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Chapter 3

Mobility
A City’s transportation system has a strong influence on
the quality of life and economic development potential of a
community. When residents cannot move with relative ease
throughout their community, this leads to frustration and
detracts from local quality of life. Likewise, retaining and attracting new businesses requires having adequate roadway,
rail, air, and other facilities to move people and goods to and
from the area in an efficient manner. A well balanced and
comprehensive transportation system should offer a choice
of modes and be appropriately designed for safety and visual appeal. Indeed, as many jurisdictions across the country are now starting to realize and understand, a poorly designed and visually unappealing transportation system can
significantly detract from the City’s overall quality of life.
Since Cuero is a growing, free standing community, travelling by car has been, and will continue to be, a predominant
form of mobility. However, a transportation system solely
based on the automobile can and will lead to a decreased
quality of life, particularly as truck and other associated
traffic continue to increase as a result of the growth in the
Eagle Ford Shale Play. With continued growth, high costs of
developing infrastructure, escalating fuel costs, and impacts
to air quality and the environment, planning for all future
travel needs in the City will involve looking at transportation as an interconnected system of roadways, paths, trails,
and sidewalks, with multiple options for getting around, including by walking and bike.
This integrated and connected system will help keep traffic flowing and help to alleviate congestion on roadways.
Options should apply not only in terms of offering different modes of transportation, but also in offering multiple

travel routes and choices on the roadway system. Providing
such options and enhancing mobility will also require promotion of development patterns that encourage alternative
land uses and shorter trips (i.e., mixed use developments
and compatible commercial uses within close proximity to
neighborhoods). The transportation system has a strong influence on the type and quality of growth and should, therefore, be closely coordinated with the community’s overall
land use goals and policies.
This chapter provides a 20-year (and beyond) policy framework for the future development of Cuero’s multimodal
transportation network, addressing:
 Thoroughfare development. Preservation of rightsof-way both within the City and the extraterritorial jurisdiction (ETJ) and development of “complete streets”
meaning suitability for all modes of transportation.
 Traffic management. In order to provide for an efficient
movement of vehicles, the traffic carrying capacities of
area roadways must be preserved. This relates to the use
of land adjacent to the City’s corridors, as well as their
means of access. It also relates to the design of roadways.
 Pedestrian mobility. There must be an increased
emphasis on pedestrian improvements to safeguard the
community’s small-town feel and quality of life. This
includes sidewalks along area roadways, safe and accessible crossings, and provisions for on-street bike lanes
and off-street trails and pathways.
 Corridor appearance. The community’s corridors offer
an opportunity to establish a positive first impression
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of Cuero. The design and appearance of the roadway, as
well as the properties that abut it, are of essential importance to enhance community aesthetics and contribute
to a quality visual environment.
 Airport closure or relocation. Determining the necessary steps and appropriate course of action to either
relocate the airport to another area within the City or
ETJ, or closing the airport entirely.
This chapter is coordinated with each of the other elements
of this plan. For instance, the transportation system has a
strong influence on the pattern and timing of development
and, thus, warrants coordination with the land use and
growth policies. In turn, the future land use plan and policies outlined in Chapter 2, Land Use and Character, help
determine the necessary infrastructure to meet the future
mobility needs. The transportation system is vital to the
movement of goods, thereby having direct influence on the
community’s economic development. Businesses seeking to
locate or expand are interested in the access to and within
the community and, in the case of a major industry, proximity to the regional and statewide roadway system. Transportation arteries provide opportunities for linear connections via sidewalks and trails, which complement the parks
and recreation system. The location, design, and capacity of
roadways also determine the type and character of development. Currently, Cuero is at a crossroads – one where new
growth pressures can and will significantly alter the City’s
small-town character. Proactive policies and actions made
today will help determine whether the City’s character and
quality of life improves over time, or worsens.

Focus Areas and Strategic
Actions
Throughout the planning process, a number of issues and
concerns were expressed relating to the transportation system in Cuero, including poor street conditions, corridor appearance and safety, and pedestrian safety. A rising concern
over recent increases in traffic was frequently discussed as
one of the greatest issues. This is to be expected, as many
of the roadways in Cuero have seen double digit growth in
the number of vehicles per day in a span of less than one
year.1 But concerns went beyond increases in traffic. Other
concerns stemmed from the fact that much of the existing
transportation network has been inadequately funded and
maintained for many years; this deferred maintenance is
now requiring the City to significantly increase the amount
of tax dollars spent on bringing the overall system up to an
equivalent, acceptable standard. These discussions formed
the basis of the following focus areas, along with analysis
of existing conditions, review of current development regulations, and local planning practices. Following the identi1
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fication of the focus area is a series of strategies and their
rationales, along with advisable implementation measures.


Focus Area 3.1 – Developing an interconnected, safe,
and efficient thoroughfare network;



Focus Area 3.2 – Improving alternate forms of people
mobility;



Focus Area 3.3 – Improving the quality and appearance of street corridors; and



Focus Area 3.4 – Determining the future of the Cuero
Municipal Airport.

Focus Area 3.1 – Developing an interconnected, safe, and efficient thoroughfare network
Being a freestanding community, Cuero is comprised of
both local streets, which provide access throughout the City,
and regional thoroughfares (e.g., state and county roadways) that provide access throughout the extraterritorial
jurisdiction (ETJ) and greater region. Both are necessary to
create an efficient transportation street system.

Regional Transportation Network
Cuero is connected to the greater region via U.S. Highway
183 (which provides connection to Austin), U.S. Highway
87 (which provides connection to San Antonio), State Highway 72, and several Farm to Market Roads: FM 236, FM
766, and FM 1447.
Due to the recent growth stemming from the Eagle Ford
Shale Play, many of these roads have seen significant increases in the number of vehicles per day. As displayed in
Table 3.1, Change in Traffic Counts, 2010-2012 and the
inset map, traffic in and around Cuero has increased by almost 100 percent in less than two years.2 During the same
time period and displayed in Table 3.2, City of Cuero Vehicle Accident Statistics, 2010-2011, there has been a 40
percent corresponding increase in vehicular accidents.3 It
is understandable why traffic concerns were one of most
talked about issues during the public participation process.
To improve the safety of some of these corridors, the Texas
Department of Transportation (TxDOT) has been reconsidering their four-year plan and undertaking a series of
improvements. Some of the improvements recently undertaken include installing a traffic light at the intersection of
U.S. Highway 87 and State Highway 72 (Heaton Street) and
left hand turn lanes on Esplanade Street at Reuss Boulevard.
2
3

District Traffic Maps 2010 through 2012, Texas Department of
Transportation.
Texas Motor Vehicle Crash Statistics, Crash and Injuries Cities
and Towns, City of Cuero, 2010 and 2011, Texas Department of
Transportation.

Table 3.1, Change in Traffic Counts, 2010 - 2012
Segment

2010 Vehicle
Counts

2011 / 2012
Vehicle Counts

Percent Increase

800
10,400

1,300
16,500

63
59

12,900

30,000

133

Farm to Market 1447, one-half mile east of the City limits

Esplanade Street, south of railroad tracks
Broadway Street, west of Gonzalez Road
Farm to Market 766, south of prison*
Esplanade Street, south of Lakeside Drive*
U.S. Highway 87, west of Taylor Road*

970

2,600

168

6,600

14,100

114

7,500

11,875

58

3

* Located within the City’s ETJ, but now shown on map.
Source: TxDOT District Traffic Maps

Table 3.2, City of Cuero Vehicle Accident Statistics, 2010 - 2011
Fatal
Crashes

Fatalities

2010
2011

0

0

Serious
Injury
Crashes
9

11

Other
Injury
Crashes
14

0

0

% Increase

0

0

13

17

44

55

Serious
Injuries

17

NonInjury
Crashes
63

21

33

86

2

122

50

94

37

100

40

Other
Injuries

Unknown
Severity
Crashes
1

Total
Crashes
87

Source: TxDOT District Traffic Maps

In addition, they have planned and funded the widening of
U.S. 183 north of Cuero to the point it crosses the railroad
tracks, replacement of a bridge on Old Gonzalez Road and
County Road 124 (Ed Blackwell Road), and the installation
of pedestrian heads and American with Disabilities Act
(ADA) compliant ramps at the existing traffic lights on Esplanade Street.4
However, TxDOT is not the only entity working to address
traffic issues. The state-established Eagle Ford Task Force
has also been discussing rising concerns over increased
vehicular traffic, particularly heavy truck traffic. Generally,
there is agreement that the truck traffic associated with oil
and natural gas production is leading to the deterioration
of roads in the region. One of the potential solutions being
offered to mitigate some of these increases in truck traffic
is to complete the several billion dollars worth of pipeline
projects currently under development in the region. According to industry experts, “[t]he construction of a 20inch crude oil line running 50 miles through a county can
take the place of 1,250 tank truck trips per day.”5 One of
these pipeline projects, a 61-mile extension of an existing
pipeline, was scheduled to be completed in June 2012 and
will transport liquids from DeWitt County and other nearby counties to the Houston Ship Channel.6 At the City level,
4
5

6

Interview with the Texas Department of Transportation, Yoakum
District Office.
Gonzales Cannon News Services (2011, October 17). Eagle Ford
Task Force lists advisements on policies for truck traffic, pipelines.
The Gonzales Cannon. Retrieved from http://www.gonzalescannon.com.
Rea, Glenn (2012, March 20). Construction of KMCC pipeline
spans across seven-county region. The Cuero Record. Retrieved
from http://www.cuerorecord.com.

the Cuero Police Department is doing its best to maintain a
safe road system, as it issued 37 percent more traffic violations in 2011 over the same time period in 2010.7

Local Transportation Network
The City is also comprised of local streets which move
residents through the community from their homes to employment and shopping centers, schools, and places of leisure. As development and redevelopment continues in and
around the City, ensuring through-movement along the
arterial street system, adequate connectivity, and ample options for travel on the roadway network will be important
for enhancing local mobility.
Since there has been limited new development for several
decades, the City’s primary transportation focus has been
on maintenance and repair of the existing system. Back in
1991, the City completed a Planning and Capacity Building
Study prepared by the Golden Crescent Regional Planning
Commission. One of the recommendations to come out of
that study was the implementation of a seal coat program.8
In 2001, the City completed another study of the street system and identified a list of ranking problems that needed
attention:
1)

Shoulders breaking down (caused by larger, heavier
trash trucks);

7

Slavik, Coy. (2011, November 19). Officials meet to discuss
traffic problems. The Cuero Record. Quote from Cuero Police
Department Lieutenant Stephen Ellis. Retrieved from http://www.
cuerorecord.com.
City of Cuero, Texas. 2001-2020 Planning/Capacity/Building Project for the City of Cuero Texas. Prepared by Public Management,
Inc. 2001.
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2)

Poor riding surfaces and some street base failures on
several other streets;

3)

Pot holes due to age;

4)

Premature breakdown of residential streets (attributed
to changing traffic patterns due to the 1998 flood);
and

5)

Utility cuts (where many homes were replaced as a
result of the flood).

