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Chapter 1

ExXecuTivVE SUMMARY

The primary goal of this

US 69 Corridor Management Plan

is to establish a future unifying vision
that will guide public and private
development along the US 69 corridor

in southern Bourbon County.
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EXECUTIVE SUMMARY

The  primary
goal of this
US 69 Cor-
ridor Man-

agement Plan

“ | 1is to establish

a future unify-

ing vision that

will guide
public  and
private  de-
velopment
along the US
69 corridor
in southern
Bourbon
County.
This vision
establishes

a  frame-

work for

transportation
and land wuse
decisions  along

this segment of US 69,

based on the opportunities

and constraints that will affect the
nature and extent of potential improve-
ments during the next 30 years. The

Kansas Department of Transportation

(KDOT), City of Fort Scott, Bourbon

County and the US 69 Highway Asso-

ciation have commissioned the devel-

opment of this US 69 Corridor Man-
agement Plan to achieve the following
important needs:

14

o Deliver a safe and efficient highway
system to the citizens of Kansas by
matching transportation improve-
ment needs with available resourc-
es to preserve the system in place
and support Kansas economic op-
portunities.

o Provide reasonable, safe access and
efficient traffic movements for ad-
jacent businesses and other types

of development within Fort Scott
and Bourbon County.

o Prevent the breakdown of system
connectivity and regional mobil-
ity of transportation users and
economic development along US
69 within and outside of the study
area.

o Envision a major highway cor-
ridor as a resource that improves
the quality of the built and natu-
ral environments, creates new
investment opportunities,
forces other community systems
and priorities, and supports active
transportation modes.

rein-

In addition to articulating a compre-
hensive vision for this segment of US 69
in Bourbon County, the study evaluates
future traffic operations to determine if
and how the existing US 69 alignment,
particularly through Fort Scott, can
continue to provide safe and efficient
travel well into the future. The imple-
mentation of this plan addresses both
the local community needs and regional
travel demands, and guides transporta-
tion and land development decisions.

The plan also sets forth quantitative
and qualitative performance measures
to help decision makers identify when
this highway segment fails to meet op-
erational or safety standards or driver
expectations. It is designed to protect
existing and future highway invest-
ments while acknowledging that ex-
ternal influences also contribute to the
corridor’s long-term use.

Public Involvement

The US 69 corridor planning process
offered opportunities and channels of
communication to study area citizens
and other stakeholders to review mate-
rials and offer their ideas and opinions
on potential improvements. These op-

portunities included the distribution
of project fact sheets and newsletters,
community “drop-in” sessions at local
establishments, presentations to civic
groups, open house events, design stu-
dio workshops and a project website.
The study team worked with KDOT’s
public participation specialists to ad-
vertise study events and coordinate
with local media outlets.

Land Use and Urban
Design

This document and the planning pro-
cess that it produced envision the
highway as a corridor for community
development and renewal, addressing
mobility, economics, design, recreation,
history, and culture and the complex
relationships that these aspects of the
city have with one another. This vision
also links the corridor with other com-
munity assets and ongoing projects into
a “Great Circle” This circle of features
and resources is made of three connect-
ed arcs — a community arc that incor-
porates US 69, the Buck Run Greenway
that follows it, and important commu-
nity features along the way; a river arc
that follows the natural resource of the
Marmaton River between the highway
and Gunn Park; and a cultural arc, con-
necting Gunn Park, Fort Scott Commu-
nity College, and the Bourbon County
Fairgrounds back to US 69. The plan
presents an urban design program to
develop a strong brand for both the cor-
ridor and the city. It proposes a family
of signage, public art and site furniture
elements that provide a coherent design
image and community brand, in turn
encouraging economic revitalization
and investment.

Because US 69 in Fort Scott is both a
roadway and a greenway, the commu-
nity development strategies described
in this document build on these differ-
ent but complementary roles. Roadway




enhancements are designed around the
image and “brand” that Fort Scott pres-
ents to travelers along the highway. On
the other hand, greenway development
conceives of the highway as a commu-
nity environment, designed to increase
public use and re-imagine the corridor
as a bridge rather than a barrier between
east and west. Elements of this commu-
nity role include pathway development,
stream enhancements and stabilization,
historic preservation, art, and historical
interpretation.

But the roadway is also an avenue
of commerce, a conduit that brings
people to the adjacent business dis-
tricts. Strategies are developed within
this plan to strengthen the connection
between the highway and Fort Scott’s
three primary business centers in his-
toric downtown, the South National
district and the South Main district.
In addition, the plan proposes specific
strategic concepts for each district, de-
signed to take advantage of individual
character. The downtown concept uti-
lizes public investments as catalysts for
private investment. Specific concepts
improve the district’s connection to the
highway, make the Fort Scott national
historic site more accessible and pleas-
ant for visitors and better connected to
the retail downtown, and create activ-
ity centers on vacant but strategic sites.
The South National concept includes
an improved street and public environ-
ment that improves vehicular and pe-
destrian circulation and visual quality,
expands parking, and creates new de-
velopment opportunities. The concept
for the more auto-oriented South Main
segment features a more attractive road
environment, pathways and access for
pedestrians and bicyclists, better trans-
portation management, and improved
site planning and utilization of land.

The plan also presents a future land use
scenario within the study area for the

30-year period between 2010 and 2040,
based on the citywide demands identi-
fied in a market analysis. The market
analysis determined the future demand
for residential, commercial and indus-
trial/business uses and the opportuni-
ties presented by the corridor’s context.
This scenario provides both a basis for
testing system capacity and perfor-
mance, and a guide to land use policy
for the study area. In summary, the fu-
ture land use scenario established for
the study area includes:

o About 30 acres of land for com-
mercial use.

o A minimum of 72 acres of land for
industrial use.

o About 160 acres of residential
land.

The plans implementation program
presents a comprehensive plan and reg-
ulatory framework to guide future land
use decisions, establish appropriate de-
sign guidelines, preserve the integrity
of the US 69 right-of-way and ensure
that investments made in the highway
and its environs continue to provide
good transportation service well into
the future. This program recommends
development and adoption of an over-
lay zoning district that should be ap-
plied through both the urban and rural
sections of the highway. Effective land
use regulation in the corridor will re-
quire a formal, cooperative relationship
between city and county, enshrined
though an interlocal agreement.

Transportation
Enhancements

A travel demand model was developed
for the roadway system within the study
area utilizing a combination of trips an-
ticipated from the future land use plan
and the growth in background traffic
on US 69 and the local street network.

{ EXECUTIVE SUMMARY }  CHAPTER 1

While overall traffic growth on US 69 in
the vicinity of Fort Scott has been neg-
ligible, truck volumes have increased
while passenger car volumes have de-
creased. To account for these differenc-
es, this study uses two different growth
rates to forecast future volumes.

A growth rate of 0.25 percent per year
was applied to the total traffic volumes
and a 1.5 percent annual growth rate
was applied to heavy vehicle traffic only.
The compilation of these two growth
rates in the traffic forecasting produces
an annual growth rate slightly over 1
percent from 2009 to 2040, similar to
the historic growth in the region on US
69 over the last eight years.

Traffic forecasts for the planning hori-
zon of 2040 were developed for both the
No-Build and Ultimate scenarios. The
2040 No-Build scenario assumes that
the existing roadway network would
remain as is, and growth and develop-
ment patterns in the study area would
continue at the historical rates. The
2040 Ultimate scenario assumes that
the recommended transportation sys-
tem improvements would be in place
and additional growth and develop-
ment occurs based upon the future land
use plan assumptions.

The future traffic operations analysis
and crash history along the US 69 corri-
dor generated an array of recommended
transportation improvements. Gener-
ally, the roadway system improvements
are based upon implementing access
management principles and providing
safety and operational improvements.
The recommended transportation im-
provements for the 2040 Ultimate sce-
nario consist of the following:

« US 69 Widening - the rural section
from Arma to K-7 widened to four-
lanes and the urban section from
north of 23rd Street through the
intersection with South National
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Avenue widened to five-lanes.

o Traffic Signal Communication -
installation of a hardwire intercon-
nect between all of the traffic sig-
nals on US 69 in Fort Scott, from
3rd Street to 25th Street.

o Dilemma Zone Protection/
Advanced Warning Beacons -
update and improve the dilemma
zone protection and advance warn-
ing beacons provided at several sig-
nalized intersections.

o Intersection Improvements —ava-
riety of intersection improvements
to address safety concerns identi-
fied in the crash analysis.

o Off-System Improvements - in-
cluding the construction of the
proposed grade separation over the
BNSF tracks at 23rd Street, imple-
mentation of railroad crossing
improvements to establish a quiet
zone through town, and construc-
tion of a local street network on the
east and west sides of US 69, be-
tween 18th Street and 23rd Street.

o Pedestrian and Bicycle
Improvements - an integrated ap-
proach to providing enhancements
to encourage non motorized trips
within the community, comprised
of multi-use pathways, enhanced
sidepaths, complete streets, bicycle
boulevards and local streets.

In conjunction with the highway wid-
ening and intersection improvements
recommended, an access management
plan was developed to provide guid-
ance on implementing strategies to im-
prove traffic flow by reducing conflicts
between vehicles operating at different
speeds. Although it may not be imme-
diately possible to consolidate or elimi-
nate access points along the highway,
opportunities may arise to implement
the access management strategies iden-
tified in this document. These strategies

include closing access points, establish-
ing shared access points, implementing
approval processes and conditions and
coordinating access management be-
tween the City of Fort Scott, Bourbon
County and KDOT.

Performance Measures

Performance measures that assess fu-
ture system functionality of the US 69
corridor were identified to evaluate the
continued effectiveness of transporta-
tion improvements after their comple-
tion and monitor whether the enhanced
system on its existing alignment con-
tinues to provide acceptable operations
through the 30-year study horizon. A
number of performance factors apply to
the function, service, safety, and perfor-
mance of the US 69 corridor. Evaluating
operations against these factors helps
engineers, planners and policy makers
understand the changing dynamics of
the system, and how to preserve, recov-
er, and enhance its functionality. These
performance measures also compare
US 69 operations to statewide rates for
similar facilities, and track performance
trends over time. Ultimately, they help
decision-makers decide whether the
current corridor provides the function-
ality and safety expected by its users
and stakeholders.

Performance measures recommended
for the segment of US 69 in Bourbon
County include:

+ Customer Satisfaction - Periodic
surveys can measure the public’s
satisfaction with roadway condi-
tion, management and traffic op-
erations on a given segment of
highway.

o Crash Rates - This plan has estab-
lished US 69 baseline crash rates
for the corridor, providing a back-
ground for regular evaluation of

annual crash rates to identify up-
ward trends.

o Total Freight Movement - US 69
is a critical rural link between the
State’s agriculture and manufac-
turing industries and statewide,
regional, and national markets.
Growth in freight movements, pro-
jected at about 1.5% annually for
the next 20 years, may challenge
future system capacity.

o Traffic Flow - Most measurements
of traffic flow along corridors or
highway segments apply to con-
gested urban areas and freeways.
However, the measures presented
in this document are appropriate
to US 69 in the study area, and in-
clude travel time, average speed,
vehicle throughput, heavy truck
traffic, travel time reliability and
level of service.

Taken together, these performance
measures can indicate how well the US
69 corridor is operating in Bourbon
County, and are most effectively used
by tracking changes over time. Trends
should be monitored regularly to as-
sess the ongoing health of the corridor’s
function, rather than waiting until spe-
cific thresholds are reached.

Implementation

Asapartoftheintergovernmental agree-
ment that will be entered by KDOT, the
City of Fort Scott and Bourbon County,
a Corridor Advisory Committee will
be formed, with representatives of each
jurisdiction. This committee will be an
advisory body that regularly reviews
and evaluates events and developments
affecting the US 69 corridor and the
Corridor Management Plan. The Com-
mittee will also evaluate the ongoing
performance of the corridor, using these
measures as tools for its analysis.




With development of the system im-
provements recommended by this plan,
the US 69 corridor through Fort Scott
and Bourbon County is anticipated to
function at or above regional perfor-
mance target thresholds through 2040.
However, satisfaction of local and re-
gional customers, along with external
political and business interests, may
determine that the existing alignment
through Fort Scott does not meet their
functional objectives.

Were a new US 69 alignment to be con-
structed in or around the study area,
the existing US 69 corridor through
Fort Scott would become a business
route for local traffic or through traffic
seeking services. Under this scenario,
system upgrades, including traffic and
safety improvements and access man-
agement implementation, are still nec-
essary to provide a safe and efficient
transportation system in the interim. As
important, implementing this program
converts the existing corridor into a
major community asset on many levels,
adding opportunities for new develop-
ment, and making the great and historic
community of Fort Scott an even better
place for living, working, shopping, and
enjoying.

This US 69 Corridor Management Plan
presents an ambitious but realistic pro-
gram for this important corridor in
southeast Kansas. An implementation
plan was developed to present a road-
map to guide elected officials and other
decision makers through the process of
setting priorities and phases, and se-
curing the funding that will realize the
transportation and community devel-
opment promise presented within this
document.

{ EXECUTIVE SUMMARY }

CHAPTER 1
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STuDY INTRODUCTION
AND APPROACH

US 69 is a principal north-south
highway through mid-America,
connecting Kansas City to Interstate
44 in northeastern Oklahoma between

Joplin and Tulsa. This road,

in the process of being improved to a
four-lane, limited access facility, offers a
remarkable opportunity to Fort Scott

and Bourbon County.
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STUDY INTRODUCTION
AND APPROACH

US 69 is a principal
north-south high-
way  through

' mid-America,
i connecting
Kansas City to In-
terstate 44 in north-
eastern Oklahoma
between Joplin and
Tulsa. This road, in
the process of be-
ing improved to a
four-lane,limited

access facility,
offers a remark-
able oppor-

tunity to Fort
Scott and Bour-
bon County. As
traffic along the
upgraded US 69
increases, the mix-
ing of through and
local traffic will demand
functional improvements to
improve both the capacity and safety
of the highway. But this added traffic
also introduces more potential custom-
ers and substantial economic possibili-
ties for the city and county. Indeed, US
69 can become a catalyst for commu-
nity development in the historic city of
Fort Scott, combining transportation
improvements, urban design, quality of
life improvements, sustainability, and
economic development into a compre-
hensive concept for a city that combines
a unique past with a promising future.

PROJECT DESCRIPTION AND
LOCATION

The primary goal of this US 69 Corri-
dor Management Plan is to establish a
future unifying vision that will guide
public and private development along
the US 69 corridor in southern Bour-
bon County. This vision establishes a
framework for transportation and land
use decisions along this segment of US
69, based on the opportunities and con-
straints that will affect the nature and
extent of potential improvements dur-
ing the next 30 years.

The US 69 study area, illustrated in Fig-
ure 2.1, extends about % mile on either
side of the US 69 centerline from the
Crawford/Bourbon County line to US
69’s interchange with westbound US
54. Within the corporate limits of Fort
Scott, where existing and proposed land
use is closely tied to the local transpor-
tation network, the study area also in-
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Figure 2.1 Study Area

cludes the local street system between
Margrave and Horton Streets.

This section of US 69 can be viewed as
three context-based segments through
the study area:

e An wurban corridor, between
westbound US 54 and National
Avenue, passing through the heart
of the city’s established residential
and commercial neighborhoods.
Access to the highway here is lim-
ited to the two US 54 interchanges
and signalized intersections at 3rd,
6th, and 12th Streets.

+ An automobile- oriented mixed
use corridor, between National
Avenue and Jayhawk Road. Surface
access to cross streets and adjacent
businesses is provided by numer-

ous curb cuts, left-turn lanes, and
signalized intersections.

o Arural segment, between Jayhawk
Road and the Bourbon County line,
that serves the Fort Scott Industrial
Park and continues through the
agricultural landscape of Bourbon
County. Within this southern sec-
tion, the roadway utilizes a four-lane
divided rural cross-section north of
the junction with K-7 to a two-lane
rural section south of K-7.

Need for the Project

The Kansas Department of Transporta-
tion (KDOT), City of Fort Scott, Bour-
bon County and the US 69 Highway
Association have commissioned the de-
velopment of this US 69 Corridor Man-
agement Plan to achieve the following
important needs:



o Deliver a safe and efficient highway
system to the citizens of Kansas by
matching transportation improve-
ment needs with available resourc-
es to preserve the system in place
and support Kansas economic op-
portunities.

o Provide reasonable, safe access and
efficient traffic movements for ad-
jacent businesses and other types
of development within Fort Scott
and Bourbon County.

o Prevent the breakdown of system
connectivity and regional mobility
of transportation users and eco-
nomic development along the US
69 Highway within and outside of
the study area.

o Envision a major highway cor-
ridor as a resource that improves
the quality of the built and natural
environments, creates new invest-
ment opportunities, reinforces
other community systems and pri-
orities, and supports active trans-
portation modes.

Project Background

Although KDOT has invested around
$250 million a year since 2000 to pro-
vide additional highway capacity, the
number of congested lane miles has
grown an average of four percent each
year. The Statewide Congestion Map
(Figure 2.2) from the 2008 KDOT Long
Range Transportation Plan shows that
the segment of US 69 from Fort Scott to
the Oklahoma state line will face mild
to severe congestion by 2030. With
too many capacity issues and too little
funding, KDOT is considering a variety
of methods to address transportation
problems across the state.

One such strategy is to be certain that
improvements are indeed warranted
and to utilize intermediate improve-
ments to extend the life of the system
without compromising safety, access,
or economic development. This study
provides KDOT with the information
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necessary to evaluate capacity improve-
ments and collaborate with local lead-
ers on a program of transportation and
land development strategies that maxi-
mize the use of the existing US 69 Cor-
ridor.

There are two significant and highly in-
tegrated scales of demand placed upon
this study corridor. From a statewide
perspective, the US 69 corridor holds
regional value and economic potential
for the movement of north-south traffic
from the Kansas City metropolitan area
to I-44 in Oklahoma and points south.
The KDOT Corridor Management Pol-
icy classifies this corridor as a Class “B”
route, with statewide significance and
providing limited access, high-speed
travel that accommodates long-distance
truck traffic. Class “B” routes are de-
signed to promote fluid movement and
minimize friction between through and
local traffic, allowing direct access only
when alternatives are unfeasible.

This regional route concept appears to
conflict with the current alignment and
traffic operation of US 69 inside Fort
Scott’s urban area. Local trip move-
ments that either cross the main line or
require access to adjacent destinations

CHAPTER 2

place high demands on this highway
segment. These movements typically
are accommodated by signalized and
non-signalized intersections. Table 2.1
illustrates steady growth in traffic vol-
ume during the past 30 years, caused
by increases in both local traffic and re-
gional traffic streams.

With recently completed investments,
US 69 now offers a four-lane freeway
section with full access control for ap-
proximately 80 miles between I-435 and
the interchange with westbound US 54,
north of Fort Scott. After several stud-
ies, design plans are being prepared
to widen US 69 to a four-lane freeway
from the Oklahoma border to the north
side of Arma, including a bypass to the
west of Pittsburg. From Arma to Fort
Scott, the original concept proposed a
four-lane expressway section, with at-
grade intersections with county roads
and half-mile typical spacing of other
access points. KDOT is beginning a
study of alternatives to this approach,
including construction to freeway stan-
dards or initial expressway development
with the potential for future upgrade to
a freeway.

STUDY AREA

Wichita

Congestion: Mild

Severe m——

Emporia

Fort ScottO

Pittsburg

Figure 2.2 2008 KDOT LRTP Projected Highway Miles at or Nearing Congestion in 2030

Table 2.1 Historical Traffic Volumes

Segment of US 69 1976 1980 1985 1991 1997 2000 2006

At Jayhawk Road 5,500 6,885 6,370 7,850 8,195 8,880 11,500
At 20th Street 11,870 14,130 14,503 15,040 16,740 17,650 18,150
At 12th Street 6,640 8,085 8,718 10,520 11,760 13,295 13,410
At 6th Street 7,930 9,380 9,690 10,745 11,740 13,190 12,330
North of Wall Street 5,950 7,420 7,410 7,220 9,005 8,220 9,030

Source: KDOT
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The KDOT District Four Corridor
Management Policy designates US 69
around Pittsburg as a protected corri-
dor due to competition from interstate
trip movements, the presence of local
trips, adjacent commercial and indus-
trial development, and other traffic flow
characteristics such as traffic volume
and safety. Finally, the US 69 Highway
Association has the stated goal to “fin-
ish what was started” by completing
construction of a four-lane divided
highway for the entire length of US 69
between Johnson County and the Okla-
homa state line in Cherokee County.

STUDY GOALS AND OBJECTIVES

In addition to articulating a compre-
hensive vision for this US 69 segment
in Bourbon County, the study will
evaluate future traffic operations and
determine if and how the existing US
69 alignment, particularly through Fort
Scott, can continue to provide safe and
efficient travel well into the future. This
information will enable all stakehold-
ers to cooperatively implement a cor-
ridor management plan that addresses
both the local community needs and
regional travel demands, and guides
transportation and land development

decisions. The management plan also
sets forth quantitative and qualitative
performance measures to help decision-
makers identify when this highway seg-
ment fails to meet operational or safety
standards or driver expectations.

This corridor management plan is de-
signed to protect existing and future
highway investments while acknowl-
edging that external influences also con-
tribute to the corridor’s long-term use.
It also considers the inter-related forces
and requirements that affect the future
of the county, city, and US 69 itself.

As such, the study’s key goals are to:

o Identify the nature of existing and
future travel demand along the US
69 corridor.

o Estimate the expected remaining
life for the existing corridor.

» Develop a comprehensive land use
and zoning plan for the entire cor-
ridor.

o Determine recommended im-
provements to US 69 to provide a
safe and efficient transportation
corridor that accommodates exist-

US 69 Corridor Management Plan Content

ing and future traffic demands.

Develop performance measures for
the corridor.

Develop an access management
plan for the corridor.

Provide a safe and attractive trans-
portation facility that serves Fort
Scott and the region well into the
future.

Provide adequate capacity to meet
both regional and local traffic de-
mands as long as feasible.

Create a focus for economic and
community development efforts.

Unify rather than divide Fort Scott’s
neighborhoods.

Improve the quality and economic
potential of Fort Scott’s major busi-
ness districts: Downtown, South
National, and South 69 Highway.

Strengthen Fort Scott’s image by
enhancing design quality.

Create a sustainable corridor that
manages the environmental impact
of a major roadway.

This US 69 Corridor Management Plan was prepared to summarize the activities and work effort associated with the
corridor study. The information begins from the vantage point of evaluating the useful life of the existing corridor and
incorporates the input obtained through the various public involvement activities and analysis of existing transportation
and land use conditions. Based on this information this plan summarizes the development of concepts forenhancements
to improve traffic flow, circulation and redevelopment opportunities. These efforts culminate in the establishment
of traffic management and access management plans, followed by an implementation plan providing information
regarding funding opportunities and phasing recommendations. The report content is organized as follows:

 Study Introduction and Approach o Traffic Forecasting Analysis

« Public Involvement Activities
« Analysis of Existing Conditions
e Land Use and Development

« Development Concepts

o Traffic Management Plan
o Access Management Plan
 Future System Functionality

o Implementation Plan
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PUBLIC INVOLVEMENT ACTIVITIES CHAPTER 3

PuBLic INVOLVEMENT
ACTIVITIES

A quality, comprehensive
transportation planning
process invites

the involvement of

everyone who has

a stake in an area’s economic

vitality and quality of life.
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PUBLIC INVOLVEMENT
ACTIVITIES

The US 69
corridor
planning

process of-

fered oppor-
tunities and
channels of
communica-
tion to study
area citizens
and other
stakeholders
to review
materials
and of-

fer their
ideas and
opinions on
potential im-
provements.
These opportu-
nities included:

o “Drop-in” sessions

» Presentations to civic groups
o Project website

o Open House events

o Design studio workshops

Stakeholder outreach

Fact sheets and project newsletters were
developed and distributed in advance
of two scheduled rounds of public in-
formation open house meetings. The
publications communicated study his-
tory, goals and objectives, public par-
ticipation opportunities, key findings
and work schedule. These publications,
shown in Figure 3.1, were also avail-
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54 imenchange.

First Presbylerian Church
Zimmerman Hall
308 5. Crawiard
Fort Scott, K5 66701

i Study Fact Sheet

The volume of traffic traveling through the City of Fort Scott continues
to grow as US Highway 69 &5 expanded to a four-lane exprassway from
Cwvertand Park to Fort Sooll. The last segment of the construction is scheduled
for completion in Fall 2009, In order to prepare for this growth, the City of Fort
Scott and Bourban Cownty, in pannership with the Kansas Department of
Transportation, will conduct the LS 89 Corridor Study to analyze the stretch of
roaday rom the Bourbon Counly-Crawford Gounty line morth 1o the US 82/US

able electronically (website posting, e-
mail) and in hard copy at the Fort Scott
Public Library and the Fort Scott Area
Chamber of Commerce. Copies of these
outreach materials are provided in the
Technical Appendix.

The study team also used a “go-to-
them” approach to engage stakeholders
directly and solicit feedback. Members
of the study team staffed community
“drop-in” sessions at the local McDon-
ald’s and Daylight Donuts, encouraging
informal discussions about study issues,
areas of interest, and potential recom-
mendations. Additionally, the study
team made presentations to civic or-
ganizations, including the Kiwanis and
Rotary Clubs.

Stakeholders were also encouraged to
visit a dedicated project website to sub-
mit comments electronically.

On-line information

The Kansas Transportation Online
Community (KTOC) is a virtual meet-
ing place and conversation center for
any and all transportation-minded pro-
fessionals and citizens. The US 69 Cor-
ridor Management Plan was the first
KDOT corridor management plan to
make use of this communication tool.
KTOC was used to post files, announce
meetings, organize interested stake-
holders and facilitate discussion about
the project.

US69CorridorStudy.com, as shown in
Figure 3.2, was developed as a stand-

alone, project internet presence with a
direct hyperlink available through the
home pages of the KTOC, City of Fort
Scott, Bourbon County and the Fort
Scott Chamber of Commerce.

The site included the following sections
and supporting information:

o Study background and purpose -
History and background, study area
description and map, study team
information and work schedule

o Updates and information -
Fact sheets/newsletters, press re-
leases, meeting minutes, presenta-
tion display boards, etc.

o Download presentations —
PowerPoint presentations synched
to audio from Design Studio pre-
sentations, Open House display
boards

o Contact Us
Information on how to provide in-
put directly to the project team.

The site was a clear and cost-efficient
way to provide additional informa-
tion and updates to interested parties
throughout the process.

Public information open
house meetings and
design workshops

Open House #1

An introductory open house meeting
was held Monday, January 26%, 2009
from 5:15 p.m. to 7:00 p.m. at Zim-
merman Hall in the First Presbyterian
Church, 308 S. Crawford. Fact sheets
with background information and an-
nouncements about the meeting were
distributed in advance of the open
house with the help of the City of Fort
Scott, Bourbon County and the Fort
Scott Chamber of Commerce. A paid
advertisement was placed in the Fort
Scott Tribune January 24, 2009.

Despite icy conditions, nearly 40 com-
munity members and business own-

MEETINGS

T

The purpose of this US 69 Corridor Study & to develop the future unifying vision
of LIS Highway 69 thraugh the study area, This vision will include recogntion of
opportursties and constraints that will affect the nature and extent of potential
improvements. Key goals and chjectives of this study include the Tollowing:

* Steering Comminte:
sevember . oo

SIUDY UPDATES
& INFORMATION

= |dentily The nature of existing and
future travel demand

= Defermine reconmmended
improvemeants to US 69

= Estimale the expecled remaining
life for the existing corridor

«  Develop a comprehensive land use

Figure 3.1 Study Newsletter
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TS inneresned In b ahoe i
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Thursday, Sepiember 17, aoug, from
4001 1 B i 62 T River Roos
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Figure 3.2 US 69 Project Web Site
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ers turned out to learn more about the
study and provide their input about the
future of the corridor. Members of the
study team introduced the study with a
brief opening presentation. Attendees
then spoke one-on-one with study team
members at stations located through-
out the room, discussing their ideas
and concerns about the corridor. At the
open house, stakeholders received an
introductory fact sheet with basic in-
formation about the study and a project

schedule.

A sign-in table with sign-in sheets was
provided, along with comment cards to
be completed during the meeting and/
or up to three weeks after the conclu-
sion of the meeting. Stakeholders were
also invited to submit comments and
questions electronically to

info@us69corridorstudy.com.

Public Design Workshop #1

The first of two public design workshops
took place on Monday, April 6th, 2009
from 11 a.m. to 1 p.m. and from 4 p.m.
to 6 p.m. at the Lyons Twin Mansions,
750 S. National. Posters about the work-
shop were distributed throughout the
city to notify interested stakeholders.
In addition, stakeholders who attended
the January 26th open house received
e-mail notification about the workshop.
A story in the Fort Scott Tribune on
March 31st also notified area residents
and property owners about the upcom-
ing workshop. Announcements about

{ PUBLIC INVOLVEMENT ACTIVITIES}

the workshop were placed on the web-
site: www.US69CorridorStudy.com

More than 30 stakeholders collaborated
with the study team to develop and ana-
lyze recommendations for the section of
US 69 from US 54 to South National. The
workshop concluded with a summary
presentation on Tuesday, April 7t, 2009
at 5:30 p.m. to nearly 20 residents and
local business owners. The study team
presented preliminary crash and traffic
data, and displayed initial sketches for
development plans in downtown and
the South National business district.

Public Design Workshop #2

The second public design workshop took
place on Tuesday, April 215, 2009 from
11 am. to 1 p.m. and from 4 p.m. to 6
p-m. at the Lyons Twin Mansions, 750
S. National. Posters about the workshop
were again distributed throughout the
city to notify interested stakeholders. In
addition, stakeholders who attended the
January 26th open house and the first
design workshop on April 6th received
e-mail notification about the workshop.
A storyinthe Fort Scott Tribune on April
17th also notified area residents and
property owners about the upcoming
workshop. Announcements about the
workshop were placed on the website:
www.US69CorridorStudy.com

Nearly 30 stakeholders collaborated
with the study team, this time focus-
ing on the section of US 69 from South
National to the Bourbon County line.

CHAPTER 3

The study team summarized concepts
developed during the design studio on
Wednesday, April 2274, 2009 at 5:30 p.m.
to nearly 20 residents and local business
owners. Again, study team members
discussed preliminary crash and traffic
data, and presented initial concepts for
intersection improvements, access con-
trol and redevelopment possibilities.

Open House #2

An open house meeting summarizing
the progress of the US 69 Corridor Study
was held Thursday, September 17,
2009 from 4 p.m. to 6 p.m. at the H.L.
Stout Building, 3 W. Oak Street. Fact
sheets with progress update information
and announcements about the meet-
ing were distributed in advance of the
meeting through the City of Fort Scott,
Bourbon County, Fort Scott Chamber
of Commerce and to stakeholders who
attended the first open house and/or
one of the April design workshops. Paid
advertisements were placed in the Fort
Scott Tribune September 11t%, 12t and
16th; the Weekend Herald-Tribune on
September 12t and the Nevada News
on September 16,

Approximately 40 stakeholders attend-
ed this unveiling of preliminary study
findings and recommended transpor-
tation improvements and community
enhancements. Study team members
began with a brief presentation about
the study’s progress, followed by one-
on-one conversations on preliminary
conclusions at topical stations located
around the room. Attendees received
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fact sheets outlining the updates that
were presented at the open house.

A sign-in table with sign-in sheets was
provided, along with comment cards
to be completed during the meeting.
Stakeholders were also invited to sub-
mit comments and questions electroni-
cally to info@us69corridorstudy.com.

Steering and Corridor
Advisory Committees

To ensure early participation of spe-
cific, targeted audiences, study steering
and corridor advisory committees were
formed. The study team met with the
steering committee and advisory group
throughout the study. The steering com-
mittee included representatives from
the City of Fort Scott, Bourbon County,
the Kansas Department of Transporta-
tion and the US Highway 69 Associa-
tion. Table 3.1 lists the organizations,
agencies and business represented in
the Corridor Advisory Committee:

Table 3.1 Corridor Advisory Committee Representatives

Bourbon County Commission

Bourbon Co. Economic Develop. Council
Bourbon County Sheriff’s Office
Captured Images

Century 21 Real Estate

CIGNA

Citizens Bank

City of Fort Scott Commission

City of Fort Scott Economic Development
City of Fort Scott Fire Department

City of Fort Scott Police Department

City of Fort Scott Public Works
Courtland Spa

First Baptist Church

First Southern Baptist Church

Fort Scott Area Chamber of Commerce
Fort Scott Community College

Fort Scott National Historic Site

Kansas Department of Transportation
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Key Industries

McDonald’s

Mercy Health System of Kansas
Mid-Continental Restoration Company
Shepherd Team Auto

Skitch’s Hauling & Excavation
State of Kansas

Stewart Realty

UMB Bank

Unified School District 234
Union State Bank
ValuMerchandising Company
Walmart

Woods Supermarket

YRC Logistics




Summary of Public
Comments

Throughout the study process, com-
ments were received from the publicand
community stakeholders. These com-
ments were made directly to the study
team, provided in writing from those
attending one of the public engagement

{ PUBLIC INVOLVEMENT ACTIVITIES}

events, or through comments received
on the project website. A brief summary
of the comments received were grouped
into similar categories:

CHAPTER 3

veloped during the course of the design
studio workshops and presented at the
open house meetings. Responses to the
written comments received were ad-

dressed during the development of the

In addition to the comments summa- recommended improvements.

rized in Table 3.2 below, participants
commented extensively on concepts de-

Table 3.2 Summary of Public Comments

Topic

Comment

Bicycle Accommodations

Concern was expressed about the lack of bicycle facilities in Fort Scott. It was recommended
that this study accommodate bicycles along the US 69 corridor. Interest was also expressed
in bicycle lanes, trails and development of a paved shoulder policy to accommodate bicycle
transportation.

This topic came up repeatedly during the course of the study. Many citizens wanted this study

Fort Scott Bypass to address the need for and alignment of a four-lane bypass around Fort Scott.
Many participants supported a freeway section for US 69 between Arma and Fort Scott. This
US 69 South of Fort Scott would match the facility completed between Fort Scott and the Kansas City area and planned

improvements south of Arma to the Oklahoma state line.

Flood Control and Stormwater Runoff

Participants noted that the area on the east side of US 69, from around 3rd Street north to
the Marmaton River frequently floods during heavy rain events. These floods could affect
a potential public art project proposed in the area beneath and adjacent to the Wall Street
interchange. Incorporating retention ponds could help alleviate this problem.

Skate Park

The study team was notified that a Skate Park Committee is currently seeking a location for
a new skate park. They suggested that a skate park be incorporated into the Greenway park
plan.

Zoning Around the Highway Corridor

Interest was expressed in the future zoning recommended along the highway corridor.
Although this comment was primarily directed towards the zoning along a bypass alignment,
the impacts along the south end of Fort Scott were also identified.

Pedestrian Accommodations

The concepts developed along the US 69 corridor and throughout the community should
address the lack of pedestrian facilities, such as trails and continuous sections of sidewalk.

Railroad Traffic Impacts

The amount of train traffic through Fort Scott tends to divide the community. The only grade
separation is at 3rd Street, which has low vertical clearance and is prone to flooding.

Train Horn Noise

The sound level of train horns through town is disruptive to homeowners and businesses.
Particular concern was expressed about guests at the local hotels near the crossings

Downtown Attractions

Concepts presented for the downtown area attracted considerable interest and support.
These projects were designed to provide more reasons for residents and travelers to visit and
patronize downtown businesses.
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A\

ExisTING CONDITIONS -
TRANSPORTATION
ENVIRONMENT

The US 69 Corridor within the study
area is comprised of three distinct
segments; an urban corridor,

a mixed-use corridor

and a rural corridor.




US 69 CORRIDOR MANAGEMENT PLAN

DESCRIPTION OF US 69
SEGMENTS N

The following sec-
tions briefly de-
scribe the road-
way, access and
land use charac-
teristics within each
segment. The limits
of each segment
are illustrated in
Figure 4.1.

=

Urban Corridor
- US Highway RV
54 to South Na-
tional Avenue.
This segment is
a four-lane di-
Vi.ded road.way @o@ h 3 MIXED
with no direct Cheek
driveway access ke USE

MARGRAVE ST.

%
HORTON.ST.

RS55

along the entire
2.5 mile length. |
There are three grade |
. . ( RS50
separations on US 69, in- !
cluding interchanges with US 54
(west) and Wall Street (US 54 east). A
grade separation is also provided with
East National Avenue. The most sig-
nificant attributes of this segment are
the lack of direct driveway access to
the highway and the limited number of
intersections (three signalized intersec-
tions are provided at 3t4, 6t and 12t
Streets), which helps to provide a safe
transition from the rural freeway sec- 169
tion to the urban environment. Speed o
limits decrease from 65 mph north of
Wall Street to 50 mph along the signal- RS56

<

RS55

ized segment from 3rd Street to Nation- ((‘x‘(‘)x
al Avenue.

RU RAL—)
Mixed Use Corridor - National Avenue

to Jayhawk Road. The northern portion
of this segment, from South National
Avenue to 234 Street, is a four-lane
undivided cross section with multiple
driveways and cross street intersections.
This segment is a highly developed
commercial corridor and lacks provi-
sions for left turns and pedestrian and
bicycle movements along the roadway.
The speed limit is reduced to 30 mph

along this segment of US 69. e —e— ... BOURBONCOUNTY ‘W= _ .. _._ ..
CRAWFORD COUNTY

The southern segment, from 234 Street
to Jayhawk Road, is a five-lane divided
cross section with access control, pro-
viding a minimum of 300’ between
driveways and cross street intersections.
This segment is also a highly developed
commercial corridor, however, it gener-
ally meets KDOT access spacing crite-

ria. The speed limits transition from 30
P Figure 4.1 US Highway 69 Context Based Segments
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mph near 234 Street up to 50 mph near
Jayhawk Road.

Rural Corridor - Jayhawk Road to
Bourbon/Crawford County Line. This
portion of the corridor, located just
south of the city limits, is a four-lane
divided roadway from Jayhawk Road
through the interchange with K-7.
The adjacent property is comprised of
larger frontage lots, with access limited
to approximately % mile spacing. This
section was constructed to expressway
standards, providing at-grade intersec-
tions and driveways. The speed limit
increases to 65 mph along this segment
of US 69.

The southernmost portion of the corri-
dor, from the interchange with K-7 to
the Crawford County line is a two-lane
rural cross section, with primarily ag-
ricultural land use and very few access
points, primarily at % mile intervals
and county roads. Right-of-way along
this segment has been purchased to ac-
commodate the widening to a four-lane
expressway section. The speed limit
along this segment is also posted at 65
mph.

2009 TRAFFIC
VOLUMES

Average Daily Traffic and Truck
Volumes

Historic Average Daily Traffic (ADT)
counts were provided by KDOT within
the study area. The most recent ADT
counts for Fort Scott were conducted
in July and August of 2006, as shown
in Figure 4.2, with seasonal and axle
(truck) factors applied.

2009 PM Peak Hour Volumes

Afternoon peak period turning move-
ment counts were conducted in January
2009 specifically for this project. The
counts were conducted at the intersec-
tions shown on Figure 4.3 between the
hours of 3:15 to 5:15 PM at 21 study
intersections located within the study
area. The counts were compiled, and the
system-wide PM peak hours were es-
tablished as 4:15 to 5:15 PM. Although
these time periods represent the high-
est overall traffic volumes on the system
including the mainline US 69 volumes,
individual study intersections may have
slightly different peak hours. The sys-
tem-wide PM peak hour turning move-
ments at the study intersections are
shown in Appendix A in Figure A.1.
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The peak hour turning movement
counts are critical to conducting an op-
erational analysis of the street and high-
way network. The initial review of ex-
isting turning movements reveals only
two locations where individual turning
movements could be considered high
enough to warrant special consider-
ation.

At the intersection of US 69 with Na-
tional Avenue, the northbound left turn
was recorded at 282 vehicles in the PM
peak hour. The peak hour volume of the
complimentary right turn from south-
bound National Avenue onto US 69 was
218 vehicles per hour (vph).

The other intersection with relatively
high turning movement counts is US
69 with 25t Street (Walmart entrance).
The eastbound left turn from 25t Street
onto US 69 was observed to be 204 vph,
while the complimentary southbound
right turn movement from US 69 to 25t
Street was recorded at 200 vph. These
heavy turning movements have a signif-
icant impact on the overall intersection
operation and need to be considered in
the evaluation of traffic operations and
vehicle storage lengths.

In addition to these locations, several
other movements are approaching lev-
els where exclusive turn lanes should be
considered in future planning. These in-
clude the northbound right turns from
US 69 at 12t Street and 3¢ Street. Ve-
hicles decelerating at these locations to
negotiate a right turn interfere with the
smooth flow of traffic and progression
on mainline highway traffic. This is par-
ticularly important on highways such as
US 69 that contain high percentages of
heavy trucks, which require consider-
able lengths to decelerate and accelerate
back up to their operating speeds when
impeded by slower moving vehicles.

