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Recommendations

Through the course of this study several factors have influenced the development of the
recommendations. First and foremost is understanding and responding to local issues
and public input, and secondly is including the potential effects of the South Lawrence
Trafficway (SLT), particularly at its potential connection to K-10 on the eastern end of
the project. While the SLT is speculative and its construction, if approved, would be a
number of years | the future, it is prudent to coordinate to the extent possible the various
planning studies underway.

lowa Street to Louisiana Street

Physical and development constraints determine the practicality and feasibility of
improvements in this segment of the corridor. Installation of a continuous center
median with turn bays and channelization was studied, but it was determined to be
infeasible. Median installation at signalized intersection was also analyzed in terms of
the potential effect on intersection operations, potential safety benefit, and property
access. Also assessed were opportunities for some driveway consolidation or cross-
access easements. The ability to implement in a comprehensive manner would require
the City to undertake a policy direction to acquire and close excess points of access;
absent that sort of comprehensive approach, opportunities are still present for
implementation as properties redevelop.

With regards to enhancements, although several business owners expressed concerns
about business impacts during construction of sidewalks, completion of the sidewalk
system along arterial streets should be a priority. The opinion of locating utilities
underground appeared to be somewhat divided, mainly on the costs of implementation
and maintenance. Nonetheless, such an investment would have a positive impact upon
this segment’s visual quality.

Recommendations: Construct raised medians with turn bays on all approaches at
signalized intersections at Ousdahl, Naismith, Alabama, and Louisiana Streets.

- ldentify driveways and curb cuts that are appropriate for closure and/or
consolidation. Some combination of city, KDOT, and private resources to be
used to acquire access control and reconstruct driveways with shared access.
Institute access management policies, acknowledging that implementation will be
incremental and the appropriate application of such policies to be reviewed on a
case-by-case basis.

Construct intersection improvements incorporating dual left-turn design on all
approaches at the 23" Street (K-10) and lowa Street (US 59) intersection.
Provide traffic signal coordination.

Construct continuous sidewalks.

Refer to Figure 7
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Louisiana Street to Haskell Avenue

No major physical changes were recommended in this relatively short stretch. Yet even
any physical improvement such as new sidewalk construction did raise several issues
such as right-of-way and responsibility for cost. Specifically, if a homeowner is to lose
some frontage to provide room to install a sidewalk, will said homeowner also be
assessed the cost of installing the new sidewalk?

It is suggested that an equitable process be developed that either allows for swapping
of the land for the construction of the sidewalk, or one that minimizes or eliminates the
homeowners cost in order to achieve the desired result. The opinion on enhancements
is generally favorable in this segment, with particular regards to the Breezedale
monuments.

After adequately addressing some of the financial issues and the impacts of right-of-way
takings, the recommendations for this segment are:

Recommendations:
Maintain existing roadway.
Construct sidewalks on north side (requires right-of-way acquisition).
Prohibit eastbound left turns at Tennessee and Vermont Streets during weekday
peak period of 4 to 6 PM & investigate possibility of prohibiting left turns at all
times.
Investigate enhancements

Refer to Figure 8
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Haskell Avenue to Harper Street

This segment generated the most public interest and negative public comment to the
consultant’s proposals. While business owners had concerns and issues regarding the
impacts to access under a raised median option, the technical evaluation and feasibility
from a physical perspective meet the standards of sound engineering judgment. There
are however several issues that were raised that require responses.

Concern was expressed that some businesses need two driveways for delivery
accessibility and internal circulation. Raised medians can cause delivery
inconvenience or changes to delivery access for approximately a third of the
businesses along a corridor. No business would lose access, however some may
experience a change in access patterns or circuitry of travel.

Although there is a perception that accidents primarily occur at intersections, the fact
is that there is an increase in the accident rate as the rate of access points increase.
Without improved access management the benefits of traffic signal coordination will
not be realized. Those physical aspects are independent of the traffic volumes along
the corridor.

In summary, business owners in this segment were generally opposed to the raised
median concept and instead favored traffic signal coordination and the hope that
improvements to 31% Street and/or the South Lawrence Trafficway would obviate the
need for additional capacity on 23" Street. While the preliminary recommendations are
technically sound, public support is a key element for successful implementation.
Retrofitting access management has also been identified as a very difficult task to
perform.

Several of the questions raised have merit and have caused a re-evaluation of the
recommendations. Specifically regarding emergency accessibility, the Fire Department
had concerns regarding fire equipment accessibility and its effects upon response
times. A raised median could impact emergency response times, although the amount
of change is not known. This situation is not true for all raised medians, but it is a valid
concern here. If raised medians were constructed, the various emergency services
would likely have to evaluate their response patterns and make necessary adjustments
to accommodate the changes in accessibility. However, this is true for any changes in
land use or roadway project.