Some of the recommendations to come out of the 2001
study were to continue the focus on repair and maintenance
and to give consideration to constructing more sidewalks
and bike paths as a way to improve traffic circulation in the
City (see also Focus Area 3.2). To facilitate implementation,
the study included a specific list of streets to be repaired for
the following five years and recommended a list of streets
that could be substituted or prioritized for an additional
five years. Since that time, the City has relied on three types
of programs for fixing streets: seal coating, crack sealing,
and replacement. Unfortunately, the programs were underfunded (i.e., budgeting approximately $100,000 per year as
recent at 2009) and the overall condition of the streets in the
City further deteriorated.
Today, the City is benefitting from an influx of sales tax
dollars stemming from the growth in the Eagle Ford Shale
Play.9 Fortunately, the City is being proactive in spending
a portion of these additional sales tax dollars to bring the
entire local street system up to an acceptable level. By 2011,
the City expanded the repair and replacement program
and is now budgeting $500,000 to $750,000 to improve the
condition of all streets in the City. At this budget level, it is
projected that all streets will be brought up to an acceptable level within four and half years. Curbs are only being
repaired or replaced if they are in poor condition or holding water. In addition, the City has implemented a program
where they are replacing all street signs which will increase
the size from four inches to six inches and will add block
numbers. Replacement signs were first installed on Broadway and Esplanade Streets and the entire City will receive
new street signs within four years.
Strategy 3.1.1: Continue to utilize increased revenues
stemming from the Eagle Ford Shale Play and other resources to improve the efficiency, maintenance, and safety of the existing transportation network.
A well-managed and maintained transportation system is
important in ensuring a safe system that is enjoyable by all
users. While building new roadways or widening existing
ones is often important in addressing existing and future
traffic needs, maintenance of what is already there is equally
important and should require the continued attention of
City government. With limited financial resources, roadway
and other transportation improvements should be carefully
balanced with basic maintenance of the existing systems of
travel.
9
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Changing Traffic Conditions in Cuero

In 2011, sales tax revenue increased 48.3 percent from the previous year.
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Since 2010, there has been a significant increase in traffic in Cuero,
which can primarily be attributed to the growth from the Eagle Ford
Shale Play. The data above shows an average 85 percent increase in
vehicles per day in less than a two year period. Just outside the City
limits (listed in the Table 3.1, Change in Traffic Counts, 2010-2012,
but not shown on map), TxDOT data shows an average 113 percent
increase. Overall, traffic on the City’s major thoroughfares has increased approximately 100 percent since 2010.
Source: TxDOT

Action Recommendations
1)

Actively participate in regional and statewide transportation planning activities to promote funding and
improvements that benefit Cuero. This should include
pursuit of funding for the conceptual design improvements to the 10 blocks of Esplanade Street as detailed
in the Downtown Cuero Plan and in Strategy 3.3.1, in
addition to other priority projects that could benefit
the City as identified in Map 3.1, Thoroughfare Plan.

2)

Periodically conduct signal warrant studies if area
travel volumes continue to increase with new development or as a result of continued growth of the Eagle
Ford Shale Play. In areas that are already managed by
traffic signals, signal timing should be periodically
reviewed.

3)

Continue to maintain and regularly update the street
surface maintenance program as a means for prioritizing and programming annual improvement projects.

4)

In addition to the street surface maintenance program, establish a priority listing of street drainage
improvement projects for those areas that encounter
excessive ponding or flooding onto private property.
As feasible and warranted, consider a program to

3
replace rural street sections (in appropriate locations)
with curb and gutter streets.
5)

6)

Coordinate with officials from the Union Pacific
Railroad to ensure safe conditions are maintained
or improved at street/railroad crossings. This could
include grade separate crossings, additional fourarm gates and signage, or, potentially, the use of LED
lighting embedded in the street. The City may also
consider the designation of “quiet zones” whereby
passing trains are prohibited from sounding their
horns in order to decrease the noise level for nearby
residential communities. The train horns can be
silenced only when other safety measures compensate
for the absence of the horns.
Consider as potential capital improvement projects
the extension of collector streets in areas of existing
development as identified on Map 3.1, Thoroughfare
Plan. These connections improve mobility choices in
existing neighborhoods and can be used in conjunction with other public sector revitalization efforts.
Projects of this nature, however, must be sensitive in
their design. They need to limit to the maximum practicable extent the impacts on immediately abutting
properties.

7)

Review Section §71.36, Truck Routes, of the Cuero
Code of Ordinances to determine if existing road
classifications should modified to exempt portions of
roadways through the City.

8)

Concurrent with new development in the ETJ, ensure
the design and construction of new major thoroughfares is capable of handling heavy truck traffic.

9)

Increase enforcement and penalties on truck operators who utilize local streets for through movement.

12) Continue the increased Cuero Police Department
presence on major thoroughfares and around school
zones as a deterrent to truck operators.
Strategy 3.1.2: Expand the transportation network concurrent with growth.
In order to maintain a high quality of life for residents
and remain competitive, local and regional transportation
improvements will be necessary. Transportation system
expansion is inherent to population growth. This growth,
however, does not need to come solely at the expense of the
City budget and loss of neighborhood character. Efforts can
be made to ensure that new roads are properly planned, designed, and constructed. Future linkages can largely fail or
succeed before the initial construction begins since so much
of the corridor potential is derived from long-term, rightof-way planning and acquisition. Therefore, thoroughfare
planning and future right-of-way protection is of the upmost importance to the City’s long-term future (see the City
of Cuero 2030 Thoroughfare Plan section of this chapter).
Action Recommendations
1)

Utilize the Thoroughfare Plan to address transportation improvement needs and to preserve future
rights-of-way needed to accommodate long-term
development of the major thoroughfare system. This
also includes, to the extent feasible, minimizing the
existence and new construction of dead-end streets
and cul-de-sacs.

2)

Adopt the functional classifications of arterial and
collector roadways as shown on the Thoroughfare
Plan map. The recommended street cross sections and
pavement widths that correspond with the functional
classifications are found at the end of this chapter and
should be adhered to in all new developments. In certain instances where there are unavoidable constraints
for complying with the City’s standards (that are
peculiar to the location and not brought about by the
subdivider through the subdivision layout or design),
the City may allow an exception as long as it is the
minimum variation needed to otherwise abide by the
City’s standards, which may require additional study
to verify.

3)

Explore the concept of incorporating performance
standards for local residential streets into the City’s
subdivision regulations. Under this approach, the type
of access, number of dwelling units served, and the
units’ average frontages determine the street rightof-way, pavement width, and other design requirements such as parking lanes, curb width, parkways,
and sidewalks (this would apply only to local streets
with no potential for future connection or extension).
Therefore, the required right-of-way and street design

10) Partner with the Eagle Ford Shale Task Force, Texas
Department of Public Safety, DeWitt County, and the
trucking companies to:
a)

Develop a program that would alert companies
when their drivers receive moving violations or
driver’s license suspensions;

b)

Create road use agreements or trucking plans
between operators and local authorities, including parameters such as operators avoiding peak
traffic hours, school bus hours, and community
events; establishing overnight quiet periods; and
ensuring adequate off-road parking and delivery
areas at all sites to avoid lane/road blockage.10

11) Continue the Cuero Police Department’s zero tolerance policy with regard to truck speeding, running
lights, and other traffic violations.
10

Gonzales Cannon News Services (2011, October 27). Eagle Ford
Task Force lists advisements on policies for truck traffic, pipelines.
The Gonzales Cannon. Retrieved from http://www.gonzalescannon.com.
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or off-street trails could be required as a tradeoff for
reduced pavement width.

COMPREHENSIVE PLAN

4)

5)

Implement context sensitive solutions when widening existing and constructing new roadways. When
constructing new roadways, consideration should be
given to enhancing and preserving the community’s
character through protection of environmental and
historic resources such as mature trees and one-of-akind structures. Roadways should be designed within
the “context” of the surrounding environment so they
can complement the area and not detract from its
character.
Extend collector roads to arterial roads to increase
connectivity within and between subdivisions.
This can be achieved by requiring, concurrent with
subdivision approval, continuous collector roadways
between all arterials, aligning with existing collector
roadway segments.

Future transportation system effectiveness necessitates continued commitment to requiring multiple routes of travel
to move traffic to and from destinations. Otherwise, traffic
congestion will increase and will increasingly push additional traffic through neighborhoods. Increased connectivity must be balanced with resource protection and neighborhood concerns. Protection of connectivity, combined with
context sensitive design and traffic calming measures are essential components of any effective transportation program.
Currently, the existing subdivision regulations cover the basics of the continuation and projection of existing streets,
provisions for marginal access and reverse frontage streets,
intersection angles and street jogs, and the right-of-way
widths for different street classifications. As a supplement
to these existing provisions, the following should be considered.
Action Recommendations
1)

Strategy 3.1.3: Maintain connectivity throughout the
City while protecting neighborhoods.
Poor transportation connectivity can degrade the overall
efficiency of the transportation network as the majority of
trips are funneled to a few corridors. Connectivity in Cuero is generally good as the City has been predominantly
developed using the traditional gridded street pattern. Further, the City has seen limited residential growth during the
preceding decades when much of the country was being
developed using a more contemporary pattern of street development – dead-end, cul-de-sac streets. Today, however,
demand for new residential development will most likely be
combined with proposals to develop more contemporary
patterns of street development, one which will decrease the
City’s connectivity, and over time make it more difficult to
travel in and around the Cuero (see inset).

2)

Modify the subdivision regulations to incorporate
the following provisions designed to preserve and
enhance Citywide connectivity:
a)

Require street continuity within and between
abutting developments;

b)

Establish provisions for private streets, including their standards of construction, cohesiveness
with the Citywide and area street network, required access easements, means of plat delineation, required maintenance by a property owners’
association, and location of gates.

Amend the subdivision regulations to require, prior
to filing a preliminary plat, submittal of a development plan for planned and phased development.
The development plan must show the overall street
layout and its connection to adjacent properties and
developments. The premise of this plan is to ensure
connectivity through continuous collector roadways.
In-lieu of a development plan, the subdivision regula-

Gridded vs. Cul-De-Sac Street Pattern
The photo on the left depicts
Cuero’s traditional gridded
street pattern which provide
high levels of connectivity
and alternate routes of travel
when traffic problems arise.
The photo on the right depicts
one of Cuero’s newest developments. In this example, the
streets are being developed
using more contemporary
(i.e., dead-end, cul-de-sac)
techniques.
Source: Kendig Keast Collaborative
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tions should be amended to include a provision for
preparation of a local circulation plan by the Planning
and Zoning Commission. The circulation plan would
identify the desired collectors or streets within a
superblock, areas for marginal access streets or reverse
frontage roads, and preferred intersection locations,
which must then be followed by proposed development. The circulation plan must be based upon the
policies of this plan and on the adopted Thoroughfare
Plan.
3)

Adopt a street connectivity index in the subdivision
regulations (which would also apply to the undeveloped areas within the ETJ) to ensure there are
adequate street connections in a neighborhood and to
improve directness of routes. The purpose of connectivity requirements would be to create multiple,
alternate routes for automobiles and create more route
options for people on foot and bicycles. The connectivity ratio would be identified in the subdivision
regulations and would be based on existing subdivisions in Cuero, but at a minimum should be one
connection per each 50 dwelling units. Features of the
ordinance should include:
a)

An appropriate connectivity index (e.g., street
links divided by street nodes).

b)

Requirements for connecting local and collector streets to adjacent developments to ensure a
minimum level of external connectivity.

c)

Requirements to establish pedestrian routes
between land uses. This is particularly important
where natural features or other constraints make
it impractical to connect streets.

d)

Provisions to discourage cut-through traffic and
speeding. (see inset)

4) Prepare and adopt a neighborhood traffic calming
manual. The manual should outline a series of traffic
calming improvement measures, along with warrant
criteria, design standards, and cost of installation (see
inset).

5) Periodically conduct travel speed studies to determine
appropriate speed restrictions in neighborhood pedestrian areas. Street pavement markings and signage
for all school safety zones should be improved and
regularly maintained. Raised crosswalks should be installed along all streets that front onto public facilities,
such as schools and parks.

6) Perform localized traffic calming studies where there
are observed unsafe conditions of cut-through and/
or high-speed traffic. Traffic calming is applicable
where there are continuous and relatively straight
streets (for a distance of 500 feet or more) carrying
higher volumes of traffic in excess of 100 vehicles per
hour during peak hours; when actual speeds exceed
the posted limit on a regular basis; when a local street
functions as a collector street; and/or when the street
is in close proximity to a school, park, or other location frequented by children. The study should identify
the recommended improvements based upon site
specific conditions.

