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INTRODUCTION
The City of Tulsa is developing a framework 
to provide recommendations for future 
development along Peoria Avenue centered 
around a series of planned transit stations. 
The Peoria Avenue BRT Land Use Framework examines prevailing land 
use and real estate market trends, alongside anticipated changes to the 
transportation network, in order to develop policies and strategies that 
maximize return on public infrastructure investments.  In the irst phase 
of this planning effort, a thorough analysis was conducted of existing 
neighborhoods and commercial areas along the Peoria Avenue corridor, 
along with the City’s current regulatory environment.  An extensive public 
input process was also undertaken to solicit thoughts and ideas from 
Tulsa community members, of icials, and stakeholders.

Subsequent phases of the project built on the existing conditions analysis, 
to provide a range of strategies for future growth, economic development, 
and physical enhancements along the corridor.  
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The priorities set forth in the 2010 Plan are strongly 
supported by Tulsa’s two regional transportation 
planning agencies, the Metropolitan Tulsa Transit 
Authority (MTTA) and the Indian Nations Council 
of Governments (INCOG), who are responsible for 
implementing the Comprehensive Plan’s transit goals.  

At its heart, the vision for transportation set forth by 
PlaniTulsa is to reduce both the amount and distance 
of vehicle trips taken in Tulsa, with a shift towards 
walking and/or biking trips.  Improving transit 
service plays a key part in this effort by helping to 
reduce dependency on car ownership and providing 
alternative options for mobility.  

Increased investment, enhanced service, and the 
modernization of facilities are all critical to improving 
the ef icacy of transit.  However, these steps alone 
are not suf icient enough to make meaningful 
and lasting progress towards the reduction of 
automobile dependency.   These actions must also be 
complemented by land use and development policies 
that have been shaped to enable alternative forms of 
transportation and mobility as integral components 
of everyday life.  The establishment of forward-
thinking land use policies and strategies will also 
help to ensure that Tulsa receives a return on public 
investment, and that the city develops in accordance 
with the vision set forth by its community.

As a result of Peoria Avenue’s specific importance in connecting 
a significant portion of Tulsa’s population to jobs and services, it is 
no surprise that improving transit service on Peoria Avenue was 
a top priority in PlaniTulsa – Tulsa’s 2010 Comprehensive Plan.  

PROJECT BACKGROUND

The ultimate goal of this planning effort is to 
establish a clear, community-backed vision for future 
growth near and around the planned Peoria Avenue 
BRT stations.  In order to achieve success, the 
Framework will do the following:

• Evaluate the areas around seven of the 21 future 
BRT station location areas.

• Establish a vision for the character of transit-
served areas.

• Identify priority project sites for future 
development.

• Address which land uses would provide the most 
successful outcomes for the private properties 
that border the BRT station sites.

• Recommend land use and zoning policy changes 
that help to capitalize on public investment.

PROJECT GOALS

Existing conditions on Peoria Avenue near 11th Street
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POLICY CONTEXT

In developing the Peoria Avenue BRT Land Use 
Framework, it is imperative that any proposed goals 
and strategies are able to work in concert with other 
city and community building efforts.  Accordingly, 
a careful examination of the city’s existing policy 
environment was conducted.  The following list of plans 
and studies provides some additional information on 
speci ic areas or policies that relate to, or overlap with, 
the planned Peoria Avenue Bus Rapid Transit (BRT) 
line, and will ultimately contribute to the successful 
implementation of the vision established for it.

CITYWIDE PLANS

• PlaniTulsa – 2010 Comprehensive Plan.

• Tulsa Strategic Plan.

• New Citywide Zoning Code.

• Fast Forward Regional Transit Plan.

SMALL AREA & SECTOR PLANS
Tulsa’s Small Area Plans compliment the PlaniTulsa 
Comprehensive Plan effort as a way to provide 
community stakeholders with greater stewardship 
over local planning efforts and decision-making 
within their neighborhoods and commercial 

districts.  Conducted as part of their own rigorous 
and participatory planning efforts, once adopted, 
each Small Area or Sector Plan becomes an of icial 
component of the City’s Comprehensive Plan.  As of 
2016, there are 15 active Small Area and Sector 
Plans throughout the City.  The Plans with an 
immediate impact on planned BRT stations 
examined as part of this Framework are listed 
below.

• 36th Street North Plan.

• Unity Heritage Neighborhoods Plan.

• Crutch ield Neighborhood Plan.

• The Pearl District – 6th Street In ill Plan.

• Tulsa Downtown Area Master Plan.

• Utica Midtown Corridor.

• The Brookside In ill Development Design 
Recommendations.

• Riverwood Neighborhood Plan. 

Summaries of these plans can be found in the 
appendix of this report. 
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Peoria Avenue is a critical north-south 
arterial street just east of Downtown Tulsa, 
that connects a range of neighborhoods, 
employment centers, commercial 
areas, and regional destinations.
A vast majority of the City’s residents live within a 10-minute walk of 
Peoria Avenue, which is also the most highly used transit corridor in 
Tulsa.  Implementing BRT along this corridor will help the City better 
connect its people and places.  

Understanding the corridor in the context of the City as whole, as well as 
its relationship to individual neighborhoods and districts, is an essential 
irst step in the planning process.  Ultimately, this foundation will help 

to form the policies and strategies that will guide future development 
according to the community’s vision for the Peoria Avenue BRT route. 

CORRIDORCORRIDOR
CONTEXTCONTEXT
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The new BRT system will emphasize reliability and 
ease of use, with dramatically improved service 
frequency and a range of modern amenities.  

The route is planned as an upgrade to the existing 105 
Bus Route, with nine new high-speed busses traveling 
the Peoria Avenue corridor between 38th Street 
North  and 68th Street South.  South of 68th Street, 
the BRT line will run east/west on 71st Street to 
Trenton Avenue, then south on Trenton Avenue to the 
intersection of Lewis Avenue and 81st Street South.  
Local bus service will be maintained on Peoria Avenue 
north of 38th Street, up to 66th Street North.  A route 
map with station type indicators is provided on the 
following page.

Capital costs for the proposed system 
enhancements are currently estimated at $18.8 
million, with annual operating costs expected to be 
roughly $1.4 million above the current operational 
budget for the 105 Bus Route.  As of the writing 
of this report, resources have been dedicated for 
construction of the route, with the additional 

The Peoria Avenue Bus Rapid Transit line will provide a much 
needed improvement to existing bus service along the Peoria 
Avenue corridor, and serve as an important stepping stone in 
Tulsa’s efforts to modernize its public transportation system. 

PEORIA AVENUE BUS RAPID TRANSIT

WHAT IS BUS-RAPID TRANSIT (BRT)?
Bus Rapid Transit is a more reliable, convenient, 
and faster type of bus service that is intended 
to be a cost-effective alternative to light rail 
transportation.  As opposed to traditional bus 
service, BRT typically makes use of traf ic signal 
priority and off-board fare collection to enable 
a more streamlined transit service.  Dedicated 
stations are meant to serve as iconic, pedestrian-
friendly transit hubs that help to spur economic 
development due to their physical permanence 
and reliability.

SERVICE FEATURES OF TULSA’S    
PEORIA AVENUE BRT

• 15 minute frequency during peak hours

• 20 minute frequency at other times

• 5:30am-10:30pm service hours; Monday-Saturday

• 9 fresh, newly branded BRT buses to match stations

• 39 stations at 21 locations

• Real-time arrival screens showing the time until 
the next bus arrives

• Station-area improvements

• Traf ic signal priority to allow the bus to remain 
on schedule

operational funding secured through a permanent 
dedicated sales tax.  

Beyond providing high-quality, modern amenities 
and faster, more reliable transit service, one of the 
greatest bene its of BRT systems is in their ability to 
help spur real estate development.  This is largely 
due to the establishment of formal, dedicated stations 
located strategically throughout a transit corridor.  
Once established, the stations are intended to appear 
and function similarly to light rail lines, which have 
been proven as remarkable catalysts for economic 
development.  The perceived permanence of the new 
stations helps to instill greater con idence within the 
development community who may be looking for 
stable investment opportunities.  Land use policies 
that encourage higher levels of density around BRT 
stations also serve as strong economic development 
tools by further attracting new investment.  From 
the community’s side, dedicated stations provide 
an excellent foundation for long-range planning 
efforts, and may serve as key landmarks within a 
neighborhood or commercial district.
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STATION LOCATIONS
Once fully built-out, the route is expected to feature 
39 new stations in 21 locations along the corridor.  
The BRT route will feature three classes of stations – 
Local, Improved, and Enhanced – with each class or 
tier offering increased amenities.  The classi ication 
of each station is based on a number of factors, 
including locational relevance, connectivity with 
other transit routes, and opportunities for future 
growth and development.  For the purpose of this 
Land Use Framework, the focus will be on the top 
tier of stations.  A breakdown of planned stations by 
classi ication, along with any major destinations near 
each station(teal italics) are provided below:
 
Enhanced Stations

• 38th Street North & Peoria Avenue
Tulsa Tech Peoria Campus, Phoenix District

• Pine Street & Peoria Avenue
Morton Health Center

• 11th Street South & Peoria Avenue
Pearl District, Hillcrest Hospital Campus

• 41st Street South & Peoria Avenue
Brookside Corridor

• 61st Street South & Peoria Avenue
• 81st Street South & Lewis Avenue

Oral Roberts University
 
Improved Stations

• Apache Street & Peoria Avenue
• Virgin Street & Peoria Avenue
• 1st/2nd Streets & Cincinnati Avenue

Downtown, Brady & Blue Dome Districts
• 6th Street & Peoria Avenue

Pearl District
• 15th Street & Peoria Avenue

Cherry Street
• 33rd Place South & Peoria Avenue

The Gathering Place
• 45th Place South & Peoria Avenue
• 51st Street South & Peoria Avenue
• 56th Street South & Peoria Avenue
• 66th Street South & Peoria Avenue
• 71st Street South & Trenton Avenue
• 73rd Street South & Wheeling Avenue

FIGURE 1: PLANNED PEORIA AVENUE BRT ROUTE

E

I

LLocal Stations
• 66th Street North & Peoria Avenue
• Independence Street & Peoria Avenue
• 21st Street South & Peoria Avenue
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LAND USE 

As seen in the individual Station Area analyses 
presented later in this report, this BRT Land Use 
Framework has been linked to the envisioned land 
uses and physical character of the key station areas 
as recommended by PlaniTulsa.  The purpose of this 
is to help to establish continuity and a consistent 
vernacular for those reading and ultimately 
implementing the recommendations.

The designations move beyond a simple or typical 
future land use label by also implying and factoring in 
the aspirational character of the area, which includes 
building form and scale, density and intensity of 
development, and urban design elements. These 
are categorized within ‘Building Blocks’, such as 
Downtown, Centers, Corridors, Existing Residential 
Neighborhoods, and Employment.  Figure 2, inserted 
from the Comprehensive Plan, provides a summary of 
these designations for reference. 

FIGURE 2:  VISUALIZING BUILDING BLOCKS (SOURCE: PLANITULSA SMALL AREA PLANS)
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DOWNTOWN 
NEIGHBORHOOD

Average households / acre 26

Average jobs / acre 91

Average households / acre 42

Average jobs / acre 12

TOWN CENTERS

REGIONAL CENTERS

Average households / acre 8

Average jobs / acre 25

Average households / acre 14

Average jobs / acre 19

LU
J U L Y  2 0 1 0

Average households / acre 4

Average jobs / acre 1

Average households / acre 4

Average jobs / acre 1

EXISTING RESIDENTIAL 
NEIGHBORHOODS

NEW RESIDENTIAL 
NEIGHBORHOODS

NEW 
RESIDENTIAL 

NEIGHBORHOODS

CORRIDORS
EXISTING 

RESIDENTIAL 
NEIGHBORHOODS

EMPLOYMENT

MAIN STREETS

MIXED-USE
CORRIDORS

Average households / acre 8

Average jobs / acre 16

Average households / acre 9

Average jobs / acre 12

EMPLOYMENT

Average households / acre n/a

Average jobs / acre 19

The Land Use Matrix (Figure 3) provided on the 
following pages further illustrates each of the land use 
designations, including their characteristics, contexts, 
and relevant zoning attributes.
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CENTERS CORRIDORS

NEIGHBORHOOD 
CENTER

TOWN CENTER
REGIONAL 
CENTER

MAIN STREETS MIXED-USE
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E
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• Retail
• Dining
• Services
• Residential

• Retail
• Dining
• Services
• Residential
• Employment

office

• Large-scale
employment

• Retail
• Civic
• Educational
• Residential
• Entertainment

• Retail
• Commercial
• Entertainment

• Commercial
• Residential
• Employment

Office
• Retail
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Units Jobs

5          12 
per acre       per acre

Units Jobs

14          19 
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8          25 
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8          16 
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per acre       per acre
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• Building

Transparency

• Off-street parking
in buildings
or separate
structures

• Building
transparency

• Parking -
pedestrian
separation

• Building
transparency

• Parking in
buildings or
structures

• On-street parking
shared lot
parking

• Parking
structures

• Linear form
parking

• Intense uses at
intersections

• Low intensity
uses adjacent to
neighborhoods

• Consistent
setback

• Building
transparency

• Linear form on-
street parking

• Consistent
setbacks

• Parking lots
behind

B
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Five to Ten 
Stories

Two to Four 
Stories

Two to Six 
Stories

M
IX

E
D

-U
S

E
 

C
H

A
R

A
C

T
E

R

• Active
commercial
cluster with
nearby residential
development

• Commercial
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with supporting
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employment uses

• Multiple activity
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• Continuous,
active ground
floor commercial
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of seperate uses
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lane)
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MX-1
(u) Urban
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(u) Urban

MX-3
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MX-1 MX-2
(p) Pedestrian

MX-1 MX-2
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FIGURE 3: LAND USE MATRIX
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DOWNTOWN EMPLOYMENT RESIDENTIAL

DOWNTOWN 
CORE

DOWNTOWN
NEIGHBORHOOD

EMPLOYMENT EXISTING NEW

• Commercial
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• Residential
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separated uses
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separated
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Transit and land use have a symbiotic relationship. 
Transit agencies bene it when zoning and land use 
policies accommodate housing, jobs, and commercial 
concentrations in transit-served locations and land 
owners bene it from the presence of fast, reliable 
transit options. With the decision to launch the Peoria 
BRT service, it is important to examine Tulsa’s existing 
zoning policies to determine if they are providing 
support for the planned transit investments.

A variety of land uses and zoning districts are currently 
in place around Peoria Avenue’s proposed “Enhanced” 
BRT stations. Many of the key intersections at these 
locations are occupied by auto-oriented commercial 
uses (e.g., gas stations/convenience stores, fast food 
restaurants, and automotive service businesses). The 
zoning tends to be CS (Commercial Shopping) or CH 
(Commercial High), with a spattering of of ice and 
multi-family residential.

Residential zoning is typically found in the interior 
neighborhood areas that lie just beyond the 
nonresidential zoning typically found at intersections 
and along many stretches of the Peoria Avenue 
corridor. This residential zoning ranges from low-
density single-family to low- to moderate-density 
multi-family. 

The zoning patterns in place in the planned enhanced 
station areas allow a wide variety of uses and 
development forms, accommodating everything 
from mixed-use storefront-style buildings to fueling 
stations to drive-through restaurants and big box 
retail stores surrounded by vast ields of parking. This 
“ lexibility” is in evidence at most key intersections 
along the BRT corridor.

The Tulsa zoning code, which was the subject of a 
comprehensive update in 2015, includes provisions 
that can help support success of the planned 
Peoria Avenue BRT system. Chief among them are 
new relatively low minimum off-street parking 
requirements and new mixed-use (MX) zoning 
classi ications that promote walkability and transit-
supportive residential densities. 

REGULATION OL OM CS CH RM-1 RM-2 RM-3 MX(P) MX(U) MX(V)

Minimum Street 
Frontage  (ft) 50 50 50 None 30 30 30 20 20 20

Minimum Street 
Setback  (ft) 10 10 10 0 25 10 25 0 0 0

Maximum Floor Area 
Ratio (FAR) 0.4 0.5 0.5 None NA NA NA None None None

Maximum Height  (ft) 35 None None None 35 35 None Varies Varies Varies

Minimum Ground Floor 
Transparency  (%) None None None None NA NA NA 50 35-40 35-40

Maximum Density  
(UPA) ~24 ~40 ~40 None ~24 ~40 ~100+ None None None

Street-Facing Entrance 
Required No No No No No No No Yes Yes Yes

ZONING

FIGURE 4: TULSA ZONING CODE
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While none of the new MX zoning districts are 
currently in place along the Peoria Avenue corridor, 
the code’s new parking requirements—which are 
signi icantly lower than in the previous zoning 
code—do apply to all existing zoning categories. This 
is important because excessive minimum parking 
requirements reduce the ability of landowners to put 
land to productive use and large parking lots in BRT 
station areas can negatively affect pedestrian safety 
and comfort and hinder activation of the sidewalk level 
experience for those walking to and from BRT stations.

The Tulsa zoning code does not expressly recognize 
the presence of transit or enhanced transit service 
as a criterion for further reductions of minimum 
parking requirements, but the code does include a 
provision allowing for individual site-speci ic parking 
reductions based on studies or evidence provided 
by the property owner/developer. The zoning code 
does not impose maximum (not-to-exceed) parking 
requirements, except in the case of large-scale retail 
uses, which are generally limited to providing no more 
than 5 spaces per 1,000 square feet of loor area.

As part of this framework, zoning recommendations 
for each station area are made that utilize the MX 
districts as a shift away from the existing CS and 
CH designations. A primary implementation step to 
achieve the future land uses and as envisioned will 
rely on a reexamining existing zoning and land use 
policy to determine where MX zoning application will 
achieve a preferred development outcome.  

MIXED-USE DISTRICT CHARACTER MODULES
Tulsa’s new MX districts are “modular” in nature, with 
separate elements addressing allowed uses, urban 
form (character) and building height. Combining 
these modular components in different ways allows 
for the creation of a variety of zoning districts, 
itting a very wide array of contexts. Some character 

modules – Pedestrian and Urban (P and U) – promote 
highly walkable, pedestrian-oriented shopping 

 

MX-Pedestrian (P) character diagram.   
Source:  Tulsa Zoning Code

MX-Variable (V) lot and building regulations diagram.   
Source:  Tulsa Zoning Code

districts. Other more lexible mixed-use districts can 
be created with the Variable “V” character module, 
which could be applied along more auto-oriented 
or “transitioning” corridors. Still, other MX options 
promote a mixing of uses at the neighborhood scale. 
This kit-of-parts approach allows zoning speci ically 
tailored to the existing or desired character of the 
area to which it is applied.  The diagrams shown 
below represent the key distinctions between the 
more pedestrian oriented modules (P & U) versus 
those that provide looser site standards (V & F).



II. CORRIDOR CONTEXT16

DRAFT – PEORIA AVENUE BRT LAND USE FRAMEWORK

MARKET CONDITIONS

Market conditions around the seven BRT station 
areas range from lower-density and lower-income 
neighborhoods in North Tulsa to the upscale Brookside 
district to the more densely populated south station 
areas. The 41st Street and Peoria Avenue station area 
has a median household income higher than the city’s, 
but the six other station areas are in neighborhoods 
with less disposable income. 

In the north station areas, retail amenities are 
primarily limited to a few convenience-type 
businesses and fast food. The two central station 
areas include Brookside, which serves as a retail 
attraction throughout the city. The three south station 
areas present the highest-density populations, but the 
Walmart Supercenter at 81st Street and Lewis Avenue 
dominates the retail landscape.

Figure 5 below provides a summary of the key 
demographics for each of the station areas, and 
assigns a ‘Development Potential Index’ score for each 
area based on the combined strength of the metrics.  
To calculate the development potential index, each 
demographic metric was ranked 1 to 7 based on the 
value of the associated demographic metric.  The 
higher the ranking, the greater the assumed buying 
power of the local population. 

The highest possible score a station can receive is 46. 
The development potential index is the summation 
of each individual metric’s ranking (1 to 7). Based on 
this analysis, the 41st, 61st, and 71st stations have 
the highest potential for future development.  Market 
conditions for each station can be seen below:

• 38th Street North and Peoria Avenue.
This station area has a low population density and
low household incomes, which limit retail buying
power.  Since a large portion of spending leaks
outside the neighborhood, there may be market
opportunities for appropriately sized and scaled
neighborhood retail.  On a percentage basis, the
area has shown moderate population growth in
recent years and the population is young.  Many
households are single or single-parent with
lower levels of educational attainment.  The
area also contains numerous educational uses
and service providers.

• Pine Street and Peoria Avenue.  This station
area re lects similar characteristics to the 38th
Street North & Peoria station area. Population
growth is slow, but the area does capture a sales
surplus, primarily at nearby fast-food restaurants
and a grocery store.

• 11th Street and Peoria Avenue.  This lower
density station area has a lower median income
than the City.  The population growth has been
slower than in other areas as well.  A sales surplus
for this area is largely attracted by Home Depot
and also by dining and drinking establishments.

FIGURE 5:   KEY DEMOGRAPHIC AND ECONOMIC INDICATORS FOR THE PEORIA BRT CORRIDOR

DEMOGRAPHIC METRIC
38TH ST. 
NORTH & 
PEORIA

PINE ST. 
& PEORIA

11TH ST. 
& PEORIA

41ST ST. 
& PEORIA

61ST ST. 
& PEORIA

71ST ST. & 
TRENTON

81ST ST. 
& LEWIS

Population 1,200 1,414 2,221 3,709 6,877 5,021 4,665
Population change (5 yrs) +4.5% +2% +1.7% +3.6% +9.8% +7% 0%
Median HH Income $20,799 $20,850 $23,278 $51,601 $24,187 $31,332 $23,924
Median Age 30.2 25.0 35.2 41.0 30.8 31.0 23.8
Education: Bachelor’s or higher 9% 15% 26% 43% 20% 29% 27%
Sales (Leakage) or Surplus $(3M) $37M $45M $21M $(39M) $(33M) $138M

Development Potential Index 14 16 24 33 27 31 23
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• 41st Street and Peoria Avenue.  While not the
largest population of the station areas, this area
is notable in several respects. It has the highest
median household income (higher than the city’s),
the highest proportion of homeownership, and the
highest level of educational attainment. It is also
the oldest population of the seven station areas,
re lecting more-established households. It hosts
a variety of retailers (including groceries) and a
variety of restaurant and drinking establishments,
many of which act as regional draws and generate
a net sales surplus for the area.

• 61st Street and Peoria Avenue.  This is the most
populous of the seven station areas, and also the
area that has grown the fastest over the past ive
years (at a rate almost double the city’s). Much of
the retail household spending in this station area
goes south to the Walmart Supercenter near 81st
Street & Lewis Avenue.

• 71st Street and Trenton Avenue.  This second-
most populous station area has been growing at
a quick pace in recent years, ahead of the city’s
growth rate. The population mirrors the City’s
average educational attainment levels.  Existing
retail is geographically dispersed and most
day-to-day retail spending goes south to the
Walmart Supercenter.

