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Introduction

Lyrics from Malvina Reynolds 1962 song Little Boxes paint an accurate picture of the spread of
suburbia in modern day Tulsa. With an over abundance of land, space has never been an issue for
Tulsa developers. The Tulsa metro area is canvassed with low density single family residential
subdivisions and massive retail parking lots. Suburbia’s ticky-tacky houses and the neighborhoods
they make up are a direct result of automobile based design.
People love their cars; they allow us to go where we want when we want, they are a form of
entertainment, a form of art, and a source of pride. They are so much of who we are, we tend to ignore
their impact on our lives. The social, environmental, health, and financial costs of driving are, in our
culture, nothing more than a cost of doing business. To imagine an alternative to the private automobile
is not considered a viable option in our society. In fact, it is not even considered. With this in mind, the
Univeristy of Oklahoma Urban Design Studio decided to investigate the possibility of a car-free Tulsa.
Throughout the project, we had numerous and extensive discussions and debate regarding the scope
and scale of our final product, but the consensus was that the City of Tulsa’s current trajectory,
suburban sprawl and its attendant car-dependancy, is unsustainable and that changing the trend is
essential for the long-term viability of the city.
The original concept was to envision a completely “Car Free Tulsa.” Some explanations were offered
as to what would cause such a complete overhaul of the city’s transportation landscape such as a
cataclysmic event in the Middle East caused gasoline to skyrocket to $25.00 per gallon overnight, or
a collapse of the entire automobile industry.
However, the concept was quickly refocused to a more long-term retrofitting of the city. How can we,
through infill development, create neighborhoods and districts which are dense, compact, walkable,
and transit-oriented? What existing districts in Tulsa are already suited for experimentation - cutting
off vehicular access and creating car-free nodes.
Certain areas were immediately identified: Downtown, Brookside, and Cherry Street. These areas
have one thing in common - some degree of walkability in their present state.
One of the questions such a proposal raises is, would such car-free nodes be at a competitive
disadvantage to the balance of the areas of Tulsa which are automobile-dependent? Can we experiment
with such nodes, or do we have to go ‘all the way,’ and if we did and the entire city was car-free, would
the surrounding suburbs also be entirely car-free?
This project is an attempt to answer some of these questions. More important, though, it is meant to
start a conversation about the future of Tulsa’s transportation system.
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Tulsa Transportation Timeline
A brief chronology of important local &
national transportation events
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90% of Children Walked or
Rode a Bike to School in 1969

In 2000, 50% Were Driven by
Their Parents
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Alternatives
Motorized Alternatives
Over the years, a number of alternatives to the traditional combustion engine car have been proposed.
Most of these designs face stiff opposition from oil companies as well as traditional car companies.
Though in some cases, traditional car companies have tried to produce true alternatives to the combustion engine, and after pressure from interest groups, they have abandoned those efforts.
The GM EV1 was developed in the late 1980s
and early 1990s as a viable electric alternative
to the combustion engine. With a range of 120
miles between charges, the technology seemed
promising. By 2004, however, GM decided that
the model was no longer viable and terminated
all of its leases with existing owners. When the
cars were returned, they were crushed and sent
to scrap.

The Aerorider is an electric assisted bicycle that is
desigmed to operate in limited-space envrionments.
Depending on local laws the Aerorider can be classified as either a bicycle or a moped. Vehicles like
the Aerorider can operate in limited spaces, such as
multimodal streets and pathways.

Although Zip Cars are traditional cars, they offer an alternative to private car ownership. Zip
Car
members pay a monthly fee for the right to use
the car for a pre-arranged number of hours. Zip
Car operations have sprung up across the US
helping reducing the costs of vehicle ownership
and decreasing the number of cars on the road.
To date Zip Car estimates that it has taken 50,000
vehicles off the road.
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Envisioning a Car Free Tulsa
Car-Free Nodes
& Photomontages
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Envisioning a Car Free Tulsa
Potential Car Free Nodes

The core of this project revolves around imagining what a car-free Tulsa might look like, and examining which areas of the city could most easily convert to an environment free of the private automobile.
Designating areas of Tulsa as car-free zones would allow residents and visitors of all ages to walk,
bike, run, stroll, meet their neighbors and friends, enjoy the parks, patronize businesses, and live a
more physically active lifestyle. Car-free zones in Tulsa might also begin to chip away at the dominance of the automobile.
The residents of these car-free zones would come to appreciate the walk-ability of a compact neighborhood, where everything they need is within a few minutes’ walk or bike ride. If the residents knew
they had easy access to reliable public transit perhaps they would not need cars at all.
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Envisioning a Car Free Tulsa
Downtown