While this study maintains the viability and attractiveness of 23" Street as a commercial
corridor, there is considerable public support for a parallel roadway (such as 31°%' Street
or SLT) in an effort to relieve “through” traffic. Such a parallel facility may provide some
operational benefits, although other studies would suggest otherwise, as the problems
are related to physical conditions. Travel demand modeling and future year traffic
projections indicate that 23 Street will continue to be a major destination and travel
corridor and even if a parallel arterial or freeway were constructed, traffic volumes on
23" Street will continue to be sufficient to warrant the recommended improvements.

35



Final Report — September 2002 23" Street Corridor Study

Nevertheless, the parallel roadway may have merit for other reasons and monitoring the
situation on 23™ Street (including better reporting of accident locations) should
determine the degree of benefit from other minor improvements, such as signal
coordination.

Recommendations:
Provide traffic signal coordination.
Construct continuous sidewalks on both north and south sides.
Widen the roadway to provide three through lanes in each direction with a wide
median (28 foot). Provide dual left turn lanes at signalized intersections.
Realign Silicon and Ponderosa intersections
Modify access in the area of Learnard Avenue at the former railroad bridge.
Improve and extend frontage road on the north side of the bridge tying back to
23rd Street east of the bridge. 23" Street will transition from four to six-lane
section.

Refer to Figure 9
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Franklin to Noria Road

This segment presents a series of transitional pieces. Several of the issues raised in
segment 3 may also apply in the western portion of segment 4. Some specific
comments were related to accessing the residential neighborhood via Anderson Avenue
and the closure (dead-ending) of a frontage road at a cross street access point.

Some residents south of 23 and east of Harper expressed concern regarding the
potential for cut-through traffic if the 24" Street extension to Harper was constructed.
This alternate access is necessary in order to restrict turn movements via a continuous
raised median on 23" Street. Several options were discussed including making the 24™
Street extension one-way westbound and adding a westbound left-turn pocket from 23
Street to Anderson Avenue. Also traffic calming measures could be considered through
neighborhood streets to slow traffic speeds and reduce the potential for cut-through
traffic.

The frontage road proximity at the access easement to the Fairgrounds is not a
desirable situation. Two options were illustrated. One option provides a cul-de-sac turn
around, while the other provides a “hammer head” style. The cul-de-sac option requires
acquisition of additional right-of-way. The preferable design would be as proposed at
CR 1600 yet this would take one or two existing businesses.

Other options include allowing the inappropriate distance and monitoring the situation,
or only closing the median break but still allowing a mid-block right-in right-out. While
none of these options are textbook examples of what to do on access management, it
does represent the real issues found with retrofit applications.

The recommendations for the eastern segment received technical support yet issues
were raised regarding timing and implementation of such improvements. The general
concern was that improvements were necessary now, as well as in the long range.
Issues were also raised about the placing of an East Hills interchange and its
construction sequencing. Geometrics and operational analysis indicated that an
interchange at East Hills would not be effective and that an interim signalized
intersection and ultimate interchange at Franklin Road would provide better land access
and improved safe operations. As traffic volumes dictate, an interchange at Franklin
Road would be constructed. The construction sequencing would be to utilize the one-
way frontage road ramps to handle detour traffic while the K-10 mainline profile is
lowered.

In consideration of the on-going discussions regarding the SLT, the eastern terminus of
the 23" Street corridor was revisited. KDOT's SLT design concept proposes Noria
Road as a grade separation with no 23" Street access, thereby restricting access and
mobility to this region. A road connection from Noria Road to East Hills is proposed to
maintain system connectivity.

38



Final Report — September 2002 23" Street Corridor Study

Recommendations:

Transition from four-lane freeway on K-10 to six-lane expressway entering city
limits, with some frontage road sections. Posted speed limits transition from 65 to
45 mph.

Interim: construct signalized intersection at Franklin road.

Ultimate: Construct interchange with Franklin Road, grade separation and
frontage roads.

Noria Road grade separation, possibly as part of the KDOT SLT project.
Reduce number of median breaks to ¥ mile spacing.
Delineate two-way frontage road with driveways.

Refer to Figure 10
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Suggested Phasing of Potential Projects

Based upon the initial conclusions carried to the public meetings, a suggested phasing
of potential projects was prepared. The phasing was divided into three time periods; a
short-range, mid-range and long-range period. Subsequently the dates for these time
periods have been revised to reflect the time needed to program and design the various
projects to a short-range from 2003 to 2008, a mid-range from 2009 to 2014, and a
long-range beyond 2015. This grouping of time periods is not intended to be specific,
but to allow decision makers and the public additional information concerning possible
implementation time periods. The phasing also included public and private initiatives.
Another public initiative involved policy matters including access management
guidelines and transit bus pullouts. The private initiatives suggested that if appropriate
economic and location conditions exist, to consolidate “small” properties and redevelop
commercial establishments. Such efforts would likely result in a reduction in the
number of driveways along 23" Street.