• 81st Street and Lewis Avenue.  Anchored
by Oral Roberts University, this station area
is comprised of younger, lower-income
households, more than a quarter of which have
a bachelor’s degree. The Walmart Supercenter
is one of the most in luential retail anchors in
the city, capturing a large portion of household
spending from all three south station areas, and
attracting destination shopping trips from other
neighborhoods throughout Tulsa.

ECONOMIC DEVELOPMENT

The seven station areas, with their unique demographic 
and physical characteristics, face different economic 
challenges. These different contexts across the 
station areas lead to different approaches to their 
development and to the tools and incentives needed.

When seeking to spur economic investment in the 
station areas, several factors in luence the ease of (or 
obstacles to) attracting sustainable development:

ORGANIC GROWTH IN DEMAND 
Economic development is generally driven by 
demand, which means that the presence of more 
customers attracts new commercial investment. 
The population around most of the station areas 
is growing, and therefore consumer demand is 
increasing modestly along the Peoria Avenue corridor.

INDUCED DEMAND 
Demand can also be induced by a greater supply 
of something people want to buy. (A new movie 
theater, for example, might induce people to go to 
more movies.) Catalytic projects that are designed 
to induce demand will likely be required at the most 
undeveloped station areas. Investment in these 
projects (which will require subsidy) can start to 
generate momentum for subsequent growth.

BRT IMPACT
The availability of transit itself can induce 
development. The BRT’s impact on the number of 
people passing through the station areas (e.g., the 
delta from current bus ridership) will be incremental. 
Because BRT ridership will not dramatically change 
demand at the station areas, it would be too much to 
expect the launch of BRT to trigger, on its own, the 
rapid development of large vacant parcels.
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STATION AREAS VS. COMMERCIAL DISTRICTS
A commercial district is typically a node where 
retailers, restaurants, bars and entertainment, 
service providers, and institutions (and often small 
manufacturers) have, over time, formed an organic, 
geographically connected cluster. Some of the BRT 
stations (e.g., 41st Street South & Peoria) will be 
located in an existing commercial district (Brookside) 
while other stops will be placed at locations that 
satisfy a transit need, but do not directly relate to an 
existing commercial node. It is helpful to acknowledge 
this difference: A BRT stop in an existing district is 
additive in that it increases the number of customers 
present in that micro-economy. A stop at a less-
developed intersection makes it harder for BRT 
riders to have an economic impact on the diffuse 
surrounding neighborhood, where businesses are 
sparse. In less-developed station areas, the needs are 
greater and the barriers higher because the consumer 
demand is limited.

At all the station areas, whether in established 
commercial districts or not, it makes sense to use 
targeted incentives combined with thoughtful 
regulation (e.g., zoning) to concentrate future 
development in the immediate vicinity. That is 
the reason for having an economic development 
strategy for each station area – a strategy that will 
encourage density, increase real estate values, provide 
job opportunities, and expand retail amenities. 
Development and density will, in turn, increase 
demand for transit and strengthen the BRT.

STATION AREA STRATEGIES
A Station Area Strategy is an economic development 
strategy that connects business development, real 
estate development, transportation and land-use 
planning. It also in luences marketing decisions (such 
as a name or identity for the station area), streetscape 
amenities, public art, and other experiential 
characteristics – all of which should re lect the types of 
commercial uses and the types of customers present.
Just as the neighborhoods around the station areas 
differ in their household characteristics, economic 
development around each station area should be 
guided by a context-appropriate strategy that responds
 to the local market. The Station Area Strategies 
set a direction for future business and real estate 
development that is responsive to BRT riders, existing 
businesses, and current and future residents. The 
Station Area Strategies are a guide, not a screen; they 
set a focus for business development, but they are not 
intended to restrict or eliminate additional, compatible 
commercial uses.

Wherever possible, the Station Area Strategies 
(described in the Station Areas section of this 
document) seek to differentiate one station area from 
another. In this way, the strategies can be responsive 
to unique customer needs across the corridor and 
can leverage existing business clusters or anchor 
institutions. At the several points were BRT stops 
coincide with established commercial nodes or 
districts, the station area strategy can reinforce or 
expand on an existing strength and attract shoppers 
from other parts of Tulsa, whether traveling by BRT or 
other means.

The Station Area Strategies can be advanced with the 
help of targeted tools, both economic and regulatory. 
But the economic development strategies are not 
walled off from other factors that are essential in 
creating vibrant commercial districts – programs like 
beauti ication projects, marketing programs, special 
events, and other activities that attract customers.  
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Each Peoria Avenue Bus Rapid Transit 
Station has the potential to dramatically 
impact the area around it.
By harnessing the potential of this new transit service through careful 
planning and preparation, the neighborhoods surrounding each station 
can gain a powerful tool for guiding future development in accordance 
with their desired vision.  If land use policies embrace the purpose of the 
proposed BRT route – providing better access and connectivity to transit– 
the stations can provide an opportunity to help spur the revitalization of 
existing areas, while also attracting new development.

The following section provides a detailed analysis of each of the seven 
BRT stations identi ied earlier in this report.  Within each station area 
description, a summary of factors critical to future development are 
identi ied and discussed.

STATION STATION 
AREASAREAS
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Looking south on Peoria Avenue towards 36th Street – a wide 
roadway and visual clutter detract from the pedestrian environment.

Comanche Park viewed from Peoria Avenue – a fence and deep 
drainage swale around the property act as a major barrier.

The Tulsa Tech Peoria Campus is an important local use

38th Street North and Peoria Avenue, near Tulsa Tech’s Peoria 
campus, is the planned northern terminus of the BRT route and 
the proposed general location of an enhanced BRT station. 

38TH STREET (N) & PEORIA AVENUE

The station is located within the area addressed by 
the 36th Street North Corridor Small Area Plan, and 
sits in close proximity to the Comanche Park and 
Walt Whitman neighborhoods anchored off of 36th 
Street North.  36th Street North is the main east-
west thoroughfare within the station area, and the 
only true east-west connection across Peoria Avenue 
within a half mile radius of the planned station.  In 
this part of the corridor, Peoria Avenue is roughly 50 
feet wide, with two lanes in each direction resulting 
in a highway-like character.    

The station area is generally de ined by a number of 
larger-scale uses and developments, including a large 
multi-family community owned by the Tulsa Housing 
Authority (Comanche Park), Tulsa Tech Peoria 
Campus, several government of ices and institutions, 
and a few large churches (see Figure 6 on the facing 
page).  Other important institutional uses include 
Whitman Elementary School located west of the Tulsa 
Tech campus, and Hawthorne Elementary School on 
the west side of Peoria just south of the 36th Street 
North and Peoria Avenue intersection.

With the exception of Comanche Park, the east side 
of Peoria Avenue is almost entirely comprised of 
undeveloped woodlands and some rural residential 
areas.  Along Peoria Avenue, the areas north of Tulsa Tech 
are also mostly undeveloped until 46th Street North.  

Within the immediate context of the planned BRT 
station, the majority of the city blocks are very large, 
irregularly shaped, and lack a consistent pattern or 
grid layout.  Comanche Park in particular, which has an 
internal network of cul-de-sacs and dead end streets, 
has few connections to Peoria Avenue.  In addition, 
the perimeter of the development is fenced in and has 
a deep drainage swale along its frontage that further 
isolates and disconnects it from the surrounding area.  
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FIGURE 6:   38TH STREET NORTH & PEORIA AVENUE STATION AREA ANALYSIS MAP
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FIGURE 7:   38TH STREET NORTH & PEORIA AVENUE STATION AREA DEVELOPMENT CONCEPT

The following information describes some of the 
practical considerations for developing future plans and 
land use strategies within the 38th Street North station 
area. 

ENVISIONED LAND USE
Current long-range plans for the station area envision 
that the immediate areas surrounding 36th and 
38th Streets North will take on a ‘Town Center’ 
character, which requires future development to be 
somewhat taller and denser, and have a greater mix 
of uses than currently exists.  Both the Tulsa Tech 

LAND USE & DEVELOPMENT
and Tulsa Educare campuses are currently shown as 
residential areas, which do not conform with existing 
or envisioned land use.  The far southern end of the 
station area has a number of larger-scale industrial 
uses, which also diverge from future planned uses.  

New development within the wooded areas to the 
immediate north, east, and south of Comanche Park 
would provide a boost to the local population, but the 
sites will also need careful examination to determine 
their suitability for construction as part of future 
planning efforts. 
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FIGURE 8:   38TH STREET NORTH STATION AREA DEVELOPMENT GUIDELINES

KEY GUIDELINES
• Reorient new development towards Peoria

Avenue and 36th Street, with building
entrances, windows and architectural
detailing facing the public right-of-way.

• Provide parking behind or in line with
buildings, as opposed to in front.

• Encourage upper story uses, which increase
the local population base and can provide
around-the-clock activity within the area.

• Incorporate shared public or open spaces
through thoughtful building arrangement.

DEVELOPMENT GUIDELINES
Establishing a new town center within the station area 
will require a signi icant amount of new development, 
as shown in the future development concept provided 
on the previous page.  This development will likely 
occur over an extended period of time requiring a 
phased approach in which near term development 
does not diminish long-term opportunities.  Proper 
site and building design will help to avoid potential 
issues and ensure that individual parcels, developed 
by independent owners over time will still contribute 
to a common vision for the area.  The development 
guidelines presented on this page provide a basic 
template for how this development as envisioned in 
this station area should occur.
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TRANSIT & CONNECTIVITY

ROADWAY DESIGN CONSIDERATIONS
Peoria Ave. is 50 feet with two lanes in each direction 
at 38th Street North. 

BRT STATION CONSIDERATIONS
The nearest crosswalk to this stop is more than 1,000 
feet away on 36th Street North.  As Peoria Avenue 
is four lanes wide without a pedestrian median, it is 
potentially unsafe for pedestrians to cross the roadway 
near the stop.  When considering station siting and 
design, the right-of-way is around 15 feet narrower at 
38th Street North than it is at the nearby intersection 
of 36th Street North.  Streetscape enhancements 
are currently being developed for 36th Street North 
between Peoria and Osage.

Tulsa Tech-Peoria Campus parking lot has the space 
to allow the busses to stage before turning south, 
as shown in the conceptual plan. This would also 
allow for bus drivers to take a break at Tulsa Tech’s 
facilities. Discussions with Tulsa Tech leaders about 
this arrangement would be bene icial to implementing 
this system.

CONNECTIVITY
As noted previously, there is little interconnectivity 
between uses within the station area.  As a result, the 
large blocks and wide roadways lead to increased 
traf ic speeds on the arterial streets and reduced 
walkability.  However, sidewalks buffered by a 
planting strip do exist along most of the corridor, 
with the exception of the west side of Peoria Avenue, 
south of 36th Street North.  The Osage Prairie Trail 
runs north-south through the station area, providing 
a great opportunity should additional pedestrian 
connections be made.

Finally, an basic analysis of traf ic congestion based 
on Google Map data for the Monday morning peak 
period (8 AM) shows very little congestion within 
the study area, with the minor exception of some 
west bound backs up on 36th Street North at the 
Peoria Avenue intersection.

Transit Stations can successfully meld with new development.

An example of a bus shelter with a modern aesthetic.

The Cultural Trail in Indianapolis links different uses, art, and 
culture in a safe and fun way.
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FIGURE 9:   38TH STREET NORTH STATION AREA TRANSIT GUIDELINES

Key Guidelines
• Locate dedicated, enhanced BRT station in an

accessible place along the Corridor.
• Pedestrian safety island/ mid-block crossing,

signalization, and narrowed lanes to increase
safety.

• Consider adding a multi-use trail to connect
to existing trail south of Mohawk Drive.

TRANSIT GUIDELINES
In this section of Peoria Avenue, narrowing vehicle 
lanes to 10 feet would provide an opportunity to 
install a pedestrian safety island and calm vehicle 
traf ic. Currently, passengers traveling to Comanche 
Park, Tulsa Tech, or the Department of Human 
Services of ice must cross four lanes of traf ic to reach 
their destination.

Introducing an off street multi-use trail would provide 
a direct connection to the off-street trail south of 
Mohawk Drive (3/4 miles south). The Osage Prairie 
Trail runs parallel to Peoria in this area, but does 
not provide direct and safe access to destinations on 
Peoria. 
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URBAN DESIGN

N PEORIA
 AVE

EXISTINGEXISTING

E 36TH ST N

PROPOSEDPROPOSED

N PEORIA AVE
E 36TH ST N

FIGURE 10:   BIRD’S EYE VIEW OF DEVELOPMENT CONCEPT

As of the writing of this report, the Peoria/38th Street  N 
station area is terminus of the BRT route, meaning that 
the buses will turn around to head south somewhere 
in this vicinity.  This provides an opportunity to create 
a true destination that serves both the local population 
as well as those that will have access to the new, reliable 
BRT service. Given the current conditions along Peoria 
and 36th Street North, the public realm—essentially 
everything between the curb line and the property line—
is a blank slate. 

It is imperative as this area is developed to provide 
multiple pedestrian connections to the surrounding 
neighborhoods, as well as bike connections to the Osage 

Prairie Trail. With those enhancements, other elements 
should also be considered, such as new gateways or 
identity signs, consistent trees and landscaping, plazas 
and parks, and opportunities for local art. 

Successful places integrate buildings with public space.
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FIGURE 11:   38TH STREET NORTH STATION AREA URBAN DESIGN GUIDELINES

KEY GUIDELINES
• Consistent wide sidewalks must be 

implemented throughout this station area 
along all streets.

• With development, a new street grid should 
be created to break up the large tracts of 
property and connect different uses.

• Consider creating a new public gathering 
space or plaza within the primary 
redevelopment parcel on the northwest 
corner of Peoria and 36th Street.

• Encourage street trees in the median and 
along all streets and parking lots.

URBAN DESIGN GUIDELINES
The concept shown for this station area implies that 
a high level of attention be paid to to public spaces—
streetscapes, plazas, and gathering areas—in addition 
to the amenities provided around the actual BRT 
station. Much like the conditions at Pine and Peoria, 
the existing environment currently fosters high speed 
automobile traf ic, which is at odds with the type of 
town center redevelopment and high-quality urban 
design character envisioned. To reach this vision, a 
higher set of expectations and standards will need to 
be upheld. 
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FIGURE 12:  38TH STREET NORTH STATION AREA ZONING MAP

EXISTING ZONING
As shown in Figure 12 the Comanche Park property 
is zoned RM-1 (Residential Multi-Family). The 
undeveloped southeast corner of the East 36th Street 
North and Peoria Avenue intersection is currently 
classi ied in the AG (Agricultural) district, however 
rezoning of this area is anticipated to accommodate 
envisioned long-term land use plans.  Note that 
updates to the area’s zoning are currently underway 
in response to recent land use policy decisions 
(depicted in Figure 13).

The other three corners of that intersection and the 
west side of Peoria Avenue to the north are zoned CS 
(Commercial Shopping) which can accommodate a 
wide range of land uses.  The far southwest portion of 
the study area is zoned for lower-density residential 
use (RS-3) which is also inconsistent with both 
current and planned land uses.

TRANSIT-SUPPORTIVE ZONING
The Comprehensive Plan envisions that the 38th 
Street North station area will someday transition into 
a more densely developed, mixed-use town center 
area, which would be very supportive of the transit-
oriented development goals of the BRT route. 

Realization of this vision could be aided by several 
actions, including rezonings and requiring a more 
connected street and sidewalk network as the area 
redevelops. This report recommends that the city 
promote or at least support a handful of key zoning 
considerations highlighted for this station area, as 
depicted in Figure 13.

KEY CONSIDERATIONS
• MX-U (“urban” character) zoning at the 36th 

Street North and Peoria Avenue intersection;
• MX-V (“variable” character) zoning along the 

stretch of Peoria north of that intersection;
• MX-V (“variable” character) zoning along 

36th Street North west of the Peoria Avenue 
intersection; and

• MX or higher-density RM zoning for the 
Comanche Park site.

ZONING
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Zoning can help to ensure a more predictable urban form.
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FIGURE 13:   38TH STREET NORTH & PEORIA AVENUE STATION AREA PROPOSED ZONING
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KEY MARKET CHARACTERISTICS
• Population is projected to continue to

increase modestly, after earlier declines.
• Majority minority neighborhood, with about

80% non-white population.
• Median household income is lowest among

the seven station areas.
• Average age is younger and household size is

larger, a re lection of households and families
at earlier stages of development. Many
households consist of young families and
single parents with kids.

• Educational attainment is among the lowest
of the seven station areas.

• The majority of residents rent their homes.
• Households shop for discounts and value,

primarily at big-box stores, and therefore
do most of their shopping outside of the
neighborhood.

MARKET CONDITIONS
The 38th Street North and Peoria Avenue station 
area is challenging from a market perspective. Low 
population density and income levels limit the existing 
market demand by residents. Still, the neighborhood 
population has increased modestly in recent years after 
earlier population declines.  The very small number 
of business establishments includes primarily social 
services and educational institutions. With only a 
handful of retail businesses, about half of available 
spending leaks outside the neighborhood.

Economic development for this station area will 
involve establishing a commercial node associated 
with new residential and employment uses at a point 
on the corridor where such activity has not grown 
organically. The implementation of BRT service will 
modestly aid this effort (primarily by generating 
trips), but demand for supportable development will 
need to grow over time.

ECONOMIC DEVELOPMENT
STATION AREA STRATEGIES
Consumer demand around this station area is small at 
this point, so commercial development should build 
incrementally, with three sequential strategies: 

1. Activation. Initial projects for the 36th to 38th
Street areas should aim to generate foot traf ic and
activity, rather than “customers,” per se.

2. Catalytic development. Once initial
programming has stimulated some activity, a
catalytic development project can establish a bricks-
and-mortar anchor point around which future
development can grow.

3. Resident and student amenities. As commercial
activity in the station area takes root and matures,
this long-term strategy provides a limited
assortment of products and services to address
the convenience needs of residents and Tulsa Tech
students and staff.

Commercial development ramp-up will be 
slow because a station area economy must be 
established. A catalytic development, such as an 
incubator or maker-space connected to Tulsa 
Tech, would lead to home-grown business and 
jobs development. As demand can support it, new 
convenience-based retail will provide for lower-
wage employment opportunities.

A mini free library
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OPPORTUNITIES AND BARRIERS

• Tulsa Tech students and staff offer an expanded
customer pool to the limited buying power in
nearby residential neighborhoods.

• Additional residential and commercial density at
the station area (led by the catalytic project) will
bolster support for future retail amenities.

• Tulsa Tech could play a development partner role
in expanding nearby amenities.

• Current barriers relate primarily to the formative
market, which is expected to grow incrementally
over the next ive years.

RECOMMENDATIONS
Building an economy around the station area that 
includes retail will require incremental initial activities 
which may not, on their own, be “commercial” in 
nature. But they can set the stage for a catalytic project 
and more substantial future development.

• Organize temporary and “pop-up” activities on
under-used parcels around the station area, such as:

» Farmer’s market
» Community garden
» Station-area vending
» Temporary health screening clinic

• Create interactive installations, such as:

» “Paint-by-number” murals: Install shipping
containers in a pop-up “park” where residents
become the artists and paint murals on the
sides of the containers.

• Install interactive features at the BRT stop to make
the waiting (and the BRT experience) fun, and to
give people a reason to come, such as bubble-wrap
squares based on wait times or a mini free library.

• Initiate a catalytic development project. (A
schematic pro forma is included in the appendix.)

• Establish a community land trust, which can help
to give the community more direct in luence
over future development through greater local
land use control, and help to mitigate future
displacement issues as land values rise.

• Plan for long-term business development to
serve the needs of area residents and Tulsa Tech.

“Paint by number” murals

Bubble Wrap squares

PRIMARY CUSTOMERS

• Station area residents

• Tulsa Tech students
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The Pine Street and Peoria Avenue station area is located 
just north of US Highway 75 (Cherokee Expressway), in 
an area generally encompassed by the Dunbar, Seminole 
Hills, Cherokee, and Lansing neighborhoods.

PINE STREET & PEORIA AVENUE

North of Highway 75, the station area is covered 
under the Unity Heritage Neighborhoods Plan, and 
by the Crutch ield Neighborhood Plan south of the 
highway.  With direct access to the highway, Pine 
Street is a critical east-west thoroughfare, and the 
major access point for non-residential development in 
the area.  

As seen in the station area analysis map (Figure 14), 
there is a broad diversity of land uses within a half-
mile radius of the station area, which can also vary 
signi icantly in form and character between one 
quadrant and the next.  The single-family residential 
areas north of Pine Street comprise the heart of 
the surrounding community.  Within the Dunbar 
neighborhood, located in the northwest quadrant, a 
number of vacant homes and properties exist, though 
some in ill development and rehabilitation work has 
been noted recently.  

There is a strong core of community resources and 
institutions, but they are generally spread throughout 
the study area, with the Lacy Community Center in 
the northwest quadrant, Booker T. Washington High 
School to the northeast, and the Morton Health Center,  
Hutcherson YMCA, Rudisill Regional Library, and 
Carver Middle School to the west/southwest.  As a 
result, pedestrian activity is high – especially among 
area youth – with many residents traveling between 
these resources.  

The southwest quadrant features a number of larger 
institutional uses – including the Morton Health 
Center, medical of ices, and light manufacturing 
businesses as part of the Lansing Business Park.

The western corners of the primary intersection are 
currently vacant, while the eastern quadrants are 
occupied by a fast food restaurant and a gas station/
convenience store.  Seminole Hills Shopping Center – 
an important grocery-anchored retail center is located 
at the rear of the gas station to the northeast.   

Southeast of Cherokee Expressway, the station area 
is de ined by larger scale industrial developments, 
with a small pocket of single-family residential with 
notable disinvestment.  

Peoria Avenue has been improved within the 
immediate station area with wide, properly buffered 
sidewalks, a dual purpose trail, upgraded bus facilities, 
and some planted median dividers in places.  Peoria 
Avenue is roughly 68 feet wide with two lanes in each 
direction at Pine Street.  In spite of the streetscape 
enhancements along this portion of the corridor, 
the width of the road and proximity to highway on/
off ramps results in fast moving traf ic and elevated 
roadway noise levels.  