Traffic Calming Measures

Street Connectivity Index

Numerous techniques are used to calm traffic including
changes in paving materials; chokers (which narrow the
road for a specified distance); elevated pedestrian crossings;
on-street parking; speed humps, bumps, or tables; marked
gateways; roundabouts; and street trees.
A connectivity index increases the number of street connections
in a neighborhood and improves directness of routes.
Source: Kendig Keast Collaborative

Source: Kendig Keast Collaborative
Photo Source: City of Kingsport, TN
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Strategy 3.1.4: Preserve traffic capacity by implementing
access management and other Transportation Systems
Management (TSM) provisions in the City and in the ETJ.

capacity. Additionally, the City could improve access management provisions for nonresidential development. This is
further illustrated in Strategy 3.3.1 and 3.3.2 of this Chapter.

Essential to managing traffic is preserving the capacities of
major thoroughfares and collector streets. The capacity and,
hence, the level of service is affected by the following:

Currently, the City does not have any regulations to manage the number, spacing, width, or locations of driveways
accessing state or City rights-of-way. Access management is
important to promote safety, improve mobility and access,
and to improve travel conditions by minimizing conflicts
between through vehicles and turning vehicles.

 Number of access points (streets and driveways);
 Impedance of traffic flow by vehicles entering and exiting properties;
 Number of intersections;
 Lane width;
 Synchronization of traffic control devices;
 Allowances for deceleration and/or acceleration at
ingress/egress points;
 The presences or void of a center turn lane or median.
Traditionally, a majority of the residential uses in the City
developed on gridded local streets. More recently, however,
residential uses are starting to deviate from this traditional
pattern of development, where consecutive, individual lots
are starting to be developed along roadways which are now,
or will be in the future, used as major thoroughfares or collectors (see inset). This could become more of an issue as
individual landowners in the ETJ attempt to capitalize on
the increased demand for workforce housing. While an
important need in the City, it is paramount that the City
respond to development pressures in a manner that ensures
long-term protection of Cuero’s (and the region’s) roadway

Access Management Issues

Action Recommendations

1) In conjunction with TxDOT, prepare an access man-

agement plan for Esplanade and Broadway Streets,
which identifies and evaluates appropriate TSM measures that would be suitable and feasible along these
corridors of concern (see inset).

2) Develop an access management program and guide-

lines that provide appropriate strategies and access design requirements based on the roadway’s functional
classification as identified on the Thoroughfare Plan.
These measures could include the addition of right or
left turns lanes at certain locations (with or without
planted center medians), consolidation of driveways,
and signal timing. There are a number of sources and
criteria that could be used in determining appropriate TSM measures in the community, including those
identified in TxDOT’s Access Management Manual
and the Transportation Research Board’s Access Management Manual.

Transportation System Management (TSM)
The Transportation Systems Management (TSM) approach
to congestion mitigation seeks to identify improvements to
enhance the capacity of existing systems through better management and operation of existing transportation facilities.
These strategies are low-cost but effective in nature, which
include, but are not limited to:
 Intersection and signal improvements;
 Thoroughfare bottleneck removal programs;
 Data collection to monitor system performance; and
 Special events management strategies.
Source: North Central Texas Council of Governments (NCTCOG)

While a majority of the City’s residential areas are developed on gridded local streets, newer residential uses are starting to develop on the
City’s fringe and in the extraterritorial jurisdiction (ETJ). As these new, relatively unregulated residential uses are developed over time (e.g.,
those marked in yellow on Dahlman Street, Stratton Road (FM 1447), and E. Bailey Street), the increased number of driveways and access
points will negatively reduce traffic capacity and through movement on what is being currently utilized as a major thoroughfare for truck
traffic and other vehicular movement.
Source: Kendig Keast Collaborative
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Benefits of Access Management

Pedestrians in Cuero

3

Research indicates that a well-designed and effectively administered access
management plan can result in the following tangible benefits:
 Accident and crash rates are reduced.
 Roadway capacity and the useful life of transportation facilities are
prolonged.
 Travel time and congestion are decreased.
 Better coordination between access and land use is accomplished.
 Economic activity is enhanced by a safe and efficient transportation
system.
 Urban design and transportation objectives are reconciled.
 The character and livability of the community is preserved through the
coordination of land use and transportation.
Source: Kendig Keast Collaborative

3) Modify the subdivision regulations to add access

management provisions within the City limits and in
the extraterritorial jurisdiction (ETJ). These provisions should be designed to:
a)

Restrict and/or guide the number, location, and
spacing of driveways; street intersections; medians and median openings; marginal access roads;
turn lanes; and acceleration/deceleration lanes at
major intersections. This is particularly important in preserving capacity along roadways that
are not currently lined with development.

b)

Require shared driveways and cross-access easements between adjacent and abutting properties
to eliminate the need to use the public street for
access between adjoining businesses.

Despite not being conducive for walking, there is still a segment of population in Cuero that choose alternative means
of getting around the City, including students travelling to
and from school (pictured above). According to estimates
from the Cuero Independent School District (CISD), about
80 to 100 students walk to the Intermediary and Jr. High
School campuses each day.

c)

Limit or prohibit residential driveways along
collector roadways to preserve the intended
function of theses roadways. Ideally, side lot lines
should face toward the collector street.

d)

Provide for the spacing between access points on
the same and opposite sides of the street and with
street intersections, as well as the clearance of
access points from street intersections;

e)

Preserve sight lines at driveway/street intersection or street/street intersection;

Focus Area 3.2 – Improving alternate
forms of people mobility

f)

Specify access dimensions for residential driveways and lane widths, throat lengths, and turning
radii for nonresidential points of ingress/egress;
and

g)

Require traffic impact analyses (TIA) if projected
traffic from a development exceeds a certain
established traffic generation threshold or specified development conditions (e.g., square feet of
nonresidential development, number of residential lots or units, etc.).

Many jurisdictions across the country are increasing their
focus on improving the quality of life for their current and
future residents and at the same time increasing the City’s
economic competitiveness. One of the ways this is being
accomplished is through improved pedestrian and trail
networks. Trails and bicycling are the second most popular activity in the United States11 and over 47 percent of
Americans say they want more facilities in their communi-

Source: Kendig Keast Collaborative and CISD

11

Outdoor Recreation Participation Report 2011. Outdoor Foundation, 2011.
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Benefits of Complete Streets
ty.12 Further, studies have shown that homes closer to bike
paths are more valuable13 and that more than 35 percent of
Americans have stated that availability of bikeways, walking
paths, and sidewalks was important to choosing a place to
live.14 Particularly important for Cuero, an improved nonvehicular, pedestrian mobility system (e.g., sidewalks, trails,
and on-demand transit) may be of the greatest help to those
individuals and families in Cuero who have low incomes or
are disadvantaged.15
Although the private automobile has been the primary form
of transportation for most individuals in Cuero, there is a
segment of the population, e.g., youth; students; elderly;
individuals who walk to work16, lack vehicles17, or have disabilities; and recreationists, that choose to move through the
City without the use of a vehicle (see inset previous page).

 Make economic sense;

Cuero is primarily developed in a compact form with a
gridded street pattern, which is typically conducive to being
highly walkable. Despite this, pedestrian or bicycle movement through the City is not that safe or easy, particularly
for those with disabilities. This is because implementation
of the sidewalk network was done in a piecemeal, lot-bylot manner during a time period where there was little
regulation requiring proper sidewalk design or placement,
and even less enforcement ensuring that it was actually installed. For those segments that were installed, they now
suffer from years of neglect and lack of maintenance.

 Improve access;

Today, with an aging population, a revitalizing Downtown,
escalating fuel costs, continuing environmental concerns,
increasing demand for quality recreational amenities and
greater walkability, and the high cost of planning and building new roadways, opportunities exist for providing and accommodating alternate means of travel in Cuero.

 Foster strong and livable communities.

One of the best ways to increase non-vehicular modes of
travel is to adopt and implement a Complete Streets policy
(see inset), which means that streets are designed for all
modes of transportation – walking, bicycling, transit, and
vehicular movement.18 Ideally, these “Complete Streets”
12
13
14
15

16

17
18
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Complete Streets:

National Survey of Bicyclist and Pedestrian Attitudes and Behavior, National Highway Traffic Safety Administration. Royal, D., and
D. Miller-Steigner, 2008.
"Walking the Walk: How walkability raises home values in U.S.
cities," CEOs for Cities.
Pedestrian Pathways, A Planning Guide for the Houston-Galveston Region. Houston-Galveston Area Council (H-GAC).
As indicated in Chapter 1, Plan Introduction and Future Needs,
Cuero has the highest number of households (of all the comparison cities) with annual incomes less than $10,000 (10%) and more
than one out of five families in Cuero receive food stamps (22%).
Over 70 people in Cuero commute to work by walking (22 persons) or by other means (50 persons) besides car or public transit.
U.S. Census Bureau, 2006-2010 American Community Survey
5-Year Estimates, Table DP03.
Approximately seven percent of the households in Cuero do not
have a vehicle. U.S. Census Bureau, 2006-2010 American Community Survey 5-Year Estimates, Table B08201.
Complete Streets are designed and operated to enable safe
access for all users. Complete Street policies direct transportation planners and designers to design consistently with all users
in mind. Elements of Complete Streets include: sidewalks/trails,
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 Improve safety;
 Promote active living and good health through encouraging
walking and bicycling;
 Can help ease transportation woes;
 Can lower transportation costs for families;
 Help keep kids safe;
 Improve mobility for people with disabilities and the elderly;
 Make fiscal sense; and

Photo and Text Source: National Complete Streets Coalition.

would be interconnected with a comprehensive network of
off-street trails which provide opportunities for commuting
and recreation in and around the City. Beyond improvements to the pedestrian sidewalk and trail network, increased attention will be needed to ensure on-demand transit opportunities are available to those who need it within
the City.
Strategy 3.2.1: Improve the sidewalk system in Cuero.
A transportation system is not complete unless it meets the
needs of all travelers. This is to say that “complete streets”
are designed equally for vehicles, bicyclists, and pedestrians. The ultimate goal should be accessibility, where residents have the ability to reach desired goods, services, and
activities safely. In Cuero, many of the older portions of the
City were developed with the intent of establishing a complete sidewalk system. This is evident through aerial images
and visual surveys. Unfortunately, the system was never adequately implemented.
bus pull-outs, bike lanes, raised crosswalks, wide shoulders,
audible pedestrian signals, sidewalk bulb-outs, refuge medians,
pedestrian amenities, special bus lanes, shade and shelter, and
trees and landscaping. National Complete Streets Coalition, www.
completestreets.org.