Another intersection on US 69 worthy
of continued evaluation is at 2374 Street.
The eastbound and westbound left turn
volumes from 23t Street onto US 69
are approaching a level during the 2009
peak hours where separate left turn
lanes may be warranted.
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Highway Capacity Manual Level of Service Definitions

Level of Service A

Free-flow operations are experienced
where the speed of an individual vehicle
is not greatly influenced by others in the
traffic stream. Speeds are not affected by
flow; lane changes as well as merging and
diverging movements are made relatively
easily.

Level of Service B

Drivers begin to respond to other vehicles
in the traffic stream. Speeds remain at
free-flow levels, but drivers must be more
vigilant when making lane changes,
merging and diverging movements.

Level of Service C

The presence of other vehicles begins to
restrict maneuverability in the traffic stream.
Average speeds remain at free-flow levels,
but drivers need to adjust their course to
find gaps to make lane changes, merging
and diverging movements. Any significant
lane blockage could lead to breakdown and
the formation of queues.

Level of Service D

Average speeds begin to decline with
increasing traffic  flow, and density
deteriorates more quickly. Maneuvering
within the traffic stream is now quite difficult,
and drivers need to search for gaps to make
lane changes, merging and diverging
movements. Minor lane disruptions lead to
breakdown and the formation of queues
unless removed quickly.

CHAPTER 4

Level of Service E

This is the practical density limit for
multilane  operations, and  defines
roadway capacity. No useable gaps
to make lane changes, merging and
diverging movements are available in
the traffic stream, and drivers must rely
on others to give way. Even the slightest
disruptions lead to breakdown with the
rapid formation of queues behind the
incident.

Level of Service F

The condition where a queue has formed
behind a point of breakdown or disruption.
Travel demand exceeds roadway capacity.
Traffic shuffles through queues; traffic
flow may stop completely.

Table 4.1 Level of Service (LOS) Criteria

Average Control Delay per Vehicle Density
(sec/veh) (pc/mi/ln)
Level of Service . ) .
Slgnallz.ed Stop Sign Coptrolled Multilane Highways
Intersections Intersections

A <10 <10 <11
B > 1010 20 >10to 15 >11t0 18
C >20to 35 >15t025 > 181026
D >35t0 55 >25t035 > 261035
E > 5510 80 > 351050 > 351040
F >80 > 50 > 40

2009 OPERATIONAL
ANALYSIS

Traffic operations were analyzed for the
study intersections using procedures
documented in the Highway Capac-
ity Manual, Transportation Research
Board Special Report 209, 2000. From
the analyses, a key measure or “level of
service” rating of the traffic operational
condition was obtained. In general,
level of service (LOS) is a qualitative
assessment of traffic operational condi-
tions within a traffic stream in terms of
the average stopped delay per vehicle at
a controlled intersection. Levels of ser-
vice are described by a letter designa-
tion of A through E with LOS A repre-
senting essentially uninterrupted flow,
and LOS F representing a breakdown of
traffic flow with noticeable congestion
and delay.

Table 4.2 2009 US 69 Mainline Operations Analysis

Level of Service (LOS)

Segment
2 Lane 4 Lane
Highway Highway
US 54 to Wall Street - A
Jayhawk Road to K-7 - A
K-7 to Crawford County Line C =

Signalized intersection capacity analy-
ses result in an overall level of ser-
vice, representative of all movements
through the intersection. Unsignalized,
or stop sign controlled, intersection ca-
pacity analyses produce LOS results for
each movement which must yield to
conflicting traffic at the intersection.

Level of Service is also used to describe
traffic operations on freeways and di-
vided highways. On these multilane fa-
cilities, LOS is defined by density in pas-
senger cars per mile per lane (pc/mi/ln).
Table 4.1 summarizes LOS criteria for
both signalized and unsignalized (stop
sign controlled) intersections, as well as
multilane highways.
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US 69 Mainline Operations
Analysis

The mainline analysis for the rural seg-
ments of US 69 was conducted using the
Highway Capacity Software (HCS). All
of the 2009 US 69 mainline segments in
the study area outside of Fort Scott cur-
rently meet the minimum operations
goal of LOS C or better. The four-lane
divided mainline segments from US 54
to Wall Street and Jayhawk Road to K-7,
currently operate at LOS A. The two-
lane undivided segment between K-7
and the Crawford County Line operates
at LOS C. Table 4.2 shows the mainline
LOS for 2009.

US 69 Interchange Analysis

The HCS software was used to conduct
the merge/diverge analysis at the US 69
ramps with Wall Street and at the north-
ern interchange with US 54. In the PM
peak hour, all of the US 69 ramps cur-
rently operate at LOS A.

Although the southbound Wall Street
on-ramp merge with US 69 currently
operates at LOS A in the PM peak hour,
there are some operational concerns at
this location. This is due to the limited
distance between the beginning of the
merge area and the adjacent signalized
intersection with 3¢ Street. The grades
on the ramp and the mainline, in con-
junction with the merging movement
and adjacent signal, creates a potential
hazardous condition. Consideration
should be given to prohibiting south-
bound right turns at this location or
extending the merge through the inter-
section, dropping the third southbound
lane south of 34 Street.

Signalized / Stop Sign
Controlled Intersection Analysis

Traffic operations at the critical study
intersections controlled by either traffic
signals or stop signs were analyzed uti-
lizing the Synchro traffic analysis soft-
ware program. Figure A.2 in Appendix
A illustrates the lane geometry, traffic
control, and levels of service for 2009
traffic conditions. All of the study inter-
sections currently operate at acceptable
levels of service in the PM peak hour.
All of the signalized intersections cur-
rently operate at LOS B or better, and
the critical movements at the unsignal-
ized intersections all operate at LOS C
or better. Capacity analysis worksheets
for 2009 traffic conditions scenario are
included in the Technical Appendix.
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CRASH HISTORY AND
ANALYSIS

The Kansas Department of Transporta-
tion and the City of Fort Scott furnished
copies of the crash reports for the criti-
cal intersections within the US 69 Cor-
ridor study area from 2004 to 2007. The
crashes were first reviewed to deter-
mine locations having a significant his-
tory of crashes, with the results of this
compilation depicted in Figure A.3 in
Appendix A. These reports were then
utilized to compile collision diagrams
for each intersection, which are includ-
ed in the Technical Appendix. Several
locations, each experiencing more than
three crashes per year, warrant further
analysis to determine potential coun-
termeasures to reduce the crash experi-
ence. These include the following loca-
tions along US 69, which are graphically
depicted in Figure 4.4:

o US 69 and 314 Street — 27 crashes
e US 69 and 6t Street — 14 crashes
e US 69 and 12t Street — 17 crashes

o US 69 and South National Avenue
— 18 crashes

o US 69 and 2374 Street — 32 crashes

Crash data from 2004 to 2007 for the
study intersections along the US 69
corridor are shown in Table 4.3. The
data was broken out by severity into
three categories: property damage only
(PDO), injuries, and fatalities. 2009
ADT information was utilized to deter-
mine the crash rate per million entering

{EXISTING CONDITIONS - TRANSPORTATION ENVIRONMENT}

vehicles (MEV) at each study intersec-
tion.

The values shown in Table 4.3 were
compared to the Kansas statewide av-
erage crash rates. KDOT has identified
the statewide average crash rate as 5.00
crashes per Ten Million Entering Ve-
hicles (TMEV) for rural intersections
and 10.00 crashes per TMEV for urban
intersections. All of the intersections
identified in Table 4.3 are considered
urban intersections. Two intersections
in the study area along US 69 exceed
the statewide average; 3¢ Street and
23rd Street. This indicates that safety im-
provements at these two intersections
should be considered as higher priority
projects.

3" Street

At US 69 and 34 Street, a total of 15 of
the 27 crashes involved southbound ve-
hicles. The driver comments on several
of the crash reports involving south-
bound signal violations or rear end col-
lisions indicated that they thought they
were on a highway and did not expect
to encounter a traffic signal. The ap-
proach for southbound traffic at the
intersection is further complicated by
the merge for the on-ramp from Wall
Street onto US 69. The primary mea-
sure for correcting this type of pattern
would be to install signage with beacons
interconnected with the traffic signal
or with queue detection. A standard
“Signal Ahead” sign is provided for
southbound traffic. A second “Signal

CHAPTER 4

Existing Signal Ahead sign with flashing bea-
con on northbound approach to 3 Street.

View of US 69 looking north from 6" Street pe-
destrian overpass.

Table 4.3 US 69 Crash Data by Intersection (2004-2007)

US-69& | US-69& | US-69& | US-69& | US-69& | US-69& U,f;fiifaf' US-69& |US-69&6th| US-69 &

JayhawkRd.| 25thSt. | 24thSt. | 23rdSt. | 20thSt. | 19thSt. e 12th St. st. 3rd St
Fatal Crashes 0 0 0 0 0 0 0 0 0 0
Injury Crashes 0 0 0 5 1 0 1 4 5 1
PDO Crashes 5 3 1 27 9 9 17 13 9 26
Total Crashes 5 3 1 32 10 9 18 17 14 27
Fatalities per Ten Million |, ) 0.00 0.00 0.00 0.00 0.00 0.00 0.00 0.00 0.00
Entering Vehicles
Injuries per Ten Million 0.00 0.00 0.00 1.65 037 0.00 031 1.75 2.29 0.50
Entering Vehicles
Total per Ten Million 555 1.64 055 | 1058 | 367 322 5.50 7.44 640 | 13.40%
Entering Vehicles

*Rate exceeds statewide average
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Ahead” sign, but with a flashing yellow
beacon, is provided closer to the inter-
section. However, the sign and beacon
are located on the right side of the on
ramp from Wall Street, a considerable
distance from the southbound through
lanes on US 69. For northbound traffic,
a “Signal Ahead” sign with a beacon is
also provided, however, the beacon may
be located too close to the intersection
to provide adequate advanced warning
to the driver. The intersection should
also be reviewed for the length of the
southbound merge from Wall Street
onto US 69 and extended through the
intersection. A northbound right turn
lane should also be considered to sepa-
rate slow moving local traffic from of the
through traffic mix.

6! Street

At US 69 and 6t Street, a total of 9 of
the 14 crashes again involved south-
bound vehicles. Due to the curvilinear
alignment and visual obstruction pro-
vided by the grade separation overpass,
an advance warning sign with beacon
countermeasure should be considered
for southbound traffic at this location.
For the northbound direction, the ad-
vanced signal sign is already provided,
along with a second sign and a flashing
beacon. Interconnected traffic signals
would also improve progression of traf-
fic through this section of US 69. North-
bound and southbound right turn lanes
should also be considered to remove
slowing moving local traffic from the
through traffic mix.

12t Street

At US 69 and 12t Street, the crashes are
evenly divided between southbound and
northbound traffic on US 69. For both
directions approaching the intersection
with 12t Street, a “Signal Ahead” sign is
provided, followed by a “Be Prepared to
Stop” sign located closer to the intersec-
tion. Consideration should be given to

= =
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Existing Signal Ahead sign with flashing beacon on northbound approach to 6t Street.

providing similar advance warning sig-
nage at all three of these intersections.
Interconnected traffic signals and the
construction of northbound and south-
bound right turn lanes would also help
to improve traffic flow and progression
through this intersection.

South National Avenue

At the intersection of US 69 with South
National Avenue, the crashes are pre-
dominately rear end collisions, with
the greatest number on the southeast
bound leg of South National Avenue
with six crashes. These crashes appear
to involve drivers looking over their
shoulder for southbound traffic on US
69, and striking a vehicle in front of
them. Several of the crashes also in-
volved turning maneuvers or were right
angle types. The installation of a traffic
signal at this location would help allevi-
ate these types of crashes. The Manual
of Uniform Traffic Control Devices
(MUTCD) traffic signal warrants were
reviewed at this intersection and it was
determined that the warrants are satis-
fied based on existing traffic volumes.
MUTCD traffic signal warrants can be
found in the Technical Appendix.

23" Street

At the intersection of US 69 with 234
Street, the crashes are primarily right
angle and rear end types, typical of areas
experiencing congestion. Access control
at the intersection should be addressed
in conjunction with the proposed land
use plan which suggests driveway con-
solidations and the construction of a
raised median on the US 69 approaches
to the intersection.

Off-System Locations

Additional urban intersections within
the study area but outside of the US 69
corridor were also identified as high

e

crash locations, as shown in Table 4.4.
Since these intersections were off-sys-
tem, some of the ADT information was
estimated. A more detailed crash analy-
sis is recommended at these locations
to determine if there are geometric or
other safety improvements that can be
implemented to help reduce the num-
ber of crashes. These intersections in-
clude:

1. 6%  Street and South National

Avenue

2.12th Street and South National
Avenue

3. 3t Street and the intersections with
Clark Street located on each side of
the BNSF underpass

All three of these intersections identified
in Table 4.4 exceed the statewide aver-
age for crash rates. This indicates that
safety improvements at these intersec-
tions should also be considered as higher
priority projects.

Highway Segment Analysis

Crash data along US 69 was also ana-
lyzed by highway segment. The seg-
ments were identified by lane class, and
are shown in Table 4.5. It was observed
that several of the high crash intersec-
tions were clustered in the segment of
US 69 between 234 Street and South
National Avenue. The fatal and injury
crash data were calculated to determine
the crash rate per 100 Million Vehicle
Miles Traveled (100MVMT). The total
crash data for this segment was analyzed
to determine the crash rate per Million
Vehicle Miles Traveled (MVMT).

The values shown in Table 4.5 were
compared to the Kansas statewide aver-
age crash rates. For a two-lane undivid-
ed rural roadway, the statewide average
total crash rate is 1.143 per MVMT. A
four-lane divided rural roadway, simi-
lar in nature to the section from K-7
to Jayhawk Road, the statewide aver-



age total crash rate is 0.955 per MVMT.
For a four-lane divided urban roadway,
similar in nature to the section from
Wall Street to South National Avenue,
the statewide average crash rate is 2.059
per MVMT. A four-lane undivided ur-

{EXISTING CONDITIONS - TRANSPORTATION ENVIRONMENT}

ban street has a statewide average crash
rate of 4.883 per MVMT, similar to the
section from South National Avenue to
Jayhawk Road. The northern three seg-
ments along US 69 within the City Lim-
its of Fort Scott, from Jayhawk Road

CHAPTER 4

to Wall Street all exceed the statewide
averages for crash rates. This indicates
that safety improvements installed on
these segments should be considered as
higher priority projects.

Table 4.4 Off-System Crash Data by Intersection (2004-2007)

National Ave & 12th St. National Ave & 6th St. Clark St & 3rd St

Fatal Crashes 0 0 0

Injury Crashes 1 2 2

PDO Crashes 12 19 13

Total Crashes 13 21 15
Fatalities per Ten Million Entering Vehicles 0.00 0.00 0.00
Injuries per Ten Million Entering Vehicles 0.83 1.34 2.85
Total per Ten Million Entering Vehicles 10.81*% 14.08* 21.40*

*Rate exceeds statewide average

Table 4.5 US 69 Crash Data by Segment (2004-2007)

. Jayhawk Rd. to 23rd St.to S.
County Line to K-7 K-7 to Jayhawk Rd. 24th St. National Ave. 17th St. to Wall St.
Lane Class 2-Lane Undivided 4-Lane Divided 4-Lane Divided 4-Lane Undivided 4-Lane Divided

Rural Rural Urban Urban Urban
Fatal Crashes 0 0 0 0 0
Injury Crashes 0 0 0 7 10
PDO Crashes 3 3 9 62 54
Total Crashes 3 3 9 69 64
Segment Length (miles) 6.60 2.50 0.45 0.52 1.90
2009 Segment ADT (vpd) 4,920 7,100 11,500 18,200 12,000
Fatalities per 100 Million
Vehicle Miles Traveled 0.000 0.000 0.000 0.000 0.000
Injuries per 100 Million
Vehicle Miles Traveled 0.000 0.000 0.000 2.026 1.202
Total per 1 Million Vehicle 0.253 0.463 4765% 17.948% 6.489*
Miles Traveled

*Rate exceeds statewide average

South National Avenue intersection with US 69.

US 69 north of 23" Street.
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PEDESTRIAN AND
BICYCLE ACCESS

Active transportation, including pedes-
trian and bicycle modes, should be part
of the access network for both the US 69
study area and the city of Fort Scott as
a whole. The relatively short distances
from most of Fort Scott’s neighborhoods
to major community destinations such
as the Fort Scott National Historic Site,
Downtown, major business districts,
schools, parks and recreational facili-
ties, and the community center; and
Fort Scott’s reasonable grades, mild cli-
mate, and street grid create conditions
favorable for pedestrian and bicycle
transportation.

Pedestrian and bicycle facilities are of-
ten associated with recreation benefits,
and these are fundamentally important
to both community quality and individ-
ual health. However, while recreation
is important, the key focus of this plan
is on transportation - the diversion of
unnecessary automobile trips to trans-
portation modes that use no fuel, emit
no pollutants, take little road area, and
incorporate physical activity into peo-
ple’s routine lives. A major focus of this
approach is on trips under two to three
miles. Studies indicate that about 40%
of all trips are shorter than two miles
and that 90% of all these trips are made
by automobile. If Fort Scott’s transpor-
tation system encourages pedestrian
and bicycle use for a greater number of
these short trips, the entire transporta-
tion system will benefit.

In addition, increasing national em-
phasis is being placed on the concept of
“complete streets” Complete streets are
transportation corridors that provide
safe and comfortable accommodations
for motor vehicles, transit, and pedes-
trian and bicycle modes within the same
corridor. Some facilities are suitable for
complete street treatment. However,
parallel streets, pathways, or trails can
provide access to the same destinations
served by roadways that do not adapt
well to multi-modal travel.

This section evaluates the ability of the
study area’s existing network to accom-
modate pedestrian and bicycle trans-
portation.

Multi-Use Pathways

Multi-use pathways have been at the
center of pedestrian and bicycle systems
for many communities. These facilities
often are located on their own rights-
of-way, utilizing streams, abandoned or
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low-use railroads, or utility corridors.
Pathways may also be part of street or
highway rights-of-way; such facilities
are often referred to as “sidepaths,” and
combine characteristics of trails and
sidewalks. The weak point of sidewalks
are conflicts with turning traffic at inter-
sections. Sidepaths are safer and more
appropriate along roads with a limited
number of motor vehicle conflicts, such
as driveways and intersecting streets.

Fort Scott has not to date developed
multi-use pathways, with the excep-
tion of internal trails in parks or the
community college campus. Plans for
the Marmaton Riverfront include a
trail that would eventually link the Fort
Scott National Historic Site to Gunn
Park. Opportunities for pathway devel-
opment include:

o Parks and the Buck Run drainage-
way parallel to US 69 between the
river and the South National inter-
section.

o Excess public right-of-way along
the South Main (US 69 south) cor-
ridor.

o Abandoned or lightly used railroad
right-of-way parallel to and north
of Wall Street, under US 69.

Sidewalks

Fort Scott’s pedestrian network is made
up of its grid of sidewalks, and deterio-
rated or absent segments of walks break
the continuity and safety of the system.
Figure 4.5 illustrates this network by
indicating the presence and condition
of sidewalks. Major findings include the
following:

o The west side sidewalk system pro-
vides a relatively continuous grid
north of 12% Street, but has poor
coverage south of 12th. On the east
side, sidewalk coverage is virtually
absent south of 9" Street.

o In general, the system is most con-
tinuous and in best condition in
and south of the Downtown dis-
trict, and in poorest condition im-
mediately west of Downtown. On
the east side, sidewalks along Wall
Street and in the neighborhood
between 6™ and 9 Streets are in
good condition; other areas are less
satisfactory.
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o Of major north-south streets, Main
Street has the best condition and
continuity, while National Avenue,
an important corridor, has signifi-
cant gaps and segments in poor
condition. Horton and Margrave,
important streets that mark the
edge of the study area, have very
incomplete sidewalk coverage.
Because Horton serves multi-

family development and is the ma-
jor street leading to the Fort Scott
Community College campus, this
absence of sidewalks is a particular
problem.
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o On the east side, 39 and 6t Streets,
both of which lead to pedestrian
overpasses over US 69, do not have
fully continuous sidewalks. Of the
two, 314 Street provides the best
continuity on its north side.

o Sidewalks or other pedestrian fa-
cilities are almost entirely absent in
the southern part of the city, except
for limited segments on Main and
Judson Streets. The South US 69
corridor lacks pedestrian facilities.
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Pedestrian Overpasses

Third and Sixth Streets have similar
pedestrian overpasses over US 69, de-
signed around cantilevered beams. Both
bridges have complex ramping systems
to achieve required clearance in limited
space. The ramp grades may approach
or exceed the Americans With Disabili-
ties Act (ADA) limits and their convo-
luted form and narrow path make the
structures less attractive to users. Third
Street also includes an underpass under
the BNSE with a sidewalk on the north
side.

Bicycle Access

The lack of off-street pathways means
that the street system is Fort Scott’s bi-
cycle network. Figure 4.6 assesses the
city’s streets for bicycle suitability.

Except for US 69 and East Wall Street,
low to moderate traffic volumes
throughout the city street make most
streets suitable for bicyclists. Streets are
classified as follows:

o “Bikeable streets” are typically
low-volume local streets that are
comfortable for most cyclists who
are capable of on-street riding. Of
these, Judson and Crawford provide
the best north-south continuity.
These streets do not require signage,
pavement markings, or physical im-
provements for bicycle adaptation.
The map also indicates “bikeable
brick streets,” low-volume streets
paved with Fort Scotts signature
brick pavers. While they are a less
than smooth riding surface, brick
streets also calm motor vehicle traf-
fic. These local streets generally have
stop sign controls at intersections
with east-west cross streets.

o “Streets that need improvement” in-
dicates paving surface deterioration
or damage that should be repaired
to provide a safe riding surface.

o “Bikelanesrecommended” indicate
higher volume streets that are satis-
factory for experienced cyclists and
provide direct access to important
destinations. These streets could
provide safer cycling environments
with share-the-road signage and
pavement markings such as bike
lanes or sharrows, a marking new
to the MUTCD indicating shared
lanes. These streets range from 30
to 50 feet in curb-to-curb width,
and exact treatment depends on
pavement width and presence of
on-street parking.
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Multi-use pathway opportunities dis-
cussed on the previous page also could
accommodate all types of bicyclists.

ENVIRONMENTAL
CONSTRAINTS

Environmental features within any cor-
ridor can be viewed as either a con-
straint or an asset. While some features
may be a potential constraint to devel-
opment or corridor improvements, oth-
ers may provide tremendous value that
adds to the character and quality of the
area. This study of the US 69 corridor
did not require a detailed evaluation of
environmental constraints that an in-
vestigation of new alignment would, but
the existence of some environmental
conditions may need to be considered
during the design and construction of
recommended improvements. Addi-
tionally, some environmental resources
within the corridor are viewed as strong
community assets that should be capi-
talized upon to help achieve the vision
for this plan. A brief summary of the
most important environmental consid-
erations is provided below. Figures A.4
and A.5 shown in Appendix A provide
an overview of the environmental con-
siderations in the study area.

Archeological, Cultural and
Historic Resources

Within Bourbon County a total of 12
historic properties and historic districts
are listed on the Kansas State Historical
Society register. The newly designated
Fort Scott Downtown Historic District,
includes 86 buildings that contribute
to the cultural value and identity of
Downtown Fort Scott. These culturally
valuable and identity driving resources
provide essential definition for the char-
acter of Fort Scott and Bourbon Coun-
ty. By no means does this list provide a
comprehensive review of all historically
significant properties. Any roadway

Fort Scott National Historic Site
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improvement proposed by this plan
should only be undertaken after a de-
tailed evaluation of all register-eligible
historic properties as well. Additionally,
nine sections within and adjacent to the
corridor have the presence of known
archeological sites. New developments
should be careful to avoid disrupting
the character of any historic district
while attempting to enhance the cul-
tural identity of the nationally signifi-
cant fort, cemetery and other culturally
relevant features. Archeological surveys
should be conducted before acquiring

any property.

Floodplains

The most physical environmental chal-
lenge to roadway improvements within
the corridor is the 100-year floodplain
and floodway boundaries, which par-
allel the existing US 69 roadway align-
ment on the north end of the corridor.
Proposed improvements involve mi-
nor roadway widening adjacent to the
floodplain and would require some
amount of fill, which could potentially
increase the 100-year flood elevations
along the corridor by eliminating flood
storage within the floodplain. Typical
strategies to compensate for floodplain
impacts include compensatory stor-
age for the amount of fill placed within
the floodplain. Compensatory storage
promotes offsetting floodplain impacts
by installing storage areas that detain
floodwaters for short periods of time.
It is not uncommon for communities
to design park areas and trails inside
the floodplain. Approval of a floodplain
permit will be required whenever im-
provements are proposed within the
boundary of the floodplain.

Wetlands

Wetlands are another environmental
feature that is both a development con-
straint and community asset. Among

other benefits, wetlands support rec-
reational opportunities, improve wa-
ter quality, and help control flooding.
Protection of wetlands is regulated at
both the federal and state levels of gov-
ernment. Projects that impact wetlands
under the jurisdiction of these govern-
mental agencies will require a permit
and likely mitigation. A detailed wet-
land delineation should be conducted
early when a project is considered for
design so that mitigation strategies can
be considered early in the design pro-
cess in hopes to avoid possible impacts.

Waters of the State

Managing projects that could impact the
beneficial use of waters of the state is re-
quired. Projects will have to obtain spe-
cial permits and in some cases mitigate
impacts. There are three standards that
could directly impact projects proposed
within the corridor. The Marmaton
River is designated as a Special Aquatic
Life Use resource because of the exis-
tence of threatened and/or endangered
wildlife species. Mill Creek, Moores
Branch, Buck Run, Walnut Creek, and
Dry Wood Creek are Expected Aquatic
Life Use (E) waters. This designation re-
quires three or more celled culverts to
have the center cell lowered to concen-
trate low flows for the passage of aquatic
organisms. Finally, the Kansas Depart-
ment of Agriculture requires a 50 foot
vegetative strip along both sides of any
new channels.

Stormwater

Incremental changes to the landscape
and built environments work to com-
pound problems related to stormwater
that must be considered by each proj-
ect. Adding impervious surfaces such as
roads, sidewalks, parking lots and roof
tops causes more stormwater to run
into receiving waters. This compounds

Fort Scott National Cemetery



flooding problems and impacts stream
channels. Once a watershed reaches
30% impervious cover, significant deg-
radation begins to occur to stream
channels and aquatic habitats because
of large amounts of stormwater flowing
through the channel.

Stormwater runoff also impacts receiv-
ing waters by carrying pollutants that
wash off the landscape. Urban pollut-
ants such as sediment, nutrients, bac-
teria, and hydrocarbons that discharge
with stormwater all reduce the beneficial
characteristics of local receiving waters
in some way. The quality of receiving
waters such as Buck Run, Marmaton
River and Lake Fort Scott is protected
and all projects must avoid causing wa-
ter quality impacts.

Best practices to protect water qual-
ity can be employed to account for in-
creased stormwater runoff. Develop-
ments and projects can incorporate
designs with low-impacts to receiving
water. These designs include tools to
capture additional water flows and treat
them for water quality. Common low-
impact practices include bioretention
swales or rain gardens, infiltration, and
stormwater detention. At a minimum,

Marmaton River

Stormwater drainage through Fisher Park
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all projects that disturb soil should be
required to rigorously prevent soil dis-
charge from construction sites. A state
permit will be required for all activities
disturbing greater than one acre of soil.

Parks

Area parks within and surrounding the
study area are part of the community
fabric. Besides designated parks such
as Bridal Veil, Fisher, and Gunn Parks,
designated historic properties and addi-
tional recreational features throughout
town combine to provide areas for edu-
cation, social interactions, civic events,
historic interpretation, and physical
fitness. These resources are essential to
the well-being of local residents. Proj-
ects should always seek to build con-
necting links throughout town to better
integrate these important features and
communicate their existence to resi-
dents and visitors alike.

Wildlife

The mature oak woodlands and free
flowing Marmaton River and Mill
Creek within the study area provide
Designated Critical Habitat for two spe-

Buck Run

CHAPTER 4

cies. While all wildlife impacts should
be considered during each project, the
Broadhead skink and the Hornyhead
chub habitat is protected and an Action
Permit may be required if that habitat
will be impacted.

Environmentally Impacted
Properties

Some properties within the study area
may have contained uses that caused
negative environmental impacts. These
properties are often, but not always,
called “brownfields” because their rede-
velopment is more difficult and more ex-
pensive than “greenfields” located on the
edges of town. Avoiding redevelopment
or reuse of brownfields has the tenden-
cy to promote less dense development
on the edge of town, higher amounts of
impervious cover, and reduced proper-
ty values around the brownfield area. A
review of available resources identified
only a few environmentally impacted
properties within the study area. Each
roadway improvement project should
account for uses in the area that could
have caused environmental impacts.
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LAND USE AND FUTURE
DEVELOPMENT

— The chapter includes

\ two parts:

Part One ex-
/ amines existing
land use in the
city and the US 69
study area, and con-
siders the contexts
- urban, rural, and
environmental -
through  which
the highway
passes. It also
considers issues
and opportuni-
ties presented
by the corri-
dor’s context,
and  presents
generalprinciples
for land use policy
in the corridor.

Part Two includes a mar-
ket analysis of the city to deter-
mine future demand for residential,
commercial, and industrial/business
uses within the city and its immediate
surroundings. This analysis is then used
to create a future land use scenario for
the study area, relating development
demand to land use principles present-
ed in Part One.

PART ONE: EXISTING
LAND USE AND
DEVELOPMENT
PATTERNS

US 69’s adjacent land uses and devel-
opment contexts influence current
roadway performance and guide future
transportation and development policy.
This section examines:

o The amount of distribution of land
used for urban purposes within the
City of Fort Scott and the specific
US 69 study area.

« Development contexts adjacent to
US 69 and within the larger study
area, considering both land use
and the character of development
and streets.

o Development issues, opportunities,
and guiding strategies presented by
the relationship between transpor-
tation and land use.
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Table 5.1 Existing Land Use Inventory

I PP, Complete Corridor from
Fort Scott City Limits Study Area within City Limits US 54 To K-7
Developed Land
Residential 1,006.5 403.3 560.5
Single Family 849.5 3823 4324
Multi-Family 62.3 14.1 14.1
Mobile Home 10.0 6.9 6.9
Rural Residential 84.7 - 107.1
Commercial 149.8 129.1 145.4
General 22.8 19.5 22.8
Service 355 29.3 30.1
Retail 24.6 22.8 229
Restaurant/Entertainment 10.5 9.9 9.9
Office 37.6 28.8 40.9
Downtown Commercial 18.7 18.7 18.7
Civic 504.0 205.1 272.0
Health 84.4 82.6 92.6
General Civic 189.1 73.0 95.3
Government 2.8 2.8 14.5
Public Utility 19.1 2.6 25.6
Park 208.6 44.0 44.0
Industrial 254.8 176.1 386.7
General Industrial 45.0 44.0 138.9
Light Industrial 209.8 132.1 2479
Parking 4.9 4.9 4.9
TOTAL DEVELOPED LAND 1,920.1 918.6 1,369.6
TOTAL TRANPORTATION ROW 836.3 483.9 706.3
Undeveloped/Available
Open Space 4444 207.8 1,428.2
Vacant Lot 126.0 65.6 185.2
Vacant Building 31.1 17.0 21.9
Farm 753 3.0 130.3
TOTAL UNDEVELOPED/AVAILABLE 676.8 2934 1,765.6
TOTAL 3,433.1 1,696.0 3,841.5

Land Use Inventory

Table 5.1 inventories existing land use
for the corporate limits of Fort Scott;
the US 69 study area from the west-
bound US 54 interchange to the K-7
interchange; and the US 69 study area
within the city limits. Figures 5.1 and
5.2 illustrate existing land use distribu-
tion in the entire city and the planning
corridor.

Within the city, residential uses and
transportation right-of-way account for
about 78% of the city’s urban land. The
net density of residential development
within the city is about 4 units per acre,
and the city’s gross population density
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(population/total area) is about 1,500
people per square mile. This is indica-
tive of a dispersed, low-density com-
munity with a significant amount of
underutilized space. The city’s approxi-
mately 150 acres of commercial space,
or about 1.8 acres per 100 people, also
suggests relatively decentralized devel-
opment patterns with significant retail
and office uses. Generally, major re-
gional trade centers devote between 1.5
and 2.0 acres/100 people to commercial
uses. Industrial use within the corporate
limits is a substantial 254 acres, or about
3.2 acres/100 people. With the addition
of industrial land use outside the city,
largely in unannexed parts of the Fort
Scott/Bourbon County Industrial Park,

the city’s regional industrial and em-
ployment presence becomes even more
impressive.

The US 69 planning corridor (Margrave
Street to Horton Street) within the city
limits accounts for just under half of
the city’s total and developed land area
(excluding right-of-way) and about
40% of residential land. Moreover, the
study area dominates the city’s econom-
ic landscape, accounting for 87% of its
commercial land and 70% of its indus-
trial land. Civic uses, including Mercy
Hospital and city and county facilities,
are also major regional traffic genera-
tors within the study area.
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The previous tables and maps describe
community and study area land use.
This discussion analyzes the charac-
ter of segments of US 69 and the land
around it by considering “development
contexts” that include:

o Character districts, describing pat-
terns of the immediate land use and
functional environments of US 69.

o Other study area streets, consid-

PRSI Joy ering the kinds of activities and
R L7 —— uses served by significant streets

that complement US 69 as key el-
. S 3rd St ements of the city’s transportation

—8
2 | network.
_:Q | 6th St. . Neighbor'hooc.ls, considering the
it largely residential areas east and west
g of the principal highway corridor.
o
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(=] [4~]
.-g 5 10th St Figure 5.3 illustrates these different
5 N ;" contexts.
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US 69 itself passes through three char-
acter districts. From north to south,
these include the urban corridor, the

——  South Main mixed use corridor, and the
rural transition.

]
borhood &

|
\‘
i
Z

West Neig
h

The Urban Corridor. This segment of
US 69 extends from the interchange
with westbound US 54 to the intersec-
tion with South National Avenue, and
incorporates the traditional city of Fort
Scott. The urban corridor is generally
defined by National Avenue on the west
and the BNSF on the east. Characteris-
tics of this district include:

« Openlandincluding the Marmaton
River floodplain, and some traveler
services along US 54 west.

o Two adjacent business districts:
Downtown and the Fort Scott
National Historic Site, between the

g | \ H'. highway and Judson Street north
= | 7 // of 3rd Street; and South National,
Z | \ T between US 69 and Judson Street
g '| |‘ I¥| from 15t to 18t Streets.
iif) g_ L_J| o Older industrial and commercial
slmmmem - ] i‘ 7 uses or buildings along Wall Street

east of US 69, with largely vacant in-
dustrial installations to the north.

o Additional commercial uses on the
west side of US 69 between Wall
Street and 6t Street; and the east

‘ ‘ between 10t and 12t Streets.

‘ ' o A recreation and education clus-
| [ | ter that includes Fisher Park and
Figure 5.3 Development Contexts within Fort Scott pool, Fort Scott High School, the
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community center, and Frary Field
south to 10 Street.

o Inundation-prone areas along Wall
Street between US 69 and the rail-
road and to the north toward the
river.

o Buck Run parallel to US 69, with
extensive tree cover and natural ar-
eas along the road.

o US 69 as a four-lane divided free-
way with interchanges at US 54 and
Wall Street, transitioning quickly
to a divided urban arterial section
with signalized intersections at 34,
6, and 12t Streets.

o A non-signalized diverging in-
tersection with South National
Avenue, the original US 69 route,
into a business area of detached
buildings and small strip centers.

o Pedestrian overpasses at 3 and
6t Streets, with east side railroad
underpass at 3¢ Street and grade
crossings at Wall, 6%, 10t Streets,
and East National Avenue.

South Main Mixed Use Corridor. This
segment of US 69 extends from the
South National Avenue divergence to
Jayhawk Road and is characterized by
free-standing commercial and industri-
al buildings. Features of the South Main
segment include:

o Free-standing commercial, office
uses with direct access to the high-
way, typically in one-story build-
ings separated from the street by
parking.

o A relatively low-density pattern,
separated by vacant parcels or un-
derutilized properties with infill
potential.

o Four and five-lane undivided sec-
tions with unsignalized intersec-
tions at 19t and 20t Streets and
Jayhawk Road, including signal-
ized intersections at 234 Street and
25t Street (Walmart Entrance).

Rural Transition
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o Wide areas of largely undeveloped
public right-of-way on either side of
US 69, and no pedestrian access.

Rural Transition. This segment extends
from Jayhawk Road to the Bourbon-
Crawford County line, passing largely
through an open or transitional land-
scape. Its characteristics include:

o Urban/transitional uses between
Jayhawk Road and the K-7 inter-
change.

o Major free-standing industrial uses
between US 69 and the railroad
within the Fort Scott/Bourbon
County Industrial Park.

o Scattered commercial/office and
residential uses on the west side
south to K-7, with large-lot resi-
dential farther to the west.

« Agricultural/open use south of K-7.

o Four-lanedivided rural section with
paved shoulders between Jayhawk
Road and K-7 interchange, transi-
tioning to two-lane section south
of K-7 to the county line.

o Primary accesses at section line
roads, with some local and drive-
way access.

Other Study Area Streets

While US 69 is the city’s dominant ar-
terial, other significant streets in the
Fort Scott grid link the highway to the
surrounding city. Each of these streets
has a specific urban character and role
in the street network that complements
US 69.

National Avenue. National Avenue, the
original route of US 69, is an impor-
tant local corridor with the features of
a classical “community street” from its
historic Marmaton River bridge to the
US 69 convergence at about 18t Street.
National Avenue forms the west edge
of the traditional Downtown, and con-
tinues as a civic and residential avenue
lined by city hall, churches, and historic

Horton Street

houses. Between 14t Street and US 69,
National is the “main street” of the city’s
original auto-oriented commercial area,
the South National district, and pro-
vides a ceremonial link to the National
Cemetery. The street’s relatively wide,
two-lane section includes on-street par-
allel parking. While National Avenue
should be an attractive walking street,
deteriorated or interrupted sidewalks
present obstacles to pedestrians.

Horton Street. This north/south corri-
dor forms the western boundary of the
study area and provides principal access
to Fort Scott Community College and
the Bourbon County Fairgrounds, and a
secondary but frequently used entrance
to Mercy Hospital. Horton offers a rela-
tively wide two-lane channel between
6th and 18t Streets, with residential uses
oriented to cross streets or local loops.
North of 6t Street, the street becomes
a narrow one-way southbound road
lined by small-lot single-family houses.
Between 18t and 23r¢ Streets, Horton
Street is a divided local boulevard, serv-
ing significant large-scale uses such as
churches, the community college, and
the fairgrounds. To the south, it reverts
to a two-lane section with access to
Mercy Hospital and Cigna on the east
and large-lot residential to the west.

Margrave Street. This is the east side’s
only continuous north/south corridor,
extending from Wall Street to Jayhawk
Road. Margrave Street is largely a resi-
dential street, with occasional com-
mercial uses south of 3¢ Street and a
residential development pattern that
becomes less dense and more rural as
it continues south. The street serves
the landmark Eugene Ware Elementary
School at 4t Street and provides access
to the National Cemetery. Like Horton
Street and National Avenue, the street
provides a relatively wide two-lane sec-
tion with parallel parking south of 6t
Street, and narrows substantially in the
oldest part of Fort Scott to the north.




Wall Street. Wall Street is the principal
connection between US 69 and Down-
town and, as US 54 east, is the “main
street” of the east side. Between US 69
and Margrave Street, Wall Street is an
older industrial and commercial corri-
dor with historic but underused build-
ings, subject to occasional flooding. As
it continues upgrade to the east beyond
the study area, Wall Street includes a
combination of residential and inter-
mittent commercial uses. The roadway
provides a relatively wide two-lane sec-
tion with parallel on-street parking.

3rd, 6th, 10th/12th, and 23rd Streets.
These east/west routes cross US 69, pro-
viding access to neighborhoods on both
sides of the city. Third Street is the south
edge of Downtown, and the ceremonial
entrance to the landmark auditorium
and city hall, which is oriented to 3¢
Street and National Avenue. Sixth Street
has intersection-oriented commercial
uses at National Avenue and accesses
Fisher Park as it approaches US 69.

Tenth, Clark, and Twelfth Streets con-
nect the two sides of town across US 69
and the BNSF tracks, and define a lim-
ited industrial and commercial cluster
between the highway and the railroad.
Finally, 234 Street is the principal east-
west street across the South Main seg-
ment of US 69, and its intersection has
emerged as the corridor’s major com-
mercial node. As the street proceeds
east, it becomes industrial and connects
with Liberty Bell Road, the primary lo-
cal connection to the south industrial
park. This corridor is the recommended
location for a new southern grade sepa-
ration over the BNSE

Surrounding Neighborhoods

While not immediately adjacent to US
69, residential neighborhoods in the
study area between Horton Street and
Margrave Street account for about half of
the city’s residential area and a substan-
tial share of its population. Community

Neighborhood west of US 69 Alignment

{EXISTING CONDITIONS - LAND USE AND DEVELOPMENT}

and transportation development strate-
gies strengthen these adjacent areas by
encouraging housing conservation and
reinvestment where necessary.