Looking North on Peoria Avenue – just south of Reading Street 



III. STATION AREAS 33

DRAFT – PEORIA AVENUE BRT LAND USE FRAMEWORK

EXISTING SALVAGE YARD(S) 
PRESENTS CONFLICTS WITH 
NEIGHBORHOOD CENTER 
DESIGNATION

INFILL OPPORTUNITIES 
EXIST THROUGHOUT AREA 
NORTHWEST OF THE PINE 
STREET & PEORIA AVENUE 
INTERSECTION

FRONTAGE / 
OUTLOT CAPACITY

REDEVELOPMENT 
OPPORTUNITIES EXIST AT 
SHOPPING CENTER DUE TO 
EXISTING BUILDING VACANCIES

EXISTING INDUSTRIAL LAND USES 
PRESENT CONFLICTS WITH TOWN 
CENTER DESIGNATION

BUSY INTERSECTION AND 
OVERPASS POSE PEDESTRIAN 
BARRIERS

0’ 400’ 800’
N O R T H

HUTCHERSON
YMCA

COMMUNITY FOOD 
BANK OF EASTERN 

OKLAHOMA

MORTON 
HEALTH 
CENTER

MORNING 
STAR BAPTIST 

CHURCH

O
SA

GE
 P

RA
IR

IE
 T

RA
IL

O
SA

GE
 P

RA
IR

IE
 T

RA
IL

SEMINOLE 
HILLS 

SHOPPING 
CENTER

NEW SENIOR 
HOUSING 

DEVELOPMENT 
(IN PROGRESS)

CARVER 
MIDDLE 
SCHOOL

LACY 
COMMUNITY 

CENTER

E PINE ST.

MMMOMOMOOOOOMOMORRRRRRRRMOMOOOOOORMORMMOMOOOOOOO NINNIN NNNNNNNNINNINNINNINGGGGGGGGGGG
E PINE ST.

PE
O

RI
A 

AV
EN

UE
PE

O
RI

A 
AV

EN
UE

CHEROKEE EXPRESSWAY

RUDISILL 
REGIONAL 
LIBARARY

DOWNTOWN CORE

WATER BODY

ARKANSAS RIVER 
CORRIDOR

BUSY INTERSECTION

DEVELOPMENT 
OPPORTUNITY SITE VACANT BUILDING

POLICY - LAND USE 
CONFLICT

NEIGHBORHOOD 
CENTER

REGIONAL CENTER

TOWN CENTER

DOWNTOWN  
NEIGHBORHOOD

EXISTING RESIDENTIAL 
NEIGHBORHOOD

MIXED-USE CORRIDOR

MAIN STREET

NEW RESIDENTIAL 
NEIGHBORHOOD

EMPLOYMENT

LEGEND

TRAIL

PEDESTRIAN BARRIER

PARKS & OPEN SPACE

FIGURE 14:   PINE STREET & PEORIA AVENUE STATION AREA ANALYSIS MAP
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FIGURE 15:   PINE STREET & PEORIA AVENUE STATION AREA DEVELOPMENT CONCEPT
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The following information describes some of the 
practical considerations for developing future plans and 
land use strategies within the Pine Street Station Area. 

ENVISIONED LAND USE
The Unity Neighborhoods Plan, adopted in 2016, seeks 
to promote a more neighborhood-focused approach to 
future commercial development.  As part of this vision, 
there may be potential to redevelop the Seminole 
Hills Shopping Center with a wider range of uses and 
provide a better connection to the new senior housing 

LAND USE & DEVELOPMENT
development to the east.  This includes potential 
mixed-use in ill development along the Peoria Avenue 
frontage, reuse of the vacant building as of ice space, 
and redeveloping the four corners of the Pine/Peoria 
intersection with a more traditional urban form and 
neighborhood-serving uses. 

Currently, the areas southeast of the Cherokee 
Expressway are envisioned as having a ‘Town Center’ 
character, which would require a major conversion 
from their current use.  With the highway acting as a 
signi icant barrier between this area and the planned 
BRT station, the potential for redevelopment to occur 
as envisioned may prove to be an on-going challenge.

1 to 2 story offi ce
24k SF total

3 story mixed-use, retail 1st fl oor 
and offi ce upper stories

Reuse vacant building as offi ce 
and new overfl ow parking along 
Reading Street

1 story signature retail or 
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FIGURE 16:   PINE STREET STATION AREA DEVELOPMENT GUIDELINES

KEY GUIDELINES
• In ill buildings closer to the Peoria frontage

to create a consistent “street wall”.
• Provide parking behind or within buildings.
• Encourage taller mixed-use development,

instead of single-use, single-story buildings.
• Encourage high quality architecture and

materials that contribute to creating a
destination town center.

DEVELOPMENT GUIDELINES
Currently, this station area functions more as a 
suburban retail environment than one that would 
be considered a ‘Town Center,’ with Peoria acting as 
a high-speed arterial roadway and the development 
pattern focused on automobiles instead of a human-
scaled pedestrian environment. Figure 16 below 
illustrates some key guidelines for building location, 
form, appearance, and scale that would allow for the 
envisioned transformation to occur.  
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TRANSIT & CONNECTIVITY

ROADWAY DESIGN CONSIDERATIONS
Peoria is 80 feet at Pine Street with six 12-foot lanes 
at the intersection and a narrow center median.

BRT STATION CONSIDERATIONS
There are crosswalks at the primary intersection, 
however they are faded and no other pedestrian 
signage is evident. There is an existing bus pull-in in the 
northbound lane of Peoria Ave, but not in the southbound 
direction.  The area adjacent to the southbound existing 
bus stop is seemingly vacant, non-residential land, which 
could provide suf icient ROW for a similar bus pull-in. 
Since there is traf ic in the southbound lane north of Pine 
Street, a far side station may be bene icial.

CONNECTIVITY
Pedestrian travel is common in this station area, and 
is somewhat facilitated by public realm enhancements 
and a more typical rectangular block layout.  However, 
block sizes vary greatly within a ½ mile radius of the 
station, with a general size range between 325x325 
feet to 900x325 feet.  As previously noted, the Cherokee 
Expressway creates a major disruption in the street 
layout as most streets on either side do not connect, 
and those that do have been noted as being extremely 
uncomfortable for pedestrians.  This decreases 
walkability for those traveling from north to south and 
severely limits connectivity between the southeast area 
and planned BRT stations.

The 222 Bus runs along Pine Street, and provides an 
important opportunity for transit interconnectivity 
with the future BRT route along Peoria Avenue. 

Due to the proximity of the highway and importance of 
Pine as an east-west connection, somewhat higher levels 
of traf ic congestion have been noted within the station 
area than other parts of the corridor.  Speci ically, the 
southbound leg of Peoria Avenue just north of Pine, and 
heading eastbound on Pine just west of Peoria Avenue.  
These observations are based on Google Map data for 
the Monday morning peak period (8 AM).

Transit stations should be combined with other modes of 
transportation to create a more robust transit network.

An example of a well-marked crossing with a landscaped 
pedestrian refuge/median.
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FIGURE 17:   PINE STREET STREET TRANSIT GUIDELINES

Key Guidelines
• Consider mimicking the existing bus shelter

on the southbound side to contribute to a
uni ied sense of place.

• Locate BRT Station at existing station.
• Implement a road diet, pedestrian refuge

island, and vegetated median.
• Encourage enhanced off-street multi-use trail

and shared bike lanes.
• Consider bike share stations in this area.

TRANSIT GUIDELINES
The GO Plan recommends a four-lane to three-lane 
road diet from Pine Street to 15th Street. Traf ic 
volumes do not exceed 15,000 vehicles per day and 
a road-diet is the only way to accommodate cyclists. 
Speci ically, the plan proposes a bike lane south of 
Pine Street as well as a priority shared lane/ sharrow 
on Pine Street. Colored bike lanes and markings 
should extend into the intersection to lead cyclists and 
increase safety. The off-street multi-use trail would 
bene it from branding and signage. 
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URBAN DESIGN

N PEORIA AVE
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The vision for the Pine Street station area depicts a highly 
amenitized, well-connected streetscape, including new 
lighting with banners, landscaped medians, street trees 
in  lawn parkways, a plaza with public art adjacent to the 
existing bus shelter, and wide sidewalks with benches, 
bike racks, and outdoor dining. This vision aims to 
change the existing auto-oriented environment into one 
that is built at a human scale, one that recognizes that the 
physical dimensions need to change in order for this to 
become a walkable town center. 

The conceptual level of the vision allows the community 
to create a unique set of details and elements that 
relate speci ically to the Pine Street station area and 
surrounding neighborhoods. These elements may include 
the type of paving used throughout the area, gateway 
and way inding signs, branded banners, consistent site 
furniture, and other elements such as bollards, movable 
planters, and bike racks. The imagery shown, along with 
the guidelines illustrate the character often found in 
walkable town centers and mixed-use districts. 

EXISTINGEXISTING PROPOSEDPROPOSED

FIGURE 18: PINE STREET STATION AREA DEVELOPMENT VISION

Above:  examples of the preferred character for the Pine Street 
Station Area.
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FIGURE 19:   PINE STREET STATION AREA URBAN DESIGN GUIDELINES

KEY GUIDELINES
• Encourage public spaces, such as plazas or

parks, adjacent to the existing bus stop and
between buildings.

• Build upon the unique character established
with bus shelter and gateway sign to create
identity for the Pine Street station area.

• Tap into the local artist community to add a
sense of place.

• Enhance streetscapes with wide sidewalks,
street trees, and consistent lighting and
furniture throughout the area.

URBAN DESIGN GUIDELINES
Upgrading the urban design elements in the Pine Street 
station area will help transform this area into a more 
walkable place, as opposed to one that motorists drive 
past. These guidelines help create a safer environment 
for the high number of pedestrians in the area, as 
well as increase the curb appeal of the public realm 
particularly along the primary street frontages of 
Peoria and Pine. 
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FIGURE 20:  PINE STREET STATION AREA ZONING MAP

EXISTING ZONING
IM (Industrial-Medium zoning is in place at the 
southeast corner of the Pine and Peoria intersection, 
where the fast food restaurant currently sits. The 
gas station property at the northeast corner is zoned 
CH (Commercial High, while the shopping center 
property to the rear of the gas station site is zoned CS 
(Commercial Shopping. The vacant northwest and 
southwest corners of the Pine and Peoria intersection 
are also zoned CS. 

The residential neighborhood that lies on the west 
side of Peoria north of Pine Street is zoned RS-4 
(Residential Single-Family. The area behind the 
shopping center to the west and northwest is zoned 
RM-1. Light Industrial (IL zoning exists to the 
southwest along with some additional RM-1 zoning 
along both sides of the Cherokee Expressway.

TRANSIT-SUPPORTIVE ZONING
As a way to ensure consistency with PlaniTulsa, 
recognize the Unity Heritage Neighborhoods Plan 
and support the BRT investment, several zoning 
actions should be considered.

ZONING RECOMMENDATIONS
• MX-U (“urban” character) zoning at the Pine

Street and Peoria Avenue intersection;
• MX-U (“urban” character) zoning along the

east side of Peoria north of that intersection,
including the outlot parcels in the Seminole
Hills Shopping Center;

• MX-U (“urban” character) zoning along both
sides of Pine Street emanating from the Pine
and Peoria intersection; and

• Review of the need and appropriateness of
industrial zoning around the Morton Health
Center site, with consideration given to more
neighborhood-supportive classi ications.

ZONING
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The MX Districts promote multi-story buildings with integrated, 
internal parking.
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FIGURE 21:   PINE STREET & PEORIA AVENUE STATION AREA PROPOSED ZONING
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MARKET CONDITIONS
The Pine Street station area has a smaller population 
than many other station areas.  However the average 
household size is larger than the city’s average, with 
most households renting versus owning their homes.  
A low number of households (combined with low 
incomes) means total buying power is modest (about 
$8 million). But, because the neighborhood contains a 
number of fast-food and convenience-type businesses, 
there is an overall sales surplus, indicating spending 
capture from people outside the station area. 

STATION AREA STRATEGIES
Several anchor businesses and institutions, 
particularly those related to food and health, provide 
a basis for future development in the neighborhood 
and around the BRT station itself. The Morton Health 
Center and the YMCA provide a “health” orientation 
to the neighborhood. The Gateway Market, 
Community Food Bank, and, to a less positive 
degree, several fast-food franchises, establish a food 
presence in the neighborhood.

1. Food. A Food strategy grows the role of food sales
and food service in the Pine and Peoria station area. A
food strategy can expand the neighborhood’s economy
and choices through multiple channels, including food
production, manufacturing, sales of unprepared foods
(groceries), prepared foods, and restaurant dining.

2. Health and Wellness. The Health and Wellness
strategy leverages the Morton Health Center
and the YMCA as anchor institutions to support
complementary commercial development in this
station area. Health and Wellness includes medical,
professional, recreational, and retail uses that
improve people’s wellbeing.

ECONOMIC DEVELOPMENT KEY MARKET CHARACTERISTICS
• The neighborhood population is stable to

growing very modestly, but not as fast as the
city overall.

• Household size is larger and median age
is very young, at 25 years old, indicating
households at a formative stage. Most are
single or single parents.

• Most households are renters.
• Commercial uses consist primarily of institutions

(churches, healthcare, housing services).
• Fast-food (both chain and independent) make

up the largest cluster of retail-type businesses,
with liquor, beauty supplies, and hair salons
also part of the mix.

• While there is an overall sales surplus for
the neighborhood, most consumer goods
purchases (e.g., “General Merchandise”) are
made outside the neighborhood.

OPPORTUNITIES AND BARRIERS

• A food strategy can create jobs and employment,
in addition to increasing (and improving) options
for consumers.

• In addition to broadening the economic impact
of the Morton Health Center, the Health and
Wellness strategy also serves the senior housing
currently being developed behind Seminole Hills
Shopping Center.

• The Health and Wellness strategy complements
the Food strategy (and related business
development) by connecting health-consciousness
with new, healthful, quick-service food options.

• Many of the types of projects that advance these
two strategies are fundable (they are attractive
to foundations focused on food access, health,
and entrepreneurship), they are “green”, they
create jobs, and they can be developed into more
commercially-sustainable businesses later.
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• Vehicular con licts between Expressway pass-
through traf ic and pedestrians/BRT users 
will present challenges for where business 
development is feasible.

• Retail development on the south side of the 
Expressway is not currently practical for 
pedestrian and BRT connectivity.

RECOMMENDATIONS
The following recommendations are designed to 
incrementally shift the commercial focus around the 
station area toward the Food and Health and Wellness 
strategies. Non-commercial initial projects set up a 
platform for later investment in business enterprises.

• Make food production a visible part of the station 
area’s character. For example:

 » Establish a community garden on a vacant parcel, 
where residents participate in growing healthy 
food and can bring it home to feed their families.

 » Plant a “public orchard” as a park, where 
anyone can pick their own food.

• Make physical movement and activity a part of the 
station area. For example:

 » Build a “parkour” around the BRT stop, 
with low-impact workout stations that 
help to incorporate exercise into people’s 
everyday lives. (The YMCA may be a potential 
development partner.)

 » Incorporate an activity into the station design 
itself, such as a swing.

• Plan for a catalytic project connected to the 
Food strategy, such as a food-business incubator. 
For example, La Cocina in San Francisco was 
established to cultivate food entrepreneurs among 
low-income women by providing affordable 
commercial kitchen space (lacocinasf.org).

• Attract healthier quick-service restaurant options:

 » Independent restaurants offering healthy 
options. (This could include entrepreneurs 
who start off in the food-business incubator.)

 » Attract chains or franchises that offer 
healthier options than traditional fast-food 
(e.g., Panera, Sweet Green, Chop’t, Zoe’s 
Kitchen, and many others).

PRIMARY CUSTOMERS

• Neighborhood residents and students

• Pass-through drivers entering or exiting the 
Expressway

• Clients of the Morton Health Center and YMCA

A bus stop incorporates a swing as simple, but unique 
placemaking element the helps support healthy, active lifestyles.

La Cocina, San Francisco
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Looking north on Peoria Avenue near 8th Street.

The 11th Street station area site is located at the heart of the 
Peoria Avenue corridor, at a critical juncture point between 
Downtown Tulsa and the immediate neighborhoods to the east. 

11TH STREET & PEORIA AVENUE

The station area sits right in the middle of the area 
covered under the 6th Street In ill Plan (to the north) 
and Utica Midtown Corridor Plan (to the southeast).  
For the most part, the station area is de ined by 
traditional urban neighborhoods, including the Pearl 
District, Tracy Park, and Forest Orchard (see Figure 
22).  These neighborhoods are anchored by a set of 
important mixed-use corridors on 6th Street, 11th 
Street (Route 66), and 15th Street (Cherry Street) 
respectively.  The far west edge of the station area 
includes portions of Tulsa’s central business district, 
however the Broken Arrow Expressway generally 
separates it from the Peoria Avenue corridor. 

The west side of Peoria Avenue between East 6th 
Street and East 11th Street is bordered by large 
expanses of park and open space (Centennial Park, 
Oaklawn Cemetery, and Tracy Park), along with some 
of ice uses and an on-going townhome development 
(The Village at Central Park).  The east side of Peoria 
Avenue at this location is lined by a mix of retail, 
service, and of ice uses, including some auto-oriented 
service businesses. 

6th Street to the east, is an emerging area of 
storefront retail uses, with some vestiges of the area’s 
industrial and service uses remaining.  11th Street 
(historic Route 66) to the east of Peoria also shows 
signs of an area in transition from more auto-oriented 
service uses to retail and other commercial uses.  The 
residential areas between these two corridors have 
begun to revitalize in recent years, though a number 
of vacant and run-down properties do provide 
additional opportunities for redevelopment.  

The southeast quadrant of the study area – generally 
located between 11th Street and the Broken 
Arrow Expressway – features a slightly denser mix 
of residential building types, including a larger 
proportion of modest, stand-alone, multi-family 
developments.  The Hillcrest Hospital complex sits at 
the eastern edge of the residential area, and serves as 
a major institutional use and employment center. 

Near the station area, Peoria Avenue is generally 
45 feet wide, with two lanes in each direction at 
11th Street.  Sidewalks and some pedestrian safety 
enhancements exist in certain locations, but are 
notably absent in others.  Furthermore, most of 
the buildings fronting Peoria Avenue are located 
much closer to the street than in other station areas, 
bringing cars and pedestrians into close proximity.  
A lack of proper sidewalk buffers, combined with 
fast moving traf ic, and speci ic line-of-site issues 
has resulted in elevated pedestrian-car con licts 
in the immediate area.  The 11th Street and Peoria 
intersection was speci ically noted as a problem spot 
during public participation efforts. 
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FIGURE 22:   11TH STREET & PEORIA AVENUE STATION AREA ANALYSIS MAP
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FIGURE 23:   11TH STREET & PEORIA AVENUE STATION AREA DEVELOPMENT CONCEPT

The following information describes some of the practical 
considerations for developing future plans and land use 
strategies within the 11th Street station area. 

ENVISIONED LAND USE
The current land use pattern of the 11th Street 
station area generally conforms with its envisioned 
long-range land use character.  However, in order to 
ful ill the vision, increased density and an emphasis 
on mixed-use development—speci ically along the 
primary corridors—is recommended.  
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The 11th Street station area is envisioned as a denser, mixed-use, 
walkable district.
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FIGURE 24:   11TH STREET STATION AREA DEVELOPMENT GUIDELINES

KEY GUIDELINES
• Buildings should front Peoria with 

setbacks that are consistent with existing 
development.

• New development should include some form 
of active or activity-generating use.

• Provide parking behind or in line with 
buildings, as opposed to in front.

• Respect the local neighborhood character, 
but encourage higher density development 
adjacent to BRT stations.

DEVELOPMENT GUIDELINES
In order to match the envisioned character of the 11th 
Street station area, new development should generally 
follow the scale and disposition of the existing building 
fabric.   New development will mostly occur on in ill 
sites where land constraints will impact building size, 
however opportunities to increase density within the 
immediate station area should be pursued where larger 
development sites exist.  In all cases, new development 
should front Peoria Avenue and provide active ground 
loor uses to help link important commercial districts 

on 6th and 11th Streets, and potentially connecting to 
15th Street.
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TRANSIT & CONNECTIVITY

ROADWAY DESIGN CONSIDERATIONS
Peoria Avenue is 45 feet with two lanes in each 
direction at 11th Street.

BRT STATION CONSIDERATIONS
As Peoria Avenue is much narrower here than along 
the rest of the route, it appears somewhat safer 
for pedestrians to cross the roadway.  However, 
the inclusion of pedestrian infrastructure near the 
future station will still be important.  In addition, 
since the ROW is narrower here, there may need to 
be considerations for BRT station design that are 
different than the wider intersections.

CONNECTIVITY
The 11th Street station area has a minimally interrupted 
street grid within the east side residential areas, with 
typical blocks around 330x445 feet.  However, major 
impediments to pedestrian movement exist as a result 
of Highways 51 and 64 to the south and Highway 75 to 
the west.  These disruptions in connectivity are a notable 
concern due to the centralized location of the study area 
and the importance of fostering walkable urbanism as 
a development strategy.  Improvements that mitigate 
discomfort when traveling over or under highways, and 
along major arterial roadways (such as Peoria Avenue) 
should be considered an essential part of any future 
redevelopment plans.

This station area is also vitally important in the larger 
scheme of Tulsa’s transit system as there are a number 
of bus routes that connect within the area.  Speci ically 
the 112 and 222 Routes on 6th Street, and the 111 
Route on 11th.  In addition, a second BRT route is 
planned along 11th Sreet, making the 11th Street and 
Peoria Avenue intersection a critical juncture.  Further, 
recent plans have proposed a recon iguration of 11th 
Street to become a single vehicular lane, with a bike 
lane, in each direction, changing the transportation 
dynamic of this prime intersection.

Google Map data for the Monday morning peak period (8 
AM) shows very little congestion within the immediate 
context of the primary intersection which may change 
with the proposed 11th Street recon iguration.

Example of a transit station integrated with a private outdoor 
seating area.

Implementing a road diet would allow for a dedicated bike lane on Peoria Avenue in this station area.
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FIGURE 25:   11TH STREET STATION AREA TRANSIT GUIDELINES

Key Guidelines
• Dedicated, enhanced BRT station utilizing 

the existing corner service station as a major 
BRT transfer point.

• Consider implementing a four-lane to three-
lane road diet.

• Add dedicated bike lanes to meet GoPlan 
objectives.

TRANSIT GUIDELINES
This enhanced BRT station hub could provide an 
enhanced experience for both transit users and 
pedestrians in an area with large setbacks and open 
space.

The GO Plan recommends a four-lane to three-lane 
road diet at 11th Street to accommodate cyclists. A 
bike lane on Peoria Avenue ranked within the top 10 
projects for prioritization in the GO Plan.
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URBAN DESIGN

11TH ST

S PEORIA AVE OAKLAWN 
CEMETARY

The 11th Street station area differs greatly from the 
other station areas along the proposed BRT route. The 
urban form is more traditional and intact, providing a 
framework for establishing denser, more intense mixed-
use development. With that comes the opportunity to 
provide an extra layer of detail to the public realm that 
contributes to the envisioned mixed-use district and ties 
into the evolving neighborhood in a way that solidi ies 
its brand and identity. A major challenge is how to 
successfully deal with narrow sidewalk conditions to 
make the area safer for pedestrians. 

The urban design vision proposes BRT transfer stations 
at the northeast and southwest corners of 11th and 

Peoria. Both areas provide opportunities to create 
unique plaza spaces for this intersection complete with 
landscaping, seating, special paving, and a potential for 
small developments that would serve pedestrians in 
the area and those riding the BRT.