Examples of Sidewalks Needing
Improvement in Cuero

3

Today, changing conditions call for increased attention on the
City’s sidewalk system. Overall, the population is aging and
younger generations are getting behind the wheel later and
driving less.19 Traffic, particularly truck traffic, is increasing and
making the roads more dangerous. For these reasons, and more,
sidewalks were one of the topics frequently discussed during the
public participation process. Oftentimes, it was brought up in
the context that it was too dangerous for pedestrians because
the disjointed and poorly maintained system forced people to
move onto the streets (see inset). The question is how can the
pedestrian mobility system be made safer and improved?
This can be accomplished in several ways: the installation
of sidewalks where they do not currently exist and fixing the
sidewalks that are in disrepair. Installing new sidewalks will
require two implementation techniques. First, improvements
to the development regulations will be needed to ensure that
new development installs the sidewalks as development occurs.
This should include provisions for location, width, timing, connections, and compliance with the American with Disabilities
Act (ADA). Second, attention and resources will be needed to
complete the missing sections of sidewalks in areas of the City
that currently have the presence of a sidewalk system. These
‘improvement areas’ are depicted on Map 3.2, Pedestrian and
Bicyclist Improvement Opportunities. Based on aerial surveys
and field observation, these are areas within the City where
segments of sidewalk exist within City blocks. In addition to
completing missing segments, retrofitting of existing sidewalk
segments will be required to bring them up to ADA standards,
particularly with regard to curb ramps and crosswalks. Third,
new sidewalks should be contemplated in, and priority given
to, areas where there is anticipation of high pedestrian traffic to
access significant community resources such as schools, parks,
Downtown, as well as those areas connecting residential development and areas of employment and commercial services. To
help illustrate these areas, a one-quarter-mile buffer20 has been
delineated on Map 3.2, Pedestrian and Bicyclist Improvement
Opportunities. Finally, improved regulations and better enforcement is needed with regard to the maintenance and upkeep of
established sidewalk segments.
It is a known fact that the design of public streets and their amenities greatly influences the safety and enjoyment of pedestrians
and encourages people to choose alternative modes of transportation. Sidewalks with a minimum width of five feet should be
constructed on both sides of all new public streets, with wider
eight-foot sidewalks along designated arterial streets and within
commercial areas. Parkways, or separations between the street
and the sidewalk, should be required for all new streets. The
19

20

This is supported by recent findings of the U.S. Department of
Transportation and a new report from the U.S. Public Interest Research
Group Education Fund and the Frontier Group. Both sources indicate
that young people are “decreasing the amount they drive and increasing their use of transportation alternatives.”
A one-quarter-mile buffer was chosen because it is standard established for the maximum distance for pedestrian accessibility as defined
by the U.S. Department of Transportation, Federal Highway Administration.

Even though there is the presence of a sidewalk
system in some residential areas of Cuero, it is
oftentimes disjointed, poorly maintained, and
inaccessible.
Source: Kendig Keast Collaborative.
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combination of parkways and street trees help to slow traffic and separates pedestrians from the noise, exhaust, and
danger of adjacent automobile traffic.
Similar to street connectivity provisions, pedestrian connections also provide a great many benefits, including the
promotion of increased exercise and alternate forms of
transportation. Within subdivision reviews, likely current
and future pedestrian destinations (such as parks, schools,
Downtown, the City’s trail system, nearby shopping and
dining establishments, etc.) should be carefully examined
and pedestrian pathways should be required in mid-block
or cul-de-sac locations to provide more direct and efficient
pedestrian route opportunities.

5)

Consider narrowing the pavement width of collector
and residential streets and use the extra right-of-way
for sidewalks, trails, neighborhood scale street lighting, tree preservation, landscaping, and open space.
Current right-of-way requirements would accommodate such amenities.

6)

Add provisions to the subdivision regulations to
include the following:
a)

Increase the standard sidewalk width from four
and one half feet21 to a minimum of five feet on
local streets and collectors and seven feet major
thoroughfares (see roadway design standards in
the City of Cuero 2030 Thoroughfare Plan section
of this chapter).

b)

Require the installation of sidewalks on both
sides of public and private streets; in addition to
other areas as required; including parks, drainage
channels, public utility easements, and detention
ponds. Provisions should be added requiring
external connection points to the existing and/or
planned Citywide trail system (see Strategy 3.2.2).

c)

Require mid-block public access easements when
a block length exceeds 750 feet. Similarly, require
easements at the ends of cul-de-sacs to improve
connectivity. Easements should be a minimum
width of 10 feet, improved with a five-foot sidewalk or trail;

d)

Where warranted, proactively install medians in
the rights-of-way of existing arterial roadways,
particularly near public parks and buildings, for
use as a pedestrian refuge to shorten the unprotected distance across roadways.

e)

Require commercial development to provide
sidewalk connections from the front of the commercial establishment to the sidewalk located in
the public right-of-way. This is to ensure there is a
marked, safe connection from the street, through
the parking lot, and into the building (see inset).

Action Recommendations
1)

2)

3-12

cific amount to be budgeted annually for sidewalk/
crosswalk improvement and new construction either
as separate projects or in combination with other
planned street improvements.

Adopt a “Complete Streets” policy and commit to
designing and constructing “Complete Streets” in the
remaining areas of new development (and in any area
undergoing revitalization or redevelopment), which
will provide for the mobility and safety of all users
of the system, rather than just vehicular traffic. A
“Complete Streets” approach may be more difficult to
apply to already established thoroughfares, although it
should be able to be incorporated during road reconstruction and/or streetscape improvement projects.
On thoroughfares that are constrained by narrow
rights-of-way, only some “Complete Street” features,
such as wider sidewalks or streetscape enhancements,
may be feasible through a redesign and retrofitting
process.
Utilize increases in sales tax revenue to establish a
dedicated fund for sidewalk and crosswalk improvements and retrofits to bring the sidewalk system into
ADA compliance. While there are many priority improvements needed in Cuero, particularly with regard
to streets, the City does currently have an opportunity
to utilize existing and predicted increases in sales tax
revenue stemming from the Eagle Ford Shale Play
to dedicate a specific allocation of funding for these
quality of life improvements.

3)

Conduct a detailed inventory to map all existing
sidewalk segments in the City, particularly along the
local streets and within a one-quarter-mile radius of
all parks, schools, and public buildings as illustrated
in Map 3.2, Pedestrian and Bicyclist Improvement Opportunities. The inventory should include a condition
index which would facilitate the creation of a prioritized improvement program.

4)

Prepare a five-year capital improvement program
(CIP) to implement the projects identified in the
prioritized improvement program. Earmark a spe-
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6)

Coordinate with the Cuero Independent School
District to prepare a Safe Sidewalks Program to
identify those locations where unsafe conditions and/
or poorly maintained sidewalks exist particularly
around, adjacent to, and leading to/away from schools;
near and adjacent to public buildings and spaces; and
other areas prone to heavy utilization of the sidewalks.
In these priority areas, conduct regular inspections
of safety conditions to ensure the walking surface is

21

Cuero Code of Ordinances, Sec. §100.58, Specifications for
Materials and Equipment.

Commercial Connectivity

3
expressed need for trails to serve City residents. Previous
from this planning process, mention of a new park West of
Downtown with bike and walking trails was referenced in
the park and recreation plan adopted in 2011.23
To fulfill this need, the City should pursue the establishment of a Citywide trail system over time, which should be
designed as an interconnected system of paths, trails, bike
lanes, and routes that are multipurpose; accessible where
possible; convenient; and connect to residential neighborhoods (e.g., those out on the West End), parks, schools,
workplaces, shopping and major open spaces. The system
should be guided by the following goals:

Provisions should be added to provide a safe pedestrian connection between the public street and the building entrance and adjacent commercial
establishments. An example is denoted in yellow.
Source: Kendig Keast Collaborative

free from hazards and dangerous obstructions. Also,
organize a public education program to notify the
community of the Safe Sidewalks Program, the priority pedestrian areas, and the individual responsibilities
for care and maintenance. Due to the significant costs
of initial construction, maintenance of the existing
sidewalk system should be a priority and should be
adequately funded in the annual operating budget.
Additional grant funding should also be pursued from
such sources as federal, state, private entities.
7)

Identify intersections in the community that are heavily used by pedestrians and prioritize and implement
safety improvements at these intersections. Intersections should be prioritized based on use and pedestrian risk. Improvements could include walkovers; installing accessible ramps for persons with disabilities;
marked, signed, and/or signaled pedestrian crossings;
and pedestrian-actuated signal detectors. Examples of
intersections that are in need of pedestrian improvements include Esplanade Street and Broadway Street
(particularly as it relates to connectivity near Parks
Heights Drive).

Strategy 3.2.2: Establish a Citywide Trail system.
Currently, the only established trail in Cuero is a 0.85 mile
walking trail at Cuero Municipal Park,22 which in and of itself is not sufficient to meet the needs of the City. Consequently, trails were one of the topics that were frequently
discussed during the public participation efforts of this plan.
There were discussions about constructing a trail starting in
Downtown and running west along an old drainage ditch,
connecting Downtown with Cuero Municipal Park along
the railroad property, and future interest in making connections to the Guadalupe River. Indeed, there is definitely an
22

Ibid.



Enhance the quality of life for existing and future
Cuero citizens by providing the opportunity for nonmotorized travel from home to recreation, school,
shopping, work or visiting friends;



Create and preserve green belt linkages of parks, open
spaces , drainage ways, irrigation canals, bikeways,
paths, and natural areas throughout the City;



Use linear parks and greenbelts to create low maintenance additions to the park system; and



Coordinate with area partners like the Cuero Independent School District, DeWitt County Drainage
District, DeWitt County, Texas Parks and Wildlife Department, Golden Crescent Regional Planning Commission, U.S. Fish and Wildlife Service, U.S. Army
Corps of Engineers, and other federal, state, and local
governmental entities or private sector foundations
who have interest in efforts to preserve and enhance
the waterways, green spaces, and natural areas within
the Cuero’s City limits or extraterritorial jurisdiction
(ETJ).

One of the easiest and most cost efficient means of establishing the start of a trail network is to repurpose existing streets
which are wide enough to accommodate both vehicular and
non-vehicular (i.e., bicyclists) users. As detailed in Map 3.2,
Pedestrian and Bicyclist Improvement Opportunities, three
existing streets in Cuero (i.e., Morgan Avenue, Reuss Boulevard, and Hunt Street) could be repurposed to provide convenient cross-City access and connections to a greater Citywide off-street trail system. Illustrated in the inset (on next
page) is a visual example of what Reuss Boulevard could
look like after being repurposed for multiple user types. As
illustrated it has sufficient width to include two marked parallel parking lanes, two five-foot striped bicycle lanes, and
two lanes of traffic. Due to Reuss Boulevard’s existing pavement width, this configuration could even include a center
turning lane.
A greater Citywide off-street trail network would have to
be established over a longer timeframe, through capital im23

City of Cuero Local Park and Recreation Master Plan. Golden
Crescent Regional Planning Commission. October 31, 2011.
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representatives from DeWitt County Drainage District indicated they would be agreeable to preliminary discussions
about whether the drainageways are even feasible to crossutilize as multi-use trails (i.e., feasibility), other entities such
the managing entities over the railroad and North Cuero
Watershed Drainageway have not been approached However, there are successful joint partnership projects with these
types of entities all across the country. Any progress made
towards establishing a greater Citywide trail network outside of City-owned property, should be incorporated into
a larger trail master plan with a robust and inclusive public
participation process.
Action Recommendations

1) Retrofit (i.e., restripe) Morgan Avenue, Reuss Bou-

levard, and Hunt Street for on-street bike lanes, as
depicted on Map 3.2, Pedestrian and Bicyclist Improvement Opportunities, and illustrated in the inset
(on next page). These three segments would provide
safe bicycle connections to many parts of the interior
of the City and to a greater Citywide off-street trail
network.

2) Consider conducting a study to determine if addition-

Cross utilizing existing drainage ditches (top photo) as
community multipurpose trails can be a cost efficient way to
increase the quality of life for citizens with in the City. This
illustration shows a repurposed segment of the drainageway
starting at Nash Street (bottom photo), providing a convenient and safe multiuse trail connection from Downtown to
the residential areas further west.
Source: Kendig Keast Collaborative

provement programming, grant funding, or through partnership implementation projects. There are opportunities
for establishing communitywide trails along certain portions of the DeWitt County Drainageways, the North Cuero
Watershed Drainageway, the Union Pacific Railroad corridor, and in other areas within the City limits and ETJ as
new development occurs. These opportunities are depicted
on Map 3.2, Pedestrian and Bicycle Improvement Opportunities. Illustrated in the inset is visual example of what a crosspurposed drainageway/multiuse trail could look like on an
existing segment of the drainageway starting on Nash Street
and heading west into the residential areas.
It is important to note that these trail opportunities are
conceptual in nature. Implementation would require coordination and cooperation from separate entities and/or
landowners, and could require both fee simple purchase of
property or dedicated pedestrian access easements. While
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al bike lanes beyond Morgan Avenue, Hunt Street, and
Reuss Boulevard) are needed or warranted, as many
of the City’s existing streets are currently wide enough
to accommodate bike lanes without the need for additional right-of-way acquisition or street widening.
This can be a low cost way to improve bicycle mobility
and access throughout the City. Bike lanes should
be located along new collectors and minor arterials
where driveways and access points are limited.