West Neighborhood. This district gen-
erally is distinguished by well-estab-
lished single-family residential areas.
Housing density and overall condi-
tions vary throughout the district, with
some of the densest original develop-
ment occurring immediately west of
Downtown. This area, sloping down to
the river, displays substantial housing
distress. Main Street, National Avenue,
and Judson Street south of Downtown
feature a number of larger houses in
historic styles. Some of these homes
have converted to renter-occupied
housing, while others have undergone
high-quality restoration.

To the southwest, lot sizes become larg-
er and housing somewhat newer, with
post-World War II street and develop-
ment patterns. Housing is in consis-
tently good condition here, and rental
housing largely occurs in structures
built for multi-family occupancy. Non-
residential development is scattered
throughout the area, with a mix of re-
tail, professional, and commercial.

East Neighborhood. Eastside residen-
tial development occurs in a rough “I”
configuration along the intersecting
legs of the US 69/Margrave and the
East Wall Street corridors. Poorer hous-
ing conditions are concentrated in the
north part of this district, with the most
serious problems out of the study area
and north of Wall Street. To the south,
residential development follows a rela-
tively narrow corridor along Margrave,
with large lots and the National Cem-
etery forming a tight boundary to the
east. Multi-family development, includ-
ing public housing, is concentrated at
the eastern and northern periphery of
this area.

CHAPTER 5

Context Analysis

The previous discussion described the
contexts of the US 69 study area, largely
from the perspective of land use, devel-
opment density, and street character.
However, the nature of an urban envi-
ronment is also determined by its de-
sign character - the scale of buildings
and the building fabric, the relation-
ship of building to the street, the size of
yards, the appearance and feeling of the
landscape, and other considerations.
New land development techniques such
as “form-based codes” or “smart codes”
attempt to classify the design character
as well as land use of various parts of
the city environment. This sometimes
leads to land use regulations that either
supplement or replace traditional zon-
ing codes based on single-purpose land
use districts. These codes consider the
design of a property and its supporting
public environment to be as important
as the use of that property.

New Urbanist planners and design-
ers have introduced transect analysis,
a continuum of zones that adopt the
concept of natural transects as a se-
quence of environments. Six “transect
zones” (as well as two special zones)
describe a gradient of urban environ-
ments from natural to high-density
urban core, and provide a useful way
of conceptualizing the relative physical
and social character of specific parts of
a city. The transect technique provides
a way of unifying various elements of
the urban environment into reasonably
cohesive areas. The new version of the
SmartCode, published in 2009 by New
Urban News Publications, summarizes
this philosophical approach well:

One of the principles of Transect-
based planning is that certain forms
and elements belong in certain
environments. For example, an
apartment building belongs in a
more urban setting, a ranch house in
a more rural setting. Some types of
thoroughfares are urban in character,
and some are rural. A deep suburban
setback destroys the spatial enclosure
of an urban street; it is out of context.
(SmartCode Version 9.2)

To illustrate in Fort Scott, the tradition-
al Downtown and the South National
business district both are considered
“commercial” districts by traditional
land use analysis, but are different in
design, scale, transportation modes,
and street relationships. Policies ap-
propriate to Downtown, such as com-
mon parking areas, building lines, and
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development of alleys, are less suitable
for South National, and these differ-
ences are derived from the nature and
function of each district. However, even
an innovative method such as transect
analysis is an oversimplification of city
development, and cannot reflect the
richness and variations of individual
cities. Further, the technique must re-
flect local differences to be valid; thus, a
T-6 urban core district for Kansas City
is different from one in Fort Scott.

Figure 5.4 presents a transect analysis of
the US 69 study area. This analysis may
form a basis for design guidelines, but
more significantly for the short-term,
help determine reinvestment strategies
presented in the next chapter. Table 5.2
adapts the transect concept to the Fort
Scott planning corridor, and suggests
appropriate policy directions.

Issues, Opportunities, and
Guiding Strategies

Several important trends and issues
emerge from the analysis of land use
and development patterns presented
here.

« Business Park/Industrial Uses.
Fort Scott, both by tradition and
economic development policy,
has established itself as a substan-
tial business and industrial cen-
ter, a status that is likely to grow
with completion of US 69 to I-44.
The Fort Scott/Bourbon County
Industrial Park south of Jayhawk
Road has been a key location for
new employment-based develop-
ment, and future industrial growth
should continue in the corridor be-
tween US 69 and the BNSE. Specific
opportunities include:

- Continued industrial park devel-
opment south of current industri-
al development at Hickory Road
to the south K-7 interchange.

- Infill light industrial sites be-
tween an extended 18 Street and
Jayhawk Road, again between US
69 and the railroad. Development
in this area will require a network
of local streets to open vacant
sites for development.

- Land between Margrave Street
and the BNSF between 234 Street
and Jayhawk Road. Development
here should be limited to low-
impact uses because of nearby
residential areas. Construction
of the proposed 234 Street over-
pass will improve the ability of
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Table 5.2 Transect Zones and Policy Directions in the US 69 Study Area

Transect

Classification

Description

Fort Scott Example

Examples of Policy Directions

- Open or agricultural land.

- Marmaton River

- Preservation of agricultural uses

; floodplain - Investment in trails and passive recreation
- Land unsuited for development .
T-1 Natural - Agricultural areas - Woodlands and natural resources
because of natural resources or . .
constraints south of the Highway7 | preservation
interchange - Stormwater management and regional retention
. - Maximum preservation of agricultural uses
- Very low-density development. P ) Agricu
. . . - Cluster or conservation residential
- Large-lot residential, farmsteads. - West side of US 69
development that preserves open space features.
T-2 Rural - Deep setbacks from roads. south of Jayhawk S ; .
. . - Limited locations for commercial use at
- Topographical and infrastructure Road . ) .
limitations on development major road intersections.
P - No direct access from US 69.
. . - Improved pedestrian connection to street.
- Free standing, large scale commercial . .
) ) ST R - Enhanced street and parking lot landscaping.
or industrial buildings with individual - ) . .
arking lots - Building articulation to reduce big-box scale
parking fots . . - Better controls of free-standing signs.
- Land-intensive development - South Main corridor s
. . . . - Access consolidation and
- Typical single-story structures with - Fort Scott Industrial . .
g interconnectedness of parking lots
single uses. Park .
T-3 Suburban . . . - Sidewalks and pathways along streets.
- Set back from streets and highways - Residential areas east S -
) - Building siting for better definition of streets
- Separation of uses of Horton and south .
- and sidewalks.
- Relatively large blocks of 9th Street. .
: - Stormwater management to reduce impact
- Informal landscaping where present .
. . : of parking fields.
- Medium to large lot residential . .
) - Pathways that connect residential and
- Urban infrastructure .
commercial land uses.
- Medium to small-scale, free standing,
large scale commercial or industrial
buildings
. . - National Avenue . - .
- Small to medium sized lots frormieth toll4th - Complete sidewalk continuity, with
- One to two-story structures, typically Street accessible walks in good condition.
with single uses. . . . - Street tree maintenance and enhancement.
. . . . - Eastside residential . . -
General | - Street-oriented residential, sometimes - Infill development in residential areas
T-4 S west of Margrave . o e
Urban in historic styles from 1% to 7 respecting existing building lines.
- Standard city blocks on the grid . . . - Mixed uses in appropriate locations.
. - Westside residential
- Both formal and Informal landscaping. . - Improved pathways to parks, schools,
. neighborhoods north . s
- Includes civic anchors such as schools or of oth and public facilities.
churches, with strong street anchors.
- Regular street trees
- Neighborhood parks
- Improved sidewalks and upgraded street
landscaping
. . . . - Improved street facades.
- High-density commercial or mixed use, ) o .
h - . . - Replanning of districts to consolidate access
with buildings arranged in a business L . .
o . points, improve local circulation, encourage
district. - South National . -
. L - . — walking between buildings.
- Strong street relationship, with existing business district. . -,
. . . - Graphics and amenities to strengthen
Urban or potential pedestrian access and scale. | - National south of L .
T-5 . . - . ) district identity.
Center - Mixed density residential, ranging from Downtown core s
. . - . - Development guidelines to encourage
small lot single family to multi-family. - Wall Street between - ) e
. mixed uses and bring buildings closer to
- Typically one to two-story structures Downtown and tracks sidewalks
- Slow traffic speeds - .
Street trees in reqular patterns - Use of ground or building-mounted signs.
9 P - Infill residential that includes higher-density
designs.
- Small front yards or gardens, or built-to lines.
. . . - - Design guidelines
- High-density mixed use districts. 9ng . -
S . - Management and preservation of historic
- Buildings on or near property line, buildinas
typical two or more stories. 9 .
AN . - Formal streetscape improvements,
- Civic buildings of local and regional . L . .
Urban L including lighting, graphics, street furniture
T-6 significance. Downtown Fort Scott . .
Core e - Improvement of active public spaces
- Wide sidewalks. . -
: . - Strong pedestrian continuity
- Parking to the rear and not directly . . -
- - Traffic calming and pedestrian priority
visible or screened from streets. . .
- Investments guided by a comprehensive
- Formal plazas and small open spaces. .
special area plan
- - ) ) - Improved connections with immediate
- - Civic buildings and spaces appropriate | - Fisher Park p.
C Civic . . . environment.
to their setting - Fort Scott High School . . . . s
- Continued investment in quality of facility
Special areas or features that are unique . - Improved connections with immediate
Special P S q - Fort Scott National P!
SD - and do not fit easily in one of the other R environment.
District Historic Site

classifications

- Continued investment in quality of facility
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Business Park/Industrial

this area to attract new business
development.

o Commercial Development. The
study areas three primary busi-
ness districts, South Main, South
National, and Downtown, fall into
different urban contexts and, con-
sequently, present different oppor-
tunities. Recent commercial devel-
opment has gravitated toward the
South Main corridor, and the 23rd
Street intersection will continue
as the central intersection of this
district, especially with construc-
tion of a grade-separated railroad
crossing. Despite major new com-
mercial or mass retail development
at 234 and 25 Streets, some key
sites along the corridor are rela-
tively underutilized, or are in obso-
lete commercial or industrial use.
Opportunity sites for commercial
development include:

- Redevelopment or higher uti-
lization of sites of land on the
west side of US 69 north of 19t
Street.

- Open land between the Bourbon
County Fairgrounds and US 69
south of an extended 20 Street.

- Open land east of US 69 and
north of 25t Street.

- Redevelopment of underuti-

lized commercial and industrial

Downtown Environs

buildings along US 69 north of
25th Street.

The existing South National busi-
ness district is fully developed but
includes possibilities for redevel-
opment or additional commercial
sites, especially with redesign of
the local street system. Investments
in both the public and private en-
vironment could make this area
into an attractive urban center, as
envisioned in the transect analysis.
Chapter Six presents such a rein-
vestment program for the South
National district.

The primary land use issue in
Downtown Fort Scott is preserva-
tion and higher occupancy for its
historic building inventory. Tradi-
tional multi-story downtown build-
ings should contain retail, hospital-
ity, and service occupancy at street
level, with residential, office, or
event space on upper levels. Down-
town as a district should continue
to house a mix of residential, com-
mercial, office, and civic uses. Ma-
jor new development sites include
Wall Street immediately west of
US 69 and National Avenue north
of Oak Street and adjacent to the
national historic site. New projects
here should have the characteristics
of a T-6 district, respecting urban
building lines, maintaining street

Downtown Environs
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engagement and pedestrian access,
and locating parking away from
major street exposures or pedestri-
an paths. Chapter Six presents more
detailed concepts for downtown.

Downtown Environs. Formerly
residential streets such as Main
Street, National Avenue, and
Judson Street extending south of
downtown have developed an in-
creasingly mixed use character,
as large houses have converted to
office, hospitality, and other non-
residential uses. These transitions
have generally respected the neigh-
borhood context by maintaining
residential scale. Where conver-
sion or redevelopment occurs, new
projects should continue to respect
neighborhood scale and design
patterns by reusing and adapting
existing structures or, when new
construction is required, maintain-
ing building scale and footprints
consistent with precedents. On-
site parking should not interrupt
the relationship of building to the
street.

Housing Distress and Vacancy.
While most of the housing stock in
the study area is relatively sound,
vacant lots and structural deterio-
ration in some areas affect neigh-
borhood integrity in the study area.
Most vacant or distressed property



Commercial Development

is located north of 6t Street and
along East Wall Street.

Neighborhood development poli-
cies can effectively use vacant
sites and structures as catalysts for
stabilization. Short-term use for
open spaces, community gardens,
or playgrounds can transition to
more permanent solutions, such
as residential infill development.
City policies should support the
conversion of significant buildings
to new uses through regulatory ap-
provals, development tools such as
tax increment financing, and other
incentives. The community should
also consider creating a public and
private sector partnership that in-
cludes a nonprofit development cor-
poration, a supporting consortium
of local lenders, and homeowner
support services, to address overall
affordable housing challenges. Such
a partnership can support employ-
ment growth and reinvestment by
expanding housing opportunities
for present and prospective resi-
dents of the city.

Rural Development. During the
last thirty years, a large share of
Fort Scotts natural residential
growth has occurred outside of the
city. This development typically in-
cludes acreages and rural subdivi-
sions without urban services with

Downtown Environs
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Parks and Recreation

up to 30 lots. Much of this growth
has occurred southwest of the city,
along 215t Street (Horton Street),
and east-west corridors like 18t
Street, Jayhawk Road, and Indian
Road toward Lake Fort Scott. At
the same time rural development
to the southeast appears to be slow-
ing. Bourbon County outside Fort
Scott does not exercise zoning or
subdivision control.

While low-density residential de-
velopment will remain popular, it
does represent a loss of potential
city tax base and spreads provision
of public safety and road services
out over a large area. Additionally,
uncontrolled commercial or in-
dustrial development could occur
along the south US 69 corridor,
potentially creating land use con-
flicts with neighboring residents,
degrading the roadscape, and dis-
couraging more desirable long-
term development. City and county
government should cooperatively:

- Implement programs that im-
prove the city’s competitive po-
sition in attracting new housing
development.

- Encourage conservation devel-
opment and lot clustering when
rural residential development
occurs, to protect landforms and

Downtown Environs

make services more efficient.

- Control non-residential land
uses along the US 69 south cor-
ridor.

Parks and Recreation. Most of the
areas major parks and recreation
facilities are west of US 69, but such
important community resources as
Fisher Park, City Pool, the com-
munity center, Frary Field, and the
high school’s athletic fields are lo-
cated along the highway. This opens
the possibility of a central greenway
that connects these major features
and provides access to them from
all parts of the city. Gunn Park,
the city’s signature park, is on the
western edge of the city along the
Marmaton River, but its connec-
tions to surrounding areas are lim-
ited to Park Avenue to the east and
Gunn Park Road (208t Road) to
18t Street on the south. Improved
pathway connections between
Gunn Park and the study area’s
higher-density neighborhoods and
other open space resources would
expand access to this popular park.
Fort Scott Community College has
developed pathways around cam-
pus ponds that have been improved
as prairie conservation areas, with
native grasses, forbes and trees.
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PART TWO: MARKET
ANALYSIS

Part One of this chapter examined ex-
isting land use and development pat-
terns within both the city of Fort Scott
and the US 69 study area. It concluded
by discussing opportunities and strate-
gies that guide development in this im-
portant part of the region. This section
assesses market potential for additional
commercial, office, and residential de-
velopment in the city and the US 69
study area. This forms the basis for a fu-
ture use scenario that both guides devel-
opment decisions and provides a basis
for projecting future traffic demand and
providing transportation recommenda-
tions that will meet this demand.

Trade Area Definition

The market analysis begins by defining
Fort Scott’s market area. As a service
center, Fort Scott provides goods and
services to both its own residents and
a broader region. For regional demand,
it also competes with other service cen-
ters such as Pittsburg and Nevada, and,
from a broader perspective, Joplin and
even the Kansas City metropolitan area.
However, these population centers and
their market regions also present Fort
Scott with opportunities.

Figure 5.5 illustrates Fort Scotts trade
“rings” which, in turn, are the basis
for calculating commercial demand.
Consumers in each of these areas have
different expectations and priorities as
they consider their choices.

o Primary Area. The primary trade
area includes the land within Fort
Scott’s city limits. City residents
will shop locally because of conve-
nience and preference, if a variety
of desirable goods are available at
reasonably competitive prices.

o Secondary Area. The secondary
trade area extends 10 to 23 miles
from the city’s municipal limits.
The trade area is defined by a gravi-
ty model that considers the popula-
tion and distance of cities of similar
size and assumes that people living
within the vicinity travel to regional
trade centers for a greater selection
of goods and services. The area ex-
tends about halfway to surrounding
market centers, including Pittsburg,
Bassett, Pleasanton, and Nevada.
People in the secondary area are in-
evitably traveling some distance for
the bulk of their purchases. Their
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choice is determined by variety, ser-
vice, price, and experience.

o Tertiary Market. The tertiary trade
area extends 90 miles from the city’s
municipal limits and extends into
the Kansas City metropolitan area.
Many consumers in this market are
attracted by special experiences,
such as a destination retailer or a
substantial local attraction. Thus,
the Fort Scott National Historic
Site as a unique feature exercises
some attraction to visitors from the
tertiary market.

Demographics

Population Trends and Forecasts

This discussion describes changes in
the characteristics and dynamics of Fort
Scott’s population. Table 5.3 summa-
rizes the historical population change
in Fort Scott, while Table 5.4 compares
Fort Scott’s population to other com-
munities in the region.

The city’s population has declined grad-
ually from a peak of 10,335 in 1950 to
an estimated 7,940 in 2008. Substantial
declines occurred during the 1950s,
1960s and 1980s, and estimates by
both the US Census Bureau and Clari-
tas Inc. suggest a significant reduction
during this decade as well. Meanwhile

{EXISTING CONDITIONS - LAND USE AND DEVELOPMENT}

several cities around Fort Scott have
experienced a similar pattern of recent
population declines, but neighboring
Pittsburg presented a slight increase.
During the 1990s, Bourbon County’s
population increased slightly while Fort
Scott’s decreased moderately, suggesting
increased rural residential development
near, but outside of, the city.

Population change in a community is
explained by three basic factors:

1. Comparison of births and deaths.
A surplus of births over deaths
tends to cause population increases.
A community with a younger popu-
lation, with large cohorts in child-
bearing or family formation years,
will experience a higher birth rate,
measured as number of the births
per 1,000 people.

2. Construction and  Migration
Patterns. If more people move to
the community than leave, its pop-
ulation will tend to increase, while
outmigration trends population
downward. Forces that encourage
in-migration include employment
growth, new housing development,
community services, and a high
quality of life.

3. Annexation. In addition to internal
population change, a community
can grow by annexing new popu-
lated areas.

Construction activity tracks changes in

CHAPTER 5

population and the number of house-
holds since 2000. New construction
correlates to added population, while
demolished structures correlates to
population loss (although many de-
molished units were previously unoc-
cupied). Table 5.5 presents the city’s
construction activity since 2000. Based
on permits issued, the city of Fort Scott
added 109 new units since 2000, with
single family residential accounting for
a less than half of new units. A large
project caused a multi-family peak in
2003, while single-family construction
within the city remained in single dig-
its. Average household size is typically
smaller in multi-family units than in
single-family homes.

Population Projections

Future population projections are a
foundation for land use planning and
guide planning and policy decisions
regarding future investments. Table 5.6
projects future population growth for
the city and region. A five-year projec-
tion is provided by Claritas, a demo-
graphic research firm, which shows the
secondary and tertiary markets grow-
ing. Projections for the primary market
are explained later in this chapter.

While recent construction activity
could suggest growth since 2000, an ag-
ing population, the large proportion of
new construction in multi-family units,

Table 5.3 Historical Population Change, Fort Scott

Year Population Decennial Change Decennial % Change Averagecll\“r;:;ael Havll
1950 10,335

1960 9,410 (925) -9.0% -0.9%

1970 8,967 (443) -4.7% -0.5%

1980 8,893 (74) -0.8% -0.1%

1990 8,362 (531) -6.0% -0.6%

2000 8,297 (65) -0.8% -0.1%

2008 Est.* 7,940 (357) -4.3% -0.4%

Source: U.S. Census Bureau, * Claritas, Inc.

Table 5.4 Population Change, Fort Scott & Area Communities 1990-2008

1990 Population 2000 Population | 2007 Population* 2&:‘ :_;%:7 ;/?)g:;r(‘)%; Gr(;\g(t)l(; /F;?;(;bw
Fort Scott 8,362 8,297 7,915 -382 -4.6% -0.66%
Pittsburg, KS 17,775 19,243 19,536 +293 1.5% 0.21%
Nevada, MO 8,597 8,607 8,318 -289 -3.4% -0.48%
lola, KS 6,351 6,302 5,843 -459 -7.3% -1.05%
Pleasanton, KS 1,231 1,387 1,337 -50 -3.6% -0.51%
Bourbon County 14,966 15,379 14,803 -576 -3.7% -0.53%

Source: U.S. Census Bureau, *2007 estimate by U.S. Census Bureau
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Table 5.5 Residential Construction Activity In Fort Scott 2000-2008

Type 2000 2001 2002 2003 2004 2005 2006 2007 2008 LTJ‘:.:
SF Units 6 5 2 6 5 6 4 2 1 37
MF Units 2 0 2 62 0 4 2 0 0 72
Total 8 5 4 68 5 10 6 2 1 109
Demolition (-) 8 3 7 7 6 15 0 6 12 64
Total 0 2 -3 61 -1 -5 6 -4 -11 45
Table 5.6 Projected Population 2000-2013 - Market Areas, Mutually Exclusive
1990 2000 g’t:":; % Change 2008 2013 2000-2013 | % Change
Population Population 1990/2000 1990/2000 Estimate Estimate* Growth Rate 2000/2013
Primary A0 50 _Ae0 9@
(City of Fort Scott) 8,522 8,297 0.3% 2.6% 7,940 7,960 0.3% 4.1%
secondary 7,491 8,172 0.9% 9.1% 8,167 8,142 0.0% -0.4%
(10-23 mile area)
Tertiary
. . 2,117,844 2,372,431 1.1% 12.0% 2,575,580 2,668,150 0.9% 12.5%
(90-mile radius)
Source: U.S. Census Bureau, Claritas, Inc., *RDG Planning & Design (0.25 CAGR)
Table 5.7 Alternative Fort Scott Projections Using Growth Rates
2000 2008 2010 2015 2020 2025 2030 2035 2040
0% Migration 8,197 8062 7,993 7,966 7,970 7,963 7,920 7,854 7,733
2008 Census Estimate 8,197 7,948
2008 Claritas Estimate 8,197 7,933
.25% annual Growth 7,940 7,900 7,999 8,100 8,201 8,305 8,409 8,514
.5% annual growth 7,940 7,900 8,099 8,304 8,514 8,729 8,949 9,175
Source: RDG Planning & Design
Table 5.8 Median Income Forecasts in Fort Scott’s Market Areas, 2008
2000 2008 Est. Change % Change
Primary $26,867 $31,833 $4,966 18%
Secondary $31,065 $37,097 $6,032 19%
Tertiary $39,228 $46,808 $7,580 19%

Source: Claritas, Inc,, 2008

and a relatively aggressive housing de-
molition program help explain the pop-
ulation decrease observed within the
city. The secondary market’s population
is likely to remain stable, while the ter-
tiary market, including the Kansas City
region, will grow steadily during the
next five years.

Table 5.7 displays alternative popula-
tion projections based upon natural
population change (a zero migration
rate) as well as two alternative growth
rates are reported.
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o Natural Population Change. A no
net migration, a surplus of births
over deaths will produce a mod-
est population increase during the
next twenty years.

o Growth Rate 0.25%. Assuming
0.25% compound annual growth
rate (CAGR) from 2008 to 2040,
Fort Scott will grow by about 600
persons. This scenario reverses
long-term past trends.

» Growth Rate 0.5%. Assuming 0.5%
compound annual growth rate
(CAGR) from 2008 to 2040, Fort
Scott will grow by about 1,200 per-
sons.

Income Characteristics

Table 5.8 presents the median house-
hold income for residents of each trade
area. Fort Scott’s median income was
$31,833 in 2008, significantly lower
than that of the region.

Table 5.9 presents the number of house-
holds in household income ranges.
Nearly half of the households earn less
than $35,000. Comparing Fort Scott to
the Secondary Market, Fort Scott has
a proportionally larger share of house-
holds earning incomes $25-35,000 and
smaller share of households earning
$50-75,000.
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Table 5.9 2008 Estimate Households by Household Income, Mutually Exclusive Segments

Fort Scott Secondary Tertiary Average Distribution
747 451 132,564
Income Less than $15,000
22.4% 14.4% 13.1% 16.6%
526 405 116,378
Income $15,000 - $24,999
15.8% 12.9% 11.5% 13.4%
580 369 123,176
Income $25,000 - $34,999
17.4% 11.8% 12.2% 13.8%
575 572 168,840
Income $35,000 - $49,999
17.2% 18.2% 16.7% 17.4%
531 727 202,200
Income $50,000 - $74,999
15.9% 23.2% 20.0% 19.7%
214 338 114,996
Income $75,000 - $99,999
6.4% 10.8% 11.4% 9.5%
107 179 100,353
Income $100,000 - $149,999
3.2% 5.7% 9.9% 6.3%
59 90 53,047
Income $150,000 or more
1.8% 2.9% 5.2% 3.3%
3,339 3,137 1,011,548
TOTAL
100.0% 100.0% 100.0% 100.0%

Source: Claritas, Inc., 2008

Table 5.10 Neighborhood and Community Shopping Centers

Location Description
Independent storefronts with specialty businesses
Hospitality and restaurant uses
rvi h h rapher
Downtown Services such as photographers

Fort Scott National Historic Site
Substantial vacant space as street level
Recent streetscape enhancements

South National

Auto services

Local service retailers: hardware
Service clubs

Restaurants

East Wall Street

Minimum convenience commercial and services

US 69 - South Main

Large-scale retailers: Walmart, Walgreen'’s
Offices

Franchise and local restaurants

Auto Services and Dealership
Hospitality/Lodging
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Table 5.11 Work Places and Employment for Fort Scott’s Primary Trade Area, 2008

Business Description Es tab-:-ic;:larlnen ts % Total Employed %
Industries (All) 522 100% 6,361 100%
Agriculture (All) 6 1% 19 0%
Mining (All) 0 0% 0 0%
Construction (All) 18 3% 309 5%
Manufacturing (All) 23 4% 968 15%
Transportation, Communications/Public Utilities 19 4% 159 2%
Wholesale Trade (All) 17 3% 182 3%
Retail (All Retail) 109 21% 1153 18%
Building Materials and Garden Supply 9 8% 129 11%
General Merchandise Stores 4 4% 210 18%
Food Stores 3 3% 129 11%
Auto Dealers and Gas Stations 17 16% 150 13%
Apparel and Accessory Stores 5 5% 13 1%
Home Furniture, Furnishings and Equipment 6 6% 24 2%
Eating and Drinking Places 28 26% 373 32%
Miscellaneous Retail Stores 37 34% 125 11%
Finance (All) 57 11% 887 14%
Service (All) 235 45% 2,322 37%
Public Administration (All) 38 7% 362 6%
Source: Claritas, Inc., 2008
These income patterns suggest that Fort
Scott’s residents are less affluent than Table 5.13a Share of Total Retail Sales, 2008 (exclusive)
those of the larger region. Future hous-
ing and retail services should reflect Total Retail Sales % of Total
these market demographics.
Primary $97,377,320 0.26%
THE COMMERCIAL Secondary $ 35,882,520 0.10%
MARKET Tertiary $37,461,873,488 99.65%
Total $37,595,133,328 100%

As discussed earlier in this chapter, Fort
Scott has three primary commercial
centers, all related to US 69: the tradi-
tional Downtown, the South National

Table 5.13b Share of Total Retail Sales, Secondary Market 2008

district, and the South Main corridor. (exclusive)

South Main with mass retailers tends to )

serve regional needs, while South Na- Total Retail Sales % of Total
tional’s local-scaled establishments are Primary $ 97,377,320 73.1%
more focused on the immediate market Secondary § 35,882,520 26.9%
areas. Downtown’s historic buildings,

specialty businesses, and the Fort Scott Total $ 133,259,840 L

Source: Claritas, Inc.
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Table 5.12 Consumer Spending by Product, 2008

Annual Expenditures 2008

Total Apparel 64
Women's Apparel 55
Men'’s Apparel 66
Girl's Apparel 81
Boy's Apparel 83
Infant’s Apparel 94
Footwear (excl. Infants) 67
Other Apparel Prods/Services 58

Entertainment:

Sports and Recreation 69

TV, Radio and Sound Equipment 75

Reading Materials 95

Travel 66

Photographic Equipment 71

Food at Home:

Total Food at Home 83
Cereal Products 83
Bakery Products 82
Fish and Seafood 69
Meats (All) 76
Dairy Products 86
Fresh Milk and Cream 93
Other Dairy Products 86
Fruits and Vegetables 75
Juices 68
Sugar and Other Sweets 91
Fats and Oils 85
Nonalcoholic Beverages 86
Prepared Foods 93

Health Care:

Total Health Care 94
Medical Services 82
Prescription Drugs 104
Medical Supplies 91

Household Equipment:

Total Household Textiles 65
Domestic Textiles 68
Window and Furniture Covers 62

Total Furniture 70
Bedroom Furniture 73
Living/Dining Room Furniture 69
Other Furniture 69

Major Appliances 79

Small Appliance/Houseware 74

Misc Household Equipment 82

Misc Personal Items:

Personal Care Products and Services 78

Personal Expenses and Services 74

Smoking Prods/Supplies 114

Miscellaneous Items:

Total Education 65
Room and Board 75
Tuition/School Supplies 64

Pet Expenses 75

Day Care 64

Contributions (All) 64

Other Misc. Expenses:

Housekeeping Supplies 77

Total Food away from Home 77
Breakfast and Brunch 82
Dinner 74
Lunch 76

Total Alcoholic Beverages 85
Alcoholic Beverages at Home 86
Alcoholic Beverages away from Home 83

Shelter and Related Expenses:

Household Services 71

Household Repairs 68

Total Housing Expenses 80
Fuels and Utilities 81
Telephone Service 80

Transportation Expenses:

Total Transportation Expenses 84
New Autos/Trucks/Vans 76
Used Vehicles 98
Boats and Outboard Motor, Etc 88
Towing Charges 106
Gasoline 84
Diesel Fuel 70
Rented Vehicles 52

Automotive Maintenance/Repair/Other 84

Total Specified Consumer Expenditures 78
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National Historic Site serve an amalgam
of local, regional, and tourist-related
clients. The east side of the city has very
limited retailing, generally found along
East Wall Street (US 54 east US 69).
Table 5.10 summarizes business types
within these centers.

Work Place and
Employment

Table 5.11 displays the distribution
and percentages of establishments and
employees for the primary trade area.
Within the primary market area, 45% of
all establishments are service businesses
and 21% are retailers. These two cate-
gories account for 55% of the market’s
2,322 employees, followed by finance at
11% and public administration at 7%.
Within the retail classification, eating/
drinking establishments and miscella-
neous retail stores represent about half
of the establishments and employees.

Consumer Spending
Patterns by Product

Table 5.12 compares annual consumer
expenditures by product type in each
trade area to the national average. Na-
tional average per capita expenditures
are equal to a market index of one hun-
dred (100), which is the ratio of the An-
nual Average Household Expenditure
(AAHE) in each trade area compared to
the AAHE for the United States. Scores
above 100 indicate that consumers in
the specific area spend more on a spe-
cific category of items than the national
average.

People in Fort Scott generally fall be-
low the national average for consumer
expenditures. Smoking products and
prescription drugs are areas of higher
than average spending. Infant’s apparel,
reading materials, some food products,
health care, and select auto services also
approach national average expendi-
tures. These suggest possible opportu-
nity areas in the primary market.

Retail Sales Analysis

Tables 5.13a and 13.b indicate total re-
tail sales in each area. In 2008, the Fort
Scott’s primary and secondary market
areas together reported about $133 mil-
lion in retail sales. Fort Scott’s share was
about 73% of this total, or about $97
million, with the remainder divided
among the rural county and smaller
communities. In comparison to the 90-
mile tertiary market, these Fort Scott
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Table 5.14 Retail Market Power Opportunity Gap

2008 Demand 2008 Supply  Opportunity Gap 2008 Demand 2008 Supply  Opportunity Gap
Analysis Consumer Retail Surplus/ Consumer Retail Surplus/
Expenditures Sales Shortage Expenditures Sales Shortage

TD"rfﬁLF:gtaP':::e':S Including Eating and 89305340 74739949 14565391 191,181,711 108,582,611 82,599,100
Auto Parts/Accessories, Tire Stores 1,871,991 3,207,822 (1,335,831) 4,196,216 4,015,639 180,577
Furniture and Home Furnishings Stores 2,610,776 750,170 1,860,606 5,742,306 776,904 4,965,402
Furniture Stores 1,422,306 716,171 706,135 3,100,853 717,002 2,383,851
Home Furnishing Stores 1,188,470 33,999 1,154,471 2,641,453 59,902 2,581,551
Electronics and Appliances Stores 2,476,530 2,142,044 334,486 5,297,116 2,751,701 2,545,415
Appliances, Televisions, Electronics 1,917,151 1,629,238 287,913 4,086,013 1,986,159 2,099,854
Computer and Software Stores 464,624 207,701 256,923 1,005,301 336,238 669,063
Camera and Photographic Equipment 94,755 305,105 (210,350) 205,802 429,305 (223,503)
Building Material and Garden Equipment 12,441,905 12,146,009 295,896 27,831,248 13,702,862 14,128,386
Building Material and Supply Dealers 11,412,198 11,561,590 (149,392) 25,591,330 12,314,993 13,276,337
Lawn/Garden Equipment, Supplies 1,029,707 584,419 445,288 2,239,919 1,387,869 852,050
Food and Beverage Stores 15,141,565 13,267,741 1,873,824 31,380,652 19,707,959 11,672,693
Grocery Stores 13,768,309 12,627,832 1,140,477 28,556,021 18,994,182 9,561,839
Specialty Food Stores 412,667 0 412,667 857,433 73,776 783,657
Beer, Wine and Liquor Stores 960,589 639,909 320,680 1,967,198 640,001 1,327,197
Health and Personal Care Stores 6,944,159 2,862,834 4,081,325 14,197,052 6,231,197 7,965,855
Pharmacies and Drug Stores 6,032,554 2,820,174 3,212,380 12,319,708 6,151,758 6,167,950
Cosmetics, Beauty Supplies, Perfume 242,019 9,662 232,357 492,527 21,002 471,525
Optical Good 238,227 0 238,227 507,910 0 507,910
Other Health and Personal Care 431,359 32,998 398,361 876,907 58,437 818,470
Gasoline Stations 14,054,833 13,807,388 247,445 31,009,691 24,854,167 6,155,524
Clothing & Clothing Accessories Stores 4,316,489 1,244,221 3,072,268 9,489,646 1,329,309 8,160,337
Clothing Stores 3,167,482 1,127,697 2,039,785 6,961,776 1,194,171 5,767,605
Men'’s Clothing Stores 217,256 0 217,256 476,198 0 476,198
Women'’s Clothing Stores 718,076 392,870 325,206 1,627,718 425,247 1,202,471
Children’s, Infants’ Clothing Stores 229,429 0 229,429 459,586 5 459,581
Family Clothing Stores 1,744,780 734,827 1,009,953 3,821,369 768,919 3,052,450
Clothing Accessories Stores 63,689 0 63,689 143,125 0 143,125
Other Clothing Store 194,252 0 194,252 433,779 0 433,779
Shoe Stores 613,188 29,525 583,663 1,324,058 48,139 1,275,919
Jewelry, Luggage, Leather Goods 535,819 86,999 448,820 1,203,811 86,999 1,116,812
Sporting Goods, Hobby, Book, Music 1,969,424 178,106 1,791,318 4,166,474 445,970 3,720,504
Sporting Goods, Hobby, Musical Instrument 1,326,817 113,180 1,213,637 2,857,414 349,848 2,507,566
Book, Periodical and Music 642,607 64,926 577,681 1,309,060 96,122 1,212,938
General Merchandise Stores 13,758,706 11,986,667 1,772,039 29,270,554 16,980,816 12,289,738
Department Stores Exld Leased Dpts 6,219,122 353,537 5,865,585 13,341,690 841,003 12,500,687
Other General Merchandise Stores 7,539,584 11,633,130 (4,093,546) 15,928,864 16,139,813 (210,949)
Miscellaneous Store Retailers 2,959,812 2,448,241 511,571 6,397,772 2,544,353 3,853,419
Florists 200,526 407,000 (206,474) 438,108 407,620 30,488
Office Supplies, Stationery, Gift Stores 1,150,338 1,041,249 109,089 2,455,220 1,041,999 1,413,221
Used Merchandise Stores 228,492 258,935 (30,443) 490,792 282,417 208,375
Other Miscellaneous Store Retailers 1,380,456 741,057 639,399 3,013,653 812,317 2,201,336
Foodservice and Drinking Places 10,759,150 10,698,706 60,444 22,202,985 15,241,736 6,961,249
Full-Service Restaurants 4,958,151 3,353,860 1,604,291 10,223,694 5,495,427 4,728,267
Limited Service Eating Places 4,356,202 6,940,227 (2,584,025) 9,003,216 9,212,632 (209,416)
Special Foodservices 898,755 34,426 864,329 1,861,056 61,671 1,799,385
Drinking Places Alcoholic Beverages 546,042 370,193 175,849 1,115,020 472,007 643,013

Source: Claritas, Inc.

Note: Auto sales and non-store retailers are not included in the adjusted total.
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Table 5.15 Potential Demand for Retail Space in Fort Scott 2013 (auto & non-store retail withheld)

CHAPTER 5

Primary Secondary Total
STEP 1A: PROJECTING TOTAL DEMAND IN 2013
2008 Estimated Demand $89,305,340 $191,181,711 $280,487,051
2008 Estimated Population 7,948 8,167 16,115
2008 Per Capita Dollars $11,236 $23,409
2013 Projected Population 7,960 8,167 16,127
2013 Projected Demand $89,440,174 $191,181,711 $280,621,885
STEP 1B: PROJECTING THE INCREMENT FOR DEMAND BETWEEN 2008 & 2013
2013 Projected Demand $89,440,174 $280,621,885
2008 Estimated Demand $89,305,340 $280,487,051
Increment 2008-2013 $134,834 $0 (sustained) $134,834
STEP 1C: PROJECTING THE CAPTURED SHARE OF FUTURE DEMAND
Increment 2008-2013 $134,834 $0 (sustained) $134,834
Market Area Capture rate 84% 57%
Market Area Share of the Increment $112,843 $0 (sustained) $112,843
STEP 3A: CALCULATING OPPORTUNITY/GAP
Existing Gap (difference: demand-supply) $14,565,391 $82,599,100 $97,164,491
Future Gap (City: $64,432,319 - $54,694,890) $21,991 $0 (sustained) $21,991
Total Gap (City: $370,555,714 - $443,301,366) $14,587,382 $82,599,100 $97,186,482
STEP 3B: CALCULATING MARION’S SHARE OF THE GAP
Total Gap 14,587,382 $82,599,100 $97,186,482
Marion Capture Rate 60% 15%
Share of Gap $8,752,429 $12,389,865 $21,142,294
STEP 5: DETERMINING SQUARE FOOTAGE
Share of Gap $8,752,429 $12,389,865 $21,142,294
Total Increment $112,843 $0 (sustained) $112,843
Sales Yield Per Square Foot $320 $320
Citywide commercial Space Demand (SF) 27,704 38,718 66,422

markets were less than 1% of the total
retail sales within the 90-mile radius
tertiary market area.

The primary market area for Fort Scott
includes retail spending within its city
limits. As shown in Table 5.14, Fort
Scott’s primary market area produced
about $97 million in retail sales in 2008,
while its population spent over $118
million. The “balance of trade deficit”
of $21 million in sales indicates that
consumers are spending substantial
resources outside the city. Remedying
this deficit by retaining more local ex-
penditures would significantly improve
the city’s economy and presents a major
growth opportunity.

Table 5.15 identifies the gap between
consumer demand (expenditures) and
retail sales within the primary and sec-
ondary trade areas. A positive value
results from demand exceeding supply,
indicating a leakage of consumer dol-

lars out of the city. Thus, residents in the
specific market area are spending more
on a given item than local businesses
are selling. For example, for furniture
sales, primary market area consumers
spent $1.8 million more on furniture
than local retailers sold, indicating that
local consumers are buying a significant
amount of furniture outside of the city.
This may demonstrate an opportunity
for alocal business to capture these cur-
rently exported expenditures. A nega-
tive value, on the other hand, indicates
that sales of an item exceed local de-
mand, indicating a positive balance of
trade. For example, in 2008, retail sales
for building materials and supplies ex-
ceeded expenditures by the local popu-
lation by $149,392. This suggests a rela-
tive balance in the local market and a
minor attraction of customers from the
region.