The Inner-Dispersal Loop (IDL) is widely recognized as the defining feature of the downtown core of
Tulsa, and serves as an obvious boundary for the Downtown Car-Free Node. This historic center of
Tulsa is the largest employment center for the metropolitan area, and contains the highest concentrations
of high-rise buildings and office towers. The existing high non-residential densities could easily
encourage high residential densities to locate here. Buildings and areas within the IDL tend to have
more in common with each other than they do with buildings and areas outside the IDL. The Downtown
Car-Free Node contains the juncture of all of the major rail lines in the entire metropolitan area, and
would be a natural location for a central hub for a metropolitan light-rail and/or transit system. We
envision a downtown light-rail station at 1st Street and Greenwood Avenue
34

Downtown - Second & Detroit

In the above view (looking southwest)
downtown buildings rise in the background.
We propose infill development on the large
and numerous surface parking lots that
pervade downtown. This view includes a
new potentially mixed-use building on the
site of a former surface parking lot. The site
is built to the street, with an ample sidewalk
which provides for and encourages
pedestrian accessibility. The site is located
in a transitional area between the business
district core and the Blue Dome
entertainment district. The street has been
replaced with a streetcar line and a
greenway, which helps break up the mass Present day Second & Detroit
of buildings and paving.
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Downtown - Second & Elgin

Looking north from the intersection of 2nd Street
and Elgin Avenue, existing brick buildings are in
the foreground left and fill the block solidly up
to 1st St. The Santa Fe Depot building is in the
background center, and is the only developed area
in two (2) city blocks, otherwise occupied by a
surface parking lot and a grassy area. We propose
developing Elgin Ave. between 1st and 2nd Streets
with three-story attached mixed-use buildings,
which can have groundlevel retail and residential
on the upper floors. The scale would be consistent
with surrounding buildings varying between one
and three stories. This development would help
connect downtown to the Blue Dome
entertainment district . The former street is now
36

Present day Second and Elgin

Downtown - Bartlett Square

In 1978, the City of Tulsa took a foray into car-free
urban design with the completion of the Main Mall,
a pedestrian plaza with an extensive fountain system
and large trees planted throughout. Tulsa removed
the Main Mall in 2005: the automobile streets were
reconstructed and a token fountain was placed in
the center to form a small roundabout; it is
sometimes hit by automobiles. Looking north along
Main Ave. at 5th Street, we propose restoring the
pedestrian streets and introducing a streetcar line,
with the remaining area to be a greenway with
several large-canopy trees, and infilling the currently
underultized plaza behind the First Place Tower with
a highrise building incorporating architectural
elements influenced by the McFarlin Building in the
foreground and the Reunion Center building in the
background.
37

Present day Bartlett Square

Downtown - The Brady District

The Brady District is an enclave of traditional storefront buildings, most notably characterized by the
ones on Brady Street between Main and Boston
Avenues. It already has the basic building blocks
of a pedestrian- and transit-oriented design. We
would enhance the area by building additional infill
development, such as the mid-rise buildings shown
at the northeast corner of Brady and Boston Ave. in
the background of this photomontage, currently occupied by surface parking for a warehousing operation. We would replace the automobile street with
a streetcar line, generous sidewalks, a greenway, and Present day Brady St. (looking east towards
generous numbers of large canopy trees. This infill Boston)
development would help complete the linear Brady
District and connect the Cain’s Ballroom to the new
Tulsa Drillers Ballpark.
38

Envisioning a Car Free Tulsa
Cherry Street

“Cherry Street” is the nickname given to 15th St. South between Peoria and Utica Avenues in Tulsa. It
is characterized by traditional storefront buildings typical of early 20th century commercial strips. It is
one of the most recognizable chic urban districts in the Tulsa, and attracts a lively nightlife. The
Cherry Street Car-Free Node would be centered along 15th Street South between Peoria and Utica
Avenues, and would extend from the south side of the Broken Arrow Expressway to the mid-block
line between 15th and 16th Streets South, including the entire block between 15th and 16th Streets
South between Peoria and Quaker Avenues.
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Cherry Street - 15th & Peoria