EXISTINGEXISTING

PROPOSEDPROPOSED

11TH ST

S PEORIA AVE

OAKLAWN 
CEMETARY

FIGURE 26: 11TH STREET STATION AREA DEVELOPMENT VISION

The vision depicts that Tracy Park will be activated near the 
intersection of Peoria Avenue and 11th Street.

PLAZA
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FIGURE 27:   11TH STREET STATION AREA URBAN DESIGN GUIDELINES

KEY GUIDELINES
• Provide street trees in tree grates where 

possible to create continuity.
• Consider redesigning Tracy Park to better 

activate it and make it a draw for the area.
• Maximize sidewalk widths or or provide 

slight setbacks to create a more comfortable 
pedestrian environment and allow for 
outdoor activities.

• Consider developing a corner plaza on the 
northeast corner of 11th and Peoria.

• Reinforce the brand of the area with identity 
signage on light poles and custom way inding. 

• Consider a major gateway sign over 11th as 
an entrance to the neighborhood.

URBAN DESIGN GUIDELINES
The sidewalks throughout the 11th Street station 
area are generally narrow; trees in tree grates will 
need to be strategically placed, where feasible. As a 
result, the details of the other elements are important 
to upgrade the existing physical environment. These 
include pavers or varied materials at corners and 
crosswalks, site furniture, new lighting (both roadway 
and pedestrian-scaled), way inding and identity 
signage, and benches and bike racks. Outdoor dining 
is also strongly encouraged throughout this district 
where sidewalk width and plaza space is available or 
can be introduced. 
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FIGURE 28: 11TH STREET STATION AREA ZONING MAP

EXISTING ZONING
Zoning in the area is mixed, with CH (Commercial-
High) as the dominant zoning along the east side of 
Peoria Avenue between East 11th and East 6th, and 
along both sides of Peoria south of East 11th Street. 
CH is also in place along the west side of Peoria north 
of East 6th street.  Downtown Tulsa, located west 
of the Cherokee Expressway is zoned CBD (Central 
Business District).  Form-based zoning (MPD-FBC) is 
applied along the west side of Peoria Avenue between 
East 11th and East 6th and at the intersection of the 
East 6th and Peoria and the northeast corner of 11th 
and Peoria. The area also contains a signi icant swath 
of IM (Industrial-Moderate) zoning to the northeast 
and east. Residential areas near the station area are 
zoned a mix of single-family and multi-family.

The station area’s current zoning generally conforms 
with current long-term land use plans.  However, 
as the east side areas continue to revitalize, the 
industrial areas north of 6th Street may need to 
be reexamined to assess their compatibility with 
anticipated commercial and residential growth.

ZONING RECOMMENDATIONS
• MX-P (“pedestrian” character) zoning along 

the east side of Peoria north of the 11th 
Street intersection and along both sides of 
East 6th and East 11 Streets to the east of 
Peoria Avenue;

• MX-P (“pedestrian” character) zoning along 
both sides of Peoria between East 11th and 
East 12th Streets; and

• MX-U (“urban” character) zoning along both 
sides of Peoria south of East 12th Street and 
in the area north of Centennial Park east the 
Cherokee Expressway.

ZONING

IMIM

RS-4RS-4OLOL

CHCH

RM-2RM-2
CH

MPDMPD
FBC 1FBC 1

RM-2RM-2

OLOL

CHCH

OHOH

OMHOMH

RS-3RS-3
CHCH

CBDCBD

TRANSIT-SUPPORTIVE ZONING
Located just east of downtown, the 11th Street station 
area is already well-along in the transition into a 
walkable, mixed-use urban neighborhood. Portions 
of this station area appear to be prime candidates for 
application of Tulsa’s new mixed-use zoning, with 
many areas suitable for the most pedestrian-oriented 
(MX-P) classi ications. 

The conversion to an MX-P zoning classifi cation would help 
establish the 11th Street station area as a more pedestrian-
oriented area.
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FIGURE 29:   11TH STREET & PEORIA AVENUE STATION AREA PROPOSED ZONING

MX1-PMX1-P

MX1-UMX1-U

CBDCBD

MX1-UMX1-U MX1-UMX1-U

MX1-PMX1-P

MX1-PMX1-P

MX1-P

MX1-PMX1-P

MX1-PMX1-P

MX1-PMX1-P

MX1-UMX1-U

MX1-UMX1-U

CBDCBD

CBDCBD

CBDCBD

CBDCBD

CBDCBD

CHCH RS-3RS-3

RM-2RM-2

RM-2RM-2

RM-2RM-2

RM-2RM-2

OMHOMH

RM-2RM-2

PKPK

PKPK

OMHOMH

OHOH
OHOH CHCH

OHOH

CHCH

CHCH

IMIM

IMIM

CHCH

CHCH

CSCS
RM-2

OLOL

CHCH

RM-2RRM
RS-4RS-4

RS-4RS-4

RS-4RS-4

RS-4RS-4

RS-4RS-4

IMIM

IMIM

IMIM

CSCS

IMIM

IMIM

IMIM

CHCH

RM-1RM-1

OLOL

MPD-FBC1MPD-FBC1

MPD-FBC1

RS-3RS-3

RS-3

RS-3RS-3

PKPK

E 11TH ST.

E 8TH ST.

E 12TH ST.

E 13TH ST.

E 6TH ST.

E 11TH ST.

BROKEN ARROW EXPRESSWAY

CH
ER

O
KE

E 
EX

PR
ES

SW
AY

PE
O

RI
A 

AV
EN

UE

S FRANKFORT AVENUE

S CINCINNATI AVENUE

S DETROIT AVENUE

S 
UT

IC
A 

AV
EN

UE
S 

UT
IC

A 
AV

EN
UE

PE
O

RI
A 

AV
EN

UE

RRTRACY 
PARK

ELM CREEK 
ANIMAL 

HOSPITAL

CENTRAL 
CENTER

THE HOME 
DEPOT

HILLCREST 
HOSPITAL

11

CENTENNIAL
PARK

TULSA 
TRANSIT

THE VILLAGE AT 
CENTRAL PARK

AMERICAN 
LEGION

OAKLAWN 
CEMETERY

0’ 400’ 800’
N O R T H



III.  STATION AREAS54

DRAFT – PEORIA AVENUE BRT LAND USE FRAMEWORK

MARKET CONDITIONS
The 11th Street and Peoria Avenue station area contains 
a modest-density population with stable to slow growth 
over the past six years. Incomes are modest (about 54% of 
the city’s median income) and most residents are renters. 
The neighborhood attracts sales from outside the station 
area, much of this a function of restaurants and a Home 
Depot store near the half-mile radius boundary (the 
store attracts customers from its own radius of several 
miles). There is an assortment of smaller retail and food 
establishments, while most grocery purchases are made 
elsewhere.  Households are consistent with the city’s 
median age and the median for the US as a whole, and a 
signi icant subset of the population is retired. 

STATION AREA STRATEGIES
The blocks around 11th Street and Peoria Avenue 
already exhibit the characteristics of a traditional 
“Main Street” economy for a neighborhood 
commercial district. The eclectic mix of businesses 
includes auto sales and repair, appliance sales and 
repair, home furnishings (including vintage, ine 
art, and garden supplies), pet care, restaurants, and 
medical of ices. And the district also hosts an iconic 
Route 66 marker. Signi icant vacancies in traditional 
storefronts, as well as select vacant parcels, indicate 
that demand for commercial space is soft. Still, the 
station area shows the signs of storefront renovations 
and revitalization potential.

1. Home furnishings. A small cluster of new and used 
home furnishings has developed organically around 
11th and Peoria. Pursuing Home Furnishings as a 
deliberate economic development strategy can grow 
this cluster into a destination for people interested in 
the quirky, vintage, unusual, or the artisanal.

2. Convenience Retail. A few of the business 
components for Main Street Convenience Retail are 
already in place, including restaurants, pet care, and 
personal care. The Convenience Retail strategy aims 
to ill in missing components to create a more full-
service district.

KEY MARKET CHARACTERISTICS
• The household size is smaller than the city’s, 

with more single-person households than 
other station areas.

• Most residents are renters; vacancies are higher 
than most other station area neighborhoods.

• The station area contains about 573 
businesses, of which approximately 85 
are retail, retail services, restaurants, or 
drinking establishments. Restaurants include 
primarily take-out, fast-food, and coffee; 
smaller retailers include apparel, vision, auto 
parts and repair, and housewares.

• There is a signi icant overall sales surplus 
in the station area, much of which can be 
attributed to Home Depot and the abundance 
of nearby eating and drinking establishments.

• Take-out and quick-service eating 
establishments re lect the lifestyles of 
household types in this station area, who 
tend to eat on the run.

• Grocery purchases are largely made elsewhere.
• General Merchandise purchases, the kind of 

consumer goods often bought at discount 
department stores, are made outside the 
station area.

ECONOMIC DEVELOPMENT

A home furnishings cluster can be further developed in the 11th 
Street station area.
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OPPORTUNITIES AND BARRIERS

• A home furnishings cluster has emerged in 
this station area, somewhat atypically for a 
neighborhood comprised largely of renters with 
modest incomes. The opportunity here is to 
grow the moderate and lower-price-point end 
of this sector, including quality used and vintage 
furnishings and creative new furnishings.

• The vintage and artisanal aspects of the existing 
home furnishings businesses connect well with 
the station area’s Route 66 heritage.

• The Route 66 designation and landmark Meadow 
Gold sign will continue to bring a steady trickle 
of visitors throughout the year. The Home 
Furnishings strategy and the Convenience Retail 
strategy can bene it from Route 66 tourists by 
providing reasons for them to stop and stroll or 
have a bite at a neighborhood eatery.

• The station area already has attractive 
architectural features. As residential in ill is 
established, it will generate additional consumer 
demand to support more of the Convenience 
Retail cluster.

• Auto sales and repair uses present obstacles to 
creating a pedestrian-oriented, traditional retail 
district. In the short term, these businesses can 
address the street with better landscaping and 
amenities. Over the long-term, the sites located 
within the immediate vicinity of the transfer 
station should be redeveloped with more 
compatible density and street orientation.

RECOMMENDATIONS
Moving the economy forward in this district through 
incremental investments can set the stage for more 
larger development projects. Larger investments 
in the build-out of a full-service neighborhood (or 
station area) usually follow the improvement of 
traditional assets already present, and the growth of 
independent businesses.

• Establish a commercial district management 
program to bring focus to business assistance, 
marketing, and beauti ication.

• Reinforce the historic Route 66 association by 
encouraging storefront designs consistent with 
the early car-travel era.

• Offer façade grants to improve traditional 
storefronts. Prioritize the façade grants to target 
businesses connected to the Home Furnishings 
and Convenience Retail strategies.

• Create pop-up stores in vacant storefronts 
to allow entrepreneurs to test their business 
concepts – and help to build foot traf ic in the 
station area.

• Crowdsource a capital fund to make investments 
in new station area businesses.

• Help an existing home furnishings store expand 
to establish a café inside or adjacent to the 
furniture business.

Job creation will center primarily around new retail 
development and the development of independent 
businesses serving the home furnishings and Route 
66 visitor markets. As land use evolves in the future 
and some light-industrial and auto-repair businesses 
are redeveloped as residential and retail, it may result 
in the loss of some skilled jobs.

PRIMARY CUSTOMERS

• Neighborhood residents

• Destination shoppers for home furnishings and 
other specialty businesses

• Route 66 tourists

Jenkins & Co. on 11th Street
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Looking south on Peoria Avenue towards the 41st Street intersection.

Centrally located within Tulsa’s Brookside neighborhood, the 
BRT station planned at 41st Street South and Peoria Avenue sits 
at a key intersection within the surrounding community. 

41ST STREET & PEORIA AVENUE

Encompassed entirely by the Brookside neighborhood 
and the jurisdiction of the Brookside In ill Area Plan, 
the 41st Street station area is uniquely focused within 
the context of the Peoria Avenue BRT corridor.  While 
the physical conditions and intensity of development 
vary to an extent, the overall land use patterns within 
the station area are quite consistent.  In this area, 
Peoria Avenue looks and acts like a typical commercial 
corridor, with retail and service uses fronting the 
roadway, backed up by residential development.   

Adjacent to the primary intersection of 41st Street 
and Peoria Avenue, surrounding land uses re lect the 
typical character of commercial shopping centers, 
with large anchor uses balanced with smaller 
stand-alone businesses.  Just beyond the immediate 
intersection, existing land uses include a mix of 
grocery stores – Whole Foods and Reasor’s – as 
well as other retail, service, and restaurant uses.  As 
opposed to Brookside’s more pedestrian-friendly 
and neighborhood-scaled commercial district located 
between 33rd and 36th Streets, the commercial areas 
within the study area are largely auto-oriented in 
nature.  This character is particularly notable as one 
heads south along Peoria Avenue.  

West of the main commercial frontage, the 
neighborhood’s residential areas are mostly single-
family in nature, with a scattering of planned, multi-
family developments off of 41st Street and along 
Riverside Drive.  Residential uses to the east include 
a number of multi-family developments before 
transitioning to exclusively single-family.  Of particular 
note is the recently built Enclave at Brookside 
development just northeast of the 41st Street and 
Peoria Avenue intersection.  This high-end, multi-
family development is quite dense – with a parking 

garage and shared amenities – yet sits comfortably 
within the context of the lower-density homes to the 
immediate north and east.  

The standard urban form within the study area is 
that of a fairly consistent street grid, however larger 
and more curvilinear block patterns, are prevalent 
in some of the higher end residential areas to the 
east.   Public realm conditions are generally better 
in this station area than in most others; however, 
sidewalks are frequently interrupted by curb cuts or 
missing altogether.  Buffers between sidewalks and 
the arterial roadways are generally missing along 
both Peoria Avenue and 41st Street – portions of 
41st Street just east of Peoria are particularly bad.  
Combined with a general roadway width of 55 feet, 
two lanes of traf ic in each direction, and generous 
turn radii, the resulting environment can be very 
uncomfortable for pedestrians.
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FIGURE 31:  41ST STREET & PEORIA AVENUE STATION AREA DEVELOPMENT CONCEPT

The following information describes some of the 
practical considerations for developing future plans and 
land use strategies within the 41st Street station area. 

ENVISIONED LAND USE
Current land use patterns within the station area 
generally align with the envisioned plans for future 
development.  One exception noted in Figure 30 on 
the previous page, is that many of the commercial 

LAND USE & DEVELOPMENT
properties located between 41st Street and the heart 
of the Brookside corridor to the north (beginning 
at 36th Street) are auto-oriented in their form and 
design.  In order to conform with the intended ‘Main 
Street’ character envisioned by the future land use 
plan, concerted efforts to improve walkability will 
need to occur.  This includes building form and 
orientation, curb cut consolidation, parking lot 
relationships, and sidewalk widths, among other 
factors.
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FIGURE 32:   41ST STREET STATION AREA DEVELOPMENT GUIDELINES

KEY GUIDELINES
• Pursue in ill development in large surface 

parking lots fronting Peoria Avenue.
• Provide parking behind or in line with 

buildings, as opposed to in front.
• Include active, ground- loor commercial uses 

along Peoria Avenue.
• Use new development to tie the station 

area to the Brookside Corridor through 
architectural form and style. 

DEVELOPMENT GUIDELINES
Similar to 11th Street, development within the 41st 
Street station area will largely occur on smaller in ill 
sites fronting Peoria Avenue.  Some of these sites 
are shown along the edges of existing commercial 
centers, providing an ef icient approach to station area 
densi ication.  A key goal of redevelopment in this area 
should be to extend the ‘Main Street’ character of the 
Brookside corridor down to 41st Street and beyond.  

For side streets and properties not fronting Peoria 
Avenue or arterial streets, residential development is 
encouraged as a primary use.  On properties fronting 
Peoria Avenue, residential uses can be secondary uses 
on upper levels.
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TRANSIT & CONNECTIVITY

ROADWAY DESIGN CONSIDERATIONS
Peoria Ave. is 55 feet wide with four 11-foot travel 
lanes and a center turn-lane at 41st Street. 

BRT STATION CONSIDERATIONS
In regard to pedestrian infrastructure, there are 
crosswalks at the intersection but the crossing 
distance is nearly 60 feet. As is the case with the 
other wider intersections, there may be opportunities 
for pedestrian signals or refuge islands. The land 
use surrounding the BRT stops is commercial with 
signi icant setbacks and/or parking lots. The large 
amount of lot parking (some unused) could provide an 
opportunity for station siting and in ill development.

CONNECTIVITY
As noted above, a range of public realm enhancements 
will be required to improve the overall walkability of 
the station area.  Typical blocks within the area are 
around 345x600 feet, however in several instances – 
especially in the southeast quadrant – sub-divisions 
are cutoff from one another, severely impacting 
connectivity for all modes.  The main bus connection 
within this area is Route 222 on 41st Street. 

With the minor exception of the northbound segment 
of Peoria Avenue, just south of 41st Street, Google Map 
data for the Monday morning peak period (8 AM) shows 
very little vehicular congestion within the study area.

A BRT station that provides a comfortable seating area and 
separation from traffi c. 

Well designed medians help to reduce the impact of the street.

Bump-outs and landscape buffers help to defi ne the pedestrian zone at busy intersections.
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FIGURE 33:   41ST STREET STATION AREA TRANSIT GUIDELINES

Key Guidelines
• Dedicated, enhanced BRT station located as 

part of new mixed-use development.
• Implement traf ic calming measures similar 

to those on Peoria from 33rd to 35th Street.
• Consider shared bicycle lanes to increase 

connectivity throughout the corridor.
• Consider potential for a bike share station 

located near new retail and existing 
residential.

TRANSIT GUIDELINES
The GO Plan does not recommend a road diet in this 
segment of Peoria because it would push level of 
service to an E, and the available curb-to-curb space 
would not accommodate travel lanes and bike lanes 
that meet minimum widths set by the City. However, 
traf ic-calming measures, similar to those on Peoria 
from 33rd to 35th, should be continued through to 
this section of Peoria. In addition, shared bike lanes 
would be bene icial to encourage cycling connectivity 
throughout the corridor and provide additional 
alternatives to proposed signed bike routes parallel to 
the corridor.
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URBAN DESIGN

The vision for 41st Street depicts an incremental 
transition of this area from a busy car-dominated 
environment to a more walkable district. This 
transition relies on both redevelopment of vacant 
property and auto-oriented retail uses into multi-
story mixed-use buildings with pedestrian-focused 
retail and a higher-quality public realm.  As vacant 
parking lots are developed into buildings, special 
attention should be placed on the frontage to add 
urban design elements that contribute to a sense 
of place, including site furniture, outdoor dining 
opportunities, gateway and identity signage, and a 
variety of landscape treatments. 

EXISTINGEXISTING

PROPOSEDPROPOSED

Street trees are a challenge along much of Peoria 
Avenue due to the presence of utility poles and 
overhead wires. It is recommended that utilities 
are buried and trees are planted in grates as 
infrastructure is built or replaced over time.  Not 
only does this create curb appeal, but also de ines the 
pedestrian versus the automobile environment. 

As noted previously, not all urban design treatments 
have to be permanent to be effective. Many 
communities have used “parklets,” which are platforms 
extending into parallel parking lanes at sidewalk level, 
to create valuable public space when sidewalk widths 
are narrow. These can be seasonal or temporary, and 
often allow the adjacent business to customize the 
space to suit their needs. 
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FIGURE 35:   41ST STREET STATION AREA URBAN DESIGN GUIDELINES

KEY GUIDELINES
• Encourage the use of pedestrian-scaled blade 

signs to created a more uni ied appearance.
• Maximize sidewalk widths throughout 

this station area for a more comfortable 
pedestrian environment.

• Consider adding gateway and identity signs 
throughout this station area.

• Consider placing elements at the curb line 
such as decorative bollards, large scale 
movable planters, and pedestrian lights. 

• Add landscape buffers and ornamental metal 
fencing along parking lots to screen cars.

URBAN DESIGN GUIDELINES
The urban design character of the 41st Street station 
area relies on creating a more equitable distribution 
of space to balance the pedestrian and vehicular 
environments. Currently, the sidewalks are generally 
narrow and there are myriad curb cuts that create 
con lict points. Wholesale changes most likely will 
not occur, rather targeted improvements should be 
the focus as a way of creating a better destination and 
extension of the popular Brookside district. 
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FIGURE 36:  41ST STREET STATION AREA ZONING MAP

EXISTING ZONING
CH (Commercial-High) is the primary commercial 
zoning in place along both Peoria and 41st Street.  
A mix of RM-1, RM-2, and RM-3 (Residential Multi-
Family) borders the CH-zoned areas to the east, while 
areas to the west are mostly zoned RS-3 (Residential 
Single-Family). 

TRANSIT-SUPPORTIVE ZONING
Within the central and northern stretches of the 
41st and Peoria Avenue station area, Peoria Avenue 
functions and feels like a modern, eclectic main street. 
As with the 11th Street station area to the north, key 
blocks are lined with shops that line sidewalks and 
create a feeling of safety, vibrancy and comfort. To 
ensure that this pattern continues and is enhanced 
over time, new zoning should be considered 
to replace the existing CH zoning. CH zoning is 
supportive of the transit-supportive density levels, 
but it does not help to ensure that the area’s walkable 
mixed-used character will be maintained over time. 

ZONING RECOMMENDATIONS
• MX-P (“pedestrian” character) zoning along 

the east both sides of Peoria north of East 
43rd Street;

• MX-V (“variable” character) zoning along 
Peoria south of East 43rd Street; and

• MX-V (“variable” character) zoning to the east 
of the East 41st Street and Peoria Avenue 
intersection.

ZONING
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The MX districts can help to promote walkability & and an 
enhanced public realm. 

Buildings within this district should face the street, with 
appropriate setbacks.
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MARKET CONDITIONS
Within the Brookside station area around 41st Street 
and Peoria Avenue, the community has higher levels 
of education and af luence than other stations areas, 
and is signi icantly more af luent than the city as a 
whole.  While it is not de ined as “high income” (the 
US median household income is about $53,500), 
the station area does border on af luent Tulsa 
neighborhoods. It is the only station area where there 
is a greater proportion of homeowners than renters, 
with the ownership rate about equal to the city. 
Many upscale chains (e.g., Whole Foods, Trader Joe’s) 
have gravitated to Brookside and draw people from 
throughout Tulsa. 

The district’s function as a retail anchor is re lected 
in gross retail sales and sales surpluses: total retail 
sales are $97 million, with a sales surplus of $21 
million over available household spending. Among the 
seven station areas, its retail performance is second 
only to the 81st Street station area (with its Walmart 
Supercenter), though they serve different customers.

STATION AREA STRATEGIES
The 41st Street station area is sited in the southern 
portion of Brookside’s commercial district. The 
district has several commercial nodes. The cluster 
around the station area excels in groceries, offering 
a wide range of price points and product types, 
including Whole Foods, Trader Joe’s, Walmart 
Market, Reasor’s, and a butcher. In addition, 
scattered traditional retail surrounds the station 
area, including hardware, pharmacy, liquor, sporting 
apparel, personal care, as well as drive-through chain 
restaurants. 