Retail categories showing opportunities for
potential growth for Fort Scott, include:

o Health and Personal Care Stores.
Health and Personal Care Stores
reported nearly $2.8 million in re-
tail sales. Nearly all of the demand
is for pharmacies and drug stores
($6.9 million), leaving a gap of $4
million.

o Clothing and Accessory Stores. Sales
reached $1.2 million, while the de-
mand was $4.3 million, represent-
ing nearly $3 million in retail leak-
age.

o Food and Beverage Stores. While
sales reached $13.2 million in 2008,
expenditures of about $15 million
produced leakage of about $1.8
million.

o General Merchandise. Current de-
mand and supply is well-balanced
for department stores. Walmart is a
significant contributor to the sales
and helps attract regional house-
holds to Fort Scott.
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Table 5.16 Required Commercial Land, 2008-2030

. . Conversion Designated
Population Proportion Method 2010 2020 2030 2040 Need Land (x1.5)
Projected Population 7,940 8,100 8,305 8,514
Commercial Use/100 res. 1.88 1.88 1.88 1.88
Projected Commercial Use (acres) 149 152 156 161 12.0 18.0
Residential Use Proportion Method
Residential Land (acres) 1,006 1,033 1,060 1,087
Commercial/Residential Ratio 0.15 0.15 0.15 0.15
Projected Commercial Use (acres) 150 154 159 163 13.0 20.0
Table 5.17 Industrial Land in the Fort Scott Study Area

i ’ Expanded Study Area
Traditional City Al v el B Total Acres Per 100 People
Industrial 115.3 214.9 330.2 4.16
General Industrial 19.1 45.6 64.7 0.84
Light Industrial/Distribution 96.2 169.3 265.5 3.32
Source: RDG Planning & Design, 2009
Table 5.18 Estimated Industrial Land Requirements, 2008-2030

. . Conversion Designated

Population Proportion Method 2008 2020 2030 2040
Land (x3)
Projected Population 7,940 8,100 8,305 8,514
Industrial Use/100 res. 4.16 416 4.16 416
Projected Industrial Use (acres) 330.25 336.95 345.47 354.20 23.96 71.87
Residential Use Proportion Method
Residential Land (acres) 906.35 924.39 937.94 959.57
Industrial/Residential Ratio 0.364368 0.364368 0.364368 0.364368
Projected Industrial Use (acres) 330.25 336.82 341.76 349.64 19.39 58.17
Source: RDG Planning & Design, 2009

Table 5.19 Projected Housing Development Demand

2010 2015 2020 2025 2030 2035 2040 Total
Population at the End of Period 7,900 7,999 8,100 8,201 8,305 8,409 8,514
Household Population at End of Period 7,616 7,711 7,808 7,906 8,006 8,106 8,208
Average People/Household 23 23 23 23 23 23 23
Household demand at End of Period 3,311 3,353 3,395 3,437 3,481 3,524 3,569
Projected Vacancy Rate 11.0% 10.0% 9.5% 9.0% 8.5% 8.0% 8.0%
Unit Needs at End of Period 3,720 3,725 3,751 3,777 3,803 3,833 3,879
Replacement Need 50 40 35 30 25 15
Cumulative Need 55 66 61 56 55 61 354
Average Annual Construction 11 13 12 11 11 12 12
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Again, Table 5.14 presents retail de-
mand and supply. The figures in the Op-
portunity/Gap column are used later in
this analysis to calculate potential retail
space. Auto sales and non-store retailers
are withheld for the purpose of project-
ing future retail space square footage.

Despite these markets showing oppor-
tunities for growth, development in
Fort Scott faces several challenges, in-
cluding:

1. Access. Visibility and access is criti-
cal for any commercial develop-
ment. With greater volume and re-
gional travel, businesses along US 69
have greater opportunities to attract
incidental customers than the more
destination-based Downtown or
South National districts. Along with
good access and visibility, a regional
destination attracts both customers
for itself and secondary customers
for other businesses. For example, a
customer from out-of-town buying
a car at a Fort Scott dealership may
eat lunch or dinner at a Fort Scott
restaurant.

2. Rooftops. Service-related and retail
commercial uses typically target
household growth before breaking
ground. Features that they consider
include the rate of increase of house-
holds in an area and median house-
hold income levels. Thus, the ability
of a community to grow is critical
to commercial supply and demand.
Fort Scott, on the other hand, has
experienced at least some popula-
tion loss within its central city. This
is somewhat moderated from a re-
tail perspective by growth in the
surrounding county. Yet distance
from the destination does weaken
allegiances and top-of-mind prefer-
ences to some degree.

3. Market Competition. Downtown
has a large amount of available
storefront space. Also, the 2008-09
economic downturn has had a pal-
pable effect on local and specialty
retailers. A large supply of available
space can drive potential lease rates
down, and make the economics of
producing new or restored space
more difficult.

{EXISTING CONDITIONS - LAND USE AND DEVELOPMENT}

Projected Annual
Expenditure Growth

Potential growth in expenditures deter-
mines much of the need for additional
retail space in Fort Scott. The analysis
above indicates that Fort Scott current-
ly has potential for growth in specific
market sectors. In addition, niche re-
tail businesses do not compete directly
with mass retailers: for example, the
city’s large community of professional
photographers is a unique, destination
business sector that attracts patrons
from around the region.

Additional retail potential is generated
by two factors: (1) increases generated
by population growth and (2) increases
in market share in specific sectors. Table
5.15 (step 1) calculates total potential
retail demand by multiplying projected
population by per capita retail expendi-
tures. Expenditures specifically made in
Fort Scott are then computed by apply-
ing capture rates — that is the percentage
of spending generated by these markets
that takes place in the city. The result is
approximately 66,000 square feet of ad-
ditional retail space by 2013. The bulk of
the demand is split between the primary
and secondary markets. The projection
model presumes that retail spending
for the secondary market will not ex-
perience change in increment spending
from 2008 and 2013. The proportion of
growth in the secondary market will oc-
cur mostly in Fort Scott.

Table 5.15 relates increases in project-
ed in-city consumer spending to retail
space demand by calculating the aver-
age sales yield of retail space in Fort
Scott, using an estimated sales yield of
$320 per square foot, based on averages
contained in the Urban Land Institute’s
(ULI) Dollars and Cents of Shopping
Centers, 2008.

Future Commercial Land Needs

Table 5.16 indicates two methods of
analyzing commercial demand based
on current land use characteristics and
population change. The first technique,
or population proportion method, uses
population change and the city’s histor-
ic and projected amount of commercial
land use per unit of population to proj-
ect future demand. The second looks
uses the current ratio of commercial
and residential land use projected over
30 years. Both are ultimately functions
of population change over time, and
suggest a potential designation of about
20 acres of new commercial land. Virtu-

CHAPTER 5

ally all of this land should be assigned
to the three primary business centers in
the US 69 study area.

These examples should be used as a
baseline for measuring the market-
based analysis contained in this sec-
tion. The analysis above indicated a
five-year potential demand for about
66,000 square feet of new retail space.
Some of this space may be absorbed in
downtown storefronts, but most will
occur in more auto-oriented settings
in the South National or South Main
districts. Assuming that about 10,000
square feet of this demand is absorbed
in existing downtown buildings, the re-
maining 56,000 square feet is developed
in lower-intensity settings with a floor
area ratio (FAR) of about 0.25. (Floor
area ratio is a measure of development
intensity, and is the quotient of building
area divided by site area. Thus, a 25,000
square foot building on a 100,000 square
foot site has an FAR of 0.25). Based on
this assumption, the projected five-year
demand requires about 5.14 acres of
new commercial land. If this demand
increase is replicated every five years,
the city will absorb about 10.3 acres of
commercial land per decade, or about
31 acres over the 30-year planning pe-
riod. This suggests a reasonable level of
consistency among these techniques.
The land use scenario presented in this
chapter is consistent with this demand
and with the principles and opportuni-
ties identified in Part One.

THE INDUSTRIAL
MARKET

Fort Scott is an important regional em-
ployment center and the city and county
industrial park south on US 69 has be-
come a major industrial concentration.
The continued improvement of US 69 as
a multi-lane, limited access facility im-
proves the city’s ability to attract new in-
dustry, and the corridor concept should
include both land and infrastructure to
support major business development.
Table 5.17 shows the existing inventory
of land in industrial use, categorized
by location in the “traditional” city and
the expanded study area, including the
industrial park. The broader study area
includes about twice the industrial area
of the established town. Assuming an
average floor area ratio for industrial
land of 0.1 to 0.15, Fort Scott has be-
tween 1.4 and 2.1 million square feet
of industrial building area. In addition,
the city’s ratio of over 4 acres of indus-
trial land per 100 residents is very high
among comparable communities, again
suggesting a substantial industrial role
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Figure 5.6 Building Permits between 2000 and 2008 in Fort Scott, KS.

Table 5.20 Required Residential Land, 2010-2040

2010-2020 % of Demand Units Gross Density Land Needs R
(du/A) (x2)

Single Family Detached 45% 54 3 18 36

Single Family Attached 30% 36 6 6 12

Multi-family 25% 31 12 3 6

Total 100% 121 27 54

2020-2030

Single Family Detached 45% 53 3 18 36

Single Family Attached 30% 35 6 6 12

Multi-family 25% 29 12 3 6

Total 100% 117 27 54

2030-2040

Single Family Detached 45% 51 3 17 34

Single Family Attached 30% 34 6 6 12

Multi-family 25% 28 12 3 6

Total 100% 113 26 52

Total 2010-2040 206 80 160

in the city’s economy. A more typical
standard among peer communities is
about 2 acres of industrial land per 100
residents.

Future Industrial Land Needs

Future industrial needs are difficult
to project and traditional population-
based forecasting methods are only a
starting point for planning. New busi-
ness starts, diversification, expansion
and downsizing, access, and recruit-
ment are more important to industrial
land demand than population growth.
In addition, a single industry can re-
quire an extremely large parcel to meet
its needs. Table 5.18 uses population-
based methodologies similar to those
used for commercial land, suggesting a
future assignment of 58 to 72 acres fu-
ture industrial development. However,
industrial land policy should be flexible
enough to respond to very large users.
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The future land use scenario, guided by
the opportunities and strategies pre-
sented in Part One, provides this flex-
ibility.

THE RESIDENTIAL
MARKET

While residential development is the
largest user of space in Fort Scott, it is a
less important factor in the immediate
US 69 study area where most land is ei-
ther built up or more suited to non-res-
idential uses. However, the study area
does provide some opportunity sites.
This section considers the need for fu-
ture residential land in the city.

Housing Construction Trends

Table 5.5 and Figure 5.6 illustrate
building permit activity in Fort Scott
from 2000 to 2008. Single-family de-
velopment remained constant during
the past decade, while multi-family

development peaked in 2003 with the
completion of some major apartment
projects.

Housing Development Demand

Residential projections are based on a
ten-year demand and broken down in
five-year increments. Table 5.7 displays
population projections based upon a
0.25% compound annual growth rate,
producing a projected population of
8,100 in 2020 and 8,514 in 2040. Table
5.19 projects housing development
needs in Fort Scott to 2040, based on
this forecast. The demand model as-
sumes a stable household size and de-
clining vacancy rate as substandard
units leave the housing supply. The
analysis indicates an average annual de-
mand for about 12 new units.

Table 5.20 includes a calculation of res-
idential land needs based on the follow-
ing assumptions:



Residential Development Demand

o Occupancy split in Fort Scott will
be 60% owner, 40% renter. In 2008,
Fort Scott’s owner/renter split was
62%/38%.

o For owner occupied housing,
about % (or 45% of total unit de-
mand) will be in conventional large
to medium lot size single-family
detached homes; and % (or about
15% of total unit demand) will be
in small-lot single-family or at-
tached configurations. Average
gross density is 3 units/acre for
single-family detached and 6 units/
acre for small-lot or attached units.

o For rental occupied housing, about
3/8 (or 15% of total unit demand)
will be in attached units such as
townhomes and 5/8 (or about 25%
of total demand) will be in multi-
family units. Average gross density
is 6 units/acre for attached units
and 12 units/acre for multifamily
units.

About 80 acres are needed to meet fu-
ture demand. In a community-wide
land use plan, about twice the hard de-
mand, or 160 acres, should be designat-
ed for residential development. The US
69 study area will accommodate some,
but not all, of this citywide demand.
Some housing demand may also be sat-
isfied by unconventional housing set-
tings, such as upper levels of downtown
buildings or infill sites in established
neighborhoods.

A FUTURE LAND USE
SCENARIO

Figure 5.7 and Figure 5.8 present a fu-
ture land use scenario for the 30-year
period between 2010 and 2040, based
on these citywide demands and the op-
portunities and strategies presented in
Part One. The programmatic ingredi-
ents of this scenario include:

{EXISTING CONDITIONS - LAND USE AND DEVELOPMENT}

i

o About 30 acres of land for com-
mercial use, most of which will be
furnished by new development or
more intensive development with-
in the US 69 study area.

o A minimum of 72 acres of land for
industrial use, although actual de-
mand be greater, depending on the
success of economic development
efforts and the ability of an upgrad-
ed US 69 to attract new business
development. Almost all of this in-
dustrial or business park demand
will be accommodated within the
US 69 study area because of its su-
perior highway and rail access.

o About 160 acres of residential land.
Part of this demand will be met on
suitable sites in the study area, but
much will occur in other parts of
the city.

Features of the land use scenario in-
clude the following:

o Commercial development will ini-
tially occur on new development
and reuse sites in the South Main
corridor between 18t% Street and
Jayhawk Road; on development
sites in the South National district,
created by more efficient circula-
tion and land use patterns; and
with increased street-level store-
front occupancy in the downtown
district. Longer-term development
may extend east of US 69 with the
creation of a local street network,
and in a cluster around the Jayhawk
Road intersection. However, city
and county land use policy should
prevent an elongated commercial
strip south of Jayhawk Road along
US 69. Commercial uses could de-
velop at major intersections south
of Jayhawk Road.

o Industrial and business park de-
velopment should continue devel-
opment of the Fort Scott Industrial
Park corridor between US 69 and
the BNSF Railway south to the K-7

CHAPTER 5

Industrial and business park development

interchange. Other areas include
infill sites south of an extended 18t
Street between the highway and
railroad, and between Margrave
Street and the railroad between
2314 Street and Jayhawk Road.

Residential development should
occur on the west side of US 69
between 234 Street and the Cigna/
Mercy joint campus between the
highway and Horton Street, and on
infill and redevelopment sites with-
in the historic city. High quality but
high-intensity adjacent develop-
ment, including the hospital, Cigna
campus, apartment development,
and Fort Scott Community College
make these ideal sites for medium
and high-density urban residential
uses. Residential development is
also likely in the Margrave corri-
dor south of East National Avenue.
However, the majority of Fort
Scott’s future residential develop-
ment will occur outside the US 69
study area.

Supporting trail and greenway de-
velopment would continue along
the Buck Run drainage corridor be-
tween US 69 and 2314 Street, leading
to a pedestrian/bicycle connection
over the railroad as part of a 23rd
Street grade separation. This green-
way would connect to the principal
Buck Run Greenway, described
in Chapter Six. This scenario also
proposes a neighborhood park be-
tween East National Avenue and an
extended 18" Street to serve resi-
dential areas on the east side of US
69. This park would have a pathway
link to the Buck Run Greenway.

Land south of Jayhawk Road on
the east side of U.S. 69 is planned
for industrial uses, while the west
side may experience some com-
mercial development at intersec-
tions. The surrounding area is an-
ticipated to remain open space.
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{ DEVELOPMENT CONCEPTS} CHAPTER 6

DeveLoPMENT CONCEPTS

Why did road building become a
national enterprise?

Surely, they were designed to move
people from place to place.

But our roads and road

networks, from the National and
Cumberland Roads to the

Lincoln Highway, from Route 66 to
Route 69, were also built to develop

areas — to increase access, open

countryside, and help cities

and towns grow.




US 69 CORRIDOR MANAGEMENT PLAN

A CORRIDOR
FOR COMMUNITY
DEVELOPMENT
Why did road

building become
a national enter-
prise? Surely, roads
were designed to
move people from
‘ place to place. But
our roads and road
networks,  from
the National and
Cumberland
Roads to the Lin-
coln Highway,
from Route 66
to Route 69,
were also built
to develop
areas — to in-
crease  access,
open country-
side, and help cit-
ies and towns grow.
Promoters of roads
and the communities
and regions that they serve
have understood the relationship
between transportation and economic
growth. The famous Lincoln Highway
of the 1920s grew out of an effort to knit
existing and planned segments of road
through the middle of the country into
a cohesive route, moving people to and
through communities along the way to
help them grow. The present-day US
Highway 69 promotes improvement of
the road that is the subject of this plan
for exactly the same reason.

This document and the planning pro-
cess that produced it envision the
highway as a corridor for community
development and renewal, addressing
mobility, economics, design, recreation,
history, and culture and the complex
relationships that these aspects of the
city have with one another. When the
US Highway 69 corridor interacts with
the rich fabric of Fort Scott, we find the
potential to create a unity that is excit-
ing in its scope, yet within the means of
the city to accomplish.
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PROGRAM FOR
DEVELOPMENT

The vision begins by establishing a
development program, much like the
architectural program for a building
project. This program, developed with
the input and insight of Fort Scott citi-
zens who participated in the planning
process, identifies the ingredients of de-
velopment - the amount of space that
markets can absorb, present and future
community needs, current projects that
are pending, and other opportunities.
The program includes three separate
agendas: development, community, and
functional, together expressing the dif-
ferent roles that US 69 has and can have
in the community.

THE DEVELOPMENT AGENDA

 Attracting commercial develop-
ment to existing commercial ar-
eas. Assuming a return to a normal
retail economy, Fort Scott has the
potential to absorb 66,000 square
feet of new retail space during the
next ten years. This development
should be one of the three major
districts in the US 69 study area:
Downtown, the South National
Area or the South Main corridor.
Assuming a suburban floor area
ratio of 0.15, this corresponds to
about 10 acres of new commercial
land. For planning purposes, land
use planning for the study area
should designate a minimum of 20
acres of commercial land.

 Building about 206 new housing
units in the next thirty years. The
plan considers a 0.25% Compound
Annual Growth Rate resulting in a
2040 population of 8,514, or an in-
crease of about 600 people. About
106 acres should be designated for
new housing development.

o Completing development of the
Fort Scott industrial park. Based
on the methodology presented in
Chapter 5, the city will generate
a demand for acres for industrial
land. Existing vacant land in the
Fort Scott Industrial Park can ac-
commodate much of this demand.
However, population-based meth-
odologies can be unreliable be-
cause industrial location decisions
are made on the basis of other con-
siderations, such as transportation
facilities and available workforce.
Completion of US 69 to Kansas
City and continued improvement
south to I-44 could increase indus-
trial demand in the Fort Scott area.

o Redeveloping underused proper-
ty. While most of the corridor and
its business districts are built up,
opportunities for redevelopment
still exist. These opportunities in-
clude vacant or underused sites,
obsolete commercial uses, un-
necessarily large parking lots, and
declining residential structures. A
thoughtful development concept
can guide the reuse of these sites,
and help ensure that reinvestment
produces results that are both re-
warding and advance the interests
of the city.

THE COMMUNITY AGENDA

o Creating a distinctive community
image and experience. As it com-
petes for residents and investment,
Fort Scott must become a stronger
destination, offering distinctive
experiences and an attractive set-
ting to customers. Each context
along the US 69 corridor present
important opportunities. The tra-
ditional downtown and Fort Scott
offer enormous architectural and
historic treasures, but will remain
undiscovered without a strong
physical connection to the high-
way. South National relates to the
National Cemetery and has a scale
and business variety that appeal to
both residents and travelers, but
is not yet a coherent business dis-
trict that customers find easy and
attractive to use. Finally, the South
Main corridor provides large-scale
retailing and services, but should
be more than a generic “strip” as al-
ternative business areas grow. The
highway corridor should provide
both a positive sense of this histor-
ic city and should showcase these
important districts along the way.

o Connecting the business districts
to neighborhoods. While the high-
way is a linear connection among
Fort Scott’s commercial and in-
dustrial districts, the road/railroad
corridor also divides the eastern
and western parts of the city. Many
of the city’s major destinations, in-
cluding businesses, services, the
high school, and the community
college are west of US 69, and good
physical and circulation linkages
from the east improves access and
unifies the city.

o Expanding business and private
investment. Development concepts
should lead to actions that signifi-
cantly improve the district’s busi-
ness and investment climate. The



program should stabilize existing
businesses, and reward desirable
new investments that strengthen
the district. Public realm invest-
ments can create conditions for
desirable private responses that
will preserve and increase property
values, increase sales tax revenues,
and attract new businesses.

Increasing visitor activity, espe-
cially at the Fort Scott National
Historic Site. From a downtown
business and visitor perspective,
the historic fort is a great attrac-
tion, with both great historic value
and economic potential. As more
people travel along an improved
US 69, the number of potential
visitors and customers increases.
By presenting a stronger presence
from the highway and offering a
more pleasant relationship to the
historic downtown, the fort can
attract more people and gener-
ate more economic activity in the
community.

The Fort Scott National Historic
Site is not the city’s only impor-
tant historical and cultural attrac-
tion. The city itself is a museum of
superb commercial and residential
architecture. The Gordon Parks
Center for Culture and Diversity
and the Gordon Parks photography
gallery at the community college,
along with the National Cemetery
are important assets. US 69 should
be a conduit to these and other
features, and greater awareness of
them generates more visitors and
more demand for local goods and
services.

Developing a community green-
way that integrates the Marmaton
Riverfront with other community
resources. Fort Scott’s public and
private sector have joined forces
in an ambitious effort to increase
public access and use of the river-
front from Gunn Park to US 69.
The highway corridor itself is a
green corridor, including a signifi-
cant drainageway, tree cover, and
major features as City Park, Frary
Field, and Fort Scott High School.
A coordinated effort can extend the
benefits of the riverfront project to
all parts of the city.

FUNCTIONAL AGENDA

 Improving traffic circulation and

safety. US 69 should present a safer
transportation environment for all
users. Current problems include
friction between local and through
traffic, frequent and conflicting
driveway cuts, conflicting left turn
movements, abrupt changes in the
character of the roadway, excessive
speeds, poor pedestrian access,
and, in some places, a substan-
dard street section. An important
outcome of the transportation sys-
tem in the overall US 69 study area
should be safe and smooth opera-
tions for a variety of users.

Increasing access for all users.
The study areas transportation
system should move motor ve-
hicles smoothly and comfortably,
and encourage active transporta-
tion modes. Pedestrian and bi-
cycle transportation is sustainable,
healthy and pleasant, and ideally
suited to many trips within Fort
Scott. “Complete corridors” safely
and efficiently accommodate all
transportation modes, including
motor vehicles, transit, and pedes-
trian and bicycle transportation.

Better local traffic circulation and
alternative routes. Relatively poor
street connectivity south of 18"
Street directs most Fort Scott resi-
dents to US 69 for access to busi-
nesses, industries, and employers
along the South Main corridor.
Better local access, including an
improved circulator street net-
work, can decrease dependence on
a single roadway, contribute to saf-
er traffic operations, and encourage
new development.

Environmental sustainability. The
high percentage of impervious cov-
erage in road and commercial cor-
ridors such as US 69 complicates
stormwater management, creates
heat islands, and has other nega-
tive environmental impacts. This
corridor can become “green” in
many ways by effectively managing
stormwater, preserving vegetation
and local habitat, encouraging al-
ternative transportation, and im-
proving community wellness.
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US 69 CORRIDOR MANAGEMENT PLAN

THE US HIGHWAY 69
STUDY AREA:
A UNIFYING VISION

The development, community, and
functional agendas presented above ad-
dress the contributing roles that US 69
can have in fulfilling an overall vision:
to create an effective and safe transpor-
tation corridor that is also an engine for
economic development and a delight
for Fort Scott’s citizens and visitors. The
specific development objectives that
will move toward completing this vi-
sion are to:

o Build a strong community brand
for Fort Scott by making US 69
through the city a memorable trav-
el corridor.

o Knit separate parts of the city into a
unified, mutually reinforcing whole
through improved transportation
and pedestrian networks.

o Add new energy to Fort Scotts
established business districts as
neighborhoods and as renewed re-
tail, service, and civic centers.

o Expand markets by investing in
features and amenities that make
Fort Scotts commercial districts
both convenient and delightful.

o Increase activity and investment in
tourism, housing, retail, and office
development.

o Create interconnected centers of
activity that add value to the expe-
rience of living in Fort Scott.

o Assure that development in new
redevelopment areas reinforces the
business and investment climate of
Downtown and South National.

o Improve safety, comfort, and ac-
cess for all user groups along the
US Highway 69 corridor.

This section includes recommendations
and concepts that build on the special
features and resources of Fort Scott to
meet these objectives, and use the op-
portunities created by this important
regional corridor to full advantage.
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THE GREAT CIRCLE:
US 69 AS PART OF A
COMMUNITY NETWORK

As an overall public space vision that
unifies several major community ini-
tiatives, the US 69 Corridor Manage-
ment Plan proposes a Great Circle for
Fort Scott, a sequence of three “arcs”
that, when complete, connect most
of the city’s cultural, commercial, and
natural environments. The concept of
a “circle route” or connected park net-
work has been a tradition in American
open space planning and has produced
some of the nation’s greatest urban en-
vironments. Examples are George Kes-
sler’s boulevard system for Kansas City
and St. Joseph, Horace W.S. Cleveland’s
Grand Rounds in Minneapolis, and
Frederick Law Olmsted’s Fenway sys-
tem in Boston. The Great Circle idea,
derived from these urban park systems
but adapted to Fort Scott, can also have
important economic and quality of life
benefits.

Cultural ||
Arc

Figure 6.1 The Great Circle

The three arcs include:

A “red” or community arc that follows
the highway and the adjacent creek and
public space greenway between the river
and Jayhawk Road. The character of this
arc and its roadscape are considered in
this section.

A “blue” or river arc that would imple-
ment current plans for the Marmaton
River greenway, from east of US 69 past
the historic fort and continuing to Gunn
Park, the city’s great public open space.

A “green” or cultural arc that contin-
ues south from Gunn Park and through
the Fort Scott Community College and
Bourbon County Fairgrounds.

The components of the Great Circle
would have the common thread of a
multi-purpose pathway and a consis-
tent graphic and wayfinding system.
Yet, within this overall unity, the arcs
could have different areas of concentra-
tion, depending on their contexts. The
“red arc,” links the city’s places of com-
merce — Downtown, South National,
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and South Main - along with many
of its civic and historical features. The
“blue arc,” along the river, celebrates the
natural environment and the beauty of
Gunn Park. The “green arc” links the
community college and the Gordon
Parks Center with the fairgrounds and
its connection to agricultural life in
Bourbon County. Connections off the
circle lead to other community features,
such as the National Cemetery.

This document, of course, focuses spe-
cifically on the highway and its sur-
rounding context between Horton and
Margrave. Concepts that implement
this community arc include:

o The immediate US 69 corridor it-
self, visualized as both a roadscape
and greenway.

o The business districts served by the
highway.

o The supporting systems that
enhance mobility for all users
throughout the larger planning
area.

US HIGHWAY 69:
THE HIGHWAY AS
ROADSCAPE

The US 69 roadscape concept conceives
of the corridor as both an environment
in its own right and a feature that mar-
kets the entire community. Because the
highway provides both a first impres-
sion for visitors and a lasting image for
residents, it may influence a “brand” for
the city. Community branding is some-
times confused with the design of alogo
or composition of a slogan; in truth,
brands are essentially a set of expecta-
tions, and cities, like products, have
them for better or worse. In a commu-
nity setting, community brands actually
can guide critical individual decisions -
whether to stop at a museum, stay over-
night, or invest in a house or business.

Thus, an unattractive or poorly main-
tained corridor may establish a set of
expectations, spread by word of mouth,
which may contradict the real quality
of a place. For example, New Jersey is
a surpassingly beautiful state that richly
deserves its slogan as “the garden state”
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However, talk show hosts rarely fail to
get a laugh when they deride New Jer-
sey, based largely on chemical plants,
salvage yards, and the visual appearance
of the Interstate 95 corridor near New
York City.

Fort Scott has a few moments to begin
to tell its story to travelers along US 69,
and the corridor has a critical market-
ing role to play. Making US 69 a more
attractive urban corridor is an intrinsi-
cally good thing - citizens want to have
pride in their place. Even more impor-
tantly, though, it is sound economic
strategy, recognizing the importance
of product enhancement in a competi-
tive environment. Successful roadscape
design and theming approaches emerge
from the city’s special characteristics,
culture, and history.

This section presents an urban design
program designed to a strong brand for
both the corridor and the city. It pro-
poses a family of signage, public art and
site furniture elements that provide a
coherent design image and community
brand, in turn encouraging economic
revitalization and investment.

CASE STUDY: Coralville, lowa

Coralville, IA - Highway 6 after enhancements.

Highway 6 project changed the face of
Coralville’s commercial strip, formerly an ex-
tremely harsh environment with no pedes-
trian accommodations, with unattractive sig-
nage, and with marginal development. The
project, completed as part of a roadway-wid-
ening effort, included a streetside trail, land-
scaping, lighting, and new graphics. The effect
has been dramatic, resulting in a substantial
upgrading of neighboring development and
causing the city to tout this once-disdained
commercial corridor as “a classy strip [that’s]
worth the trip”
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Guiding Principles

The following overall principles and cri-
teria guide the design of site elements
illustrated here.

Theming. Themes and icons express the
values and history of a community, and
should be expressed clearly but subtly
along the corridor. Potential commu-
nity themes in Fort Scott include:

o Native American culture
o History of the Fort

« Fort Scott National Cemetery and
military history

o Natural history of the region
o Railroad

o Gordon Parks and other supremely
talented local residents

o Photography and its role in the
community

Placement. Careful location of site ele-
ments can establish nodes and rhythms
along the corridor and can even calm
traffic by providing detail and texture.
Site elements make the experience of
routine travel along a highway more
memorable, and further help to estab-
lish a community brand.

Materials. Local and regional material
choices express the nature and geology
of the place, consume less energy to
transport to the site, and support the lo-
cal economy. The use of local limestone
and brick reinforces precedents in Fort
Scott architecture and public spaces.

Speed and Scale. Site elements should
reflect the speed at which people will
experience them. Small features with
fine details designed for pedestrian scale
will be lost in a high speed vehicular en-
vironment. On the other hand, pedes-
trians along a trail have the leisure and
desire to enjoy human-scaled features.

Components of the Concept

Architectural Markers & Public Art.
Architectural markers provide vi-
sual interest and rhythm in medians
and key locations along the greenway.
Along with other roadscape elements,
the placement of markers help signal
to drivers that they are approaching an
intersection. The regular placement of
features can also establish focuses and
pools of light along the way, reflecting
the scale and presence of the surround-
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ing city. This can be especially useful
between 6" and 12" Streets, or north
of 3™ Street, where the freeway feel of
the road can cause crashes when motor-
ists unexpectedly encounter signalized
street intersections.

Public art in the study area creates
landmarks and celebrates the corri-
dor’s identity. Public art may be inte-
grated with the markers or designed as
stand-alone pieces. Its design could be
influenced by the fort’s stone columns,
poetry and quotations, photography, or
local vernacular architecture.

Trail Markers. Trail markers announce
the location of the greenway where the
trail intersects roads or key nodes. Trail
markers should be designed to match
the style of the architectural markers.

Walls. Limestone retaining walls,
planter walls and seating walls can be
integrated into the corridor where ap-
propriate. Walls should be terraced at
appropriate intervals.

Interpretive and Wayfinding Signage.
Interpretive signage, generally scaled
to non-motorized pathway users, can
celebrate the history, present culture
and future possibilities of the city and
corridor. The locations of these features
may be focused along the greenway, but
also may be used throughout the study
area and city. The interpretive elements
may come in the form of either tradi-
tional interpretive panels, but also may
incorporate “discovered interpretation.”
Discovered interpretation pieces are el-
ements that are located just off the beat-
en path and may come in the form of a
poem by a past or current area resident
that is located just off the trail or on the
side of a pedestrian bridge.

A wayfinding system, also reflecting
community themes, should also be de-
signed to lead visitors (primarily motor-
ists) from arrival points to destinations.
Wayfinding systems should be attrac-
tively designed, but should be clear
and understandable to motorists who
are making quick decisions. Pedestrian
scaled wayfinders may include a higher
level of art and detail.

Site Furniture. Other site furniture el-
ements such as benches, lighting and
trash receptacles should be selected in-
tentionally for their durability, quality
and to coordinate with other site fea-
tures.
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Architectural Markers, Public Art and Interpretative Signage Enlargement

| B

Wall Design 2 Interpretative Signage Trail Marker

==

Wall Design 1

O’ER SUNNY KANSAS
5, SOME COMMERCIAL CADMUS, IN DAYS UNKNOWN, ¢
f THE TEETH OF GOLDEN DRAGONS MUST HAVE SOWN;
FORWHEN THE PRAIRIES
FEEL THE BREATH OF SUMMER,
THE TROWELS RING,
AND FROM THE SOIL THE BURNISHED CITIES SPRING.
- CAPTAIN EUGENE FITCH WARE,
AKA“IRONQUILL" 4
CIRCA 1892

Site Furniture & Lighting

Design influences for U.S. Highway 69 Corridor
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US HIGHWAY 69:
THE HIGHWAY AS
GREENWAY

US 69 between the river and the South
National intersection is a both a green-
way and a transportation corridor as
it parallels Buck Run. Trees and veg-
etation mask the surrounding city en-
vironment, which includes Downtown,
City Park and pool, the high school,
community center, stadium, and com-
mercial and residential development.
Developing this greenway as a public
space can connect Fort Scott’s residents
to the townss history, culture, and natu-
ral environment. The US 69 greenway
will encourage users to connect with
a restored Buck Run; discover historic
features; walk, run, or bike along the
greenway; and learn from elements that
may interpret the history and ecology of
the area through images and words. The
greenway concept also has transporta-
tion functions by providing safe pedes-
trian and bicycle access to destinations
in the South Main commercial district
south of a redesigned 18" Street inter-
section. Components of the greenway
concept include:

The Buck Run Greenway Trail. A
multi-use pathway and promenade
would run along US 69 and Buck Run,
typically using existing level areas to
provide a continuous route between the
riverfront and South Main, complet-
ing the community arc portion of the
Great Circle concept. The trail will be
both a transportation and recreation fa-
cility that connects the downtown dis-
trict, community center, public parks,
residential neighborhoods, schools and
the South US 69 commercial district.
The trail would connect with the pro-
posed riverfront trail on the east side
of the highway, with a connection to
Downtown and the historic fort using
a largely disused railroad right-of-way
that passes under US 69. The main trail
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Figure 6.1a Greenway Map - North
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Figure 6.1b Greenway Map - South
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continues along Buck Run, crossing to
the west side of US 69 at 6th Street, ei-
ther at-grade or using a reconstructed
overpass. The pathway would proceed
through City Park and along the edge of
the Fort Scott High School campus, and
continue along the creek and the west
side of the highway to a new 18th Street
intersection. From there, the trail be-
comes a sidepath along US 69 through
a landscaped right-of-way that serves
adjacent business, connecting with the
“cultural arc” of the Great Circle at the
Bourbon County Fairgrounds. Map
6.1 a & b illustrates a conceptual align-
ment for the trail. Detailed study is
needed to define exact alignment and
determine the best locations for cross-
ings over Buck Run. The trail would be
built primarily on public land and street
rights-of-way; however, land purchases
or easements may be necessary in a few
locations.
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Specific features of the greenway trail
include:

o Markers. Trail markers may be
placed at road crossings and along
the corridor. These markers should
identify the trail as part of the Great
Circle, provide distance informa-
tion, and direct users to nearby fea-

eaomist | tures. In addition, mileage markers

are important to help locate people
needing assistance in emergency
situations.

(‘\\1‘-‘-»\‘1‘\"\’\.

o Interpretive graphics relating to
historic and cultural themes in Fort
Scott and Southeastern Kansas.

o Bridges. Two historic stone bridges
along the conceptual trail align-
ment should be preserved and re-
stored as a part of the greenway.

o Public Spaces. Vacant public land
at the intersection of the greenway
and East 1st Street could be a trail-
side park that serves both trail users
and northeast Fort Scott neighbor-

67



US 69 CORRIDOR MANAGEMENT PLAN

Looking north along Buck Run west of US 69.

Trail improvements to Buck Run Greenway.

hoods. Use of existing parkland
near the community center and
along the proposed trail could
be increased with new facilities
such as a skate park. Other points
along the trail provide nodes for
seating and passive use.

Urban Pathway. An urban pathway
on the west side of US 69 between
Wall Street and 6 Street would con-
nect the Greenway Trail to downtown
and its sidewalk system. This pathway
would use State Street between Wall
and 3 and either separate right-of-
way or Scott Street between 3¢ and
6% Streets. South of the proposed
184 Street intersection, the pathway
continues south along the west side
of the highway, providing access to
businesses along this commercial cor-
ridor. The south pathway concept is
discussed later in this chapter.

US 69 Crossings. The Bush Run
Greenway is designed as a resource
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for the entire community and, as such,
it should reduce the barrier quality of
the US 69/BNSF corridor. New or bet-
ter crossings of these corridors can help
unify the east and west sides of the city.
Specific projects include:

o A trail link along disused rail right-
of-way on the Elm Street align-
ment, extending along the north
side of the Fort to Elm and National
and Maple Ridge Park on the south
bank of the river.

o Improvements to Wall Street and
the Wall Street/US 69 interchange,
including a new boulevard section
on Wall Street, redesign of the in-
terchange, a major public art in-
stallation at the US 69 overpass and
adjacent open space, and new pe-
destrian pathways and bicycle lanes
along Wall Street to Downtown.
This concept is discussed below
as part of the Downtown develop-
ment program.

o Reconstruction or replacement of
the 3r¢ and 6t Street pedestrian
overpasses to contemporary acces-
sibility standards. These overpasses
are basic parts of the Buck Run
Greenway.

 Redesign of the South National/18
Street intersection, described else-
where in this plan.

o Construction of a 234 Street grade
separation over the BNSF tracks.

Buck Run Improvements. The Buck
Run drainage corridor can be enhanced
to slow, absorb and clean stormwater
runofl; improve wildlife habitat; and re-
duce erosion. To achieve these goals and
improve the visual quality of the creek
environment, the plan recommends:

o Naturalizing areas of the creek cur-
rently lined with a concrete chan-
nel
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Typical cross-section US 69 greenway.

o Restoring native planting and in-
crease species diversity

o Stabilizing streambank edges

o Utilizing filter strips, bioswales
and recreated wetlands as part of a
comprehensive system to improve
water quality and mitigate storm-
water impacts

» Engaging the public in monitoring
creek health and completing im-
provements

12—l —137"
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Drive Lane
g

These strategies should be employed
where applicable throughout the length
of Buck Run. Maps 6.1a & 6.1b illus-
trate specific areas in need of significant
attention.

Regional Materials. Structures such
as bridges, trail heads, and wayfinding
should use limestone and brick in their
construction. Landscaping in the green-
way and along the road should utilize
native trees, grasses and forbs. These
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materials maintain the lowland prairie
environment and manage stormwater
effectively. In addition, existing features
within the greenway should be part of
the design of the trail. For example,
the stone bridge east of the high school
campus is a little-known link to Fort
Scott’s heritage. Its reuse connects the
trail and the high school, and preserves
a small but important part of the city’s
heritage.
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US HIGHWAY 69:
THE HIGHWAY AS AN
AVENUE OF COMMERCE

US 69 in Fort Scott is both a roadway
and greenway, and the community de-
velopment strategies described above
build on these roles. The roadway en-
hancements are designed around the
image and “brand” that Fort Scott pres-
ents to travelers along the highway, a
first stop in inducing them to stop for
an hour, a day, or even a lifetime. The
greenway development conceives of the
highway as a community environment,
designed to increase public use and re-
imagine the corridor as a bridge rather
than a barrier between east and west.
But the road is also an avenue of com-
merce — a conduit that brings people to
adjacent business districts to buy, enjoy,
consume, or invest. The strategies con-
sidered here are designed to strengthen
the connection between the highway
and the business centers that it serves,
and to improve the business and cus-
tomers’ experience within those areas,
shown in Figure 6.2, which include:

o Historic Downtown Fort Scott.

o The South National District, along
South National Avenue between
15th Street and US 69.

o The South Main District, the US 69
corridor between South National
and Jayhawk Road.