Envisioning a Car Free Tulsa
Downtown

This view of Cherry Street envisions an
environment in which cars are no longer a part
of the scenery. Changes include a return to
architecture that has a cooperative, rather than
antagonisic, relationship with the street. By
returning to a zoning code that favors pedestrians
over automobiles, stores will be allowed to front
the street, instead of being hidden behind parking
lots. Wider sidewalks allow businesses to spread
beyond their front doors. Also included in this
view is a streetcar. Tulsa once had a thriving
streetcar system and, without cars, would need
alternative transportation. Imagine shopping on Present day Cherry Street
Cherry Street and then dining on Brookside later
that evening without ever getting behind the
wheel of a car, or looking for a parking spot.
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Envisioning a Car Free Tulsa
Pearl District

Just as the Riverside car-free node acts as an extension of the Downtown car-free node, from downtown
we plan to extend the car-free node to the east along the historic eastward development pattern into the
Pearl District. The Pearl District is generally centered at the intersection of Peoria Ave. and 6th Street
South. Its defining features include Centennial Park, the urban infill Village at Central Park
condominium development, and an older early-20th Century commercial strip along 6th Street between
Peoria and Utica Avenues. The District would be contained between I-244 on the north, 11th St. S.
(Historic Route 66) on the south, the IDL on the west, and Utica Ave. on the east. The District contains
the same rail line which connects Downtown to Broken Arrow, and may be suitable for a future lightrail transit stop.
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Pearl District - Sixth & Peoria

The Pearl District has experienced a breath of
new life after decades of decline and urban decay.
The Centennial Park, formerly Central Park, was
redeveloped along with a new Central Center
multipurpose facility, and the New Urbanismstyle Village at Central Park condominium
development, along with divers other public and
private investments, have signaled the next big
district for new urban redevelopment. While
some existing buildings may be salvaged, illconceived and rundown buildings and vacant
lots would be redeveloped with mid-rise mixeduse buildings. A streetcar line would be
reintroduced along 6th Street, along the same line
Present day Sixth & Peoria
it used to take early in the early to mid - 20th
Century.
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Envisioning a Car Free Tulsa
Riverside Drive

As we envision it, the Riverside Car-Free Node is characterized by the Riverview neighborhood, and
extends from the Arkansas River east to the old railroad tracks, from the south loop of the InnerDispersal Loop south to 21st St. S. It is located immediately south of the proposed Downtown CarFree Node. Automobile traffic could continue to use the highways and 21st Street bridge to traverse
around the car-free node.
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Riverside Drive
Envisioning a Car Free Tulsa
Pearl District

Within the Riverside Car-Free Node, we
envision Riverside Drive as a reclaimed urban
linear park – an expansion of the River Parks
trail and park system. Because Riverside Drive
is the most westerly street on the east side of
the Arkansas River, and as a redundant grid
street network exists to the east of it, it is a prime
candidate for entire removal.
This
photomontage shows mid-level mixed use
buildings fronting on this expanded linear park,
with transit access provided on the streets to
the east of the buildings.

Present day Riverside Drive at Denver Avenue
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Envisioning a Car Free Tulsa
Transfer Station

This project also proposes a Transfer Station Car-Free Node at the approximate mid-way point between
a future Downtown light-rail station and a Broken Arrow station. This location is based also on the
proposal to redevelop the large tracts currently containing warehouses and manufacturing facilities
for a mixed-use village. The Transfer Station Car-Free Node would be bounded by the south lines of
I-44 and the Broken Arrow Expressway, 41st Street South, Sheridan Road., and Memorial Drive.
Automobile traffic would continue to use the existing highways and arterial streets bounding the
node.
45

Transfer Station
Envisioning a Car Free Tulsa
Pearl District

The Transfer Station car-free node is
currently developed with warehouse and
industrial buildings. Most of the uses
currently depend on automobile traffic, while
some take advantage of the railroad for
heavier freight. In the car-free environment,
the large industrial parcels would be
redeveloped into an urban transit-oriented
development (TOD) village. High-intensity
retail and commercial would be centered
around the station, with mid-rise residential
surrounding, forming a tight knit urban
fabric. We would utilize the railroad for lightrail transit and construct a light-rail station
on a large brownfield parcel which was Present day 41st & Memorial
formerly the site of Kaiser Aluminum .
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Creating a Car-Free Tulsa
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Policies &
Strategy

