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Dear Transportation Customer: 
 
 This Kansas Long-Range Transportation Plan has been developed to guide 
future transportation program development in Kansas and to meet the requirements 
of the Transportation Equity Act for the 21st Century (TEA-21).  The Plan is a 
broad-based policy document, which identifies important transportation trends and 
issues and provides direction for future programs and actions. 
 
 I am pleased to adopt this Kansas Long-Range Transportation Plan.  It 
represents a significant effort to shape the future of transportation in Kansas and is 
the result of considerable research and outreach. 
 
 I want to thank those citizens, as well as business and government leaders, 
whose valuable input contributed greatly to this Plan.  If you have questions about 
the information contained in this report, please contact the Kansas Department of 
Transportation’s Division of Planning and Development at (785) 296-2252. 
 

Sincerely, 
 
 
 
E. Dean Carlson 
Secretary of Transportation 

 



Executive Summary 
 

This Kansas Long-Range Transportation Plan is a broad-based policy document 
that serves as a reference for the transportation planning process and will guide future 
transportation program development in Kansas.  The Plan was developed to guide policy 
over a 20-year planning horizon.  It encompasses all modes of transportation in Kansas 
and is the result of significant coordination with local, state, and federal agencies and the 
Indian Nations of Kansas.  The Kansas Department of Transportation (KDOT) 
continually and actively seeks input on transportation issues from the public and other 
stakeholders.  This Plan is the result of several extensive public involvement initiatives: 
External Customer Surveys completed in 1997 and 2000, Road Rallies, and the 
Transportation 2000 Study Group formed by Governor Graves. 

 
In addition, considerable effort has been made to reach out to governmental 

agencies and other major stakeholders of the transportation network to gain their input.  
Meetings were held with partnering state agencies, several advocacy groups, the five 
Metropolitan Planning Organizations, and the four Indian Nations in Kansas. 

 
This Plan reviews trends in demographics, travel, and transportation funding to 

help provide a vision for transportation in Kansas.  The aging population will bring new 
challenges to the transportation field, such as providing services that allow older Kansans 
to maintain their mobility, and roadway enhancements that increase safety.  The 
population shift from rural to urban areas continues, reducing rural tax bases and in turn 
impacting rural counties’ abilities to maintain secondary roads that are often critical for 
agricultural transport and access to the state highway system.  Travel trends continue to 
show an increase in the number of registered cars, licensed drivers and vehicle miles 
traveled.  Although carpooling and transit do offer the opportunity to reduce the number 
of vehicles on the road system, they only represent 11% of commuter trips in Kansas.  
Increased use of alternative fuels and more fuel-efficient vehicles may impact 
transportation funding in the future, as a large portion of the current funding depends on 
traditional fuel taxes and user fees.  KDOT will need to monitor this funding trend and 
may have to seek out other funding sources.  

 
A review of the conditions of Kansas roads, streets, and highways shows that 

transportation needs will still exist at the completion of the Comprehensive 
Transportation Program (CTP). Surveys of Kansans continually rank the preservation of 
our existing road system as a high priority for the State.  A long-term commitment will be 
required to ensure that existing roads are maintained properly in addition to any new road 
construction that may be required. 

 
Kansas and its neighboring states have several corridors that are experiencing 

growth in both commercial truck and passenger travel.  As this growth continues, 
maintaining adequate capacity on the highway system, within and across state borders, 
will become increasingly important.  Long-range highway system planning can help 
KDOT prepare for expected future improvements along identified corridors.  In addition, 
improving the coordination between land use and transportation will help to preserve the 
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system.  Corridor preservation, corridor management and access control offer 
opportunities to better integrate land use and transportation for the betterment of both the 
state and local transportation systems. 

 
In addition to the road and highway network, several other modes of 

transportation significantly contribute to the overall transportation system.  Aviation 
plays a critical role in the Kansas economy, linking Kansas to our increasingly global 
economy.  Airports are also important to rural Kansas providing agricultural, and 
scheduled and emergency medical services.  Walking and bicycling have been gaining 
popularity as a form of exercise and transportation, especially in urban areas.  Bicycle 
paths and routes that are well connected to activity centers and integrated within the road 
system provide an alternative to vehicular trips.  Rail transportation is an integral part of 
the transportation system.  Freight travel minimizes the effects of truck traffic on the state 
highway system and county roads, and it helps with capacity issues.  Short-line railroads 
are particularly important to rural areas where farmers depend on them to haul grain. 
Public transportation is also an important transportation service.  Currently, public 
transportation programs are provided in 93 of the 105 Kansas counties.  Transit will 
become increasingly important in the future as the population ages and driving is no 
longer an option for more citizens.  In rural areas, where the median age is often older, 
public transportation provides the means for citizens to get to medical appointments, 
reach meal sites, and remain self-sufficient. 

 
There are also several other factors that are important to consider in the field of 

transportation.  One of KDOT’s top priorities is the safety of the traveling public.  
Various educational campaigns, such as “Kansas Driving: Safe. Not Sorry”, have proven 
to be effective in reducing crashes and their impacts.  KDOT is and will remain 
committed to improving road safety.  KDOT conducts Road Safety Audits to identify 
locations that may require road safety improvements. 

 
In emergencies, KDOT strives to maintain the integrity and usefulness of the 

transportation system, to restore traffic movement and protect citizens’ health and safety.  
KDOT deals regularly with emergencies like traffic accidents, flooding, debris removal, 
blizzard conditions, and damage assessment.  In the wake of events on September 11th 

2001, the ability to respond quickly and effectively to security and emergency incidents 
has become increasingly important.  Advances in technology can serve to aid response 
times and facilitate information sharing that can be critical to effectively addressing 
security concerns.  The enhancement of the 800 MHz system in Kansas is one example of 
that potential. 

 
The recommendations contained within the Plan reflect the broad policy direction 

KDOT should take over the next 20 years. They are based on comments received from 
transportation users and stakeholders.  In some cases, they point out activities that are 
currently underway and should be continued.  In others, they call for taking steps to 
prepare for emerging areas of concern.  
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The Long-Range Plan and KDOT Decision Making 
 

Purpose and Role of the Long-Range Transportation Plan 
 
This Long-Range Transportation Plan has been developed to guide transportation 

program development in Kansas through the year 2025 and to meet the requirements of 
the federal Transportation Efficiency Act for the 21st Century (TEA-21).  The Plan is a 
broad-based policy document that identifies important transportation-related trends and 
issues and provides direction for future programs and actions.  It also provides valuable 
guidance for cooperating and coordinating with other state agencies, local officials, 
Metropolitan Planning Organizations (MPOs), Indian Nations, and federal agencies with 
responsibility for roads and other transportation-related facilities in the State.  Federal 
legislation dictates that the Plan address seven factors as listed in Appendix A. 

 
KDOT utilizes this Plan in achieving its mission “to provide a statewide 

transportation system to meet the needs of Kansas.”1  This mission is important to the 
overall development and economic health of the State, because the activities of the 
Department affect every citizen, business, and visitor who enters Kansas.  Some of our 
responsibilities are to: 

 
 perform necessary road and bridge maintenance activities; 
 determine project scope, design, and construct state and local improvement projects; 
 identify and study future highway traffic needs through data collection and 

evaluations across the state; 
 administer federal funding, contract compliance, and inspection of material and labor; 
 develop innovative materials through extensive research to lengthen the life span of 

roadways; 
 provide resources to assist aviation, public transit, rail, and local partnership 

improvement activities. 
 

There are several policy and programming tools that KDOT relies on in order to 
meet these responsibilities.  The Strategic Management Plan is one tool that serves as a 
guide for the agency.  Within this plan, strategic goals have been developed to close the 
gap between where we are and where we want to be within selected priority performance 
areas.  KDOT’s Strategic Goals are: 
 

 Program Delivery- KDOT will successfully complete the Comprehensive 
Transportation Program on time and within budget. 

 Organizational Improvement- KDOT will continually improve as an organization. 
 External Relationships- KDOT will build relationships with all of its non-governmental 

external customers and partners. 
 Workforce- KDOT will successfully maximize the effectiveness of its workforce. 
 Technology- KDOT will optimize its use of technology to improve the efficiency and 

effectiveness of the Department’s operations. 
 Intergovernmental Relations- KDOT will build on its relationship with all of its 

intergovernmental customers and partners.2 
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The Long-Range Transportation Plan provides guidance for program development 

by identifying areas where additional emphasis is needed.  This may lead to new 
programs, or in elimination or modification of existing ones.  This guidance will also be 
considered when determining the allocation of funds to various transportation programs. 

 
While the Plan provides policy direction for transportation programs, actual 

project selection is based on a mixture of needs criteria and local competitions. The 
project selection processes reflect the institutional values and needs identified in the 
Strategic Management and Long-Range Plans.  Specific projects are identified in the 
Comprehensive Transportation Program (CTP), which provides funding over a ten-year 
period ending in July 2009.  This whole process is cyclical as improvements to the 
transportation system are evaluated against new and existing needs together with public 
input to determine if changes to overall policy are needed. 

 
KDOT approaches its responsibility for protecting and maintaining the state’s 

investment in intermodal transportation systems by providing responsive and professional 
services to the users of these systems.  We acknowledge our reliance on our customers 
for resources and guidance, and strive to be forward-looking and proactive while 
maintaining an open and ethical attitude in addressing our customer-driven objectives.   

 
 
Stakeholder/Public Input 
 

KDOT continually and actively seeks input on transportation issues from the 
public and other stakeholders.  Several sources of information that were relied upon in 
the development of the Long-Range Plan are described below.  

 
External Customer Survey 

 
KDOT conducted External Customer Surveys in 1997 and 2000, with the plan to 

repeat on a three-year cycle.  The purpose of the surveys was to provide KDOT with 
information regarding how well the agency is meeting the transportation needs of Kansas 
residents.  The 2000 
survey was administered 
by phone to a random and 
statistically valid sample 
of 1,848 Kansas 
residents.  Based on the 
results of the latest 
survey, 98 percent of 
residents think KDOT is 
fulfilling its mission. 

 
Issues of greatest 

concern included the 

Figure 1-1 
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width of shoulders, number of paved shoulders and smoothness of the roadway.  The 
survey showed that KDOT is exceeding expectations on the condition of bridges, signing, 
intersection visibility and the ease of getting on and off the system.  Figure 1-1 depicts 
how respondents would divide funding among various transportation needs, providing 
insight into public priorities.  An executive summary of the survey results may be found 
in Appendix B. 

 

Road Rallies 
 
In 2001, KDOT conducted Road Rallies to gain insight into how the public 

perceives the condition of Kansas roads.  Randomly selected citizens were invited to 
participate in the rallies.  Three sessions were held in each of KDOT’s six districts, with 
about 30 people participating in each session.  Within each District, vans were used to 
tour 13 or 14 road sections.  Participants were asked to rate these sections on various 
characteristics.  Results showed that for the Interstate and four-lane facilities the most 
important feature was physical condition.  On two-lane roads, lane width and shoulder 
width were the predominant characteristics of concern.  More detailed results are 
available in Appendix C. 

 

Transportation 2000 Study Group 
 

In 1998, Governor Graves formed the Transportation 2000 Study Group, with the 
charge of  “seeking the input, advice, and dreams of Kansas citizens, communities, 
regions, and advocacy groups.”  Based on the comments received at twelve public 
hearings around the state, the study group assessed the progress of the previous 
transportation program and created a priority needs assessment for a future program.  
Several conclusions were drawn by the Study Group, including: 

 
 Kansas needs a new transportation program 
 Existing resources will not be adequate 
 All modes of transportation should be funded 
 Local governments will require additional resources as well 

 
 The findings of the Study Group were forwarded to Governor Graves for his 
consideration.  The report was influential in the Governor’s proposal for a 
Comprehensive Transportation Program (CTP).  Legislative deliberation regarding the 
CTP continued throughout the 1999 Legislative session.  As a result, the CTP was 
enacted in May 1999, which increased resources for transportation by $2.66 billion over 
the Fiscal Years (FY) 2000 – 2009 time period. 
 

Meetings with other Stakeholders 
 

For the express purpose of seeking input for the Long-Range Plan, meetings 
were held with all interested state agencies, the Metropolitan Planning Organizations, 
Indian Nations located in the state, and transportation advocacy groups.  City and County 
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officials were invited to comment through the Kansas Association of Counties and the 
League of Kansas Municipalities.  A complete list of comments from the meetings may 
be viewed in Appendix D. 

 

Long-Range Plan Web Site 
 

KDOT has developed a website on its main web portal to inform the public and 
also to solicit comments regarding transportation issues in Kansas.  It contains 
information about the previous plan, the update process, and a comment form by which 
users can provide input.  The web address is 

 
http://kdot1.ksdot.org/public/kdot/burtransplan/kstranplan/index.html 

 
 

  
  

    
 
 This Long-Range Plan serves to encompass the ideas, concerns and desires of the 
public and other stakeholders as presented to KDOT through these public involvement 
efforts.  Major themes expressed were incorporated into the Plan and some have been 
presented as recommendations for possible future action.  
 
  
   

“The ultimate goal of public involvement is to build and sustain 
relationships with citizens, business people, legislators and other 
government agencies.” – KDOT Public Involvement Plan   
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Trends Affecting Transportation  
 
 This chapter identifies trends affecting transportation in the recent past and projects those 
trends into the future.  Transportation policy, demographics, economics, and technology each 
impact transportation decision-making.  The previous Long-Range Plan identified and examined 
trends and recommended specific strategies reflecting broad policy direction for transportation 
programs in Kansas. 

  
 

The 1995 Kansas Long-Range Transportation Plan  
 

Public outreach efforts for the 1995 plan found that “many expressed the view that the 
current transportation network is sound and is serving the needs of the State well.”  The principal 
concern at that time was balancing maintenance of existing facilities with the need to modernize 
and react to emerging needs for enhancements.  The same can be said of current challenges.  The 
plan also identified emerging concerns related to other modes of transportation.  Enhancements 
and additional funding for rail, public transportation and air service facilities were identified as 
ways to support growth, maintain economic viability and increase the quality of life for Kansas 
residents. 

 
As a result of public input from a broad cross section of transportation users and 

stakeholders, 48 recommendations were identified to help the Kansas Department of 
Transportation meet the transportation needs of Kansas.  A complete list of these 
recommendations and their outcomes can be found in Appendix E.  Below is a sample of some 
of the major KDOT initiatives that were influenced by recommendations in the 1995 Plan. 

 
Recommendation Action 
“A new program, with dedicated resources, 
should be established to conduct a limited 
number of studies annually on locations or 
corridors that may, in the future, require major 
capital investment.”   

A Corridor Management Unit was established 
to oversee a set-aside program and to keep 
current on the interaction of land-use and 
transportation in Kansas.  Several route-
specific corridor studies have been conducted 
to determine future transportation needs. 

“KDOT should develop a strategic plan for 
implementing Intelligent Transportation Systems 
(ITS) technology, as it becomes available.” 

An ITS Unit was established, a Statewide ITS 
Plan was completed, and the ITS Set-Aside 
Fund was created.  These efforts include urban, 
rural, and commercial vehicle applications. 

“KDOT should develop a comprehensive public 
involvement plan.  As part of that plan, a 
training program should be developed for 
KDOT employees that stresses not only when 
and how public involvement should be sought, 
but the importance of that involvement.” 

The KDOT Bureau of Public Involvement was 
created.  “Communications: A Key to Success” 
was developed in 1997.  Nine positions have 
been established to implement this plan. 
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Demographic Trends 
 
 This section explores the changes, characteristics and major demographic trends of the 
Kansas population and examines how this affects transportation planning and the delivery of 
transportation-related services. 
 
 There are three demographic trends that will impact how the Kansas Department of 
Transportation fulfills its mission in the years ahead: the growth of the Kansas population; the aging 
of the Kansas population; and the continuing shift of people from rural areas to urban areas. 
 

Population Growth in Kansas 
 
 According to the U.S. Census Bureau, the State's resident population increased from 
2,477,574 in 1990 to 2,688,418 in 2000, amounting to an overall increase of 210,844 people or 8.5 
percent.3  Kansas' percentage growth was less than the nationwide increase of 13.2 percent.  Figure 
2-1 shows that it was similar to our neighboring states, with the exception of Colorado.  

 
The Kansas county 

showing the largest increase in 
population was in Johnson 
County, which grew by 96,032 
persons during the decade, 
equating to a 27.1 percent 
increase (about 45% of the state 
population increase).   
  