T

Figure 6.2 Fort Scott Business Centers
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Downtown Fort Scott
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Description

Downtown Fort Scott is the traditional
civic, historic, and economic heart of the
community, rich in heritage, distinctive
business, and architectural significance.
The community and National Park Ser-
vicehave made major investmentsin and
around the Fort Scott National Historic
Site, restoring the fort and, through ur-
ban renewal, developing visitor parking
and a boulevard between Downtown
and the historic site. More recently, the
city completed a street and sidewalk
improvement project along Main Street
between Market and 34 Streets in 2008,
and is continuing to upgrade the down-
town streetscape. Downtown, with the
fort, is the city’s pre-eminent image cen-
ter and visitor destination, but, despite
its many resources, continues to strug-
gle with building vacancy and business
turnover.

With Downtown’s visitor-oriented re-
sources, increased regional tourism re-
lated to the historic fort is clearly one
key to economic revitalization, making
the connection to US 69 particularly
important. Yet the district presents a
poor entrance from the highway, and
is not very visible from the road. The
Wall Street interchange is unattractive
and somewhat uncomfortable in feel,
and Wall Street itself is not an inviting
street to visitors. Traffic patterns around
the historic fort are confusing to visi-
tors, and both pedestrian and vehicular
connections between the fort area and

Main Street are unclear, complicated by
one-way circulation that prevents visi-
tors to the fort from driving directly into
Downtown. Concepts presented here
focus on strategic actions that can most
effectively build and retain local busi-
ness, attract more visitors to the district
and ensure that they spend time and
dollars during their visit, and increase
private investment opportunities.

Program

The program for Downtown Fort Scott
shown in Figure 6.3 includes:

o Creating a highly attractive en-
trance to Downtown from US 69,
beginning with the Wall Street
interchange and continuing with
Wall Street between the highway
and Main Street.

o Improving the space between the
historic fort and Downtown with
better circulation and connections,
more attractive and active public
spaces, and additional develop-
ment.

o Reusing the strategic vacant site at
Main and Wall Streets as a multi-
use community space that supports
other downtown development.

o Improving pedestrian and bicycle
circulation throughout the district.

 Providing incentives for key new
developments, including lodging
and housing.
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Figure 6.3 Downtown Fort Scott Development Program

1 New Potential Multi-family Development 9 Potential Development Site

2 Government Facility Renovation 10 Wall Street Gateway & Streetscape Enhancements
3 Park Enhancements with water feature & gathering space 11 Redevelopment Site (potential Hotel site)

4 Old Fort Boulevard Improvements 12 Public Art Project/ Interpretative Walk

5 Convert to two-way circulation 13 Wall Street Interchange Improvements

6 Multi-use Carscape Plaza (former burn site) 14 New Greenway Trail

7 Open Space Improvements
8 Parking Circulation and Bus Turnaround
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Components of the Concept

Wall Street Interchange Improvements
and Public Art Project. Visitors to
Downtown (or travelers on eastbound
US Highway 54) typically exit US 69
at the Wall Street interchange, and
encounter the low, looming highway
overpass supported by rows of concrete
columns. The area under the overpass is
unattractive and poorly lighted, and the
very tight diamond of the ramp creates
visibility problems and traffic conflicts
with no room for functional or aes-
thetic improvement. The overall aspect
creates a poor transition from highway
environment to the historic district, and
reinforces the barrier effect of US 69.

The Wall Street Gateway concept will
transform this interchange into a gate-
way that befits Fort Scott and its history
and culture, without extensive structur-
al changes to the highway structure. El-
ements of this transformation include:

o Relocating the northbound access
ramps of US 69 farther to the east,
intersecting Wall Street at the pres-
ent Clark Street intersection. Clark
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Present condition, Iooking south on US 69 on-ran;\p from Wall Street

Wall Street and US 69 intersection improvement

.

Street south of Wall Street would be
realigned to intersect Wall Street at
Wilson Street. This creates a safer
separation between ramps on ei-
ther side of the highway, improves
visibility, and provides landscaped
area used for a park and gateway
feature to historic Fort Scott. The
major drainageway located adja-
cent to the northbound on-ramp
to US 69 will need to be relocated
or enclosed to accommodate this
concept.

A major park and public art instal-
lation using the area under the over-
pass and the neighboring open space
created by relocating the ramps. In
the concept proposed here, the
ground under the overpass would
be hard-surfaced, accented by pav-
ers or color-conditioned concrete
to define paths that wind around
the columns. These paths would
continue into the new open space,
set off by planted areas of orna-
mental or native grasses. Free-
standing columns of the same scale
as the overpass supports would be

located throughout this area. Both
the support and free-standing col-
umns would be wrapped with art
that reflects the community’s heri-
tage, culture, or environment. One
concept for this art would apply the
theme of photography, including
images from the work of the great
American photographer and Fort
Scott native Gordon Parks and the
cluster of fine photographers who
continue to work in the city. These
images would be set on a base of
indigenous brick or limestone to
reinforce the themes of local mate-
rials and to protect the installation
from occasional flooding in this
low-lying area. Night-lighting of
the columns would de-emphasize
the overpass ceiling and add to the
dramatic nature of the installation.

Continuation of the Buck Run Trail
through the interchange. The pro-
posed trail would cross Wall Street
on the east side of the relocated
ramps. Crosswalks using the ma-
terials of the paths through the
art installation would connect the
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April 2009 - west side of U.S. 69 looking down Wall Street

main trail to the gateway paths, and
continue west along the redesigned
Wall Street into the fort area.

o Convenient parking. The Wall Street
boulevard described below and
overall interchange design should
provide some public parking for
travelers wanting to explore the art
installation.

The Wall Street Gateway will serve the
goals of the overall plan by:

o Improving vehicular and pedes-
trian safety at the interchange and
along Wall Street.

o Creating a unique public space that
will encourage exploration of both
the art installation and the historic
fort and Downtown district.

 Helping to unify the east and west
parts of town along the critical Wall
Street corridor.

Wall Street Boulevard Improvement.
Wall Street is the critical connection
between US 69 and downtown and

Wall Street Boulevard Imp;ovément west of US 69

is especially important because of its
visibility to regional travelers, but is a
rather weak link in its current condi-
tion. This undistinguished street does
not successfully bridge the short but
important gap between the interchange
and the Fort Scott Downtown Historic

District. Instead this short segment of
Wall Street should be redesigned as a
boulevard that brings the quality and
soul of the historic downtown out to the
interchange.

The proposed street configuration
would accommodate one lane of traffic
in each direction with parallel parking,
divided by a median that includes plant-
ing beds, thematic lighting, and enamal-
ized metal graphic “banners”. Sidewalks
set off by street trees strengthen the pe-
destrian environment and reinforce the
link between the Buck Run Greenway
and Downtown.

The proposed street configuration
should take advantage of the mill and
overlay project completed in October
2009. This project included an asphalt
overlay and sidewalk improvements be-

November 2009 - west-side of US 69 looking down Wall Street

tween US 69 and Old Fort Scott boule-
vard.

Redevelopment Site. The Wall Street
project would also encourage redevel-
opment of a full-block site on the south
side of Wall between US 69 and State
Street. An excellent reuse possibility is a
hotel to accommodate business and lei-
sure travelers, with additional meeting
and conferencing space. A city entrance
at the State Street and Wall Street inter-
section would relate to the historic fort,
the Chamber of Commerce office, and
Downtown. The grade of the site could
provide lower-level parking for a hotel
or other desirable use.

Old Fort Boulevard Area. The existing
configuration of Old Fort Boulevard
and adjacent parking is confusing for
visitors both in cars and on foot. The
street includes two one-way parking
drive aisles, separated by a median. The
west bound drive requires motorists to
negotiate a confusing group of drive-
ways to exit at National Avenue, while
access to the eastbound drive, serving
adjacent businesses, is limited to Main
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Street. The median between two road-
ways provides some green space, but
is surrounded by adjacent parking and
poorly connected to sidewalks. Finally,
Main Street is a northbound, one-way
street, making it very difficult for visi-
tors of the fort to get to downtown busi-
nesses.

The plan proposes a complete redesign
of this area which can still reuse most of
the existing paving.

Features of this redesign include:

 Redesign of Old Fort Boulevard asa
two-way street with head-in diago-
nal parking on both sides, aligning
with Scott Street at its intersection
with Wall Street and leading direct-
ly to National Avenue between Oak
and Pine Streets.

o A companion two-way street with
head-in parking, continuing along
Oak Street east from National
Avenue and terminating at Wall
Street between Scott and Main

Streets.

o A promenade park extending con-

tinuously from Scott and Wall to
Oak and National, incorporating
the historic block house. The prom-
enade may have small plazas at reg-
ular intervals that include seating,
public art, and historic displays.
Past the block house, the prom-
enade opens into a larger plaza,
designed around a bugle-shaped
water feature. This plaza would
serve as a forecourt to the recently
restored H.L. Stout Building at Oak
and National Streets, and would
connect north to a potential civic
plaza and new city hall, reusing an
existing utility office building.

An improved Main Street access
to the fort area, with a divided two
way Main Street connecting to the
reconfigured Old Fort Boulevard.
This improved street connection
would also include generous side-
walks and defined crosswalks,
leading to a flag plaza and fountain
on the Main Street axis.

o Reconfiguring parking design at
the Chamber of Commerce office
to a circular pattern that increases
parking and provides better load-
ing areas for the Chamber’s tourist
trolleys.

Two-Way Main Street. Main Streets
relatively narrow section requires one-
way northbound traffic to maintain
two-sided diagonal parking. However,
one-way traffic complicates circula-
tion for visitors, and keeps people from
traveling easily between the fort area
and the rest of downtown. Two-way
circulation on Main Street improves ac-
cess to business and clarifies circulation
routes, and can be accommodated with
one-side diagonal parking with parallel
parking on the opposite side. Providing
additional convenient off-street park-
ing with the redesign of the Fort Bou-
levard area, reuse of the “burn site” on
the southeast corner of Wall and Main
Streets and improved design and access
of existing off-street parking more than
compensates for the loss of on-street
parking.

Present condition of plaza space looking towards Main Street from the Fort.

| U

i i J e e o e ]
— —} =} =] —

[ (] POSRNNNNNY
L

Proposed Boulevard Enhancements between the Fort and Downtown.




Multi-Use Carscape Plaza. The fate of
the vacant site on the strategic south-
east corner of Wall and Main Streets
has been controversial, with some peo-
ple understandably advocating new
building development. However, given
the large amount of available down-
town commercial space, the district
would receive greater benefit by restor-
ing two-way circulation on Main and
compensating for lost parking with
new off-street parking on the “burn
site” However, a conventional surface
lot is inadvisable because of the site’s
importance in the district. Instead, this
plan recommends an innovative multi-
use “carscape’, designed for default use
as parking, but designed to function as
a public space for events such as farm-
ers markets, festivals, performances,
and art shows. Paving design, ideally
incorporating permeable unit pavers,
would use contrasting colors to de-
fine parking spaces. The edge of the lot
would be defined by a permanent mar-
ket shelter, continuing the building
line and providing protected space for
vendors and shade for downtown cus-
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tomers. A u-shaped parking configura-
tion provides back-up space for vendors
and includes a small internal green that
begins an alley pathway to the restored
freight house and proposed State Street
redevelopment site.

Alley Pathways. Pedestrians often use
alleys for access to parking and short
routes between two points. However
convenient, alleys are primarily service
areas for buildings, “landscaped” by
loading docks and dumpsters. The down-
town concept suggests an east-west alley
pathway between Wall and 1st Streets,
connecting the proposed carscape pla-
za and the restored freight house. This
continuous landscaped pathway would
preserve service access to buildings and
parking lots, and provide opportunity
for the development of rear facades that
are very visible from downtown’s eastern
approaches.

For pedestrian safety along downtown
streets, alley intersections with sidewalks
should be marked with caution signs that
require motorists to yield to pedestrians.

;w-r‘-_._ -
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Urban Townhouse and Multi-family
Housing. Housing has been an impor-
tant ingredient of downtown revital-
ization and the Downtown Fort Scott
program should take advantage of op-
portunities for both new construction
and adaptive reuse. Redevelopment of
a row of deteriorated buildings along
North National south of Pine Street
could produce four urban townhomes
or live/work units adjacent to the new
“bugle park” The northwest corner of
Ist and State Street also provides an op-
portunity for apartment development.

City Hall / Government Facility. Util-
ity office buildings west of the Fort Scott
historic site are being considered as a
new home for city offices. The down-
town concept provides an excellent
setting for the reuse of these buildings
for city offices and support services, in-
cluding good parking support, excellent
civic open space, and convenient down-
town connections.

Present condition of the proposed Multi-Use Carscape Plaza at the east corner of Wall and Main Street.

Market square improvement.
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Description

The South National Business District is
a gateway to Fort Scott’s historic neigh-
borhoods, and its development dates
from the time when National Avenue
was the route of US 69. Today, it is a
cluster of retail and service businesses
that serve local and traveler needs, and
includes the city’s only movie theater.
However, it is also a confusing series of
difficult intersections, parking lots, and
cross streets with no place to walk. The
diagonal alignment of National Avenue
across the street grid, the incremen-
tal scale of development, and the lack
of landscaping or driveway definition
contribute to this confusion and results
in inefficient parking and site develop-
ment.

However, South National could gain
new economic vitality by redesign as a
cohesive business district, rather than
simply an unplanned cluster of busi-
nesses. In addition to serving local cus-
tomers better, clarity to visitors and im-
proved appearance will help the South
National district attract customers from
the nearby highway. The revitalization
concept proposes safer and clearer traf-
fic circulation, improvements to the
public environment, improved business
access, and new commercial develop-
ment sites.

Program

The program for the South National
District includes:

o Better vehicular access to the South
National district from US 69.

o Better connections to the district
from Fort Scott’s neighborhoods,
and safer and clearer local circula-
tion within the district.

o Increased parking created by more
rational street and circulation pat-
terns.

o Good pedestrian access through
the district and to its businesses.

o New sites for commercial develop-
ment.

o Clearer connections between the
South National district and the
National ~Cemetery, including
strengthening the relationship be-
tween these two community as-
sets.
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Figure 6.4 South National Business District Development Program

1  Street Improvements and bicycle lanes 7  Main St. Connection and Access
2 Enhanced E. National Intersection 8  Trail Crossing

3 New Development 9  Gateway Feature

4  S.National Ave Extension 10 Potential pedestrian crossing

5  Parking reconfiguration and new stalls 11 New sidewalk access

6  Parking Improvements 12 18th Street Extension
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Present conditions, south National Business District looking north.

Components of the Concept

Traffic Circulation Improvements.
Improving confusing and hazardous
traffic patterns is a vital step toward im-
proving the usability of the district and
increasing business potential. This will
be accomplished by implementing the
following changes:

o Extending 18" Street as the pri-
mary connection to US 69 and va-
cations of parts of South National.
18t Street, a principal route to
Fort Scott Community College,
now merges into South National
through a super-elevated curve
that leads to a confusing intersec-
tion with National Avenue and
Jersey Street. Instead, 18t Street
would become the primary east-
west route to US 69, continuing
east from a new intersection with
South National and continuing
southeast to a signalized 90-de-
gree intersection with Highway
69. The realigned 18t Street could
continue east toward Liberty Bell
Road and form the basis for local
street system to serve potential in-
dustrial development between US
69 and the BNSF Railway. With
this change in access, part of the
existing diagonal South National
right-of-way between Jersey Street
and US 69 would be vacated, to be
redeveloped with new parking for
the district and a new commercial
development site.
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o Extend National Avenue south of
18" Street. If 18 Street becomes
the principal access to US 69,
National Avenue, now a minor
street south of 18% Street that bi-
sects the R & R Equipment site can
be extended as far south as 234
Street. The National Avenue exten-
sion would relocate the street to the
west, around rather than through
the R&R site, and provide better
connectivity between residential
neighborhoods, South Main Street,
and the community college. This
street extension allows local resi-
dents access to these areas without
using the main highway. In addi-
tion, this realignment and exten-
sion creates a new development site
along 18t Street, provides more di-
rect access to theater, and opens a
significant development site east of
the fairgrounds. Additional access
can be provided to the new South
National Avenue by extending 20t
Street across US 69.

East National Avenue Intersection.
East National Avenue is the primary
route to National Cemetery #1, and
merges into northbound National Av-
enue on a curved alignment, creating a
very awkward “Y” intersection marked
by a directional obelisk. A redesign
of this difficult intersection will both
showcase the historic cemetery and
simplify access for visitors. This small
but important project would:

o Extend East National directly west
to create a standard 90-degree in-
tersection at 17" and National

o Subordinate the existing East
National curve as a free westbound
to northbound right turn with
head-in parking to serve adjacent
businesses.

o Provide a left-turn from eastbound
East National to serve businesses
on the curve.

o Develop a median with a garden
around the directional obelisk.

Parking Improvements. The proposed
street system changes greatly increase
the efficiency of parking lots, resulting
in standard lots that also include green
space and sidewalks. In addition, vaca-
tion of portions of South National adds
a large new parking lot that serves sur-
rounding businesses.

Pedestrian/Bicycle Improvements. The
project should create a more pedestri-
an-friendly business district by:

o Establishing a curb line and defin-
ing driveway entrances.

o Providing sidewalks along all
streets, setback from the curb with
tree lawns and street trees.

o Establishing bicycle lanes along
National Avenue.

o Connecting the Buck Run Trail
into the South National district’s
sidewalk system.
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US 69 and 18th Street extension intersection improvements.

 Developing a landscaped area and
district gateway at the new 18%
Street/US 69 intersection.

18th Street Developments. In addition
to improving traffic flow and increas-
ing parking in the district, the street
realignment creates two substantial
commercial development sites along
the north side of 18th Street. Further,
a triangular parcel on the west side of
the VFW Hall, created by the realign-
ment of National Avenue to the west,
could become a Veterans Plaza, with a
central memorial feature. The design of
this space may include flags, landscap-
ing, decorative paving, and statuary to
honor Fort Scott residents who have
served in the armed forces.

US 69 improvements at 18th Street extension looking northwest.

CHAPTER 6
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South Main Corridor
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Description

South Main, (US 69 between South Na-
tional and Jayhawk Road) is Fort Scott’s
contemporary  automobile-oriented
commercial corridor, including large-
scale retailing, restaurants and services,
Mercy Medical Center, and other of-
fice and industrial uses. Improvements
are designed to improve the highway’s
dual function as a regional arterial and
a commercial street by creating a bet-
ter public environment, connecting
the corridor to the proposed trail and
greenway system, creating alternative
routes that filter local traffic from the
regional main line, and providing better
use of land and development sites.

Program

The program for the South Main Cor-
ridor includes:

o Improving the quality of the road-
way environment.

« Providing reasonable accommoda-
tions for pedestrians and bicycles,
using those modes to reach corri-
dor destinations.

o Reducing traffic friction to maxi-
mize the capacity and smoothness
of traffic operations along US 69.

o Opening new areas for economic
development on the south side of
Fort Scott.

o Improve traffic circulation and
safety through access management
and efficient design of parking lots.
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Map 6.5 South Main Corridor Improvement Program
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Cross-sectional improvements along South Main Business District.

Components of the Concept

Road Section Changes. Other parts
of this document have discussed the
transportation performance of this
southern urban section of US 69. Given
existing traffic volumes, crash history,
and adjacent land uses, this plan recom-
mends widening the urban section to a
five-lane facility with a center left-turn
or, in specific areas, a raised median
with protected left-turn lanes. Medians,
where they exist, should be appropri-
ately landscaped.

Access Management and Parking Lot
Design. Consolidation of driveway ac-
cess points to US 69 where possible can
decrease traffic friction and improve
safety for motorists and, with future
pathway development, pedestrians and
bicyclists. Additionally, access manage-
ment increases the efficiency of parking
lots by reducing duplicative circulation.
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The South Main plan map illustrates a
concept for access management and
parking lot redesign. A more detailed
plan, worked out individually with
business and property owners to meet
their access needs, should be developed
as part of the design process for even-
tual improvements along the US 69 cor-
ridor.

Street Landscaping and Sidepaths.
The US 69 right-of-way between the
future 18th Street intersection and Jay-
hawk Road provides enough space for
a ten-foot sidepath with shoulders and
a generous parkway strip between the
highway and the path. Utility lines, ad-
jacent uses, and right-of-way configura-
tion suggest that these improvements
should occur on the west side of the
road. Landscaping in the parkway strip
should include both overstory trees and
low-level ornamental landscaping.

The sidepath would connect to the Buck
Run Trail system and becomes an im-
portant part of the road’s multi-modal
transportation function. However, care-
ful sidepath design is critical to avoid
hazards to pedestrians and cyclists at
street and driveway intersections. Side-
paths should cross intersections either
relatively close to the roadway to pro-
vide maximum visibility to motorists,
or set back far enough to enable turn-
ing traffic to see and respond to side-
path users. Sidepath crossings should
be clearly marked and warning signs
employed that indicate the parallel trail
facility. Lower scale lighting along the
pathway and graphics establishing a city
and corridor identity can also add scale
and identity to the corridor as both a
commercial environment and a gateway
to the city.
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Possible development site on northside of 18th Street.

H

Looking south on U.S. 69 and possible sidepath.

Alternative Routes. North-south access
forlocal traffic to and through the South
Main district depends largely on US 69.
An improved local street network pro-
vides alternative routes for local traffic,
dedicating more of the highway capac-
ity to through movement and improv-
ing the service that it offers. Projects in
the South Main area that build a local
street network include:

o Extension of National Avenue
south to 234 Street.

o Extension of 20t Street west to
Horton Street.

o Withredesign of the South National
street system, continuation of 18th
across US 69 to Liberty Bell Road.

o A north-south “rearage” road on
the east side of US 69.

o Possible continuation of the South
National extension to Horton Street
north of the hospital.

New Development Sites. The combi-
nation of better through access created
by continued improvement to US 69
between Kansas City and Tulsa; a local
street network; and a high-image road
environment places the south corridor
in a position to attract more employ-
ment-based development. Potential
sites proposed by this plan for develop-
ment include:

« Completion of the Bourbon County
Industrial Park.

o New industrial and business park
development on open land be-
tween the BNSF and a proposed
rearage road between the extended
18th Street and 239 Street.

o Commercial and mixed use de-
velopment east of the Bourbon
County Fairgrounds between the
extended South National Avenue
and US 69.

 Office and mixed use development
adjacent to the Cigna campus,
opened by a possible extension of
South National Avenue south of
234 Street to Horton Street.

The south corridor land use concept,
presented in Chapter 5, indicates these
sites and incorporates them into traffic
projections and transportation plan-
ning for US 69.

Great Circle Connection. The southern
arc of the Great Circle concept would
connect the riverfront (or “blue” arc)
with the highway (or “red” arc) through
the Fort Scott Community College
campus and the fairgrounds. Develop-
ment between the fairgrounds and the
highway or a westward extension of 20"
Street should provide a greenway corri-
dor to complete the circle.
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Rural Transition
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Description

The US 69 corridor’s character changes
as the highway enters the county. The
Bourbon County Industrial Park is ad-
jacent to the east side of the corridor
south to the Highway 7 interchange, and
is largely undeveloped between Hicko-
ry and Hackberry Roads. The west side
of the highway has scattered industrial
and commercial use (including vacant
commercial buildings), is largely open.
The corridor is in agricultural use south
of Highway 7 to the county line.

While US 69 will be upgraded to a four-
lane facility south of Highway 7, the issue
of whether the road will be developed to
expressway (with limited surface access)
or freeway (with interchange access
only) standards is unresolved. Bour-
bon County does not currently exercise
zoning or land use control, opening the
possibility of unmanaged development
that may affect the quality and function
of the corridor.

Program

o Provide a positive county and com-
munity image for northbound traf-
fic entering Fort Scott.

o Manage storm water.

o Preserve the open character of the
rural landscape.

o Prevent unsightly or unplanned
commercial or industrial develop-
ment.

Components of the Concept

Land use management. The city and
county should develop a framework for
development management along the
highway corridor. This starts with de-
fining desirable land use of the US 69
frontage. The plan proposes:

o A continuation of the existing in-
dustrial and business use pattern
between US 69 and the BNSF with-
in the Bourbon County Industrial
Park south to the Highway 7 inter-
change. The industrial park has ad-
equate infrastructure and internal
access to support industrial use.
Development within this planned
industrial area should:

- Orient loading and service areas
away from direct highway view
to the maximum degree possible.

- Provide substantial landscaping
adjacent to the highway right-of-
way.

- Continue to provide internal ac-
cess to individual industries in
the park, with direct access to US
69 limited to section line roads
and one intermediate access, as
near as possible to the half-sec-
tion if an expressway section is
constructed.

- Limit industrial owners to enter-
prises that do not generate mea-
surable external environmental
effects (hazards, noise, odors, or
light) beyond their immediate
property lines. Prohibit salvage
yards or other operations with
exterior storage of salvage or raw
materials.

- Establish stormwater manage-
ment standards that either de-
tain stormwater from a 10-year
design storm within the bound-
aries of an individual parcel or,
alternatively, includes regional
management that includes all or
part of the industrial park.

« Limitation of industrial and com-
mercial development along the west
frontage of US 69 between Jayhawk
and Highway 7 to parcels that have
previously established commercial
and industrial uses without ap-
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proval of special permits by both
Bourbon County and the City of
Fort Scott. Require all such com-
mercial and industrial uses to meet
the restrictions proposed above for
properties in the Industrial Park.

» Restriction of adjacent uses to agri-
culture and accessory agricultural
uses between Highway 7 and the
county line.

Implementation of these guidelines re-
quires:

o A US 69 special development dis-
trict within the county jurisdic-
tion, created by Bourbon County
that includes ordinance language
to identify specific use and devel-
opment restrictions.

o An intergovernmental agreement
between the county and city to ad-
dress administration of the special
development district. One option is
administration of the district by the
City, with approval of special per-
mits and other legislative actions
by the county board. The Kansas
Department of Transportation may

Present condition, looking north along US 69 near Jayhawk Road.

yhawk Rd

also be a signatory to the agree-
ment.

These requirements are intended to
control unmanaged or premature de-
velopment, rather than to prevent even-
tual development along the corridor.
Conditions will inevitably change over
time, and the special development dis-
trict’s limitations and guidelines should
respond to these changes. For example,
considerable support exists for develop-
ing US 69 to freeway standards south of
Fort Scott. If this occurs, interchanges
produce points of maximum access that
produce unusual opportunities without
affecting US 69 traffic operations.

The county and city should make ap-
propriate modifications to the district,
based on a specific area plan that ad-
dresses land use, environmental man-
agement, access, and appearance of
property around the interchange.

Stormwater management. Improve-
ments to US 69 should incorporate
best practices that manage stormwater
runoff within the highway right-of-way.
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Techniques include bioswales in the
median, permanent water features, wet-
lands remediation areas, and retention/
detention facilities within the right-of-
way and adjacent public areas.

Design Features. Design features and
themes that are intensively developed
in the city should be introduced in the
rural part of the corridor. Specific con-
cepts include:

« A gateway monument at the county
line, using the aesthetic vocabulary
of native materials used through-
out the corridor.

o Similar monument markers at in-
tersections that lead to other sig-
nificant features, such as Lake Fort
Scott.

o Ornamental plantings clustered at
regular intervals along the road-
way. These intervals would become
shorter as the traveler approaches
Fort Scott.
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TRAFFIC FORECASTING
ANALYSIS

Local and regional trips
are the two components of the

traffic stream that contribute

to future transportation needs
along the US 69 corridor,
each likely to grow at

their own rate.
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FUTURE REGIONAL
GROWTH

Local and regional
- trips are the two
- - _;‘,;i‘ components of
. w the traffic stream
s that contribute to
future transporta-
tion needs along
the US 69 corridor,
each likely to grow
at their own rate.
Based on a review
of KDOT historic

1 daily traffic count

. data along US
I

69, regional
| traffic can be

"J’ grow about 0.9
ally in the study

area. Table 7.1

growth rates along

US 69 over the past eight

expected to

& ' / / percent annu-
40 /4?‘

/4 shows the annual

years, from 2000 to 2008.

This time period provides enough his-
torical perspective to understand past
trends and provide a sound basis for
future projections.

Two count locations were selected in
each county to provide a good sampling
of data along the US 69 corridor. As
Table 7.1 shows, the growth rate be-
tween passenger cars and trucks has
differed over the past eight years. While
overall traffic growth on US 69 the vi-
cinity of Fort Scott in Bourbon County
has been negligible, truck volumes have
increased while car volumes have de-
creased. To account for these differenc-
es, this study uses two different growth
rates to forecast future volumes.

The first growth rate applied to the total
traffic volumes (including both cars and
trucks) collected in early 2009 is 0.25
percent per year. This rate produces a
conservative estimate of future traffic
along US 69 through Fort Scott since it
exceeds historic growth rates in Bour-
bon County. Any significant growth in
car traffic on US 69 will probably be
caused by new development discussed
in Chapter Five.

The second scenario applies a 1.5 per-
cent annual growth rate to heavy vehi-
cle traffic only. As with car related traf-
fic growth, some of this future growth
is associated with new development in
the Fort Scott area. Therefore, the 1.5
percent growth rate produces a conser-
vative forecast for background traffic
related to trucks.
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The annual percentage growth rates were calculated with the following equation:

PercentGrowth(2000 —2008) = (

1
Year2008ADT (§J 1
Year20004DT

The compilation of these two growth
rates in the traffic forecasting produces
an annual growth rate slightly over 1
percent growth from 2009 to 2040, sim-
ilar to the historic growth in the region
on US 69 over the last eight years. Table
7.2 shows a comparison of the existing
daily traffic volumes on US 69 through
Fort Scott to the projected 2040 traffic
volumes that account for expected re-
gional growth.

Figure A.6 in Appendix A exhibits the
resulting traffic volumes for the 2040
No-Build Scenario, accounting for re-
gional background growth.

NEW TRIP GENERATION

Proposed land use information for the
2040 analysis horizon was based upon
the future land use plan presented in
Chapter Five. The majority of the new/
redeveloped land uses within Fort Scott
will be located in the southern part of
the city between Horton and Margrave
Streets, from East National Avenue to
Jayhawk Road. The land use informa-
tion shown in Table 7.3 was used to de-
velop daily trip generation information
for new/redeveloped areas within the
study area.

The floor area totals shown for each
land use were converted into daily trips,
using typical planning assumptions for
the number of trips typically generated
per employee or per thousand square
feet of development. These rates are
shown in Table A.1 in Appendix A.

Once the daily traffic was determined,
the PM peak hour vehicle trip genera-
tion was calculated based on a compari-
son of daily and PM trip rate informa-
tion provided in Trip Generation, 8th
Edition, Institute of Transportation En-
gineers. Table A.2 in Appendix A shows
a summary of the information calculat-

ed from the trip generation manual that
was used in this analysis.

FUTURE TOTAL
TRAFFIC VOLUMES

Vehicle-Trip Distribution

Once the trips related to the new de-
velopment expected within Fort Scott
were calculated, a traffic model was de-
veloped with the use of the analysis pro-
gram Traffix to distribute the new traffic
to the roadway network. A set of distri-
bution percentages for each type of land
use (e.g., residential, retail, office etc.) to
various parts of town and regionally on
US 69 and US 54 were developed in or-
der to distribute traffic throughout the
forecasting model. Table A.3 in Appen-
dix A illustrates the various distribution
percentages by land use type.

2040 Ultimate Traffic Volumes

The new trips from the expected future
land uses in Fort Scott were added to the
2040 No-Build Traffic Volumes forecast
shown in Appendix A on Figure A.6
and the resultant 2040 Ultimate Traffic
Volumes are shown on Figure A.7. As
regional background growth and new
development occurs over the next thir-
ty years, total daily traffic volumes along
US 69 through Fort Scott are expected
to grow at a rate of approximately 1.3
to 2.0 percent per year. Table 7.4 shows
the growth expected on US 69 through
Fort Scott with the addition of new traf-
fic from the expected future land uses.

The resulting average daily traffic (ADT)
volumes for the 2040 Ultimate Traffic
Volume Scenario are shown on Figure
7.1. The PM peak traffic volumes shown
on Figure A.7 are the basis for the 2040
Ultimate operational analyses complet-
ed for this study.
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Table 7.1 Historic Regional Growth on US 69

Cars Trucks Total
Year 2000 Year 2008 Percent Year 2000 Year 2008 Percent Year 2000 Year 2008 Percent
Daily Traffic | Daily Traffic Growth Daily Traffic | Daily Traffic Growth Daily Traffic | Daily Traffic Growth
Volume Volume (2000-2008) Volume Volume (2000-2008) Volume Volume (2000-2008)

Miami 6,345 6,390 0.1% 1,315 1,440 1.1% 7,660 7,830 0.3%
County 5,855 6,330 1.0% 1,200 1,290 0.9% 7,055 7,620 1.0%
Linn 3,455 3,500 0.2% 1,095 1,210 1.3% 4,550 4,710 0.4%
County 3,640 3,190 -1.6% 825 1,030 2.8% 4,465 4,220 -0.7%
Bourbon 4,160 3,920 -0.7% 950 1,210 3.1% 5110 5,130 0.0%
County 7,750 7,590 -0.3% 1,100 1,300 2.1% 8,850 8,890 0.1%
Crawford 3,715 4,600 2.7% 810 1,010 2.8% 4,525 5,610 2.7%
County 3,895 4,830 2.7% 825 1,030 2.8% 4,720 5,860 2.7%
Cherokee 4,660 4,720 0.2% 710 1,080 5.4% 5,370 5,800 1.0%
County 3,735 4,325 1.9% 790 955 2.4% 4,525 5,280 1.9%
gfg\i/‘v’t’;]a' 47,210 49,395 0.6% 9,620 11,555 2.3% 56,830 60,950 0.9%

Source: Kansas Department of Transportation

Table 7.2 Comparison of Daily Traffic with Regional Growth (2040 No-Build)

Location on US 69 Existing Year 2040 Annual Percent Growth
South of Jayhawk Rd. 7,100 9,700 1.01%
North of 23rd St. 18,200 24,900 1.02%
North of 12th St. 11,900 16,250 1.01%
North of Wall St. 9,000 12,300 1.01%
North of US 54 5,100 7,000 1.03%

Table 7.3 2040 Vehicle Trip Generation

Land Use Type Size Daily Trips PI Peak Hour
Total Inbound Outbound

Commercial - Retail New 121,153 SF 5,210 453 222 231
Commercial - Light Industrial Removed -96,475 SF -579 -81 -10 -71
Commercial - Light Industrial New 121,817 SF 1,310 182 22 160
Commercial - General Industrial New 841,126 SF 1,682 234 28 206
Commercial - Office New 141,840 SF 1,063 143 24 119
Residential New 433 units 3,464 365 230 135
Total Trips Due to New Land Use 12,150 1,296 516 780

Table 7.4 Comparison of Daily Traffic with Regional Growth and New Land Uses (2040 Ultimate)

Location on US 69 Existing Year 2040 Annual Percent Growth
South of Jayhawk Rd. 7,100 10,300 1.2%
North of 23rd St. 18,200 30,000 1.6%
North of 12th St. 11,900 22,500 2.1%
North of Wall St. 9,000 13,500 1.3%
North of US 54 5,100 7,600 1.3%

91



US 69 CORRIDOR MANAGEMENT PLAN

N
°
o
wn
-z
o
o
O
2
6400(1200) /
LEGEND
S Sll  xxxxxx) = Daily Traffic Volume
S S (Heavy Vehicle Component)
13 o
& b
- I%2)
w —
z "
E:
o
=
=
<
=
s \VALL ST.
L S S5
S| 2
[aa] NSO
3RD ST,
N
5400(200) i
6TH ST. J»
o
— wn
_ S =
& ]S
= Sy IS
S r?) p—
I o 10TH ST.
" f
575 s
(20) . A
S o =
s S
_Jounser S §
S P . o
g 2 2
. :
n 3400
- Q (100)
2 y E. NATIONAL AVE.
[}
=
D%: 5500(150)
18TH ST.
%
=) L
<<
Sl | P &
o o 9o <
o o_g =
N S
= " Mn—
5400(150) \
Sl 23RD ST.
wn
: -
™M g 8
= S
b=z =& 2
o9 =]
o © s -
Nm
JAYHAWK RD. 2900(100)

215 8T,
(2000)

Figure 7.1 2040 Ultimate Daily Traffic Volumes

92



{ TRAFFIC FORECASTING ANALYSIS} CHAPTER 7

93



US 69 CORRIDOR MANAGEMENT PLAN

94



{ ACCESS MANAGEMENT PLAN}  CHAPTER 8

————— T e
e —

Access MANAGEMENT PLAN

An Access Management Plan is
necessary to protect safety for the
motoring public and the operational
efficiency of the highway corridor.
Effective access management also
protects public investments and
maintains the economic vitality

of the corridor.
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INTRODUCTION

An Access Manage-
ment Plan is nec-
essary to protect
safety for the
motoring pub-
lic and the op-
erational efficien-
cy of the highway
corridor. Effective

access  manage-
mentalso protects
public  invest-

ments and main-
tains the eco-
nomic vitality
of the corridor.
In contrast,
uncontrolled
access gener-
ally impedes
development
and  produces
high costs when
retrofits are needed.
Figure 8.1 illustrates
the relationship between the
amount of access provided and the
facility type. Most of US 69 within
the study area operates in the upper
range of this graph, somewhere be-
tween Freeway and Major Arterial.
North of the intersection with South
National Avenue and south of the in-
tersection with Jayhawk Road, access
to the highway is limited to major
cross streets and, for the most part,
adequately spaced driveways. The US
69 segment between Jayhawk Road
and South National Avenue operates
more like a Major Arterial, with con-
siderably more access provided to the
adjacent businesses and properties.

It is widely accepted that good man-
agement of driveway access to major
arterials improves safety, promotes
more efficient road operation, and ex-
tends the capacity of roads. KDOT’s

current Corridor Management Policy,
updated in January 2003, provides
local jurisdictions with criteria and
procedures that both realize these
benefits and maintains reasonable ac-
cess to adjacent properties. This Ac-
cess Management Plan applies these
tools to US 69 in the Bourbon County
study area.

Appropriate action on driveway access
permits depends on the following cri-
teria:

1. Providing reasonable access from
the roadway to the property.

2. Maximizing the separation between
the driveway approach and other
driveway approaches and intersec-
tions.

3. Minimizing the number of conflict
points between vehicles entering
and exiting driveways and through
traffic.

4. Minimizing conflicts between vehi-
cles entering and exiting driveways
and pedestrians using the public
right-of-way.

5. Keeping the difference in speeds be-
tween the vehicles using driveways
and through vehicles as low as prac-
tical.

6. Providing unobstructed visibility
between vehicles entering or leaving
the roadway at a driveway and other
vehicles using the roadway.

7. Providing maximum safety and efhi-
ciency of turning vehicles using the
driveway.

8. Minimizing the frequency of
through vehicles forced to stop or
substantially reduce speed because
of vehicles entering or leaving the
roadway approach.

This chapter summarizes access man-
agement principles, explains how these

€ Freeway

Major Arterial

ACCESS FUNCTION

Minor Arterial

Major Collector

| increasing Access

Minor Collector

Local Street

& Cul-de-Sac

Figure 8.1 Access Functional Hierarchy
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principles achieve access management
goals, and makes recommendations for
access modifications, based on existing
conditions on US 69.

PRINCIPLES OF
ACCESS MANAGEMENT

City, county, and state governments can
use their powers to protect public health,
safety, and welfare to manage road ac-
cess. Management programs can apply
equally to all parts of the study area, or
be established within specific areas us-
ing tools such as overlay districts. Ac-
cess management ultimately involves
the beneficial regulation of traffic flow,
reducing conflicts between vehicles op-
erating at different speeds or for differ-
ent objectives.

According to the Transportation Re-
search Board’s Access Management
Manual, access management programs
limit and consolidate access along major
roadways, while promoting a support-
ing street system and convenient local
circulation systems to serve develop-
ment. Effective management strategies
provide adjacent owners with reason-
able and often qualitatively improved
access to their property from the area’s
street network. Access (connection with
surrounding roadways) and routing
(direction of flows between properties
and surrounding roadways) are differ-
ent components of system management
and are controlled differently.

The following principles guide effective
access management:

1. Provide a Specialized Roadway
System: Different types of roadways
serve different functions. It is impor-
tant to design and manage roadways
according to the primary functions
that they are expected to serve.

Access locations on northbound US 69.



2. Limit Direct Access to Major

Roadways: Roadways that serve
higher volumes of regional through
traffic need more access control
to preserve their traffic function.
Frequent and direct property access
is more compatible with the function
of local and collector roadways.

. Promote Intersection Hierarchy:
An efficient transportation network
provides appropriate transitions
from one classification of roadway
to another. For example, freeways
connect to arterials through an in-
terchange that is designed for the
transition. Extending this concept
to other roadways results in a series
of intersection types that range from
the junction of two major arterial
roadways, to a residential driveway
connecting to a local street.

. Locate Signals to Favor Through
Movements: Long, uniform spacing
of intersections and signals on major
roadways enhances the ability to co-
ordinate signals and ensures contin-
uous movement of traffic at the de-
sired speed. Careless or unmanaged
access connections or median open-
ings that later become signalized of-
ten cause substantial increases in ar-
terial travel times. In addition, poor
signal placement can lead to delays
that even computerized signal tim-
ing systems cannot correct.