Density
Perhaps the most important component of any attempt to reduce dependancy on the private automobile
involves increasing density – including both commercial and residential areas. A truly sustainable
urban development pattern with high enough densities not only is free of the need for the automobile,
but discourages the use of the car.
Throughout the course of this study it has been determined that there is no part of Tulsa which is
currently dense enough to be entirely car-free. Car-free nodes would have to be of such a size as to be
viable, self-sufficient, and self-sustaining. In other words, there must be enough population within
the district to create enough demand to sustain commercial retail and services, which can no longer
rely on a broader market area which would be accessed via an automobile.
The next logical conclusion is, if there are currently no sufficiently dense areas, what areas are good
candidates for becoming dense enough through infill and redevelopment? The car-free nodes should
start with a high density that forms a ‘nucleus,’ and be surrounded by areas that have vacant or
underdeveloped areas, and therefore are available for infill development and redevelopment.
Visualizing Density.
The following maps and photographs are intended to illustrate densities found in Tulsa. The map
“Population Densities in Tulsa” graphically depicts five (5) levels of densities citywide, and indicates
one (1) representative aerial photograph for each level. In general, the closer to the downtown core,
the higher the residential densities found, with the inverse relationship found as one looks towards the
peripheries of the City Limits. Areas along the Arkansas River and parts of East Tulsa also have
relatively higher densities. The map includes residential densities measured in both Dwelling Units
per Acre and People per Square Mile.
To determine dwelling units per square mile equivalents using people per square mile data, we used
the Census Bureau’s average household size in Tulsa for the year 2000 (2.31 people per household). 1
square mile equals 640 acres. The formula is as follows:
X (people per square mile) / 640 = people per acre / 2.31 = dwelling units per acre.
Unfortunately, this does not reflect vacant/unoccupied dwelling units. Most multifamily buildings
and a certain, quantifiable percentage of detached dwellings will be vacant at any one time. It is,
however, a relatively good proxy and further refinement can be achieved as needed, given vacancy
rates for certain neighborhoods and multifamily developments.
The pages following the map are photographs of various residential densities of residential
neighborhoods, which each are accompanied by an aerial photograph of the same neighborhood.
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Density

The above map shows population densities in Tulsa and representative photos of each level of density.
Most of Tulsa can be classified as low density, and thus not suited for mass transit, other than semiregular bus service. In order to effectively implement a car-free strategy, population densities must be
increased area-wide.
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Density
Downtown Flats
11th & Denver
37 Dwelling Units/Acre

Loft Apartments
Quincy Avenue (Cherry Street)
20 Dwelling Units/Acre
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Density
Loft Apartments
15th Street and Carson Avenue
15 Dwelling Units/Acre

Townhomes
Brookside
10 Dwelling Units/Acre
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Density
Apartments
21st Street and Peoria Avenue
10 Dwelling Units/Acre

Single Family Houses
15th Street and Trenton Avenue
5 Dwelling Units/Acre
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Density
Single Family House
38th Street and Delaware Avenue
1 Dwelling Unit/Acre

Parking Lot
71st Street and Memorial Avenue
0 Dwelling Units/Acre
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In-Fill Prospects
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In-Fill Prospects
Vacant Parcels Map
This map was created by identifying classes of properties, and specific parcels in other classes, identified
by the Tulsa County Assessor in the latest available parcel data. For example, here is one class of
property which is composed of surface parking lots, and a class of otherwise residential parcels which
are vacant. In some cases, classes of parcels were based on entirely different criteria, like properties
owned by car sales companies, and certain parcels in that class were vacant and are represented here.
Newer parcel data now includes a “Vacant” category, which will make identifying vacant parcels
much easier, and hopefully more accurate.
This map underscores the current dilemma: The trend is to continue to develop large, vacant and
agricultural tracts on the edges of the city where development is easy. Infill parcels are quite small in
proportion and development is difficult due to the need to assemble property from multiple ownerships.
This map does reflect that there are sizeable pockets of vacant and underutilized properties in downtown
and to the north and east of the urban core.