 According to most 
predictions, less than half of 
the Kansas counties are 
expected to experience 
population increases between 
now and 2030.  At that time, 
the total State population is 

expected to be 3,257,366, an increase of 568,948 persons from the 2000 census.  Table 2-1 
shows Kansas' population data between 1900 and 2000, and estimates to the year 2030. 
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 Table 2-1: Kansas Population Growth 
1900 – 2030 

 

YEAR POPULATION 
TOTAL 

PERCENTAGE 
CHANGE 

1900 1,470,495  
1910 1,690,949 + 15.0 
1920 1,769,257 + 4.6 
1930 1,880,999 + 6.3 
1940 1,801,028 -4.3 
1950 1,905,299 + 5.8 
1960 2,178,613 + 14.3 
1970 2,249,071 + 3.2 
1980 2,364,336 + 5.1 
1990 2,477,574 + 4.8 
2000 2,688,418 +8.51 
2010 2,877,838 +7.05 
2020 3,067,596 +6.59 
2030 3,257,366 +6.19 

 
Sources:  1900-2000, U.S. Census Bureau;  2010-2030, Governor’s Economic and 

Demographic Report, 2001-2002  
 

 
 
The Aging Population of Kansas Brings New Challenges 
 
 There is a major shift occurring in the Kansas population age distribution that mirrors 
national trends.  Advances in healthcare are allowing people to live longer than ever before.  This 
increase in life expectancy, combined with the size of the “Baby Boom” generation, has caused a 
gradual increase in the median age of the Kansas population.  In 1970, the median age was 28.7 
years, 29.3 in 1980, 32.9 in 1990 and 35.2 years in 2000.  
 
 Most older adults retire in the communities in which they have worked and raised their 
families.  Only a small percentage of retirees move to retirement havens in the Sun Belt.4  In 2000, 
persons 65 years of age and older constituted roughly 13% of Kansas’ population, an increase of 
3.9% since 1990.  Out of 105 counties, ten have at least a quarter of their population over 65 years 
old.  These counties are Cheyenne, Comanche, Decatur, Elk, Jewell, Osborne, Rawlins, Republic, 
Smith and Washington.5  By 2025, the U.S. Census projects that 19.5% of Kansans will be 65 years 
of age and over.  The maps on page 2-4 depict the percentage of population in each Kansas county 
age 65 and older in the years 2000 and 2025, respectively. 
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 According to the Federal Highway Administration, by the year 2020 about 22 million 
people in the United States will be 75 years or older and still be eligible for drivers' licenses and 
7 million will be 85 or older.  Eighty percent of the total driving population between the ages 65 
and 69 retains drivers' licenses; for those 70 and older, 62 percent have drivers' licenses. 
 
 A primary concern of older adults is the 
ability to maintain their personal mobility and 
independence.  Most people, regardless of age, 
view the ability to drive as the key to their personal 
independence.  Quality of life for many elderly 
persons depends on freedom of choice, and 
flexibility and mobility is an important factor.  It 
has been documented that those living outside the 
central city rely on private vehicles, if available, 
even when traditional public transit is available.6  In order to be successful, transportation options 
need to recognize this desire for freedom. 
 
 More than 80% of trips by persons 65 and older are made in automobiles and this 
percentage is growing.  Therefore, measures that promote older persons’ abilities to drive and 
access to their own automobiles will assist the greatest number of older people.  Examples of some 
of these might include: adapting highway signs and pavement marking for maximum clarity and 
visibility, roadway modification to provide adequate sight-distance and left turn lanes, and 
mandatory safety belt use laws.7 
 
 Although the mobile elderly are in the majority, there is a growing population of physically 
impaired elderly who are able to live in their own homes but who are unable to drive. Public 
transportation is vital to serve the needs of this population.  Programs to address these needs include 
public transit, subsidized taxi operations, coordination of transportation services, and research to 
assist local governments in developing services appropriate for the older persons in their 
communities. 8    
 
The Rural to Urban Shift Continues 
 
 Along with the growth and aging of the population, transportation analysts must consider 
where Kansans live.  Mirroring national trends, the metropolitan areas in Kansas are growing, while 
many rural areas continue to decline.  Trends between 1940 and 1970 showed a strong movement 
from rural areas to urban areas.  Improvements in the transportation system facilitated changes in 
land use patterns and opened up new areas for suburban development.  Since the 1970’s, the 
movement from rural areas to urban areas has continued to increase each decade, although at a 
slower rate.  In the 1980’s, 79 of the State's 105 counties lost population.  During the 1990’s, 57 
counties lost population.  This has resulted in significant rural population declines since nearly all of 
the counties losing population are rural.  This trend was accompanied by population growth in a few 
urban centers in other counties.  In the recent decade, there has been an increase in urban families 
moving to rural areas near urban centers; however, this movement is not strong enough to reverse 
the trend.    

“Mobility for the elderly, especially given 
the fact that this group, now more than 
ever, will be driving into their later years, 
creates a special challenge for 
transportation planners.” 
 
Transportation Research Board Conference 
Proceedings 20 
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Figure 2-3 

Source: US Census Bureau 
NOTE: 1900-1940 figures are based on a previously-used definition, while 1950-1990 figures define urban areas as 
"any incorporated area exceeding 5000 inhabitants, or any unincorporated area, regardless of population, located 
within an urbanized zone."  2000 figures use density to define Urban Clusters and Urbanized Areas  

 
The map on page 2-7 summarizes the 

population changes of all Kansas counties 
between 1990 and 2000.  Overall, counties in 
northwest, north central, and southeast Kansas 
showed population losses, while several 
northeast and southwest counties gained 
population.  Sixteen counties grew 10 percent 
or more.  In 2000, 90 percent of the population 
lived in just 46 counties, and 50 percent lived 
in the five urban counties of Douglas, Johnson, 
Wyandotte, Sedgwick, and Shawnee.9  

 
This shift in population from rural to urban areas is important from a transportation 

perspective for two reasons.  Declining rural populations reduce the rural tax base.  
Consequently, rural counties will have trouble supporting county and secondary roads.  Often 
these roads are critical for agricultural transport and access to the state highway system.  
Secondly, declines in population can also result in declines of services.  The people that do 
remain in the rural areas may have to travel further distances for services such as grocery stores, 
schools, and health care facilities.    
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Table 2-2: Kansas County Population 2000 
 
County Population Kansas Counties 
<5,000 34 
5,000- 9,999 28 
10,000-49,999 33 
50,000 – 199,999 8 
200,000 and greater 2 
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Driver and Travel Trends 
 
 How and why people travel is a very important consideration when undertaking any 
transportation-planning project.  Several trends have begun to emerge in the last 20 years that will 
likely continue into the future.  Between 1980 and 2000, the percentage increase of the U.S. 
population was far outpaced by both the percentage increase in the number of licensed drivers and 
the percentage increase in the number of registered vehicles.  The trend in Kansas was very similar.  
Additionally, not only are more vehicles being registered in the U.S. and in Kansas, more miles are 
being traveled, more people are driving alone for the majority of their driving miles, and the average 
age of the licensed driver is increasing as well.  Increases in these facets of travel trend behavior 
significantly affects Kansas and how the KDOT must plan for the future. 
 

Increase in the Number of Licensed Drivers 
 
 The number of licensed drivers is increasing at a higher rate than the total population.  
Nationwide, in the 1980’s the number of licensed drivers increased 17.8 percent and 14.2 percent in 
the 1990’s.  The number of licensed drivers in Kansas increased by 11 percent in the 1990’s, 
compared to an 8.5 percent increase in the population. 
 

Increase in the Number of Registered Vehicles 
 
 In 2000, the number of registered vehicles in the U.S. (218 million) exceeded the number of 
licensed drivers (191 million).  In 2000, the number of registered vehicles in Kansas totaled 
2,266,868, exceeding the number of licensed drivers (1,908,117) in the State by over 350,000.  
 

Increase in the Number of Miles Traveled 
 
 The number of miles traveled in Kansas is growing at a rate even faster than that of 
population, registered vehicles, or the level of employment.  The total number of miles traveled 
grew nearly 30 percent in each decade during the 1970’s and 1980’s, while the growth from 
1990 to 2000 was 26 percent.  The amount of travel by trucks is growing at a faster rate than 
automobile travel.  Between 1990 and 2000, truck travel grew by 68 percent.   
  
 Thus, as evidenced by both Table 2-3 and Figure 2-5 on page 2-9, the State's highway needs 
are influenced more by personal driving habits and by the shift from rural to urban residences than 
by population growth, the growth in the number of vehicles, or the level of employment. 
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 Table 2-3: Travel Growth for Total Travel and Truck Travel for All Roads in Kansas 
1970 - 2020 

 

YEAR TOTAL 
TRAVEL 
(DVMT) 

% 
CHANGE 

TRUCK 
TRAVEL 
(DVMT) 

% 
CHANGE 

1970 36,646,000  2,382,027  

1980 47,371,000 29.3 3,306,944 38.8 

1990 62,604,000 32.2 5,046,714 52.6 

2000 78,935,299 26.1 8,498,568 68.4 

2010 95,000,000 20.4 11,200,000 31.9 

2020 112,000,000 17.9 14,000,000 24.9 
 

 DVMT is the abbreviation for Daily Vehicle Miles Traveled (DVMT). 
 

Population, Em ploym ent and Travel Trends

1.0
1.4
1.8
2.2
2.6
3.0
3.4
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5.4
5.8

1970 1980 1990 2000 2010 2020

Total Vehicle M iles of Travel

Employm ent

Licensed Drivers

Population

INDEX (1970 as base)

December 2001

Truck M iles of Travel

Figure 2-5 
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Commuting 
 
 The 2000 Census and other recent studies indicate that the number of people who drive 
alone continues to increase.  Even though public transportation is provided in the United States, 
including Kansas, few drivers appear willing to use alternatives to the single occupant auto mode of 
travel.  According to national averages from the 2000 Census,  75.7% of commuters drove alone, 
12.2% of commuters carpooled, 4.7% utilized public transportation (including taxicabs), and 3.3% 
biked or walked to work.  However, it is unclear from these figures whether more people would 
utilize alternative modes of transportation if they were more widely available and convenient.  It 
should be noted that the national average work trip took 25.5 minutes, a reasonable commuting time 
that may not be high enough to encourage the use of public transit.10 
 
 According to the 2000 Census, 81.5% of workers in Kansas drove to work alone, 10.6% 
carpooled, 0.5% used public transit, and 2.8% used a bicycle or walked.11  In 2000, the average 
travel time to work was 19 minutes.12  It may be inferred that like at the national level, travel times 
in Kansas may not be long enough to encourage means of commuting other than driving alone.  
This however, does not mean that alternatives do not deserve further study and consideration. 
 
 In the growing metropolitan areas and developing non-urban areas, there may be need for 
concern over commuter trends.  An increased number of cars on the road, low-density suburban 
development and the predominance of single occupancy vehicle trips all contribute to congested 
highways and detrimental environmental effects.  Many Kansans assume that solo commuters and 
the resulting congestion is a "problem for other states, but not for Kansas."  However, Johnson 
County, Kansas ranks as one of the highest solo-commuting counties in the nation, where 86.7% of 
all commuting trips are made in single occupancy vehicles.13    
 
 Because commuting trips are relatively predictable events, it appears that commuters could 
easily travel in groups.  Why then do commuters insist on driving alone?  How people in Kansas 
choose to travel to work is affected by the availability of alternate modes of commuting, perceived 
travel-time, and the supply and location of jobs.  Many personal factors also contribute to the 
decision to commute alone.  Prime among these factors is the large portion of working women who 
have entered the employment ranks in the last two decades and who, like most men, often have no 
realistic transportation alternatives to the one-person vehicle.14 
 
 Although commutes are more spread out during the day and over a wider geographic area 
than in previous surveys, there is still substantial strain on the transportation system.  Commuting 
patterns are influenced by “trip-chaining”, or the tendency to link together a series of trips of 
different purposes.  For instance, data from the National Personal Transportation Study (NPTS) of 
1990 demonstrates that women are likely to run errands, and make more shopping and family-
oriented trips and to link these to the work trip, particularly if they have young children.  Not only 
does trip chaining impact commuter patterns it also makes transit a difficult means of transportation 
and adds to the number of automobiles on the road.15   



Chapter 2- Trends Affecting Transportation 
 

2-11 

Business Climate Trends 
 
 Transportation needs and economic strength go hand-in-hand.  Some of the most important 
aspects of the State's economy affecting transportation are discussed in this section. 
 

The Kansas Economy - Sectors of Trade 
 
 Wholesale and retail trade, services, government, and manufacturing each account for 16 
percent or more of Kansas’ employment.  This diversity of employment has helped the State avoid 
being too closely aligned with a single industry or economic force.  This provides the State's 
economy with some resistance to recession, because it is unusual for all of the economic sectors to 
decline at the same time. 
 
 Although agriculture now directly employs only a small percentage of Kansas residents, 
agriculture and agricultural products are critically important to the State's economy.  Kansas ranks 
first in the United States in the production of milled wheat flour and wheat milling capacity and is 
the number one exporter, by value, of wheat and wheat products.  It ranked second nationally in the 
amount of all wheat and sorghum grain produced, and second in the total number of cattle 
slaughtered.  
 
 During the 1990’s, the Kansas economy grew at a healthy pace but slower than the national 
economy.  The Kansas economy was weakening through the summer of 2001 prior to the events of 
September 11, 2001.  Changes in consumer behavior and confidence in the wake of those events, as 
well as announcements of layoffs in the aviation manufacturing, telecommunications, and public 
utility sectors, have indicated that Kansas is in the midst of an economic downturn.  While current 
forecasts call for the U.S. economy to begin a gradual recovery during 2002, the specific problems 
afflicting Kansas’ key industries suggest that the State’s own economic recovery will lag behind.  It 
is assumed that growth will resume in the Kansas economy in 2002, but at a more modest pace than 
that in the U.S. economy.16 
   

Employment  
 
 Kansas has experienced unemployment rates below the national average for almost three 
decades.  Likewise, annual employment growth in Kansas has exceeded the national rate from 1998 
to 2000.  Table 2-4 summarizes employment growth between 1970 and 2000 and predicts what 
growth will occur between now and 2025. 
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Table 2-4: Employment Growth Figures for Kansas 
1970 – 2025 

 

YEAR TOTAL 
EMPLOYMENT 

PERCENTAGE 
CHANGE 

1970 1,017,400  

1980 1,312,150 29.0 

1990 1,483,560 13.1 

2000 1,805,700 21.7 

2010 2,013,680 11.5 

2020 2,226,700 10.6 

2025 2,337,630 5.0 

Income 
 Over the past century, per capita income in Kansas has trailed the national average.  In 2000, 
the Kansas average was $27,408, which is 93% of the U.S. rate.  Even within the State, there is a 
wide range of incomes regionally.  The highest income region has a per capita rate of $31,909, 
which is 51% higher than the lowest at $21,101.  
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Transportation Funding Trends 
 
 Traditionally, highways in the United States have been funded by taxes or fees imposed 
directly on the user of the facility.  Vehicle registration fees and motor fuel taxes were designed to 
fund highway improvements while relating use to tax burden.  In addition to these early forms of 
user taxes and fees, there are numerous others, such as sales taxes on vehicles and fuels, and weight 
distance taxes.  The primary advantage of traditional user fees is these fees provide an equitable 
distribution of the burden for financing highways to the users of the system.   
 
 On July 1, 2002, the gasoline tax in Kansas was raised to 23 cents per gallon from 21 cents.  
As the table below shows, the gasoline tax rates among the states that border Kansas vary greatly.  
 
 

Table 2-5: A Comparison of Gasoline Tax Rates by State 

STATE TAX RATE 

Kansas  23.0 cents per gallon 

Colorado 22.0 cents per gallon 

Missouri 17.0 cents per gallon 

Nebraska 23.9 cents per gallon 

Oklahoma 16.0 cents per gallon 
 

 

 
  
 The use of alternative fuels has financing implications due to their historically lower rate of 
taxation compared to traditional fuels.  Because of the relatively low cost of conventional motor 
fuels and the higher cost associated with the production of alternative fuels, alternative fuels have 
been subsidized by lower tax rates to promote their usage.  Revenues from motor fuel taxes, given 
stable tax rates, have been relatively flat due to the increased fuel economy of newer cars and 
trucks.  Future revenues may even be reduced by an increase in the usage of alternative fuels. 
 
 Federal and state legislation encourages the use of alternative fuels.  Federal law provides 
for a lower tax rate (5.3 cents per gallon) for gasohol, thus subsidizing the use of alternative fuels.  
In addition, The Energy Policy Act of 1992 (EPAct) was passed by Congress to reduce our nation's 
dependence on imported petroleum by requiring certain fleets to acquire alternative fuel vehicles, 
which are capable of operating on non-petroleum fuels.  Kansas' law further provides for incentive 
subsidies for producing ethanol to be mixed with gasoline and sold as gasohol in Kansas. 
 