The most upscale portion of the district offers 
extensive restaurant dining, exclusive apparel, and 
high-end personal care services. It lies just north of 
the one-half mile assumed station area, but will be 
more easily accessible from the BRT as streetscape 
amenities and walkability are improved. 

KEY MARKET CHARACTERISTICS
• Population growth is healthy, though slower 

than the city as a whole.
• Household size is small, re lecting many 

single-person households.
• Because area residents are more af luent, 

they may be more williing to pay for natural, 
organic, and “green” products.

• Of the 233 business entities, about 77 are 
retailers, retail services, or restaurants and 
drinking establishments. They re lect a wide 
mix of chains and independents, including 
jewelry, vision care, art supplies, groceries, 
home décor, pharmacy, and others.

• Because of the anchor food stores (including 
a Walmart Neighborhood Market), grocery 
sales far exceed neighborhood spending, by 
about seven-fold.

• Restaurant and drinking establishments are also 
a strong component to this market, capturing 
about 50% more spending than is available 
from households in the half-mile radius.

ECONOMIC DEVELOPMENT

1. Food. A grocery cluster is already established 
at this station area, and Brookside is already a 
destination for food shopping.

2. Home furnishings. With two hardware stores 
and two paint stores already present, a more 
comprehensive home furnishings strategy can 
expand this cluster around 41st Street and Peoria.

3. Value-oriented retail. The existing retail in 
the station area is generally at a lower price-point 
than high-end retail just to the north. A strategy to 
pursue additional high-quality but value-oriented 
retail will offer more options to modest-income 
station area residents.
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OPPORTUNITIES AND BARRIERS

• The presence of Whole Foods, Reasor’s, and
Trader Joe’s (which attract people who care
about natural foods and healthy eating) present
an opportunity to expand the restaurant and
prepared food offerings in the station area, and
to transition from unhealthy fast food chains to
quick-service franchises and independents that
offer more healthy options.

• Higher homeowner rates in the Brookside and
surrounding neighborhoods suggest there
is a market for additional home furnishings,
particularly those associated with home
improvements (such as kitchen, loors, tile, etc.)

• The southern portion of the district
(especially around the planned BRT stop)
does not visually reflect what is Tulsa’s
premier neighborhood shopping district.
A few strip shopping centers are poorly
maintained and do not enhance the district’s
image, especially if attempting to cultivate a
design-conscious home furnishings cluster.

• New in ill development will provide primarily for
the addition of unskilled and semi-skilled jobs in
the retail and service sectors.

RECOMMENDATIONS

• Establish a district management and marketing
program. The Brookside Business Association
offers some marketing services for the area, but
it does not take the place of a comprehensive,
district-wide management program. Given
Brookside’s strong brand and identity in Tulsa,
there would be great bene it from establishing
such a program based on the Main Street model.

• Convene Brookside commercial property
owners to communicate the concept of three
complementary strategies and to get their
support.

• Establish incentives for targeted business
attraction that support commercial district goals
(e.g., home furnishings, healthy prepared foods),
such as offering percentage-of-sales leases.

PRIMARY CUSTOMERS

• “Foodies” (area residents and other Tulsa
shoppers)

• Homeowners planning home improvements

• Value shoppers (area residents)

Food and home furnishings clusters should be expanded in the 41st Street station area.
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The planned BRT station at the intersection of 61st Street and 
Peoria Avenue sit within a unique community area with a variety 
of local businesses, and a diverse range of housing types. 

61ST STREET & PEORIA AVENUE

The 61st Street and Peoria Avenue station area, which 
is encompassed in its entirety by the Riverwood 
Neighborhood Small Area Plan, is split between the 
Heller Park neighborhood to the north of 61st Street, 
and the South Peoria neighborhood to the south.  

Within the station area, Peoria Avenue is largely 
auto-oriented, with typical streetscape conditions in 
relatively poor shape.  Despite this, pedestrian and 
bike traf ic is quite high along the corridor, as many 
area residents frequent local businesses.  

Similar to the 41st Street station area, the general 
pattern of land use is that of a typical arterial corridor, 
with commercial uses immediately adjacent to the 
primary roadway and residential uses behind them.  
The majority of the retail commercial uses fronting 
Peoria Avenue are located in strip malls, however 
there are also a number of automotive service-related 
uses on individual lots as well.   

The 61st Street and Peoria Avenue intersection is 
indicative of the typical land use mix noted above, 
with a gas station/convenience store, tire shop, truck/
trailer rental business, and a pawn shop lining the 
intersection.  Other uses along Peoria Avenue in the 
area include a car wash, storefront church, and an 
assortment of independent restaurants.  Cox Cash 
Savers (formerly Warehouse Market,) located on Peoria 
Avenue one block south of 61st Street is an important 
commercial use in the area and major neighborhood 
landmark.  Commercial uses are also present along the 
61st Street frontage to the west, which is occupied by 
an older retail center, gas station/convenience store, 
and day care center, along with some older multi-family 
residential developments.

West of Peoria Avenue, the bulk of the station area 
is comprised of planned multi-family developments 
that are relatively large in scale.  In between these 
developments are a number of smaller, stand-alone 
multi-family developments (typically 2-4 units), as 
well as some single-family homes.  Vacant or blighted 
buildings are also relatively common in the areas west 
of Peoria Avenue.  The far west edge of the study area 
is de ined by Riverside Drive, the Arkansas River, and 
associated parks and open spaces.  The proximity of 
these resources, at less than one-half mile west of the 
main intersection, is a major asset for the area.  

East of Peoria Avenue, a mix of planned multi-family 
developments help to provide a transition between 
the commercial properties fronting the corridor, and 
the single-family neighborhoods further to the east.  
Similar to the west side, the east side of the study area 
has a number of underutilized or vacant properties, 
however in these instances the available land does not 
appear to have been previously developed.  

Re lective of the area’s auto-oriented character, 
Peoria Avenue is 88 feet wide with two lanes in each 
direction at 61st Street, though it does narrow to 35 
feet just north and south of the intersection. 

Looking north on Peoria Avenue, from the northwest corner of the 
61st Street and Peoria Avenue intersection. 
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FIGURE 39:   61ST STREET & PEORIA AVENUE STATION AREA DEVELOPMENT CONCEPT

The following information describes some of the 
practical considerations for developing future plans and 
land use strategies within the 61st Street station area. 

ENVISIONED LAND USE
The planned long-term land uses established by the 
city’s Comprehensive Plan are generally in alignment 
with the area’s prevailing land uses and character.  
One con lict does exist however, along the east side 
of Peoria Avenue, south of 62nd Street.  This portion 

LAND USE & DEVELOPMENT
of the corridor has been identi ied as potentially 
transitioning into a ‘Main Street’ designation, as 
opposed to the ‘Mixed-Use Corridor’ designation 
prescribed for the rest of Peoria Avenue.  Doing 
so would require a much greater emphasis on 
pedestrian-oriented uses, which are not currently 
present in form or character.  An alternative ‘node’ 
approach, which focuses more walkable uses 
around the 61st Street intersection may warrant 
consideration.  This approach could utilize a different 
land use type – such as a ‘Neighborhood Center’ 
designation – to achieve a similar goal as intended by 
the Comprehensive Plan.  
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FIGURE 40:   61ST STREET STATION AREA DEVELOPMENT GUIDELINES

KEY GUIDELINES
• Focus development efforts within the vicinity 

of the planned 61st Street station. 
• Reorient commercial uses towards Peoria 

Avenue and improve corridor frontage 
conditions. 

• Increase residential density within the 
immediate station area through multi-family 
development and mid-density housing types 
(i.e. townhomes).

DEVELOPMENT GUIDELINES
The proposed development concept shows a 
concentration of new development clustered around 
the 61st Street station area as opposed to being 
spread out along the corridor.  Both mixed-use and 
free-standing commercial uses are encouraged along 
Peoria Avenue, with an increase in residential density 
provided through the redevelopment of under-utilized 
sites.  New development should focus attention onto 
Peoria Avenue and provide opportunities for small, 
highly-visible gathering spaces at key points along the 
corridor.  
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ROADWAY DESIGN CONSIDERATIONS
Peoria Avenue is 80 feet at the intersection of 61st 
street with ive 11 to 12-foot vehicle lanes, a center 
turn-lane, and a median. The roadway narrows to 35 
feet just north and south of the intersection.

BRT STATION CONSIDERATIONS
The issues for this intersection are similar to 41st 
Street. While there are crosswalks, the intersection 
is very wide which does not foster a safe pedestrian 
environment.  Since the right-of-way is much 
narrower north and south of the intersection, there 
may be an opportunity to use a larger portion of the 
public realm for a BRT station while maintaining the 
low of traf ic.

CONNECTIVITY
The street network in this station area is relatively 
inconsistent, with block lengths varying greatly 
in size  from 1,300x265 feet to 325x500 feet.  In 
addition, many streets are only two to ive blocks 
long and do not connect to 61st Street or Peoria 
Avenue, further decreasing walkability.  Along Peoria 
Avenue, sidewalks are not continuous in many areas 
and pedestrians are likely to encounter a number 
of obstacles and harsh conditions within the public 
right-of-way.  Due to the prevalence of pedestrians in 
this area, and the surrounding community’s increased 
reliance on public transportation, improving 
pedestrian conditions and safety will be a critical 
factor in future redevelopment efforts.

Traf ic analysis shows little to no north/south traf ic 
congestion on Peoria Avenue near 61st Street, with 
a further reduction in traf ic counts expected once 
Riverside Drive reopens after on-going construction.

TRANSIT & CONNECTIVITY

Incorporating bike lanes (top image), street-facing residential 
development (center), and a road diet (bottom image) would 
greatly improve the character of the 61st Street station area,
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FIGURE 41:  61ST STREET STATION AREA TRANSIT GUIDELINES

Key Guidelines
• Dedicated, enhanced BRT station located as 

part of a new development.
• Consider road diet with re-striped vehicle 

lanes and vegetation along sidewalks to 
provide a pedestrian buffer.

• Enlarge a vegetated median to allow for safer 
crossings and an upgraded appearance.

• Consider shared bike lanes and east-west 
connections.

TRANSIT GUIDELINES
Implementing a road diet, widening and extending 
the existing median and providing an accessible BRT 
station will greatly improve pedestrian safety and 
experience. The GO plan recommends 61st Street 
be a bike corridor (a bike lane is the desired facility, 
but shared lane markings may be necessary in some 
segments due to roadway constraints.) Bike facilities 
along Peoria would provide an important connection 
to 61st Street.
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URBAN DESIGN

The 61st Street station area has a great deal of potential 
for improvements to the public realm. This area has a 
number of apartments and higher-density residential 
buildings with a great number of pedestrians and 
people that rely on public transportation. Along Peoria 
Avenue, there is also an abundance of vacant parcels 
and buildings, surface parking lots, and a wide range 
of property sizes.  The vision for this area starts with 
creating connections—continuous sidewalks, visible 
crosswalks, direct access from housing to the corridor 
and to the new BRT station.

Beyond sidewalks, the vision also illustrates a 
neighborhood center with street trees in tree grates, 

new decorative lighting with banners, public plazas 
and green spaces for gathering, benches and signs, 
landscaping and specialty paving. These elements are 
integral to redevelopment, relating to new buildings 
and helping create a place where cars slow down and 
the sidewalks are vibrant with activity. 
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FIGURE 42: 61ST STREET STATION AREA DEVELOPMENT VISION
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FIGURE 43:   61ST STREET STATION AREA URBAN DESIGN GUIDELINES

KEY GUIDELINES
• Consider creating a public plaza adjacent to 

the new BRT station as a hub of activity and 
gathering place.

• Convert asphalt to green spaces to provide 
places for temporary events or markets to 
occur.

• Encourage trees and landscaping throughout 
the area to increase the curb appeal.

• Provide highly-visible crosswalks to connect 
residents to the grocery, shops, and services.

• Create place-speci ic elements, such as art or 
signs that contribute to the area’s identity.

• Install decorative, pedestrian-scaled lighting.

URBAN DESIGN GUIDELINES
Revitalizing the 61st Street station area will 
take a multi-tiered approach, combining the 
implementation of private development, the 
BRT station, and physical improvements to the 
public realm. A common vernacular of materials 
should be created that provides continuity and 
uni ies the streetscapes, buildings, and plazas. 
Particular attention should be placed on creating a 
neighborhood space around which events can take 
place and the community can claim as their own. 
This space can start at a modest scale and may 
even include temporary elements before gradually 
transitioning into something more permanent. 
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FIGURE 44:  61ST STREET STATION AREA ZONING MAP

EXISTING ZONING
CS (Commercial Shopping) zoning lines Peoria 
Avenue to the north and south, and 61st Street to the 
east and west of the 61st Street and Peoria Avenue 
intersection.  RM-2 (Residential Multi-Family) zoning 
borders the CS zoning to the east and west.  Both 
designations are consistent with the land use goals 
envisioned for the area.

TRANSIT-SUPPORTIVE ZONING
While the 61st Street and Peoria station area is 
currently very auto-oriented, PlaniTulsa and the 
Riverwood Neighborhood small area plan envision 
a different future. Peoria Avenue is designated 
as a mixed-use corridor and main street in this 
area, classi ications that are far different than the 
auto-oriented character of the area today. In order 
to provide greater support for transit and help 
implement the plan recommendations for this area, 
the following zoning actions should be considered.

ZONING RECOMMENDATIONS
• Creation of a mixed-use (MX-U, “urban” 

character) zoning node at the 61st Street and 
Peoria Avenue intersection or a linear mixed-
use corridor running north and south from 
that intersection for one or two blocks;

• MX-V (“variable” character) zoning along both 
sides of Peoria Avenue south of 63rd Street.

ZONING
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MARKET CONDITIONS
The area around the 61st Street and Peoria Avenue 
station has experienced the largest recent population 
gains (on an absolute and percentage basis) of all the 
station areas, growing at a rate almost double that 
of the city.  The 9.8% population increase since 2010 
represents about 237 new households, making it the 
station area with the greatest population density. 

Though household size is just slightly smaller than the 
city’s, this neighborhood hosts a lot of single-person 
households and single parents with children. The 
neighborhood includes an assortment of retail and 
retail services, but it still leaks about $38.5 million 
out of $50.9 million in household spending. With their 
modest incomes and limited transportation options, 
households in this area are budget-conscious and tend 
to shop at discount stores, which are more common in 
and around the area.

STATION AREA STRATEGIES
The diversity of the 61st Street station area is 
re lected in its business mix, which includes Mexican 
restaurants, a bakery, and ethnic-specialty groceries. 
Because the commercial development (retail and 
non-retail) is scattered, the station area doesn’t read 
as a traditional business district (it is more diffuse). 
But it contains many of the basic needs provided in 
a traditional district, such as groceries, laundromat, 
auto repair, personal care, gas stations, and cell phone 
stores. The area also supports some entertainment 
and manufacturing uses. The residential density 
around this station area, combined with its population 
growth trend, suggest that it could support a variety 
of additional neighborhood-serving enterprises.

1. Ethnic specialties. This strategy aims to create a
thriving commercial district that excels at serving the
Mexican-American and Hispanic communities, both
within the neighborhood and throughout Tulsa.

KEY MARKET CHARACTERISTICS
• Population is increasing at almost double the

rate of the city.
• This is the densest station area by resident

population.
• Median age is young and many households

are singles or single parents with children.
• Median household incomes are much lower

than the city’s.
• Most residents are renters.
• Of approximately 223 commercial entities,

about 45 are retail, retail services, or food/
drinking establishments. These include
restaurants, pizza, pharmacy, cell phones, auto
parts and repair, and value-oriented groceries.

• The relatively high proportion of Hispanic
residents (23%) is re lected in some aspects
of the business mix, particularly restaurants.

ECONOMIC DEVELOPMENT

A key strategy for improving the 61st Street station area is to 
focus on bolstering the local communities cultural identity.
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OPPORTUNITIES AND BARRIERS

• A cluster of ethnic businesses has already 
developed organically around 61st Street, 
particularly in the food category (both prepared 
and unprepared). There is an opportunity 
to broaden this cluster and formalize it so it 
becomes a part of the station area’s identity.

• The neighborhoods around the station area have 
been on a steep population growth trajectory (9.8% 
over the last six years), adding consumer demand.

• Immigrant communities often generate 
entrepreneurs who start businesses that serve 
a niche market. New business development 
in this station area could likely come from the 
community itself.

RECOMMENDATIONS

• Exterior appearances are poor for many of the 
businesses in this station area. This is particularly 
true of some of the auto repair businesses.  A 
façade improvement grant program combined 
with design assistance could help to address the 
negative appearance, and would also make it 

more likely that non-Hispanic customers would 
patronize traditionally Hispanic businesses.

• Set up a technical assistance program to 
strengthen poorly-performing businesses and 
standardize practices; a bilingual business 
assistance team may be useful. Business planning 
assistance could also help local entrepreneurs 
test their ideas.

• Set up a weekly farmers’, lea, or vendor market 
where small producers (of specialty foods, 
apparel, and other products) can sell their goods.

• Identify a catalytic project related to the ethnic 
market that would help to generate economic 
development momentum. Such a project might 
include a shared commercial kitchen or a food-
related manufacturing – enterprises that also 
create jobs.

PRIMARY CUSTOMERS

• Hispanic households within the station area and 
its surrounding neighborhoods.

• Hispanic households elsewhere in Tulsa who are 
under-served by the businesses described above.

Facade improvements that refl ect the vibrant culture of an area help to establish a unique district identity.
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Turning east onto 71st Street, the Peoria BRT route includes major stations 
near the intersection of 71st Street and Trenton Avenue that will serve a 
number of dense residential developments and employment centers.

71ST STREET & TRENTON AVENUE

This station area – centered on 71st Street – serves 
as the southern boundary of the Riverwood 
Neighborhood Plan area, as well as the South Peoria 
neighborhood.  On its face, 71st Street is typical of 
many larger-scale arterial corridors with an auto-
oriented character; however, the study area contains a 
robust mix of land uses and development intensities.  

Near the intersection of 71st Street and Peoria 
Avenue/Riverside Drive, there is a predominance 
of smaller, stand-alone, auto-oriented uses – fast 
food establishments in particular.  Proceeding east, 
the size of the developments begins to increase and 
diversify in nature.  Between the cluster of fast food 
restaurants and Joe Creek to the west, there is a 
large church (housed within a former big-box store), 
several of ice/business service uses, and two large-
scale multi-family residential developments.  Just off 
of the northwest corner of Trenton Avenue and 71st, 
there is also a large self-storage facility.  These are 
accompanied by vast parking lots.

East of Joe Creek the pattern of larger scale 
developments and diverse uses continues until the 
east edge of the station area.  Between the creek 
and Wallenberg Drive/Wheeling Avenue, there are 
a pair of large scale residential developments, and 
the Zarrow Campus, which includes the Charles 
Schusterman Jewish Community Center and a 
retirement facility, which serves as a transitional use.

East of Wallenberg Drive/Wheeling Avenue, the land 
use designation formally changes to ‘Regional Center’, 
which is illustrated by a large of ice development 
on the north side of 71st Street, and the Marriott 
Tulsa Hotel complex on the south side.  The Marriott 
campus, which is ringed by Wheeling Avenue/73rd 
Street, has a number of extensive surface parking 
lots, as well as some undeveloped parcels towards 
the south side of the property that may present 
opportunities for future development.

North of the 71st Street, the station area is generally 
comprised of residential uses, including a mix of 
single-family subdivisions, as well as some larger and 
more recently constructed multi-family developments.  

The same mixed pattern of residential development 
can be found on the south side of the station area; 
however, the southwest quadrant also includes a 
number of medical facilities and supporting of ice 
uses centered on Quincy Avenue.  St. John’s Family 
Medical Center at the southern terminus of Quincy 
Avenue anchors this cluster.  There are several large 
sites nearby that are still available for development. 

The far west edge of the station area is de ined by the 
Arkansas River and southern end of the River Parks 
Trail system.  The area’s proximity to these resources, 
as well as an abundance of associated open space 
serves as a substantial asset for station area residents.

Though it features a number of streetscape 
enhancements – including planted medians and 
sidewalk buffer areas, 71st Street still remains a very 
wide roadway at 92 feet with three travel lanes in 
each direction (at Trenton Ave).  As a result, frontage 
conditions will need to be thoughtfully addressed as 
part of any future improvements.
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FIGURE 46:   71ST STREET & TRENTON AVENUE STATION AREA ANALYSIS MAP
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FIGURE 47:   71ST STREET & TRENTON AVENUE STATION AREA DEVELOPMENT CONCEPT

The following information describes some of the 
practical considerations for developing future plans and 
land use strategies within the 71st Street and Trenton 
Avenue station area. 

ENVISIONED LAND USE
Though quite diverse, the envisioned land uses 
for the station area appear to fit the existing 
pattern and character of development.  Much of 
the land fronting 71st Street (west of Joe Creek) is 
prescribed as ‘Town Center’ development, which 

LAND USE & DEVELOPMENT
is appropriate, however many of the existing uses 
in these areas do not appear to completely fulfill 
the envisioned character standard.  Several of 
these contiguous properties have been noted on 
the station area’s Land Use Analysis Map shown on 
the preceding page, which may provide for some 
longer-term redevelopment opportunities that 
better match the proposed character.
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FIGURE 48:   71ST STREET STATION AREA DEVELOPMENT GUIDELINES

KEY GUIDELINES
• In ill inef icient or under-utilized space 

within the existing development fabric.
• Encourage new development along 71st 

Street to help unify the public realm and 
establish a better pedestrian experience.

• Utilize large, undeveloped sites for 
developments that provide expanded 
employment opportunities.

DEVELOPMENT GUIDELINES
Existing concentrations of higher density housing 
and employment uses within the station area should 
support redevelopment of under-utilized sites or 
undesirable uses.  Many of these sites exist in close 
proximity to 71st Street providing an opportunity to ill 
in missing gaps along the corridor and create a more 
uni ied pedestrian experience.  

Large undeveloped sites within the broader station 
area should be targeted as strategic development 
opportunities providing increased employment.
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TRANSIT & CONNECTIVITY

ROADWAY DESIGN CONSIDERATIONS
71st Street is 92 feet with three vehicle lanes in each 
direction at Trenton Ave.

BRT STATION CONSIDERATIONS
71st Street is an extremely wide intersection, which 
may pose an issue to pedestrians without adequate 
signalization or signage.  However, since the right-of-
way is so wide, there may be greater opportunity for a 
BRT station while maintaining adequate travel lanes. 
The large setbacks and parking lots of the commercial 
buildings is an additional consideration for design.

CONNECTIVITY
Relative to the area’s existing land use mix, there 
isn’t a consistent street grid in this station area. The 
residential areas feature short, one-block length 
streets, many dead ends and cul-de-sacs, which do 
not connect to 71st Street.  In addition, the area 
is segmented by Joe Creek, which poses a speci ic 
challenge to connectivity.  As a result, walkability is 
very low here, as pedestrians have few options to 
travel either north/south or east/west.  Blocks are 
around 225x 400 feet, but vary greatly.