3) To facilitate the increased availability of using a
bicycle as an alternate form of mobility over time,
amend the development regulations to add provisions
for requiring bicycle racks at office and retail establishments exceeding 15,000 square feet and businesses
employing more than 10 persons.

4) Prepare a Citywide Master Trails Plan by working
with interested stakeholders and affected governmental entities, e.g., DeWitt County Drainage District,
North Cuero Watershed District, Union Pacific Railroad, among others.

5) Add provisions to the subdivision regulations requiring or incentivizing new development to make
connections or to dedicate pedestrian easements to
any future alignments indicated in a Citywide Trails
Master Plan. Further, preliminary and final plats
should include designation of who is responsible for
all public or private trails.

3

On-Street Bike Lane Opportunities
Strategy 3.2.3: Support efforts to expand transit opportunities in and around Cuero.
Currently, there is little availability for transit in Cuero despite having segments of the population that could benefit
from its opportunity. Cuero, in and of itself, is not large
enough to support a fixed route system, but support of the
existing on-demand system operated by the Golden Crescent Regional Planning Commission (GCRPC) could provide added benefits to area residents. The GCRPC is a voluntary association of local governments and other agencies
which has been committed to providing transportation services since 1986. They are currently a provider of multiple
transportation services serving the general public, elderly,
and persons with disabilities.24

There are many benefits to incorporating on-street bike lanes into an overall
community mobility system. Some of these benefits include:
 Greater separation and protection from traffic for bikers;
 A buffer for parked cars and greater ease in exiting driveways for motorists;
 Lower installation and maintenance costs for municipalities (as compared
to off-street trail systems); and
 Improved traffic calming due to the narrowed travel lanes and a perceived
reduction in the “sea of asphalt” look which enhances community livability.
Several existing streets in Cuero are wide enough to accommodate on-street
bike lanes, e.g., Reuss Boulevard (70 feet of pavement width; top photo), Morgan Avenue (55 feet width), and Hunt Street (50 feet width). Each of these
could be easily (and for a low cost) repurposed to include two on-street bike
lanes, providing convenient cross-city access and connections to the greater
Citywide trail system.
Source: Kendig Keast Collaborative

Operating under contract with the Texas Department of
Transportation (TxDOT) and the Federal Transit Administration (FTA), GCPRC provides rural public transportation services called R-Transit (i.e., Rural Transit) to multiple
counties, including DeWitt County and its incorporated areas (e.g., Cuero). R-Transit is an on-demand, curb-to-curb
transit service offered Monday through Friday from 7:00
a.m. to 5:00 p.m. and requires 24-hour advance notice when
scheduling a ride. Based on a survey done by the GCRPC,
the R-Transit system was primarily used for medical services (38 percent) and shopping/running errands (34 percent) and that there was a great desire for expanded hours
of service. In addition, the survey identified that up to 18
percent of non-users were not even aware an on-demand
system was available. In 2011, residents in DeWitt County
and the City of Cuero (user data is not differentiated by
City/non-City users) utilized the R-Transit service for a total of 5,291 passenger trips (62,980 vehicle miles), including
2,408 trips for general purpose use, 2,803 trips for medical
transport, and 80 trips as part of the a program offered by
the Department of Aging and Disabilities. 25 During the first
five months of 2012, ridership increased 15.4 percent over
2011 numbers.
A majority of funding is provided by the TxDOT under
Section 5311 and Section 5310 Grant Programs. In addition, funding is provided by the Texas Department on Aging, Texas Department of Health, some cities and counties,
as well as from fare revenues. Some of the biggest challenges
that need to be solved include lack of operational funding,
service to work, weekend and evening service, and dissemination of information on how to access the system.26
Action Recommendations

1) Support the Golden Crescent Regional Planning

Commission (GCRPC) in offering safe, accessible, and

24
25
26

Golden Crescent Region Update Regionally Coordinated Transportation Plan. August 2011.
Ibid.
Ibid.
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R-Transit Services

R-Transit is an on-demand, curb-to-curb transit service
available to City and county residents.
Photo Source: Friends of Elder Citizens

affordable on-demand transit service to the residents
of Cuero who need these services.

2) Participate in targeted marketing, informational, or

educational campaigns to promote transit benefits to
specific audiences in Cuero. This could include posting information and links on the City’s website and
through other means like dissemination of brochures
at community events, etc.

Focus Area 3.3 – Improving the quality
and appearance of street corridors
The overall quality and appearance of the City’s street corridors can be a major asset or liability, one which improves
the overall quality of life and economic competitiveness of
the City, or one that detracts from it. In fact, streets were
once the center of public life for a city. Today, and since the
1950s, good street design, construction, and maintenance
have been undermined by the ever-growing demands of the
automobile. Planners, engineers, and the government sector
focused solely on creating an efficient and safer system of
moving the automobile through an area (i.e., creating wider
and faster streets and intersections, improving visibility by
removing trees and other vegetation, etc.). This was often
at the expense of all other considerations, including pedestrian safety, walkability, and overall quality of appearance
of the built and natural environment. Developers, builders,
and property owners followed suit, relocating to the edges
of town, creating bigger and more expansive parking lots,
and larger, more auto-oriented scaled signage, etc. Now, after a half century of implementation, many jurisdictions are
starting to realize that our street system is often degrading
the very destinations they were meant to connect. They are
starting to re-realize that the street system is an integral part
of overall community fabric and it needs the same attention
and consideration as developing other parts of community
life, like public safety. This new respect for viewing streets
as part of the overall community fabric, will, over time, play
a critical role in creating and maintaining a unique sense
of place, in addition to improving community identity, fos-
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Cuero is on the verge of unprecedented growth. As a testament to
this, the July 17, 2012 Planning and Zoning Commission Meeting will be hearing zoning requests for two additional hotels in
Cuero, among other cases. If done well, this new growth can
contribute to an improved street appearance and increased quality of life for Cuero residents for decades to come. Conversely,
if done poorly, it can result in a short-term economic boost that
will eventually contribute to deteriorating livability over time.
Source: Kendig Keast Collaborative

tering a healthy business environment, and creating public
spaces for citizens to use and enjoy.
As a result of the Eagle Ford Shale Play, unprecedented
growth is occurring in Cuero. Consequently, the rate of
change in the built environment is also starting to increase
(see inset). How the City handles this growth will have lasting affects well beyond the expected duration of the Eagle
Ford Shale Play. Indeed, decisions made today regarding
streets and the built environment will last for 50 years and
beyond. That is why the City needs to give more focused attention and resources to improving the overall quality and
appearance of the City’s street corridors. This can be accomplished through a combination of public sector investment
and private-sector regulation.
Strategy 3.3.1: Utilize public sector investment to improve the quality and appearance of corridors.
One of the ways the City can improve the appearance of
street corridors is through public investment. It is obviously easier to design and construct these street enhancements when the street is first built, however due to overall
transportation philosophy over the past 50 years this has
not been the case. Rather, many jurisdictions are faced with
designing and financing these streetscape enhancements after much the corridor is already built. While this results in
increased complexity (and oftentimes more money), many
jurisdictions are doing just that because the end result is
better community livability and enhanced economic competitiveness.
For Cuero, the City has two main corridors (i.e., principal
arterials) that bisect the City: Broadway Street and Espla-

Characteristics of Great Streets
1)

Provides orientation to its users, and connects well to the larger pattern of ways.

2)

Balances the competing needs of the street — driving, transit, walking, cycling, servicing, parking, drop-offs, etc.

3)

Fits the topography and capitalizes on natural features.

4)

Is lined with a variety of interesting activities and uses that create a
varied streetscape.

5)

Has urban design or architectural features that are exemplary in
design.

6)

Relates well to its bordering uses — allows for continuous activity,
doesn't displace pedestrians to provide access to bordering uses.

7)

Encourages human contact and social activities.

8)

Employs hardscape and/or landscape to great effect.

9)

Promotes safety of pedestrians and vehicles and promotes use over
the 24-hour day.

10) Promotes sustainability through minimizing runoff, reusing water,
ensuring groundwater quality, minimizing heat islands, and responding to climatic demands.
11) Is well maintained, and capable of being maintained without excessive costs.
12) Has a memorable character.
Source: American Planning Association

nade Street, which also happen to be the City’s commercial
spines. While street enhancements could be undertaken in
many parts of the City, improvements to Broadway and Esplanade Streets could have the greatest overall visual impact
since these two streets are traveled by most residents and
passers-by. Knowing these two corridors are also owned
and managed by the state will affect the design, construction, financing, and timeframe of any envisioned project.
However, joint local/state projects are happening all across
Texas and the country.
Some of ways the public sector can improve the appearance
of a street corridor is through capital improvement projects
involving the redevelopment or enhancement of an existing corridor, e.g., Esplanade Street. Enhancements typically
include better access management (e.g., through curbed
and planted center medians, reduced entrance aprons, etc.),
improved multimodal functionality (e.g., adding wayfinding signage, sidewalks, crosswalks, pedestrian actuated signals, etc.), and enhanced overall appearance of the corridor
(e.g., adding street trees and other landscaping, gateway enhancements, decorative light fixtures, etc.).
Figure 3.1a, Esplanade Street Redevelopment Plan, provides a conceptual redevelopment plan that illustrates these
public sector improvements. The plan covers the area of Esplanade Street starting at Broadway Street and extends to
Reuss Boulevard. It builds off the proposed enhancements

3
and improvements envisioned for Esplanade Street in the
Downtown Cuero Plan (from Broadway Street to Railroad
Street). Implementation of both projects over time would
enhance a 10-block segment of Esplanade Street and revitalize the majority of the north-south commercial spine
that runs through the City. Figure 3.1b, Esplanade Street
Conceptual Corridor Redevelopment – North View, and
Figure 3.1c, Esplanade Street Conceptual Corridor Redevelopment – South View, further illustrate the redevelopment plan by depicting a “before and after” elevation view
of Esplanade Street near Clayton Street (North View) and
Reuss Boulevard (South View). Public sector improvements
shown include a curbed and planted center median, decorative street lighting, street trees, wayfinding and gateway
signage, and new or renovated sidewalks.
Action Recommendations

1) Integrate gateway and other streetscape enhancements

(e.g., lighting, signage, landscaping, etc.) into capital
improvement projects. Enhancements may include
such things as pavement colors and patterns at intersections, crosswalk textures, ornamental street fixtures
(i.e., light poles and mast arms), unique signage, green
space and land contouring, street trees, and pedestrian
paths and amenities.

2) Coordinate with the Texas Department of Transportation (TxDOT), the Cuero Development Corporation
(CDC), and land and business owners to develop a
redevelopment plan for Esplanade Street from Broadway Street to Reuss Boulevard. Design improvements
should include a curbed and planted center median;
new or redeveloped sidewalks, landscaping, and street
trees; accented pedestrian crossings and signals; and
improved access management.

3) Submit the City-approved Esplanade Street Rede-

velopment Plan to TxDOT during the next call for
project nominations so that the enhancement project
can be programmed into the state budget.

4) Dedicate capital improvement funding or develop a

funding source for the City’s portion of the Esplanade
Street Redevelopment Plan.

5) Develop a committee to lobby state officials to ensure
the Esplanade Street Redevelopment Plan is prioritized against other statewide projects competing for
limited funding.