 While having positive benefits for agriculture and the environment, alternative fuels have 
significant financing implications that are imposed on transportation programs.  In order to promote 
the use of alternative fuels, the tax rate for gasohol is lower than gasoline.  This affects revenues to 

  

The Kansas rate will increase to 24 cents on July 1, 2003. 
A portion of Nebraska gasoline tax is on a variable rate. 
Also, tax rates exclude environment and inspection fees. 
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transportation in two ways.  First, in Kansas, an incentive subsidy to ethanol producers is paid from 
revenues in the Highway Fund.  This subsidy therefore reduces the amount of funds available for 
use by transportation programs.  The current incentive subsidy is $3.5 million per year. 
 
 Secondly, subsidies to gasohol affect federal transportation funding coming to a state.  The 
current federal legislation that authorizes funding for transportation programs is the Transportation 
Equity Act for the 21st Century (TEA-21).  One criteria for determining funding apportioned to 
states from TEA-21 is the relative share of funding that states provide to the Highway Trust Fund 
(HTF).  The contributions from those states which sell a lot of gasohol is less than it would be if all 
sales were for gasoline due to the subsidy provided by lower federal taxes for gasohol and an 
additional transfer of 2.5 cents per gallon from the HTF to the General Fund.  Therefore states with 
a large percentage of sales of gasohol receive less federal aid than they otherwise would receive. 
 
 Currently the use of gasohol in Kansas is relatively low and the reduction of federal funding 
is not a major concern.  However, KDOT needs to be watchful that the impact to the transportation 
program does not worsen significantly.  Further, efforts should be supported that reduce the impact 
to transportation programs by crediting the federal Highway Trust Fund with all revenues collected 
including the 2.5 cents per gallon currently collected for gasohol but transferred to the General 
Fund.  Additionally, the General Fund should credit the Highway Trust Fund with revenues 
representing the 5.3 cents per gallon in lower taxes provided as a subsidy for programs that benefit 
agriculture and the economy.  
 
 Other alternative fuels may have significant financial implications for transportation 
programs in the future depending on their adoption by the transportation users.  Other than 
registration fees, there are currently no user fees paid by the owners of vehicles powered by 
electricity from batteries or solar cells.  Vehicles powered by fuel cells may also become widely 
available in the future and could have a significant impact on transportation financing.  Fuel cells 
convert hydrogen to electricity that in turn is used to power a vehicle.  Fuel cells can operate using a 
variety of fuels including gasoline, ethanol, methanol, natural gas, and hydrogen.  Methanol is the 
auto industry's favored fuel to power fuel cells.  Currently fuel cell vehicles are not competitively 
priced to gasoline vehicles but improvements in technology could quickly close the gap.  If that 
happens, it will be important for transportation programs to capture motor fuel tax revenues from 
the methanol or other fuel used by these vehicles. 
 
 The increased use of alternative fuels and the improvement in vehicle fuel efficiency could 
have a significant effect on motor fuel revenues. KDOT needs to prepare for these changes and take 
an active role in identifying new funding sources to replace the loss of the traditional motor fuels 
tax. 
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Funding of the State Highway System 
 

Comprehensive Transportation Program 
 

House Bill 2071 in May 1999 authorized the Fiscal Year 2000-2009 Comprehensive 
Transportation Program (CTP).  The Transportation 2000 Study Group collected substantial 
public input prior to the CTP (more information on this study group can be found in the 
Involving the Public section of this document.)  The program is a ten-year plan that addresses the 
total transportation system.  Forty-seven specific Major Modification, Interstate and Non-
Interstate road projects, and Priority Bridge projects were listed in the legislative record, known 
as the “red map”, see page 2-16.  At the time House Bill 2071 was passed, specific projects from 
other components of the highway program had not been identified.  A complete list of CTP 
highway major modification and priority bridge projects can be found in the 2001 KDOT Annual 
Report. 
 

 
The total program was approved for $12.9 billion, including $2.66 billion in additional 

revenues.  Through this revenue increase, funding for highways and transit was increased and 
new funding was made available for rail and aviation for the first time.  New funding for the 
CTP came from three sources.  A four cents per gallon motor fuels tax increase was phased in 
between 1999 and 2003, which sunsets in 2020.  Stepped sales tax transfer increases were also 
approved; however, historically KDOT has not received the statutory amount of sales tax 
transfer. Additional bonding authority of $996 million was granted in the form of 20-year bonds.   

 
The CTP is a 10-year program.  Although a long-term approach to transportation is 

desirable, it can also complicate the financial aspects of the program.  KDOT is different from 
most other state agencies in that a large part of the agency’s business is capital improvements.  
These capital improvements often take years to develop, design, and construct and will be funded 
with money that is anticipated to be available a number of years into the future.  Just as revenues 
are fluid, highway construction cost estimates are dynamic as project development proceeds 
toward bid letting.  As projects progress, current and future project needs must be balanced 
against design life and costs before an improvement’s plan can be completed and a commitment 
of construction dollars made. 

 
As figure 2-7 on page 2-17 illustrates, the highway portion of the CTP is comprised of 

three specific State Highway System components, a local jurisdiction component, and an other-
modes component.   
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Figure 2-7 

 
 The Preservation component serves to protect the State’s transportation investments by 

preserving “as-built” conditions as long as possible.  These projects are funded through KDOT’s 
Substantial Maintenance category.  They are programmed to address short-term needs on an 
annual basis, and are not part of a prioritized list beyond the first year.  Resurfacing projects are 
based on the Pavement Management System, which optimizes performance and cost.  The 
Pavement Management System analyzes funding constraints, system condition goals, segment 
condition and feasibility to recommend a segment-based optimal rehabilitation solution.  Bridge 
repair projects are based on information from the Bridge Management System.  Lastly, set-aside 
programs are identified for specific needs such as safety, pavement marking, signing, and 
highway lighting based on objective selection criteria. 
 

 Modernization is a second component of the State Highway System and includes Major 
Modification and Priority Bridge projects.  Major Modification road projects go beyond 
preservation to improve road geometry, add capacity, and enhance safety.  Priority Bridge 
projects target the most deficient bridges for replacement or modernization.  The primary 
modernization programs consist of Major Modification Interstate, Non-Interstate Road, and 
Priority Bridge projects.  These projects are selected based on a Priority Formula and have 
already been approved by the Legislature as part of the CTP.  The Modernization component 
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also includes set-aside programs that are identified for specific needs such as Economic 
Development, Geometric Improvement (both local partnership programs), Intelligent 
Transportation Systems, Railroad Grade Separations, and Corridor Management based on 
objective selection criteria.  The projects generally have a one-to-three-year planning horizon, 
and many of the projects are selected based on applications and priorities submitted by local 
units of government. 
 

 The last component of the State Highway System is Expansion.  The System Enhancement 
Program was established as a part of the CTP to substantially improve safety, relieve congestion, 
improve access, or enhance economic development.  Projects are selected based on engineering 
and safety factors (80%), economic development enhancement (20%) plus extra credit for local 
match funds, lane-miles removed from the State Highway System, and partially completed 
project development.  Project applications were solicited from local units of government in June 
1999, and the 29 projects selected for System Enhancement funding were announced August 4, 
2000.  Most System Enhancement projects will be let to construction in the latter years of the 
CTP because of their size and complexity. 
 

The CTP also includes the partnerships KDOT has with other modal providers and local 
jurisdictions.  Modal components include aviation, public transit, and rail.  The Kansas Airport 
Improvement Program was funded at $3 million per year with state monies.  This funding assists 
general aviation airports in the state with needed improvements to runways, taxiways and ramps, 
and facilities and equipment (i.e. radios, lighting, navigational tools).  Public transit was funded 
at $6 million per year in state subsidies for capital upgrade and operating costs, an increase from 
$1 million per year under the previous program.  There is also $3 million in state funds available 
annually for eight years to assist Kansas short-line railroads with track rehabilitation.  This is a 
revolving loan and grant program that is beneficial to rural areas that depend on short-line 
railroads for transporting grain and other agricultural products.  
 
 Under the Local Jurisdiction component, funding was increased to the Special City and 
County Highway Fund.  The Local Partnership Program was continued at higher amounts 
providing funding for economic development and city connecting link resurfacing and geometric 
improvements.  The CTP also continued to share Federal funding with local units of 
governments to meet transportation needs.  
 

The pie chart in Figure 2-8 shows how the funds programmed in the CTP will be 
expended. 
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Figure 2-8 
 

The future success of the CTP is dependent on legislative and economic impacts on the 
CTP budget.  Since the passage of the CTP in 1999, several changes have been made to its 
funding components.  One of the most critical changes has been the reduction of the sales tax 
demand transfer, a legislatively mandated percentage of sales tax receipts that is to be transferred 
from the State General Fund (SGF) to the State Highway Fund (SHF).  The transfer was reduced 
in FY 2000, FY 2001, FY 2002, and eliminated entirely in FY 2003.  These actions alone have 
resulted in a $238.3 million loss to the program.  

 
In addition to the cuts in the demand transfer, the downturn in the economy has resulted 

in actual tax collections being less than originally projected when the CTP was passed in 1999.  
Motor Fuels Tax collections for FY 2000-2002 are $37.5 million less than originally projected 
and the Quarter-Cent Sales Tax collections for FY 2000-2002 are $9.0 million less than 
originally projected.  This is a concern for future tax collections as the economy faces an 
uncertain future. 

 



Chapter 2 – Trends Affecting Transportation 

2-20 

There have been other reductions in CTP funding, which have created a total reduction of 
$291.1 million as of the end FY 2002.  In addition to those reductions, the 2002 Legislature 
borrowed $95 million from the SHF to shore up the SGF ending balance. This loan is statutorily 
mandated to be repaid by the end of FY 2003 (June 30, 2003). 

 
The Legislature has also taken action to offset some of the impact of the demand transfer 

reductions.  In 2001, the Legislature increased KDOT’s bonding authority by $277 million.  This 
increase (less debt service through FY 2009) was authorized to offset the $160 million funding 
reduction and keep the program intact.  It is important to note that, while the increased bonding 
addressed the funding reduction in FY 2004-2009, it left the State Highway Fund greater in debt 
after FY 2009. 

 
During the 2002 session, the legislature eliminated the entire $147 million sales tax 

demand transfer for FY 2003.  To replace that funding, the legislature passed House Bill (HB) 
3011, which made the following changes: 

 
• Motor Fuels (Gas and Diesel) Tax increase effective July 1, 2002 

• 2 cents per gallon, all of which goes to the State Highway Fund  
• This 2 cents “sunsets” in 2020 

• Registration Fee increase effective July 1, 2002 
• $5 for cars and pickups 
• Varies from $2 to $10 for trucks 
 

The tax increases authorized by HB 3011 have been tempered by reductions in the Sales 
Tax Demand Transfer.  Two issues that KDOT will be watching closely are the FY 2004 demand 
transfer, which is to resume at the statutory amount, and the $95 million loan repayment.  The 
continuing pressure on the SGF jeopardizes the demand transfer to KDOT for FY 2004, and 
possibly future years.  If the demand transfer would be eliminated for  FY 2004, the remaining 
six years of the CTP and the $95 million loan is not paid back, the CTP would face a deficit of 
$1.3 billion.  Even one more year of eliminating the transfer will result in a CTP deficit of more 
than $400 million.  

 
Concerned about the adequacy of funding for the Comprehensive Transportation 

Program, Governor Bill Graves reconvened the Transportation 2000 Study Group in August, 
2002.  In his letter to the study group members, the Governor wrote, “I believe it is important for 
the public to understand how much the state transportation program will be impacted should 
funding for the CTP continue to be used to make up the State General Fund deficit.  I am asking 
the Transportation 2000 Study Group to reconvene to review CTP funding, confirm that there is 
a real problem, and discuss these issues at several public meetings across the state.”  The group 
held an organizational meeting in Topeka on September 4, 2002 and determined to conduct four 
public meetings on four consecutive weeks in October in Fort Scott, Overland Park, Dodge City, 
and Wichita.  Approximately 800 city and county leaders, business people, and citizens attended 
the four meetings.  About 150 people spoke or gave presentations.  The testimony showed 
overwhelming support for the CTP from the public and emphatically rejected any funding cuts.  

 
The Study Group met on November 14, 2002 to discuss the results of the meetings.  The 

following findings and recommendations were presented to Governor Graves:  
 
1. It is evident from the recent hearings that the citizens of the state of Kansas continue 

to overwhelmingly support completion of the entire 1999 Comprehensive 
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Transportation Program and strenuously oppose any reduction in funding, which 
would prevent the completion.  

The members of the Transportation 2000 study group therefore strongly voice their 
opposition to any further reduction in funding, which would cause the elimination of 
any promised highway project, or reductions in funding for any modes, or in the 
amounts of city/county revenue transfers. 

The study group further states that only at such time as such funding may become 
inadequate to meet all of the commitments of the program should the state consider 
options that would allow it to still meet every commitment of the 1999 Comprehensive 
Transportation Program.  

2. The current sales tax demand transfer funding component of the 1999 
Comprehensive Transportation Program (CTP) should be replaced by a revenue 
transfer based on the percentage of sales tax collected from the sales of new and 
used vehicles, as it has long been recognized that this portion of the sales tax should 
be considered users fees whose appropriate repository is the State Highway Fund.  

 
Transportation spending stabilizes and stimulates the state’s economy during all times, 

but especially during difficult economic times.  This is illustrated in the following quote from a 
US News and World Report article in 1992, referring to the CHP, “As the nation slid into 
recession…highway money worked its way through Kansas’ economic bloodstream, personal 
income climbed at 2.4%, more than twice the national average (in 1991).”  KDOT is hopeful that 
the Legislature will maintain its commitment to the CTP. 

 
The CTP also supports statewide economic development.  According to a report by Dr. 

Michael Babcock of Kansas State University, economic stimulus from the previous highway 
plan resulted in an economic multiplier of 2.6 for every dollar spent, an increase of nearly 
118,000 private sector jobs statewide, and $1.4 billion increase in statewide income.  Further, a 
recent report from the United States Department of Transportation (USDOT) showed that, in 
2001, every dollar spent on highway improvements yielded an average benefit of $5.70.  Outside 
of new economic stimulus the CTP also serves to protect the state’s investment in its 
infrastructure.  When a project is delayed due to lack of funding, it not only impacts that 
particular road section, it also causes other projects to be delayed by pushing those other projects 
even further out into the future, creating a ripple effect.  This in turn leaves not only current 
highway needs unaddressed, but also delays addressing anticipated future needs.  The overall 
result is an even larger pool of future unmet highway needs and increased costs.  Lastly, and 
probably most importantly, the CTP responds to the concerns of Kansas’ citizens based on 
results from the KDOT External Customer survey.  Ninety-two percent of the residents surveyed 
thought that funding for transportation in Kansas should stay at least the same over the next five 
years.  The results of the survey also showed approval of the quality of KDOT’s products during 
the Comprehensive Highway Program (CHP) and CTP.  Reduced funding could jeopardize that 
satisfaction and approval rating of Kansas’ transportation facilities.  

 
The issue of flexibility for program re-evaluation was identified as a potential area of 

improvement during a review of the Priority Formula process.  KDOT’s latest program of 
highway improvements is a fully announced ten-year list of projects.  This creates a problem in 
that unforeseen circumstances may arise during the ten-year period, resulting in new critical 
needs that must be addressed and cannot wait until the next program.  The Priority Formula 
review concluded that a fixed ten-year highway program does not provide the necessary 
flexibility to respond to changing road and bridge conditions.   



