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INTRODUCTION 
The purpose of this report is to document the evaluation of the current performance of Durbin & 

Wolcott Streets in downtown Casper for overall network operational performance measures. A review of 
existing conditions included roadway geometry, traffic operations, traffic safety, business access, parking, 
and transit, pedestrian, and bicycle accessibility. This report discusses existing conditions under one-way 
traffic to aid the City Council in discussing their goals for downtown Casper.  

PROJECT HISTORY 
Originally, Durbin and Wolcott Streets were configured to provide two-way traffic flow; however, in 

the 1970’s, as part of a broader effort to revitalize downtown Casper, Durbin and Wolcott Streets were 
transitioned to one-way streets. This was consistent with national trends that recommended the conversion 
of two-way streets to one-way streets to expedite the movement of more vehicular traffic through the 
downtown area. The existing roadway configuration consists of northbound traffic along Durbin Street and 
southbound traffic along Wolcott Street. Previous studies (described later in this report) recommended the 
conversion back to two-way operations, and this study provides an updated analysis of the feasibility and 
costs of two-way alternatives for Durbin and Wolcott streets. Public and stakeholder concerns about the 
impact of two-way operations on overall downtown Casper are addressed in this report as well.  

TRANSPORTATION GOALS AND OBJECTIVES 
Durbin and Wolcott Streets provide access to shopping and businesses in the downtown area, as 

well as employment and activity centers. The one-way couplet also serves transit, walking trips, and 
provides public space and short-term parking. Connecting Crossroads, the Casper Area MPO’s long-range 
transportation plan, states that “One-way streets have a history of damaging downtown retail. The higher 
speeds of one-way streets detract from the experience of walking along them and makes drivers less likely 
to notice or stop at adjacent retail. While there are exceptions, successful commercial activity is typically 
located on two-way streets”.  

Connecting Crossroads identifies that Wolcott and Durbin Streets are ideal candidates for two-way 
conversion as they go through the heart of downtown Casper and intersect with ongoing or planned 
improvements to 2nd Street and the Casper Rail Trail. The conversion of Wolcott and Durbin Streets from 
one-way to two-way streets is marked as a near-term priority project. Transportation goals that appear in 
the 2020 Long-Range Plan include: 

• Increase transportation options for all modes. 

• Improve health and safety of all residents. 

• Enhance the region’s distinct character. 

• Support the region’s diversifying economy. 

• Promote affordable and easy mobility solutions.  
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EXISTING CONDITIONS 
Existing conditions were documented through desktop and field inventories and conversations with 

City staff. On Durbin and Wolcott Streets in the study area, the speed limit is 20 miles per hour. The study 
area consists of the following streets and eleven intersections, as shown in Figure 1. 

 

 
FIGURE 1: STUDY AREA 
 

The study intersections include:

• N. Durbin Street and E. C Street 

• N. Durbin Street and E. A Street  

• N. Durbin Street and E. 1st Street  

• S. Durbin Street and E. 2nd Street 

• S. Durbin Street and E. Midwest Avenue 

• N. Wolcott Street and W. B C Street 

• N. Wolcott Street and E. B Street 

• N. Wolcott Street and E. A Street 

• N. Wolcott Street and E. 1st Street 

• S. Wolcott Street and E. 2nd Street 

• S. Wolcott Street and E. Midwest Ave
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Typical sections of Durbin and Wolcott Streets are shown below in Figures 2 and 3. Durbin Street 
has three northbound travel lanes with parallel parking on each side of the street. Wolcott Street has three 
southbound travel lanes with parallel parking on the east side of the street and perpendicular parking on 
the west side of the street.  

 
FIGURE 2: DURBIN STREET TYPICAL SECTION 
 

 
FIGURE 3: WOLCOTT STREET TYPICAL SECTION 
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LAND USE 
Land use in downtown Casper is primarily classified as the Central Business District and is 

developed with retail and business space. Retail and business space is concentrated around 1st and 2nd 
Streets and is less dense at the northern end of the study area. There are also Federal buildings located 
adjacent to the study area, such as the Natrona County Courthouse and the Dick Cheney Federal Building. 
Different land uses, plus density or mix of uses, can have direct impacts on travel patterns, such as the 
amount of new vehicle trips or mode of travel. One of the Connecting Crossroads goals, “enhance the 
region’s distinct character”, identifies that adopting a land use pattern that reduces urban sprawl will protect 
cultural and natural resources. Figure 4 shows the existing land use in the downtown Casper area.  

 

 

FIGURE 4: EXISTING LAND USE IN DOWNTOWN CASPER 
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REVIEW OF PREVIOUS STUDIES AND TWO-WAY CONVERSION CASE 
STUDIES 

Numerous prior studies were reviewed that pertain to the study area and project. The studies 
ranged from comprehensive plans to parking studies and bikeway plans. Many studies reviewed the current 
one-way traffic pattern on Durbin and Wolcott Streets and recommended the conversion back to two-way 
traffic operations, including the 1991 Casper Downtown Traffic Study, 2001 Downtown Traffic and Parking 
Study, and 2009 Casper Streets Enhancement Study. 

Long range and comprehensive plans for the Casper area highlight two-way street conversions as 
priority projects. Streets with 70’ to 100’ feet of roadway widths are identified as barriers to connectivity; 
one-way street couplets often fall within this range. Reallocating the roadway space to reduce the number 
of travel lanes (e.g. road diets), extending bike lanes, and improving the streetscape would improve 
connectivity of the area. Planned improvements to the roadway network in the Casper Area include a traffic 
calming policy, pedestrian infrastructure, and increasing transit frequency.  

The 2018 Urban Center Parking Plan showed that even during peak periods, the overall demand 
never exceeds 50% of the parking supply, which also supports the conclusion that excess roadway space 
exists and can and should be reduced to create a more connected transportation network for all users.  

The 2013 Casper Area Trails and Bikeway Plan focused on improvements that will benefit 
pedestrians and other roadway users. The current one-way couplet in the study area promotes higher 
vehicle speeds, which disincentivizes walking and biking. Other issues cited by the report that can be fixed 
with a two-way street conversion include sidewalks directly adjacent to roadways, sidewalk gaps, and 
inconsistent signage and curb ramp design.  

The 2009 Casper Streets Enhancement Study addresses the Durbin-Wolcott one-way couplet and 
identifies that both streets are major connectors from residential to downtown areas. This study also 
identifies resident concerns that adequate warning and wayfinding signs are not provided for the one-way 
streets. The removal of the one-way streets is justified by the fact that there is not enough traffic and a lack 
of logical terminus points to support the current street layout.  

In general, these reports favor a two-way network based on its advantages to connectivity and 
roadway safety. Two-way streets were also more consistent with the City Council goals to provide a more 
pedestrian-friendly environment, more direct access to businesses, and a more attractive streetscape 
environment to retailers. 
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Many cities have recently contemplated and implemented street conversions from one-way to two-
way traffic patterns for varying reasons. A few notable case studies are presented below. A full literature 
review is included in Appendix D. 

