of thing. will need to 

observe for a while and think about it.

Table 4: Question 10 Comments

Yes, all of those things would significantly improve the area.

only sidewalks for walkers

crossings are dangerous as families or elderly people have a difficult time 

crossing the street in the time given at the stop lights.

More lit crosswalks like the one on Katy Trail and Knox. Flashing lights will help 

pedestrians get noticed.

Easier crossings would create for more people to get around easier, YES, but 

pedestrian traffic would improve primarily through patron’s desires to get 

around the area more by foot. ie, more reasons for there to be pedestrian 

traffic would increase it.
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Dedicated bike lanes.

incorporate a center turn lane from Katy Trail to Central Expressway

more clear signage, left turn assistance, more parking

Cole + McKinney two-way

By getting merchants together to partner for events. Make them happen-we all 

want our business to improve. My store has top in average sales but I may lose 

my job in a month if I don’t get more traffic in. My company sends out catalogs 

but very few who get it come in. We need a public parking garage-so many 

spots are for a certain retailer =people are afraid they will be ticketed so they 

just order online.

turn lanes! traffic speed is good.

More lanes

turning only at traffic lights.

Turn lanes on McKinney turning onto Knox, Knox turning onto Cole

no. Best as is.

None

the turn lane made the flowing traffic worse, speed does not need to be in-

crease, we have a traffic sign and light at every corner already so I am not sure 

what is availble to increase circulation.

Protected turn lane vs. straight on Travis St

Bike lanes!

Was not impressed with the experiment last year with the bike lanes customers 

just avoided the area

Turn lanes

Table 4: Question 11 Comments

It seems to flow fairly well considering the popularity of the area.

As stated above, there is an unlimited amount of traffic. As you make it easier 

to cross, you will have more through traffic, bringing it to the same situation 

you have now, only with more traffic and more difficulty for the merchants and 

restaurants who are the ones who pay the taxes, either through sales tax or 

property taxes.

wider lanes; only for cars and not sharing with people/bikes

decrease speed limit

Turn only lanes

better turn lanes and possibly higher speed limits, but the streets are entrenched 

and therefore is would be harder to accomplish better vehicle traffic circulation.
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A parking structure would be beneficial, but needs to be near the street and 

needs to be public.

all of the above

parking structure

Structured parking

a garage that is free when you make a purchase from a retailer and less dedi-

cated spots to certain stores-make it free for all street parking

due to space, a parking structure could be very useful

Build parking lot

definitely parking building.

more parking would be very helpful

Can’t see how and lack of some parking encourages walking. Land is too ex-

pensive to build a parking garage. Perhaps future develop will help.

More Parking lots

a parking structure could be handy but people do not want the traffic issues 

that come with places like the west village. They like it feels like a neigborhood 

area not a corporate place that people only concerned with how much they 

can milk out of an area.

We have a reserved parking lot with our lease but so many people want to park 

in our lot to use the restaurants. Having one convenient place to park without 

having to use valet would be nice.

Plenty of parking in the Travis Walk garage

A parking structure would be good

Parking lots or structure

Table 4: Question 12 Comments

I don’t see where any parking structures could be added.

We desperately need more parking. The only real answer that I can see are 

underground or above ground parking. Both very expensive propositions. And 

also, likely to change the character of the street.

need parking garages

parking structure, more parking lots plus a centralized valet for the area.

Less on-street parking and more parking garages. Park here signs will help 

people notice the current garage under Travis Walk.

There is a definite need for more parking lots/parking structures. Also, more 

temporary/short term solutions include better marked parking signs for pa-

trons to easily identify, as well as an effective universal valet service for the 

entire Knox area (this has been tried but the logistics did not work)
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Great access to the Katy Trail. Need more seating on the street. Better access 

to public transportation.

has - variety of Restaurants needs- more fashion clothing stores

more soft goods retailers, more coffee shop hangouts

More apparel

I would like a juice bar, --something healthy to complement being near katy 

trail. More mens clothing stores so sunday we would have better biz-mens 

athletics workout!

More Resturants

can’t think of anything.

Security

Types of businesses are the amenities.

Yea

We would love some trash cans down the street like they have in down town 

dallas, a little longer cross walk like by Chilies. You get about quarter of the way 

across and its flashing to hurry.

Public Bathrooms- There a lot of people who come from the Katy Trail or are 

waiting to get a table at a restaurant that ask to use our restroom without 

shopping at all.

Grocery Store

Dont know

Accessories/jewelry store Burger place---hop doddy

Table 4: Question 13 Comments

I would love to see a developed area that was copletely fee of cars. In other 

words, the parking would be contained to certain areas and the streets would 

be free for families to walk around, perhaps lawns and sidewalks could be cre-

ated. A great place to walk, work, and live. A fantasy, but, you asked! Now 

make it happen. Haha.

I think a wonderful bike path could be made coming off the Katy trail, just NOT 

ON KNOX. Armstrong would be a good candidate. From what I understand 

about the complete streets initiative only Knox is being considered. I do not 

understand the rational for that. It is more dangerous for bikers and pedestri-

ans, as well as motorists. There is already a big issue on the Katy Trail with the 

danger to bikers and walkers on the trail. You start funneling them onto Knox 

street and you will have a disaster - actually many disasters, I fear - there has 

been one death on the Katy Trail from a biker knocking down a jogger causing 

a fatal head injury. There are probably others that I’m not aware of.

more parking

This is not necessarily an amenities, but our customers often leave the area 

because there isn’t a quick place to grab a sandwich.

Monthly events that will bring people to the street and in the stores.

I would like to see the aforementioned valet service, a way to increase ped 

traffic either through street/sidewalk improvement or through patron mindset, 

and more unification of the “Knox-Dallas” area through signage, logos, land-

scaping, etc, that give the entire neighborhood a unified feel.
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it would if there were no bicycle lanes, wider sidewalks. and more streetscape

I bike all over knox street and getting people out on bikes here would get 

more traffic in my store. how about some bike rack lock ups to encourage it?

this will mean better business for the merchants as well as increases to other 

areas of town, south of northpark mall, but north of downtown.

Poor use of resources to date. Knox needed the traffic flow. Perhaps one day 

a bike lane useful. For now, bike around. How about a bike parking area south 

of knox @ the Katy trail?

Don’t know enough about it.

AGAIN, THIS IS A BAD QUESTION!! If you are asking if I want to see bike lanes 

on Knox, absolutely not, but do I think a thoughtful redevelopment could im-

prove the area, yes. The demonstration was a total disaster. I’ve been told that 

traffic counts were improved by the demonstration. I seriously question that, 

but even if true, I have heard no mention of the back up on Abbott for blocks 

with people wanting to turn onto Knox.

I don’t know have any information regarding the streets project

Table 4: Question 15 Comments

Yes, improve pedestrian relationship with the street.

still to be seen and the week we had the fake lanes and stripes up nobody real-

ly was like that is a great idea. We get lots of customer interaction and people 

who live in the area in here so we asked.

The real answer wont be found unless we keep trying different ideas

Sorry, again have to apologize for my ignorance. I tend to live in an introspec-

tive state free from the details of the world. You can’t lease space in a free 

mind. Perhaps the Buddha could inquire, but he would know better!

See my other comments.

again, no information

I am a component of cycling, bike lanes, etc, as much as possible, but it was 

temporarily implemented on Knox and was a complete disaster, primarily be-

cause of its effect on the vehicle traffic on Knox and all the cross streets

Table 4: Question 16 Comments
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