Redevelopment Prospects:
Map 1 identifies single family residential properties with relatively low values as a factor of the size of
the house, and Map 2 identifies single family residential properties with relatively low values as a
factor of the lot area.
These maps are intended to identify areas which are ripe for redevelopment at higher densities. They
required identifying all single-family residential parcels in Tulsa, and creating a thematic map based
on the Tulsa County Assessor’s land value, land area, and house size data.
To see how this strategy is already being implemented, consider the area north of Cherry Street (15th
St. between Peoria and Utica Avenues) and south of the Broken Arrow Expressway. Several parcels
have low values in relation to house sizes as compared to the surrounding neighborhoods to the
southwest, south, and southeast. This area has seen “nearly 100” new loft apartment units in the past
few years, using the formula of tearing down relatively low-value houses and replacing them with
attached, multistory apartment buildings. Although their mostly modern styles tend to clash in terms
of architectural style with the remaining stately, historic homes, the trend does operate to make Tulsa
that much more dense and urban.
To help illustrate the difference between the two maps, see the Blair Mansion and estate at 2800 S.
Boston Ave., which is somewhat of an anomaly due to its 33-acre parcel size (it was a former working
farm).
It is in the highest value category in Map 1 when the valuation data is normalized with house size, but
it is in the lowest category in Map 2 when the data is normalized with land area.
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In-Fill Prospects
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In-Fill Prospects
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Car Free - A Phased Approach
Making the transition from an automobile
oriented city to a car free area can best be
accomplished incrementally. Both incentives and
restrictions play an important role in preparing
the public and the interested parties for such a
transition. The following measures can be
implemented citywide, as a way of reducing the
overall use of private vehicles beyond the
confines of any particular car free zone.

o Employ traffic calming measures and reduce
speed limits for motorized vehicles
o Improve public transport, pedestrian, and bicycle
infrastructure
o Enact parking restrictions including parking fees
o Incentivize the use of public transportation

Once the city as a whole becomes accustomed
to restrictions on the use of motorized vehicles,
the transition to specific car free zones can be
accomplished. One method that would facilitate
this transition involves gradually eliminating the
use of certain vehicles in the car free zone.
Vehicles use could eventually be eliminated by
banning the use of the following modes of
transportation in the order outlined below:
o Private cars of non-residents
o Private cars of residents
o Most trucks by encouraging the use of access
ways or alleys for freight deliveries (where
available).
o All vehicles with the exception of emergency
services local delivery vehicles
o Buses (once a passenger rail system is
operational)
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Complete Streets

Taking an incremental approach, the streets in Tulsa outside of Car-Free Nodes should be transitioned
and retrofitted to become “Complete Streets.” Certain streets would need to go on a “Road Diet,” and
adequate accommodations for pedestrians and transit users must be incorporated, along with other
traffic-calming measures as necessary for appropriate street design within the land use context.
Elements of Complete Streets Policies
Complete streets are designed and operated to enable safe access for all users. Pedestrians, bicyclists,
motorists and transit riders of all ages and abilities must be able to safely move along and across a
complete street. Creating complete streets means changing the policies and practices of transportation
agencies.
A complete streets policy ensures that the entire right of way is routinely designed and operated to
enable safe access for all users. Transportation agencies must ensure that all road projects result in a
complete street appropriate to local context and needs.
A good complete streets policy:
Includes a vision for how and why the community
wants to complete its streets.
Specifies that ‘all users’ includes pedestrians,
bicyclists, and public transportation passengers
of all ages and abilities, as well as trucks, buses,
and automobiles.
Encourages street connectivity and aims to create
a comprehensive, integrated, connected network
for all modes.
A complete street in 1908