STREET ADT 

YEAR 
CONVERTED 

TO TWO-
WAY 

PRIMARY 
REASON FOR 
CONVERSION 

RESULTS 

Kings Street – 
Charleston, 

SC 

11,500 
(1994) 1994 

Commercial 
and economic 

benefit of 
downtown 
Charleston 

• Frequency and quality of 
business increased post 
conversion 

• Conversion induced a positive 
change in commercial property 
values 

Brook & First 
Street - 

Louisville, KY 

8,900 
(Brook 2009); 

7,700 
(Brook 2013); 

3,650 
(First 2009); 

5,700 
(First 2013) 

2011 
Converted to 
a single lane 

in each 
direction with 

bike lane 

Downtown 
Revitalization 
with a focus to 
establish more 

desirable 
residential 

neighborhoods 

Pre- vs. post- conversion analysis 
revealed: 
• 23% drop in crime 
• Brook St: 36% reduction in 

collisions  
• First St: 60% reduction in 

collisions  
• Brook St: 39% increase in 

property values 

North & Main 
Street – Old 

Town Fairfax, 
VA 

17,000 
(2005); 
12,000 

(Main 2013); 
22,000 

(North 2013) 

2006 

Downtown 
Revitalization 

including a 
pedestrian-

friendly 
downtown 

• Speeds increased post 
conversion by 2-4 MPH 

• Daily traffic volumes decreased 
• Conversion spurred 

redevelopment that also 
increased parking four-fold 

Second 
Avenue – 

Midtown of 
Detroit, MI 

No data 
available 

2014 
Four lanes to 
one in each 
direction, a 
center turn 
lanes, and 

buffed bicycle 
lane in each 

direction 

Traffic calming 
to create a 

broader 
walkable urban 

district and 
revitalized a 
deteriorated 

corridor 

Anecdotal: 
• Reduce confusion to visitors 
• Feels more like a slower paced 

residential street 
• Encourages more bike riding 
• Negatively impacted parking 

and access to a restaurant 
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STREET ADT 

YEAR 
CONVERTED 

TO TWO-
WAY 

PRIMARY 
REASON FOR 
CONVERSION 

RESULTS 

Vine Street – 
Cincinnati, 

OH 
 

Central 
Parkway to 
McMiken 

Avenue, 0.7 
miles 

No data 
available 

1975 
Converted to 

one-way; 
1999 

Converted to 
two-way 

To stimulate 
and support 
increased 
business 

activity; 40% of 
the businesses 

on Vine St 
closed after the 

1975 
conversion to 

one-way 

• Post two-way conversion, 
traffic volumes decreased by 
28% 

• Average crashes per year were  
• 212 prior to 1975,  
• 102 from 1975-1999 
• 164 post 1999 

• Post two-way conversion, 
travel time as doubled from 2 
minutes to 4.5 minutes 

• Post two-way conversion, 
average speed decreased from 
18 to 12 mph 

 
TRAFFIC VOLUMES 

Historical and current traffic volumes were collected from the Casper Area MPO and traffic counts 
performed in June 2021, respectively. These volumes were compared to document any trends in traffic 
growth. Figure 5 shows the annual average daily traffic (AADT) volumes for each roadway in 2020. 
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FIGURE 5: AVERAGE DAILY TRAFFIC IN STUDY AREA (2020) 
 

Daily traffic volumes in the study area have decreased over the past 10 years. Any recent drop-off 
in traffic volumes may be due to the COVID-19 pandemic, during which many people worked from home, 
reducing the number of vehicles on the roadway; this would especially be true in a central business district. 
Other regional/national factors may also contribute to the decline in traffic volumes, such as the economy, 
gas prices, and/or increased density and walking/biking/transit trips. Figures 6 and 7 display the AADT 
trends from 2011 – 2021. 
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FIGURE 6: AADT TRENDS OF E-W STREETS IN STUDY AREA 
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FIGURE 7: AADT TRENDS OF DURBIN AND WOLCOTT STREETS 
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Figures 8 and 9 show the June 2021 AM and PM peak hour volumes for the study intersections. 
Vehicles were counted in the morning from 7:00-9:00 AM and vehicles were counted in the afternoon from 
4:00-6:00 PM; individual intersection peaks ranged within the two hours that were counted. The data 
indicates the PM peak hour is slightly higher than AM peak at the study intersections, which is typical in a 
business district due to increased traffic related to commercial land uses. Although the counts were taken 
when schools were not in session, the influence of school-related traffic in the downtown area is minimal 
as there are no schools located within or near the study area. Full traffic count reports are included in 
Appendix A. 
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FIGURE 8: AM PEAK HOUR VOLUME 
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FIGURE 9: PM PEAK HOUR VOLUMES 
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Figure 10 shows the 2021 total volumes for all pedestrians entering and crossing at least one 
crosswalk at each of the study intersections. The sum of the AM and PM peak hours are presented to 
display the increased pedestrian activity near the shops and businesses on 2nd Street. The intersections on 
2nd Street are the only ones in the study area with greater than 100 total pedestrians crossing per hour. The 
increased pedestrian activity on 2nd Street may be correlated to the increased density of shopping and 
restaurants as well as nearby parking garages and can have a direct impact on traffic operations due to the 
potential conflicts with vehicles and need for longer walk intervals.  

 
FIGURE 10: TOTAL PEDESTRIAN VOLUMES, AM AND PM PEAK HOURS 
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VEHICLE SPEEDS AND CLASSIFICATION 
Vehicle speeds and classifications were also collected along Durbin and Wolcott Streets during 

June 2021 for a 24-hour period. Approximately 63% of vehicles on Durbin Street and 75% of vehicles on 
Wolcott Street are traveling within 5 mph of the posted speed limit (20 MPH). However about 5% of vehicles 
on Durbin and 2% of vehicles on Wolcott are traveling at more than 10 MPH above the posted speed limit. 
Figures 11 and 12 show the distribution of vehicle speeds on Durbin and Wolcott Streets.  

 
FIGURE 11: VEHICLE SPEED DISTRIBUTION, DURBIN STREET 

 
FIGURE 12: VEHICLE SPEED DISTRIBUTION, WOLCOTT STREET 
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 Vehicle classification in the study area was approximately 75% Classes 1-3, which are motorcycles, 
passenger cars, and single unit trucks (four tires). The remaining 25% was comprised of heavy vehicles 
(e.g. Single unit and single and double trailer trucks), which are Classes 5-13; most of that 25% was Class 
5 trucks, which are two-axle, six tire, single unit trucks. A negligible number of buses were observed in the 
study area (Class 4). Figures 13 and 14 show the vehicle classification breakdown in the study area.  

 
FIGURE 13: VEHICLE CLASSIFICATION - DURBIN STREET 
 

 

FIGURE 14: VEHICLE CLASSIFICATION - WOLCOTT STREET 
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EXISTING TRAFFIC OPERATIONS ANALYSIS 
A capacity analysis was performed using “Synchro 11” traffic analysis software, which incorporates 

the methodology of the 6th edition of the Highway Capacity Manual (HCM2000) for the existing signalized 
study intersections. HCM2010 methodology was not used since it does not provide all the desired outputs 
and cannot model intersections without strict NEMA phasing. New Synchro models with 2021 traffic 
volumes were developed by Mead & Hunt incorporating new traffic volumes, existing roadway geometry/ 
lane configurations and signal timing data.  

Signal timing for 1st and 2nd Streets was received from the City of Casper and the Wyoming DOT. 
Cycle lengths, signal phasing, coordination, and pedestrian WALK and DON’T WALK timings were 
reviewed and input into the Synchro model. The signals operate in a coordinated mode with cycle lengths 
of 50 seconds in the AM and 100 seconds in the PM on 1st Street and 70 seconds on 2nd Street in the AM 
and PM rush hours. Signal coordination primarily favors east-west traffic during peak hours. Measures of 
performance include intersection level of service, average vehicle delay and volume-to-capacity ratios.  

Level of Service (LOS) is a qualitative measure describing operational conditions of an intersection 
or any other transportation facility. LOS measures the quality of traffic service, and may be determined for 
intersections, roadway segments, or arterial corridors on the basis of delay, congested speed, volume to 
capacity (v/c) ratio, or vehicle density by functional class. At intersections, LOS is a letter designation that 
corresponds to a certain range of roadway operating conditions. The levels of service range from ‘A’ to ‘F’, 
with ‘A’ indicating the best operating conditions and ‘F’ indicating the worst, or a failing, operating condition.  

The volume-to-capacity ratio (v/c ratio) is the ratio of current flow rate to the capacity of the 
intersection. This ratio is often used to determine how sufficient capacity is on a given roadway. Generally 
speaking, a ratio of 1.0 indicates that the roadway is operating at capacity. A ratio of greater than 1.0 
indicates that the facility is operating above capacity as the number of vehicles exceeds the roadway 
capacity.  

Delay (Control delay) is the portion of delay attributed to traffic signal operation for signalized 
intersections. Control delay (overall delay) can be categorized into deceleration delay, stopped delay, and 
acceleration delay.  