Though not located immediately at the stations 
planned at Trenton Avenue, the 471 Bus connects 
with the planned BRT route at the intersection of 73rd 
Street and Wheeling Avenue. 

Though 71st Street is a well-traveled corridor, in 
the morning peak-period, there is a low amount 
of congestion on 71st Street South.  However, the 
intersections of South Trenton Avenue and South 
Wheeling Avenue do have congestion as vehicles 
travel north to south.

Above:  examples of urban design and transportation elements 
that contribute to a safe and well-connected environment.
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FIGURE 49:  71ST STREET STATION AREA TRANSIT GUIDELINES

Key Guidelines
• Locate dedicated, enhanced BRT stations 

adjacent to the primary intersection.
• Consider a pedestrian refuge island and 

vegetated median to increase safety and 
upgrade the overall streetscape appearance.

• Consider a dedicated bike lanes and/or off-
street multi-use trail.

TRANSIT GUIDELINES
Depending on Annual Average Daily Traf ic (AADT), a 
road diet could remove two vehicle lanes, leaving two 
vehicle lanes in each direction and a center turn-lane. 
As part of the road diet, a bus-only lane and buffered 
bike lane would increase accessibility for all modes. 
Both a  bike lane and off-street multi-use path could 
provide a connection to Joe Creek Trail.  

Pedestrian refuge islands, a vegetated median, and 
accessible BRT stations would greatly improve 
walkability and safety at this intersection.
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URBAN DESIGN

Like much of the proposed BRT route, the 71st Street 
and Trenton station area can be characterized as an 
auto-oriented corridor with an overabundance of curb 
cuts and driveways, large, disconnected surface parking 
lots, and narrow sidewalks. The area overall is comprised 
of a range of land uses such as residential, of ice, 
institutional, and commercial. The key to creating a better 
environment is providing connections between these 
uses, including wider sidewalks, more variety in paving 
materials, street trees, safer crossings, and better signage. 

The starting point for this area should focus on these 
connections and addressing the needs of pedestrians. 
As a BRT station is implemented, some of the extra 

EXISTINGEXISTING

PROPOSEDPROPOSED

elements can be added to reinforce this character and 
further enhance the public realm. Another near-term 
strategy for improving the aesthetics and function is to 
work with private property owners on consolidating 
curb cuts, improving their frontages and parking lots 
with landscaping, and coordinating business signage to 
be more consistent. 

E 71ST ST

S TRENTON AVE

S TRENTON AVE

E 71ST ST

FIGURE 50: 71ST STREET STATION AREA DEVELOPMENT VISION
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FIGURE 51:    71ST STREET STATION AREA URBAN DESIGN GUIDELINES

KEY GUIDELINES
• Provide wide, uninterrupted sidewalks along 

all streets.
• Consolidate curb cuts and create shared 

drives that connect to parking areas.
• Consider landscape buffers and screening of 

surface parking lots. 
• Provide clear, highly-visible crosswalks at all 

intersections.

URBAN DESIGN GUIDELINES
The primary objective for improving this area is to 
make incremental improvements to the public realm, 
even if some solutions are temporary, such as parklets 
or re-striping vehicular lanes or crosswalks. Most of 
the permanent infrastructure improvements will most 
likely happen with redevelopment of key parcels, such 
as the church’s frontage or the addition of mixed-use 
or of ice uses north of 71st Street near Trenton and as 
the BRT station is built. Currently, this area has little 
identity, so any improvements that help establish this 
as an actual place or destination would be positive. 
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FIGURE 52:  71ST STREET STATION AREA ZONING MAP

EXISTING ZONING
The station area is generally zoned commercial shopping 
(CS), of ice (OL and OM), and multi-family (RM), 
although most of the area’s base zoning is modi ied by 
approved PUDs (planned unit development). 

TRANSIT-SUPPORTIVE ZONING
The Comprehensive Plan’s ‘Town Center’ land use/
character designation is applied to most of the 71st 
Street and Peoria Avenue station area. While the mix 
of of ice, commercial and multi-family residential 
zoning now in place can accommodate the area’s 
emergence as a mixed-use town center, updated 
zoning might help to steer future development and 
site improvements in the direction envisioned. 

ZONING RECOMMENDATIONS
• MX-V (“variable” character) zoning for most

of the area; and
• MX-U (“urban” character) zoning along the

north side of East 71st Street west of Trenton
Avenue.

ZONING
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FIGURE 53:   71ST STREET & TRENTON AVENUE STATION AREA PROPOSED ZONING
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MARKET CONDITIONS
The population around the 71st Street and Trenton 
Avenue station area is increasing steadily, and ahead 
of the city’s growth rate overall. The neighborhood is 
majority non-white (51%) with a substantial Hispanic 
population (18%). While household incomes are 
modest compared to the city and the US, they are 
second-highest among station areas on the proposed 
BRT route. Household size is notably small, re lecting 
a preponderance of single-person households. As with 
most station areas, local residents are mostly renters. 
More than half of available household spending leaves 
the immediate neighborhood, partly as a function 
of core convenience goods.  Current non-retail 
employment in the station area is concentrated in 
medical, energy, insurance, and general of ice.

STATION AREA STRATEGIES
This area is full of retail and other commercial uses, 
but the physical form is more “strip shopping” rather 
than traditional business district. Virtually all of the 
consumer-facing businesses are auto-oriented, and 
the bulk of these businesses are clustered around 
the 71st and Lewis intersection (a half-mile away). 
Most of the businesses in this area are chains, but 
there is an assortment of independents in the mix. 
Uses include a bicycle store, liquor, of ice, and of ice 
services, fast food, and gym. Around the Lewis Avenue 
intersection, the variety increases to include more 
retail (furniture, jewelry, printing), auto services (e.g., 
car washes) and a large assortment of fast food.

1. Convenience Goods and Services. This 
strategy aims to expand neighborhood-serving 
retail and services, primarily at the Bridgepointe 
shopping center.

2. Catalytic project. This strategy seeks to develop 
a new and compelling use (likely on the northwest 
corner of the intersection) as a means of drawing 
additional customers and creating identity for the 
station area.

KEY MARKET CHARACTERISTICS
• Population is increasing faster than the city.
• Median age is young and household size is 

small, re lecting households at an early stage 
in their formation.

• Median household income is higher than 
most other station areas, though signi icantly 
lower than the city.

• Of the 371 commercial entities, about 45 are 
classi ied as retail or restaurants, though the 
number of true retailers is actually smaller.

• Because area residents are a bit more 
af luent, they may be more willing to pay for 
natural, organic, and “green” products.

• Neighborhood is relatively dense compared 
to other station areas.

• The neighborhood leaks more than half of its 
available household spending (particularly 
groceries) to other places, though it captures 
a surplus of spending in restaurants and 
drinking places.

• Most residents are renters, as is typical for 
younger, smaller households.

• There are a handful of restaurants (primarily 
fast food), coffee, apparel, jewelry, home 
furnishings (e.g., mattresses), itness and 
personal care stores, but the physical nature 
of the district means these businesses are 
scattered rather than clustered around the 
actual proposed BRT station.

ECONOMIC DEVELOPMENT
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OPPORTUNITIES AND BARRIERS

• The neighborhood surrounding the station area 
is relatively dense compared to several other 
BRT stops and is under-retailed (within the 
half-mile radius of 71st and Trenton). Additional 
neighborhood-serving retail is likely supportable.

• A signi icant Hispanic population (18%) in the 
surrounding neighborhood, combined with the 
general lack of Hispanic businesses in the current 
assortment, suggests development opportunities 
for ethnic businesses.

• It is challenging to bring economic focus to a 
scattered, auto-oriented shopping area where 
most customer trips are to a speci ic business.

• Buildings developed for speci ic tenants 
(especially fast food) are not naturally suited or 
adaptable to other uses.

• As demand grows for new of ice development, 
job creation will likely gravitate toward medical 
uses and organic growth of existing energy, 
insurance, and other businesses. This growth 
could be accelerated through the development of 
a catalytic incubator or retail destination project.

RECOMMENDATIONS

• Add convenience options to station area retail 
mix, including groceries.

• Identify Hispanic entrepreneurs (within the 
neighborhood, or operators in the 61st and 
Peoria area) who could potentially open or 
expand at 71st and Trenton.

• Develop a plan for a catalytic project (see 
appendix) that can serve as a destination for 
the station area. Opportunities (in addition to 
broadening the convenience-oriented cluster) 
include providing better food options for area 
of ice workers.

PRIMARY CUSTOMERS

• Area residents

• Of ice workers

• Pass-through traf ic

A primary economic development strategy includes attracting 
convenience goods and services for the neighborhood.
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The 81st Street and Lewis Avenue station, centered on the 
intersection of Lewis Avenue and East 81st Street, is the planned 
southern terminus of the Peoria Avenue BRT route. 

81ST STREET & LEWIS AVENUE

While the 81st Street station area does not formally 
include any neighborhood associations, nor is it 
governed by any Small Area Plans, it does feature a 
number of major institutional uses that play a similar 
role.  Chief among these groups is Oral Roberts 
University, which comprises the entire eastern half of 
the station area.  

The northeast quadrant of the station area contains 
the Oral Roberts University campus and the Mabee 
Center, however both of these uses are set far 
back from Lewis Avenue by large open spaces and 
expansive surface parking lots, respectively.  In the 
case of the Mabee Center, the facility’s parking lots 
abut the 81st Street and Lewis Avenue intersection 
with little to no buffer between the lot and adjacent 
streetscape.  Where these lots front the public right-
of-way, there may be potential for in ill development, 
which would provide an added bene it of improving 
the poor physical appearance that currently exists at 
the intersection. 

The southeast portion is anchored by CityPlex Towers, 
a three-tower of ice complex that was formerly home 
to the university’s now defunct City of Faith Medical 
and Research Center.  This development is also located 
quite far off of the primary intersection, creating the 
potential for an extensive amount of in ill development.  
Currently, the bulk of the complex’s parking lots are 
located away from the area’s major thoroughfares, 
a practice that should be adhered to with any new 
development adjacent to the primary intersection.  
The Army Corps of Engineers has plans to relocate 
approximately 500 employees to this of ice building, 
injecting a daytime population of people into the area.

The western edge of the station area is bounded 
by a new shopping center (The Plaza) to the 
southwest, and a typical destination retail center to 
the northwest that includes a gas station, fast food 
restaurant, hotel, and large-format retailer (Walmart 
Supercenter).  Similar to the east side uses, the 
Walmart shopping center is de ined by expansive 
parking areas that are poorly screened or buffered 
from the adjacent thoroughfares.  The perimeter of 
this site has potential for in ill development as well.  
Further north along Lewis Avenue is the Victory 
Christian Center complex, which is another major 
development with similar issues and opportunities as 
the other dominant uses described previously.  

The northwestern portion of the station area 
includes a very large, and more modern, multi-family 
residential development centered on Wheeling 
Avenue.  South of 81st Street are a number of large, 
vacant tracts of land which could provide signi icant 
opportunities for development within the station 
area.  One parcel, located immediately south of the 
Walmart shopping center may be desirable for the 
southern BRT terminal, given is proximity to the 
surrounding uses.  Finally, the River Spirit Casino 
and its associated facilities ill in the far southwest 
portion of the study area.  This large complex, located 
between Riverside Drive and the Arkansas River is a 
major regional destination.  

At 81st Street, Lewis Avenue is 80 feet wide with 2 
travel lanes in each direction, and a median divider 
near the intersection.  
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FIGURE 55:   81ST STREET & LEWIS AVENUE STATION AREA DEVELOPMENT CONCEPT

The following information describes some of the 
practical considerations for developing future plans and 
land use strategies within the 81st Street station area. 

ENVISIONED LAND USE
The station area’s envisioned land use designations 
currently it the existing character and pattern of 
development as a ‘Regional Center’.  However, as noted 
in the previous description of the station area, several 
sites are laid out inef iciently and feature large unused 
spaces.  These areas present future opportunities 
to capitalize on the numerous destinations located 
within the area.
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LE
W

IS
 A

VE
.

E . 81 ST  STREET

0’ 500’ 1000’
N O R T H

WALMART

Potential bus turnaround, BRT 
station, and pedestrian crossing 
with median refuge

2 to 3 story offi ce development

New landscape buffer and multi-
use pathway

7 story mixed-use development, 
retail on fi rst fl oor and offi ces on 
upper fl oors, with separate 480+ 
car parking garage

1 to 2 story offi ce development 
and improved/expanded parking

A

B

C

C

ORAL ROBERTS
UNIVERSITY

E. 82ND PLACE  

MABEE
CENTER

EX.

BRT 
STATION

EX.

CIT YPLEX
TOWERS

THE PL A ZA
SHOPPING

CENTERS YORKTOWN AVENUE
B

D

E

A

D

E

The 81st Street station area is designated as a ‘Regional Center’, 
which calls for a higher intensity of development.
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FIGURE 56:   81ST STREET STATION AREA DEVELOPMENT GUIDELINES

KEY GUIDELINES
• Implement a major development on marginal 

CityPlex Tower land to help establish the 
station area as a major regional center. 

• New development should provide a range 
of active and supportive uses set within an 
attractive pedestrian-oriented environment.

• Reduce the visual impact of large-scale 
developments through building setbacks and 
step-backs at designated heights.

• Minimize allocation of large surface parking 
areas through structured parking. 

• Carefully align new development with 
planned BRT facilities to promote transit use.

DEVELOPMENT GUIDELINES
The existence of a number of major businesses and 
institutions within the study area suggests there is 
signi icant potential for new development supported 
by BRT service.  New development at the scale and 
character envisioned by the development concept 
would allow the 81st Street station area to ful ill its 
potential as a true regional center in south Tulsa.  

A core component of the envisioned plan is the 
development of under-utilized and vacant land 
in prime locations.  A major development on the 
southeast corner of 81st Street and Lewis Avenue 
would help tie together the educational and of ice 
campuses to the north and south respectively, and 
serve a critical mass of transit users.   
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ROADWAY DESIGN CONSIDERATIONS
Lewis Avenue is 80 feet wide with four travel lanes, 
and a median divider at 81st Street. 

BRT STATION CONSIDERATIONS
Disconnected sidewalks pose an issue for pedestrians 
at the primary intersection.  The lack of sidewalks 
would decrease overall access to any potential BRT 
station in this area.  The large parking lots in the 
area provide the potential opportunity for acquiring 
property along the right-of-way or integrating a station 
within a new development.

A major consideration in this station area for the BRT 
is the location of a bus staging and turnaround area, 
which has been conceptually shown on the south side of 
Walmart. Since this is the southern terminus, it would 
be beneficial if Tulsa Transit can work with Walmart 
management to work out an agreement for the staging 
area on this underutilized portion of their site.

CONNECTIVITY
As a result of residential development being scattered 
in disconnected blocks with no semblance of an urban 
grid, pedestrians must travel long distances to reach 
nearby commercial and institutional uses.  In addition, 
very few local streets or access drives connect to the 
arterials.  Due to these factors, along with the area’s 
wide streets and large parking lots, walkability is much 
lower here than near the other proposed stations.

Currently, the 112 Bus is the only transit connection 
within the study area.  However, due to the 
station area’s proximity to several major regional 
destinations, and it being the southern terminus of 
the BRT route, there may be potential for increased 
transit (either public or private) connectivity here in 
the future.  

The intersection of Lewis Avenue and 81st Street 
shows no congestion during the morning peak period, 
however back-ups during events and performances 
might be expected.

TRANSIT & CONNECTIVITY

BRT facilities in this station area should be designed and sited 
appropriately for the scale and intensity of envisioned use. 

STATION AREA PARKING
On-street parking facilities can be implemented 
with other near and long term improvements such 
as parklets and bus bulb-outs along the corridor, 
especially where a road diet is recommended. On-street 
facilities should be utilized for high-turnover parking 
opportunities to serve retail businesses along the 
corridor ranging from 15-minute to 60-minute limits. 

At the time of this analysis, the private parking 
facilities on Peoria appear to provide ample supply 
and satisfy current parking demand.  Potential “park-
once” facilities could be utilized to encourage park-
and-ride opportunities in the future near highway 
entrances and major intersections.  This opportunity 
should only be considered after infill development 
occurs and should be focused at times where bus 
frequency is at 10 minute intervals or less, and focus 
on potentially co-locating these uses at current 
parking lots or vacant land.  Conditions that do not 
meet this criteria are not suitable to attract park-once 
or park-and-ride demand.  
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FIGURE 57:  81ST STREET STATION AREA TRANSIT GUIDELINES

Key Guidelines
• Dedicated enhanced BRT station located in 

proximity to the major activity generators.
• Focus on adding a vegetated median and 

connecting sidewalks.
• Add shared bike lanes as a long-term 

strategy.
• Consider a road diet and bus-only lanes.

TRANSIT GUIDELINES
A vegetated median and connected sidewalks would 
provide near-term pedestrian enhancements. This 
portion of the corridor could bene it greatly from a 
road-diet in the long term, including a bus only-lane. A  
shared bike lane would further increase connectivity 
for all modes throughout the corridor.

A dedicated, enhanced BRT station in the Walmart 
parking lot could serve major traf ic demand 
generators in the area.
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URBAN DESIGN

The scale of the entire 81st Street station area can 
best be described as “monumental.” Everything is 
oversized--the buildings at Oral Roberts, the churches 
and hotels, Walmart, and the roadways. Both 81st and 
and Lewis are incredibly wide and vast surface parking 
lots located on practically every corner make buildings 
seem even further apart. The urban design vision for 
this area depicts modest changes that include parking 
lot screening with fencing and landscape buffers, trees 
in landscaped islands in the lots, multi-use paths for 
pedestrians and bicyclists, street trees, and continuous 
wide sidewalks. 

EXISTINGEXISTING

PROPOSEDPROPOSED

Some of these improvements can be implemented in the 
near term, such as parking lot screening, consolidating 
curb cuts, and the multi-use path, but many of them 
would be built as the area is developed into the regional 
center envisioned by PlaniTulsa. 
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FIGURE 58: 81ST STREET STATION AREA DEVELOPMENT VISION
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FIGURE 59:   81ST STREET STATION AREA URBAN DESIGN GUIDELINES

KEY GUIDELINES
• Consider providing a multi-use bike/

pedestrian path on the northeast frontage
along Oral Roberts University.

• Provide landscape buffers and ornamental
fences to screen parking.

• Decrease the amount of impermeable
surface throughout the area by considering
landscape islands in parking lots and
permeable pavers instead of asphalt.

• Encourage continuous street trees to provide
a lusher streetscape environment.

URBAN DESIGN GUIDELINES
The scale of this environment does not lend itself to 
small details such as paver sidewalks and crosswalks, 
urns and planters, and low level landscaping. The 
changes proposed are simpler, focused on allowing 
people to move from one quadrant to the next 
in this area without necessarily having to drive. 
Ultimately, new more compact and intense mixed-
use development occurring as envisioned will 
complement this approach. 
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FIGURE 60:   81ST STREET STATION AREA ZONING MAP

EXISTING ZONING
Much of the station was developed as part of 
various Planned Unit Developments (PUD), which 
has resulted in many of the existing developments 
not itting their underlying zoning designations.  
A notable example is the Oral Roberts University 
campus, which is zoned RS-3 (Residential Single-
Family) and radically out of character for the actual 
development.  

The City Plex Towers site is zoned OM (Of ice-
Medium), which generally its the site, however the OM 
district does not expressly permit commercial use, and 
may therefore hamper potential development plans.  
Similarly, Of ice-Medium (OM) zoning is in place to the 
west of the Walmart and Hotel site along Lewis, which 
does not adequately re lect the area’s current use.  

Near the primary intersection, the west side of Lewis 
Avenue is mostly zoned CS (Commercial Shopping).  
RM-1 (Residential Multi-Family) borders the western 
edge of The Plaza shopping center site at the southwest 
corners of the East 81st Street and Lewis intersection.

TRANSIT-SUPPORTIVE ZONING
The 81st Street and Lewis Avenue station area is the 
planned southern terminus of the BRT route. The 
area is currently dominated by very large, generally 
disconnected parcels, which presents signi icant 
challenges in terms of promoting walkable, mixed-
use development patterns. The comprehensive plan’s 
designation of this area as a “regional center” is in 
recognition of the area’s long-range development 
potential and existence of several major land uses 
that are unlikely to signi icantly change in the 
foreseeable future. Nonetheless, it is important to 
contemplate how redevelopment could help to set a 
pattern for change that is more supportive of transit 
users and non-motorized travel into the future. 

ZONING RECOMMENDATIONS
•  MX-F (“ lexible” character) zoning for 

undeveloped outparcels on the Cityplex 
Towers site at the southeast corner of East 
81st Street and Lewis; and

• Support for MX zoning on other 
redevelopment sites within the area.

ZONING
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MARKET CONDITIONS
This station area is the third most populous of the 
seven station areas. The population is stable in size, 
but is also very young, with a median age of only 23.8 
years. Typically, undergraduate students (such as those 
at Oral Roberts University) are counted at the place of 
their permanent residence, but graduate students are 
usually considered to be residing locally. 

The household size, which is similar to the city’s, 
likely re lects a younger population with younger 
aged households.  This station area serves as a retail 
anchor for a large portion of the city around it  - a 
function of the Walmart Supercenter.  The extreme 
surplus sales capture in retail and dining (more 
than ive times the available household spending) 
con irms that this area is a shopping destination. 
Most businesses are auto-oriented, though many 
customers currently arrive by bus.

STATION AREA STRATEGIES
Retail uses at this station area are de ined by two 
main shopping attractors, the Walmart Supercenter 
and The Plaza shopping center. A third, River 
Bend Center, adds to the offerings. The business 
mix is strongest in the restaurant and general 
merchandise/department store sectors. Walmart 
sells most categories of typical retail goods, so it is 
not surprising that a majority of businesses in the 
shopping centers offer dining and entertainment 
(e.g., sit-down and quick-service restaurants, café), 
and personal care services (hair and nails, personal 
training, tanning), with a smaller number of specialty 
retailers like apparel and jewelry. Because the 
Walmart Supercenter draws from all income levels, 
customers represent a wide spectrum of households.

KEY MARKET CHARACTERISTICS
• Station area population has remained 

unchanged since 2010.
• Household size is similar to the city but 

extremely young. This is likely in luenced by 
the presence of Oral Roberts University.

• The station area is racially more diverse 
than the city, but has about the same 
proportion of Hispanic residents.

• The proportion of renters to homeowners is 
very high at 82%, and far higher than any other 
station area. This is a likely a re lection of a 
transient population with connections to the 
university.

• The district functions as a retail draw for 
much of south Tulsa. Its surplus in retail sales 
capture (almost $140 million) is a re lection 
of sales leakage in other station areas and 
nearby neighborhoods.