Strategy 3.3.2, Modify development regulations so that
the private sector helps to improve the quality and appearance of corridors.
The private sector also has a large impact on the quality and
appearance of the City’s corridors. Through new development and redevelopment of individual sites, the private
sector may have even a larger role than the public sector,
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particularly when it comes to appearance. This is precisely
why the City must improve its development and property
maintenance regulations.
Figure 3.1d, Conceptual Private Sector Enhancements –
Plan View, depicts a plan view of conceptual private sector
enhancements that could be undertaken on a specific site
on Esplanade Street. These conceptual improvements, however, could be implemented in whole, or part, on any existing nonresidential site in the City, or as part of the design of
a new nonresidential, multi-family, or mixed-use development. The enhancements include such things as foundation,
parking lot, and bufferyard landscaping; accent paving and
other sidewalk improvements; internal pedestrian circulation improvements, the installation of street trees, etc. In
addition, this example shows how reorienting the parking
lot stalls and internal vehicular circulation could improve
access management and pedestrian safety both on- and offsite by creating an exit only onto Esplanade Street and closing one of the two existing entrances on Gonzales Street.
Figure 3.1e, Conceptual Private Sector Enhancements –
Elevation View, further illustrates how private sector improvements to the building façade and primary entrances;
and the addition of real or faux windows (to mitigate large
expanses of blank walls), landscaping, and monument signage could improve the appearance of nonresidential sites
and the overall appearance and perceived livability of Cuero.
Action Recommendations

1) Modify Chapter 155, Signs, of the Cuero Code of

Ordinances to incorporate the recommendations set
forth below:
a)

Modify Section 155.04, Definitions, to establish general design and maintenance standards
whereby added detail and illustrations specify the
means by which sign area, sign height, and sign
clearance are measured.

b)

Establish new provisions detailing which sign
types are permitted and not permitted (e.g.,
feather signs, etc.)(see also Chapter 2, Strategy
2.1.3(3)).

c)

d)
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Establish new provisions to allow approval of a
master sign program for large-scale, multi-tenant
centers. Provisions should be added regarding
what is required for submittal and approval (i.e.,
criteria) by the Planning and Zoning Commission, including criteria regarding sign setbacks;
lighting; height, area, number and location; and
elimination of nonconforming signs.
Consider modifying Section 155(B)(4), On Premise Signs, to require new freestanding signs to be
monument sign rather than pole sign.
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2) Modify Section 100.01, Planting Trees in Right-Of-Way
of City Streets, to allow, and in many cases, require,
the installation of street trees to be planted within the
street right-of-way, either in parkways, tree grates in
sidewalks, or medians. In addition, provisions should
be added for redevelopment projects and for required
maintenance.

3) Add provisions to the development regulations requiring foundation, parking lot, and bufferyard landscaping. This should include specifying quantities, types,
spacing, and locations of tree, shrub, and ground
cover plantings. Parking lot landscaping should include provisions for interior islands and screening of
parked cars. Alternate standards should be incorporated allowing and/or incentivizing the use of islands
for stormwater treatment, including the allowance of
vegetated swales, bio-infiltration, and other types of
water quality measures.

4) Add provisions to the development regulations to

ensure nonresidential, multi-family, and mixed-use
buildings are well-designed and constructed and contribute to the level of quality and character envisioned
in Cuero. This could include new provisions for building form and design (e.g., 360 architecture, enhanced
entrance articulation, prohibition of blank walls,
screening of mechanical equipment and dumpsters,
permitted and prohibited exterior wall materials, etc.).

5) Consider adding provisions to the zoning regulations

to require existing non-conformities’ in designated
enhancement corridors (e.g., Esplanade Street) to be
brought into compliance over a reasonable period of
time. Similar provisions have been adopted elsewhere
in Texas where nonconforming site conditions (e.g.,
parking lot landscaping and screening outdoor storage
and display, fencing, buffering, signage, etc.) must
be registered with the City and steadily brought into
compliance over a period of years.

Focus Area 3.4 – Determining the future
of the Cuero Municipal Airport
Existing Facilities
The Cuero Municipal Airport (Cuero Municipal) is located
within the City limits of Cuero, immediately south of U.S.
Highway 87 on the southwest side of the City. It is bounded
to the north and south by U.S. Highway 87 and the Union
Pacific Railroad, respectively, and bounded to the east and
west by an industrial park and the Cuero Municipal Park,
respectively.
Existing facilities at the Airport include:

Determining the Future of the Cuero Municipal Airport

3

Determining the future of the Cuero Municipal Airport must be determined during the horizon of this plan. Options include closure,
relocation, or maintaining it in its current location and capacity. Each option has it merits; however, the airport’s long-term future will be
determined based on need.
Source: Kendig Keast Collaborative

 Runway 14-32, which is a 2,800-foot long, 60-foot wide
hot mix asphaltic concrete runway

development of additional hangars that are needed to generate revenue.

 Terminal apron and two connecting taxiways
 Low intensity runway lights (LIRL)
 Two box hangars
 Rotating beacon
 Lighted windcone and segmented circle
The LIRL’s are noted as nonstandard as the threshold lights
do not meet current standards. Cuero Municipal does not
provide an attendant and does not provide fuel. There are
no published instrument approach procedures to either
runway end. Therefore, all approaches are visual (by sight)
and do not have the benefit of instrument assistance.
Significant features are noted off the approach ends to each
runway. Features impacting the approach to Runway 14
include a water tower at approximately 1 mile and 48-foot
poles at 840 feet. The threshold for Runway 14 is displaced
by 243 feet. Features impacting the approach to Runway 32
include the railroad and trees. The threshold for Runway 32
is displaced 192 feet during the day and 202 feet at night.
There is little potential for significant development of Cuero
Municipal given its current configuration. Expansion of facilities at the airport, specifically additional runway length
and hangar development, is significantly hampered by current physical constraints. U.S. Highway 87 to the north and
the Union Pacific Railroad to the south prohibit an extension to the runway. The narrow rectangular shape of the
airport property and requirement to provide adequate
safety area setbacks from the runway significantly limit the

Existing Classification
Airports in Texas are classified by the Texas Airport System Plan (TASP) as published by the Texas Department
of Transportation. The latest version is dated March 2010.
“The focus of the TASP is on the General Aviation airports
that provide capacity to the system in urban areas served by
Commercial Service Airports and on the airports serving
the state’s smaller communities. In the past, these airports
were often associated with recreational flying, but today
most communities recognize that an adequate airport is an
essential component to attracting business development to
expand their local economies.”27
The TASP classifies public use facilities in six service level
categories. They are:
1)

Commercial Service Airports - 27 in system

2)

Reliever Airports - 24 in system

3)

Business/Corporate Airports - 67 in system

4)

Community Service Airports - 106 in system

5)

Basic Service Airports - 68 in system

6)

Heliports - 2 in system

Cuero Municipal is classified as a Basic Service Airport. A
Basic Service Airport “provides air access for communities
less than 30 minutes’ drive from Commercial Service, Reliever, Business/Corporate, and Community Service Air27

Texas Airport System Plan, Texas Department of Transportation,
March 2010.
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ports; and/or supports essential but low level activity. Many
Basic Service Airports cannot expand to meet the size and
instrument approach standards to support business access
and may represent the only public landing site for many
miles.”28
Cuero Municipal meets most of the design standards and
minimum facilities required for a Basic Service Airport as
listed in the Policies and Standards, Texas Department of
Transportation, June 2007.29 One exception is that minimum facilities require Medium Intensity Runway Lights
(MIRL), but Cuero Municipal currently has Low Intensity
Runway Lights (LIRL).
The TASP also classifies airports by “nine functional categories related specifically to the type of use that the airport receives or is expected to receive.”30 Cuero Municipal
is classified as an Access airport. “This functional category
includes airports that provide minimal service to the community. Access airports are eligible to receive minimal
funding for preservation, and are not likely to receive funds
for replacement.”31
Cuero Municipal is included in the National Plan of Integrated Airport Systems (NPIAS). The NPIAS identifies
nearly 3,400 existing and proposed airports nationwide that
are significant to national air transportation. Cuero Municipal’s inclusion in the NPIAS makes it eligible for federal grant funds under the Airport Improvement Program
(AIP). This is the primary funding source for airport development. The State of Texas is a Block Grant State and therefore, federal funds for planning, design and construction of
improvements is administered by the Texas Department of
Transportation (TxDOT) Aviation Division (AVN).
Inclusion in the NPIAS is significant as Cuero Municipal is
eligible for federal grant funds for maintenance and airport
improvement projects. There are seven public use General
Aviation airports in the seven county area surrounding Cuero. The seven public use General Aviation airports are Cuero, Gonzales, Hallettsville, Jackson County, Karnes County,
Victoria, and Yoakum. Of the seven General Aviation airports, Cuero, Jackson County, Karnes County, and Victoria
are on the NPIAS and thus eligible for federal grant funding.
Federal and state grant programs that Cuero is eligible for
include:
 Airport Improvement Program – Federal program,
90/10 federal/local
 Non-Primary Entitlement – Federal program up to
$150,000 per year, 90/10 federal/local
28
29
30
31
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Ibid.
Policies and Standards, Texas Department of Transportation Aviation Division, June 2007.
Texas Airport System Plan, Texas Department of Transportation,
March 2010.
Ibid.
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 Hangar Program – Federal program, 90/10 federal/local
 Fuel Program – Federal program, 75/25 federal/local
 Air Traffic Control Towers (ATCT)
 Routine Airport Maintenance Program (RAMP) – State
program up to $100,000 per year, 50/50 state/local
 Airport Terminal – State program up to $500,000 for
terminal and $100,000 for vehicle parking and entrance
road, 50/50 state/local
 Automated Weather Observing Systems – State program, 75/25 state/local
Non-Primary Entitlement funds are typically absorbed into
the funding for Airport Improvement Program, Hangar
Program, and Fuel Program. In order to receive a grant, a
request in the form of a Letter of Interest (LOI) and justification for the improvements must be provided to TxDOT
AVN by Cuero Municipal.
The Federal Aviation Administration (FAA) published the
General Aviation Airports: A National Asset in May 2012.
The purpose of the report is to take a “fresh look at the many
roles General Aviation Airports play in the National Air
Transportation System.”32 General Aviation Airports were
categorized, similar to the TASP, into four (4) categories.
The categories are National, Regional, Local, and Basic.
Cuero Municipal was not classified, possibly due to insufficient or no response to the FAA’s inquiry. Based on the category descriptions, Cuero Municipal would most likely be
categorized as Basic. Basic airports are described as, “often
serving critical aeronautical functions within local regional
markets. Moderate - low levels of activity averaging about
10 propeller driven aircraft and no jets.”33
Although no specific information is provided in the report
regarding future funding for categorized airports, the preamble from Christa Fornarotto, FAA Associate Administrator for Airports, indicates that classification could be tied
to future funding. Ms. Fornarotto says, “... we undertook an
extensive 18-month study to examine the roles that general
aviation airports play in our national aviation system to
ensure we plan and invest wisely.”34 The report also states
“Future development of general aviation airports included
in the NPIAS will continue to be based on eligible and justified needs and priorities, with these new categories providing a more consistent framework within which to evaluate
proposed projects. Future NPIAS reports, starting with FY
2013-2017 report to be issued later this year, will incorporate the new categories developed in this report.”35

32
33
34
35

General Aviation Airports: A National Asset, U.S Department of
Transportation Federal Aviation Administration, May 2012.
Ibid.
Ibid.
Ibid.
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Current Economic Impact
In 2011, TxDOT AVN released an economic impact study
for general aviation airports in Texas. The study was prepared by the University of North Texas, Center for Economic Development and Research, Department of Economics.
The purpose of the economic impact study was to quantify
the economic impact of general aviation airports to the local economy and help TxDOT AVN better plan infrastructure development to support economic growth throughout
the state. The “analysis estimates the impacts of aviation
related spending and business operations on:
 Output - the value of all directly and indirectly related
business transactions.
 Labor Income - salaries, wages, and benefits paid to
employees.
 Jobs - the number of jobs supported by all related business activities.”36
Of the state’s 265 public use general aviation airports in
Texas, 136 were individually analyzed and reported and another 42 were grouped and reported under “Other.” Cuero
Municipal was one of the 42 grouped. The combined economic impact of the Other System Airports is:

must include supporting documentation from users or potential users demonstrating an operational need for a longer
runway.
The City has previously explored alternatives for Cuero Municipal. Per discussions and correspondence with Mrs. Sandra Braden, Planner, TxDOT AVN, and Bill Macke, Planner, TxDOT AVN, the relocation of Cuero Municipal to a
site with more potential and opportunity for development
has been a topic of discussion for many years. TxDOT’s records as far back as 1977 reflect the City’s request at a Regional Planning Meeting to relocate the airport. In 1993 and
1995, PDR Engineers, Inc., prepared the Cuero Municipal
Airport Feasibility and Site Selection Studies and Airport
Master Plan for the City of Cuero and TxDOT AVN. The
1995 report considered 18 potential sites for the relocation
of the airport. Per Mrs. Braden, the relocation did not move
forward as the necessary justification was not provided.
Today, there are three alternative strategies for Cuero Municipal. The City can:

1) Maintain the airport at its current location and work
with TxDOT AVN to secure grant funding for planning, design, and construction of maintenance and
airport improvement projects.