Both a typical AM and PM peak hour were analyzed in Synchro. The results of the analysis for the 
existing one-way traffic operations are summarized in Figure 15 and Table 1, full Synchro reports are 
included in Appendix C. As shown in the table and figure, each intersection performs at an overall 
acceptable level of service during the AM and PM peak hours; no intersection had an overall level of service 
that was below a LOS B. Some individual approach movements are LOS C or D, which are attributed to 
signal timing patterns. The existing 2021 one-way analysis does not show any failing intersections or 
intersection movements.  
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FIGURE 15: INTERSECTION LEVEL OF SERVICE (LOS) FOR EXISTING 2021 ONE-WAY TRAFFIC 
 

TABLE 1: SUMMARY OF CAPACITY ANALYSIS (2021 EXISTING ONE-WAY TRAFFIC) 

# Intersection Control Approach 
Existing – AM(PM) 

LOS Delay V/C 

1 N Durbin St @ E C St Yield 
WB B (B) 10.5 (10.1) 0.08 (0.07) 

NB A (A) 5.8 (4.4) 0.04 (0.03) 

2 N Wolcott St @ W B C St Stop 
EB A (A) 8.7 (8.8) 0.03 (0.04) 

SB A (A) 0 (0) - (-) 

3 N Wolcott St @ E B St None SB A (A) 0 (0) - (-) 

4 N Wolcott St @ E A St AWSC 

Overall A (A) 7.5 (8) - (-) 

EB A (A) 8.2 (8.8) 0.12 (0.18) 

WB A (A) 7.1 (7.6) 0.05 (0.1) 

SB A (A) 6.9 (7.5) 0.04 (0.11) 

5 N Durbin St @ E A St TWSC EB B (B) 10.3 (10) 0.05 (0.06) 
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WB B (A) 10.1 (9.8) 0.06 (0.04) 

NB A (A) 1.6 (2.2) 0.02 (0.02) 

6 N Wolcott St @ E 1st St Signal 

Overall A (A) 3.6 (7.3) 0.24 (0.26) 

EB A (A) 2.2 (3.4) 0.25 (0.20) 

WB A (A) 1.7 (2.3) 0.22 (0.25) 

SB C (C) 29.9 (26.6) 0.10 (0.31) 

7 N Durbin St @ E 1st St Signal 

Overall A (A) 5.8 (6.1) 0.22 (0.23) 

EB A (A) 1.1 (2.3) 0.20 (0.20) 

WB A (A) 3.2 (3.2) 0.22 (0.24) 

NB C (C) 27.3 (27.3) 0.22 (0.20) 

8 N Wolcott St @ E 2nd St Signal 

Overall A (A) 4.7 (9.2) 0.25 (0.33) 

EB A (A) 3.9 (4.6) 0.17 (0.28) 

WB A (A) 2.2 (3.1) 0.27 (0.32) 

SB B (C) 17.3 (30.3) 0.14 (0.38) 

9 N Durbin St @ E 2nd St Signal 

Overall A (B) 9.7 (14.2) 0.24 (0.34) 

EB A (A) 4.4 (3.3) 0.19 (0.35) 

WB A (A) 6.3 (4.1) 0.25 (0.27) 

NB B (D) 16.4 (45.5) 0.21 (0.29) 

10 N Wolcott St @ E Midwest 
Ave TWSC 

EB B (B) 10.6 (13.8) 0.15 (0.24) 

NB A (A) 3.7 (2) 0 (0.01) 

SB A (A) 3.1 (2.6) 0.03 (0.11) 

11 N Durbin St @ E Midwest Ave Yield 
EB A (A) 5.4 (4.3) 0.07 (0.09) 

NB B (B) 13.3 (13.9) 0.32 (0.3) 

TWSC= two way stop control, AWSC = All Way Stop Control 
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CRASH HISTORY 
The crash analysis is based on data provided by the City of Casper for the period from 2016 to 2020. 

There was a total of 114 police-reported collisions within the study area. Table 2 summarizes the crash 
data, detailed crash reports are included in Appendix C. 

 

TABLE 2: SUMMARY OF CRASH DATA (2016-2020) 

Crash Type # Crashes Year # Crashes Illumination # Crashes 

Angle 48 2016 22 Darkness Lighted 12 

Rear End 22 2017 30 Darkness Unlighted 1 

Rear to Front/Side 25 2018 18 Daylight 94 

Sideswipe 9 2019 17 Dusk 6 

Other 10 2020 27 Unknown 1 

Severity # Crashes Roadway Conditions # Crashes 

Property Damage 97 Dry 73 

Injury 13 Ice/Frost 16 

Fatality 0 Slush/Snow 16 

Pedestrian 4 Wet 9 

 

 

• 22 crashes occurred in 2016, 20 occurred in 2017, 18 occurred in 2018, 17 occurred in 2019, and 
27 occurred in 2020.  

• 85% of the crashes resulted in property damage only. Thirteen crashes (11%) resulted in an injury. 
There were no fatalities. 

• The most frequent collision types were angled collisions and rear to front/side, with 48 and 25 
crashes, respectively.  

• Four crashes involving a pedestrian occurred during this period. 

• 32 crashes occurred in icy/snowy conditions, and 73 crashes occurred in dry conditions.  

• 19 (17%) of crashes occurred at during dusk/dark conditions.  

• There were 5 crashes where alcohol was involved and 2 crashes where drugs were involved 

 

Figure 16 shows the collisions that occurred within the study area along with the most frequent 
collision type. Crashes in the study area are concentrated around 1st and 2nd streets; there are higher ADTs 
on these streets, as well as more concentrated retail/ business space. While no specific crash pattern is 
directly attributed to the one-way street pattern, notable trends include a predominant angle crash types at 
1st Street and Wolcott and Durbin along with 3 pedestrian crashes at Durbin and 1st.  
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FIGURE 16: MAP OF CRASH LOCATIONS IN STUDY AREA (2016-2020) 
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PEDESTRIAN AND BICYCLE INFRASTRUCTURE 
Pedestrian infrastructure on Durbin and Wolcott Streets is shown in Figure 17. Sidewalks are 

located throughout the study area, with C Street being the exception. Most intersections also have marked 
crosswalks. There are no crosswalks on the C Street intersections, and no crosswalks at Wolcott Street 
and B or C Street or Durbin Street and Midwest Avenue. The signalized intersections (Durbin/Wolcott 
Streets at 1st Street and 2nd Street) have pedestrian signal indications and the signals on 2nd Street have 
audible signals and push buttons. All study intersections have ADA ramps, with the exceptions being the 
intersections on C Street and Wolcott Street and B and C Streets. There is one bike path south of the study 
area (Casper Area Rail Trail), but there are no designated bike lanes or signs are provided within the study 
area.  

 

 

FIGURE 17: MAP OF PEDESTRIAN INFRASTRUCTURE 

 

It is important to note that pedestrians experience one-way streets and two-way streets differently. 
When crossing a two-way street, pedestrians must be aware of traffic flowing in two different directions and 
watch for right- and left-turning vehicles. On a one-way street, pedestrians can focus on traffic approaching 
from only one direction. Conflicts with turning vehicles may also be eliminated for pedestrians crossing the 
near approach of a one-way street (i.e. pedestrians crossing the west leg of an eastbound one-way street 
are only in conflict with eastbound traffic.) 
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TRANSIT 
The Casper area is served by the Casper Area Link, which are fixed-route bus routes operated by 

the City of Casper. The Green line runs through the study area, with one stop at Wolcott and A Street. 
There is a transit center just outside of the study area at Beech Street and 2nd Street that serves the Green, 
Yellow, Red, and Blue lines. Figure 18 shows a map of the existing transit in the study area. The city of 
Casper also operates a door-to-door service called “Assist - Casper Area Transit Assist Dial-A-Ride”. 