After the 2" public meeting with its numerous comments concerning the content and
scheduling of the projects and the on-going SLT study, a revised phasing plan has been
prepared in an attempt to address the issues raised. The difference between the two
phasing plans is

a shifting of priorities

public-private partnering to implement access management, and

the inclusion of the effects of the proposed South Lawrence Trafficway.

Initial Phasing

This phasing suggested that work begin at the ends of the corridor, namely at the west
end with reconstruction of the lowa Street intersection and at the east end with the
interim phase of the Noria Road interchange. Other projects included signal
coordination between lowa and Louisiana Streets and the removal of five median
openings in the divided highway section east of Anderson Avenue.

The mid-range improvements were to concentrate on widening the roadway and
constructing a raised median between Barker and a point east of Anderson Avenue.
Signal coordination would also occur between Barker and Harper Streets. The
improvements also include the construction of sidewalks and filling in sidewalk gaps as
well as aesthetic enhancements. This section includes the construction of an
interchange at the former railroad bridge.

The long-range improvements were concentrated on the segment between east of
Anderson to Noria Road. This includes modifications to the profile of K-10 and the
construction of an interchange at the East Hills Business Park entrance

The probable costs of the initial phasing were approximately $5.8 million for the short-
range period, approximately $8.7 million for the mid-range period and approximately
$13.0 million for the long-range period. This approach put the higher cost projects
further out into the future.
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Revised Phasing

The revised phasing shifts certain projects around within the various time periods. For
example, signal coordination received a fair amount of public support and all traffic
signals along the corridor are recommended to be coordinated in the short-range.
Support for the immediate implementation of the Franklin Road interchange suggested
moving that project from the long-range to the short-range. Filling in sidewalk gaps
between lowa and Barker has also shifted to the short-range. The reconstruction of the
lowa Street intersection remains.

The mid-range period would complete the roadway widening and profile modifications
east of Anderson Avenue to a point near CR 1650. Aesthetic enhancements, such as
under grounding utilities are proposed between lowa and Barker Streets. Additional
critical aspects occur during this time period. It is recommended that continuous
monitoring of the physical and operational characteristics occur to assess the degree of
benefits from the above described improvements. With an established set of
parameters, an annual report of conditions would be prepared. The need and timing of
long-range improvements could then be determined. Without the interchange, the
modifications to the roadway profile become unnecessary.

The suggested long-range improvements include the roadway widening and raised
median, along with sidewalks and aesthetic enhancements between Barker and
Anderson Avenue. This section includes roadway improvements at the former railroad
bridge.

The probable costs of the final phasing are approximately $9.0 million for the short-
range period, approximately $9.0 million for the mid-range period, and approximately
$9.3 million for the long-range period. This approach nearly equally distributes the
costs of the projects.

Estimated Project Costs

Probable costs are based upon the proposed transportation improvements. Many of the
recommendations can be categorized into two basic types; Policy & Programs and
Projects. Although some of the policies and programs may eventually lead to physical
infrastructure, only defined transportation projects have been estimated. The policy level
recommendations do not have a direct probable cost and are primarily associated with
privately initiated changes to properties along the corridor. The program level
recommendations, particularly the public-private partnerships, may have some direct
costs. This type of incentive may be the best way to implement many of the
recommendations associated with driveway placements.

The estimates do not include right-of-way costs, survey, design fees or construction
inspection fees. The costs have been estimated based upon four major items and a
contingency. The four major items are divided into roadway pavement, including
sidewalk and minimal landscaping, earthwork, traffic signals and traffic control, and
bridges. In order to develop a range of costs to reflect the potential for varying costs
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because of the very preliminary nature of the roadway improvements, the quantities and
costs have each been increased by 10 percent to represent an upper limit. The
unadjusted quantities and costs represent a lower limit. Each limit is then increased by
25% to adjust for potential contingencies.

Summary of Probable Costs by Segment

Segment Minimum Maximum
lowa Street to Louisiana $2,500,000 $3,500,000
Louisiana to Barker $150,000 $200,000
Barker to Harper (east of Anderson) $7,500,000 $9,000,000
East of Anderson to Noria Road $12,000,000 $14,500,000
TOTAL $22,150,000 $27,200,000
Enhancements

A cost analysis was performed for the enhancements along the Haskell Avenue to
Harper Street portion. Three construction cost options were developed along with an
associated cost. The estimates include a 20% contingency. The options allow for
flexibility in determining the degree of enhancements. The cost analysis does not
include sidewalk construction, multi-use recreational path, relocation/replacement of
utilities, or relocation/replacement street/highway lighting. Cost Option 1 is the
recommended enhancement.