Chapter 2 – Trends Affecting Transportation 

2-22 

 

9.6%
Bond

Proceeds

Kansas Department of Transportation Fund Sources and Disposition
FY 2000 - 2009

7.7%
Sales Tax
1/4 Cent

9.6%
Sales Tax
Transfer

4.3%
Other

(Incl. Drivers
License Fees)

11.0%
Vehicle

Registration
Fees

31.4% Motor
Fuels Tax*

4.3%
Local
Funds

22.1%
Federal

     Funds**

Routine
Maintenance
(Incl. Snow

Removal
& Mowing)

8.8%

Local Transportation
Programs

(Special City & County
Highway, Local Federal

Aid Programs,
Local Partnership Program,

City Connecting
Link Payments,
Transportation
Enhancement)

19.8%

Transfers
(Incl. KHP,
Revenue)

4.0%

Highway
Construction

(Right-of-Way,
Design, Engineering,
& Utility Adjustments

for:  Substantial
Maintenance,

Major Modification
Priority Bridge & System

Enhancement)
51.3%

Buildings
0.6%

Management
(Incl.. Administration,

Support Services,
Technical & 

Planning 
Assistance)

4.4%

Debt
Service
9.8%

Other
Modal

Programs
(Aviation,

Public Transit,
Railroads)

1.3%

*Net Motor Fuels Tax Receipts:
(Ten-Year Average)

64.6% to State Highway Fund
35.4% to Special City & County

Highway Fund

**Federal Funds make up of:
16.8% KDOT FHWA Obligation Authority
4.5% Local FHWA Obligation Authority

0.8% FHA, FTA, NHSTSA

Figure 2-9 
 
Highway Funding of Local Governments  
 
 As shown in figure 2-9, 20% of the CTP funding goes back to cities and counties for their 
transportation needs.  Local government sources of transportation funds include state motor fuel tax 
revenue received through the Special City and County Highway Fund, federal motor fuels tax 
revenue received from the Federal Highway Administration (FHWA) through KDOT, state funds 
from KDOT’s local partnership program, property taxes, local option sales taxes, and bond issues.  
In fiscal year 2002, the amount of State motor fuel tax receipts dispersed to the cities and counties 
was $142 million.  Property taxes are the largest source of transportation revenues for local 
governments, with much of this revenue being spent on maintenance rather than construction. 
 
 Construction funds that local governments receive from FHWA through KDOT include 
Surface Transportation (STP) and Bridge (BR) funds.  Each year, the county STP funds are 
distributed based on the percentage of state motor fuels tax each county received in the prior year.  
Small Urban STP funds are divided into three categories based on population and cities compete 
within these categories for funding. 
 
 KDOT maintains a log of all deficient bridges within the state.  Each local government is 
eligible to receive a portion of the BR funds.  KDOT utilizes the proportion of deficient bridge area 
within their jurisdiction to the total deficient bridge area of all local jurisdictions in the state for 
programming these local government projects. 
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Accountability to the Public 
 

 Does KDOT allocate its 
resources in an efficient 
manner? 
 

 Are citizen needs and wants 
being adequately addressed? 
 

 What is the prognosis for the 
future condition of the system? 
 

 How does the performance of 
KDOT compare to other similar 
agencies? 
 

 Are the government’s 
maintenance strategies resulting 
in the renewal of infrastructure 
needs?

 
 The Kansas Highway Program includes a number of Local Partnership Programs.  In these 
programs, the State and local units of government share a project’s cost.  The City Connecting Link 
(KLINK) Resurfacing, Geometric Improvement, and Economic Development Programs are 
designed to assist local governments in making surfacing and geometric improvements on city 
connecting links and to finance projects that are needed as a result of rapid economic growth or to 
spur economic development. 
  
Governmental Accounting Standards Board- Statement 34  
 
 The Governmental Accounting Standards Board (GASB), a private, nonprofit organization, 
establishes concepts and standards that guide the preparation of external financial reports through 
generally accepted accounting principles that are utilized by auditors charged with the evaluation of 
state and local government financial statements.  In June 1999, the GASB established new financial 
reporting standards that will fundamentally change the way state and local governments report their 
financial results.  GASB Statement 34 was initiated in response to a belief that the financial reports 
of state and local governments were not providing information sufficient to assess financial position 
and cost of services.  Under GASB-34, Kansas governmental agencies that use Generally Accepted 
Accounting Practices (GAAP) reporting must begin showing the value of infrastructure assets in 
their financial reports.  To comply, governments will need to determine the cost associated with 
their transportation infrastructure assets.  This includes initial construction costs and the cost of 
subsequent capital improvements as well as the associated expense of using the assets.  Previously, 
accounting was limited to static costs that did not provide a clear idea of the value of the 
infrastructure asset gained.  
  

There are several reasons that this statement is 
significant.  First, GASB-34 establishes methods for 
governments to be more accountable to bond market 
analysts and underwriters, citizens and other financial 
users.  It provides for a comprehensive understanding of 
a government’s financial position, and clarifies the 
government’s ability to repay long-term debt and deal 
with infrastructure maintenance obligations. 

 
 In a general sense, implementation of GASB-34 
may highlight the fact that considerable resources are 
spent on transportation infrastructure assets and that the 
benefits from these facilities extend many years beyond 
the initial investment.  Infrastructure expenditures may 
then be viewed more as investments. 
 
 For KDOT, GASB-34 means a heightened level 
of public accountability, but also it is an opportunity to 
demonstrate that the department is properly caring for the assets with which it has been entrusted.17 

It also provides an opportunity to reinforce the importance of system preservation instead of 
deferred maintenance.  The increased emphasis on life-cycle costs may help to demonstrate 
preservation saves money by avoiding premature replacement of an asset, potentially at a higher 
cost.  
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Funding for Other Transportation Modes 
 
 Approximately $9 million annually of Federal-aid is passed through the State to 
railroads to upgrade railroad-crossing signal systems.  In rail transportation, KDOT provides 
$3 million annually (for the first eight years of the CTP) in the form of revolving, low-
interest loans and grants to assist Kansas short-line railroads with track rehabilitation.  
Additionally, the CTP set up a local partnership program addressing grade separation for 
highway/rail crossings at approximately $5 million per year.  KDOT also has a set-aside for 
grade separations on the State Highway System supplying $10 million per year. 
 
 In Federal Fiscal Year (FFY) 2001, approximately $8 million was passed from the 
Federal Aviation Administration (FAA) to general aviation airports in Kansas to maintain 
existing aviation facilities.  The State of Kansas for the first time provided funds, under the 
CTP, for rehabilitation of public-use airports, in the amount of $3 million in projects 
annually. 
 
 In the area of public transportation, the Federal Transit Administration (FTA) 
provided over $4.1 million to Kansas for public transit services to the general public and the 
elderly and disabled in non-urbanized areas in FFY 2001.  The urbanized areas received 
over $15.6 million in federal funds in FFY 2001 for public transit (this includes 
approximately $10 million dollars for the Kansas City metropolitan area - the funds are not 
separated between Kansas and Missouri).  In addition, the Kansas Legislature increased 
state funding for public transportation programs in 1999 from an annual amount of $1 
million to $6 million. 
 
 Through the FHWA Transportation Enhancement program, KDOT obligated almost 
$2 million to bicycle and pedestrian projects in FFY 2001.  While the Kansas Department of 
Transportation expects these various transportation funding sources to continue, significant 
growth in the amounts of these funds is not expected. 
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Roads, Streets, and Highways - Conditions and Needs 
 
 
 With 134,724 miles of public roads, Kansas ranks fourth among the states in number 
of public road miles.  The magnitude of the Kansas road network is attributable to the fact 
that the State is large in terms of geographic size and has few natural barriers such as 
mountain ranges to impede the building of roads.  The State developed from an agricultural 
base that saw a family farm on every 80 or 160 acres, which in turn dictated the need for a 
road every mile.  The map on page 3-2 demonstrates the density of existing Kansas roads. 
 
 Even though the State has a large number of roads, the majority of them fall under 
city and county jurisdiction.  The following table presents the breakdown of jurisdictional 
responsibility and travel on all roads in Kansas.  The State Highway System and City 
Connecting Links (that portion of any State route going through a city) make up 10,380 
miles, or just 8 percent of the more than 134,000 miles of public roads in Kansas, yet they 
accommodate over 50 percent of the travel in the State.  
 
 The Interstate System (including 238 miles on the Kansas turnpike) in Kansas 
comprises less than 1 percent of the road mileage total in the State (874 miles), but carries 
almost 23 percent of the miles traveled at 18,019,524 daily vehicle miles traveled (DVMT).  
 
 Table 3-1:  Kansas Public Road Miles & Travel By Jurisdiction - 2001 
 

Source: KDOT Selected Statistics, 2001  

SYSTEM CENTER 
LINE MILES 

% OF TOTAL 
 MILES 

DAILY 
VEHICLE 

MILES  

% OF TOTAL 
TRAVEL 

State Highway 9,564 7.1 26,913,269 34.2 

City Connecting 
Links 

816 0.6 14,772,557 18.8 

County/Township 110,036 81.7 12,113,108 15.4 

Municipal 13,834 10.2 20,828,768 26.4 

Turnpike 238 0.2 3,929,950 5.0 

State Park Roads 236 0.2 196,888 
 

0.2 

TOTAL 134,724 100.0 78,754,540 
 

100.0 
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 The majority of the roads in Kansas are in rural areas of the State.  These roads 
allow access to farms, movement between towns and cities, and travel across the State.  Of 
the 134,724 public road miles in the State, 124,301 are in rural areas and 10,423 miles are in 
urban areas (areas of greater than 5,000 population).  In 2001, the DVMT on the rural 
system was 42,260,212 compared to 36,494,328 on the urban system.  This is a key element 
since roads in urban areas constitute only 8% of the total road miles in the State, but account 
for 46% of the travel.  In Kansas, good roads in both rural and urban areas are a necessity for 
travel and access to all parts of the State. 

 Kansas ranks third in the number of bridges among the 50 states, totaling 25,983 
bridges in 2000.  Of the 25,983 bridges, 3,445 (13.2%) are classified as structurally deficient 

and 2,912 (11.2%) bridges are classified as functionally 
obsolete.  A structurally deficient bridge is defined as a bridge 
that is (1), closed because of structural inadequacies; (2), 
posted with a weight limit; or, (3), in immediate need of 
rehabilitation to remain open.  A bridge is defined as 
functionally obsolete if, although structurally sound, it is no 
longer adequate to handle the traffic for the road on which it is 
built.  Bridges are also considered to be functionally obsolete 
if the bridge is narrower than the road it is on, including 
shoulders. 

 
State Highway System 

 The rural State Highway System consists of 9,564 miles, and includes the Interstate, 
U.S. route numbered highways, and Kansas route numbered highways.  KDOT has 
jurisdictional responsibility over all of these routes, except for the portions of these routes 
carried by Kansas Turnpike.  Interstate, U.S., and Kansas routes have the same funding 
sources and have similar importance for transportation in Kansas.  For the most part, the 
U.S. routes were named in the 1930’s and 1940’s to aid travelers in cross-country travel, but 
have no added significance for funding as compared to Kansas routes. 
 
 Travel on the State Highway System has continued to grow over the years and that 
growth shows no sign of abatement.  Between 1970 and 2000, the population of Kansas 
grew at one-half percent annually, while travel on the State Highway System grew seven 
times as rapidly, averaging 3.2 percent annually.  The maps on page 3-4 and 3-5 display the 
average daily traffic and truck traffic, respectively, on the State Highway System, and the 
Kansas Turnpike. 
 
 Commercial truck traffic on the rural State System has grown at a faster rate than 
that of passenger vehicles.  In the 15 years between 1986 and 2001, commercial truck travel 
increased 73 percent while car and pickup truck travel grew by 49 percent.  In 2001, 
commercial truck travel comprised 18% of all vehicle miles on the rural State System. 

      Kansas Bridges 
By jurisdiction 

 

 State- 4,913 
 City- 1,084 
 County- 19,646 
 KTA- 340 
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 In addition to the rapid growth in number of trucks using the State Highway 
System, the average weight of trucks has grown as well.  In 1959, the average weight of 
all loaded and empty trucks was 28,175 pounds.  In 2001, the average truck weight was 
50,900 pounds - an increase of more than 80 percent.  This is significant because many 
facilities were designed and built prior to 1959.  Many factors have led to the increased 
weight of trucks during this time, including the fact that size and weight limits have 
changed, back-haul restrictions have been lifted, and deregulation of the trucking industry 
has occurred.  
 
 
KDOT Route Classification System 
 
 In order to better manage and address the diversity of the Kansas State Highway 
System, in 1988 KDOT developed and adopted a route classification system based on daily 
traffic, route continuity, access to major cities, trip length and route spacing.  The System is 
divided into five classification levels (A through E routes) as described below.  The map on 
page 3-7 displays the route classification system. 
 

The principal purpose of the route classification system is to ensure that limited 
resources are directed to the highest priority routes and to ensure that the highest percentage 
possible of the traveling public drives on roadways appropriate to the purpose of their trip.  
The Route Classification System is one of the factors considered in a variety of department 
activities including project selection, establishing priorities in the Railroad Grade Separation 
program, and setting design standards. 
 
 CLASS A -- The Interstate System, including the Kansas Turnpike. 
 

CLASS B -- This class, along with Class A Routes, serves the most important 
corridors of statewide and interstate travel.  Nearly all cities with a population over 10,000 
are within ten miles of one of these routes.  There is a higher proportion of drivers that are 
unfamiliar with the particular features of the route, making continuity of design over major 
sections of the route very important. 
 

CLASS C – The principal function is to provide person and commodity movement 
between regions of the State.  Route continuity is less important than for Class B Routes and 
design elements of the routes can change at major activity points and major junctions. 
 

CLASS D – This class contains routes that serve the combined role of inter-county 
movement and access to smaller cities.  Almost no interstate service is provided, except as 
access to an Interstate route. 
 

CLASS E – This class is made up of stub routes and routes whose service is limited 
almost exclusively to local travel.  The average trip length is generally very short but may 
vary widely, depending on the nature of the local area served.  
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Table 3-2:  Miles and Travel by Route Classification, 2001 
 

ROUTE 
CLASSIFICATION 

MILES 
 

% OF 
MILES 

TOTAL DAILY 
VEHICLE MILES 

TRAVELED 
(VMT) 

% OF 
TOTAL 

VMT 

TOTAL DAILY 
TRUCK MILES 

TRAVELED 

% of 
TOTAL 
TRUCK 

VMT 

A      874.540 8.2 18,021,508 39.5 2,854,732 41.9 

B 2,175.968 20.5 10,712,605 23.5 1,864,972 27.4 

C 2,459.406 23.2 9,223,054 20.2 1,171,404 17.2 

D 3,275.414 30.8 6,043,9555 13.2 741,716 10.9 

E 1,833.505 17.3 1,621,570 3.6 181,788 2.7 

TOTAL 10,619.833 100.0 45,622,692 100.0 6,814,612 100.0 
 
Notes:  Includes the Kansas Turnpike and City Connecting Links. 
Source:  Kansas Department of Transportation CANSYS Database, December 31, 2001 
 

National Highway System 
 
 The Intermodal Surface Transportation Efficiency Act (ISTEA) of 1991 
eliminated the historical Federal-aid System and created the National Highway System 
(NHS) and other Federal-aid highway categories.  The NHS was selected in consultation 
with appropriate local officials; it consists of highway routes and connections to 
transportation facilities depicted on the maps submitted by the Secretary of 
Transportation to Congress on May 24, 1996.  Highways designated as part of the 
Interstate System are included in the NHS.   
 
 FHWA describes the NHS as the backbone of our nation's transportation network in 
the 21st Century.  As described in ISTEA, the purpose of the NHS is to "provide an 
interconnected system of principal arterial routes which will serve major population 
centers, international border crossings, ports, airports, public transportation facilities and 
other major travel destinations; meet national defense requirements; and serve interstate 
and interregional travel."  
 
 The NHS is not a system of new highways.  In fact, 98 percent of the NHS mileage 
already exists.  The approximate size of the NHS is over 160,000 miles nationwide, which is 
roughly 4 percent of all U.S. roads.  In 2000, the NHS included 118,876 rural miles and 
approximately 41,915 urban miles.  
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 Nationally, the NHS carries approximately 40 percent of all vehicle traffic, 75 
percent of commercial truck traffic, and 80 percent of the tourist traffic.  In addition, it is 
estimated that 95 percent of the nation's businesses are located within five miles of the 
National Highway System. 
 
 The NHS in Kansas consists of 3,737 miles, representing only 2.8 percent of all 
public roads in the State.  Of this total, 3,321 miles are located in rural areas, and 416 miles 
are located in urban areas.  The daily travel on the National Highway System in Kansas for 
2001 was 33.4 million daily vehicle miles of travel.  This amounts to about 42 percent of the 
daily travel in Kansas.  In 2001, the heavy commercial traffic on the NHS was 5.2 million 
daily vehicle miles of travel, which is over 60 percent of the commercial traffic in Kansas. 
 

Highway System Planning 
 

Kansas and its neighboring states have several corridors that are experiencing 
growth in both commercial truck traffic and overall traffic.  While some of these routes are 
contained totally within a state, many cross state borders.  In order for these highways to 
continue to move traffic safely and efficiently, additional capacity in the form of additional 
lanes or the construction of passing lanes will be needed within the next 20 years.   