 

 
FIGURE 18: TRANSIT ROUTES IN STUDY AREA 
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PARKING 
On-street parking in the study area consists of both parallel and angled parking spots and is time 

restricted; parking is limited to once-daily, 2-hour parking. On-street parking is also prohibited from 3-6 AM, 
seven days a week. Off-street parking is available in various surface lots and garages, and parking rates 
vary by lot/garage. Figure 19 shows the parking regulations and Figure 20 shows the on-street parking 
utilization and the number of on-street parking spots. As shown in these figures, public parking is available 
along both blocks. The parking around retail and business space on 1st and 2nd Streets is the highest-
utilized parking in the study area. Parking utilization has declined in the past year, which may be attributed 
to the COVID-19 pandemic and more people choosing to shop online and work from home.  

 

 

FIGURE 19: ON-STREET PARKING REGULATIONS 
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FIGURE 20: ON-STREET PARKING UTILIZATION AND SPOTS (2017-2021) 
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FIELD OBSERVATIONS 
A Professional Traffic Engineer observed the study area on June 30th (typical weekday) - 

specifically focusing on driver behavior, traffic patterns, geometry, risky behaviors, vehicle queues, signage, 
and overall traffic operations. The following summarizes the observations that may be important to the 
study.  

Durbin St and Wolcott St have 
free on-street parking on both sides of 
the street, allowing drivers to park in 
front of or very close to their 
destination. On-street parking 
regulation signs are located on every 
block, notifying visitors that there is a 
two-hour parking limit from 8 AM-5 PM 
Monday through Friday. There are no 
limits to on-street parking on holidays 
and weekends. The parking supply 
exceeds the demand for parking in the 
study area; on-street parking was not 
at full capacity at the time of the field 
visit. 

 

 

Limited wayfinding signs in the study area are present. 
Green and white parking signs direct drivers to off-street 
parking. A wayfinding sign on the corner of Wolcott St and E. 
2nd St points drivers in the direction of popular tourist 
attractions. Additional signs are located throughout the study 
area denoting other community destinations such as the 
Natrona County library, and federal buildings. Each intersection 
with an east-west street in the study area has multiple signs to 
warn drivers of the one-way north-south streets. Despite the 
signs, it is not uncommon for drivers to turn the wrong way 
down the one-way streets. At the public meeting it was brought 
up that some locals go the wrong way on Durbin and Wolcott 
Streets, not just out-of-town visitors.  

Pedestrian signal indications are present at every 
intersection controlled by a traffic signal within the study area. 
The traffic signals along E. 2nd Street provide accessible and 
audible pedestrian signals. E. 2nd Street is populated by shops 
and restaurants making it a popular destination for tourists and 
locals.  

 

 

Open On-Street Parking Spaces - Wolcott St 

Wayfinding and One-Way Sign - 
Intersection of Wolcott and E 2nd St 
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EXISTING CONDITIONS SUMMARY  
Durbin and Wolcott Streets are a one-way couplet located in Downtown Casper, WY. Prior studies 

have recommended the conversion back to two-way traffic operations to align with goals set by the Casper 
Area MPO. Key findings include 

• The study area is classified as a central business district; however, the overall daily traffic in the 
study area has declined over the past 10 years, as has the parking utilization. PM peak hour 
volumes are higher than the AM peak, and pedestrian volumes are concentrated around 1st and 
2nd Streets, where more shops and businesses are concentrated. 

• Between 60-75% of vehicle speeds were within 5 mph of the posted speed limit, and approximately 
75% of the vehicles in the study area were passenger cars, motorcycles, or small trucks.  

• The existing level of service is acceptable at all intersections in the study area, performing at an 
LOS C or higher.  

• Crashes in the study area are primarily angle crashes, with most crashes resulting in only property 
damage.  

• Overall, the pedestrian infrastructure is mostly complete, while the bicycle infrastructure is 
incomplete.  

This information presents a technical foundation for discussing the City’s goals for Durbin and 
Wolcott Streets and Downtown Casper (increase transportation options for all modes, improve health and 
safety of all residents, enhance the region’s distinct character, support the region’s diversifying economy, 
promote affordable and easy mobility solutions). The next phase of this study is to develop alternatives for 
two-way street cross sections based on the goals outlined by the Casper Area MPO and Connecting 
Crossroads Transportation Plan, and to determine approximate costs associated with recommended 
improvements. 

PUBLIC INVOLVEMENT 
 

To solicit community and stakeholder input, a public open house was held on June 30, 2021, at the 
Atrium in downtown Casper. Meeting announcements were posted on the MPO and City website and on 
social media channels. The meeting included a short presentation on the study purpose and goals and 
objectives, plus existing data and conditions, followed by an open house with roll plans and posters of the 
study area and transportation data. Five people attended. The attendees were asked to provide feedback 
on the existing conditions findings and offer ideas on improving Downtown Casper streets. 

Comments included: 
- One-way traffic pattern is not popular with tourists 

- One-way traffic pattern pushes people away from downtown 

- Consider left-turn arrows at signals under two-way traffic conditions 

- Ensure any proposed bike lanes connect to other existing bike lanes 

- Ensure two-way traffic patterns do not exacerbate congestion and queueing on east-west 
streets (e.g. 1st and 2nd Streets) between Kimble Street to Park Street where rush hour queuing 
sometimes occurs 

- Ensure two-way traffic patterns do not impact storefront loading and unloading, specifically at 
the self-storage facility 
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STAKEHOLDER SURVEY RESULTS 
 Property owners, business owners, property managers and other stakeholders were invited to a 
meeting on July 28th, 2021, to discuss a range of alternative street designs for two-way traffic flows.  At the 
beginning of the discussion, attendees were asked to write down any word that came to mind when they 
thought about downtown Casper streets. A word cloud was generated from the stakeholder input. As seen 
in Figure 21, the most common words are parking, capacity, restaurants and inconvenient. These most 
commonly used words reflect the perception of high street capacity for moving cars, desire for plentiful on-
street parking, strong presence of retail land uses, and the additional turns required in a one-way street 
pattern to reach each destination being viewed as inconvenient.  

 

 
FIGURE 21: WORD CLOUD PRODUCED BY ATTENDEES OF DOWNTOWN CASPER STAKEHOLDER MEETING 

 

After the word cloud, the participants were asked to rank their opinions from Very Satisfied to Very 
Dissatisfied on a range of topics regarding street patterns in downtown Casper. The topics were parking, 
loading, traffic safety, traffic congestion, streetscape, walkability, bikeability, and access to business. The 
participants were asked to do this for the existing one-way condition of Durbin St and Wolcott St, as well as 
the proposed two-way conditions. Figures 22 through 29 show the results of the poll.  The results of the 
poll indicate that conversion from one-way to two-way traffic flow would result in a favorable view of traffic 
safety, traffic congestion, walkability, bikeability and access to businesses. The change in street patterns 
from one-way to two-way would not significantly change opinions about parking and loading.  
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Figure 22: Parking Perception 

 
FIGURE 23: LOADING PERCEPTION 

 
FIGURE 24: TRAFFIC SAFETY PERCEPTION 

 
FIGURE 25: TRAFFIC CONGESTION PERCEPTION 

 
FIGURE 26: STREETSCAPE PERCEPTION 
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FIGURE 27: WALKABILITY PERCEPTION 

 
FIGURE 28: BIKEABILITY PERCEPTION 

 
FIGURE 29: ACCESS TO BUSINESS PERCEPTION 
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ALTERNATIVES DEVELOPMENT 
 

In order to identify the best alternatives for converting Durbin St and Wolcott St to two-way streets, 
multiple options were developed and screened. The goals of the alternatives are to 1) create a more 
balanced transportation network in the central business district in downtown Casper, 2) be cost-effective, 
3) be feasible and implementable, and 4) respond to community needs. Alternative development was based 
on input from the MPO, City staff and the public. The alternatives developed and evaluated for this report 
were based on complete streets principles and include: 

• Medians – the provision of 
medians could serve to 
provide delineation between 
directions of travel, access 
management, refuge for 
pedestrian crossings, as well 
as streetscaping 

• Center and Left-Turn Lanes – 
the provision of two-way 
center turn and left-turn lanes 
could enhance safety 

• Parking Configuration – 
alternative parking 
configurations (parallel vs. 
angled) were considered to 
repurpose street space 

• Bicycle Lanes – various configurations of bicycle lanes were considered, including shared bike 
lanes, marked/ buffered bike lanes, protected bike lanes, and two-way cycle tracks. Where bicycle 
facilities are considered, separated bike lanes or shared-use paths as preferred (as shown in 
Figure 30 below). Bike lanes should be separated by vertical barriers wherever possible. 