. Preserve the Functional Area of

Intersections and Interchanges:
The “functional area” of an intersec-
tion or interchange is the area that is
critical to its safe and efficient opera-
tion, where motorists are responding
to the intersection or interchange,
decelerating, and maneuvering into
the appropriate lane to stop or com-
plete a turn. Access connections too
close to intersections or interchange
ramps can cause serious traffic con-
flicts that result in crashes and con-

gestion.

{ ACCESS MANAGEMENT PLAN }

6. Limit the Number of Conflict

Points: Drivers make more mistakes
and are more likely to have collisions
when they are presented with com-
plex driving situations created by nu-
merous conflict points. Conversely,
simplifying the driving task helps
improve traffic operations and re-
duce collisions. A simplified driv-
ing environment is accomplished
by limiting the number and type of
conflicts between motor vehicles,
vehicles and pedestrians, and motor
vehicles and bicyclists.

. Separate Conflict Areas: Drivers

need sufficient time to address one
set of potential conflicts before fac-
ing another. The necessary spacing
between conflict areas increases as
travel speed increases, to provide
drivers adequate perception and re-
action time. Separating conflict ar-
eas helps to simplify the driving task
and contributes to improved traffic
operations and safety.

. Remove Turning Vehicles from

Through Traffic Lanes: Turning
lanes allow drivers to decelerate
gradually out of the through lane
and wait in a protected area for an
opportunity to complete a turn. This
reduces the severity and duration of
conflict between turning vehicles
and through traffic and improves
the safety and efficiency of roadway
intersections.

. Use Non-traversable Medians to

Manage Left-Turn Movements:
Medians channel turning move-
ments on major roadways to con-
trolled locations. Research shows
that the majority of access-related
crashes involve left turns. Therefore,
non-traversable medians and other
techniques that minimize left turns
or reduce the driver workload can
be especially effective in improving
roadway safety.

CHAPTER 8

10.Provide a Supporting Street and
Circulation System: Well-planned
communities provide a supporting
network of local and collector streets
to accommodate development, as
well as unified property access and
circulation systems. Interconnected
street and circulation systems sup-
port alternative modes of transpor-
tation and provide alternative routes
for bicyclists, pedestrians, and driv-
ers. Alternatively, commercial strip
development with separate drive-
ways for each business forces even
short trips onto arterial roadways,
thereby reducing safety and imped-
ing mobility.

Access Management
Strategies

While short-term reductions in access
points along US 69 may be difficult, an
Access Management Plan is important
to guide actions on future access re-
quests, and direct the consolidation of
access points with roadway improve-
ments or when opportunities emerge.

KDOT, as the agency responsible for
managing access to US 69, may initiate
driveway approach modifications if:

1. Continued use of the driveway ap-
proach imposes an unreasonable
burden on the free flow of and
movement of traffic.

2. The roadway is being reconstructed,
repaved, relocated, or redesigned.

3. The driveway approach is defective
in construction, in a deteriorated
condition, or deviates from permit
terms.

4. The property served by the driveway
is developed, redeveloped, or chang-
es in land use.

Driveways have been consolidated along some stretches of US 69 to
provide adequate spacing.

Multiple access locations along southern commercial corridor in
Fort Scott.
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This Access Management Plan recom-
mends the following actions at appro-
priate places within the US 69 Corridor
to ensure safer, smoother traffic move-
ment along this important highway.

Closing Access Points

Improving the urban section of US 69
to meet access control standards is a
gradual process. KDOT, Fort Scott and
Bourbon County should seek and take
advantage of opportunities to eliminate
access at locations other than those pro-
posed in this Management Plan.

Establishing Shared Access
Points

The plan strongly encourages joint ac-
cess to the highway and local street
network by adjacent property owners.
When the city and county review devel-
opment applications, they should con-
sider, as a condition of approval, a grant
of a recorded easement by the applicant
to adjoining property owners or other
appropriate conditions that meet access
management goals. In addition, con-
solidating two adjacent property access
points into one shared point produces a
more efficient highway system and of-
ten can increase the parking supply and
efficiency of internal circulation. Incen-
tives should be offered to encourage
voluntary access consolidations.

Approval Processes And
Conditions

KDOT has the authority to permit ac-
cess to a state highway or city connect-
ing link, consistent with its Corridor
Management Policy. The Department
approves and controls access requests
by issuing a Highway Permit, which is
a legal document that establishes condi-
tions of access granted to the landowner.
All points of access to the state highway
system are governed by a Highway Per-
mit, including installation, relocation,
improvement, removal, or replacement

Access consolidation is also necessary on segments of South
National Avenue, near the intersection with US 69.
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of access connections, local streets, and
intersections. Conditions of the permit
include the location of the point of ac-
cess, construction-related issues, per-
mitted uses at the access point and oth-
er conditions and limitations. A request
for a Highway Permit is made with the
appropriate KDOT Area Office.

Fort Scott and Bourbon County ap-
prove access to local roadways. The city
and county should enforce the Access
Management Plan to control local road
access using zoning and subdivision
regulations. These provisions may be
established through a corridor overlay
district, establishing special conditions
for development in the area. On city
connecting links, a Highway Permit
must be obtained for work in the right-
of-way. Executed copies of the permit,
approved by KDOT and the city or
county will be provided to the property
owner.

Coordinating Access
Management

Because of the importance of access
management on US 69 and the gov-
ernmental relationships and responsi-
bilities discussed earlier, Fort Scott and
Bourbon County must consult with
KDOT on development applications
that propose access points on the main-
line highway and on portions of the lo-
cal street network that are included in
the US 69 Corridor Management Plan.

The US 69 Corridor Management Plan
recommends existing access points on
the highway that should be closed or
consolidated over time, as appropriate
circumstances present themselves, to
achieve these access management ob-
jectives. The city and county should co-
operate with KDOT to identify existing
access points that can be eliminated or
consolidated. Early coordination with
KDOT at the site plan and preliminary
plat stages is especially important.

EXISTING ACCESS
CONDITIONS

Previous chapters have discussed the
different contexts of US 69 and the
study area. As an element of the Na-
tional Highway System, US 69 is classi-
fied as a Class “B” Route classification,
protected by allowing direct access only
when alternative access is unfeasible.
The three contexts described previ-
ously - the urban, mixed use, and rural
transition segments — are used to define
access management zones, each with
individual characteristics and manage-
ment challenges. Descriptions of access
management objectives for each zone
are summarized below. Chapters Four
and Five describe these segments in
greater detail.

Urban Corridor:
US 54 To South National
Avenue

This segment is a four-lane divided
roadway with no direct driveway access
along the entire 2.5 mile length. The ac-
cess characteristics along this fully con-
trolled segment are described in Chap-
ter Four.

Mixed Use Corridor:
National Avenue To
Jayhawk Road

The northern portion of this segment,
from South National Avenue to 23t
Street, is a four-lane undivided cross
section with multiple driveways and
cross street intersections. This largely
commercial segment lacks a left-turn
lane or pedestrian and bicycle access.
South of 23r¢ Street, the section transi-
tions to a five-lane section, and access
points generally meet KDOT access
spacing criteria.

Driveway access to adjacent properties is not provided along the urban
corridor in Fort Scott.



Rural Corridor: Jayhawk
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Road To Bourbon/
Crawford County Line

Between Jayhawk Road and the inter-
change the K-7 interchange, US 69 is
a four-lane divided section with access
at approximately % mile spacing. This
section was constructed to expressway
standards, providing at-grade intersec-
tions and driveways. South of K-7, US
69 is a two-lane rural section through
agricultural land , with access points at
Y2 mile intervals and county roads.

Access Spacing

Table 8.1 enumerates access points lo-
cated within each segment by direction.
Any driveway or cross street located on
the right side of the roadway in the di-
rection of travel is considered an access
point. The mixed use (or South Main)
corridor segment has a large number
of access points compared to the oth-
er context segments. Calculating the
average number of accesses per mile
provides a basis for uniform compari-
son of segments with each other and
with national standards. For example,
the Mixed Use Corridor, with a length
of 0.97 miles, has 21 access point/mile
northbound and 24 access points/mile
southbound.

Table 8.1 also summarizes the exist-
ing and desirable access spacing within
each segment. The only recommended
changes in access location and spac-
ing are within the Mixed Use Corridor,

US 54 West to So. National Ave.

Maintain Four Lanes:

No Direct Access

Widen to Five Lanes:
E So. National Ave. to Jayhawk Rd.
Access 300' Intervals

{ RS50

o RS56

Widen to Four Lanes:

K-7 to Crawford County Line
Controlled Access to be Determined

BOURBON COUNTY_

CRAWFORD GOUNTY

where the recommended spacing be- Figure 8.2 Corridor Access Spacing Recommendations (4 Segments) by FHU

tween access points is at least 300 feet.
These recommended changes are dis-
cussed in more detail in the following
section.

Table 8.1 Existing Access Spacing Conditions

Urban Corridor’ Mixed Use Corridor? Northern Rural Corridor® | Southern Rural Corridor*
Northbound Access Points 7 21 6 13
Northbound Access Points/Mile 24 21.0 2.4 2.0
Southbound Access Points 7 24 9 10
Southbound Access Points/Mile 24 24.0 3.6 1.5
Existing Access Spacing 660 - 3300 Feet 70 - 300 Feet 1/4 Mile 1/2 Mile
Desirable Access Spacing 660 — 3300 Feet Not less than 300 Feet To Be Determined® To Be Determined®

'Urban Corridor: US 54 to So. National Ave.
*Mixed Use Corridor: So. National Ave. to Jayhawk Road
*Northern Rural Corridor: Jayhawk Road to K-7

*The existing interchanges and signalized intersections must remain
in their present location
®KDOT is currently studying this section of US 69 to determine facility

“*Southern Rural Corridor: K-7 to Bourbon/Crawford County Line type.
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Table 8.2 Summary of Access Management Strategies along US 69

Recommended Locations

Tool Description (Graphic) Jurisdiction
- . . - 300’ north and south of
Eliminate existing median breaks to prohibit left turns 231 Street Y
Close Mainline Median Breaks | to/from mainline and abutting properties. . th KDOT
(Consult with District Engineer) Eatizan (e 1
Street and 19" Street
Elimi . . inli ' '
Consolidate Private Driveways inltrcr;Is?r?tﬁcer?j(::/zsfantgc::wv:gféﬁogi:E:tISV?tshti(r)w ;nnam " peLElgleet ol Stiest oeiy
"' sing y L . 19" and 23" Streets FORT SCOTT
individual tract or at property line of contiguous tracts.
. . . Where property owner has frontage on both mainline All locations fronting the
Eliminate Private Driveways/ and sidz—r(fad )(;Iiminate mainlinegdrivewa and restrict | highway within thegSouth PO
Provide Side-Road Access o Y 9 way wWith o FORT SCOTT
access to side-road. National Business District
Where local roads connect to mainline at locations
Eliminate Public Road other than mile roads, eliminate connection between KDOT
Connections to Mainline, mainline and local cross-road, re-connecting cross- Not recommended
. FORT SCOTT
Re-Connect to Frontage Road | road to newly installed frontage or reverse frontage
road.
L. . . Where private driveways connect directly to mainline,
E wlps Al Dl eIiminaFt>e rivate drive\)//va sand re-conn)éct to newl Between 20" and 23" Street T
Re-Connect to Frontage Road | . P y y FORT SCOTT
installed frontage or reverse road.
Consolidate redundant, at-grade local road
. o intersections into single intersection by establishing KDOT
D E ST S local road network to facilitate connection to single BRI 5 FORT SCOTT
remaining at-grade intersection.
. Replace major road at-grade intersections with grade-
Interchanges at Major Roads P .J 9 ! ! with g Not recommended KDOT
separated interchanges
Realigned 18" Street
US 69 from South National
L Identify and prioritize critical parcels most vulnerable Ave. to 23" Street KDOT
Advance ROW A n . .
e O Ay to development or other market forces. Multiple locations on FORT SCOTT
recommended Local Street
Network
SB Wall Street On-ramp
. . 3 Street
Monitor traffic volumes and accident rates to 6" Street KDOT
Intersection Upgrades :Zzzrgme when intersection improvements are 12t Street FORT SCOTT
’ 18t Street
23" Street
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US 69 ACCESS
MANAGEMENT
RECOMMENDATIONS

Access management along the corridor
is often combined with traffic opera-
tional improvements and controls. This
section identifies problems found along
the corridor that can be addressed by
improved access management to im-
prove safety and smooth traffic flow.
Table 8.2 provides a summary of access
management tools applicable to proj-
ects within the corridor.

US 54 To South National
Avenue

The primary focus of this segment, with
its already managed access, is to reduce
the differential in speeds and improve
traffic circulation. Turbulence in the
traffic flow is caused by some driv-
ers driving excessively fast and failing
to anticipate signalized intersections
along this segment of highway. Intelli-
gent Transportation Systems (ITS) that
improve advance warning of the traffic
signals and interconnected communi-
cation between each signal should be
employed to maintain good signal pro-
gression and improve driver awareness
and expectations. These improvements
will reduce the need for through trucks
to stop and slowly accelerate in traffic.

South National Avenue To
Jayhawk Road

Access management policy along this
segment should minimize the construc-
tion of new driveways, and consolidate
and eliminate existing driveways, apply-
ing KDOT guidelines. Figure 8.3 illus-
trates a concept based on access man-
agement and enhanced development of
vacant or underused properties in this
area. The highway here would also be
widened from north of 2374 Street to the

{ ACCESS MANAGEMENT PLAN }

planned 18t Street intersection, provid-
ing a center left turn lane similar to US
69 from 234 Street to Jayhawk Road.

A raised median with a separate left
turn lane could be used in place of the
center turn lane to provide better access
management. Right turn lanes should
also be added at the signalized inter-
sections and other major movements
to maintain the platoon of through ve-
hicles within this section US 69. The
southern section of this area, from 234
Street to Jayhawk Road displays effec-
tive access management techniques that
should be used as other sections of US
69 are redeveloped.

Jayhawk Road To
Crawford County Line

Access management policy here should
control the number and location of ac-
cess points when development occurs
south of Jayhawk Road, consistent with
the land use principles established in
Chapter Five. The current spacing of
access points and median breaks at ap-
proximately % mile and % mile points
north and south of K-7 respectively
should be maintained. Right turn lanes
should also be added at those loca-
tions where major movements are an-
ticipated, to minimize interference with
through vehicles. KDOT is currently
studying this rural section of US 69 to
determine if an expressway or freeway
section should be constructed.

TRAVEL SPEED AND
ACCESS DENSITY

The Highway Capacity Manual (HCM)
indicates that the free-flow speed on an
undivided multi-lane highway is about
1.6 mph less than a divided highway
(similar to the proposed 5-lane sec-
tion between 234 Street and 18 Street/

CHAPTER 8

South National Avenue). The HCM
also indicates that for every 10 access
points per mile, the free flow speed on
the highway will decrease by 2.5 mph.

The 0.42 mile segment of US 69 be-
tween 2374 Street and 18t Street/South
National Avenue currently has ten ac-
cess points for northbound traffic, and
16 access points for southbound traffic.
This equates to 24 access points/mile
northbound, corresponding to a de-
crease of 6.0 mph, and 38 access points/
mile southbound, or a decrease of 9.5
mph.

The proposed Access Management Plan
for this segment of US 69, as shown in
Figure 8.3, recommends elimination
and consolidation of driveways, re-
sulting in seven northbound and nine
southbound access points in this seg-
ment. This corresponds to 17 access
points/mile northbound (a decrease
of 4.3 mph), and 21 access points/mile
southbound (a decrease of 5.3 mph).
The widening of US 69 to provide a
five-lane section in this area will result
in additional travel time improvements.
With the reduced number of access
points and widening to a five-lane sec-
tion, average travel speeds would be in-
creased by 3.3 mph in the northbound
direction and 5.8 mph in the south-
bound direction.

The effect of access spacing and land
configuration on the segment from 234
Street to 18" Street/South National Av-
enue is summarized in Table 8.3. This
improvement in travel speeds and oper-
ations will tend to make regional travel-
ers more tolerant of the local character
of US 69 through this segment of the
highway, which generates substantial
sales revenues and economic activity
for the city and county.
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Figure 8.3 Commercial Corridor Access Modifications
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Table 8.3 Speed Effect of Access Spacing - 23rd St to 18th St /South National Ave
Year 2009 Existing 2040 Background 2040 Total
Direction Northbound Southbound Northbound Southbound Northbound Southbound
Cross Section 4-lane 4-lane 4-lane 4-lane 5-lane 5-lane
Speed Decrease (mph) 1.6 1.6 1.6 1.6 0.0 0.0
Access points / mile 24 38 24 38 17 21
Speed Decrease (mph) 6.0 9.5 6.0 9.5 43 5.3
Total Speed Decrease (mph) 7.6 11.1 7.6 1.1 43 53
Free Flow Speed (mph)* 224 18.9 224 18.9 25.7 24.7

* Free Flow Speed based upon 30 mph baseline speed

ENHANCEMENTS
TO LOCAL STREET
NETWORK

The local street network proposed in
this Corridor Management Plan is also
critical to providing safe and efficient
traffic flow along US 69 through Fort
Scott. The land use and development
concepts presented in Chapter 5 and
6 require an integrated street network
that both provides functional highway
access and establishes complementary
routes for local traffic. These new and

extended local streets strengthen north-
south mobility by all modes and reduce
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the use of the main line by local traffic
bound for major retailing, the hospital,
the community college, and industrial
employment centers.

Figure 8.4 illustrates a potential local
street network for the study area be-
tween East National Avenue and Jay-
hawk Road. Key components are:
+ Extension of South National
Avenue to 23 Street.

o Extension of 20" Street to Horton
Street.

o Redesign of the street system in
the south national business district

vql;ﬂ '

and extension of 18t Street east of
US 69 as a “rearage” facility serving
existing and new development be-
tween the highway and the BNSE

o A 234 Street overpass over the rail-
road.

o Improved bicycle and pedestrian
access south of 12th Street.

This concept will inevitably be modi-
fied to support actual developments as
they emerge. However, it demonstrates
a general program for local access and
should remain a top priority for trans-
portation system improvements.

[| LEGEND (
s FIRST PRIORITY

Figure 8.4 Local Street Network Improvements (off-system)

SECOND PRIORITY
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103



US 69 CORRIDOR MANAGEMENT PLAN

104



{TRANSPORTATION MANAGEMENT PLAN} CHAPTER 9

7 bhapter9

TRANSPORTATION
MANAGEMENT PLAN

- --_’i._.l-.. —
P

= g

This Transportation

=

\ Management Plan evaluates future
traffic operations within the US 69
Corridor study area, using a 30-year
horizon to provide a long-term analysis
of the impacts associated with the
recommended land use and

development concepts.
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INTRODUCTION

This  Transportation
Management Plan
evaluates  future
traffic opera-
tions within the
US 69 Corridor
study area, using
a 30-year horizon
to provide a long-
term analysis of the
impacts associated
with the recom-
mended land use
and  develop-

ment concepts
presented  in
Chapters  Five
and Six. This
chapter de-
scribes  traffic

operations  for

two transporta-
tion development
scenarios within the
US 69 study area: the
2040 No-Build and the 2040
Ultimate scenarios.

The 2040 No-Build scenario presents
the projected 2040 traffic volumes based

on expected regional and local growth
and development patterns. It depicts
anticipated traffic operations if growth
occurs in the US 69 corridor study area
following historic rates, and Fort Scott
continues to develop with the existing
transportation system (including a two-
lane US 69 from K-7 to the Crawford
County Line) in place without change.
The 2040 No-Build scenario traffic op-
erations analysis together with Chapter
Four’s safety analysis were used to iden-
tify a number of transportation system
improvements both along US 69 and
off-system. The 2040 Ultimate scenario
evaluates future traffic operations as-
suming implementation of these trans-
portation system improvements and the
access management plan described in
Chapter 8. The 2040 Ultimate scenario
assumes development projected by the
future land use plan presented in Chap-
ter 5 and continued regional growth at
historic rates along US 69.

For comparison purposes, the 2009
Existing scenario summarizes informa-
tion previously covered in Chapter 4. Its
inclusion in this section helps compare
current system operations to these two
future scenarios.

US 69, looking north toward 6th Street Intersection.

TRANSPORTATION
SYSTEM IMPROVE-
MENTS

The analysis of traffic operations and
crash history along the US 69 corridor
and the performance of the 2040 No-
Build scenario generated an array of
recommended transportation system
improvements. These improvements,
described in this section, have been
incorporated into the 2040 Ultimate
scenario and group into the following
categories:

» US Highway 69 Widening

o Traffic Signal Communication

o Dilemma Zone Improvements

o Advanced Warning Signs and
Beacons

o Intersection Improvements

o Off System Improvements

o Pedestrian and Bicycle
Improvements

It should be noted that all of the rec-
ommended improvements discussed
in this chapter will incorporate best
management practices for storm water
management and address flooodplain
impacts as necessary, particularly on
the the north end of the corridor.

US 69 - Two Lane Section south of Fort Scott between K-7 and Arma, Kansas
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US Highway 69 Widening

Two roadway widening projects have
been identified along US Highway 69
within the study area to improve traf-
fic operations: the rural section of US
69 from Arma to K-7, and the urban
section of US 69 from 23rd Street to
18th Street/South National Avenue.

Arma to K-7 Interchange

US 69, between the I-44 interchange in
Oklahoma to the north side of Arma
(along with the proposed Pittsburg
Bypass), will ultimately be a four-lane
freeway, providing a high speed, limited
access facility that improves regional
freight movements and vehicular traf-
fic operations along the corridor. The
US 69 section from Arma to K-7 was
originally planned as an expressway,
allowing at-grade intersections and a
limited number of driveways with di-
rect access to the highway. KDOT is
currently studying this section to de-
termine whether the most appropriate
design solution is the current express-
way concept, an expressway upgradable
to freeway standards, or a freeway with
limited access.

4 ” 1
US 69 - 23" Street to 18 Street / South National Avenue
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23rd Street to 18th Street /
South National Avenue

Within the urban area of Fort Scott, US
69 narrows to a four-lane undivided sec-
tion from north of 23rd Street through
the intersection with 18th Street/South
National Avenue. This portion of the
highway should be reconstructed to a
5-lane section with a center two-way
left-turn lane. In addition to the widen-
ing, this project should consolidate ac-
cess points, to provide greatest feasible
consistency with a 300-foot access spac-
ing standard.

Traffic Signal
Communication/
Coordination

Currently, the five traffic signals along
US 69 through the Fort Scott area lack a
communication and coordination sys-
tem. As a result, each signal operates
independently, producing inefficient
stop and go operations for through traf-
fic. This is a particularly important issue
because of the growing amount of heavy
truck traffic on the highway. Better sig-
nal timing coordination will reduce the
negative impact of trucks stopping at
several intersections through the city.

CHAPTER 9

A hard-wired communication system
should be installed to allow for future
signal coordination and timing plans
to improve traffic progression. The in-
stallation process must be coordinated
with KDOT traffic engineering and In-
telligent Transportation System (ITS)
divisions. An adaptive traffic signal
control system, in conjunction with the
signal communication system, presents
another option for improved operations
along US 69.

Dilemma Zone
Improvements

The “dilemma zone” factor is another
major contributor to crashes at some
of Fort Scott’s signalized intersections.
Dilemma zones (illustrated in Figure
9.1) are the areas on approach to in-
tersections through which a vehicle
can neither proceed before the traffic
signal turns red nor stop safely. Dilem-
ma zones occur when intersection ap-
proach speeds exceed 45 mph and when
the signal is isolated or unexpected. In-
tersections with these conditions often
have a crash history of frequent rear-
end, signal violation, or right-angle
crashes.

Cannot Stop Zone

Cc
Minimum (Safe) Stopping Distance

- \

Cannot Pass
Zone

]
|
i Dilemma Zone
|
]

Xz =Xc=Xo

Maximum Yellow
Passing Distance

Figure 9.1 Formation of Dilemma Zone
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Signal violations at dilemma zones
can be corrected with advance warn-
ing signs with the message “Prepare to
Stop” (W3-3 and/or W3-7) combined
with flashing beacons that are inter-
connected with the traffic signal. In
Fort Scott, a dilemma zone protection
system is currently installed on US 69
at the northbound approach to the in-
tersection with 25th Street. A similar
system should be installed on US 69 at
the southbound approach to 3rd Street.

Advance Warning Signs
and Beacons

Typically, KDOT installs an advance
warning system at locations where there
may be limited sight distance. In Fort
Scott, some form of advance warning
now exists in at least one direction of
travel on US 69 at 374 Street, 6" Street,
and 12t Street. At these intersections
the location of signs on each approach
was checked to determine if adequate
warning is provided for the posted
speed. The advance warning sign and
beacon systems should be upgraded at
the signalized intersections on US 69 in
Fort Scott per the AASHTO Roadway
Design Manual (Green Book). This is
discussed in more detail in the follow-
ing sections for each intersections.

US 69 Intersection
Improvements

3rd Street Intersection

The first traffic signal that southbound
travelers on US 69 encounter south of
1-435 in Overland Park is 3¢ Street in
Fort Scott, 78 miles away. Not surpris-
ingly, crash record narratives indicate
that many drivers did not expect to en-
counter this signal. The posted speed
limit on US 69 is 50 mph at 3rd Street,
and typical traffic speeds approaching
this intersection exceed 45 mph. Third
Street has the highest crash rate of any
intersection along US 69 in the study
area, and a majority of collisions involve
southbound vehicles in either rear-end
crashes or signal violations. Several im-
provements can improve safety here:

o For southbound traffic, the di-
lemma zone protection system
described previously should be
installed to replace the existing ad-
vance warning signs.

o Advance warning signs (w3-3) and
beacons should be installed per
AASHTO guidelines on the north-
bound approach to 3¢ Street. The
existing sign and beacon are too
close to the intersection to reduce

roadway speed.

e

o The southbound US 69 entrance

ramp from Wall Street should be
extended through the 3t Street as
an auxiliary lane to provide ad-
ditional length for merging. The
merge length for the US 69 entrance
ramp is substandard for the posted
speed of 50 mph. Per the AASHTO
Roadway Design Manual (Green
Book), the recommended taper
rate for the ramp to merge into
through traffic lanes is 600 feet.
The existing taper length is only
180 feet, and the distance to the 3rd
Street stop bar is just 300 feet from
the ramp’s merge with US 69. As a
result, there is inadequate room for
southbound vehicles to merge onto
US 69 before encountering the sig-
nalized intersection at 3r¢ Street. A
detailed engineering study should
be conducted to fully evaluate the
potential impacts of extending the
on-ramp lane through the intersec-
tion.

Construction of an exclusive north-
bound right-turn lane should be
considered to separate slow moving
local traffic from the through traf-
fic mix. Current traffic volumes (94
vph in the PM peak hour) are not
high enough to warrant an exclu-
sive right-turn lane based solely on
volumes. However, traffic volumes

Dilemma Zone Protection System near 25th Street looking north on US 69.

Existing Warning Sign and Beacon at 3™ Street.
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and operations at the intersection
should be monitored to determine
if they eventually warrant an exclu-
sive right-turn lane.

6th Street Intersection

A number of the crashes at this in-
tersection also involved southbound
vehicles. Due to the curvature of the
roadway on the approaches to the in-
tersection, advance warning signs and
beacons should be installed per AAS-
HTO guidelines for both the north-
bound and southbound approaches to
this location. Although “signal ahead”
signs and flashing beacons are already
provided, they may be too close to the
intersection to be effective, given the
speed and roadway alignment.

Northbound and southbound right
turn lanes should also be considered
at 6 Street to remove slow moving lo-
cal traffic from the through traffic mix.
Current traffic volumes (31 and 47 vph
in the PM peak hour northbound and
southbound, respectively) are not high
enough to warrant exclusive right-turn
lanes based solely on traffic movements.
However, traffic volumes and operations
at the intersection should be monitored
to determine if they eventually warrant
exclusive right-turn lanes.

12th Street Intersection

Due to the limited sight distance and
curvature of the highway on both ap-
proaches to the intersection of US 69
with 12% Street, “signal ahead” signs
followed by “Be Prepared to Stop” signs
are currently provided. To improve
advanced warning, a study should be
conducted to determine if signs and
beacons similar to those recommended
at 6th should be installed on both ap-
proaches to replace the existing signs.

Northbound and southbound right
turn lanes should also be considered at
12th Street to remove slow moving lo-
cal traffic from the through traffic mix.
Current traffic volumes (85 and 30 vph
in the PM peak hour northbound and
southbound, respectively) do not war-
rant exclusive right-turn lane based
solely on volumes. However, traffic vol-
umes and operations at the intersection
should be monitored to determine if
they eventually warrant exclusive right-
turn lanes.

18th Street / South National
Avenue Intersection

Most of the collisions at US 69/South
National Avenue intersection involved
vehicles traveling southeast on South

{TRANSPORTATION MANAGEMENT PLAN }

National Avenue or northbound on
US 69, in turning maneuvers, rear end,
or right angle crash types. A review of
MUTCD trafhic signal warrants deter-
mined that existing traffic volumes war-
ranted signalization. The recommended
improvement program for this intersec-
tion includes:

o Reconstructing the intersection to
provide an exclusive northbound
left-turn lane on US 69, an exclu-
sive right-turn lane for southeast
bound South National Avenue, and
a traffic signal. A raised median
on the highway approaches to the
intersection would also limit full
movement access to driveways ad-
jacent to the intersection (Figure
9.2). The traffic signal should pro-
vide a separate left turn (green ar-
row) phase for northbound traffic
with an overlapping right turn ar-
row for southeast bound vehicles
on South National Avenue.

o Designing the new 18% Street
alignment shown in the proposed
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South National District Plan as a
3-lane section on the west leg of
the intersection. Eighteenth Street
should eventually be extended east
of the highway to provide access to
undeveloped properties between
US 69 and the BNSF tracks and
connect with the future street net-
work previously described.

o Consider installing advanced
warning signs and beacons for
southbound traffic because of lim-
ited sight distance and highway
curvature between 12t and 18t
Streets. Traffic conditions after sig-
nalization should be monitored to
determine the need for dilemma
zone protection.

19th Street / 20th Street
Intersection

Most collisions in the vicinity of 19t
Street and 20 Street involved turning
maneuvers or side swipes, probably
caused by close spacing of driveways
and streets and the lack of a center turn
lane.
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Figure 9.2 Recommended Configuration at Intersection of 18" Street/National Avenue and

Us 69
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The access management plan proposes
consolidating driveways and estab-
lishing 20t Street as an area collector
(Figure 9.3.) The 20t Street intersec-
tion should be rebuilt slightly north of
the current alignment to provide com-
mon access to the commercial proper-
ties on the west side of US 69. Widening
the highway to a five-lane section pro-
vides protected left turn movements.
Traffic operations should be monitored
to determine future signal warrants at
the new 20t Street intersection.

23rd Street Intersection

Based on crash experience, an access
control program around the 2374 Street
intersection (Figure 9.4) should con-
solidate driveways and emphasize 234
Street as the primary connection to US
69 from adjacent properties. A 300-foot
raised median on US 69 north and south
of 2374 Street should be built to convert
existing private driveways to right-in/
right-out operation.

Exclusive left-turn lanes should also be
provided on 234 Street. The Fort Scott
Highway/Railroad  Crossing  Safety
Study identified 234 Street as the most
feasible grade separation over the BNSE,
and this important project will inevita-
bly increase traffic on 234 Street, in-
cluding turning movements. Left-turn
lanes can reduce green time needed for
23rd Street, providing additional capac-
ity for US 69 through traffic.

25th Street Intersection

This intersection was recently recon-
structed with the Walmart develop-
ment on the west side of US 69. A new
traffic signal was installed, along with
dilemma zone protection for the north-
bound approach to the intersection. No
additional improvements are required
at this location.

Jayhawk Road Intersection

Forecasts for 2040 do not warrant traffic
signalization at this intersection. How-
ever, the city and KDOT should moni-
tor traffic operations and crash records
to determine if MUTCD traffic signal
warrants are satisfied in the future.

Off-System Improvements

Railroad Grade Separation

The 2007 Fort Scott Highway / Railroad
Crossing Safety Study evaluated several
locations for a new railroad grade sepa-
ration over the BNSF mainline in Fort
Scott (Figure 9.5), and recommended



locating an overapss at 23r¢ Street. The
railroad grade separation project also
improves the adjoining roadway net-
work to provide system connectivity.
Building a new railroad grade separa-
tion gives Fort Scott a new, southern
route over the BNSF mainline. This is
especially important for emergency
vehicles and other vehicles too high to
clear the existing 374 Street underpass. A
grade separation also relieves local traf-
fic congestion at the existing 3¢ Street
underpass when train movements block
surface crossings.

Railroad Quiet Zone

The 2007 Fort Scott Highway/Rail-
road Crossing Safety Study recom-
mended creating a railroad quiet zone
on the BNSF mainline in Fort Scott. A
quiet zone requires improving several
highway-rail grade crossings, includ-
ing Wall Street, 6% Street, 10th Street,
East National Avenue and Jayhawk
Road (Figure 9.5). Quiet zones should
be implemented in two phases. Phase
one includes crossings at Wall Street,
6th Street, 10th Street, and East National
Avenue, while phase two includes con-
struction of the 234 Street viaduct and
crossing safety improvements at Jay-
hawk Road.

Implementing a quiet zone would si-
lence train horns in Fort Scott and
would produce major community ben-
efits, including improving property val-
ues for homes near the railroad, making
strategic development sites near down-
town more marketable for hotels and
other commercial uses, and improving
development prospects west of Mar-
grave. The construction of raised me-
dians on the approaches to each cross-
ing also improves safety by preventing
motorists from driving around the gate
arms when trains are approaching.

Local Street Network

East Circulation Roads. Chapters 5
and 8 proposed a local street network
parallel to and east of US 69, with con-
nections to the existing road system.
Connections to and extensions of exist-
ing roadways would eventually include
East National Avenue, 18th Street, Aldie
Avenue, and 20 Street (shown in Fig-
ure 8.4). This eastside street network
opens land for development between
US 69 and the BNSE In addition, the
north/south circulators relieve US 69
by providing alternative routes to com-
mercial destinations in south Fort Scott.
Some of the roadway links will be built
as land develops in this area.

{TRANSPORTATION MANAGEMENT PLAN} CHAPTER 9

US 69 south of 25 Street

Jayhawk Road south of US 69

Figure 9.5 2007 Railroad Study Location Map
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Northbound Main Street

Table 9.1 Treatments for Streets

Roadway Width or

Character Examples No Parking One-Sided Parking Two-Sided Parking
Sitoet bl e, e Shc&:,lrrrt(:vv\:lsit1h1 fa(-:‘r(-:‘ktirf:om Sharrows 11 feet
30 feet 31 Street, 12t Street sharrows 4 feet from P 9
e e 4 feet from curb from curb.
P without parking
F.|ve fopt s Iang on Solid white lines 7 feet
side without parking.
. o from curb to define
. . Solid white line 7 feet .
35-36 feet East National, Horton 5- foot bike lanes from curb to define parking.
north of 18" Street both sides . Sharrows 11 feet
parking area Sharrow
from curb.
11 feet from curb on s
ide with parking.
Five foot bike lane
on both sides, with Solid white lines 7 feet
minimum 7.5-foot from curb to define
38-40 feet National Avenue, 5-foot bike lanes distance from curb on parking.
6th Street both sides side with parking. If Sharrows 11 feet
clearance is impossible, from curb.
sharrow 11 feet from
curb on side with parking
Mararave 6-foot bike lanes; 6_:3:;'22'5;'&;“;:0\::?] 5-foot bike lanes with
48-50 feet grave, possible restriping ’ minimum 7.5-foot

6" to 18%; Wall

as 3-lane section

distance from curb
on side with parking.

distance from curb

Horton Street
Boulevard Section

Horton, 18th to
Meadow Lane

6-foot bike lanes

NA

NA

West Circulation Roads. This plan
proposes a similar system of roadway
extensions and new connections west
of US 69 (Also shown in Figure 8.4).
The highest priority project would ex-
tend South National Avenue, with lo-
cal connections to 18t ,19th , 20t , and
23rd Streets. The westside circulation
network provides local routes to com-
mercial and community destinations

112

in this area, diverting additional traffic
from US 69.

Main Street One-Way Conversion.
Main Street’s current northbound one-
way operation limits downtown busi-
ness exposure, prevents visitors to the
historic fort property from easily driv-
ing downtown, and generally confuses
people who are unfamiliar with Fort

Scott. Main Street should return to two-
way operation between 3¢ Street to
Wall Street. With two-way circulation,
diagonal parking on one side of the
street would convert to parallel park-
ing. Off-street parking improvements
and efficiencies, proposed in Chapter
Six, more than compensate for reduced
on-street parking. Changes to traffic
flow would also modify existing signs
and striping.



Bicycle And Pedestrian
Improvements

Developing the US 69 study area as a
complete transportation corridor can
help traffic operations in the entire Fort
Scott system by diverting unnecessary
automobile trips to alternative modes.
The city’s size and layout is ideal for bi-
cycling or walking for short commutes
to work, occasional shopping trips, and
travel for education, recreation, and
personal health and enjoyment. Mea-
sures of success for an alternative trans-
portation network include:

o Directness. The system should
get people to desired destinations
without excessive detours or diver-
sions.

o Integrity. The system’s components
should connect to each other and
avoid dead-ends or segments that
leave users in disorienting or un-
comfortable settings.

o Safety. The system should be fun-
damentally safe and avoid expos-
ing users to hazards.

o Comfort. The system should recog-
nize different levels of user ability,
and provide routes that are within
these capacities.

 Experience. The system should of-
fer users attractive and engaging
routes showcasing the community.

This section presents recommendations
for a bicycle and pedestrian transpor-
tation that satisfies these criteria and
becomes an integrated part of the city’s
transportation system.

Bicycle Network

The proposed bicycle network (Figure
9.6) for the planning area proposes five
levels of facilities:

Bicycle lanes with Sharrow
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Multi-use pathways, typically 10-foot
paved trails on right-of-ways separated
from roadways. Multi-use pathways
define the “Great Circle” concept pre-
sented in Chapter Six, and are intended
for pedestrians, bicyclists, and in-line
skaters. The proposed pathway corri-
dors include:

o The US 69/Buck Run Greenway,
along the creek and parks and
green space paralleling US 69 be-
tween the Marmaton River and the
redesigned 18t Street/US 69 inter-
section

o TheMarmaton River Trail,connect-
ing with the Buck Run Greenway
east of US 69, using an abandoned
railroad alignment under the high-
way, and continuing along the river
to Gunn Park.

o A southeast trail, following drain-
age patterns between the 18t
Street/US 69 intersection and the
approach to the proposed 234
Street overpass.

o The “Gordon Parks Trail,” continu-
ing the Great Circle system from
18% Street and Gunn Park Road,
through the Fort Scott Community
College campus and county fair-
grounds to the west side of US 69.

Enhanced sidepaths, typically ten-foot
paved pathways adjacent to and usually
a part of road right-of-ways. Sidepaths
must be carefully designed at intersec-
tions of driveways and intersecting
streets to prevent crashes between path-
way users and turning traffic. Tech-
niques include proper location of cross-
ing points, clear visibility and marking
of conflict zones, cautionary signage,
and access management. Sidepaths be-
come safer when the number of inter-
secting streets and drives are reduced.
Proposed sidepath corridors include:

CHAPTER 9

o South US 69 (South Main) between
the proposed 18 Street intersec-
tion and Jayhawk Road. Ultimately,
this sidepath could continue south
and west to provide a bicycle route
to Lake Fort Scott.

o The proposed 23¢ Street overpass,
between its west approach and
Margrave Street.

o 18t Street from Gunn Park Road
to the west boundary of the FSCC
campus.

Complete Streets, higher order streets
with moderate traffic (such as collec-
tors or minor arterials) that provide
continuity through the city and access
to important destinations. For bicycle
transportation, complete streets pro-
vide pavement markings and MUTCD
“share-the-road” caution signs that de-
fine routes and advise motorists of the
probable presence of bicyclists. Com-
plete streets should also include fully
accessible sidewalks in good repair.
Typical pavement markings include bi-
cycle lanes, defined by solid white lines
enclosing a bicycle symbol and direc-
tional arrow, or sharrows, a new symbol
connoting shared use lanes marked by a
bicycle symbol and a directional chev-
ron. Sharrows are used when a street
section is too narrow to accommodate
bicycle lanes.

Complete streets in the proposed Fort
Scott system include:
o National Avenue from the
Marmaton River Trail to 234 Street
(with proposed extension).

o Horton Street from 6t Street to the
Mercy Hospital west entrance.

o Margrave Street from 3¢ Street to
23vd Street.

o Wall Street from National Avenue
to Margrave Street.

Possible bicycle lanes along South National Avenue.
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e 31 Street from Judson Street to
Margrave Street.

o 6% Street from Horton Street to
Margrave Street.

o Sunsetand 12t Streets from Horton
Street to Fort Scott Middle School.

o East National Avenue from South
National Avenue to the National
Cemetery.

o 18t Street from the FSCC campus
west boundary to the US 69 side-
path and proposed Southeast Trail.

o 23t Street from Horton Street to
the proposed overpass.

o Gunn Park Road from Gunn Park
to 18t Street.