Cost Option 1 includes:
» Concrete paver crosswalk.
* Ornamental lights with banners.
* Landscaping (shade trees, ornamental trees, and landscape beds).
* Flag poles.
* Gateway monuments.
» Grasses with irrigation.
Construction Cost Estimate $460,000

Cost Option 2 includes everything in Option 1, plus:
* Brick/concrete pavers within center median.
* Water feature.
Construction Cost Estimate $720,000

Cost Option 3 includes everything in Option 2, plus:

« Monuments with waterfall fountain
Construction Cost Estimate $770,000
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Redevelopment Options

One reason why access management is so difficult to implement through retrofit
applications is the integration with existing development, the access and circulation
issues of each individual property, as well as property rights. That is why retrofit access
management often takes a “get the best you can” attitude and does not attempt to hold
fast and true to guidelines that can become impractical to implement on an individual
scale, that can create significant impacts or even unusable (not commercially viable)
sites.

With these thoughts in mind, the corridor was reviewed to identify such examples of
severe physical constraint and areas of “impractical’” access management considering
the current parcel configurations and multiple ownerships. Two specific areas were
found to illustrate the constraints of existing conditions and the potential opportunities of
redevelopment. The sites include the southwest quadrant at the intersection of 23™ and
Louisiana, and the north mid-block between Ousdahl and Alabama.

23" Street and Louisiana Street

The overall goals and objectives for the redevelopment of this area are, first, to
minimize the number of access points along 23™ Street and Louisiana Street; second,
to provide redevelopment options that encourage relocation within the redevelopment
area; and finally, for the City to consider financial incentives to provide a smoother
transition for redevelopment.

Concept ‘A’ - This scheme proposes reconfiguring access points to be oriented inward,
instead of outward, along 23" Street and Louisiana Street. Also, the concept minimizes
the impact to existing businesses by preserving Wendy’s Restaurant, Douglas County
Bank, and Pet World. A two-way center drive is located approximately 250’ south of
23" Street. Direct access will be provided along this drive. This drive is restricted to
right-in and right-out access at Louisiana Street. The existing mall entrances located at
the north and east side of the redevelopment area shall remain.

Approximately 13,675 square feet of retail use currently exists within the redevelopment
area. This concept provides 14,300 square feet, a net gain of 625 square feet for retail
use and sufficient parking is also provided. Approval of a variance for the existing
Wendy’s site and reconfiguration of the drive-up will need to occur. This concept
proposes the removal of six (6) access points from 23" Street and two (2) access points
from Louisiana Street.

Concept ‘B’ - This scheme proposes an expansion of the redevelopment area by
extending south to the access drive for Westlake Hardware and General Dollar Store.
The concept, like Concept ‘A’, proposes the access to be an inward orientation, instead
of outward, along 23" Street and Louisiana Street. A two-way center drive is located
approximately 250’ from 23" Street and Louisiana Street. This center drive provides
access to the north and south sides of the redevelopment area. This drive is restricted
to right-in and right-out access at Louisiana Street.
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The existing mall entrances located at the north and east sides of the redevelopment
area shall remain. The access drive across from the east mall entrance is realigned to
match the current entrance. This will affect (1) residential property. This realignment of
the drive will provide better traffic circulation. The parking lot for Westlake Hardware will
need to be reconfigured to allow for access.

Approximately 25,925 square feet of retail use currently exists within the redevelopment
area. The concept provides 26,700 square feet, a net gain of 75 square feet for retail
use, and sufficient parking is also provided. This concept proposes the removal of six
(6) access points from 23" and two (2) access points from Louisiana Street.

Concept ‘C’ - This concept is the same as Concept ‘B’ with one exception, the southern
access drive is realigned to match the southern access drive for Checkers. This
alignment preserves the residential property to the south.

23" Street and Ousdahl

The goals and objectives for this redevelopment area are, first, to minimize the number
of access drives that currently exist; second, to provide a redevelopment scheme that
encourages relocation within the study area; and finally, to provide a continuous
pedestrian network throughout the development area.

Concept ‘A’ - This concept removes three (3) access points along 23™ Street. Reduction
in access points will provide some traffic relief. Buildings and parking areas are set back
to provide additional relief along 23" Street. A continuous pedestrian network is located
along the front of the buildings. Approximately 18,900 square feet of retail use currently
exists within the redevelopment area. This scenario provides 16,800 square feet, a net
loss of 2,100 square feet of retail use. Approval of variances for front and rear yard
setbacks will be necessary for redevelopment to occur.