 
FIGURE 30: BICYCLE FACILITY TYPES 

 

Complete Street example with median, bike lane and left-turn lanes 

Preferred 
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• Traffic Control – evaluation of traffic control changes (multiway stop, flashing beacon, and traffic 
signals) were also considered to ensure safe and efficient intersection operations. 

Two-way alternatives were developed for each of the study streets including Durbin St, Wolcott St, 
Midwest Ave, and E. C St.  

Durbin St Alternative 1 – Two-Way with Large Median 

This alternative would provide one northbound travel lane, one southbound travel lane, and a 
median up to 16 feet wide. At each intersection, the median would narrow to provide left turn lanes. This 
alternative retains all existing parallel parking; however, it does not provide dedicated bike lanes, or a center 
turn lane for mid-block access points.  

 
FIGURE 31: DURBIN ST ALTERNATIVE 1 PROPOSED CROSS SECTION 

Durbin St Alternative 2 – Two-Way with Bike Lanes 

This alternative would provide one northbound travel lane, one southbound travel lane, and a bike 
lane on each side of the street. There would be a horizontal buffer between the travel lanes and the bike 
lanes. This alternative retains all existing parallel parking. There are no center turn lane or left turn lanes at 
the intersections.  

 
FIGURE 32: DURBIN ST ALTERNATIVE 2 PROPOSED CROSS SECTION 

Durbin St Alternative 3 – Two-Way with Center Turn Lane 

This alternative would provide one northbound travel lane, one southbound travel lane, and one 
center turn lane. The center turn lane allows for cars to turn into mid-block access points more safely. All 
existing parallel parking will remain, however, there are no bike lanes in this alternative. The travel lanes in 
each direction are approximately 16’ which may precipitate faster vehicle speeds.  
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FIGURE 33: DURBIN ST ALTERNATIVE 3 PROPOSED CROSS SECTION 

Durbin St Alternative 4 – Two-Way with Protected Bike Lanes 

This alternative would provide one northbound travel lane, one southbound travel lane, and a small 
2-foot median in between. All existing parallel parking will remain; however, it will be shifted from along the 
curb to allow for bike lanes and a horizontal buffer in each direction. This creates a safer experience for the 
bicyclists as they do not have ride alongside the driver’s side doors. The small median in between the travel 
lanes does not allow for cars to turn into mid-block access points, and no left turn lanes are provided at the 
intersections.  

 
FIGURE 34: DURBIN ST ALTERNATIVE 4 PROPOSED CROSS SECTION 

Durbin St Alternative 5 – Two-Way with Cycle Track 

This alternative would provide one northbound travel lane, one southbound travel lane, and a 4-
foot horizontal buffer between the two lanes. A two-way, vertically protected cycle track is provided between 
the curb and the northbound parallel parking lane, allowing maximum safety for bikers. This alternative 
retains all existing parallel parking and allows for turns into mid-block access points but does not provide a 
left turn lane at the intersections. 
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FIGURE 35: DURBIN ST ALTERNATIVE 5 PROPOSED CROSS SECTION 

Durbin St Alternative 6 – Two-Way with One-Way Bike Lane 

This alternative would provide one northbound travel lane, one southbound travel lane, and one 
center turn lane. The center turn lane allows for cars to turn into mid-block access points more safely. All 
existing parallel parking will remain and a one-way (northbound) bike lane with a horizontal buffer will be 
provided between the parking lane and the travel lane.  

 

 
FIGURE 36: DURBIN ST ALTERNATIVE 6 PROPOSED CROSS SECTION 

Wolcott St Alternative 1 – Two-Way with Large Median 

This alternative would provide one northbound travel lane, one southbound travel lane, and a 
median up to 16 feet wide. At each intersection, the median would narrow to provide left turn lanes. This 
alternative converts angled parking to parallel parking. It does not provide dedicated bike lanes, or a center 
turn lane for mid-block access points. 
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FIGURE 37: WOLCOTT ST ALTERNATIVE 1 PROPOSED CROSS SECTION 

Wolcott St Alternative 2 – Two-Way with Bike Lanes 

This alternative would provide one northbound travel lane, one southbound travel lane, and a bike 
lane on each side of the street. There would be a horizontal buffer between the travel lanes and the bike 
lanes. This alternative retains all existing parallel parking. This alternative converts all angled parking to 
parallel parking. There are no center turn lane or left turn lanes at the intersections.  

 

 
FIGURE 38: WOLCOTT ST ALTERNATIVE 2 PROPOSED CROSS SECTION 

Wolcott St Alternative 3 – Two-Way with Center Turn Lane 

This alternative would provide one northbound travel lane, one southbound travel lane, and one 
center turn lane. The center turn lane allows for cars to turn into mid-block access points more safely. This 
alternative converts all angled parking to parallel parking. There are no bike lanes in this alternative. The 
travel lanes in each direction are approximately 16’ which may precipitate faster vehicle speeds. 
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FIGURE 39: WOLCOTT ST ALTERNATIVE 3 PROPOSED CROSS SECTION 

 Wolcott St Alternative 4 – Two-Way with Protected Bike Lanes 

This alternative would provide one northbound travel lane, one southbound travel lane, and a small 
2-foot median in between. This alternative converts all angled parking to parallel parking. The parallel 
parking will be shifted from along the curb to allow for bike lanes and a horizontal buffer in each direction. 
This creates a safer experience for the bicyclists as they do not have ride alongside the driver’s side doors. 
The small median in between the travel lanes does not allow for cars to turn into mid-block access points, 
and no left turn lanes are provided at the intersections. 

 

 
FIGURE 40: WOLCOTT ST ALTERNATIVE 4 PROPOSED CROSS SECTION 

 Wolcott St Alternative 5 – Two-Way with Two-Way Cycle Track 

This alternative would provide one northbound travel lane, one southbound travel lane, and a 4-
foot horizontal buffer between the two lanes. A two-way, vertically protected cycle track is provided between 
the curb and the northbound parallel parking lane, allowing maximum safety for bikers. This alternative 
converts all angled parking to parallel parking and allows for turns into mid-block access points but does 
not provide a left turn lane at the intersections. 
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FIGURE 41: WOLCOTT ST ALTERNATIVE 5 PROPOSED CROSS SECTION 

 Wolcott St Alternative 6 – Two-Way with One-Way Bike Lane 

This alternative would provide one northbound travel lane, one southbound travel lane, and one 
center turn lane. The center turn lane allows for cars to turn into mid-block access points more safely. This 
alternative converts all angled parking to parallel parking and provides a one-way (northbound) bike lane 
with a horizontal buffer between the parking lane and the travel lane. 

 

 
FIGURE 42: WOLCOTT ST ALTERNATIVE 6 PROPOSED CROSS SECTION 

 Wolcott St Alternative 7 – Two-Way with Bike Lane & Angled Parking 

This alternative would provide one northbound travel lane and one southbound travel lane. All 
existing parking, angled and parallel, will remain in this alternative. A single bike lane is provided along the 
curb with a horizontal buffer between the bike lane and parking lane. All parallel parking will be shifted over 
to make room for the bike lane. This alternative does not provide a center turn lane and left turn lanes at 
the intersections.  
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FIGURE 43: WOLCOTT ST ALTERNATIVE 7 PROPOSED CROSS SECTION 

 Wolcott St Alternative 8 – Two-Way with Angled Parking 

This alternative would provide one northbound travel lane and one southbound travel lane. All 
angled and parallel parking will remain. No bike lanes, center turn lane, or left turn lanes at intersections 
are provided in this alternative. The travel lanes remain wider than usual, 16 feet each, which may 
precipitate faster vehicle speeds  

 

 
FIGURE 44: WOLCOTT ST ALTERNATIVE 8 PROPOSED CROSS SECTION 

MEASURES OF EFFECTIVENESS AND SCREENING 
The two-way alternatives were evaluated based on specific measures of effectiveness (MOE) 

selected in consultation with the MPO and City. The screening evaluated each two-way alternative for their 
benefits and impacts across the following categories:

• Construction Costs 
• Business Access 
• Transit Impact 
• Traffic Safety 

• Parking Impact 
• Traffic Operations 
• Bicycle Comfort 
• Pedestrian Access
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Construction costs 

The lowest-cost alternatives would involve signing, pavement marking, and traffic signal 
modifications only. These lower cost alternatives included 2, 3, and 6 on Durbin St and 2, 3, 6, 7, and 8 on 
Wolcott St. Alternatives 1 and 4 would require a raised median or vertical barriers and would therefore be 
more expensive.  