• Of the 238 commercial entities in the area, 
52 are categorized as retail or retail services, 
or restaurants. In addition to Walmart, these 
businesses include restaurants (primarily 
fast-food chains and campus food services), 
coffee, gift shops, and auto parts and repair.

• Unlike other station areas, this area includes 
a hotel and hospitality-related businesses 
(in connection with both the hotel and the 
university).

ECONOMIC DEVELOPMENT

1. Knowledge Economy. A Knowledge Economy 
strategy aims to develop of ice space in the station 
area and grow the daytime user base, which in turn 
will support existing and new retail.

2. College Economy. A strategy that makes better 
connections between Oral Roberts University (ORU) 
and the station area’s commercial offerings can 
leverage the presence of this anchor institution. 
This is a secondary strategy, primarily because 
of the relatively small size of the ORU student 
body, but it is complementary to the Knowledge 
Economy strategy.
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OPPORTUNITIES AND BARRIERS

• By developing more of ices around the 81st
and Lewis core, there is an opportunity to knit
together the existing shopping-center-style
sprawl into a more cohesive and more diversi ied
commercial district.

• Developing the area’s Knowledge Economy will
encourage job creation through several potential
mechanisms, such as spin-offs from ORU faculty
and student entrepreneurs, and of ice-based
businesses attracted to the amenities of the 81st
Street station area.

• Making better connections between ORU and the
station area’s commercial amenities will link the
campus to the station area and, as a function of the
BRT, connect ORU students to the rest of Tulsa.

• ORU could help to make this transition by acting
as a developer or development partner in re-
imagining the station area.

RECOMMENDATIONS

• Begin to activate the space around the 81st and
Lewis intersection. This can provide an early
indication to passersby that they should watch
this space for future development. Interactivity
can also lend an element of delight and
surprise in a place where it would otherwise be
unexpected. Activation projects could include:

» Community garden
» Farmers’ market
» Interactive art
» Pop-up installations

• Work with ORU to identify the speci ic industry
sectors and opportunities for expanding the
knowledge worker base at this station area.

• Pursue feasibility of a catalytic development
designed to attract knowledge workers to the
district. (See appendix for illustrative pro forma.)

PRIMARY CUSTOMERS

• Households from surrounding neighborhoods
• Transit riders (bus, BRT) from neighborhoods to

the north
• ORU students and staff

Interactive public art and small, simple buildings – such as kiosks 
– can provide short-term activation to a space before they fully
developed.
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IMPLEMENTATIONIMPLEMENTATION
Realizing the full economic and social 
potential of the Peoria Avenue BRT line will 
require a thoughtful, forward-thinking, and 
sustained approach to policy making.  
This implementation strategy outlines and describes key initiatives and 
catalytic projects, policy changes, public-private partnerships, and other 
important action items necessary for achieving the planning principles 
and objectives set forth in the Peoria Avenue BRT Land Use Framework.  
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Moving the fundamental revitalization initiatives 
provided in this plan forward will help to build 
momentum for more signi icant reinvestment 
and positive change in the future.  In addition, the 
strategy should also serve as a reference guide on 
implementation for the station areas as they relate to 
land use, transit/transportation, urban design, and 
economic development. As this report is considered 
a framework and not adopted as part of PlaniTulsa, 
this is meant to complement the small area plans and 
other policy documents that have been approved by 
the City (see the appendix of this report for summaries 
of these plans). This strategy acknowledges that each 
station area has its own set of stakeholder groups and 
organizations focused on their improvement, including 
neighborhood associations, chambers of commerce, 
and other interested parties; such as business owners, 
community organizations, developers, investors, and 
local residents.   

Large scale changes, such as redevelopment and 
infrastructure projects take time. The visions shown 
in this framework are anticipated to take place over 
the next ten to 20 years. During this time horizon, 
redevelopment is likely to occur based on one or more 
of the following approaches:

• Incremental site-speci ic redevelopment by
individual property owners that either redevelop
or sell to developers or businesses that then
develop the sites.

• Redevelopment initiated by a group of property
owners in partnership with a master developer.

• Redevelopment initiated on larger consolidated
sites by a master developer that assembles
properties.

• Strategic public acquisition of key properties in
order to package a land assemblage for solicitation
of a master developer to redevelop the properties.

This framework anticipates the major transformational value of 
implementing Bus Rapid Transit in Tulsa and provides a series 
of strategies for community action and involvement.

OVERVIEW

The four options noted re lect various levels of public 
involvement and investment. Complexities inherent in 
in ill redevelopment, speci ically mixed-use projects, 
typically require higher levels of public involvement, 
especially associated with land acquisition, bridging 
of inancial gaps, and “setting the stage” with public 
infrastructure and facilities. Some of the development 
may be underway prior to the Peoria BRT being 
implemented, while some will follow the momentum 
the BRT creates. 

The City’s initial involvement in the redevelopment 
could be limited to active marketing of the framework 
to the business and development communities.  The 
City can also begin to carry out the appropriate 
regulatory changes necessary to spur investment 
by reexamining its development codes in respect 
to the proposed transportation initiatives.  As 
implementation of Peoria Avenue BRT begins to occur, 
it is likely that the City will take on an even more 
active role to further plan initiatives.  This may involve 
strategic property acquisition and forming public-
private partnerships for catalytic projects that would 
generate momentum and have more positive inancial 
and iscal results.
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COMMUNICATION & 
COORDINATION

Key participants in the implementation of the station 
area visions must include the following entities: 

CITY OF TULSA
The City will play an integral leadership role in 
implementing the various visions shown throughout 
this report. The City’s continued active participation 
in promoting, coordinating, and facilitating public 
improvements and redevelopment along Peoria 
Avenue and the BRT route will be critical for 
successful implementation. The City will also need to 
provide or identify technical and inancial resources. 

Key roles and responsibilities will include: 
• Ensure that ordinances that govern development 

(e.g. zoning, building codes, infrastructure, and 
design standards) support the redevelopment 
proposed within each station area.

• Actively engage with local developers and
issue Requests For Proposals for potential 
redevelopment, as necessary.

• Pro-actively communicate and coordinate 
between City departments and other involved 
agencies, including Planning, Economic 
Development, Engineering Services, Tulsa 
Transit, and INCOG to ensure coordination 
between public and private projects and timing 
of development or implementation of initiatives.

• Coordinate with other public agencies, property 
owners, and developers to ensure that future 
development aligns with the visions.

• Administer technical and other assistance to 
businesses, property owners, and developers.

• Assist with relocation of existing businesses, 
where appropriate, to other suitable locations 
within the City to allow for redevelopment of 
key sites. 

• Assemble sites for new development where
necessary.

• Initiate more detailed studies and plans for
local transportation, public open space, and
infrastructure improvements.

• Seek out grants and funding sources for public
improvements and property consolidations.

• Open regular communication/coordination
channels with local businesses and property
owners.

TULSA INDUSTRIAL AUTHORITY (TIA)
The Tulsa Industrial Authority (TIA) serves as a 
conduit in the issuance of 501 (c)(3) bonds and 
Industrial Development Revenue Bonds, which 
provide tax-exempt inancing for quali ied projects.  
TIA supplies comprehensive analysis of new issues 
and/or refunding opportunities, and assists the 
borrower in inalizing a transaction strategy and 
structure.  When a loan is passed through TIA, the 
IRS treats the loan as a local governmental agency 
special obligation.  Eligible projects include those for 
non-pro it entities (including health care), public or 
private colleges and universities, private high schools 
and grade schools, the Indian health care resource 
center, hospitals/nursing homes and various charities.  
TIA has inanced or refunded over $1 billion in tax-
exempt bonds.

TULSA DEVELOPMENT AUTHORITY (TDA)
The mission of the TDA is to improve Tulsa through 
programs and projects designed to utilize private and 
public resources that advance the physical, social and 
economic well being of citizens and neighborhoods 
throughout the city.  The primary objectives of 
the Tulsa Development Authority are to revitalize 
declining and underdeveloped areas, to encourage 
private investment and economic development, and 
improve the tax base through removal of slum and 
blight by redevelopment and rehabilitation.
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TULSA PRESERVATION COMMISSION (TPC)
The City of Tulsa’s Planning Department maintains a 
database of properties eligible for historic preservation 
incentives.  Preservation Staff is happy to assist 
property owners with questions about historic status 
and National Register listing, historic preservation tax 
credits, and the International Existing Building Code’s 
provisions for historic properties.

TULSA ECONOMIC DEVELOPMENT 
CORPORATION (TEDC)
This non-pro it Community Development Financial 
Institution was formed in 1979 as a catalyst for 
economic development. TEDC drives small business 
success through non-traditional lending programs and 
development services that help entrepreneurs start to 
expand a company. Branded as Creative Capital. TEDC 
uses public and private funds to make direct loans and 
participates with other institutions on projects that 
lack suf icient equity. Special considerations given to 
companies that create and retain jobs.

COMMUNITY ORGANIZATIONS
A number of community business organizations, 
including the Tulsa Regional Chamber of Commerce 
and TYPROS are actively involved in local business 
development efforts.  The City should maintain regular 
communication with these organizations to ensure 
efforts for improvements within the station areas are 
distributed between organizations appropriately and 
the efforts are in line with the frameworks’ established 
objectives and priorities.   

CITY LEADERS
City staff will need to continue to coordinate 
and inform the City Council, Tulsa Metropolitan 
Area Planning Commission (TMAPC) and Tulsa 
Development Authority as new development 
proposals are made or updates to the BRT engineering 
effort occur. 

TRANSPORTATION AGENCIES
Public transportation agencies that will be involved in 
implementing the Plan may include:

Tulsa Transit and INCOG 
With a concurrent detailed engineering plan being 
developed by HNTB for the actual placement, design, 
and branding of the BRT stations, the City should 
continue to share more detailed development plans 
and streetscape and infrastructure projects with 
Tulsa Transit to alleviate con licts and ensure smooth 
coordination of these improvements.   These may 
include anything from new buildings to plazas and 
sidewalks to way inding programs. 

Engineering Services 
Proposed roadway, streetscape, and intersection 
improvements shown in the framework visions, 
such as new streetscapes, bike lanes, road diets, 
bump outs, pedestrian crossing/crosswalk changes, 
potential median enhancements, parallel parking 
modi ications, signalization changes, and geometric 
intersection modi ications should be shared with 
Engineering Services. Preliminary transportation 
enhancement concepts and recommendations have 
been part of the conversation throughout this process 
and were generally well received as potential future 
improvements. Representatives from Engineering 
Services served on the project working group and 
have been involved in helping guide transportation 
strategies. However, any roadway changes will require 
further detailed study prior to implementation. 

INSTITUTIONS
The Peoria Avenue BRT route traverses nearly the 
entire City from north to south and will serve a number 
of large institutions that either own key property 
and/or have a vested interest in the service it will 
provide. Oral Roberts University on the southern end 
owns sizable parcels of undeveloped property, which 
could ultimately be developed as a dense regional 
employment center, as envisioned in this framework 
report and PlaniTulsa. Tulsa Tech – Peoria Campus is 
located at the northern terminus of the planned BRT 
route and, therefore, plays an important role in the 
implementation of the actual BRT. A large percentage 
of their student population relies on public transit and 
will greatly bene it from improved service. 
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Other institutions include Hillcrest Hospital, which is 
on the periphery of the 11th Street station area, but 
will be better connected by transit over the course of 
a few more years, as well as numerous churches that 
own property directly along the route. The City should 
continue to engage the leaders at these institutions 
to ensure the lines of communication are open and 
opportunities for mutual bene its are realized. 

HOUSING AUTHORITY OF THE CITY OF TULSA
Tulsa’s housing authority is will be an important 
partner in implementing development within many 
station areas, requiring close coordination and 
cooperation.  The Housing Authority provides a 
range of services tied to public housing, including 
construction and development services, and 
community relations.  Partnership with this agency 
will be especially helpful in increasing ridership and 
pursuing development in stations areas with lower 
market demand.

PRIVATE SECTOR
Developers, property owners, local businesses 
and inancial institutions will play a key role in the 
phased implementation of the framework and the 
revitalization of the station areas as well as Peoria 
Avenue as a whole.

Private Developers
The City should continue to take an active role in 
attracting mixed-use, residential, and commercial 
developers to the Peoria Avenue corridor and, 
speci ically, the seven station areas.  City planners and 
the consultant team have already engaged many local 
developers regarding several opportunity sites depicted 
and described in the framework and have continued 
to communicate with these individuals throughout the 
process. This communication should be on-going.

Local Business and Property Owners
The City should maintain a regular communication 
forum and outreach program for assisting both existing 
and potential business and property owners within the 
key station areas to determine their development and 
revitalization needs. Consider developing a program 
or regular forum for providing updates on the status of 
BRT, development proposals, or other initiatives that 
will mutually bene it the community. 

Financial Institutions 
With City support in achieving the framework’s 
vision(s), local lenders can assist and facilitate 
redevelopment by providing preferred inancing 
options for projects within the station area transit-
oriented development (TOD) zones, which are 
generally a within a quarter-mile radius of the 
stations. The City should initiate conversations with 
local bank lenders to evaluate what options are 
available for inancing assistance for new and existing 
property redevelopment or enhancement.
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An important early step toward Plan implementation should be the 
identification of achievable priority actions and catalytic projects. 

PRIORITY ACTIONS & PROJECTS

An outline of priority actions and projects has been 
compiled below.  Actions such as development code 
changes and simpli ication of the development process 
are extremely valuable, low cost priority items that can 
be implemented in an early time horizon and set the 
stage for future redevelopment and reinvestment. 

Once this framework has been established, the City 
can focus on strategically implementing priority or 
catalytic projects. These are projects which include 
the opportunity sites that are expected to create 
the most vitality, investment and redevelopment 
in the area because of their high visibility, 
strategic locations and large sizes. Additionally, 
the implementation of these projects would begin 
to address optimal land use and development 
opportunities as envisioned in the Framework. 

ZONING CODE CHANGES
As identi ied in the narratives of several station 
area development concepts, achieving a preferred 
development outcome will likely result in exceeding 
existing development regulations or non-conformance 
with prescribed land uses.  A key strategy for 
addressing this issue is the application of the City’s 
Mixed-use District zoning on important station area 
properties.  Several options exist for implementing the 
suggested station area zoning strategies advocated in 
this framework:  

• Future property-owner rezoning requests in
enhanced BRT station areas could be evaluated
against the land use planning framework
provided in this study, with staff and planning
commission recommendations taking suggested
zoning strategies into account.

• Future small area plans and other planning
initiatives could be used as an opportunity to
further study potential land use and zoning
strategies in enhanced BRT station areas.

• The city could attempt to incentivize property
owner-initiated rezonings through such
techniques as reducing or waiving application
processing fees.

• The planning commission or city council could
initiate a process for consideration of city-
initiated rezonings to establish the types of
pedestrian-oriented, mixed-use zoning patterns
shown for the key BRT station areas. Such a
process would need to include a great deal of up-
front discussion with property owners, business
owners and area residents to inform them about
the effect of such changes.

It is also important to note that promoting the types 
of higher intensity, mixed-use development patterns 
suggested by the zoning concepts presented in this 
study could perhaps be accomplished by means 
other than rezoning to MX or other classi ications. 
As authorized in Chapter 20 of the existing code, a 
Special Area (SA) overlay could be established for one 
or more of the station areas. Other new or amended 
regulations could also be used to advance BRT station 
area planning objectives, such as access management 
controls, changes to city policy regarding use of public 
rights-of-way and additional changes to off-street 
parking regulations.
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DESIGN GUIDELINES
In conjunction with a change in the zoning at the 
station areas, the City should consider developing a 
detailed set of BRT Station Area Design Guidelines. 
A few key guidelines that focus on development, 
transportation, and urban design have been outlined 
as part of this framework document for each of the 
station areas. However, a more comprehensive set of 
guidelines would establish an approach that fosters the 
type of walkable, mixed-use visions shown in the plans 
and preferred by stakeholders throughout this process. 
These guidelines help bridge the proposed zoning 
changes and PlaniTulsa to this framework and focus on 
solidifying Peoria as Tulsa’s key transit corridor. 

Prior to considering development proposals, the City 
should de ine key elements of the design of the public 
realm to provide a blueprint that articulates standards 
for development.  Key urban design elements for the 
guidelines could include street, building, parking, site, 
landscape, streetscape, and signage design. These 
guidelines would not only encourage higher quality, 
“context sensitive” projects, but would help facilitate 
a streamlined, predictable review process for all 
development and reinvestment throughout the corridor. 
These also do not have to be a one-size- its-all approach, 
but rather include place-speci ic factors to consider. 

STREETSCAPE DESIGN
As discussed and illustrated throughout this 
framework report, a key goal is the creation of 
unique, higher quality places to shop, live, and visit 
throughout Tulsa. 

An integral component is the focus on upgrading 
the streetscape along Peoria Avenue as well as the 
primary cross streets near the actual station locations. 
A comprehensive, detailed streetscape design plan 
that links to the GO Plan and BRT engineering designs 
and implementation strategy/program should be 
undertaken that provides a comprehensive vision for 
enhancing this major corridor. 

Ideally, this plan will meld the transportation 
recommendations of this framework, address the 
unsightly above-ground utilities and overhead wires, 
establish a plan for incorporating street trees and 
landscaping, and treat the station areas as special 
destinations or districts.  A streetscape/open space 
program should include conceptual and detailed 
design, cost estimates, and prioritization of projects 
based on capital improvement budgets, new in ill 
development, and acquisition of funding or grants. 
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OVERALL CORRIDOR WAYFINDING + SIGNAGE 
DESIGN PROGRAM
As part of or as a separate task from a corridor 
streetscape program, a visually attractive and clear 
corridor-wide way inding and signage system 
incorporating a recognizable theme should be 
designed and implemented along Peoria. This 
program, aimed at directing motorists, visitors, 
pedestrians, and bicyclists into and around 
neighborhoods and destinations along Peoria, can 
be phased over time. The design could be tied to or 
complement the brand and design of the stations, 
but would likely vary at the seven key stations to 
align with speci ic neighborhood brands, logos, and 
identities. 

Downtown Tulsa has a way inding system and many 
of the neighborhoods have brands to build from, such 
as The Phoenix District in North Tulsa and The Pearl 
District. Leaders and neighborhood and business 
associations for both of these districts have already 
developed logos, which can be used as part of the 
signage and gateways in the public realm.   A strong 
way inding system should address the following 
signage types:

• Key Destination/Public Parking Directional Signs

• Informational Kiosks/Maps

• Regulatory Signage

• Bike Route Directional Signs

• Seasonal Banners

• Street Signs

• Identity Brand Graphics

TARGETED ECONOMIC DEVELOPMENT 
STRATEGIES
As noted within the recommendations and 
strategies for each station area, a targeted economic 
development strategy that coordinates and 
formalizes the policies and guidelines presented 
in this framework should be developed for each 
area.  Speci ic ideas have been provided based on 
the market potential, existing land uses, and context 
along the corridor or within the City as a whole. 
This framework establishes a series of options 
for forming stronger neighborhoods, commercial 
clusters and employment districts along Peoria, but 
these economic development initiatives will need to 
be further developed and led by local organizations, 
such as chambers of commerce, neighborhood 
groups, and local leaders. It is recommended 
that these groups are further engaged in the 
revitalization efforts to begin creating more de ined 
economic development goals and strategies for their 
respective commercial districts. 
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There are a number of potential strategies, programs, 
and initiatives – or ‘tools’ – that could be employed 
at a local level in support of speci ic station area 
development objectives.  Some examples include:

INCREMENTAL OR ‘TACTICAL’ URBANISM
Incremental development strategies – commonly 
known as Tactical Urbanism – have gained popularity 
in recent years as a low-cost, low-risk alternative 
for testing urban design ideas.  Using this grassroots 
approach, civic and community leaders work directly 
with the local community to design and build simple 
installations that are re lective of longer term or more 
formal improvements.  This approach can be employed 
for a wide variety of purposes ranging from pedestrian 
safety enhancements, to branding and placemaking, to 
business and economic development.  Common urban 
design examples include painting asphalt to show how 
paved areas might be converted to open space, or using 
safety cones to test out bump-outs or road diets.  

Incremental Urbanism strategies are recommended in 
any or all station areas.

IMPLEMENTATION TOOL KIT
INTERACTIVE ARTS
Interactive art installations can activate public spaces, 
especially when used in locations that suffer from 
a lack of pedestrian activity. While these creative 
projects are generally temporary, they have the power 
to be economically transformative by attracting 
people to patronize retail businesses in districts 
where there is little foot traf ic. 

Interactive Arts measures are recommended in any or 
all station areas.

POP-UP STORES
Pop-ups are a form of retail incubator, but they 
also bring an element of change and excitement to 
a commercial district, which can start to generate 
public interest. They are typically used to test out 
entrepreneurial ideas, and are usually open for one to 
three months, based on a low (or no-) cost short term 
lease. (The short-term lease may have the option to 
transition to a long-term lease.) Some cities, including 
Detroit, have formalized their pop-up program by 
issuing an RFP for pop-up business plans and have 
incentivized these competitions with technical 
assistance and mentoring, or even with cash prizes.

Pop-Up strategies are applicable to the 11th Street, 
41st Street, 61st Street, and 71st Street & Trenton 
Avenue station areas. 

San Francisco’s ‘Parklet’ program allows businesses to convert parking spaces into non-permanent seating areas.
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FARMERS’ MARKET
A farmers’ market can be used as a transitional tool to 
activate a vacant parcel while bringing healthier food 
options to community residents. Markets can also 
provide an outlet for home-based producers to sell 
their food or other products. A farmers’ market can be 
equally bene icial in an established commercial 
district as a way to build weekly foot-traf ic that then 
bene it nearby storefront retailers.

Opportunities for Farmers’ Markets occur in the 38th 
Street North, Pine Street, and 81st Street & Lewis 
Avenue station areas.

PERCENTAGE LEASES
Percentage leases lower the risk for entrepreneurs 
who are considering leasing space for a new business. 
The arrangement allows a property owner to share in 
the growth and success of that business over time. In 
a percentage-lease, rather than charging a lat rental 
rate for a retail space, owners of commercial properties 
(particularly in poorly performing shopping centers, 
or in vacant “Main Street” storefronts) could charge a 
lower rate, plus a percentage of sales. Percentage leases 
not only make it easier for a business to take root, but 
also provide an incentive for the property owner to 
mentor the business owner.

Percentage Lease strategies are applicable to the 
11th Street, 41st Street, 61st Street, and 71st Street & 
Trenton Avenue station areas. 

MAIN STREET MANAGEMENT PROGRAM
The strategies and recommendations in this document 
require a champion to implement them. In most of 
the station areas, there is no obvious champion, no 
organization that is charged with implementation. 
The City cannot transform all of the station areas on 
its own. Main Street programs provide a framework 
for organizing private and public-sector collaboration 
and implementing a series of projects that can reshape 
a neighborhood’s economy. Main Street programs 
are usually (but not always) housed in a community-
based non-pro it. They typically work on a broad 
range of activities, including beauti ication, marketing, 
events, image-development, business assistance, new 
business development, real estate development, and 
other programs. 