 
The importance of maintaining adequate capacity on a highway system is to provide 

smooth traffic flow.  The benefits of smooth traffic flow include reduced travel time, 
reduced driver fatigue, increased reliability and enhanced safety.  Increased reliability is 
becoming more important to businesses that rely on “Just-in-Time” delivery of materials as 
part of the manufacturing process.   

 
Planning for the long-range vision of a highway allows individual projects, selected 

through KDOT’s priority formula process, to be designed to fit the ultimate goal for the 
route.  Consideration can be made to preserving sufficient right-of-way for long-range 
improvements and establishing access control before significant development occurs.  In the 
long run, this lowers right-of-way costs and is less disruptive to businesses that locate near 
highway access points. 

 
Being located in the geographic center of the 48 contiguous United States, travel 

patterns in Kansas are heavily influenced by out-of-state traffic and the corridors available to 
that traffic.  The Interstate routes such as I-70 and I-35 are obvious major carriers for this 
traffic, but other routes carry travelers and freight for long distances.  For the purposes of 
this long-range plan, Colorado, Nebraska, Missouri, and Oklahoma were contacted 
regarding their plans for expanding routes that lead to Kansas.  A map showing these plans 
is shown on page 3-12.   
 

 Nebraska, in addition to creating a US-81 expressway corridor from Kansas to 
Yankton, South Dakota, is also considering a connection from US-81 at Norfolk to 
I-29 at Sioux City, Iowa, which could facilitate Canadian traffic as well as traffic 
from the Twin Cities.  Kansas has completed the 4-lane expressway expansion of 
US-81 from Concordia north to Nebraska.  The Nebraska Department of Roads also 
plans to create a 4-lane expressway from Omaha south to Auburn on US-75.  While 
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this would not connect to Kansas, traffic should be monitored along the US-75 
corridor as Holton and the Native American casinos have generated considerable 
growth in traffic. 

 
 The Missouri border is by far the largest source of interstate traffic to Kansas.  The 

most traveled border crossings are already four lanes: the Interstates in Kansas City, 
and US-36 in St. Joseph.  Missouri River crossings are two points of expansion:  the 
US-59 bridge at Atchison and the K-92 bridge at Leavenworth.  The US-59 bridge at 
Atchison will be replaced as a System Enhancement.  This will facilitate traffic 
moving between St. Joseph and Topeka.  The Leavenworth bridge is the western end 
of the S.R. 92 corridor being considered for improvement by the Missouri 
Department of Transportation (MoDOT). This is a vital intermodal route linking 
Leavenworth with the Kansas City International Airport.  MoDOT is also 
considering expansion of the east-west corridors, including widening of I-70 
between Kansas City and St. Louis and improving US-36 to freeway standards 
across the state.  US-36 may serve as a relief route for I-70 traffic from Kansas City 
to Chicago, but it may also direct more traffic toward northern Kansas along US-36.    

 
 Oklahoma does not have expansion plans for any north-south routes leading to 

Kansas, but it is worth noting that US-75 is mostly four lanes from Tulsa north to 
Kansas.  US-75 and US-169 both lead to Tulsa, but only US-169 connects to Kansas 
City.  Oklahoma has plans to expand US-54 in the Panhandle to four lanes; 
combined with Texas and New Mexico’s improvement plans this is a vital section to 
connect US-54 to Interstate 40 near Tucumcari, New Mexico. 

 
 Colorado plans to expand US-400 to a 4-lane expressway from Pueblo to La Junta.  

Other sections near Lamar and Las Animas are already expressways.  Along with 
KDOT’s plans to study US-400 from Garden City east, this could possibly create a 
key corridor connecting Wichita to the Front Range of the Rocky Mountains. 

 



Figure 3.6: Regional Corridors Affecting Kansas

3- 12

US-400

US-400

US-54

US-36

U
S

-8
1 US-81 to

 I-2
9

Connectio
n

U
S

-7
5

Wyoming

Wisconsin

Illinois

Arkansas

Kansas

South Dakota

New Mexico

Minnesota

Iowa

Oklahoma

Nebraska

Missouri
Colorado

2-lane State and US Route

Multi-lane State and US Route

Interstate

Funded Corridor

Study or Proposed Corridor



Chapter 3-  Roads, Streets, and Highways -Conditions and Needs 
 
 

3-13 
 

Conditions and Needs 
 
Pavement 
 
 Surface needs have been and will continue to be KDOT's highest priority.  Efforts 
to maintain and improve surfaces consume a large portion of KDOT's time, energy, and 
resources.  Routine maintenance efforts and substantial (contractor-performed) 
maintenance and major modifications programs all have as their primary objective to 
maintain or improve the pavements of the State Highway System.  
 

KDOT annually measures the condition of our highway pavement surfaces.  The 
primary use of this data is decision support for project selection, but it also serves as an 
indicator of performance provided to the traveling public.  Data elements include 
roughness, cracking, and rutting on asphalt surfaces and roughness, joint distress, and 
faulting on concrete surfaces.  The roughness and distress data are combined into a three-
level index called performance level.  Performance Level One is for pavements that are in 
good condition and only need routine or light preventative maintenance.  Performance 
Level Three pavements are in poor condition and need significant work.  The data 
elements and performance level definitions have been kept stable since KDOT began 
collecting this data so changes in condition could be tracked over time.  The following 
chart shows how the percentage of KDOT managed roadways in the good and poor 
performance levels have changed over time for both the Interstate and non-Interstate 
highways.  Clearly, the percentage of highways with good pavement surfaces has 
improved and the corresponding poor highway surface mileage has decreased. 

 

Figure 3-7 Kansas Pavem ent Perform ance Level (PL)
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Shoulders 
 
 The shoulder is that portion of the roadway adjacent to the travel lanes, and may be 
turf, gravel, or paved.  Shoulders provide lateral support to the pavement as well as safety 
benefits.  In some cases, the shoulder can accommodate bicyclists and other slow-moving 
vehicles.  

 As part of the External Survey in 2001, KDOT conducted “Road Rallies” in which 
citizen volunteers determined what attributes are important on Kansas roads, and how 
expectations differ by route classification.  For example, the public has higher expectations 
for the smoothness of Interstates (Class A) than it holds for Class E routes.  However, 
shoulder type and width proved to be important, regardless of classification.  The condition 
or type of the shoulder can significantly affect a driver’s perception of safety (as a means of 
crash avoidance) and therefore, comfort level. The participants surveyed did not consider 
turf shoulders to be acceptable, even for Class D and E routes.  Also, for 2-lane B and C 
routes, eight feet appeared to be the minimum acceptable paved shoulder width.  By these 
standards, a very large percentage of the State Highway System does not meet our 
customers’ expectations. 

Capacity 
 
 Traffic has increased on the majority of Kansas highways.  Growth has occurred 
at an even faster rate on highways in urban areas and routes connecting the larger, 
growing cities.  For a given highway, its level of service generally declines as traffic 
increases.  On two-lane highways, this level of service is measured by the percent of time 
that a vehicle spends following another vehicle.  In the rolling terrain of eastern Kansas, 
the vehicles are more likely to spend time following a slower vehicle because large 
vehicles have more difficulty climbing hills, and also the hills decrease opportunities for 
passing by restricting sight distances.  Some of the Major Modification projects improve 
these situations by flattening roads and adding intermittent passing lane sections, but as 
traffic volumes increase, these improvements become ineffective.  For very high-volume 
roads, widening to four-lane expressways or freeways may be the only improvement that 
would significantly relieve congestion and improve safety.  The Major Modification and 
System Enhancement programs contain several of these expansion projects; some are 
funded for construction, while others look toward the future by providing funds for 
preliminary engineering and/or right-of-way acquisition, so that when traffic volumes 
warrant and construction funds become available, a feasible corridor is available.  This 
preservation of a corridor also allows local governments to make prudent land-use 
decisions.    

Bridge Needs 
 
 The State Highway System contains 4,913 bridges, of which 3,199 are span bridges 
and 1,714 are box bridges.  Of the 3,199 span bridges, 776 will be over 50 years old and an 
additional 804 will be over 40 years old when the CTP ends in 2009.  Bridges, in general, 
have a life expectancy of 50 to 75 years depending on the bridge type.  Span bridges 
generally have a life of 50 years, but their decks generally are considered to have a life of 
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only 30 years.  At anticipated funding levels, KDOT could only perform bridge replacement 
or major rehabilitation work on an 80-year cycle. 
 
Future Needs 
 
 Although the CTP is often called the largest public works program in Kansas’ 
history, deficiencies will remain in our highway system in 2010 after the projects funded 
by the ten-year CTP have been constructed.  In addition, many more needs will accrue in 
the years after 2010 as traffic volumes continue to grow and pavements and bridges 
continue to deteriorate.  Furthermore, there will be needs for new facilities such as 
additional interchanges, bypasses, or additional capacity modifications such as new four-
lane corridors or the addition of lanes on existing two-lane roads. 
 
 
Kansas Turnpike 
 
 The 238-mile Kansas Turnpike connects the four largest cities in the State.  The 
facility runs from the Kansas City area west through Lawrence to Topeka, then south to 
Wichita, ending at the Oklahoma State line.  It was opened to traffic in 1956 and 
preceded the building of the Interstate system.  Operation of the Kansas Turnpike is 
governed by the Kansas Turnpike Authority (KTA), a five person board which consists of 
two members from the general public, each appointed for a four-year term by the 
Governor, and three members who serve on the KTA by virtue of their respective 
leadership positions in other transportation concerns: the Secretary of the Kansas 
Department of Transportation; the Chairman of the Kansas Senate Transportation and 
Utilities Committee; and a member of the Kansas House Transportation Committee 
appointed by the Speaker of the House.  
 
 Over 25 million passenger cars and nearly four million commercial vehicles 
traveled on the Turnpike in 2001.  The average trip length on the Turnpike for all 
vehicles in 2001 was 44 miles.  Passenger vehicles comprised 86 percent of the total 
number of vehicles and 81 percent of the total miles traveled on the Kansas Turnpike 
during the year. 
  
 Since its beginning, the Kansas Turnpike has continued to evolve in response to the 
needs of the traveling public.  Interchanges have been added and service areas have been 
expanded and modernized.  System wide improvements have been made for increased 
motorist safety such as the addition of a concrete barrier median to the entire length of the 
Turnpike.  Recent improvements include the addition of the K-96 interchange in Wichita, 
the construction of the I-70/K-4 system interchange in east Topeka, the total rebuild of the 
East Topeka service area, and the relocation/reconstruction of the East Terminal toll plaza. 
  
 As one of the recommendations from the previous Kansas Long-Range 
Transportation Plan, KDOT has included the Turnpike Authority in joint planning efforts.  
The largest example of this joint planning is the KawConnects Major Corridor Study, which 
examined all modes of transportation between the Topeka and Kansas City metro areas from 
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the present to the year 2025.  The jointly funded study was precipitated by the rapid travel 
growth on east-west roadways in the area, as well as new large developments in the corridor, 
such as the Kansas Speedway and the former Sunflower Ammunition Depot south of 
DeSoto.  A travel-demand computer model was created to simulate traffic on the highways, 
and this allowed for the analysis of different highway improvements, such as building new 
highways or widening existing ones.  While non-highway improvements (commuter rail, 
inter-city transit) were also studied, significant congestion reduction for the year 2025 
cannot be achieved without adding capacity to I-70 (carried by the Kansas Turnpike) and K-
10 between Lawrence and the southern Kansas City metro area. 
 
 KTA recently completed a Long-Term Needs Study, which examined the 
Turnpike’s maintenance and construction needs for the next 10 to 20 years.  The study 
indicated that the section of roadway between Topeka and Lawrence would need to be 
widened to six lanes if an acceptable level of service is to be maintained.  The remaining 
section from Lawrence to Kansas City may have to be widened depending upon future 
Kansas Department of Transportation projects on parallel roadways and other developments 
in the corridor. 
 
 Another concern for the Turnpike is the condition of the Kansas River bridges in 
Lawrence.  According to the Long-Term Needs Study, these bridges must be replaced by 
2012 and currently need strengthening on some of the critical members of the truss sections.  
As a continuation of the planning process, Turnpike officials have begun work on 
preliminary assessments and conceptual designs for widening and the complete bridge 
replacements. 
  
 The chart below shows usage trends for the KTA for selected years from 1957 to 
2001.  
 
 Table 3-3:  KTA Usage 1957-2001 
 

 ANNUAL NUMBER OF VEHICLES 
(in 1000’s) 

MILES TRAVELED (in 1000’s) 

 
Year 

Passenger 
Vehicles 

Commercial 
Vehicles 

Total 
Vehicles 

Passenger 
Vehicles 

Commercial 
Vehicles 

Total 
Vehicles 

1957 3,411 202  3,613 199,688   15,789 215,477
1967 6,858 991 7,849 334,949 60,702 395,651
1977 9,467 2,237 11,704 418,095 115,334 533,429
1987 13,585 2,734 16,319 565,619 155,973 721,592
1997 23,979 3,598 27,577 947,407 215,391 1,162,798
2001 25,811 3,975 29,786 1,006,696 245,598 1,312,294

Source:  2001 Selected Statistics, page 37 and KTA Annual Report.  
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Age of Local Bridges by Percent
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Local Roads and Bridges 
 
 Cities and counties across the State have an enormous task in maintaining and 
upgrading their roads and bridges.  The cities have jurisdiction over 13,834 miles of road 
and 1,084 bridges.  The counties have jurisdiction over 110,036 miles of roadway and 
19,646 bridges.  In total, 90 percent of the roads and 80 percent of the bridges in the State 
are the direct responsibility of cities and counties.  
 
 Since there are 105 counties and 627 incorporated cities in the State, it is often 
difficult to assemble information on local road conditions and needs.  However, more 
information is available on local bridges because they are inspected on a two-year cycle 
using a standardized format developed in conjunction with the National Bridge Inventory 
(NBI) program.  
 
 Even though most of the local bridges are located 
in rural areas and carry a low volume of traffic, they are 
necessary components of the local transportation network.  
Of the State's 20,730 local jurisdiction bridges, over 75 
percent (15,307) carry fewer than 100 vehicles per day.  
Over 90 percent of those bridges (18,636) carry fewer 
than 500 vehicles per day.  Unfortunately, many of these 
bridges were not designed to carry today's vehicle weights 
and are posted with a load or other-use restriction. 
 
 As Figure 3-8 indicates, 40 percent of the local city and county bridges are over 50 
years old.  More local bridges (3,305) were built in the 1930’s than any other decade.  
Because of these factors, bridge maintenance and replacement funding is a constant 
challenge for local officials. 
 

Figure 3-8 
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Other Transportation Modes 
 
 In addition to use of the State's extensive road and highway network by privately owned cars 
and trucks, several other methods of transportation significantly contribute to the overall 
transportation system.  These mode categories include Aviation; Bicycle and Pedestrian; Rail 
Transportation; Public Transportation; Water Transportation; and Intermodal Transportation.  More 
information can be found on KDOT’s web page, www.ksdot.org, under Other Transportation 
Modes. 
 
Aviation 
 
 Additional information on aviation in Kansas is available on the KDOT web page at 
http://kdot1.ksdot.org/public/kdot/divaviation/index.htm 
 
 Aviation plays a critical and unique role among the transportation modes in the Kansas 
economy.  Aviation not only is an important mode of transportation, but also a major manufacturing 
industry with an annual economic impact estimated at over $3 billion.  Aside from the aircraft 
industry, the Kansas Department of Transportation estimates the annual economic impact of the 
State's airports to be $1.7 billion.  Kansas’ airports provide an essential link to our increasingly 
global economy.  Kansas companies rely on airports to serve their customers, deliver products, and 
obtain inventory.  Further, good airports are an enticement to outside firms that may be considering 
Kansas to take advantage of the State’s high quality, reasonably priced work force.  Fractional 
ownership of corporate jet fleets is a popular option for business firms and makes the smaller 
airports more accessible. 
 
 Airports are important to rural Kansans’ needs.  Airports play a key role in agricultural 
efficiency as bases for aerial applicators.  Particularly in the western part of Kansas where the 
density of residents is low, airports are critical to the delivery of both routine and emergency 
medical services.  Currently no person in Kansas is more than 30 miles from air ambulance services. 
 
 Kansas has 150 public-use airports, ranking seventh in the nation in terms of airports per 
capita.  Kansas also ranks high in the number of pilots and aircraft per capita.  There were nine 
airports in Kansas in 2001 that offered scheduled commercial service.  Wichita Mid-Continent, 
Forbes Field in Topeka, Manhattan Municipal, Salina Municipal, and Garden City airports are all 
considered Primary Commercial Service airports.  The other four airports in the State that had 
scheduled service in 2001, Dodge City, Great Bend, Hays, and Liberal, had commuter and air taxi 
service.  A map illustrating the location of all airports in Kansas appears on page 4-3.  
  