Business Access 

Center turn lanes allow for safe and full access to all driveways and side streets. The best 
alternatives with respect to business access are 3 and 6 on Durbin St and Wolcott St since they both provide 
a center turn lane. Alternatives 1 and 4 would be the most restrictive because the median would prohibit 
direct access to businesses located mid-block.  

Transit Impact 

Transit impact relates to changing the routing of buses that would result in either a longer or shorter 
run time. The study area has one transit stop, located on Wolcott St, and a downtown transfer center one 
block east at the library. None of the alternatives would result in a change of bus routing. 

Traffic Safety 

While introducing two-way traffic creates additional conflict points at intersections and driveways, 
narrower lanes are expected to result in slower traffic speeds. Center turn lanes provide a safer flow of 
traffic by separating left turns from through vehicles at intersections and midblock. The safest alternatives 
with respect to traffic would be 1, 3, and 6 for both Durbin St and Wolcott St. 

Parking Impact 

Converting angled parking on Wolcott St to parallel parking will displace several spots on each 
block (See Table 7). Durbin St will have no parking impacts as all the alternatives propose to keep the 
existing parallel parking. Alternatives 7 and 8 for Wolcott St are the only alternatives that don’t displace any 
parking spaces.  

Traffic Operations 

The current level of service at each intersection for Durbin St and Wolcott St are either A or B. No 
proposed alternatives degrade the level of service to a failing level of service (e.g. LOS E or F). The 
introduction of opposing traffic along both Durbin and Wolcott Streets will result in slight increases in delays 
for north-south traffic. 

Bicycle Comfort 

A vertical buffer is the safest option for a bicyclist riding down the street, which would include vertical 
barriers or a shifted parking lane. The safest alternatives for bicyclists would be 4 and 5 on Durbin St and 
4, 5, and 7 on Wolcott St which provided protected bicycle lanes. The least safe options are alternatives 1, 
3, and 8 which don’t have any bike lanes, riders would have to share the travel lane with vehicles.  

Pedestrian Access 

Minimizing pedestrian exposure to traffic by reducing the number of travel lanes enhances safety, 
through lane reductions and/ or construction of a median. The safest alternatives for Durbin St are 1, 2, 4, 
and 5, and for Wolcott St 1, 2, 4, 5, 7, and 8. Center turn lanes add another lane that pedestrians must 
cross, therefore, alternatives 3 and 6 do not significantly reduce the pedestrian exposure.  

Tables 3 and 4, below, summarize the screening of all two-way alternatives:
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TABLE 3: DURBIN ST TWO-WAY ALTERNATIVES SCREENING 

 
  

Street Alt Two-Way Street Options Construction 
Cost

Business Access Transit Impact Traffic Safety Parking Impact Traffic 
Operations

Bicycle 
Comfort 

Pedestrian 
Access

1 One lane in each direction with 
median

2 One lane each direction with a 
marked bike lane in each direction

3 One lane each direction with center 
turn lane

4
One lane each direction with a 
parking protected one-way bike lane 
in each direction

5
One lane in each direction with a two-
way protected bike lane buffered by 
parking

6 One lane each direction with center 
turn lane and one-way bike lane

High Cost Restricts Access

Change in 
Routing / 
Increased Run 
Time

Potential 
Increase in Crash 
Risk / Conflicts

Significant Loss 
of Curbside 
Parking

Degrades Level 
of Service to 
Failing

No Buffer 
Longer Crossings 
/Exposure

Moderate Cost No Change No Change No Change
Minimal Loss of 
Curbside Parking

No/Little Change
Horizontal 
Buffer

No Change

Low Cost Improves Access

Change in 
Routing / 
Decreased Run 
Time

Reduction in 
Crash Risk / 
Conflicts

No Change
Improves Level 
of Service

Vertical Buffer
Shorter Crossings 
/Exposure

Du
rb

in
 S

t

Two-Way Alternatives Screening Criteria

LE
GE

N
D
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TABLE 4: WOLCOTT ST TWO-WAY ALTERNATIVES SCREENING 

Street Alt Two-Way Street Options Construction 
Cost

Business Access Transit Impact Traffic Safety Parking Impact Traffic 
Operations

Bicycle 
Comfort 

Pedestrian 
Access

1 One lane in each direction with 
median

2 One lane each direction with a 
marked bike lane in each direction

3 One lane each direction with center 
turn lane

4
One lane each direction with a 
parking protected one-way bike lane 
in each direction

5
One lane in each direction with a two-
way protected bike lane buffered by 
parking

6 One lane each direction with center 
turn lane and one-way bike lane

7

One lane each direction with one 
way bike lane protected by parallel 
parking, perpendicular parking 
remains

8
One lane each direction with parallel 
and perpendicular parking remaining

High Cost Restricts Access

Change in 
Routing / 
Increased Run 
Time

Potential 
Increase in Crash 
Risk / Conflicts

Significant Loss 
of Curbside 
Parking

Degrades Level 
of Service to 
Failing

No Buffer 
Longer Crossings 
/Exposure

Moderate Cost No Change No Change No Change
Minimal Loss of 
Curbside Parking

No/Little Change
Horizontal 
Buffer

No Change

Low Cost Improves Access

Change in 
Routing / 
Decreased Run 
Time

Reduction in 
Crash Risk / 
Conflicts

No Change
Improves Level 
of Service

Vertical Buffer
Shorter Crossings 
/Exposure

W
ol

co
tt

 S
t

Two-Way Alternatives Screening Criteria

LE
GE

N
D
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Based on the results of the screening analysis, and stakeholder input, Alternatives 3 (center turn 
lane) and 6 (center turn lane and one-way bike lane) were advanced on Durbin Street, and Alternatives 3 
(center turn lane) and 7 (two-way with one-way protected bike lane) were advanced on Wolcott Street. 

TWO-WAY ANALYSIS 
 

PROPOSED GEOMETRY AND STREET CROSS SECTIONS 
 

The proposed two-way cross-sections and concepts for Durbin and Wolcott Streets are shown 
below. Each alternative and each street were developed to a typical block-level concept plan layout and 
evaluated for traffic operations and construction costs. Durbin Street Alternative 3 provides two 14-foot 
travel lanes and a 12’ center two-way turn lane. Durbin Street Alternative 6 provides two 11-foot travel 
lanes, an 11-foot center two-way turn lane, and a 5’ one-way bike lane with a 2’ horizonal buffer. Wolcott 
Street Alternative 3 provides two 14-foot travel lanes and a 12’ center two-way turn lane. Wolcott Street 
Alternative 7 provides two 12-foot travel lanes, and a 6’ one-way bike lane with a 2’ horizonal buffer.  Figure 
45 illustrates the final proposed alternative two-way cross-sections, and Figure 46 illustrates a conceptual 
lane configuration and pavement marking plan.  A detailed concept plan is included in Appendix E. 

 
FIGURE 45: FINAL PROPOSED ALTERNATIVE TWO-WAY CROSS-SECTIONS 
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FIGURE 46: CONCEPTUAL TWO-WAY LANE CONFIGURATIONAL AND PAVEMENT MARKING 
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PROPOSED SIGNAL TIMING 
Existing signal cycle lengths of individual intersections, and progression (e.g. offsets) to coordinate 

adjacent signals were retained to maintain coordination of the grid network, specifically the progression for 
east-west traffic. Splits within each signal were optimized. The proposed new direction of traffic was 
assumed to operate concurrently with the existing one-way phase along Durbin and Wolcott Streets. 