Concept ‘B’ - This concept also removes three (3) access points along 23" Street.
Reduction in access points will provide some traffic relief. A common access drive is
provided at the rear portion of the redevelopment area. This will consolidate the traffic to
the rear and lessen congestion at the front. Approval of variances for front and rear yard
setbacks will be necessary for redevelopment to occur. This scheme proposes a
reduction of the 23" Street right-of-way from 100’ to 95’. Reduction of the right-of-way is
essential to the success of the redevelopment.

Harper Street, O’'Connell Road

A third example was chosen that focuses upon new development rather than re-
development and one that compliments the Horizon 2020 land use plan. The site is on
the south side of 23" Street, west of O’Connell Road. This site also emphasizes the
relationship between land use and transportation as access needs require investigation
into the transportation network as a “system”, not just immediate property access.
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The goals and objectives for this area is to, first, reconfigure the street network to be
more efficient; second, to minimize access points along K-10 highway; and finally, to
provide a buffer for future development.

The existing street network between 23™ Street and 25™ Street Terrace is not efficient,
and access throughout the existing residential neighborhood is limited. This scheme
recommends 24" Street be extended west to Harper Street, and a turn-around
(according to City standards) be placed on the west side of East 24™ Street Terrace.
This will allow better traffic circulation for residents and emergency vehicles. Extension
of 25" Street Terrace to O’Connell Road will provide an east-west collector from Harper
Street to O’Connell Road. Horizon 2020 has 25" Street connecting to Franklin Road.
The location of this street corresponds with the comprehensive plan. Horizon 2020
designates the land between Anderson Road and O’Connell Road as low-density
single-family residential, and high density residential at the southeast corner of
intersection of O’Connell and K-10.

The plan reflects these uses. Anderson Road has been restricted to right-in and right-
out access. This scenario cannot work without the 24™ Street west extension.
Temporary access from East 24™ Street is provided for the small enclave of residences
east of Anderson Road. This will be sufficient in the short term until the eastern portion
is developed. A 50’ greenspace buffer along the corridor is provided for the future
residential development. See Figure 3-14 for the representation of this concept.

Corridor-wide Improvements

Several improvement concepts were reviewed along the entire corridor and can be
thought of under two basic categories, Enhancements and Alternate Modes of
Transportation.

Enhancements

lowa Street to Louisiana Street

Due to the constraints of the existing developed corridor (small tracts, narrow right-of-
way), enhancement opportunities are very limited.

Recommendations

* Provide a continuous sidewalk system throughout this segment on both sides
of the corridor.

* Provide consistent sign design throughout this segment. Horizon 2020
recommends that “like the lowa Street Corridor, emphasis is also placed on
improved and coordinated signage in scale with development.” This can be
achieved by adherence to sign ordinance, enforcement, and development of
a public-private funding partnership between the City and businesses. This
could encourage business owners to be proactive in conforming to today’s
standards.

« Develop a special landscape ordinance for the 23™ Street/K-10 Highway
Corridor with special regard for businesses that have parking lots facing the
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corridor.  Special landscaping and berming to screen out automobile
headlight glare and the parking surface should be a priority. Horizon 2020
recommends for the 23 Street Corridor that “in cooperation with property
owners, the City should undertake parkway landscaping improvements.”
Again, by developing a public-private funding partnership between the City
and businesses, this could encourage business owners to be proactive in
conforming to today’s standards.

* Remove overhead power lines and place utilities underground.

» Provide uniform street lighting design.

The following illustrations show examples of enhancement recommendations for this
segment.

This exhibit is an example of a recommendation that removes overhead power lines,
provides continuous sidewalk, and uniform lighting standards. This application can
have a positive impact along the corridor.
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Three-foot high shrubbery can effectively screen out automobiles, parking surface, and
headlight glare without detrimentally impacting the view of businesses.

Louisiana Street to Barker Avenue

The Massachusetts intersection has been identified as a Gateway Intersection.
Restoration of the historic Breezedale monuments is an important component of
enhancing this segment of the corridor. Completing pedestrian access along this
residential segment of the corridor is important.

Recommendations

Provide a continuous pedestrian network by filling the gaps between the
sidewalks and providing enhanced crosswalks (contrasting material from
roadway) at the intersection of Massachusetts and 23" Streets.

Restoration of the Breezedale monuments should be a priority. In December
of 2000, the City of Lawrence applied for a grant that would establish the
Breezedale monuments as an historic landmark and provide the necessary
funding to restore the monuments and additional site amenities to complete
the intersection. The grant application was not funded, however, the City is
exploring alternate funding opportunities.