Table 4-1: Kansas Airports - Infrastructure 

TYPE/FEATURES NUMBER OF AIRPORTS 

FAA Approved Airports/Landing Strips 398 

Airports With More Than One Runway 127 

Total Runways/Landing Areas  568 

Hard-Surfaced Runways 179 
Federal Aviation Administration reports, 1992. 
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Table 4-2: Kansas Airports – Classification 

TYPE OF AIRPORT NUMBER IN THIS CATEGORY 

Public-Use (incl. the 9 commercial airports) 150 * 

Private-Use 246 

Military-Use Only  2 * 
 Federal Aviation Administration reports, 1992. 

 
* Fort Leavenworth's Sherman Airfield is considered to be both a public-use airport and a 
military-use airport.    

 

Air Freight Transportation 
 
 Although the amount of freight moved by air is not significant compared to that moved over 
highways and rails, the speed at which it can be moved is much greater.  In terms of total weight 
moved, it is estimated that only 1 percent of the freight in the U.S is transported by air.  However, 
air freight comprises 20 percent of the total dollar value of all transported freight in the country. 
 
 Air freight is used as a method of transport by many businesses in Kansas to send or receive 
parts and equipment.  Wichita's Mid-Continent Airport ranks 49th in the nation in the amount of 
total air freight moved.  
 

Passenger Air 

 
 Kansas City International (KCI) Airport, located in Missouri 15 miles directly north of 
Kansas City, Kansas, provides air passenger transportation for the residents of eastern Kansas.  The 
proximity of KCI and other international airports in other states is a deterrent to commercial service 
in Kansas.  Higher prices for travel leads to lower passenger numbers, which in turn makes it 
unprofitable for major airlines to provide direct service in Kansas.  Wichita civic leaders succeeded 
in 2002 in attracting a low-cost airline to Mid-Continent Airport by pledging ridership among the 
business community.  This has resulted in a more competitive fare structure for flights out of 
Wichita. 
 

Kansas Airport Improvement Program 
 

 Kansas has made infrastructure investment in our airports a priority by developing the 
Kansas Airport Improvement Program.  This program, under the Comprehensive Transportation 
Program provides funding for public use airports.  Over the 10-year life of the legislation, the 
program will receive $30 million.  It is open to all public-use airports except the five primary 
airports.  Projects require local matching funds between 10 and 50 percent, which will result in $4 to 
$4.5 million dollars per year in improvements.  The maximum State participation in any single 
project is $500,000.  Eligible projects include runway, taxiway, ramps, lighting, and electronic 
equipment.   
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Bicycle and Pedestrian 
  

KDOT’s Bicycle and Pedestrian Coordinator prepares the Kansas Bicycle and Pedestrian 
Transportation Plan, the Bicycle and Pedestrian Transportation Facilities Guide, and State Bicycle 
Map.  This and other information on Bicycle and Pedestrian modes in Kansas is available on the 
KDOT Bicycle and Pedestrian web page at 
http://www.ink.org/public/kdot/burrail/bike/bikepage.htm 
 

Biking and Walking 
 

Since the 1980’s, there has been a steady growth in the number of Americans who own 
and ride a bicycle.  Walking has also grown in popularity in the United States as a form of 
exercise and transportation in urban areas.  Surveys conducted in 1990 estimated that 73 percent 
of adults in the U.S. walked outdoors, especially for exercise18.  National surveys also suggest 
that there is a latent demand for bicycling and walking and that more people would walk or 
bicycle if conditions were better. 
 

Bicycling and walking play important roles in moving people, especially in urban and 
suburban communities.  Increased bicycling and walking offers individuals and the state a host 
of health, social, environmental and transportation benefits.  They also provide an alternative 
mode for children and households with no car or household member with a motor vehicle 
driver’s license.  Most bicycling occurs on state and local roads, as these offer the most direct 
connection between destinations.  In addition, the design of pedestrian facilities is coming to the 
forefront on the national level. KDOT considers the needs of bicyclists and pedestrians when 
roadway improvements are made.  This is consistent with national requirements and guidelines 
and is viewed as a means for integrating bicycling into the current transportation system.  On- 
and off-road transportation improvements to accommodate bicyclists and pedestrians can help 
enhance safety for motorists and non-motorists alike. 

 
At the national level, the passage of the Intermodal Surface Transportation Efficiency Act 

of 1991 (ISTEA) and the Transportation Equity Act for the 21st Century (TEA-21), passed in 
1998, have set forth a new level of planning and funding for bicycle and pedestrian activity. 
Every state and Metropolitan Planning Organization (MPO) has developed a bicycle and 
pedestrian plan, and every state has a Bicycle and Pedestrian Coordinator on staff.  At the 
regional and local levels there is a grassroots organization of bicycle and pedestrian activity.  
Many regional planning entities have developed bicycle and pedestrian plans and many new 
community-based organizations have emerged to initiate new pedestrian and bicycle facilities.  
But because this planning and activity is relatively new, the coordination between the different 
organizations at the various levels has been slow. 

 
Table 4-3: Urban Bicycle/Pedestrian Facilities 

Lawrence, Topeka, Wichita and KC metro areas only 
 

Type of Facility Existing Mileage 
Bicycle Routes 113.5 
Bicycle Lanes 65.7 
Bicycle/Pedestrian Paths 249.6 
Rail Trails  
Total 428.8 
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Rail-banking  (Rails-to-Trails) 
 

Federal laws allow the “rail banking” of corridors no longer being serviced by a railroad 
in order to promote public use of the corridors and preserve them for potential future rail use.  
Several corridors in Kansas have been formally rail banked.  Rail-banked corridors generally 
meet federal and state bicycle facility design guidelines for grade and design speed.  Because 
rail-trails typically cross many jurisdictional lines, KDOT has no plans for in-house development 
of future rail-to-trails.  However, KDOT is willing to work with rail banking entities, local 
governmental units, and the public to develop trails that are safe for all users.  Adjacent 
landowner consultation is important early in the planning process to help streamline rail-to-trail 
development. 

 
 

Rails-with-Trails 
 
Rails-with-trails are bicycle and pedestrian paths constructed within the right-of-way of 

active railroads.  Communities interested in improving conditions for bicycling and walking see 
rail corridors as prime opportunities.  Rail corridors often offer scenic, unbroken stretches along 
rivers or canals.  However, development of these coexisting uses must be balanced with 
recognition of the safety concerns with the public’s proximity to train traffic.  KDOT supports 
any “rail-with-trail” project as long as it has the full support of the railroad whose right-of-way is 
being used and the trail sponsor has met all concerns of the railroad as well as meeting basic trail 
guidelines. 
 

Accessible Right-of-Way 
 
Title II of the Americans with Disabilities Act (ADA) requires that newly constructed or 

altered facilities be readily accessible to and usable by people who have disabilities.  The United 
States Access Board is developing guidelines for the construction and alteration of public rights-
of-way to provide access for pedestrians with disabilities to the same degree of convenience, 
connection, and safety afforded the public generally.  It is unknown when the guidelines for 
public rights-of-way will be adopted. 
 

Transportation Enhancement Program 
 
 The Transportation Enhancement (TE) Program funds bicycle and pedestrian facilities as 
well as other non-traditional transportation projects.  Federal legislation requires that a minimum 
of 10% of the state’s Federal Surface Transportation Program (STP) funds be set aside for TE 
projects.  Kansas TE projects fall into three categories: historic, scenic and environmental, and 
pedestrian and bicycle facilities.  These projects must be directly related to a surface 
transportation system. Applications are accepted from cities, counties, and other public entities 
and are evaluated on established criteria.  Over the 12-year life of the TE program, KDOT has 
programmed $41 million in federal funding for construction of 73 bicycle/pedestrian projects for 
29 different jurisdictions.  
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Rail Transportation  
 

KDOT’s Office of Rail Affairs prepares an Annual Rail Plan Update and State Railroad 
Map.  This and other information on railroads and freight transportation in Kansas is available on 
the KDOT Rail Affairs web page at 
http://www.ink.org/public/kdot/burrail/railwbpg/railroads/kdotrail.htm  

 

Classification of Rail Carriers in Kansas 
 

The Surface Transportation Board (STB) classifies each railroad company on the basis of 
its adjusted annual operating revenues for three consecutive years.  Class I rail companies are the 
major, main and branch line carriers that have revenues of $250 million or more per year.  Class 
II carriers average between $20 and $250 million in revenue per year.  Class III carriers, also 
known as short-line railroads, have average revenues of less than $20 million per year.  Class I 
railroads own and operate 2,812 miles of railroad in the state, while Class III railroads own and 
operate 2,115 miles of railroad.  A total of 1,473 miles of railroad are under trackage rights 
agreements.  There are currently no Class II railroads in Kansas.  The total of 4,927 miles 
operated places Kansas sixth among the 50 states, and the state ranks second in Class III mileage.  
The mileage figure does not include double trackage, spur and business track, sidings and yards 
nor does it include privately owned “not for hire” railroads. 

 
Kansas railroads own and operate a total of 4,927 miles of rail line.  As of September 

2002, railroad miles owned by Class I carriers in Kansas totaled 2,802 miles including main, 
branch line, and lines leased to short-line railroads.  The number of short-line railroads and 
mileage substantially increased in the state during the early 1990’s as Class I carriers sold 
unprofitable light density lines to short-line railroads. 

 
Short-line carriers are now examining the profitability of lines purchased from Class I 

carriers that are in need of rehabilitation.  In recent years, some of the State’s short-line operators 
have chosen to pursue abandonment procedures on their least profitable lines.  In most instances, 
short-line abandonments are on lines that show no profit or are operating at a deficit.  As of July 
2002, Kansas had 17 short-line railroads owning 1,709 miles of track.  Of these 17 railroads, 12 
are freight-hauling short-line railroads, three are switching and terminal railroads and two are 
tourist/recreational-based lines. 

 
A map, on page 4-7, shows all railroad lines existing in Kansas as of September 2002.  
 





Chapter 4 – Other Transportation Modes 

4-8 

Rail Line Abandonments 
 

During the early 1900’s, Kansas had more than 9,000 miles of railroad lines covering 
every county in the state.  Railroad mileage in the state was at its maximum in 1917 when 9,363 
miles were recorded.  Due to the initial over-expansion, subsequent bankruptcies, mergers, other 
competition, deferred maintenance, and general changes in economic conditions more than 3,300 
miles of railroad have been abandoned.  In the period between 1991 and 2000, 1,142 track miles 
were abandoned, reflecting a trend of short-line railroads to abandon marginally profitable and 
non-profitable lines that had been purchased from major carriers.  

 
In an effort to reduce abandonments and improve rail service, federal and state programs 

have been initiated to provide funding to the short-line railroads in the state.  Unfortunately the 
funding is not sufficient to address all rehabilitation needs.  A brief description of the federal and 
state funding programs are listed below. 

 
State Rail Service Improvement Funds (RSIF) 
 

The Kansas Comprehensive Transportation Program (CTP) included a Rail Service 
Improvement Fund (RSIF) component to provide short-line railroads with grants or low-interest, 
10-year loans to be used primarily for track rehabilitation.  The guidelines were modeled closely 
after the federal Local Rail Freight Assistance (LRFA) program.  Under this program, 40 percent 
of the rehabilitation cost is provided as a low-interest loan and 30% is in the form of a grant, and 
the short-line railroad puts up the remaining 30 percent of the total costs.  This new program will 
provide $3 million in loans/grants per year for eight years through June 2007.  The Rail Service 
Improvement fund will be self-sufficient for years to come through the payment of principal and 
interest by the railroads.  This will allow ongoing opportunities for railroads to improve their 
systems and service to their customers. 

 
Federal Local Rail Freight Assistance to States (LRFA) 
 

The Kansas Legislature granted KDOT the authority to loan or grant Federal Railroad 
Administration (FRA) funds to short-line railroads through the LRFA program.  The LRFA 
program provided a low-interest, revolving loan program at a rate below the prime rate.  
Although the LRFA program was last funded in 1995, payments on loans (including principal 
and interest) have been used to generate additional loans since that time.  The total number of 
dollars spent in the LRFA program has been slightly more than $3 million dollars. 

 
Railroad Rehabilitation and Improvement Financing (RRIF) 
 

Railroad financing is also available through the new federal credit program known as the 
Railroad Rehabilitation and Improvement Financing (RRIF) program.  The Transportation 
Equity Act for the 21st Century (TEA-21) provided this program for the purpose of acquisition, 
improvement and rehabilitation of intermodal, rail equipment or facilities, including track, 
components of track, bridges, yards, buildings and shops.  Additional purposes include 
refinancing existing debt and the development of new intermodal or railroad facilities.  One 
disincentive of the RRIF program is the payment of a credit risk premium prior to an 
appropriation of funds.  The credit risk premium is a cash payment, determined by FRA to be 
provided by a non-federal entity.  The repayment of RRIF loans can be up to 25 years.  There are 
no current RRIF loan applications in Kansas. 
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Rail Freight Transportation 
 
 The volume of freight transported by Class I carriers in Kansas during 2001 totaled 
approximately 328 million tons.  In terms of equivalency, it would take approximately 
18,925,000 trucks to transport the same payload as those 5,407,947 loaded railcars.  Principal 
commodities transported in Kansas by the Class I rail carriers in 2001 were coal, agriculture 
products, food and kindred products, and chemicals and allied products.   
 

Short-line railroads in Kansas handled approximately 125,000 rail carloads in 2001.  It 
would require approximately 438,000 truckloads to replace these rail carloads hauled by short-
line railroads.  The predominant commodity hauled by the State’s short-line railroads is grain, 
with the four major grains being wheat, corn, sorghum, and soybeans.  In 2002, Kansas State 
University completed a study entitled Impact of Kansas Grain Transportation on Kansas 
Highway Damage Costs for western Kansas.  The study determined that “the short-line rail 
system in the study area, which comprises the western two-thirds of Kansas, saves KDOT $49.5 
million in pavement damage costs annually, with the average damage cost of incremental truck 
traffic costing approximately $0.17 per truck mile.” 
 

Short-line railroads face some unique challenges in competition for freight business.  The 
short-line railroads are not designed to accommodate the 286,000-pound rail cars that have been 
introduced on Class I main-lines.  These rail cars are bigger and hold more payload than the 
263,000-pound cars and are in demand by shippers for use on short-line track.  In addition, 
competition from trucks is more of a serious problem for small carriers than it is for Class I 
carriers because of the relatively low freight volume and short-haul distances under which short-
line railroads usually operate.   
 

 
Rail Passenger Transportation 
 
Inter-city Rail Passenger Service 
 

Rail passenger service in Kansas is provided by the National Railroad Passenger 
Corporation, commonly known as Amtrak, a quasi-public corporation.  Amtrak was established 
by Congress in 1970 when the major rail carriers chose to discontinue passenger service after 
first class mail hauling was shifted to air.  Despite improvements, Amtrak continues to struggle 
to reach financial self-sufficiency. 

 
 The Amtrak train serving Kansas, the Southwest Chief, operates between Los Angeles 
and Chicago with daily service in each direction.  Boarding/disembarking takes place at six 
points in the state: Lawrence, Topeka, Newton, Hutchinson, Dodge City, and Garden City.  A 
map showing the Amtrak line in Kansas appears on page 4-15. 
 
 The economic impact of Amtrak for goods and services in Kansas totaled just over $17 
million in FY 2001.  Large portions of those purchases were made in Wichita, where 
expenditures totaled nearly $15.6 million.  Amtrak employs 30 Kansas residents whose FY 2001 
total wages totaled approximately $1.3 million. 
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 While Amtrak usage was up nationally in 2001, ridership in Kansas fell 6 percent 
compared to 2000.  Continuation or future expansion of Amtrak service in Kansas will depend 
on developments at the national level.  Table 4-3 listed below demonstrates a comparison of the 
ridership figures for fiscal years 2000 and 2001 for the six Kansas cities served by Amtrak. 