 “Output - $2,173,403.

2) Close the airport and redevelop or sell the property.

 Labor Income - $1,066,669.

3) Relocate the airport as detailed in the 1995 Feasibility

 Jobs - 26.0.”37
According to TxDOT AVN, there are no aircraft currently
based at Cuero Municipal and it is currently not self-sufficient.

and Site Selection Study.

The following details the necessary steps to execute each of
these options.

Maintain the Airport
Potential Future Status
The Cuero Municipal Airport has little potential for development due to its configuration. The runway cannot be
lengthened to attract larger aircraft due to physical constraints at the end of each approach. The development of
revenue generating facilities such as hangars is hampered by
the federal safety area setbacks from the runway. Without
hangars there is little opportunity for revenue from a fuel
system.
Cuero Municipal does have both federal and state grant
funds available for improvement of the existing airport or
development of a new facility. Its inclusion in the NPIAS
makes available the largest pool of grant funds available for
airport improvement projects. However, to receive grant
funds, the City must clearly demonstrate the need and provide supporting documentation. For example, a request to
relocate the airport in order to provide a longer runway
36
37

Economic Impact - 2011 - General Aviation in Texas, Texas Department of Transportation, 2011.
Ibid.

The City can continue to operate Cuero Municipal at its
current location and current TASP classification, Basic Service - Access. The airport does meet its defined function as a
Basic Service - Access Airport. The airport meets the minimum design and facility requirements for a Basic Service
Airport with the exception of needing to upgrade the LIRLs
to MIRLs.
Cuero Municipal can be maintained and improved utilizing
the federal and state grant programs available. As a NPIAS
and TASP airport, it is eligible for grant programs that will
not only provide for maintenance and expansion of the existing infrastructure but will provide financial assistance
with the development of revenue generating facilities, such
as hangars and a fuel system.
This option offers no resistance from TxDOT AVN and the
FAA. However, maintaining the existing airport does not
provide a facility that can capture a greater market share of
business travel growth associated with the development of
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the Eagle Ford Shale Play. This option also has limited opportunity for significant revenue growth from the addition
of hangars due to the physical constraints of the airport.
TxDOT will require that primary infrastructure needs are
met first, such as maintenance of the airport pavements and
lighting facilities, before grant funds can be spent on revenue generating facilities such as hangars and fuel.

1) Financial Obligation of Grants – Most grants issued

Close the Airport

Obligation for the 1993 feasibility study has or will expire
prior to a formal request to close Cuero Municipal. The obligation for the 1996 pavement rehabilitation project should
be prorated for the 20-year period. Mrs. Braden indicated
that TxDOT would likely not pursue reimbursement for the
1996, 2003, and 2010 projects as they were for maintenance
of the airport and not development.

Per discussion with Mrs. Braden and Mr. Bill Macke, Planner, TxDOT AVN, regarding the closure of Cuero Municipal, they could not give specific details or specific findings
without a formal written request to actually proceed with
closing the airport and subsequent submittal of the necessary documentation and justification for the closure. They
were able to talk in general terms about the process, key issues, and likely findings of TxDOT and the FAA.

to airports have an obligation to keep the facility
open for 20 years. If unable to do so, the City may be
required to reimburse the grants received. Derived
from the Texas Airport System Plan, Airport Development Worksheet, and the Airport Project History,
Table 3.3, Cuero Municipal Airport Grant History,
displays the history of the grants received by the
airport.

1) Closure of a TASP Airport – Cuero Municipal is a

TASP (Texas Airport System Plan) facility and as such
has been identified by TxDOT as significant for the
statewide airport system. TxDOT will have to make a
determination as to whether they object to closure of
the facility. A preliminary determination was requested from Mrs. Braden but she was not willing to give
such a determination.

The process for closing Cuero Municipal is as follows:

1) Submit formal written request to TxDOT AVN for
closure of the facility and redevelopment or sale of
airport property.

2) Prepare and submit to TxDOT AVN the required documents and questionnaires for redevelopment or sale
of airport property. Sample documents are included
in Appendix B, Airport Supplemental Documents.

2) Closure of a NPIAS Airport - Cuero Municipal is a

NPIAS (National Plan of Integrated Airport Systems)
facility and as such has been identified by the FAA as
significant to national air transportation. The FAA
will have to make a determination as to whether they
object to closure of the facility. Texas is a block grant
state and submittal of documents to the FAA must
first be reviewed and approved by TxDOT AVN.

3) Coordinate with TxDOT AVN on approval of request
and necessary documents.

4) Submit documents to the FAA.
5) Coordinate with the FAA through TxDOT AVN.
The following items were identified as key issues that would
need to be addressed as part of the process:

Closure of the Airport and redevelopment or sale of the
property is a viable option but will require approval by both
TxDOT AVN and the FAA.

Table 3.3, Cuero Municipal Airport Grant History
FYR

Agency

Local ($)

State ($)

Federal ($)

1993

FAA

3,000

3,000

53,999

1996

TxDOT

12,112

109,009

2003

TxDOT

1,093

1,093

2010

TxDOT

9,952

9,952

26,157

123,054

Total Project ($)
Source: KSA Engineers
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53,999

Project Description

Feasibility study, site selection study, airport master plan, environmental assessment
Repair/chip Seal/overlay
RAMP: TxDOT herbicide, Sponsor crack seal, slurry seal and mark
pavements, paint and repair hangar and terminal building, install/
repair fencing, survey of airport property
RAMP: Purchase pavement repair materials, contract for fence repairs, building removal

3
Relocate the Airport
Many airports in the region have seen a significant increase in activity associated with exploration of the Eagle
Ford Shale Play. These airports have also seen a significant
increase in business traffic. Cuero Municipal is not able to
capture a portion of this market share due to limitations
of existing facilities, primarily the runway length, but also
runway width, strength and lack of facilities such as fuel,
terminal building and aircraft storage.
The City recognizes the limitations of the existing airport
and has taken action in the past to develop a new facility at
a new site. The most significant action was the Cuero Municipal Airport Feasibility and Site Selection Studies and
Airport Master Plan, prepared by PDR Engineers, Inc., in
February 1995 for the City of Cuero, Texas and the Texas
Department of Transportation, Division of Aviation. This
study identified 18 potential sites for relocation of the airport. The study also identified and proposed a new TASP
classification of Community Service.
Community Service airports “provide primary business
access to smaller communities throughout the state, add
capacity in many of the metropolitan areas, and provide access to agricultural and mineral production areas. Community Service airports are generally located within 30-minute
drive from a Business/Corporate, Reliever or Commercial
Service airport.” “All Community Service airports will accommodate single and light twin piston-engine aircraft.
Sufficient activity exists at many of these locations to justify
maintenance or upgrading to standards for turboprop and
business jet use.”38
One primary obstacle to relocation of Cuero Municipal is
justification. In order to expand existing facilities or relocate
an airport, TxDOT AVN requires documentation of need.
Documentation or justification required by TxDOT AVN
are letters from interested parties indicating that they would
use a longer runway and base their aircraft at the new facility if it were available. Documentation can also be letters
from corporations indicating a desire to fly directly to Cuero instead of Victoria or another nearby airport if a longer
runway were available.
Another obstacle to relocation of the Airport is funding.
The existing facility is included in the NPIAS and TASP and
is eligible for both federal and state grant funds. Per TxDOT AVN, there is no guarantee that a new facility would
be added to the NPIAS or TASP. Without these designations, particularly NPIAS, grant funds are not available for
land acquisition and construction of a new airport.
38

Cuero Municipal Airport Feasibility and Site Selection Studies
and Airport Master Plan, Prepared for the City of Cuero, Texas
and the Texas Department of Transportation, Division of Aviation.
PDR Engineers, Inc., February 1995.

The process for feasibility analysis and site selection for a
new airport is thoroughly documented and executed in the
1995 Cuero Municipal Airport Feasibility and Site Selection
Studies and Airport Master Plan. Currently, however, many
of the 18 potential sites analyzed in 1995 are no longer viable options. The 1995 study is nearly 20 years old and needs
to be updated to reflect current viable sites and the current
economic outlook, particularly the potential impact of the
continued development of the Eagle Ford Shale Play.
Action Recommendations

1) Establish a committee of community leaders, business

and land owners, and other interested stakeholders to
undertake an analysis and report to determine potential future usage of a relocated, expanded airport. A
survey should be prepared and distributed to all existing businesses, particularly those involved in the Eagle
Ford Shale Play. Documentation should be collected
from interested parties (e.g., from interested corporations) to be incorporated into a justification of need
submittal to TxDOT AVN (if applicable).

2) Based on the results of the survey, a determination

should be made whether relocation and expansion
is warranted. If so, consideration should be given to
updating the 1995 study. Alternately, if an existing
location already documented in the 1995 plan is still
valid and chosen, the committee should work with the
City to submit an official relocation request to TxDOT
AVN. If relocation is not warranted, the committee
should work with the City to follow the steps detailed
in the Close the Airport subsection using the resources
found in Appendix B, Airport Supplemental Documents.

City of Cuero
2030 Thoroughfare Plan
The City’s Thoroughfare Plan is designed to provide for the
future travel needs of the community by ensuring orderly
development of the street system, including the extension
and improvement of existing streets, as well as planned future roadways. The Thoroughfare Plan is designed to ensure
that adequate rights-of-way are preserved with a general
alignment and sufficient width to allow for efficient expansion and improvement of the street transportation system.
In addition, it is designed to provide opportunities for other transportation modes so as not to place a fiscal burden
on the community to fund extensive road improvements,
which, in turn, require long-term maintenance.
Displayed in Map 3.1, Thoroughfare Plan, are the proposed
general alignments for the extensions of existing collector
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Typical Thoroughfare Network

Legal Authority in ETJ
Under the provisions of Article XI, Section 5 of the Texas Constitution and
Title 7, Chapter 212 of the Texas Local Government Code, the City of Cuero
can require that development plans and subdivision plats conform to “…
the general plan of the municipality and its current and future streets …”

COMPREHENSIVE PLAN

and ”… the general plan for extension of the municipality and its
roads, streets, and public highways within the municipality and
its extra‐territorial jurisdiction.”