Barker Avenue to Harper Street

Most of the right-of-way width along this segment is 120 feet, which can provide room
for enhancements. Very few sidewalks are provided along this portion of the corridor.
Existing overhead power lines and billboards detract from the visual quality along the
corridor.
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Recommendation

One of the goals for this segment is to provide site amenities and streetscape elements
that enhance the corridor both visually and physically. To minimize impact along
business fronts and provide an efficient utility corridor, these amenities will be
concentrated primarily within the center medians provided throughout this segment.
Specific recommendations include:

 Provide a continuous pedestrian network throughout this segment by
providing sidewalks on the north/south sides and enhanced crosswalks
(contrasting material from roadway) at the intersections of Haskell Avenue
and Harper Street.

* Landscape/Hardscape — The combination of landscaping, pavers, concrete
edging will provide a unified theme throughout this segment of the corridor.
Crosswalks located at Haskell Avenue, Silicon Avenue, and Harper Street
intersections, provide pedestrians with access that is visually identifiable with
motorists.

* Ornamental lighting with banners, combined with intermittent highway lighting.

* Vertical elements such as water features, sculpture, and flagpoles can serve
as focal points along the corridor.

* Placement of Gateway monuments at the intersection of Harper Street and
23" Street will provide an east gateway entrance into the City of Lawrence.

* Placement of overhead power lines underground.

Harper Street to Noria Road

The width of the right-of-way in some areas is 275’ plus. This expansive right-of-way
also affords opportunities for enhancements within this segment. Very few sidewalks
are provided along this segment at the western end near the Harper Street intersection.
Overhead power lines are less prominent throughout this segment.

Recommendations
* Provide a 50-foot greenspace buffer on both sides of the corridor for land that
is not developed.
* Provide landscape treatment (native grasses) in the center median.
* Provide landscape enhancements and amenities, such as terraced retaining
walls, ornamental trees, shrubbery, and native grasses, at the Franklin Road
interchange and at the East Business Park entrance.

Alternate Modes of Transportation

This study’s approach is to be inclusive and incorporate all modes of transportation
within policy and project levels. Consequently, bus transit as well as pedestrian and
bicycle transportation is considered. Bus transit requires an interface with the bus stops
along the corridor, both on 23™ Street and at side streets where the rout changes
course. Pedestrian facilities typically include the construction of sidewalks, but also
involve crossings at major intersections. Bicycle facilities include the consideration of a
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off-road trail along 23" Street as well as critical crossings such as at Naismith. A brief
discussion of all three modes is provided.

Bus transit

When this study began, bus service in Lawrence was proposed but not yet in service.
Early maps of potential bus routes continue to be revised after service was implemented
in early 2001. It is likely that as the transit system and service evolves, further route
and bus stop locations will change.

In an effort to provide coordination with potential roadway improvements, the inclusion
of bus pull out bays and bus shelters were considered. The typical bus bay design
includes a 50 foot long by 10 foot wide bay on the leaving side of the intersection, as
well as a 40 to 60 foot long taper to bring the curb line back to the roadway edge. The
typical area needed for a bus shelter is 10 foot wide by 12 foot deep, located near the
middle of the bus bay.

While initial direction provided was to review bus stops on only the leaving side, site
conditions and bus driver experience has taken a different approach where near side
bus stops may be appropriate, in particular at route transfer points. The issue with the
bus stop location is often associated with the impacts to existing driveways. Several of
the bus stop locations are without sidewalks while other locations have ample
pedestrian crossing facilities associated with the traffic signals and roadway pavement
markings.

In review of the bus routing, seven potential stops were identified along the corridor and
potential options to include bus pull out bays identified. In light of the recommendations,
review of the bus stops between lowa and Louisiana become moot as no physical
roadway improvements are proposed.

Pedestrian

The pedestrian experience along the majority of 23" Street does not rank as an
enjoyable experience. Heavy traffic volumes and vehicular noise, lack of street trees
and a degree of separation from traffic as well as the lack of sidewalks in certain
sections all contribute to a poor experience. However, on the positive side, there are
many locations where sidewalk is present and the physical condition is acceptable. The
issues for the pedestrian experience are many and varied, but a necessary first
component is to have sidewalks, then the issue can change focus to the quality of the
experience. Consequently, this study directs its attention to filling in the sidewalk gaps,
constructing sidewalk where there currently is no sidewalk.

While there are several areas of gaps between lowa and Louisiana Streets, a critical
segment lacking sidewalks is between Louisiana and Barker. This segment would also
require the acquisition of right-of-way to install sidewalks. The next segment between
Barker and Harper has little sidewalk and a couple of large intersection crossings. The
recommendations of a raised median would also help to facilitate a pedestrian refuge
area when crossing 23" Street. The segment between Harper and Noria Road has
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very little sidewalk. Design aspects would need to consider the high travel speeds and
possibly the necessary clear zones along the highway. Where possible, it is
recommended that sidewalks be constructed along both sides of 23" Street and at a
minimum width of six feet.