Pavement marking concepts depend on
the width and on-street parking condi-
tions of specific street segments. Table
9.1 presents alternatives for different
contexts, which are illustrated in Figure
9.7.

Bicycle Boulevards, local streets that
parallel higher order streets with good
system continuity. Because bicycle bou-
levards carry fewer motor vehicles, they
are comfortable for a wider range of us-
ers than complete streets. Like complete
streets, bicycle boulevards should also
include fully accessible sidewalks in
good repair. Typical policies for devel-
oping bicycle boulevards include special
sign designations, removal of hazards
such as sewer grates with longitudinal
openings, and traffic control preferenc-
es or four-way stops at crossings with
otherwise higher-order streets. Bicycle
boulevards in the proposed system in-
clude:

o Judson Street from Wall Street to
18th Street.

e Main Street from Wall Street to
East National Avenue.

o East 1%t Street from Margrave Street
to Brown Street.

e 2nd Street from Main Street to
Heyman Street.

o Heyman Street from 24 Street to
Park Avenue.

o Park Avenue to Gunn Park.

Local streets, low volume streets pro-
viding access largely to residential ar-
eas, make up the balance of the system.
No special modifications are needed to
adapt them to bicycle traffic.

Pedestrian Facilities

Pedestrian transportation needs are
largely met by elements of the bicycle
network. For example, multi-use trails
and sidepaths provide both pedestrian
and bicycle access. Complete streets and
bicycle boulevards must also provide
continuous, barrier-free pathways (usu-
ally by sidewalks) on at least one side
of the street. These pathways together
provide the city’s basic transportation
network, and new segments, repairs,
and improvements should be publicly
financed rather than specially assessed.

However, other actions and policies are
specific to pedestrians and are needed
to provide basic access throughout the
city. These include:

o Redesigning the South National
business district, as discussed in
Chapter Six. By managing drive-
ways, establishing curb lines, and re-
aligning streets, this important ser-
vice area can become a friendly and
pleasant place for pedestrians. Each
new street or alignment should in-
clude sidewalks, separated from the
back of curb by a tree lawn.

o Incorporating sidewalks or anoth-
er parallel pathway into all major
street projects, including the 234
Street overpass.

o Establishing design guidelines that
require safe and comfortable pe-
destrian routes from public side-
walks and pathways to the entranc-
es of major commercial or civic
projects, and initiating an incentive
program to encourage retrofits of
existing projects. Pedestrian ac-
cess does not stop at street right-

of-way lines, and people on foot
should not battle with cars to reach
the front door of major retailers or
other destinations. Pedestrian ac-
cess improvements may be incor-
porated into access management
projects that consolidate driveway
approaches.

o Actively participating in Safe
Routes to Schools programs and
encouraging initiatives, such as
“walking school buses” that en-
courage children to walk to school.

o Instituting local area access and
pedestrian audits to find and re-
pair obstacles to secure pedestrian
transportation.

o Providing standards at crosswalks
that promote visibility and motor-
ists’ recognition of pedestrians.

FUTURE TRAFFIC
OPERATIONS

An analysis of traffic operations for the
2040 No-Build and the 2040 Ultimate
scenarios determines whether the trans-
portation system operates at acceptable
levels of service for either condition. A
comparison of the anticipated traffic
operations for each scenario follows,
evaluating highway mainline segments,
interchanges and signalized intersec-
tions.

US 69 Mainline Analyses

The mainline analysis uses the High-
way Capacity Software (HCS), based on
traffic forecasts developed in Chapter
7. This analysis was limited to the ru-
ral sections of US 69, between the US
54 interchange and Wall Street on the
north, and between the Bourbon/Craw-
ford County line and Jayhawk Road on
the south.

Using existing geometrics, all of the
US 69 mainline segments in the study
area should meet the operational goal
of LOS C or better in 2040, as shown
in Table 9.2. The segment between the

Table 9.2 US 69 Mainline Operations Analysis - PM Peak Hours LOS

Segment of US 69

2009 Existing

2040 No-Build

2040 Ultimate

County Line to K-7

Cc* Cc*

K-7 to Jayhawk Rd.

Wall St. to US 54

* Assumes existing 2-lane highway
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Bourbon/Crawford County Line and
K-7 is expected to operate at LOS C in
2040 if it remains a two-lane highway.
With improvement a four-lane divided
cross section, traffic operations should
attain LOS A.

On the existing four-lane divided seg-
ment between K-7 and Jayhawk Road,
the highway is expected to operate at
LOS A for all traffic scenarios. The four-
lane divided mainline segment between
Wall Street and US 54 is also expected
to operate at LOS A for all traffic sce-
narios.

Interchange Analyses

Wall Street (US 54 Interchange)

At the Wall Street interchange, US 69 is
expected to remain a four-lane cross-
section through 2040. The existing
geometrics are also maintained at the
interchange, with single-lane ramps in
all four quadrants. As shown in Table
9.3 the southbound merge and diverge
movements are both expected to oper-
ate at LOS A in 2040 for the PM peak
hour. The northbound merge and di-
verge movements are also both expect-
ed to operate at LOS A in the PM peak
hour.

US 54 Interchange

At the northern US 54 interchange,
US 69 has recently been improved to a
four-lane cross-section. All merge and
diverge movements are expected to op-
erate at LOS A in the PM peak hour for
the Year 2040.

Signalized Intersection
Analyses

Figure A.8 in Appendix A shows the
lane geometry, traffic control, and levels
of service for 2040 No-Build traffic con-
ditions. The lane configurations at all
study intersections are based on exist-
ing geometrics. All study intersections

{TRANSPORTATION MANAGEMENT PLAN }

are expected to operate at acceptable
levels of service in the PM peak hour.
All signalized intersections should op-
erate at LOS B or better, and the critical
movements at the unsignalized intersec-
tions should operate at LOS C or better.
Appendix C presents capacity analysis
worksheets for the 2040 No-Build traf-
fic conditions scenario.

Figure A.9 in Appendix A shows the
lane geometry, traffic control, and lev-
els of service for 2040 Ultimate traf-
fic conditions. The lane configurations
at all study intersections are based on
improvements proposed in the over-
all plan. All study intersections are ex-
pected to operate at acceptable levels of
service in the PM peak hour. All of the
signalized intersections operate at LOS
B or better, and the critical movements
at the unsignalized intersections all op-
erate at LOS C or better. Capacity analy-
sis worksheets for 2040 ultimate traffic
conditions scenario are included in the
Technical Appendix.

SUMMARY

A number of transportation system
improvements along US 69, as well as
off-system improvements, have been
identified as part of this Transportation
Management Plan. These transporta-
tion system improvements should work
in conjunction with and often are inte-
grated into the land use plan described
in Chapter 5 and the access manage-
ment plan recommendations described
in Chapter 8.

Chapter 10 identifies a number of per-
formance measures to evaluate the
future system functionality of the US
69 corridor. These measures will pro-
vide a framework for KDOT, the City
of Fort Scott, and Bourbon County to
determine the effectiveness of this cor-
ridor improvement program once it is
in place. Chapter 11 presents an im-

CHAPTER 9

plementation plan to guide decision-
makers and elected officials through
the process of building a better US 69
corridor. This plan proposes guidelines
for setting priorities, and phasing and
funding the elements of this multi-fac-
eted Corridor Management Plan.

Table 9.3 US 69 Interchange Operations Analysis - PM Peak Hours LOS
Interchange Movement 2009 Existing 2040 No-Build 2040 Ultimate
NB diverge A A A
NB merge A A A
Wall Street
SB diverge A A A
SB merge A A A
NB diverge A A A
NB merge A A A
UsS 54
SB diverge A A A
SB merge A A A
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FUTURE SYSTEM
FUNCTIONALITY

This chapter identifies performance
measures that assess future
system functionality of the US 69
corridor. These measures will help
KDOT, the City of Fort Scott, and
Bourbon County evaluate the
continued effectiveness of
improvements after their

completion.
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INTRODUCTION

This chapter identifies

performance mea-

sures that assess

future  system

: functionality

gl : of the US 69
W o n corridor. These
measures will help
KDOT, the City
of Fort Scott, and
Bourbon County
evaluate the con-
tinued effective-
ness of improve-
ments after
their comple-
tion and moni-
tor  whether
the enhanced
system on its
existing align-
ment continues
to provide an ac-
ceptable level of
through the
30-year study horizon.

service

This chapter includes reserve capacity
sensitivity analyses to compare the fu-
ture system functionality for the three
development scenarios (2009 Existing,
2040 No-Build, and 2040 Ultimate) to a
theoretical scenario called 2040 Thresh-
old. The 2040 Threshold scenario rep-
resents expected traffic operations with
the corridor maintaining its regional
performance target threshold of level
of service (LOS) C/D. This chapter also
describes a number of external and re-
gional influences that could cause the
US 69 corridor to experience traffic
growth above forecast levels.

PERFORMANCE
MEASURES

A number of performance factors ap-
ply to the function, service, safety, and
performance of the US 69 corridor.
Evaluating operations against these
factors helps engineers, planners and
policy makers understand the chang-
ing dynamics of the system, and how
to preserve, recover, and enhance its
functionality. These performance mea-
sures also compare US 69 operations to
statewide rates for similar facilities, and
track performance trends over time.
Ultimately, they help decision-makers
decide whether the current corridor
provides the functionality and safety
expected by its users and stakeholders.
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KDOT Priority Formula

KDOT uses its planning database to
measure the relative need for ma-
jor modifications to all roadways on
the state highway system. A “Priority
Formula” reflects current technology,
policy directions, and available data
and uses current survey information
to update priority ratings. The sidebar
lists the factors included in the KDOT
Priority Formula.

This US 69 Corridor Management
Plan considers several of these criteria
(shown in bold) as valid performance
measures for the future highway. The
2008 KDOT Long Range Transporta-
tion Plan has also stressed the need to
consider economic criteria for setting
priorities for highway improvement
projects.

National Corridor
Performance Measures

The 2004 National Transportation Op-
erations Coalition (NTOC) Perfor-
mance Measurement Initiative Final
Report is one of the primary national
resources for transportation-based
performance measures. This report
provides a wide range of performance
measures to consider for any corridor
planning initiative. The recommended
measures were field-tested in various
locations throughout the country and
the results were published in a 2008
NCHRP report titled Guide to Bench-
marking Operations Performance
Measures. Although some of the perfor-
mance measures listed in the adjacent
text box do not apply to this study, they
are included here for future reference
and use by US Highway 69 stakehold-
ers. Neither the 2004 NTOC report nor

NTOC Performance Measures

o Customer Satisfaction

 Incident Duration

o Crash Rates

o Total Freight Movement

o Travel Time - Facility
(aka Travel Time Index)

o Throughput - Vehicle
(aka Volume to Capacity (V/C)

Ratio)

o Heavy Truck Traffic

o Travel Time Reliability
(aka Buffer Time Index)

o Level of Service - LOS

o Bridge width

KDOT Priority Formula Criteria

o Crash rate

o Shoulder type

o Lane width

o Current traffic volume

o Projected traffic volume

o Traffic volume/capacity

o Bridge deck condition

« Bridge structure condition
» Pavement surface condition
o Pavement structure condition
o Narrow structures

« Route classification

o Shoulder width

« Sight distance

o Truck traffic

 Bridge width

the 2008 NCHRP report present quan-
titative performance criteria or bench-
mark values as baseline measurements.
However, this study combines qualita-
tive and quantitative performance mea-
surements and thresholds to evaluate
roadway function.

US 69 Corridor
Performance Measures

Discussions with the project Steer-
ing Committee and reviews of KDOT,
NCHRP and FHWA publications
helped select the performance measure
benchmarks described in this section.

Customer Satisfaction

Periodic surveys can measure the pub-
lics satisfaction with roadway condi-
tion, management and traffic opera-
tions on a given segment of highway.
The survey instrument includes a base-
line set of questions customized to lo-
cal conditions and concerns, and may
be administered once or repetitively to
gauge changes in perception. The sur-
vey may evaluate local community con-
cerns such as acceptable levels of truck
traffic through the city, or regional is-
sues such as the efficacy of freight traffic
movements along US 69.

Incident Duration

Incidents along the highway cause con-
gestion and delays. In urbanized areas,
even minor incidents can intensify
existing congestion by slowing traffic
flow or blocking the use of lanes. Inci-
dent duration measures the smaller of
elapsed time from notification of an
incident until removal of all evidence,
or until all response vehicles have left
the incident scene. Although this study
used crash data, it did not evaluate in-
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cident duration because crashes are
not a significant cause of congestion in
Fort Scott. This performance measure
is more relevant to densely populated
areas with congested freeways or other
high capacity roadways.

Crash Rates

Traveler safety is always a top priority
along a highway corridor, and to this
end, KDOT and local law enforcement
officials compile crash records by lo-
cation and track a number of statisti-
cal categories annually. KDOT defines
statewide crash rates on specific high-
way segments in crashes per million
vehicle miles traveled (MVMT), and at
intersections in crashes per ten million
entering vehicles (TMEV). Calculating
these rates annually helps KDOT iden-
tify high risk segments and intersec-
tions on the state highway system.

This plan has established US 69 baseline
crash rates for the corridor, providing a
background for regular evaluation of
annual crash rates to identify upward
trends. KDOT and local officials should
also examine the outcomes of imple-
menting this plan’s recommendations,
paying special attention to truck-relat-
ed crash rates because of anticipated
growth in freight traffic.

Total Freight Movement

US 69 is a critical rural link between the
State’s agriculture and manufacturing
industries and statewide, regional, and
national markets. Statewide growth in
freight movements, projected at about
1.5% annually for the next 20 years, may
challenge future system capacity. Faster
than anticipated growth rates along US
69, considered both alone and in com-
parison with other corridors, could re-
duce corridor performance. Customer
satisfaction surveys can identify any op-
erational effects of these increases from
both local and regional perspectives.

The 2009 Kansas Statewide Freight
Study indicates that KDOT data col-
lection efforts do not focus on forecast-
ing regional freight system demand,
and are generally limited to truck traf-
fic volumes and transportation system
condition and performance. More spe-
cific information is available from other
sources and should be utilized to mea-
sure the effect of increasing freight traf-
fic on road performance.

Traffic Flow

Most measurements of traffic flow along
corridors or highway segments apply to
congested urban areas and freeways.
However, the measures presented here
are appropriate to US 69 in the study
area. People perceive congestion differ-
ently - a good traffic day in the Kansas
City metropolitan area may be consid-
ered unacceptably congested in Fort
Scott. Therefore, thresholds for some
measures are adjusted accordingly.

1. Facility Travel Time
(Travel Time Index)

The Travel Time Index looks at the av-
erage time required to traverse a section
of roadway in a single direction. The in-
dex also can compare travel conditions
in the peak period and free-flow condi-
tions to define extra time spent during
a trip. The 2004 NTOC report estab-
lished a 30% increment in travel time
as a threshold for considering a facility
“congested.” This performance measure
is most meaningful within the Fort
Scott urban corridor, because the traffic
operations analysis shows that the rural
section of US 69, widened to four lanes,
will operate at LOS A.

2. Average Speed

This factor evaluates the average speed
of vehicles measured in a single lane
for a single direction of flow at a spe-
cific location. Ideally, vehicles will
travel through the corridor at or near
the posted speed limit and significantly

lower speeds indicate a disruption in
traffic flow. The travel time performance
method can be employed by comparing
average speed during peak and off-peak
periods. A 50% reduction of the average
free flow speed during the peak periods
indicates significant congestion and dif-
ficulty in traffic movement through the
area. Again, this measure is most rel-
evant to the Fort Scott urban area.

3. Vehicle Throughput
(Volume to Capacity (V/C) Ratio)

Throughput performance measures the
number of vehicles traversing a roadway
section in one direction per unit time
or the number of vehicles traversing
a screen line in one direction per unit
time. The number of vehicles counted is
then compared to the design capacity of
the roadway. One of the most venerable
engineering methods for gauging con-
gestion is the volume-to-capacity (V/C)
ratio. KDOT has selected a V/C ratio of
0.7 as a threshold of moderate conges-
tion or worse.

For travelers, the word “congestion”
conjures up such strong images as “de-
lay,” “air pollution,” and “traffic jam”
In practice, however, travelers and en-
gineers, local and regional users, and
residents and businesses, can have vast-
ly different ideas of what constitutes a
congested roadway. Ultimately, KDOT
must evaluate congestion against the
relative needs of all similar facilities in
the state.

4. Heavy Truck Traffic

The volume of heavy truck traffic on US
69 is a highly relevant measure for two
reasons. First, most of this traffic stream
is driving through, not to, Fort Scott
and Bourbon County, and want to get to
their destinations as quickly as possible.
Increasing heavy truck volumes may
contribute to unacceptable delays for
these users and undesirable economic
impacts to Fort Scott area businesses.
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Table 10.1 Level of Service (LOS) Criteria

Average Control Delay per Vehicle Density
(sec/veh) (pc/mi/ln)
Level of Service

Signalized Stop Sign Controlled Multilane
Intersections Intersections Highways

A <10 <11 <11
B >10to 20 >10to 15 >11t018
C >20to 35 >15to0 25 > 1810 26
D >35to 55 >25to035 >26to 35
E > 551080 >35t0 50 >35t040

F >80 >50 > 40

Source: Highway Capacity Manual

Second, local traffic as well as heavy
trucks use US 69 through Fort Scott, ap-
parent because 2009 ADT volumes are
substantially greater in Fort Scott than
north or south of the city (Figure 4.2).
The interaction of local and through
traffic contributes to the concerns about
congestion, delay and safety. There are
no specific threshold values to quan-
tify “unacceptable” mixtures of traffic
streams. However, indicators that sug-
gest unacceptable traffic friction include
volume of heavy trucks, level of service
changes, facility travel time, customer
satisfaction survey results, and crash
statistics involving heavy trucks and au-
tomobiles. A suggested threshold may be
an average of 2,000 daily through truck
movements on US 69 in the study area.

5. Travel Time Reliability
(Buffer Time Index)

Repetitive vehicle delays for the cur-
rent time-of-day, day-of-week, and day
type are considered “recurring delays”.
Travelers who frequently use congested
roadways expect recurring delays at
specific points and plan accordingly.
Similarly, freight travel times may be
adjusted to compensate for delays on
a congested highway. The impact of re-
curring delay is demonstrated by the
Travel Time Reliability and Level of
Service performance measures.

The Travel Time Reliability perfor-
mance measure describes the incre-
mental time that must be planned over
expected travel time (as defined by
Facility Travel Time) to ensure travel-
ers a 95% on-time arrival rate at their
destinations. This increment should not
exceed 30% of the average trip duration.
This measurement can be calculated for
long, regional trips, or for specific cor-
ridor segments, provided the segment
is long enough to provide a valid result.
Travel Time Reliability is most relevant
in highly urbanized areas, where high
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way segments carry a high percentage
of local trips.

6. Level of Service - LOS

The transportation level of service
(LOS) system is a simple performance
measure that assigns a rating by the let-
ters A through F. LOS A represents es-
sentially uninterrupted flow, and LOS F
represents a breakdown of traffic flow
with noticeable congestion and de-
lay. LOS is a qualitative assessment of
traffic operational conditions within a
traffic stream and can describe traffic
operations for controlled intersections,
freeways and divided highways. Table
10.1 summarizes LOS criteria for both
signalized and unsignalized (stop sign
controlled) intersections, as well as mul-
tilane highways. For highway segments,
level of service is defined by the number
of vehicles per lane mile per lane.

A regional performance target on the
border between LOS C and LOS D was
identified for signalized intersections,
mainline highway segments, and inter-
change ramps.

Performance Measure
Application

Table 10.2 summarizes the performance
measures most relevant for this corri-
dor. Taken together, they can indicate
how well the US 69 corridor is operat-
ing in Bourbon County, and are most
effectively used by tracking changes
over time. Trends should be monitored
regularly to assess the ongoing health
of the corridor’s function, rather than
waiting until specific thresholds are
reached.

As a part of the intergovernmental
agreement discussed in Chapter 11,
KDOT, the City of Fort Scott and Bour-
bon County will form a Corridor Ad-
visory Committee, with representatives
of each jurisdiction. This committee

will be an advisory body that regularly
reviews and evaluates events and devel-
opments affecting the US 69 corridor
and the Corridor Management Plan.
The Committee will also evaluate the
ongoing performance of the corridor,
using these measures as analysis tools.

RESERVE CAPACITY
SENSITIVITY ANALYSES

This study included sensitivity analyses,
comparing the future system function-
ality for the three development sce-
narios (2009 Existing, 2040 No-Build,
and 2040 Ultimate) to a theoretical
scenario called 2040 Threshold. The
2040 Threshold scenario represents ex-
pected transportation operations with
the US 69 corridor operating at a re-
gional performance target threshold on
the border between LOS C and LOS D,
identified through discussions with the
project Steering Committee.

The sensitivity analyses were per-
formed at the signalized intersections
and mainline segments along the US
69 Corridor in Fort Scott. The sensi-
tivity analyses determines the “reserve
capacity” available between the 2040
Ultimate forecasted traffic volumes and
the volumes that produce the LOS C/D
threshold.

Intersection Operations

The 2040 Ultimate entering PM peak
hour traffic volumes at each intersec-
tion (shown in Appendix A on Figure
A.7) were multiplied by growth factors
to determine the “LOS C/D Threshold
Traffic Volumes”. The factors in Table
10.3 show the future growth (or reserve
capacity available) that US 69 through
Fort Scott could accommodate before
overall intersection operations (with
recommended improvements) reach
the LOS C/D threshold. A factor of 1.00
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Table 10.2 Summary of Performance Measures

Performance
Measure

Measurement

Application to the US 69 Corridor
Management Plan

Benchmark
Value

Customer
Satisfaction

“Very Satisfied” Through “Very
Dissatisfied” or “Don’t Know/N/A”

Survey the following stakeholders
regarding US 69 operations:

1. Local businesses to determine
if congestion is affecting their
services.

2. Local residents to determine if
congestion is affecting their quality
of life.

3. Public services to determine if
congestion is inhibiting service.
4. Freight carriers to determine if
congestion is affecting their route
selection or operations.

Dependant upon the survey type
and question makeup. '

Incident Duration

Median minutes per incident

Not considered in this study.

N/A

Crash Rate

Crashes per million
vehicle miles traveled

Evaluate the safety of segments of
the corridor relative to similar state
highways.

State-wide average for similar
facilities. >

Crashes per ten million entering
vehicles

Evaluate the safety of intersections
relative to others in Kansas.

State-wide average for similar
facilities. >

Traffic Flow

1. Facility Travel
Time (Travel Time
Index)

Minutes per trip

Evaluate driver expectations for
through traffic time of travel along
the corridor within Fort Scott.
Serves as the basis for delay and
reliability measures.

Travel times greater than 30%of
baseline during peak periods. "

Evaluate if vehicles are flowing
through specific corridor locations

Not more than 50% mph below

2. Speed Miles per hour e a BN oRthe the.posted speed limit during peak
periods.
posted speed.
. Evaluate the number of vehicles
'?'i\vehlcrlne expected to move through the
roughput . corridor as designed in comparison . 4
(Volume to Vehicles per hour . . V/Cratio = 0.7
Capacity (V/C) to actual operations. This measure
Ratio) has a long history of use originating

from planning applications.

4, Heavy Truck
Traffic

Heavy Trucks per Day

Monitor the volume of heavy truck
traffic per day through the study
area.

2,000 heavy trucks per day.

5.Travel Time
Reliability (aka
Buffer Time
Index)

Minutes. May also be expressed as a
% of total trip time or as an index.

Evaluate if travelers within and
through the corridor need to allow
for an unacceptable amount of
time in addition to the average

trip duration. Reliability measures
are expected to grow in use and
importance in determining funding
and policy.

No more than 30% of the average
trip duration for local and through
traffic.’

6. Level of Service

Seconds of delay correlated to a
grade of A-F

Summarize the relative vehicle
control delay at signalized and
unsignalized intersections, as well
as on segments of highway.

Signalized Intersections = 35
seconds/vehicle.

Unsignalized intersections = 25
seconds/vehicle.

Highway Segments = 26 pc/mile/
lane.

(1
(2
(3
(4
(5
(6

2004 NTOC Report

KDOT 2008 LRTP

FHWA

KDOT Annual Traffic Accident Fact Book
2009 KDOT Statewide Freight Study

2009 Corridor Advisory Committee
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Table 10.3 Comparison of Total Entering PM Peak Hour Traffic Volumes to LOS C/D Threshold

Intersection on US 69 2009 Existing 2040 Ultimate 2040 Threshold Reserve Capacity Factor
Jayhawk Rd.* 900 1,260 1,385 1.10*
25th St. 1,150 1,760 3,430 1.95
23rd St. 1,440 2,190 3,615 1.65
18th St. 1,455 2,495 3,870 1.55
12th St. 1,310 2,200 3,850 1.75
6th St. 1,125 2,120 3,810 1.80
3rd St. 1,220 1,915 3,065 1.20
NB Wall St. Ramps* 653 920 1,105 1.20*
SB Wall St. Ramps* 548 775 775 1.00*

* unsignalized intersection; factor reflects minor movement LOS

Table 10.4 Comparison of Mainline PM Peak Hour Traffic Volumes to LOS C/D Threshold

Location on US 69 2009 Existing 2040 Ultimate 2040 Threshold Reserve Capacity Factor
County Line to K-7 (2-lane) 625*% 910* 955* 1.05*
County Line to K-7 (4-lane) N/A 910 4,780 5.25
K-7 to Jayhawk Rd 625 910 4,780 5.25
Wall St. to US 54 655 865 4,585 5.30
NB Wall St. Ramps Diverge 575 710 4,225 5.95
NB Wall St. Ramps Merge 365 500 2,975 5.95
SB Wall St. Ramps Merge 330 485 2,695 5.55
* Assumes 2-lane cross section
Table 10.5 US 69 Intersection PM Peak V/C Ratios

Location 2009 Existing 2040 No-Build 2040 Ultimate 2040 Threshold
Jayhawk Rd.* 0.32% 0.41* 0.50% 0.61*
25th St. 0.37 0.38 0.47 0.92
23rd St. 0.46 0.50 0.76 1.27
18th St./ National Ave 0.38* 0.48 0.62 0.86
12th St. 0.54 0.58 0.66 1.07
6th St. 0.38 0.42 0.55 0.97
3rd St. 0.53 0.65 0.84 1.24
NB Wall St. Ramps* 0.16* 0.20* 0.28* 0.41*

SB Wall St. Ramps* 0.20% 0.35% 0.36* 0.36*
* unsignalized intersection
Table 10.6 US 69 Mainline PM Peak V/C Ratios

Location 2009 Existing 2040 No-Build 2040 Ultimate 2040 Threshold

County Line to K-7 0.23 0.31* 0.33* 0.35*
K-7 to Jayhawk Rd 0.08 0.11 0.12 0.64
Wall St. to US 54 0.09 0.12 0.12 0.62

*assumes 2 lane cross section
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indicates that the intersection is at ca-

pacity in 2040; a factor of 1.10 indicates
that the forecasted 2040 Ultimate enter-
ing traffic would need to grow by 10%
before capacity is reached.

Mainline and Interchange
Operations

The 2040 Ultimate PM peak hour traf-
fic volumes on each roadway segment
were multiplied by growth factors to de-
termine the LOS C/D Threshold traffic
volumes. The factors in Table 10.4 show
the future growth (or reserve capacity
available) that US 69 through Fort Scott
could accommodate before mainline
and interchange operations (with rec-
ommended improvements) reach the
LOS C/D threshold. As before, a factor
of 1.00 indicates that the segment is at
capacity in 2040; a factor of 1.10 indi-
cates that the forecasted 2040 total traf-
fic would need to grow by 10% before
capacity is reached.

The sensitivity analysis indicates that all
of the signalized intersection and main-
line segments along the US 69 corridor
would have substantial reserve capacity
beyond the 2040 Ultimate traffic vol-
ume forecasts. These analyses assume
that all system improvements previ-
ously identified in this plan are in place.
Additional changes to signal phasing
and timing could expand capacity be-
yond these levels.

Volume to Capacity Ratio
Comparison

As mentioned earlier, the volume-to-
capacity (V/C) ratio is a standard meth-
od for measuring congestion. In its
2008 Long Range Transportation Plan,
KDOT’s standard indicator for moder-

ate or worse congestion is a V/C ratio of
0.7 or higher.

In Table 10.5, traffic volume scenarios
are divided by the calculated roadway
capacity for each intersection to gener-
ate V/C ratios. The Synchro traffic anal-
ysis program was used to determine in-
tersection values, and are the maximum
V/C ratio experienced for any individ-
ual turning movement. This process in-
dicates that the only intersections with
individual turning movements likely to
experiencemoderatecongestionfor2040
Ultimate conditions are 3¢ Street and
23rd Street.

In Table 10.6, traffic volume scenarios
are divided by the calculated roadway
capacity for each segment to generate
V/C ratios. Roadway segment V/C ra-
tios were determined using Highway
Capacity Manual (HCM) equations and
HCS software. As shown, none of the
US 69 mainline segments are expected
to experience even moderate conges-
tion for the 2040 No-Build or 2040
Ultimate traffic levels.

EXTERNAL AND
REGIONAL INFLUENCES

A number of external and regional in-
fluences may cause the US 69 corridor
to experience growth above the ex-
pected volumes described in Chapter 7.
These influences, and their probable
effects, are discussed below.

US Highway 69
Association

The US 69 Association has a stated goal
to complete US 69 as a multilane facil-
ity from I-435 in Overland Park to I-44

in Oklahoma. The Association includes
officials and business leaders along the
US 69 corridor, with participants from
Johnson, Miami, Linn, Bourbon, Craw-
ford and Cherokee counties. This group
has successfully secured funding for
building US 69 to freeway standards
from Overland Park to Fort Scott. The
Association and other regional interests
want to accelerate economic develop-
ment along the corridor, and will be
vitally involved in discussions over the
design of US 69 south of Fort Scott.

Completion of US 69 to
a Four-lane High Speed
Facility

Aspreviously noted, KDOT has recently
completed freeway construction of US
69 from Overland Park to Fort Scott,
and is developing plans for a similar
freeway between I-44 in Oklahoma to
just north of Arma, including a bypass
of Pittsburg. As discussed earlier, KDOT
is beginning to study options for the re-
maining segment between Arma and
Fort Scott. If the Arma to Fort Scott seg-
ment were developed as a freeway, pres-
sure would increase to identify alterna-
tives to the existing alignment through
the city. Should a future decision move
in this direction, an alignment should
be defined as soon as possible to reduce
uncertainties about the future use of
property along the corridor.

Changes to Regional
Freight Routes

Completion of US 69 as a multi-lane
facility from Overland Park to I-44
should increase use of the route by
through traffic. This study projects that
total regional traffic through Fort Scott
will grow at an annual rate of 0.25%,
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and that regional heavy vehicle traffic
through Fort Scott will increase at 1.5%
annually. Some traffic now using the
multi-lane US 71 in Missouri is likely to
shift to a US 69 corridor developed to
comparable standards.

This increase in traffic expected by this
study could be considerably greater if
major industrial and/or commercial
generators such as Walmart, Tyson,
BNSE, and freight trucking carriers
change shipping routes and/or increase
the volume of freight shipped along
the US 69 corridor. On the other hand,
future improvements to US 71, includ-
ing designation of the route as I-49 in
Arkansas and Missouri, would have
an opposite effect on regional freight
shipping routes, potentially decreasing
truck traffic on US 69.

Economic Development

Major new developments along US 69,
such as construction of a major busi-
ness park or regional inter-modal dis-
tribution center similar to the BNSF In-
termodal Facility and the New Century
Air Center in Johnson County, would
greatly affect this study’s traffic forecast
assumptions. If major entities decided
to construct a similar facility along ei-
ther the US 69 corridor in Kansas or the
US 71 corridor in Missouri, traffic fore-
casts and travel patterns would change
substantially.

SUMMARY

External and regional influences may
cause the US 69 corridor to experi-
ence traffic volume levels different from
those foreseen by this study. The sensi-
tivity analyses presented in this chapter
measure the capacity of an improved
US 69 to accommodate the possibility
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of higher traffic volumes. These analy-
ses indicated that all of the signalized
intersections and mainline segments
along the US 69 corridor have reserve
capacity beyond the 2040 Ultimate
traffic volume forecasts. The projected
2040 Ultimate traffic volumes could be
increased by at least 50% before traffic
operations would exceed the regional
target threshold of LOS C/D, with the
following exceptions in Fort Scott:

o The unsignalized ramp terminal
intersections of US 69 with Wall
Street would operate at or near ca-
pacity with 2040 Ultimate traffic
volumes. These intersections would
need signalization to increase re-
serve capacity.

e 2040 Ultimate traffic volumes at
the intersection of US 69 with 34
Street could be increased by only
20% with recommended improve-
ments. Additional capacity im-
provements would be needed here
if traffic volume grows beyond this
level.

o At the unsignalized intersection of
US 69 with Jayhawk Road, the cross
street movement 2040 Ultimate
traffic volumes could be increased
by only 10% with the recommend-
ed improvements. Traffic signaliza-
tion at this location would increase
the capacity of this intersection.

The only US 69 intersections in Fort
Scott where individual turning move-
ments would experience moderate
congestion levels (V/C>0.7) for 2040
Ultimate conditions are 23¢ Street and
34 Street. No US 69 mainline segment
is expected to experience even mod-
erate congestion (V/C>0.7) for either
the 2040 Ultimate conditions or 2040
Threshold traffic levels.

With development of the system im-
provements recommended by this plan,

the US 69 corridor through Fort Scott
and Bourbon County will function at or
above the regional performance target
threshold of LOS C/D through 2040.
However, satisfaction of local and re-
gional customers, along with external
political and business interests, may
determine that the existing alignment
through Fort Scott does not meet their
functional objectives.

Were a new US 69 alignment to be con-
structed in or around the study area,
the existing US 69 corridor through
Fort Scott would become a business
route for local traffic or through traffic
seeking services. Under this scenario,
system upgrades, including traffic and
safety improvements and access man-
agement implementation, are still nec-
essary to provide a safe and eflicient
transportation system in the interim. As
important, implementing this program
converts the existing corridor into a
major community asset on many levels,
adding opportunities for new develop-
ment, and making the great and historic
community of Fort Scott an even better
place for living, working, shopping, and
enjoying. Finally, a great street is a de-
light for residents and visitors alike, and
is demonstrably effective at attracting
travelers off the freeway to enjoy this
city and its unique features.

The US 69 Corridor Management Plan
presents an ambitious but realistic pro-
gram for this important corridor. Chap-
ter 11’s implementation plan presents a
roadmap to guide elected officials and
other decision-makers through the
process of setting priorities and phases,
and securing the funding that will real-
ize the transportation and community
development promise of this important
project.
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IMPLEMENTATION PLAN

This Corridor Management Plan
provides Fort Scott, Bourbon County,
and KDOT with visual and narrative
expectations for how the US 69
Corridor study area can look and how
transportation facilities should
operate by the year 2040.
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INTRODUCTION

 This Corridor Manage-
3 ment Plan provides
Fort Scott, Bour-
bon County, and
KDOT with a
vision of US 69
' and its surround-
1 ing area, describing
_l how the corridor can
function as a trans-
portation facility,
look as an urban
environment, and
perform as an
economic  asset
by the year 2040.

The project
implementa-
tion plan sets
//priorities for im-
provement proj-
ects, provides cost
7" estimates, identifies the
stakeholder(s) responsible for
administering funding and construc-
tion, and introduces a framework for
corridor oversight and preservation.

This chapter summarizes methods of
achieving that vision, including

o Statements of Probable Cost and
Priority Criteria

« Financing Strategies

o Corridor Coordination and Over-
sight

o Corridor Preservation Strategies

STATEMENTS OF
PROBABLE COST AND
PRIORITY CRITERIA

Statements of probable cost are included
for each improvement project recom-
mended in this study. These very pre-
liminary statements are intended only
as an approximate guide for decisions
on project implementation. More de-
tailed estimates of cost will be prepared
during the detailed design process for
individual projects.

Project Priorities

Recommended projects fall into two
categories: transportation system en-
hancements and community enhance-
ments. Project priorities for each cat-
egory depend on different evaluative
criteria. For transportation system en-
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hancements, these criteria include:
« Ability to improve corridor safety.
o Impact of 2040 system performance.
o Reserve capacity sensitivity analyses.
o External and regional influences.

o Effectiveness at improving local
mobility and provide alternative
access.

Evaluative criteria for community en-
hancements include:

o Positive impact or support for the
local business environment.

o Ability to generate desirable private
investment.

o Improvement of the city’s market-
ing image.

o Accommodation of pedestrian and
bicycle transportation.

« Impact on Fort Scott’s physical and
design environment.

o Cost effectiveness related to com-
munity benefits.

o Ability to support other ongoing
community initiatives.

o Relative ease of implementation
and control of property.

Based on these general criteria, im-
provement projects are categorized as
short-term, medium-term, or long-term
priorities. Short-term priority improve-
ments should be implemented within
1-5 years; medium-term within 5-10
years; and low priority improvements
within 10-20 years. Projects categorized
as “ongoing” will be completed over a
number of years in gradual phases.

Stakeholder
Responsibility

The following tables define stakeholder
responsibility as local (including the
City of Fort Scott and Bourbon County),
state (primarily the Kansas Department
of Transportation), or private, includ-
ing business leaders, land owners, and
developers. Although the stakeholder
responsibilities are noted, this plan does
not commit these agencies and jurisdic-
tions to fund the recommend improve-
ments.

Transportation System
Enhancements

Table 11.1 summarizes recommended
transportation system enhancements.

Projects may involve multiple phases,
and probable costs presented below
represent all phases of each project. The
probable cost of the entire proposed
transportation system enhancement
program is about $35.6 million. About
65% of these costs are related to three
projects: widening of the two-lane rural
section of US 69 from K-7 to the coun-
ty line, a 23rd Street overpass over the
BNSE and full development of an east
side circulator road system between US
69 and the railroad. Much of the cir-
culator system will develop over time,
consistent with development demands.
Tables A.4 through A.12 in Appendix
A present detailed statements of prob-
able cost for transportation enhance-
ments.

Community
Enhancements

Tables 11.2-11.6 present statements
of probable cost for the community
enhancement program presented in
Chapter 6. Each table addresses projects
for a specific location, including Down-
town Fort Scott, the South National
District, the South Main Corridor, the
Rural Transition zone, and the US 69/
Buck Run greenway corridor. Projects
may involve multiple phases, and prob-
able costs presented below represent all
phases of each project. Tables A.13 and
A.26 in Appendix A present more de-
tailed probable cost statements for com-
munity enhancement initiatives.