 
RE-BALANCED MULTI-MODAL TRAFFIC VOLUMES 

The existing traffic count volumes, compiled from new counts collected in June 2021, were used to 
develop the expected traffic volumes under a two-way traffic conversion. Assuming after a two-way 
conversion distribution of traffic volumes would ultimately reach equilibrium between the two streets, all 
existing traffic volumes, including left and right turns to and from Durbin Street and Wolcott Street at cross 
streets, were assigned evenly between each street. Half of the existing northbound traffic on Durbin Street 
was assumed to use Wolcott Street under two-way operations, and half of the existing southbound traffic 
on Wolcott Street was assumed to use Durbin Street. Figures 47 and 48 contains a two-way traffic volume 
diagram. 
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FIGURE 47: AM PEAK HOUR TWO-WAY VOLUMES 
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FIGURE 445: PM PEAK HOUR TWO-WAY VOLUMES 
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TWO-WAY TRAFFIC OPERATIONS ANALYSIS 
 

Intersection capacity analyses were performed using the 2000 Highway Capacity Manual (HCM) 
methodology for the signalized study area intersections under two different peak periods, morning and 
evening weekday rush hours. The performance measure of effectiveness used was the Level of Service 
(LOS). 

 

TABLE 5: SUMMARY OF DURBIN ST CAPACITY ANALYSIS (PROPOSED TWO-WAY TRAFFIC) 

# Intersection Control Approach Future Alts 3/6 – AM(PM) 
LOS Delay V/C 

1 N. Durbin St @ E. C St TWSC 
EB N/A 0.0 (0.0) 0.02 (0.03) 
WB A (A) 3.3 (3.3) 0.02 (0.02) 
NB A (A) 9.0 (8.9) 0.04 (0.03) 

2 N. Wolcott St @ W. B C St TWSC 
EB A (A) 8.7 (8.9) 0.03 (0.04) 
NB N/A (N/A) 0.0 (0.0) 0.02 (0.02) 
SB N/A (N/A) 0.0 (0.0) 0.02 (0.04) 

3 N. Wolcott St @ E. B St None 
EB A (A) 8.7 (9.0) 0.01 (0.01) 
NB A (A) 0.7 (0.9) 0.00 (0.00) 
SB N/A (N/A) 0.0 (0.0) 0.03 (0.07) 

4 N. Wolcott St @ E. A St AWSC 

Overall A (A) 7.5 (7.7) 0.24 (0.26) 
EB A (A) 8.4 (8.6) 0.11 (0.14) 
WB A (A) 7.0 (7.1) 0.03 (0.05) 
NB A (A) 7.1 (7.1) 0.02 (0.02) 
SB A (A) 7.0 (7.4) 0.01 (0.02) 

5 N. Durbin St @ E. A St TWSC 

EB A (A) 6.8 (6.9) 0.04 (0.06) 
WB A (A) 6.9 (7.1) 0.05 (0.06) 
NB N/A (N/A) 7.1 (6.9) 0.04 (0.02) 
SB N/A (N/A) 6.8 (7.0) 0.01 (0.01) 

6 N. Wolcott St @ E. 1st St Signal 

Overall A (A) 7.5 (9.3) 0.25 (0.25) 
EB A (A) 3.9 (3.3) 0.26 (0.19) 
WB A (A) 3.0 (2.8) 0.24 (0.24) 
NB D (D) 49.0 (40.0) 0.18 (0.14) 
SB D (D) 39.1 (41.6) 0.08 (0.33) 
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# Intersection Control Approach Future Alts 3/6 – AM(PM) 
LOS Delay V/C 

7 N. Durbin St @ E. 1st St Signal 

Overall A (A) 6.0 (7.2) 0.23 (0.24) 
EB A (A) 0.6 (1.4) 0.21 (0.19) 
WB A (A) 3.0 (3.1) 0.21 (0.22) 
NB D (C) 45.3 (31.6) 0.23 (0.21) 
SB D (D) 39.8 (40.8) 0.05 (0.24) 

8 N. Wolcott St @ E. 2nd St Signal 

Overall A (B) 7.7 (11.4) 0.29 (0.30) 
EB A (A) 5.0 (4.5) 0.18 (0.30) 
WB A (A) 2.5 (2.5) 0.28 (0.29) 
NB B (D) 18.6 (39.4) 0.31 (0.24) 
SB B (D) 17.7 (36.7) 0.06 (0.29) 

9 N. Durbin St @ E. 2nd St Signal 

Overall A (B) 8.4 (13.8) 0.29 (0.36) 
EB A (A) 4.1 (4.4) 0.23 (0.36) 
WB A (A) 5.9 (4.6) 0.29 (0.29) 
NB B (D) 18.6 (40.8) 0.30 (0.41) 
SB B (D) 15.8 (53.6) 0.06 (0.16) 

10 N. Wolcott St @ E. Midwest 
Ave TWSC 

Overall A (A) 5.9 (6.5) 0.27 (0.27) 
EB B (B) 10.6 (11.0) 0.15 (0.22) 
WB A (B) 9.7 (10.9) 0.05 (0.13) 
NB N/A (N/A) 0.0 (0.0) 0.06 (0.04) 
SB N/A (N/A) 0.0 (0.0) 0.02 (0.08) 

11 N. Durbin St @ E. Midwest 
Ave TWSC 

EB A (A) 9.3 (9.8) 0.07 (0.09) 
NB N/A (N/A) 1.7 (2.4) 0.02 (0.03) 
SB N/A (N/A) 0.0 (0.0) 0.03 (0.05) 

TWSC= two way stop control, AWSC = All Way Stop Control 
 

TABLE 6: SUMMARY OF WOLCOTT ST CAPACITY ANALYSIS (PROPOSED TWO-WAY TRAFFIC) 

# Intersection Control Approach Future Alts 7 – AM(PM) 
LOS Delay V/C 

2 N. Wolcott St @ W. B C St Stop 
EB A (A) 8.7 (9.0) 0.03 (0.04) 
NB N/A (N/A) 0.0 (0.0) 0.02 (0.02) 
SB N/A (N/A) 0.0 (0.0) 0.02 (0.04) 

3 N. Wolcott St @ E. B St None 
EB A (A) 8.8 (9.1) 0.01 (0.01) 
NB N/A (N/A) 0.7 (0.9) 0.00 (0.00) 
SB N/A (N/A) 0.0 (0.0) 0.03 (0.07) 

4 N. Wolcott St @ E. A St AWSC 

Overall A (A) 7.5 (7.7) 0.213 (0.241) 
EB A (A) 7.8 (7.9) 0.10 (0.13) 
WB A (A) 7.0 (7.1) 0.03 (0.05) 
NB A (A) 7.7 (7.7) 0.08 (0.05) 
SB A (A) 7.5 (8.0) 0.05 (0.12) 

6 N. Wolcott St @ E. 1st St Signal 

Overall A (A) 7.4 (10.0) 0.28 (0.28) 
EB A (A) 3.9 (3.8) 0.26 (0.19) 
WB A (A) 3.2 (3.2) 0.24 (0.25) 
NB D (D) 46.4 (42.2) 0.39 (0.36) 
SB D (D) 38.8 (43.1) 0.09 (0.48) 
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# Intersection Control Approach Future Alts 7 – AM(PM) 
LOS Delay V/C 

8 N. Wolcott St @ E. 2nd St Signal 

Overall A (B) 7.8 (11.6) 0.29 (0.33) 
EB A (A) 5.1 (5.0) 0.18 (0.30) 
WB A (A) 2.5 (2.9) 0.28 (0.30) 
NB B (D) 18.8 (39.2) 0.33 (0.31) 
SB B (D) 18.2 (35.6) 0.10 (0.48) 