The segment between Barker and Harper, and onto Noria Road for that matter could
include a multi-use path or trail, similar to that along Clinton Parkway on the south side
of 23" Street. Even with a multi-use path on one side, sidewalk should be constructed
on the opposite side of the multi-use path. Further discussion regarding design issues
on the multi-use path are found in the bicycle section of alternate modes of
transportation.

Bicycles
By definition bicycle are permitted on all roadways, unless otherwise specifically

prohibited. Consequently bicycles can and do use 23" Street. Observations have
noted bicyclists on both the sidewalk and the roadway. Typically only an advanced
cyclist would find 23" Street an acceptable route to travel. The Bicycle Compatibility
Index, a measure of stress levels for bicycle travel on various roads dependent upon
traffic volumes and speeds, indicates a high level of stress (LOS E). Physical
constraints along the right-of-way as well as numerous driveways would even make the
inclusion of an off-road facility a potentially stressful experience. Design standards for
bicycle separation from traffic is a minimum of five feet. Such standards would require
additional right-of-way and potentially shifting of the roadway, particularly in the
segment between lowa and Barker Streets. Other options may exist for parallel routes,
yet that is beyond the scope of this study’s focus.

Potential Funding Sources

Various types of funding are considered possible, municipal (City only), State and/or
Federal (State and/or Federal funds with City match) and public-private partnerships
(City and private funds). Note that the following Municipal and State and/or Federal
funding assumptions are merely an illustrative example. Often an iterative process to
assemble funds, individual projects will likely be funded by a variety of sources. The
intent of this exercise is to illustrate a financially constrained plan.

Municipal
Municipal funding sources have been based upon various assumptions. Review of the
2002-2007 CIP shows that 55% of the budget is associated with the top three dollar
projects of

Eastern Connection $39.95 (beyond 2007)

23 Street $14.74 (2005)

US Highway 40 $12.40 ($11.9 in 2003)
Total $66.09
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The remaining 22 projects average approximately $2.25 million. The City’s Public
Works budget is estimated at approximately $20.75 million per year. Included within the
budget are street projects, intersection improvements and traffic signals. The street
projects typically account for approximately 85% of the Public Works transportation
improvement budget.

The original $14.75 million was a conceptual estimate developed prior to the start of the
study, which at that time did not contemplate the potential for a grade separation at
Noria Road or an interchange at Franklin Road. Considering that the suggested project
phasing might take at least twelve years (from 2003 to 2015 and beyond) and
considering the effects of inflation, the projects would appear to be financially
constrained.

If the corridor is a high priority for the City, then other funding sources could be applied,
assuming voter approval. A half-cent sales tax would generate approximately $3.5
million per year. If applied directly and solely to this project the phasing time frame
could be reduced. This is not to suggest that this or other transportation projects
warrant an increase in the City sales tax, but only to offer an alternative funding source.

Other alternative financing mechanisms could include:
Development Exaction
Excise Tax
General Obligation Bonds
Government Programs
Impact Fees
Improvement (Special Benefit) Districts
Neighborhood Revitalization Act
Property Tax Levy
Redevelopment Districts
Revenue Bonds
Self-Supported Municipal Improvement Districts

No recommendations are made relative to the means of funding such transportation
improvements.

State and Federal Funding Programs

State or Federal funding sources are not guaranteed, yet various assumptions have
been made in an effort to illustrate some reasonable possibilities. Specifically, since
23" Street is also a State Highway K-10 then KDOT categorical aid could be applied at
the maximum of 80 percent based upon a minimum City funding level of 20 percent for
a project. If SLT is constructed, it would be designated as K-10 and 23™ Street will be
removed from the State system, making it ineligible for some funding programs.

Consideration must be made as to the potential eligibility of the various elements of the

projects. Sidewalks, landscaping enhancements and other components such as
decorative street lighting are often considered non-participatory elements for roadway
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improvement funds. However, State aid such as the Transportation Enhancement (TE)
program could be applied for. Such applications have been filed previously for
restoration of the Breezedale monuments.

Other programs, such as the Transportation and Community and System Preservation
Pilot Program (TCSP) have been investigated as well. This program may be an
appropriate funding source for the potential enhancements identified along the corridor.
Some KDOT discretionary programs are available, however the available pool of funds
is relatively small and the competition is statewide. Assuming, the City of Lawrence
were accepted for such funding, a likely amount may be on the order of $500,000.

System Enhancement statewide discretionary funding is made available to all local
governments on a one-time basis. Projects must be on or eligible to the State Highway
System. Categories are interchanges/separations, bypasses and corridors.