 
Table 4-4: Amtrak Ridership in Kansas 

 
Kansas Cities with 

Amtrak Service 

 
2000 Fiscal 

Year 
Ridership 

 
2001 Fiscal 

Year 
Ridership 

 
Ridership 
Change 

 
Percent 
Change 

 
Dodge City 4,140 3,056 -1,084 -26%
Garden City 5,592 5,422 -170 -3%
Hutchinson 3,466 3,109 -357 -10%
Lawrence 2,151 2,263 +112 +5%
Newton 11,209 11,367 +158 +1%
Topeka 5,683 5,307 -376 -6%
Total Kansas Ridership 32,241 30,524 -1,717 -5%
 
 
Inter-city Passenger Rail Study 
 

In 1999, the Kansas Legislature directed the Kansas Department of Transportation to 
conduct a feasibility study to look at the potential of expanding passenger rail service in Kansas.  
The study was completed, and presented to the Legislature, in March 2000.  The results of the 
study indicated that only with a very significant injection of federal or state funds could a case be 
made for expanding rail passenger service in Kansas.  Of six lines studied, only the upgrade and 
expansion of service on the Kansas City-Lawrence-Topeka-Newton-Wichita route achieved an 
Operating Ratio of at least 1.0.  An Operating Ratio of 1.11 (2000) and 1.39 (2020) was achieved 
only when this corridor was part of a multi-state integrated system with a cost per train mile of 
$25 and an operating speed of 110-mph.  It was estimated that a total of $219 million (1999 
dollars) for infrastructure improvements and rolling stock would be needed to provide this 
service, plus an additional local investment in stations and connecting transit facilities.  Annual 
ridership in the 2020 scenario was projected at 500,000 annually.  For any such expansion to be 
considered, adequate federal funding will be required. 
 
Commuter Rail 
 
 Localized rail passenger service via commuter rail has been under investigation in 
Johnson County, Kansas since 1992.  In November 1994, Johnson County began an I-35 
Commuter Rail Feasibility Study.  It was completed in September 1995.  Following this study, a 
Major Investment Study (MIS) was begun in early 1996 to review the corridor extending from 
downtown Kansas City, Missouri, through a portion of Wyandotte County, Kansas, to the Olathe 
area in Johnson County.  The MIS was completed and the commuter rail alternative was selected 
as the technical recommendation for the Locally Preferred Alternative in August 1998.  
Preliminary Engineering (PE) was initiated and will include potential ridership forecasting and 
freight railroad negotiations. 
 

In 2000, the Mid-America Regional Council (MARC) began a commuter rail feasibility 
study to determine if commuter rail transit, operating on existing local rail lines, could help serve 
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the Greater Kansas City region's transportation needs.  The first phase of the study, which 
included initial corridor screening, was completed in spring 2001.  During this process the 
corridor from Topeka to Lawrence to Kansas City was identified as a promising line.  The 
second phase of the study, which was completed in summer 2001, refined ridership numbers, 
costs and the opportunities and challenges of implementing a commuter rail system. 
 
 The final phase of the study was completed in 2002.  The potential routes were pared to 
three that met the study’s criteria for being the most feasible routes, including the Lawrence to 
Kansas City route, which has a projected daily ridership of 2,238.  Further work towards 
implementation will depend heavily on local interest and support. 
 

Railroad Safety-Roadway/Railroad Crossing Accidents 
 
 There were 46 collisions between highway vehicles and trains at roadway/railroad at-
grade crossings in Kansas during 2000.19  This is the lowest accident total in the last 36 years.  
The second lowest number of accidents occurred in 1998 when there were 51, with the highest 
number of accidents occurring in 1975 with 275. 
 
 Kansas has 6,376 public roadway/railroad at-grade crossings, of which 1,684 of these 
have flashing light warning systems, and 1,126 of this 1,684 have automatic gates.  The 
remaining 4,692 crossings have passive signing that includes cross-bucks; advance warning 
signs, and pavement markings where substantial pavement exists.  There are also several passive 
crossings that are signed with stop signs. 
 
 An inventory of all public roadway/railroad at-grade crossings is maintained by the 
Kansas Department of Transportation.  The agency prioritizes these at-grade public 
roadway/railroad crossings for safety improvements according to a Design Hazard Rating 
Formula.  This formula objectively ranks the crossings based on the amount of public road 
traffic, the number of trains per day and the present type of warning system. 
 
 Federal Highway Administration (FHWA) funds are used for installing active warning 
systems and other safety improvements.  In recent years about $9 million in FHWA Funds have 
been expended annually for the installation of active warning systems at public at-grade 
roadway/railroad crossings in Kansas.  Technology is available that would enhance enforcement 
in the form of video equipment to detect crossing-gate violators and to record their license plates. 
 
 Operation Lifesaver is an important program that educates the public about the dangers of 
rail-highway grade crossings.  In addition, state and local governments are also evaluating the 
utility of innovative programs for improving grade crossing safety.  One such strategy is the 
“corridor approach" which targets an entire segment of rail line for a coordinated series of safety 
improvements rather than focusing only on individual high-exposure crossings.  Increasing 
consideration is being given to reducing the total number of grade crossings in a geographic area 
by closing some of the lesser-used crossings while simultaneously upgrading others. 
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Public Transportation 
 

KDOT’s Office of Public Transportation (OPT) prepares an annual Provider Directory. 
This and other information on public transportation in Kansas is available on the KDOT Office 
of Public Transportation web page at 
http://www.ink.org/public/kdot/burtransplan/othermds/pubtrans.html 

 
Public transportation programs are provided in 93 of the 105 counties.  One state and 

three federal public transit programs provide funding for services to the citizens of Kansas who 
depend upon public transportation.  Without these programs, many citizens would have no way 
to make medical appointments, hold a job, shop, or be self-sufficient.   
 

State Program 
 

Funding for the state program is available from the Elderly & Disabled Coordinated 
Public Transportation Assistance Fund.  Under the CTP, the state program provides $6 million a 
year for needed transportation in areas of the state lacking service and to expand and enhance 
existing services.  In addition, KDOT has augmented the state program with $9 million in 
Federal Surface Transportation Program funds to jump-start the much-needed replacement of 
public transit vehicles in the first three years of the CTP. 
 

The state program provides a total of $3.54 million per year to the urban transit 
authorities in Topeka, Lawrence, Wichita, Johnson County, and the Unified Government of 
Wyandotte County/Kansas City, Kansas.  Rural transit providers receive $2.46 million per year. 
 

Federal Programs 
 

Federal Transit Administration (FTA) 49 U.S.C. 5311 provides federal monies to support 
nonurban area (under 50,000 population) transportation programs that serve elderly persons and 
persons with disabilities while also providing the general public with an equal opportunity to 
utilize the services.  The program augments existing transportation services and enhances access 
for participants.  About  $4.0 million is available yearly to Kansas under the program. 

 
FTA 49 U.S.C. 5310 provides federal monies to private nonprofit corporations and 

associations or public bodies approved by the state to purchase vehicles and related equipment to 
meet the special transportation needs of elderly persons and persons with disabilities.  Urbanized 
areas and nonurban-areas under 50,000 population are both eligible.  About $1 million is 
available yearly to Kansas under this program.   

 
FTA 49 U.S.C. 5309 is a capital investment discretionary program with annual funding of 

about $3 to $4 million depending on Congressional earmarks.  Assistance is available for the 
purchase of vehicles and vehicle related equipment and/or facility construction and/or 
renovation. 
 

Projects Undertaken 
 

The urban transit authorities used the state funds for expanding and enhancing service by 
adding new routes, longer hours of operation, more service on weekends, and increased 
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paratransit service.  Steps were taken to begin publicly-funded fixed-route transit service in 
Lawrence for the first time.  Some urban agencies chose to carry over a portion of their state 
funds to save for very large capital expenditures in future years.  Rural providers also expanded 
and enhanced service by extending hours, adding weekend service, and running more routes.   
 

Coordinated Transit Districts (CTDs) 
 
 In 1992, the Kansas Legislature passed the Coordinated Transit Act.  This act authorized 
the formation of Coordinated Transit Districts (CTDs) in Kansas.  The purpose of the Act was to 
enhance coordination and management of state and federal transit funds.  The fifteen CTDs 
(shown on the map on page 4-14) assist the Office of Public Transportation with several program 
functions.  CTDs are the recipients of funds from the State and the Federal Transit 
Administration (FTA) sources.  CTDs collect and prioritize applications for funds from the 
transportation providers, contract to provide appropriate service, and monitor provider 
compliance with applicable state and federal laws and regulations.  
 

Inter-city Bus Transportation 
 

There are three major private inter-city bus lines serving Kansas: the Greyhound lines, 
Jefferson lines and the Texas, New Mexico, and Oklahoma lines (TNM&O).  In addition, two 
non-profit agencies operate regularly scheduled inter-city bus services:  the CAREvan operated 
by Developmental Services of North-West Kansas, and the North Central Kansas Express, 
operated by O.C.C.K., Inc.  These lines provide a vital transportation link for Kansans who do 
not have access to a private automobile.  A map displaying these routes can be found on page 4-
15. 
 

Rural Healthcare Access 
 
 Access to healthcare is a mounting issue for Kansas citizens, especially in rural areas.  
Centralization of healthcare services has had the unintended consequence of more difficult and 
longer trips for rural residents.  This is particularly a problem for elderly, low-income, and 
disabled residents who often are most dependent on public transit or other people for their 
transportation needs. 
 

Transportation Brokering 
 
 In rural areas, the long distances between residential units and services is rarely cost- 
efficient for full service transit.  People instead rely on paratransit and private taxis.  Often 
coordination is lacking resulting in untimely or inconvenient service.  One solution, proposed by 
transit advocates to help address this problem, is transportation brokering.  In this forum people 
needing transportation would contact a broker who in turn would contract with transportation 
providers to provide the needed services.  This arrangement would allow a more coordinated and 
efficient response to identified needs. 
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Statewide ITS Architecture on Rural Public Transportation 
 
 KDOT recently initiated a project to develop and implement a statewide ITS architecture 
for rural public transportation.  Two rural transportation providers, Developmental Services of 
Northwest Kansas and Reno County Public Transportation, have been designated pilot projects 
to receive ITS program support.  Additional research, provided for through the contract, will be 
utilized for future statewide deployment.  The scope of the procurement covers: existing systems 
research and analysis transit technology system design and development, development of 
specification for equipment procurement, installation and integration of the system and training.  
 
 The direction of the project is to use a statewide model with local call centers, central 
server, statewide data and radio network.  After the two projects mentioned above are 
implemented the future deployment could expand up to 16 additional sites.  Technologies that 
are being considered are Automatic Vehicle Locator, Geographic Information Systems, 
Computer Aided Dispatch software, Mobile Data Terminals, Advanced Reporting Systems, and 
Vehicle Diagnostics.  This development will increase ridership, revenues, and safety as well as 
improve service/operations, schedule adherence, customer service and security, and reduce costs. 
 

Rural Agency Coordination and Sharing 
 
 There are a number of typical items listed when discussing barriers to rural transit 
coordination and sharing.  Commonly identified barriers include vehicle ownership, insurance 
coverage, federal regulations prohibiting sharing resources, and provider program administration.  
Numerous studies have determined that many of the barriers are perceived, and most can be 
overcome with sufficient effort devoted to putting a plan in place.   

 
Water Transportation 
 
 The only water freight movement in Kansas occurs on the Missouri River System.  Five 
Kansas cities (White Cloud, Atchison, Leavenworth, Wolcott and Kansas City) have eight 
commercial terminals on the Missouri River that handle freight.   
 
 Some industries are more dependent on barges than others.  Products typically moved by 
water freight in Kansas include grain (primarily wheat), fertilizer, molasses, vegetable oils, sand and 
gravel.  Barges come up the river from New Orleans and down the river from Omaha to the Kansas 
terminals.  Products, which are unloaded at the terminals, are generally sent on to other locations by 
rail or by truck.  Some terminals re-load barges and ship them up or down stream to terminals in 
other states.  Because of the small percentage of freight that moves by barge, water transportation is 
of relatively minor importance for the movement of commodities in the Kansas economy.  In recent 
years, less than 2 percent of the four major grains harvested in Kansas have been shipped by barge. 
 
 The use of barges on the river for transporting commercial goods is constrained both by the 
short season that the river is navigable and also because the transit time for barges is considerably 
more lengthy than that of alternate transportation means.  According to the U.S. Corps of 
Engineers, the agency responsible for virtually all administrative oversight and regulation of the 
nation's rivers, the commercial navigation season on the Missouri typically is from late March to 
early December.  The length of the water transportation season varies by year.  Low water levels 
and ice blockages prohibit year-round navigation.  A minimum navigation channel of 300 feet in 
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width and 9 feet in depth is maintained along the Missouri River.  The river current is relatively 
fast, averaging a speed of approximately 5 miles per hour.  The speed of the current and the 
narrow channels limit the size of tows, often resulting in barges that are loaded below capacity.    
 
 Sufficient water supply for navigation has been a concern for many years.  Upstream water 
demand for recreation, irrigation, residential and commercial use has reduced the flow to the 
navigable reaches of the Missouri River.  In August 1994, the U.S. Army Corps of Engineers 
proposed changes regarding the regulation of the Missouri River.  
 
 The suggested alterations, proposed by the Corps as part of its update to the Master Water 
Control Manual, proposed cutting barge traffic on the river by a month each year, a plan that would 
have serious consequences on the future of barges on the Missouri River in this area.  Following 
criticism of the Corps' plan by lawmakers, private shippers, state agencies and others, the Corps 
announced that it would abandon its work on the master manual and begin work to draft a new river 
use plan.    
 
 
 
Intermodal Transportation 
 

Intermodal Freight Transportation 
 
 Intermodalism is defined as the connection and coordination of two or more methods of 
travel or freight transport that are chosen to be utilized for a single trip.  An example of this would 
be the shipping of grain that is hauled from a farm to a local elevator using a truck, from the elevator 
to a dock facility using rail, and from the Midwest to New Orleans using a barge.  
 
 There is some difficulty in accurately accounting for intermodal traffic by state of origin and 
destination.  The influence of intermodal hub facilities affects the access to facilities resulting in 
considerable trucking across state lines.  The capacities of trailers, containers, and rail cars also 
vary. 
 
 Intermodal facilities tend to concentrate near large metropolitan areas because of the sizable 
capital requirements. Table 4-4 lists the two facilities that currently exist in Kansas.  The Argentine 
Railyard in Kansas City, Kansas, owned and operated by Burlington Northern Santa Fe, is the 
largest single railyard in the Kansas-Missouri-Oklahoma-Nebraska region. Of the 100 trains daily 
using the 100 tracks in the yard, 54 carry intermodal freight, and 34 stop at the Argentine Railyard 
to change modes.  It additionally accounts for the majority of the intermodal activity in the State, 
owning a facility that performs 21,000 intermodal lifts per month.  Of these 21,000 lifts, half are 
trailers and half are containers.   
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Table 4-5: Intermodal Freight Facilities in Kansas 

 FACILITY 
NAME 

LOCATION OWNER NUMBER 
EMPLOYED 

SERVICE 
TYPE 

RAILROAD 
SERVED 

Santa Fe 
Terminal 

Kansas City 
(Argentine Yard) BNSF 70 

COFC 
TOFC 

DS 
BNSF 

Kansas City 
Intermodal 

Kansas City 
(Armourdale 

Yard) 

Union 
Pacific 17 

COFC 
TOFC 

DS 

Union 
Pacific 

TOFC is the term used for "Trailers on Flat Cars," 
COFC denotes "Containers on Flat Cars." 
DS denotes the capability for "Double Stacking" containers on Flat Cars. 
BNSF – Burlington Northern Santa Fe Railway  
 

Domestic Containerization 
 
 With the rapid growth of container traffic, there is some uncertainty as to the future use of 
trailers on flatcars, or "piggyback trailers", as they are commonly called.  At the current time, the 
greatest use of containers involves international shipments.  It is estimated that at least 15 percent of 
the westbound container traffic involves empty containers, down from 70 percent in 1994.  Less 
time-sensitive domestic traffic that used to be shipped by piggyback trailers has already begun to 
switch to container traffic. 
 
 This creates a potential problem because domestic containers are different from 
containers used in international service.  International shipments consist mostly of 40-foot 
containers while domestic containers involve 45-foot, 48-foot, and even 53-foot containers.  
Domestic containers also differ in that they may only be stacked three-high, whereas containers 
used for international service are stacked five-high. 
 
 The advantages and disadvantages of using containers versus trailers in intermodal 
movements relate mainly to costs.  Tariff rates are generally lower for containers while service is 
reported to be just as good.  Less damage is experienced with containers using articulated cars and 
other specialized equipment.  On the other hand, rail carriers are faced with substantial investment 
requirements for unloading equipment, chassis, transfers and the like.  Additionally, there are 
problems with increased clearance requirements for double-stack rail movements. 
 