Main Street Management Programs are applicable to 
the 11th Street and 41st Street station areas.

COMMUNITY LAND TRUST
A Community Land Trust (CLT) is a vehicle for placing 
strategic parcels into a community-owned non-
pro it and managing the land for the community’s 
long-term bene it. It can be useful in lower-income 
neighborhoods that want to have control over 
future development, where a CLT can help manage 
potentially-adverse effects of speculation, such as 
gentri ication and displacement. CLTs manage land 
leases which still allow community members to build 
equity in the homes and buildings themselves, while 
the land is managed for the long-term.

Community Land Trusts are applicable to the 38th 
Street North and Pine Street station areas.
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This section provides a series of visual 
demonstrations showing how various station 
area strategies might be realized through the tool 
kit described above.  Two sets of illustrations, 
or ‘vignettes’,  were prepared to demonstrate 
enhancements related to transit and urban design 
at the 11th Street station and 61st Street station, 
respectively.  These station areas were chosen because 
they represent certain general conditions found along 
the corridor, where the scenarios depicted can be 
conceptually applied to the other station areas.

TRANSPORTATION
The first set of vignettes was developed to highlight the 
potential range of transportation related improvements 
recommended for each station area as BRT service is 
implemented and development occurs over time. 

Transit Enhancements
In the near-term before a road diet is implemented, 
a queue jump and transit-signal priority can serve as 
a way for buses to bypass traffic at the intersection. 
In this case, the bus would use the right turn lane to 
reach the bus stop on the north side of 11th Street.

IMPLEMENTATION BLUEPRINT

Figure 62: 11TH STreeT STATiON AreA – 
Queue JuMP

A parklet provides a semi-permanent option for outdoor seating.

Pearl Street Triangle in New York City used green paint and simple 
furnishings as a pilot project before making formal improvements.
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Figure 63: 11TH STreeT STATiON AreA – 
TrANSiT iMPrOVeMeNTS

SHORT–TERM

LONG–TERM

Another option for the short-term is installing a two-
way cycle track on the west side of the street. This 
allows for a conversion of four lanes to three lanes 
with a center turn-lane as a traffic calming measure. 
In the short-term, the cycle-track should be buffered 
with striping, bollards, and plants. A temporary bus 
bulb, or bump out, with striping and bollards will ease 
boarding for transit users while minimizing conflicts 

with cyclists, as the cycle track can travel through 
the eastern edge of the park. In the long-term, cycle 
track bollards should be replaced with a cement 
buffer and the temporary bus bulb should be made 
permanent by extending the sidewalk. In addition, bus 
shelters should be installed at both northbound and 
southbound bus stops.
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Bike Enhancements
In the short-term, bike improvements should include 
buffered bike lanes with temporary bollards through 
the implementation of a traffic calming road diet.  
Conflict areas, such as intersections, bus stops, and 
driveways, should be demarcated with dashed white 
lines. In the medium-term, green thermoplastic 
material should be used for bike lane striping to further 
increase visibility. In addition, concrete buffers should 
replace temporary bollards for increased safety. 

Figure 64: 11TH STreeT STATiON AreA – 
BiCYCLe iMPrOVeMeNTS

SHORT–TERM

LONG–TERM
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Figure 65: 11TH STreeT STATiON AreA – 
PeDeSTriAN iMPrOVeMeNTS

SHORT–TERM

LONG–TERM

Pedestrian Improvements
An option for a short-term improvement includes 
temporary curb extensions at the intersection to 
encourage traffic calming and a more pedestrian-
friendly environment. Through the use of temporary 
striping, bollards, and planters, pedestrians will have 
a decreased crossing distance from corner to corner. 
In the long-term, the curb extensions should be made 

permanent by extending the sidewalk and can include 
additional seating and parklets. Other pedestrian 
improvements include increased lighting, plants, and 
trash and recycling receptacles. 
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URBAN DESIGN
The second series of vignettes demonstrates the 
potential phasing of urban design improvements 
within the 61st Street station area, and their 
relationship to future redevelopment efforts.  These 
vignettes depict a combination of both formal and 
informal station area enhancements that evolve as 
development progresses.  An outline of the proposed 
sequencing is described below:

• The first phase of the 61 Street Redevelopment 
consists of pop up or tactical urbanism. Th 
strategy provides a lower-cost, quickly-
implementable option to improve pedestrian 
circulation and enhance placemaking at the 61st 
street intersection.

• The second phase consists of a large mixed-use 
development with first floor retail and / or services 
and upper level apartments or office space.

• The third phase of the 61st Street Redevelopment 
consists of the redevelopment of the corner lot of 
a large, one-story retail development. 

• In the last phase of the 61st Street redevelopment 
process, the BRT route is implemented, including 
the improved station area. 

Figure 66: 61ST STreeT STATiON AreA – eXiSTiNg CONDiTiONS

EXISTING

Existing Conditions
Current conditions within the 61st Street station 
area are largely dominated by automotive use, with  
extensive curb cuts, surface parking lots directly 
fronting the corridor with little to no screen, and 
inconsistent architectural character or form.  The 
result is a station area whose physical surroundings 
lack a clear sense of ‘place’. 

Existing conditions on Peoria Avenue – looking south towards 
61st Street
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Figure 67: 61ST STreeT STATiON AreA – PHASe 2 eNHANCeMeNTS

PHASE 2

Figure 68: 61ST STreeT STATiON AreA – PHASe 1 eNHANCeMeNTS

PHASE 1

Phase 1
Colorful striping, bollards, and large planters provides 
temporary curb extensions to calm traffic and provide 
a safer pedestrian environment. Additionally, one of 
the large vacant lots can be transformed into a pop-up 
park with picnic tables, catenary lighting, open green 
space, large planters, and space for food trucks.

Phase 2
Access is available via a curb cut on the southern 
edge of the development and rear parking lot. The 
development also provides a small outdoor plaza with 
café seating and large planters to encourage a more 
active pedestrian environment. 
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Figure 69: 61ST STreeT STATiON AreA – PHASe 4 eNHANCeMeNTS

PHASE 4

Figure 70: 61ST STreeT STATiON AreA – PHASe 3 eNHANCeMeNTS

PHASE 3

Phase 3
Access is available via the existing curb cut off 61st 
Street with parking in the rear of the building. 
The space between the one-story and mixed-use 
developments is then transformed into a large plaza 
with specialty paving, movable seating, and large 
shade trees.

Phase 4
As part of the BRT implementation, the Peoria Avenue 
streetscape would be redesigned and reconstructed, 
with smaller (11-12’) travel lanes, improved 
pedestrian crosswalks, and a vegetated median with 
a pedestrian refuge island. Dedicated right turn lanes 
would be removed to shrink the street cross-section 
and shorten the length of roadway pedestrians must 
cross.
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PLACEMAKING EXAMPLES

Figure 71: CONTAiNer SHOP

Figure 73: POP uP PArK

Figure 75: CATeNArY LigHTiNg

Figure 78: iNTerSeCTiON iMPrOVeMeNTS Figure 79: PuBLiC ArT

Figure 76: CAFe SeATiNg Figure 77: WAYFiNDiNg & BrANDiNg

Figure 74: BrANDeD BiKe rACKS

Figure 72: FOOD TruCK HuB
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Wherever possible, local, state, federal – as well as non-traditional or alternative – funding sources should be 
explored and used to leverage and expand private sector investments.  Outside of formal funding streams, grants 
and contributions from foundations, corporations, institutions, other government agencies, and other businesses 
and individuals can also be secured to fund specific station area initiatives.

The following is a summary of some key financing tools, programs, and sources that should be considered by the 
City in implementing the Peoria Avenue BRT Land Use Framework.  

In order to implement the objectives identified and outlined in this 
Framework, a variety of funding sources will need to be employed.

FUNDING SOURCES

LOCAL SOURCES

The following is a list of potential funding sources that 
might be tapped for the improvements described in 
this plan.  

GENERAL REVENUE FUNDS
A revenue collected from various tax sources, such as 
sales and use taxes, are collected into the municipal 
general fund to be used for financing various 
municipal functions.  Available monies from the 
general fund could be allocated to underwrite various 
plan implementation actions.

GENERAL REVENUE BONDS
The City of Tulsa may investigate the ability of long-
term bonds for specific initiatives in order to facilitate 
revitalization and redevelopment activities.  Bonding 
for public infrastructure, new park and open space or 
streetscape improvements tied to major station area 
redevelopment efforts are some of the key Framework 
elements that may be considered.

ECONOMIC DEVELOPMENT PUBLIC 
INFRASTRUCTURE FUND
Included in the Improve Our Tulsa package (2013) this 
fund was developed to assist, in a timely manner, with 
valid public infrastructure needs related to business 
retention, expansion and attraction. The voters 
approved $6.0 million over the term of the program 
towards these efforts based on an annual allocation 
approved by the Tulsa City Council as part of the City 
budgeting process. The criteria/objectives to be under 
consideration for this fund include: 

• It is the objective of this fund to provide 
assistance with public infrastructure needs in 
those unique instances when this is the most 
appropriate program or resource.

• This fund is designed to assist in with the 
retention and expansion of jobs in manufacturing 
and office business sectors.

• If approved, the City of Tulsa will be responsible 
for constructing all improvements.

• It is not the intent of the policy to fund land 
acquisition.

• Where applicable cost sharing and potentially 
claw-back provisions will be negotiated.

This fund is also referred to as Annual Economic 
Development Priority Opportunities Fund.
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CAPITAL IMPROVEMENTS PLAN (CIP)
Most communities incorporate Comprehensive Plan 
recommendations and initiatives within a Municipal
Capital Improvement Plan, which is prepared on 
an annual basis and reviewed every five years in 
accordance with any update to the community’s 
Comprehensive Plan.  Capital improvement funding 
could be used to support various projects outlined in 
this Framework document that align with the City’s 
Comprehensive Plan, including:

• Street improvements and streetscape 
implementation, especially in areas with acute 
accessibility issues.

• Utility upgrades and relocation.

• Station area placemaking initiatives, including 
signage and wayfinding programs.

TAX INCREMENT FINANCE
The Oklahoma Local Development Act (1992) 
allows local governments to establish Tax Increment 
Finance districts, which may finance infrastructure 
improvements for development. The city currently 
has five active TIF districts (including North Peoria 
Avenue); new districts must be approved by all 
affected taxing entities.  Possible uses include:

• Streetscape design and construction.

• Various infrastructure improvements within TIF 
Districts.

Note that all station areas may be eligible for TIF 
District funding.

TAX INCENTIVE DISTRICTS
A Tax Incentive District provides a five to six year 
abatement on local property taxes for specific 
development projects in Tulsa. Developers may apply 
to the city for tax abatement on projects constructed 
or rehabilitated within a designated incentive district. 
(The only current tax incentive district in Tulsa covers 
the Inner Dispersal Loop. Potential implementation 
uses include:

• Local real estate development. 

TAX INCENTIVE PROJECTS WITHIN 
ENTERPRISE ZONES
Provides for the granting of an abatement of the 
increase in local property taxes for specific projects 
for six years within qualified areas. The CBD is a 
designated area of eligibility. Can be combined with 
the Enterprise Zone Tax Incentive Leverage Act as a 
state income tax credit match. These tax incentives 
are available for up to six years; please refer to 62 OS 
§ 850 and 68 OS § 2357.81.  If the project is granted 
abatement and located within an Enterprise Zone, 
a state match is available; however, an enterprise 
cannot receive more than $200,000 aggregate value in 
state payments and credits in any year. 

BUSINESS IMPROVEMENT DISTRICT (BID)
A Business Improvement District BID is a State 
authorized financing program that municipalities 
may establish for improving infrastructure and 
attracting new commercial growth in a designated 
business improvement district.  A BID is adopted by 
ordinance and is funded by increments added to ad 
valorem taxes.  BID revenues can be used for several 
revitalization or redevelopment activities allowed 
under the BID statute.  Revenues collected within it 
are placed in a BID Fund managed by the City of Tulsa.  

One significant advantage of a BID is the flexibility and 
wider range of activities in which BID monies can be 
used, such as:

• Station area building improvement programs.

• Placemaking initiatives along the corridor, 
including gateway and wayfinding signage design 
and installation.

• Streetscape design and construction.

• Various infrastructure improvements within BID 
districts.

• Commercial district management program with a 
focus to business assistance and marketing.

• Salaries related to BID operations and 
administration.
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OKLAHOMA TRANSPORTATION ALTERNATIVE 
PROGRAM (TAP)
Administered by ODOT and funded through the 
Federal Highway Administration (FHA), the TAP 
provides grant funds to underwrite projects that 
expand transportation choices and enhance the 
overall physical environment and transportation 
experience.  Eligible projects include streetscape 
improvements, provision of pedestrian and bicycle 
facilities, environmental mitigation due to highway 
run-off and pollution, control and removal of outdoor 
advertising, and rehabilitation and operation of 
historic transportation buildings and facilities.  

Projects may receive up to 80 percent reimbursement 
for project costs with the remaining 20 percent 
paid by the local government or sponsoring agency.  
Grant awards are up to $700,000.  Applications for 
the TAP program are taken yearly and are awarded 
on a competitive basis.  Eligible initiatives from the 
framework plan include:

• Signage design and installation

• Road/streetscape design and construction

• Trail linkages and improvements

• Stormwater mitigation

• Safe routes for non-drivers

OKLAHOMA DEPARTMENT OF 
TRANSPORTATION TREE GRANT PROGRAM
The Oklahoma Department of Transportation 
Beautification Office manages a Tree Grant Enhancement 
Program, which funds initiatives that enhance 
transportation corridors through the installation of 
trees.  The trees, in turn, improve community aesthetics 
and can serve as a screening device between different 
types of land uses.  Over 300 tree grants have been 
awarded since 1997, making a visible difference to 
Oklahoma’s public transportation corridors. Awards 
range from $1,875 to $25,000 with a 25 percent local 
match requirement.  Eligible implementation costs 
include many of the recommended Peoria Avenue 
corridor urban design enhancements.

STATE & FEDERAL SOURCES
RETAIL INCENTIVE
The City of Tulsa recognizes that the most effective 
incentive for economic development is being a livable 
and vibrant community. It is recognized that Tulsa, 
like all cities in Oklahoma, is heavily reliant on sales 
tax revenues to support the City’s General Fund. In 
order to provide the levels of programs and services 
necessary to remain a vibrant and livable community, 
the sales tax base must continue to grow. The goal of 
this policy is to ensure Tulsa continues to be a great 
place to live and that continuing to be a regional 
retail center is supportive of that effort. This policy 
is intended to support commercial retail businesses. 
Minimum requirements for applicants:

• Stand-alone retail: Retailer must have projected 
annual gross retail sales of $20 Million by the 
third year of operation.

• At time of application, Retailer has no existing 
presence in MSA, or new development that is 
part of a regional retail project of at least 100,000 
square feet.

• Multi business development: If the application is 
for a development with multiple businesses the 
project must contain at least 100,000 square feet.

• Underserved or distressed area: Location is 
within an enterprise zone, designated USDA 
food desert, adopted City of Tulsa Sector Plan or 
adopted City of Tulsa Small Area Plan.

COMMUNITY FOUNDATIONS
Several community foundations  within the City 
conduct initiatives in economic development, 
neighborhood development, and arts and culture to 
provide equal opportunity to everyone in Tulsa. 
One example is George Kaiser Family Foundation 
(GKFF) who has been instrumental in undertaking 
grand civic projects that have contributed to some of 
Tulsa’s most recognizable and/or anticipated places, 
including Guthrie Green and A Gathering Place For 
Tulsa. Additionally, GKFF established the Tulsa Artist 
Fellowship to foster opportunities for local artists and 
create an environment where artists can flourish. 

Community foundations can be important partners for 
initiating community-based projects that could impact 
the Peoria Avenue corridor and the station areas. 
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LOW-INCOME HOUSING TAX CREDIT PROGRAM
The Low-Income Housing Tax Credit program is 
used to finance the development of affordable rental 
housing for low-income households, including 
seniors.  The credits are awarded to developers of 
qualified projects by the Oklahoma Housing Finance 
Agency (OHFA).  Developers then sell these credits to 
investors to raise capital (or equity) for their housing 
projects, which reduces the debt that the developer 
would otherwise have to borrow. Since the debt is 
lower, a tax credit property can in turn offer lower, 
more affordable rents.  Eligible framework plan 
implementation costs include:

• Exterior building improvements
• Adaptive use projects
• Senior housing development

HOME INVESTMENT PARTNERSHIPS PROGRAM
Administered by OHFA, the agency works with 
non-profit organizations, public agencies, units of 
local government, tribal governments and private 
developers to assist low income households with 
housing needs. Fund proceeds may be used to provide 
development costs for the new construction or 
acquisition and rehabilitation of affordable housing, to 
provide assistance for home purchase, or to assist low 
income renters.  Eligible implementation costs include:

• Property rehabilitation and adaptive use projects
• Senior housing development

COMMUNITY DEVELOPMENT BLOCK GRANTS 
(CDBG) AND HOME FUNDS
The CDBG program is a formula-based annual grant 
program administered by the U.S. Department 
of Urban Development through the Oklahoma 
Department of Commerce intended to support and 
fund a variety of community enhancement efforts, 
including infrastructure improvements, housing 
development and property acquisition, and the 
provision of public services.  

Tulsa is an entitlement community receiving 
approximately $3 million annually in HUD grants for 
eligible projects.  Application process required each 
year in May.

21ST CENTURY OKLAHOMA QUALITY JOBS 
PROGRAM
Administered by the Oklahoma Department of 
Commerce, the 21st Century Oklahoma Quality Jobs 
Program seeks to attract more high-paying jobs 
and expand the number of companies in advanced 
industries, Oklahoma offers a cash grant of up to 
10 percent of taxable payroll to businesses that 
create at least 10 full-time jobs.  The new jobs must 
have an average annual wage that is the lesser of 
$95,243 or 300 percent of the average wage of the 
county where the project is located.  Businesses may 
receive cash grants for up to 10 years.  Eligible Plan 
implementation costs include:

• Business and industrial development activities. 

OKLAHOMA QUALITY JOBS PROGRAM
Also administered by the Oklahoma Department 
of Commerce, the Oklahoma Quality Jobs Program 
provides cash grants of up to 5 percent of new 
employee gross taxable payroll for businesses that 
create new jobs with wages that meet or exceed 
the average county wage or the state threshold 
wage, whichever is lower.  To qualify, a company 
must achieve at least $2.5 million in new annual 
payroll within three years.  Businesses may receive 
cash grants for up to 10 years.  Eligible Plan 
implementation costs include:

• Business and industrial development activities. 

NEW MARKETS TAX CREDITS
The federal New Markets Tax Credit program offers a 
39 percent federal income tax credit (over the course of 
seven years) to investors who make equity investments 
in certified Community Development Entities (CDEs) 
which, in turn, make loans to or equity investments in 
qualified business development projects in low-income 
communities. To be eligible, a building or business 
must be located in a Census tract whose median 
family income is 80 percent or less than that of the 
appropriate reference point (state or metropolitan area 
median family income). The US Treasury’s Community 
Development Financial Institutions Fund (CDFI Fund), 
which administers the NMTC program, publishes a 
directory of CDEs with credit allocations on its website.  
Opportunities include:

• Business and industrial development activities. 
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CROWDFUNDING
Crowdfunding is a mechanism for communities to 
help capitalize the types of businesses they want to 
see in their neighborhoods. Crowdfunding is also a 
way for established independent businesses to raise 
capital for expansion. The crowdfunding industry 
has become firmly established over the last five 
years or so and now offers a variety of platforms, 
many specializing in particular kinds of projects or 
enterprises, including business startups, artistic 
projects, community projects, and even real estate 
development.  Potential implementation uses include:

• Local business formation.

• Neighborhood-scale real estate development. 

VENTURE FUND/COMMUNITY-SUPPORTED 
FINANCING
In addition to crowdfunding platforms, where 
individual contributions are solicited for a specific 
project or purpose,  the possibility of forming venture 
or equity funds for business capitalization, expansion 
and stabilization should be explored. This might take 
the form of a small group of investors pooling funds 
to create one or more needed businesses, or a venture 
fund capitalized by private corporations and local and 
regional foundations and government grants.  

Community financed businesses can also be 
structured as cooperatives or as local stock 
corporations, which could be a realistic solution 
for starting a new business within the station area 
business districts. A venture fund can also be used 
in combination with existing incentive programs.  
Potential implementation uses include:

• Local business formation.

• Neighborhood-scale real estate development. 

ALTERNATIVE SOURCES
FAÇADE AND SIGN GRANTS
Many cities across the country use some type of 
matching grant program to encourage façade and sign 
improvements, particularly on historic commercial 
buildings. The incentive is frequently offered in 
traditional or historic “Main Street” districts. There 
is a public benefit to these projects in that they make 
the publicly-visible commercial building a visual 
asset to the district as a whole. They also benefit the 
business itself by projecting a clean, well-designed 
look.  Façade improvement grant programs are 
funded in a variety of ways, including through the 
use of Community Development Block Grants.  These 
programs are most effective when paired with 
architectural design assistance and a requirement 
that the recipient adhere to the design provided (or, 
at least, to a set of core design standards).  Potential 
implementation uses include:

• Station area placemaking initiatives, including 
signage and branding programs.

• Local business development.

DEFERRED LOAN REPAYMENT
Deferred repayment loan programs can help capital-
intensive new businesses get established before 
they must start repaying their debts. This tool is 
particularly well-suited for restaurants (which have 
high equipment costs), but could equally be used to 
incentivize small manufacturers.  The City of Winston-
Salem, North Carolina, for example, in seeking to 
establish a downtown restaurant cluster, used some 
of its Community Development Block Grant money 
to defer loan repayments for qualified restaurants.  
Potential implementation uses include:

• Local business formation.
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FORGIVABLE LOANS
A few cities have used TIF funds to establish 
forgivable loan programs for high-priority business 
recruitment targets. The businesses typically make 
interest-only payments for a period of several years 
or more, with a percentage of the loan forgiven each 
year. Preference is given to high-priority locations 
and to businesses identified in a community’s 
market analysis as being a critical needs.  Potential 
implementation uses include:

• Local business development.

• Neighborhood-scale real estate development. 

SALES TAX EXEMPTION FOR CONSTRUCTION 
MATERIALS
Exempting new developments from local sales taxes 
on construction materials can make some projects 
incrementally more feasible, especially in districts 
where the market for new development is weak or 
untested.  Potential implementation uses include:

• Neighborhood-scale real estate development. 

FIRE SUPPRESSION GRANT
A City grant of up to $8,000 is available for sprinkler 
connections and appurtenances located in the public 
right-of-way. Contact the Development Services 
Department for more information.

INTERNATIONAL EXISTING BUSINESS CODE
IEBC is used by the City of Tulsa as a sensible and 
cost effective approach to rehabilitation. Anecdotal 
information from developers who have used this code 
locally reports a savings of approximately 20% over 
BOCA.