KLINK Geometric program is for geometric improvements to city streets that carry state
highway designations (City Connecting Links). This is a statewide annual discretionary
program.

KLINK 1R program is for roadway surfacing on connecting links.

Economic Development is a statewide annual discretionary program for projects that will
provide or enhance economic development for communities.

Surface Transportation Program (STP) funds are allocated by KDOT to all cities and
counties in the state using the allocation formula for the Special City/County Highway
Fund. These funds can be used for a wide variety of road and bridge uses.

Federal Bridge funds (BR) are allocated to cities and counties based on square footage
of deficient bridges. Lawrence currently does not have any bridges rated as “deficient”,
and therefore receives no BR allocation.

Transportation Enhancement (TE) funds are administered as a statewide discretionary
program. These funds have three main categories, historic, scenic and environmental,
and pedestrian and bicycle facilities.

Safety funding (STP-S) is a discretionary program available to all jurisdictions. KDOT’s
Bureau of Traffic Engineering manages this program wherein high-accident locations
are identified and prioritized across the state. Accident information is solicited from
cities every two years to identify the most qualified projects.

Again, this financial analysis is merely intended to be illustrative of the possibilities for
various funding sources and to allow an assessment of a reasonable time frame of
implementation. No commitment or guarantee of funding sources or funding amounts is
implied or should be inferred.
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Public-Private Partnerships

The potential for a public-private partnership is unknown, yet it may be advantageous to
pursue other financing methods beyond using only public funds. As a possible
scenario, if half the number of commercial properties along the entire corridor were to
consider the probability of combining driveways and providing cross access, then
approximately 50 “access modifications” could be pursued.

Obviously any of these assumptions may be varied and the dollar amounts change.
The appropriate funding mechanism would need to be found, if such a mechanism does
not legally exist at this time.

Possible Capital Improvements Program

The recommended phasing plan provides a reasonable assessment of what may be
accomplished within certain time periods. Concentrating only upon the public
infrastructure and assuming that State formula funding programs will continue at current
levels (but not assuming State discretionary funding), the following suggested program
is considered to be feasible.

The majority of the projects are eligible for potential KDOT funding participation and
assuming that such funds could be allocated (although there is no guarantee that would
be the case), based upon a possible $2.5 million per year, the projects identified could
be financially accomplished. The aesthetic enhancements would require an additional
funding source to implement at the recommended level of improvements.

The total cost for several of these possible programs, as presented within a five-year
period, represent significant dollar amounts (from $4.5 million to $7.0 million). In
several cases, some of the recommendations might be able to be implemented in
increments as smaller projects, however, for some of the major projects this may not be
possible. With the roadway widening and profile modifications, it may be possible to
implement the construction as a series of smaller consecutive projects, however, it is
likely that such a process will increase total construction costs because of the added
construction and removal of temporary transitional roadway portions in order to
accomplish the construction. While conceptually it may seem financially practical to
construct intersection improvements and then tie such improvements together with the
roadway in between, construction costs can to be increased by as much as 15 percent.

Possible Roadway Capital Improvements Program

Short-range improvements include:

Traffic signal CoOOrdiNAtION ..........ooiiiiiiiii e eeeaeees $400,000
Construction of the East Hills interchange............cccvvvviiiiiii e $7,500,000
Reconstruction of the lowa Street intersection............ccccoeevveeiiiiiiiiinee e $1,200,000
Filling in sidewalk gaps between lowa Street and Barker Avenue ..................... $250,000

TOTAL $9,350,000
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Mid-range improvements include:

Roadway widening and profile modifications............cccoeeeeviiiiiiiiiciiee e $7,000,000

Aesthetic enhancements (under grounding utilities) ............cccocvciiiiiiiiiiieiinnnns $2,000,000
TOTAL $9,000,000

Long-range improvements include:

Roadway widening and raised median............cooouuuuiiiinnieeeiieiii e $4,500,000

Frontage road & modifications at the former railroad bridge ..............cccccce.. $4,000,000

AeSthetiC NNANCEMENTS .......uuiii e eeeeeanees $720,000
TOTAL $9,220,000

Possible Enhancement/Aesthetic Improvements Program

Short-term improvements (2003-2008)
Construct continuous sidewalk network lowa Street to Barker Avenue.
Enhancements at the East Hills interchange
TOTAL $540,000

Mid-range improvements (2009-2014)
Construct enhancements along lowa to Barker and Anderson Street to CR 1650.
Construct enhancements in the Haskell to Harper segment at key intersections.

TOTAL $490,000

Long-range improvements (2015 and beyond)
Construct enhancements in the Barker to Harper segment.
TOTAL $720,000
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