Downtown Fort Scott

The recommended Downtown Fort
Scott enhancement program, present-
ed in Table 11.2, totals $6.8 million in
public improvements and $6.7 million
in estimated private projects or build-
ing improvements. Short-term priority
projects include the Wall Street Boule-
vard and Carscape Plaza. The former
performs the important task of link-
ing downtown directly and attractively
to the US 69 corridor, while the latter
resolves the use of an important down-
town site and provides features that
support existing downtown businesses.
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Table 11.1 Transportation System Enhancement Projects

2::5:;:::5 Probable Cost
Short-term Priority
23rd St Intersection Improvements Fort Scott/KDOT $260,000
US 69 Widening National Ave to 23rd St Fort Scott/KDOT $3,335,000
18th St / National Ave Intersection Reconstruction Fort Scott/KDOT $2,243,000
3rd St SB Right Turn Lane Extension Fort Scott/KDOT $310,000
US 69 Signal Coordination and Communication Fort Scott/KDOT $146,000
US 69 Signal Ahead Signs/Beacons Fort Scott/KDOT $68,000
US 69 Dilemma Zone Protection Fort Scott/KDOT $43,000
Off System - Railroad Quiet Zone Fort Scott $353,000'
Off System - Main St. One-Way Conversion Fort Scott $32,000
$6,790,000
Medium-term Priority
US 69 Widening K-7 to County Line KDOT $10,200,000
19th/20th St Intersection Improvements Fort Scott/KDOT $1,081,000
US 69 Streetscape - Wall St to 18th St Fort Scott/KDOT $2,670,000
Off System - 23rd St Viaduct & Adjacent Street Improvements Fort Scott $5,210,000'
Off System - S. National Ave Extension Fort Scott $1,842,000
Off System - West Circulation Roads Fort Scott $1,666,000
Off System - East Circulation Roads, Phase One Fort Scott/ Private $850,000
$23,746,000
Low Priority
Off System - South National Ave Extension Fort Scott $1,464,000
Off System - West Circulation Roads, Phase Two Fort Scott/ Private $999,000
Off System - East Circulation Roads, Phase Two Fort Scott/ Private $2,774,000
Jayhawk Rd Signalization Fort Scott/KDOT $100,000
Wall St Ramp Terminal Signalization Fort Scott/KDOT $100,000
Bicycle Network & Sidewalk Improvements Fort Scott Varies
$5,437,000
GRAND TOTAL $35,586,000

12007 Railroad Study costs have been increased by 7% annually for 2 years

Table 11.2 Community Enhancement Projects-Downtown Development District

Responsible
Stakeholder

Probable Cost

Short-term Priority

Wall Street Boulevard Streetscape Fort Scott $380,000
Old Fort Boulevard Area Fort Scott $2,772,000
Multi-Use Carscape Plaza (Farmers Market) Fort Scott $713,000
$3,865,000
Medium-term Priority
Wall St Interchange Public Art Project Fort Scott $1,669,000
Urban Townhouse / Multi-Family Housing Private $1,300,000
$2,969,000
Ongoing
Wall St / State St Redevelopment Site Fort Scott $870,000
Wall and State Hotel Redevelopment Private $3,114,000
National Avenue Residential Development Private $900,000
Downtown Building Rehabilitation Private $900,000
Upper Level Residential Reuse (20 units) Private $1,800,000
$7,584,000
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Table 11.3 Community Enhancement Projects-South National District

Stakeholder Cost Estimate
Short-term Priority
Community Improvement District Fort Scott NA
Street and Streetscape Improvements Fort Scott, CID $2,800,000
$2,800,000
Medium-term Priority
South National Commercial Center Fort Scott/Private $1,842,000
NW 18th & National Commercial Development Private $1,558,000
East National / National Intersection Improvements Fort Scott $500,000
$3,900,000
Ongoing
Private Building Upgrades Private $1,000,000
$1,000,000

Table 11.4 Community Enhancement Projects-South Main Corridor

Stakeholder Cost Estimate
Short-term Priority
Community Improvement District Fort Scott NA
Phase One Streetscape, 18th to 23rd Streets Fort Scott $240,000
18th Street Intersection Gateway Fort Scott, CID $320,000
$560,000
Medium Priority
Phase Two Streetscape, 23rd to Jayhawk Fort Scott $317,000
Great Circle Connection Fort Scott $150,000
Improved utilization of existing commercial sites Fort Scott/Private $1,500,000
$1,967,000
Long-term Priority
New Development Sites Private $4,000,000
$4,000,000
Ongoing
Access Management and Parking Lot Design Fort Scott/KDOT/ Private $1,000,000
$1,000,000
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Table 11.5 Community Enhancement Projects-Rural Transition

Stakeholder

Cost Estimate

Short-term Priority

Community Improvement District

Bourbon County NA

Overlay District and Interlocal Land Use Agreement

Fort Scott/ Bourbon County NA

Medium-term Priority

Design Features - Monument Markers Fort Scott/ Bourbon County $200,000
Ongoing

Land Use Management — Industrial Standards Bourbon County NA
Land Use Management — Industrial / Commercial Development Bourbon County NA
Land Use Management — Agricultural Bourbon County NA
Stormwater Management Bourbon County/KDOT NA

Table 11.6 Community Enhancement Projects-US 69/Buck Run Greenway

Stakeholder Cost Estimate
Short-term Priority
Trail and Bridges, Wall to 12th Street Fort Scott $507,000
Cultural Amenities, Wall to 12th Street Fort Scott $455,000
Environmental Enhancements, Wall to 12th Street KDOT, Fort Scott $593,000
$1,555,000
Medium-term Priority
Trail, 12th Street to 18th Street Fort Scott $539,000
Cultural Amenities, 12th to 18th Street Fort Scott $438,000
Environmental Enhancements, 12th to 18th Street Fort Scott $323,000
$1,300,000
Long-term Priority
Trail, Wall Street to Marmaton River Fort Scott $125,000
3rd Street Underpass Pedestrian Improvement Fort Scott/Private $200,000
3rd Street Overpass Reconstruction Fort Scott/KDOT $1,500,000
6th Street Overpass Reconstruction Fort Scott/KDOT $1,500,000
$3,325,000

South National District

The recommended South National Dis-
trict improvement program, presented
in Table 11.3, totals $4.2 million in
public improvements and $3.5 million
in corresponding private development.
A Community Improvement District
should be established at the beginning
of the development process. Major capi-
tal improvements begin with modifica-
tion of the district’s street system, coor-
dinated with the redesign of the 18th
and US 69 intersection.

South Main Corridor

The recommended South Main pro-
gram, presented in Table 11.4, totals

$1.4 million in public improvements
and $6.2 million in corresponding pri-
vate development and improvements.
A Community Improvement District
should be established at the beginning of
the development process. Initial capital
development along the corridor should
include sidepath construction, funded
as an element of the US 69 improve-
ment between 18th and 23rd Streets.

Rural Transition

Recommended improvements for the
Rural Transition area south of Jayhawk
Road total $200,000 in public gateway
improvements. Short-term priorities for
this corridor are access control and land
use policies. While these are not capital
improvements, they are important to

maintaining control over development
in this part of the study area.

US 69/Buck Run Greenway
Corridor

Recommended improvements for the
greenway between the river and 18th
Street total $6.2 million in public proj-
ects. This project will be accomplished
in phases, with trail development, creek
reconstruction and enhancements,
landscaping and greenway develop-
ment, pedestrian bridge improvements
and other elements continuing incre-
mentally.
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THE FUTURE OF THE
CORRIDOR

Each project described in this chapter
helps achieve the important and neces-
sary goals for the US 69 Corridor and
brings added value to the city and coun-
ty. The following section describes how
the corridor might operate as projects
are completed according to the imple-
mentation schedule

The Corridor after Five Years

After five years, residents of Fort Scott
and travelers along US 69 will see dra-
matic improvements along the highway
and in the surrounding area. Most ap-
parent will be the widening of US 69
from 18th to 23rd Streets, providing a
much needed left-turn lane along this
commercial segment. The angled diver-
gence at South National will be replaced
by a signalized, standard intersection,
leading motorists west along a realigned
18th Street. An attractive gateway will
identify a revitalizing South National
business district, further enhanced by
new sidewalks, landscaping, and more
convenient parking. A wide sidepath
along the west side of the widened US
69 will provide safe access to pedestri-
ans and bicyclists traveling to corridor
businesses.

US 69 travelers will also notice impor-
tant, although more subtle, improve-
ments along other parts of the corridor
in Fort Scott. Improved signage and
beacons will provide motorists with
better advance warning as they ap-
proach at-grade intersections at 3rd,
6th, and 12th Streets. This part of the
corridor will also look better, as the first
stage of landscape enhancements create
a beautiful green corridor through the
center of the city. But US 69 will be a
pleasant experience for people on foot
and on two wheels as well. The Buck
Run Greenway Trail will be complete
between Wall and 12th Street, linking
downtown with the city park and high
school. The creek channel itself will
be greatly improved, providing an at-
tractive environmental feature and im-
proving stormwater management. One
of the most important and appreciated
changes will be something that people
will neither see nor hear - the presence
of train horns — with the implementa-
tion of quiet zone improvements from
Wall Street to East National Avenue.

Downtown Fort Scott, one of the re-
gions most important and distinctive
assets, will also experience major posi-
tive changes. A landscaped boulevard,
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honoring people who have served our
country in the military from the time
when Fort Scott was active and before,
will lead visitors to national historic
sites and to downtown. Once there, an
improved traffic pattern and green space
system will enhance their experience in
town and a two-way Main Street will
provide them with an easy way to pa-
tronize district stores and restaurants.

The “Carscape Plaza” at Wall and Main
will be a center of activity, hosting events
such as the weekly Farmers’ Market and
special events, and providing conve-
nient parking when not otherwise used.
Public investment projects like the Wall
Street boulevard will make downtown
development especially attractive, and
may include construction of a new hotel
at the Wall Street interchange.

The Corridor after Ten Years

The second phase of corridor develop-
ment will build from the major changes
of the first five years. During this pe-
riod, the two-lane rural section south
of the city to the county line will be
upgraded to a four-lane divided facility.
Train horns and traffic delays will be a
thing of the past with the completion of
a 23rd Street grade-separated crossing
of the BNSF main line. Local residents
will have new routes to destinations in
the south part of the city when South
National Avenue is extended to 23rd
Street. The US 69 sidepath will also be
extended to Jayhawk Road, providing
pedestrians and cyclists with new ac-
cess to Walmart, the hospital, and other
destinations. With improved local and
regional access, available sites east and
west of the highway will begin to devel-
op, and will be served by a planned local
street network.

Along the in-city segment of US 69,
the second phase of corridor enhance-
ments, including the Buck Run Green-
way Trail, arts and cultural features, and
creek enhancements, will be completed
to 18th Street. A unique public art in-
stallation, possibly celebrating the heri-
tage of Fort Scott as a continuing leader
in the evolution of photography and as
the hometown of Gordon Parks, will
punctuate this distinctive, green corri-
dor. A reconstructed 6th Street pedes-
trian overpass will provide both a func-
tional and visual feature to the central
part of US 69 through Fort Scott.

The South National district, buttressed
by a convenient street pattern, land-
scaped sidewalks, and streetscape en-

hancements will continue to improve,
as new sites created by the revised street
pattern begin to develop. A resurgent
downtown will also begin to attract new
residential development, as sites with
deteriorated buildings along National
Avenue near the river develop with new
urban townhomes.

The Corridor in Later Years

Continued development along US 69
will include completion of industrial
areas and parks on the east side of the
highway, extending as far south as the
K-7 interchange. Work on the local
street system will continue, providing
area businesses with good circulation
throughout the area. Major economic
development will continue to take hold
in the downtown, South National, and
South Main districts, a consequence of
the emergence of US 69 as a safe and
attractive transportation facility and
a vital community asset. Finally, the
“Great Circle” concept will be fully real-
ized, with connection of the Buck Run
Greenway Trail to the riverfront, devel-
opment of the Riverfront Trail to Gunn
Park, and development of the final arc
of the circle through the community
college and fairgrounds.

FINANCING
STRATEGIES

Both traditional and innovative financ-
ing sources and partnerships will be
required to complete the US 69 Cor-
ridor improvement program. This sec-
tion discusses financing currently avail-
able options for corridor management
projects. While new, private develop-
ment can offset some costs of corridor
modifications and off-system improve-
ments, KDOT and local jurisdictions
hold primary responsibility for funding
and executing the plan. At a minimum,
new private developments should be re-
quired to:

o Dedicate necessary right-of-way
for US 69 improvements and the
local street network;

o Build improvements required to
accommodate the traffic impact of
developments (i.e., turn lanes, local
streets, reverse frontage (backage)
roads, etc.); and
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« Postabond for future improvements
(traffic signals, turn lanes, etc.)

Traditional Financing

Traditional financing mechanisms in-
clude federal and state transportation
programs, real and personal property
taxation, sales taxation, economic de-
velopment tax exemptions, special as-
sessments, and use of the Main Traf-
ficway Act. Techniques presented below
focus on local funding mechanisms.

Improvement Districts (City,
County)

Within Improvement Districts, cities
and counties can build public improve-
ments, financed by general obligation
bonds retired by special assessments
on benefited properties. This technique
is often used to finance construction
of new sidewalks in existing develop-
ments. Properly used, it ensures that
existing property owners do not pay for
improvements that do not benefit them.
State statutes establish a specific process
for establishing a district and assessing
properties within that district.

Main Trafficway (City)

Fort Scott should approve an ordinance
that designates US 69 as a Main Traf-
ficway, a facility that moves traffic be-
tween areas of concentrated activity
within and outside the city. This des-
ignation authorizes the city to improve
or reconstruct such a trafficway, and to
purchase or condemn land necessary
for improvements. The city can pay for
improvements and acquisition from the
general improvement fund, internal im-
provement fund, other available funds,
or by issuing general obligation bonds.
Voter approval of bond issues for Main
Trafficways is not required. This meth-
od is often combined with the improve-
ment district statute to finance street
improvements.

Traditional Municipal Bonds
(City, County, KDOT)

Fort Scott and Bourbon County may is-
sue long-term debt to finance projects,
to be retired by a variety of traditional
and alternative revenue sources. Among
other advantages, bonding provides
front-end financing that allows govern-
ments to complete projects in response
to critical priorities or favorable finan-
cial markets. Types of municipal bonds
include:

 General obligation bonds, payable
from a general tax levy on all tax-
able property within the city.

o Revenue bonds, repaid from a
pledge of the revenue from a speci-
fied income-generating facility or
source.

o Special assessment bonds, repaid,
in whole or in part, by special as-
sessments on properties benefited
by improvements within an assess-
ment district. These bonds are gen-
eral obligations of the issuer that
backs debt retirement by its full
faith and credit.

o Special obligation bonds used to
finance redevelopment projects.
These bonds are payable from in-
cremental property tax increases
resulting from the redevelopment
in an established redevelopment
district, pledges of a portion of
the revenues received by the issuer
from transient guest, sales and use
taxes collected from taxpayers do-
ing business in a redevelopment
district, franchise fees, private,
state or federal assistance, or any
combination of these sources.

Alternative Financing

A variety of non-traditional mecha-
nisms can be used to finance recom-
mended improvements and provide in-
centives for desirable development.

Impact Fees (City, County)

Impact fees are one-time regulatory
fees assessed against projects to cover
the costs for necessary capital facilities,
based on the demand generated by the
new development; payment of these
fees is a condition for project approval.
An impact fee system requires adoption
of a fee calculation methodology for the
fee, and a system of credits, exemptions
and appeals. Typically, a project pays a
transportation impact fee based on the
amount of additional traffic generated
(often measured by the PM peak). Im-
pact fees must meet the test of a “critical
nexus” - that is, projects funded by fee
proceeds must directly address impacts
created by payers of that fee. Impact fees
are most frequently used in high growth
areas, and Fort Scott should pursue oth-
er financing strategies before consider-
ing this method.

Excise Tax (City, County)

Excise taxes are levied on certain activi-
ties or the exercise of a privilege, such
as business done, income received, or
privilege enjoyed. Excise taxes have
been used to fund transportation net-
work improvements that are required
to support development, and may be
structured as a tax on the platting of
lots. The tax rate may be based on such
factors as proposed building or land
areas or vehicles added to the traffic
system. Excise taxes are not required to
meet the constitutional benefit or criti-
cal nexus tests of regulatory fees such as
impact fees. A development excise tax
is only available to local governments
with a development excise tax in place
before July 1, 2006; communities with
such a tax must receive voter approval
to increase the rate.

Transportation Development
District (City, County)

A Transportation Development District
can help build, maintain, and finance a
broad array of transportation projects,
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including streets, roads, highway access
roads, interchanges, bridges, and mass
transit facilities. A transportation de-
velopment district may levy a sales tax
of up to 1%, in addition to any special
assessments within the district. Its for-
mation requires a petition signed by
owners of all of the land area within the
proposed district. The governing body
must hold a duly noticed public hear-
ing before adopting the resolution or
ordinance creating the district and ap-
proving the method of financing proj-
ects within the district. A TDD could
help fund maintenance of roadscape
improvements such as the Wall Street
boulevard and landscaped medians,
and street trees and other landscaping.

The district may also issue bonds backed
by the revenues received from proper-
ties in the district from the imposed
sales tax or special assessment. This
technique can also be used to help fi-
nance key portions of the adjacent local
street network. Statutes provide flexibil-
ity in defining district boundaries, with
the agreement of all included property
owners. This tool should be considered
for funding, particularly when a prop-
erty owner or owners want to develop
land at an access point with a sales tax
generator.

Transportation Utility Fee (City,
County)

A Transportation Utility Fee (TUF) is
collected from residences and business-
es within a city’s or county’s corporate
limits tied to the use and consumption
of the transportation system. TUFs may
not require voter approval and revenues
may be used for maintenance and op-
erations costs, as well as facilities con-
struction. Utility fees are collected from
all development, both existing and new
with connection to the existing system.
Charges are based on usage estimates of
trips by land use and project budgets.
This technique has significant potential
as a funding strategy, but requires care-
ful coordination with legal counsel to
ensure a defensible structure. Fort Scott
should consider other financing strate-
gies discussed here before considering
aTUER

Tax Increment Financing (City,
County)

Tax Increment Financing (TIF) uses
added, or “incremental,” taxes created
by a project to finance public infra-
structure related to that project. Eligible
incremental taxes include all of part of
increases in property tax, guest taxes,
added local sales taxes from business ac-
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tivity within the district, and increased
franchise fees. TIF funding can provide
funds either as collected (pay-as-you-
go) or through special obligation tax
increment bonds repaid over twenty
years. TIF can be used only in locally
designated redevelopment districts that
fall into at least one of the following cat-
egories :

o Blighted
o Blighted and in a 100-year flood-plain
o Intermodal transportation area

o Major commercial entertainment
and tourism area

« Conservation (becoming blighted)
o Major tourism area

o Historic theater

o Enterprise zone

o Environmentally contaminated area

Consideration of TIF should include a
specific analysis of potentially eligible
sites and economic costs and benefits.
This tool can provide extremely useful
incentives for private developments and
investments that may result from im-
plementing the corridor management
plan.

Sales Tax and Revenue Bond
Districts (City, County)

Under this mechanism, the city can is-
sue special obligation bonds in specific
districts (called STAR bond project dis-
tricts) to finance individual projects in
the district (STAR bond projects). These
bonds are retired by allocating the city
and county sales and use taxes and in-
cremental state sales taxes collected in
the city portion of the district. STAR
bonds can be used in combination with
property tax related TIF proceeds and
local sales, use and franchise fees to re-
pay special obligation bonds.

Community Improvement
Districts (City, County)

Community Improvement Districts
(CID) may be established to finance a
variety of the improvements and ser-
vices proposed by this plan. Special ob-
ligation and full faith and credit bonds
may be issued to finance projects, sub-
ject to a defined process for filing and
voting against the district. In addition
to improvements, bond proceeds may
be used for preliminary reports, plans
and specifications; publication and or-
dinance or resolution preparation costs;
necessary fees of consultants; bond issu-
ance and interest costs; and city/county
administrative costs not to exceed 5% of

total project cost. The development of
the South National Business District is
an appropriate use of the CID tool.

General Contracting Authority
(City, County, KDOT)

The state constitutional home rule
amendment and Chapter 19 of the Kan-
sas Statutes give local governments all
powers of local legislation and adminis-
tration that they deem appropriate, with
minor exceptions. Chapter 19 sets forth
these grants of power, which include
the power to regulate through exercise
of the police power; the power to zone,
tax, charge fees, and impose special as-
sessments; and the ability to purchase,
hold, sell and convey land, including
exercise of the power of eminent do-
main.

The home rule provisions give local
governments the ability to enter into
contracts that enable them to perform
the functions of government for the
benefit of citizens. Additional state stat-
ues provide specific statutory delega-
tion of power to cities, counties and the
KDOT Secretary. Like all payments by
public entities, payments or incentives
that meet contractual obligations must
be used for a public purpose.

When a city provides public incentives
to a developer, a contract is employed
to establish the duties and obligations
of each party. The community will re-
quire specific benefits in return for the
grant of development incentives. In
individual project negotiations with
individual developers and landowners,
the city and county should emphasize
private actions that help implement this
plan, without abrogating governmental
responsibility to protect public health,
safely and general welfare.

CORRIDOR
COORDINATION AND
OVERSIGHT

Successfully implementing the US 69
Corridor Management Plan will require
a close, long-term working partnership
between the three governments - the
State of Kansas through KDOT, Bour-
bon County, and the City of Fort Scott.
The following recommendations, which
involve very little cost, will establish the
framework for intergovernmental co-
operation and ongoing implementation.
These management items are very high
priorities that should be put in place as
soon as practical.
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Interlocal Agreement

The framework for collaborative plan
implementation begins with devel-
opment and approval of an interlo-
cal agreement between Fort Scott and
Bourbon County, with potential partic-
ipation by the Kansas DOT. This agree-
ment should address such issues as cor-
ridor management responsibilities, land
use regulation, project financing, and
sequencing. Elements of the agreement
may include:

o Defining the purpose of the corri-
dor plan and the roles and respon-
sibilities of each partner.

o Establishing a Corridor Advisory
Committee to review the progress of
plan implementation and to evaluate
any necessary changes to the study’s
recommendations over time.

o Agreement to establish a corridor
development district that regulates
land use and access in the corridor
consistent with the US 69 Plan ac-
cording to common standards.

« Agreement to review and comment
by each jurisdiction of all rezoning
or development applications or
text amendments that affect land
use regulation.

o Creation of a joint city/county plan-
ning commission and/or joint board
of zoning appeals with jurisdiction
over the study area corridor.

» Use of City of Fort Scott City staff
to administer land use regulations
and to process development ap-
plications and permits on behalf of
the County.

o Conceptual agreements on the use
of financing techniques (such as
improvement or tax allocation dis-
tricts) that affect the parties to the
agreement.

As a legal and public document, the
agreement must be approved by the At-
torney General and filed with the county

register of deeds and the Office of Sec-
retary of State. Completing, approving,
and filing the intergovernmental agree-
ment will be the first implementation
step in the US 69 improvement process.
Corridor land use regulations may be
adopted as part of the approval of the
agreement.

Corridor Advisory Committee

A standing Corridor Advisory Com-
mittee should be a key provision of the
Interlocal Agreement. The commit-
tee must include city, county, and state
government representatives, and com-
munity interests, businesses, and other
corridor stakeholders. The Committee
should meet at least quarterly to guide
and coordinate implementation efforts.

Public Education and Outreach

The Corridor Advisory Committee
should develop and implement a strat-
egy to build public awareness about
the potentials and policies of the US 69
Corridor Management Plan, and to pro-
vide updated information on the overall
program’s progress. This strategy should
include education of public officials, spe-
cial districts, landowners, developers,
real estate agents, and local development
consultants. It may include ongoing up-
dates through a website, social media,
and other communication tools.

Capital Programming and
Funding

Each year, the Corridor Advisory Com-
mittee, in cooperation with the city
and county, should develop a capital
improvement program for anticipated
projects and improvements along US 69.
This disciplined process will help ensure
steady progress toward implementing
the plan’s recommendations, and will
help state and local governments pro-
vide adequate resources over a longer
term. The capital program should also
identify specific funding mechanisms
for individual projects.

Corridor Preservation
Strategies

Corridor preservation strategies control
or protect areas necessary for improv-
ing both the mainline highway and the
supporting street network. These strate-
gies will help:

» Prevent development incompatible
the corridor vision.

o Minimize adverse environmental,
social, and economic impacts.

o Reduce future displacements of de-
veloped property.

o Establish the location of streets,
roads, and pathways that support
new development opportunities.

 Provide a basis for public and pri-
vate decision making.

o Reduce future project costs.

This section describes the tools that the
city, county, and state can use as part-
ners to maintain the integrity of the
corridor and use adjacent properties to
their maximum potential for economic
growth and community enhancement.

Planning Tools

Comprehensive Planning
(City And County)

The City of Fort Scott should adopt the
US 69 Corridor Management Plan as a
part of the City’s comprehensive plan.
Adoption as a comprehensive plan ele-
ment provides a credible framework for
public and private land use and invest-
ment decisions within the city and its
planning jurisdiction. This action re-
quires a public hearing by, and a recom-
mendation from, the Fort Scott Plan-
ning Commission, with final action by
the Fort Scott City Commission. After
adoption, Fort Scott should review
other parts of its comprehensive plan,
completed in 2007, to eliminate any in-
consistencies.
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Bourbon County does not have a com-
prehensive plan, but should officially
adopt the Corridor Management Plan
following one of two processes:

o Adoption by motion or reso-
lution of the Board of County
Commissioners (BOCC), or

o Creation of a county planning com-
mission, followed by a public hear-
ing and action by that planning
commission to recommend the
Plan for adoption by the BOCC,
followed by BOCC action by reso-
lution to adopt the Plan.

The second procedure is preferred be-
cause it provides a stronger basis for
county policy and decision-making.
Bourbon County should put the plan
into operation by approving Inter-local
Agreement and corridor-specific land
use controls.

Official Maps
(City)

Fort Scott should adopt an official map
that shows the specific location and
width of proposed streets, public facili-
ties, public areas, and drainage rights-
of-way. The Official Map is used to for
use when considering the consistency
of development applications with the
US 69 Corridor Management Plan.

Utility Planning
(City, County, KDOT)

The three jurisdictions should coordi-
nate any relevant utility master plans
with the Corridor Management Plan
to ensure consistency. Decisions about
new utility location and related ease-
ments should be weighed against their
implications for implementing the US
69 Corridor Management Plan. Each
jurisdiction should also establish a
regular point of contact with each util-
ity provider, ensuring coordination in
ongoing planning, capital development,
land acquisition, and placement deci-
sions.

Public Improvement Reviews
(City, County)

All construction plans that affect pub-
lic improvements, public facilities or
public utilities should be submitted to
the City of Fort Scott and/or Bourbon
County in a timely manner for review
of conformance with the adopted com-
prehensive plans.
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Regulatory Tools

Development Moratorium
(City, County)

A development moratorium temporar-
ily halts the processing of development
applications for specific types of projects
until a guiding governmental activity,
such as plan adoptions or ordinance re-
vision, is completed. This action is most
appropriate if the city and county are
experiencing short-term development
pressures that compromise plan imple-
mentation. A moratorium on corridor
development provides time for the city
and county to putappropriate guidelines
or other controls in place, and should
have a specific expiration date. This tool
may be appropriately used while special
corridor land use and access regulations
and standards are being developed for
the US 69 corridor.

Zoning

Public agencies use zoning ordinances
to implement comprehensive plans by
managing land use. In the US 69 corri-
dor, zoning revisions maybe needed to:

o Establish land uses set forth by the
US 69 Corridor Management Plan.

o Create special guidance for access
and development design consistent
with the recommendations of this
plan.

 Provide incentives for private in-
vestment in the study area that
advances the transportation, land
use, and urban design directions of
this document.

o Extends land use control into areas
currently without zoning, where
unmanaged development could
affect the transportation perfor-
mance, appearance, or long-term
development potential of the cor-
ridor.

In 2007, Fort Scott adopted zoning reg-
ulations that classify land into distinct
areas and districts of land use. These
regulations apply to property within the
City and land outside the City within a
designated “Growth Area”. This Growth
Area extends south along US 69 approx-
imately one mile south of the municipal
limits. Because Bourbon County lacks
zoning regulations, the City of Fort
Scott can extend zoning control out to
three miles beyond its city limits. The
City must provide written notice of its
intent to adopt zoning outside its limits
to the Bourbon County Board of Coun-
ty Commissioners. By statute Bourbon

County can also extend zoning to all or
any portion of its unincorporated area.

Process

Zoning should be adopted for the entire
distance of the corridor using the fol-
lowing process:

o Fort Scott amends its current regula-
tions to establish a US 69 overlay dis-
trict, and applies the district within
the corridor both inside the City and
any portion of the corridor within
three miles of the City’s limits.

o Bourbon County establishes base
districts along the balance of the
corridor, using the nearest appli-
cable zoning designator in the Fort
Scott ordinance. In most cases, this
base will be an agricultural dis-
trict. The county also adopts a US
69 overlay district consistent with
that developed by Fort Scott, and
applies the new zoning to the cor-
ridor within its jurisdiction.

 All zoning actions, including estab-
lishment of new districts, must pro-
vide notice to property owners and
to the public, and include a pub-
lic hearing followed by Planning
Commission and City Commission
action, consistent with Kansas stat-
utes and the City administrative
procedures.

« The City and the County execute an
interlocal agreement with provisions
that coordinate the administration
and application of zoning along the
corridor, as discussed earlier.

To establish limited area zoning outside
of the Fort Scott Growth Area, the Bour-
bon County Board of County Commis-
sioners must create a planning com-
mission that studies and holds a public
hearing on proposed regulations. The
process may work most expeditiously
if the county and city work together to
draft a consistent corridor overlay dis-
trict with modifications appropriate for
the county, form a joint planning com-
mission to manage the overlay, and use
existing city staff for administration and
enforcement.

Base and Overlay Districts. Traditional
zoning ordinances such as Fort Scott’s
include both base and overlay districts.
Base districts identify permitted uses
and development regulations for sites
within the district, but generally do not
reflect individual situations or contexts.
Overlay districts modify or supplement
base district regulations to respond to
special conditions and requirements of
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specific areas or types of projects. Fort
Scott administers zoning and subdivi-
sion regulations within its jurisdiction,
but it lacks some of the tools needed to
implement the land use concepts of this
plan. Bourbon County, without exist-
ing zoning, now exercises little land use
control.

Bourbon County should apply base
districts from Fort Scott’s zoning ordi-
nance to land along the US 69 corridor
district in its jurisdiction. Most corridor
land in the county jurisdiction will be
placed in an agricultural district. Both
city and county will then apply a con-
sistent overlay district along the entire
corridor, used in combination with the
base districts.

The special overlay district regulations
may address issues such as:

« Access control

« Signage

« Relationship of buildings to the
highway

o Special setback requirements to
preserve right-of-ways

o Building scale, form, and materials

« Visibility of loading docks and ser-
vice areas

o Parking lot design and circulation.
o Site landscaping

o Pedestrian and bicycle access

o Impermeable surface limitations
and storm drainage

o Procedures for special site plan or
development review

Within the overlay district, standards
may vary to reflect different contexts.
The context analysis presented in Chap-
ter Five included a discussion of the in-
dividual character of different parts of
the study area. The overlay regulations
and guidelines should reflect these dif-

ferences. For example, regulations ap-
propriate in the pedestrian environment
of Downtown or South National do not
apply to the high-speed US 69 environ-
ment between Jayhawk and K-7.

Zoning Review and Approval. Once
base and overlay districts are in place,
the Fort Scott or joint city/county plan-
ning commission will review develop-
ment and rezoning applications. This
review should specifically consistency
with the US 69 Corridor Management
Plan, as adopted as a comprehensive
plan element. If the reviewing staff de-
termines that a project may have an
adverse effect on the corridor, KDOT
should receive a copy of the application,
along with the staff report, for review
and comment.

Planned Districts and Site Plan Re-
view. Planned districts or common
plans of development in Fort Scott and
Bourbon County require submittal of
information such as contemplated uses,
proposed site terrain, location and type
of infrastructure being proposed, build-
ing arrangement, architectural design
and other features of development to
the planning commission and govern-
ing body. The regulations may require
this additional level of application detail
for some or all project types developed
within the US 69 overlay district.

In planned districts, the applicant sub-
mits two separate plans at different
points in the approval process. The plan
contains an increasing level of detail
commensurate with the stage at which
the property is in the development pro-
cess. Initially, the applicant submits a
preliminary development plan with an
application for rezoning, but prelimi-
nary plan approval is a prerequisite for
rezoning. The applicant then submits a
final development plan for approval fol-
lowing completion of design drawings.
This final plan must be approved before
a building permit may be issued.
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Site plan review process is an alternative
to the planned development approval
process. The applicant submits a specific
site plan, which is then reviewed and act-
ed upon, based on conformance with the
design and performance guidelines of the
overlay district and other zoning criteria.

In either a planned development or site
plan review procedure, KDOT should
review and comment on applications
that staff determines may have an ad-
verse effect on the corridor’s trans-
portation operation. This distribution
should occur no later than notice of
public hearing for the action. If the ac-
tion does not require a hearing, KDOT
should have enough time before action
on the application to allow meaningful
input.

Subdivision Regulations
(City, County)

Subdivision regulations control the di-
vision land by requiring developments
comply with set design standards and
local procedures. They specify the im-
provements and construction standards
required of developers. Subdivision
regulations address such issues as ef-
ficient and orderly location of streets;
reduction of vehicular congestion;
reservation or dedication of land for
open spaces; off-site and on-site public
improvements; recreational facilities;
flood protection; building lines; com-
patibility of design; storm water runoft;
and other appropriate services, facilities
and improvements.

In Bourbon County outside of Fort
Scott’s jurisdiction, subdivision regula-
tions may be an alternative to zoning,
although they are far less effective at
guiding development patterns. Each
plat would be submitted to the Board of
County Commissioners, which deter-
mines if the plat conforms to the sub-
division regulations. The Board notifies
the owners of a finding of conformance
and endorses its finding on the plat.
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Dedications of land for public purposes
must be accepted by the governing body
before they take effect.

Building Permits (City, County)

Building permits are issued for the use
or construction of any structure on a
platted lot in areas governed by sub-
division regulations. To receive a per-
mit, buildings must conform to zoning
requirements, providing an effective
review and enforcement mechanism.
If the city implements an impact fee
program in the future, fees may be col-
lected at the time of building permit ap-
plication.

Transfer Of Development Rights
(TDR) And Density Transfers
(City, County)

Fort Scott and Bourbon County may
establish a system of density incentives
and transfers to promote effective use
of property. Through TDR’, an owner
may transfer all or part of the permitted
density on one parcel to another par-
cel or to another portion of that same
parcel, allowing a higher density on the
site receiving the transfer than allow-
able by normal zoning. The transfer or
removal of the right to develop or build
is expressed by a density measure such
as units per acre or floor area ratio (the
gross area of a building divided by the
area of a site). The TDR concept can
encourage preservation of special site
features or environmental resources on
otherwise developable land.

Density Incentives
(City, County)

This technique provides incentives for
desirable, high-density development at
specific sites, such as parcels near in-
terchanges or at other points of maxi-
mum access. Commonly used incen-
tives include streamlined development
approvals, site design flexibility, density
bonuses over normal zoning require-
ments, or targeted use of TIF or other
financing incentives.
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Cluster Development
(City, County)

Cluster developments are a form of
TDR, concentrating development at
higher densities on a part of a site in
exchange for maintaining open space
or conservation uses on other parts of
a parcel. Typically, the remaining land
is used for recreation, common open
space, or preservation of historically or
environmentally sensitive areas. Cluster
design is most often used for residential
projects, and may apply to parts of the
US 69 corridor.

Setback Ordinances
(City, County)

It is essential that private developments
do not encroach on right-of-way that
will eventually be needed for highway
and interchange improvements. One
very effective way to preserve right-of-
way and reduce future acquisition costs
is adopting building and setback lines as
part of a US 69 overlay district. Estab-
lishing these required setbacks will ben-
efit from consultation with the Secre-
tary of Transportation and KDOT staff,
the Bourbon County engineer, and the
Fort Scott Planning Commission. The
setback ordinance should include an of-
ficial map showing with survey accura-
cy the location and width of existing or
proposed major streets or highways and
any setback or building line. A build-
ing or setback line cannot be enforced
until a certified copy of the map and
any adopting ordinance or resolution is
filed with the register of deeds of each
county. This tool within the corridor is
particularly important for the Bourbon
County segment south of K-7.

Setback restrictions may be used in
combination with other development
tools, such as TDR’s. For example, using
this technique, an owner may be able
to transfer development otherwise per-
mitted in an exceptional setback area to
other parts of the site, or even to a dif-
ferent location.

4(f) Uses
(City, County, KDOT)

Federal statute places significant re-
strictions on the authority of the United
States Secretary of Transportation to
approve a transportation program re-
quiring use of “4(f) properties” such as
publicly-owned land, a public park, rec-
reation area or wildlife refuges or land of
a historic site. Because state transporta-
tion programs or projects often involve
federal funds, the Secretary’s approval
is commonly required. Accordingly, it
is important that these uses not be lo-
cated within the Corridor unless an-
other viable option is unavailable. Thus,
Fort Scott and Bourbon County must
avoid locating or approving develop-
ment applications seeking to establish
4(f) properties in the areas shown on
the Plan footprint map as right-of-way
for the mainline or of any portion of the
local street network.

Variances
(City, County)

Fort Scott and Bourbon County can
grant variances from zoning regula-
tions when normal requirements cre-
ate a hardship because of special con-
ditions, and a variance is not contrary
to the public interest. The grant of a
variance from district restrictions, such
as parking and impervious surface re-
quirements, may help an important
development proposal proceed with
minor modifications that meet corri-
dor setback requirements. At the same
time, the grant of some variances could
negatively affect some plan recommen-
dations. For example, a setback or site
plan variance request could cause a
traffic queue that could obstruct traffic
movement on the highway.

In considering variances, the board of
zoning appeals should consult the US
69 Corridor Management Plan, to de-
termine whether the request complies
with it as a comprehensive plan element.
KDOT should also have the opportunity
to review and comment on any request
that staff believes may affect



plan implementation or the operation
of the US 69 corridor.

Administrative Tools

Accessibility Of The
Comprehensive Plan
(City, County)

The comprehensive plan, including this
corridor management plan, should be
posted on the Fort Scott and Bourbon
County websites and filed at other ap-
propriate locations to inform all inter-
ested parties of recommendations for
the US 69 study area.

Notice Of Applicability Of Plan
(City, County)

To ensure transparency for all stake-
holders, all plats approved by Fort Scott
and Bourbon County should contain
a statement, similar to the following,
placed in the dedication section of each
approved plat.

“Thepropertyshownonanddescribedin
this plat is and shall hereinafter perpetu-
ally be subject to that certain US 69 Cor-
ridor Management Plan, adopted by the
Kansas Department of Transportation
on , the City of ,
Kansas on , and
County, Kansas on
, , recorded in the
Register of Deeds for
County, Kansas, in Book , at

»

Page .

Development applications should high-
light the existence of special planning
areas in the city or county, including
the areas covered by the US 69 Corridor
Management Plan. This could be han-
dled informally by asking applicants of
the property location or by inserting a
line on all applications with a space to
identify parcels covered by special plan
areas. Entities or persons interested in
developing at locations within the cor-
ridor may also become informed of
the existence of the Plan as a result of
the required filing of the Interlocal Co-
operation Agreement in the Bourbon
County register of deeds office.

Notice Of Opportunity To
Provide Input
(City, County, KDOT)

All parties with an interest in potential
development along the corridor should
have the opportunity to provide input
development actions and proposals.
Thus, Fort Scott and Bourbon County
should provide KDOT with appropri-

ate notice of any development applica-
tion (including rezoning and associated
preliminary development plan applica-
tions, special or conditional use appli-
cations, site plan applications and pre-
liminary plat applications and hearings
on an amendment to that community’s
comprehensive plan), that could have
adverse effects on the corridor and its
operations. In addition, KDOT should
receive advance copies of all such pro-
posed plan amendments or develop-
ment applications and any related staff
reports.

Notice Of Land Marketed For
Sale
(City, County, KDOT)

It is imperative that right-of-way neces-
sary for the mainline highway improve-
ments be acquired as soon as possible,
making the ability to act quickly when
opportunities arise extremely impor-
tant. If KDOT is aware that strategic
properties are available for purchase,
it will be able to coordinate acquisition
with Fort Scott and Bourbon County.
Therefore, the city and county should
develop methods of continuously mon-
itoring land purchase opportunities in
the corridor, and providing rapid infor-
mation to KDOT.

Economic Incentive Policy
(City, County)

Economic incentives can increase or
extend resources available to pay for ac-
quisition of land needed for transporta-
tion facilities, capital construction, and
voluntary land dedications. Economic
incentive options other than regulatory
tools are described in the Financing
Strategies section.

Acquisition Tools

Land Acquisition
(City, County, KDOT)

Public sector entities can acquire land
for public improvements, including
state highways and local roads and
streets by gift, purchase, or condemna-
tion. All corridor partners must work
closely and continuously to identify ac-
quisition opportunities. Partners must
also be committed to cooperating in the
identifying traditional and innovative
strategies for funding and acquisition.

Access Acquisition
(City, County, KDOT)

Existing access points that are not con-
sistent with the Access Management
Plan (Chapter 8) can often be eliminat-
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ed though the exercise of police power.
Adjacent landowners must be left with
“reasonable” access after the inconsis-
tent access point is removed. A private
property owner does not have a legal
right to direct access to the highway or
to a particular local street. Acquisition
of access rights can be applied to:

o Limit access to designated loca-
tions or side streets;

o Control access and sight distance at
intersections or interchanges;

o Introduce long term or permanent
access control; and/or

o Control traffic and turning move-
ments at locations where high
numbers of conflicting movements
occur.

In many cases, removing extraneous ac-
cess points can benefit property owners
and businesses by making sites more
efficient, add parking, improve circu-
lation, and remove safety hazards. The
city and KDOT should consider pro-
viding site planning assistance to own-
ers when accesses are closed through
this process.

Land Dedication And In-Lieu
Fees
(City, County)

A critical goal of this plan is right-of-
way preservation - the governmental
partners must do everything possible
to preserve and acquire land neces-
sary to enhance the highway mainline
and the adjacent local street network.
Economic opportunity and excellent
transportation performance are linked:
a project that may produce small, short-
term benefits to a single owner may
well obstruct long-term transportation
improvements that produce far greater
benefits to both that owner and the
entire community. New development
within the corridor generates new traf-
fic, and almost always adds to the need
for facility improvements.

Asa condition of development approval,
Fort Scott and Bourbon County should
require that new developments dedicate
the right-of-way needed for network
improvements, at least in proportion to
the facility improvement needs that it
generates. A carefully calculated system
of fees in lieu of dedication also can be
effective in providing resources neces-
sary for the timely purchase of rights-of-
way. Both the City and County should
adopt a right-of-way dedication and/or
in-lieu fee program to minimize acqui-
sition outlays and accelerate implemen-
tation of this plan.
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