10 N. Wolcott St @ E. Midwest 
Ave TWSC 

Overall A (A) 6.2 (7.1) 0.284 (0.327) 
EB B (B) 11.2 (12.1) 0.17 (0.26) 
WB B (B) 10.1 (11.9) 0.05 (0.15) 
NB N/A (N/A) 0.4 (0.7) 0.00 (0.00) 
SB N/A (N/A) 4.2 (2.0) 0.02 (0.03) 

TWSC= two way stop control, AWSC = All Way Stop Control 
 

The results of the capacity analysis show that under either of the two-way retained alternatives, no 
individual movement or overall intersection is expected to operate at an unacceptable level of service 
(e.g. LOS E or F). However, some individual north-south movements do drop from a LOS C to D due to 
retention of current signal timing patterns such as cycle lengths and progression that favor east-west 
streets. It is suggested to reoptimize the larger downtown Casper network signal timing if the two-way 
conversion is implemented to better balance vehicle delays on Durbin and Wolcott.   It is also important to 
note that LOS is just one criteria to evaluate transportation network performance and that numerous 
factors should be considered in evaluating the mobility, safety, and economic benefits for all roadway 
users and the Downtown Casper community. 
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PARKING IMPACTS 
Currently on Wolcott Street there are 88 total curbside parking spaces. Converting angled parking 

would result in the displacement of between 25-30 spaces per alternative as shown in Table 7. Some of 
the displaced on-street parking spaces could be replaced on side streets such as A Street or 2nd Street 
through road diets and converting parallel parking to angled parking, and this can be evaluated during the 
design phase if the conversion proceeds. 

TABLE 7: SUMMARY OF WOLCOTT ST CURBSIDE PARKING IMPACTS 
 

Total Parking Spaces Current Angled Parking Displaced Parking 

Alternative 1 88 spaces 52 spaces 25-30 spaces 

Alternative 2 88 spaces 52 spaces 25-30 spaces 

Alternative 3 88 spaces 52 spaces 25-30 spaces 

Alternative 4 88 spaces 52 spaces 25-30 spaces 

Alternative 5 88 spaces 52 spaces 25-30 spaces 

Alternative 6 88 spaces 52 spaces 25-30 spaces 

Alternative 7 88 spaces 52 spaces 0 spaces 

Alternative 8 88 spaces 52 spaces 0 spaces 

 

PEDESTRIAN SAFETY 
As shown in Figure 49, at a typical four-leg intersection with two-way traffic flow on all streets, there 

are over 32 vehicle-vehicle conflict points, where multiple vehicles could desire to cross the same point 
simultaneously. Additionally, there are 16 vehicle-pedestrian conflict points. The conversion from one-way 
to two-way would increase the number of existing vehicle-pedestrian conflict points, as well as increase the 
complexity of signal phasing to serve increased demands for left-turns. Improvements to pedestrian 
crossings such as bump outs and signal phasing/timing such as Leading Pedestrian Intervals are some 
options to address the additional conflicts. 

Traffic safety data from previous one-way to two-way conversions indicates that crash reductions 
have occurred after implementation. Downtown Louisville, Kentucky did a comparable conversion to two 
of their one-way streets which each had an ADT of under 10,000, like Durbin St and Wolcott St. They 
were successfully converted into two-way streets and after a few years the vehicle collisions on Brook 
Street and First St were reduced by 36% and 60% respectively.  
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Compared to a one-way street, two-way streets by nature reduce the drivers’ travel speed due to design 
features (e.g., narrower lanes) and human factors (e.g., awareness of increased conflicts). Slower speeds 
in turn increase driver reaction time which can help avoid collisions. The slower speeds will also allow the 
pedestrian to feel more comfortable crossing the street even though they have to watch out for traffic from 
both directions. Two-way streets also avoid the issue of drivers turning the wrong way on a one-way 
street, reducing head-on crashes.  

 

 

FIGURE 49: INTERSECTION CONFLICT POINT DIAGRAM (SOURCE INSTITUTE OF TRANSPORTATION 
ENGINEERING 

CONSTRUCTION COSTS 
Construction cost estimates were developed using a major quantities cost estimating methodology. 

Major quantities estimates are used to estimate construction costs during the planning stage and early in 
the preliminary engineering stage. The idea is to estimate as accurately as possible those categories that 
can be estimated in the very early stages and calculate the remaining categories as lump sum items or 
percentages of those categories. The planning level cost estimate primarily focused on traffic engineering 
items such as signing, pavement markings and signals.  The cost estimate was developed at a cost per 
block, approximately 500’ in length. 

The quantities used in each cost estimate were based on the conceptual engineering plans and 
are summarized in Table 8. The total cost and unit prices are calculated in present value dollars. 
Adjustments should be made for inflating costs to future years if improvements are delayed. Contingency 
percentages are consistent with WYDOT planning-level cost estimate practices. Detailed cost estimate 
worksheets can be found in Appendix F. 
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TABLE 8.  SUMMARY OF TWO-WAY CONVERSION COST ESTIMATES PER BLOCK 

Per Block Planning Level Costs for Two-Way Conversion  
Remove Existing Materials $5,000 
Signing and Markings $15,000 
Minor Streetscape (ADA ramps) $20,000 
Signal Modification $75,000 
Full Signal Rebuild $400,000 
Total Cost Per Block without Signal* $50,000 
Total Cost Per Block with Signal Modification* $150,000 
Total Cost Per Block with Signal Reconstruction* $450,000 

*includes up to 40% contingency 

To convert Durbin and Wolcott Streets to two-way flow within the study area would cost an 
estimated $150,000 per block with a traffic signal modification and $50,000 per block without a traffic signal. 
This planning-level cost estimate includes new street signs, modification of traffic signals (e.g. poles, mast 
arms, and signal indications), pavement markings, and minor streetscape (e.g. ADA ramp improvements 
or channelization removal). No right-of-way acquisition or utility relocation costs are anticipated with 
this project. The costs assume no new streetscape elements (e.g. lighting) or resurfacing of the 
roadway and that existing pavement markings will be eradicated prior to installing new pavement markings 
for two-way traffic patterns.  If all 7 blocks were converted, the potential cost could total up to $750,000 
(e.g. 4 blocks with signal modifications and 3 blocks without signals).  

FINDINGS AND RECOMMENDATIONS 
 

This report evaluated existing conditions for downtown Casper including traffic volumes, traffic operations, 
traffic safety, multimodal accessibility and parking.  Previous transportation studies, long-range plans and 
best practices were evaluated in the context of converting Durbin and Wolcott Streets back to two-way flow. 

Based on the stakeholder and public input and technical analysis, it is recommended to convert Durbin 
Street, Wolcott Street and the connecting blocks of C Street and Midwest Avenue to two-way flow.  
The redesign should include bike lanes and leading pedestrian intervals to enhance multimodal accessibility 
and safety. The findings show that converting the one-way streets to two-way streets would not have an 
adverse impact on traffic operations and would have adequate roadway capacity for any new development/ 
traffic growth downtown. A downtown two-way street pattern would be perceived favorably by most 
stakeholders and would provide a more complete street network including dedicated bike lanes and better 
access to business.  New bike lanes on Durbin Street and Wolcott Street would connect to the rail trail and 
other existing bicycle facilities to the south of the study area along Durbin Street. 

It is recommended to develop detailed engineering design plans for installing two-way traffic patterns 
including signing, pavement marking and modification of existing traffic signals.  Additional community 
outreach should be conducted during the detailed engineering design. As two-way conversions will add 
additional conflict points at intersections, crash statistics should be monitored, and pro-active / 
appropriate mitigation measured implemented such as bumpouts and Leading Pedestrian Intervals if 
rates and/or crash severity appreciably increase. 

To address construction costs/funding, it is recommended that the City/Casper Area MPO pursue 
multimodal grants for design and construction funding such as Transportation Alternatives, Highway Safety 
Improvement Program or Community Block Development or other related programs 

Phasing of the two-way conversion may also reduce capital programming impacts and could include 1) 
segmentation such as constructing the northern blocks of 1st to C Street first, or converting one street at a 
time (e.g., Durbin Street then Wolcott).     
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