Is adoptable by all agencies to cover all roads.
Applies to both new and retrofit projects,
including design, planning, maintenance, and
operations, for the entire right of way.
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Smart Development
Tulsa can begin reversing the trend that has led to
long commutes, high rates of gasoline consumption, and miles of infrastructure to maintain by
promoting and incentivizing mixed-use developments and infill and brownfield redevelopments.
These developments typically have smaller overall land areas, higher densities, and existing
infrastructure in place.
Addison a public/private partnershippublic/private
partnership between the developer, the landowner,
and the town of Addison. This community brought
higher density to one of the most sprawling metroplexes in the nation. “Addison Circle has a sense
of place and community rarely seen in typical new
developments.” (www.nctcog.org/trans/sustdev/
landuse/examples/addison.asp)
Higher density development does not mean Tulsans
have to sacrifice their favorite Big Box retailer or
their love for shopping venues for options with
limited stock selections. The names Tulsans have
come to know and love are developing stores
that are compatible with high Kohl’s, and Pottery
Barn all have stores with a more urban feel than a
typical big box protoype. “National stores are
now realizing the importance of place and have
discovered the main-street retail district where
as before their sights were set on large scale
shopping malls and strip centers.” (Suburban Nation pg 28) With the sense of place and community becoming more important and the cost
of land and extending utilities increasing, developers have begun to realize that main-streets
and urban centers may be worth their while. “When
well designed and well managed,…mixed-use
main-street retail is more profitable to own
than the strip center or the shopping mall.”
(Suburban Nation pg 28)
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Conclusions
The case for a car-free Tulsa
Changes like the one proposed in this study do not happen overnight. Entrenched attitudes, and the
policies and development patterns they produced, did not occur in one or even ten years, and they will
not go away with good intentions and a handful of zoning changes. Like any other societal change,
minds must be changed before policies can be implemented that produce the intended results. By providing
examples of what a car free Tulsa might look like, we hope that we have taken the first step along this
path. We are offering a vision that offers an alternative to the automobile dominated landscape that rolled
across the U.S. in the 20th Century. Ours is only one possibility. To get a glimpse of another scenario, one
need only look out the window and image more of the same: More cars, more traffic, more roads, and
less connected communities.
Government policy, which for the better part of the last 100 years has preferred automobile dependence,
must also change: Housing bills which have historically encouraged the development of single-family
detached dwellings, Transportation Bills devoting the vast majority of public tax dollars to building,
repairing, and maintaining highways and underfunding public and other forms of transportation, and
subsidies and government bailouts for oil and automobile industries. All of these things must
fundamentally change to see real progress in terms of automobile independence.
At the time we write this, Chrysler has entered into bankruptcy protection, and speculation continues as
to how long General Motors can maintain solvency, even with billions of dollars of direct federal aid, as
it continues to sustain billions of dollars in quarterly losses due to declining sales. Toyota, now the
world’s largest automobile manufacturer, has announced its first annual net loss since 1950.
A barrel of crude oil achieved its highest price peak of $147.27 on July 11, 2008, and, in the midst of the
Fall 2008 financial crises, tumbled to a low of $33.87 on December 21, 2008 (http://newsvote.bbc.co.uk/
2/hi/business/7501939.stm). The prices have been increasing in the months since, and is currently trending
towards $60.00 per barrel.
Tulsa area gasoline prices during the Summer of 2008 exceeded $4.00 per gallon, but fell to as low as
$1.37 in early 2009. Currently, prices have exceeded $2.00 again in Tulsa, tracking with the fluctuations
in the price of oil.
From the preceding facts and information, it is evident that our current low-density, sprawling development
patterns are unsustainable and compromise our future prospects for national economic growth and
prosperity. We must dramatically change our built environment and transportation systems to create
sustainable, ecologically and fiscally responsible communities.
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Conclusions
The case for a car-free Tulsa
We conclude that the only comprehensive, entirely effective solution is to increase densities. When the
built environment is sufficiently dense, automobiles are not only no longer required for mobility but
their use becomes inconvenient. Public transportation, including light rail, streetcars, Bus Rapid Transit,
and bicycles and walking and become viable options. The built environment becomes more sustainable,
as infrastructure is much more efficient to built and maintain when its use is maximized by higher
densities. Further, walking and bicycling have huge health benefits for those engaging in those modes of
transportation.
As a strategy to achieve this goal, we recommend focusing on infill development (and redevelopment, as
the case may be), and have generated some new tools which can be used to identify and prioritize
redevelopment and infill development areas. To this end, we have created a citywide Vacant, Agricultural,
and Underutlized Properties map, and two (2) maps identifying those single-family residential properties
with the lowest values, (1) relative to house size and (2) relative to property size.
The reasoning for the vacant, agricultural, and underutilized classes of properties should be obvious:
these properties are the easiest to develop, as they do not involve building demolition or the displacement
of existing occupancies.
The single-family residential class of property was used as is that it is typically the most prevalent land
use, most regular in terms of property sizes and existing infrastructure settings, and the least expensive
to acquire for redevelopment purposes.
One thing has become clear through the course of this project: without exception, all of us have experienced
a fundamental attitudinal shift in the way we look at our current land use and transportation systems.
Gaining facts and perspective caused us to focus on the unintended negative consequences of an
overwhelmingly automobile-dependent society has caused us to consider what we can do in our own
personal lives, and as advocates for progressive change in our professional lives, to make Tulsa, as well
as the world, more car-free.
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