A typical thoroughfare network forms a grid defined
by arterial and collector roadways, within which are
superblocks and the local street network.
and arterial roadways and planned new roadways. Unlike
the Future Land Use Plan which guides growth through the
year 2030, the Thoroughfare Plan represents a much more
long-term vision for the community. Many of the proposed
arterial and collector streets identified on the plan, in particular in the extraterritorial jurisdiction (ETJ), will likely
not be needed or constructed within the next 20, 30, 40 or
even 50 years. The purpose of this plan is to preserve needed transportation corridors (even if they will not be needed
for 50 years) so that as development occurs in the future,
the City will have the ability to develop appropriately sized
transportation facilities.

Roadway Design Standards
This section describes existing and proposed roadway design standards associated with each of the functional classifications as shown on the Thoroughfare Plan map and
described in Appendix C, Functional Classification Criteria. Basic roadway design standards are located in the
City’s subdivision regulations, but they do not include cross
sectional elements for major thoroughfares (e.g., arterials),
collectors, or minor (e.g., local) streets. While street classification reflects the functions that roadways serve as part
of the street network, roadway design standards are related
to traffic volume, design capacity, and level of service. The
City’s existing requirements are shown in Table 3.4, Existing City Roadway Design Standards.
In the administration and enforcement of the Thoroughfare Plan, special cases and unique situations will occasionally arise where physical conditions and development constraints in certain areas conflict with the need for widening
of designated thoroughfares to the planned right-of-way
width and roadway cross section. Such special circumstances require a degree of flexibility and adaptability in the
administration and implementation of the plan. Acceptable
minimum design criteria and special roadway cross sec-
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In order for the requirements for right‐of‐way dedication and
construction of street improvements to apply to all subdivision of
land within the City’s extraterritorial jurisdiction, the City would
need to adopt rules extending provisions for governing plats and
subdivision of land into the ETJ in accordance with the Texas Local Government Code.

tions may have to be applied in constrained areas where existing conditions limit the ability to meet desirable standards
and guidelines. Special roadway cross sections should be determined on a case-by-case basis when a unique design is necessary, and these exceptions should be subject to approval by
the City Engineer. Otherwise, standard roadway cross sections
should be used in all newly developing areas and, whenever
possible, in existing developed areas.

Local Streets
Local streets allow direct property access within residential
and commercial areas. Through traffic and excessive speeds
should be discouraged by using appropriate geometric designs, traffic control devices, and traffic calming techniques.
Local streets typically comprise about 65 to 80 percent of the
total street system.
The Thoroughfare Plan does not differentiate between local
streets by assigning class. Instead, the plan establishes standard
street cross sections, with alternatives based upon such performance characteristics as type of access, number of dwelling
units served, and the units’ average frontage dimensions.

Table 3.4, Existing City Roadway Design Standards
Category

Major Thoroughfares
Collectors
Local Streets

Minimum Pavement Width
(ft.) *
**

Right-of-Way
Width (ft.)
80; max. 140

37

60

27

50

Access or Service Roads
Not Specified
40
Local Streets in apartment, commer37
60
cial, or industrial areas
* Measured from back of curb to back of curb.
** Indicates pavement width shall be in accordance with City Master Plan
which does not exist.
Source: Cuero Code of Ordinances, Sec. §154.35, Streets
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The current Cuero standard for local streets is a right-ofway width of 50 feet and a pavement width of 27 feet. However, these strict standards do not account for situations
where more or less right-of-way and pavement width may
be acceptable due to different densities (where more or fewer trips are generated) in development. As a result, there is
sometimes too much pavement (or conversely maybe not
enough) than necessary in some cases. This can add to inefficiencies in development costs, carrying capacities, impervious cover (and stormwater runoff), and can result in inappropriate travel speeds (i.e., higher speeds than necessary to
serve the actual density). Therefore, this plan proposes two
alternative street cross sections where the standard pavement width can be determined dependent on the development that it is intended to serve. In general, narrower streets
encourage reduced travel speeds, an increased distance between the street and sidewalk, and a wider streetscape. Additionally, where appropriate, the reduced pavement width
could make providing sidewalks and/or trails more attractive and cost effective to a developer.
Displayed in Figure 3.2, Alternative Local Street Sections,
are two alternative cross sections requiring a minimum 50
feet of right-of-way with minimum pavement widths of 27

Figure 3.2, Alternative Local Street Cross Sections

and 32 feet. A local street with a pavement width of 27 feet
would be limited to developments with fewer, larger lots
taking access onto the local street. On-street parking would
not be allowed on the narrower street width, but would be
allowed on only one side of the 32-foot street section. Such
parking restrictions necessitate review of lot sizes, setbacks,
and on-lot parking provisions to accommodate parked vehicles out of the public right-of-way, as recommended in
this section. These pavement widths are designed to adequately carry immediate local traffic, still be sufficient to
accommodate fire apparatus, and yet be an appropriate
width to accomplish neighborhood traffic calming. The City
should consider adopting these alternative street standards
for local streets.
Local streets may also be adapted to an estate or rural character by including an open or closed ditch system rather
than curb and gutter. The right-of-way of local streets
within these environments may be reduced to 40 feet with
a 20-foot pavement width. The street cross section must include adequate provision for stormwater management by
way of sufficient ditch cross sections. For very low-density
developments, trails may be constructed in lieu of sidewalks. Alternatively, a striped pedestrian/bicycle lane may
be included within the right-of-way with the provision of an
adequate minimum pavement width.

Collector Streets
Subdivision street layout plans and commercial and industrial districts must include collector streets in order to
provide efficient traffic ingress/egress and circulation. Since
collectors generally carry higher traffic volumes than local streets, they require a wider roadway cross section and
added lanes at intersections with arterial streets to provide
adequate capacity for both through traffic and turning
movements. However, since speeds are slower and more
turn movements are expected on collectors versus arterials, a higher speed differential and much closer intersection/access spacing can be used than on arterials. Collectors
typically make up about five to 10 percent of the total street
system.
The proposed collector roadway cross sections, as displayed
in Figure 3.3, Alternative Collector Street Cross Sections,
(on next page) require 60 feet of right-of-way with pavement widths of 36 and 32 feet. The standard collector roadway will have a 36-foot pavement section with sidewalks on
both sides. As an alternative, a developer willing to set aside
additional green space and provide enhanced pedestrian
pathways and/or street trees may request that the pavement
width be reduced to 32 feet with parking permitted on one
side only. A street cross section that is 32 feet wide provides
two, 12-foot travel lanes and an eight-foot parking lane,
which is sufficient to serve the traffic carrying capacity of a
collector roadway.

Source: Kendig Keast Collaborative
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Figure 3.3, Alternative Collector Street Cross Sections
Another option possible for estate and rural development is
consideration of collector roads without sidewalks or curb
and gutter. This permits the development to maintain the
look and feel of a rural area, and it also would not provide
the drainage system offered with roads that utilize curbs
and gutters. In this type of development, significant green
space and an interior trail system would be necessary to
compensate for the loss of sidewalks. Pavement width could
be reduced to 32 feet while the right-of-way requirement
would remain at 60 feet to account for the space required for
open or covered ditches.
As shown on the Thoroughfare Plan map, some existing collectors and proposed collectors along existing alignments
could have geometric concerns (horizontal and vertical
curves) that may need to be addressed during design and
construction. This should be coordinated with the Street
Supervisor and designated City Engineer.

Arterial Streets
Arterial streets form an interconnecting network for broad
movement of traffic. Although they usually represent only
five to 10 percent of the total roadway network, arterials typically accommodate between 30 and 40 percent of an area’s
travel volume. Since traffic movement, not land access, is
the primary function of arterials, access management is essential to avoid traffic congestion and delays caused by turning movements for vehicles entering and exiting driveways.
Likewise, intersections of arterials with other public streets
and private access drives should be designed to limit speed
differentials between turning vehicles and other traffic to no
more than 10 to 15 miles per hour. Signalized intersection
spacing should be long enough to allow a variety of signal
cycle lengths and timing plans that can be adjusted to meet
changes in traffic volumes and maintain traffic progression
(preferably one-third to one-half mile spacing).
Functional classification is not dependent on the existing
number of lanes since the functional role served by a roadway typically remains constant over time, while the roadway’s cross section is improved to accommodate increasing
traffic volumes. For example the cross section of arterials
may vary from multi-lane roadways with four to six lanes
down to two-lane roadways in the developing fringe and
rural areas of the ETJ where traffic volumes either have not
increased to the point that more travel lanes are needed or
they are not warranted due to limited density. Thus, lowervolume roadways that are continuous over long distances
may also function as arterials, particularly in the ETJ.
According to the current thoroughfare design standards,
right-of-way for Arterials (Major Thoroughfares) requires
an 80-foot minimum and 140-foot maximum. Displayed in
Figure 3.4, Alternative Arterial Street Cross Sections (on
next page), are alternative standards with a minimum of 120
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feet for a principal arterial (divided), 100 feet for a principal
arterial (undivided five-lane), and 80 feet for a minor arterial. This will allow for a center turn lane on the minor arterial cross section and a raised median on the principal arterial cross section. This plan advocates a raised or depressed
median in all new principal arterial roadways where the
land development pattern is not yet fully established. Medians for principal arterials within the existing urbanized,
developed area should be evaluated on a case-by-case basis
based upon the warrants and constraints, accident records
and fatality incidents, and specific design considerations. It
is proposed that the minor arterial roadways consist of an
undivided street section with the dimensional characteristics shown in Figure 3.4, Alternative Arterial Street Cross
Sections (on next page).
Some elements of the thoroughfare system, such as those
roadways for which abutting development has already occurred or is planned to occur, will require new or wider
rights-of-way and may ultimately be developed as two-lane
or multi-lane roadways with various cross sections. Some
streets identified as arterials or collectors on the plan will
not necessarily ever be widened due to physical constraints
and right-of-way limitations. Instead, the designation signifies its traffic-handling role in the overall street system
and highlights the importance of maintaining it and similar
streets in superior condition to maximize their traffic ca-

3

Figure 3.4, Alternative Arterial Street Cross Sections
ture thoroughfare is shown on the plan does not represent
a commitment to a specific timeframe for construction or
that the City – or other jurisdiction – will build the roadway improvement. Individual thoroughfare improvements
may be constructed by a variety of implementing agencies, including the City, DeWitt County, and/or TxDOT, as
well as private developers and land owners for sections of
roadways located within or adjacent to their property. Road
construction can be implemented by individual entities or
in partnership, as is the case for construction of roads that
are identified in the regional Transportation Improvement
Plan.
The City, county, and TxDOT, as well as residents, land
owners, and subdividers, can utilize the Thoroughfare Plan
in making decisions relating to planning, coordination,
and programming of future development and transportation improvements. Review of preliminary and final plats
for proposed subdivisions in accordance with the City’s
subdivision regulations should include consideration of
compliance with the Thoroughfare Plan in order to ensure
consistency and availability of sufficient rights-of-way for
the general roadway alignments shown on the plan. It is
particularly important to provide for continuous roadways
and through connections between developments to ensure mobility. By identifying thoroughfare locations where
rights-of-way are needed, land owners and subdividers can
consider the roadways in their subdivision planning, dedication of public rights-of-way, and provision of setbacks
for new buildings, utility lines, and other improvements
located along the right-of-way for existing or planned thoroughfares.

Source: Kendig Keast Collaborative

pacity since they most likely cannot be improved to an optimal width and cross section.

Streets with Bike Lanes
When the need for bike lanes is identified, required rightof-way may need to be adjusted. Alternative cross sections
examples for accommodating bicycle traffic are shown in
Figure 3.5, Alternate Cross Sections for Bicycle Facilities
(on next page).

Plan Implementation
Implementation of thoroughfare system improvements occurs in stages over time as the community grows and, over
many years, builds toward the ultimate thoroughfare system shown by the Thoroughfare Plan. The fact that a fu-
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Figure 3.5, Alternative Cross Sections for Bicycle Facilities

Source: Kendig Keast Collaborative
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