Intermodal Passenger Transportation 
 
 The amount of intermodal passenger transportation is difficult to assess in a quantitative 
manner, since the gathering of data for many intermodal passenger actions is next-to-impossible to 
obtain.  However, the magnitude of intermodal transportation can be understood by the simple 
consideration that intermodal passenger transportation occurs whenever someone walks to the 
transit stop to catch a bus, is transported by private vehicle to the Amtrak station to hop aboard the 
train, catches one of the available shuttles that serve airports, or, more commonly, utilizes any type 
of  "park-and-ride" facility for the daily commute to work.  
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Integration of Transportation Modes and Technologies 
 

TEA-21 presents seven factors for states to consider in their long-range 
transportation planning.  One of those factors is to  

 
“enhance the integration and connectivity of the transportation system, across 
and between modes throughout the State, for people and freight…” 

 
This chapter seeks to address the integration of the various modes, and also the 

technologies supporting and enhancing those modes, so that all places and facilities in the 
state become more accessible to its citizens and travelers. 
 
KDOT’s Role and Partners 
 

KDOT is just one piece of the transportation puzzle in Kansas.  KDOT works 
with many different partners in varying capacities.  KDOT works with the federal 
government, local units of government and the Kansas Turnpike Authority on planning, 
funding, constructing, and maintaining transportation facilities.  KDOT consults with 
trade groups, utility companies, environmental groups, other advocacy groups, as well as 
the general public through the decision-making process.  KDOT works cooperatively 
with the five metropolitan areas in Kansas for planning purposes.  While KDOT’s 
involvement varies by mode of transportation, it also deals with many different partners 
in rail, aviation, transit, and bicycle/pedestrian modes to facilitate the movement of 
people and freight, and to ensure the safest, most reliable transportation system for 
Kansas. 

 
KDOT coordinates with numerous state and federal resource and regulatory 

agencies to obtain input and authorize construction projects through permitting 
requirements.  This effort includes coordination with the US Army Corps of Engineers, 
Natural Resource Conservation Service, Environmental Protection Agency, Department 
of Interior, Kansas Department of Agriculture, Kansas Department of Health and 
Environment, Kansas Department of Wildlife and Parks, Kansas State Historical and 
Preservation Office. 
 

United States Department of Transportation (USDOT) 
 

The USDOT is a cabinet-level federal agency headquartered in Washington, D.C.  
Kansas receives a significant share of its transportation funding in most modes from 
USDOT agencies.  The Federal Highway Administration (FHWA) oversees funding for 
not only highways but also transportation enhancements such as bicycle and pedestrian 
facilities.  FHWA has a division office in Topeka that works very closely with the staff of 
KDOT.  The Federal Transit Administration (FTA) distributes funds for capital and 
operation costs of rural public transportation to KDOT.  FTA has a regional office 
located in Kansas City that oversees the many public transportation agencies in Kansas 
via KDOT’s Office of Public Transportation.  The National Highway and Traffic Safety 
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Administration (NHTSA) distributes safety funds for use in Kansas for awareness and 
enforcement projects.  Currently, the Federal Railroad Administration has limited 
involvement with KDOT.  Future rail grant and/or loan programs may require a different 
level of involvement with KDOT.    
 
Metropolitan Planning Organizations (MPOs) 
 

Federal legislation requires that Metropolitan Planning Organizations be created 
for all urbanized areas with populations greater than 50,000 to determine transportation 
priorities for the metropolitan area.  They act as regional decision-making forums for 
local, state and federal transportation issues.  KDOT benefits from a solid relationship 
with the MPOs in that they provide a consensus voice for a region instead of the many 
voices of sometimes competing interests within a metro area.   
 
 The FHWA and FTA provide MPOs with Consolidated Planning Grant funding 
for regional planning.  USDOT stipulates that planning activities address seven planning 
factors.  These are presented below. 
 

1. Support the economic vitality of the metropolitan area, especially by enabling 
global competitiveness, productivity and efficiency; 

2. Increase the safety and security of the transportation system for motorized and 
non-motorized users; 

3. Increase the accessibility and mobility options available to people and for 
freight; 

4. Protect and enhance the environment, promote energy conservation, and 
improve quality of life; 

5. Enhance the integration and connectivity of the transportation system, across 
and between modes, for people and freight; 

6. Promote efficient system management and operation; and 
7. Emphasize the preservation of the existing transportation system. 

 
Further, MPOs are required to develop three specific planning products.  Briefly, 

these include a Unified Planning Work Program that identifies transportation planning 
initiatives on an annual basis, a Long-Range Transportation Plan that has a planning 
horizon of at least 20 years, and a Transportation Improvement Program that identifies all 
federally funded and regionally significant transportation projects planned over a five-
year period, or every three years for metropolitan areas not in attainment of air quality 
standards.  
 
 Transportation decisions and the project selection process within metropolitan 
areas work through the following process: 
 

 Needs and/or deficiencies for the metro area are identified.  For roadways, this 
may be done by an inventory that tracks pavement condition, or by a congestion 
management system that tracks travel times and traffic volumes.  For bridges, an 
inventory of structural condition can be used. Travel demand modeling is also 
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used to help identify future needs.  For public transportation, access to facilities 
may be measured by walking distance to transit stops.  Needs identified by the 
public are also considered. 

 
 From these needs, the MPO or a subcommittee develops a Long-Range Plan with 

at least a 20-year horizon.  Unlike, statewide Long-Range Transportation Plans, 
MPO plans must be project specific.  All regionally significant projects must be 
included in the Plan.  The Metropolitan Long-Range Plan must also estimate 
future transportation funds over that time horizon, in order to develop a fiscally 
constrained list of projects.  KDOT submits its list of committed projects (in the 
current case, all projects funded over the 10-year life of the Comprehensive 
Transportation Program) that are located within the metro region to be included in 
the Long-Range Plan.  KDOT reviews projects by others for impacts on the State 
Highway System and may request projects be dropped, modified or have 
conditions added as warranted.  Major Investment Studies or Corridor Studies 
may identify future projects beyond the CTP, but due to the uncertain nature of 
state and federal transportation funding, specific years for those projects are not 
assigned by KDOT. 

 
 From the projects listed in the Metropolitan Long-Range Plan, the MPO creates a 

3-year (5-year for areas over 200,000 population) list of projects called the 
Transportation Improvement Program (TIP).  This document specifically lists the 
scope and phases of each project.  Once the TIP is approved by the MPO, KDOT 
approves it and incorporates those projects into the State Transportation 
Improvement Program along with all of the rural projects from the CTP. 

 
MPO Long-Range Transportation Plans 
 

The five metropolitan planning organizations in Kansas are 
 

• Mid-America Regional Council (MARC) – the Kansas City area 
• Wichita-Sedgwick County Metropolitan Area Planning Commission  
• Topeka-Shawnee County Metropolitan Planning Commission 
• Lawrence-Douglas County Planning Commission 
• St. Joseph Area Transportation Study Organization 

 
A map showing the location of each MPO is found on page 5-4.   
 
Each Metropolitan Long-Range Plan has been coordinated with the State 

Transportation Plan, and KDOT participates regularly in all phases of the metropolitan 
transportation planning process.  Since each area is unique and has its own set of goals, 
each individual MPO plan is likewise unique in format and content.  A few of the 
important transportation issues of each MPO are listed on the following page.  
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The Mid-America Regional Council oversees planning activities in the Kansas 
City metropolitan area, and works closely with KDOT, the Missouri Department of 
Transportation (MoDOT), and three transit providers.  The Greater Kansas City area has 
a population exceeding 1.7 million within the two states, eight counties, and 113 city 
jurisdictions.  MARC’s 30-year Long-Range Plan, adopted in 2000, has the objectives of 
“encouraging local land use decisions that promote a regional development pattern 
focused on multiple centers of development within the region and encouraging local 
governments to consider appropriate policies…to achieve a desired future land use 
pattern.”  The Kansas City metropolitan area has more miles of freeway per capita than 
any other metro region in the U.S., and system preservation has become a top priority, 
which agrees with the emphasis of KDOT’s program and plan.  MARC has actively 
investigated alternative modes of travel, such as coordinating transit initiatives through 
the Regional Transit Alliance, planning for bicycle and pedestrian facilities through the 
Metro Green Plan, and exploring inter-city rail through the Commuter Rail Initiative.  
The update for their long-range plan is expected February 2003.20 

 
The Wichita-Sedgwick County Metropolitan Area Planning Department has 

created a plan for its metro area with a population exceeding 400,000.  The plan 
addresses, among other issues, the lack of critical links on the far west and far east of 
Wichita, substandard interchanges and the need for additional arterial crossings over the 
Wichita-Valley Center Floodway and I-235.  The Census Bureau has expanded the 
Urbanized Area to include parts of Butler and Sumner Counties, which will require a 
redesignation of the MPO, and the planning department has taken initial steps to 
investigate such a shift. Wichita completed an update to their long-range plan in January 
of 2000. 21  

 
The Topeka-Shawnee County Metropolitan Planning Commission’s plan stresses 

the importance of additional investments in the transportation infrastructure of Topeka 
and Shawnee County, population 170,000.  A lack of resources for transportation 
improvements has resulted in a transportation system that will not be able to support 
expected future growth.  Topeka’s updated plan was approved in March of 2002.22 

 
Lawrence’s plan, being updated at this writing, predicts continued growth in 

population and traffic, especially in western Lawrence.  A severe deficiency in capacity 
of the east-west corridors is forcing Lawrence to look at not only roadway improvements 
but also transit and bicycle/pedestrian improvements.  A plan to complete the South 
Lawrence Trafficway between K-10 and US-59 has consumed a lot of planning time on 
behalf of KDOT and Lawrence-Douglas County planning staff.  A resolution is still 
pending on this issue.  The Lawrence-Douglas County Planning Office will have 
completed an update to their long-range transportation plan by the end of 2002.23 

 
Wathena, Elwood and the unincorporated area between them comprise the Kansas 

area for the St. Joseph Area Transportation Study Organization.  Some of the Kansas 
issues addressed in the MPO plan, produced in 1999, include the strong industrial, 
commercial and residential growth in this area.  This growth may have an impact on US-
36 that runs between these cities. 24      
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Coordination among Northeast Kansas MPOs 
 
The three northeast Kansas MPOs (Topeka, Lawrence, and Kansas City) have 

experienced growth in population and opportunities for interaction among each other.  
Increased numbers of workers commute between the three areas along the Turnpike, K-
10, US-24, and US-40.  As the borders of the urban areas grow ever closer, more 
dialogue about cooperative planning will need to be undertaken.  KDOT hopes to 
facilitate this discussion, and the Kaw Connects Major Corridor Study, completed in 
1999, covering all facilities between Topeka and Kansas City, can serve as a valuable 
tool for analyzing transportation improvement alternatives.  A corridor study of K-10 
between Lawrence and the southern Kansas City metro area has been initiated.  In 
addition, a feasibility study for commuter rail connecting Topeka, Lawrence, and Kansas 
City is nearing completion. 
 
City and County Governments 
 

Local units of government have responsibility for most of the state’s 
transportation facilities.  KDOT passes through federal and state funding for roads and 
bridges and other set-aside categories.  Cities and counties, being the most local, 
accessible transportation entities, can provide excellent feedback from the public interest 
to KDOT.  A recent example was the Transportation 2000 Task Force, which heard from 
numerous local governments in advance of the passage of the Comprehensive 
Transportation Program.  Local governments were given an opportunity to submit 
significant projects through the System Enhancement program within the CTP. 

 
KDOT’s Bureau of Local Projects and Bureau of Program Management also work 

with cities and counties through the Local Partnership Programs.  The Geometric 
Improvement program is designed to help cities widen pavements, add or widen 
shoulders, eliminate steep hills or sharp curves, and add needed turning, acceleration, and 
deceleration lanes on City Connecting Links (city streets that connect rural portions of 
the State Highway System).  The Economic Development program is for highway and 
bridge construction projects intended to enhance the economic development of the state 
of Kansas.  The KLINK Resurfacing set-aside program provides funding for resurfacing 
projects on City Connecting Links.  Currently, KDOT is also considering providing small 
cities (under 50,000) with transportation planning assistance.  This could include travel 
demand modeling, forecasting, technical studies as well as general planning assistance.  

 
Construction funds that local governments receive from FHWA through KDOT’s 

Bureau of Local Projects include Surface Transportation (STP) and Bridge (BR) funds.  
These funds allow for the local governments to develop five-year plans for improvement 
project. 

 
Neighboring States 
 

The transportation system needs to be connected not only within the state of 
Kansas, but also with its bordering states.  The bordering states’ departments of 
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transportation were contacted to find out about any improvements that might affect traffic 
patterns in Kansas.  Traffic data is shared between states, and KDOT encourages 
professional contacts with neighboring DOT’s. 

 
Indian Nations 
 
 The reservations of four Indian Nations are located in Northeast Kansas: the Sac 
and Fox Nation of Missouri, the Iowa Tribe of Kansas and Nebraska, the Kickapoo 
Nation of Kansas, and the Prairie Band of Potawatomi Indians.  The map on page 5-9 
depicts the reservation areas.  The Sac and Fox reservation is situated partly in Brown 
County, with the remainder in Nebraska.  The Iowa Tribe also has land in Nebraska, as 
well as Brown and Doniphan County, Kansas.  The Kickapoo Reservation is located in 
Brown County, Kansas and covers 30 square miles.  The 121 square mile Potawatomi 
Reservation is located in Jackson County, Kansas.  According to the 2000 Census, there 
were 23,049 Native Americans living in the State, with 1,448 living on the four 
reservations. 
 
 The four Indian Nations of Kansas receive funds to improve roads and bridges on 
reservation land from the Bureau of Indian Affairs (BIA).  Most of the roads also serve as 
county section-line roads as well, but at least two tribes expressed concern that their 
respective counties neglected those roads for improvement in favor of others that were 
not eligible for BIA funds.  All four reservations are small in geographic area, located in 
Northeast Kansas, and maintain a casino for economic development.  The tribes are very 
concerned with the state highway system in the region because it connects them to 
supplies, labor, and tourists.  Public transportation is also a concern for the tribes, in that 
there are many tribal members who have only one option for health care, that being the 
Bureau of Indian Affairs office in Horton.  
 
 KDOT consults with the four Kansas tribes in a variety of settings.  During the 
project discovery phase, KDOT consults with the four Kansas Indian tribes as well as any 
other tribes that have ever inhabited a part of Kansas to notify them when projects are 
planned in their areas.  KDOT has provided some mapping and demographics and 
technical assistance to each tribal government.  KDOT’s Bureau of Engineering Support 
also consults with the Indian Nations to ensure their projects are included in the State 
Transportation Improvement Program. 
 
 TEA-21 has provided funds, through the BIA, to the tribal governments to 
conduct planning activities and to develop a long-range transportation plan.  An objective 
of each plan is to prioritize transportation projects. 
 

Advocacy Groups 
 

Meetings with several advocacy groups provided KDOT with insight for the 
Long-Range Plan update.  Below is a sample of some of the comments that were 
received.  A complete list may be found in Appendix D.  The Sierra Club would like to 
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see KDOT move past the era of building highways in favor of alternative modes that may 
be friendlier to the environment.  The Kansas ADA Coordinator stressed that the disabled 
wish to access the same public facilities (buses, vans) as the general population.  Also, 
consideration of the disabled should be applied not only to transit vehicles but also to 
access to bus stops (sidewalks, curb cuts, etc.)  The Kansas Motor Carriers Association 
expressed concern at the possible reduction in funding to the CTP by the Legislature and 
favors the implementation of new technologies for commercial vehicle operations and 
enforcement. 
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Transportation and Land Use 
 
 It has long been recognized that there is a basic supply and demand relationship 
between transportation and land use.  Development patterns influence travel demand and 
congestion levels, and the adequacy of the transportation system in turn influences 
development patterns.  Coordination of transportation and land use is a primary objective 
of comprehensive planning.  Many zoning controls and land use regulations are designed 
to match land use to transportation or to serve transportation objectives. 
 
 In urban areas, traffic congestion is a growing public concern, especially during 
the morning and evening commute periods.  Fiscal limitations have constrained 
government's ability to respond by delivering new transportation facilities and services.  
Even when they can be provided, new facilities face scrutiny on environmental impact 
and efficiency.  Because improvements often attract users that had been using alternate 
routes, building new facilities may not provide the congestion relief as planned.    
Alternative strategies for congestion relief are increasingly important. 
 
 In order to maximize the efficiency of the existing system, it is becoming 
increasingly important to avoid imbalances between supply (transportation) and demand 
(land use) that will degrade safety and reduce capacity.  Land use practices, in fact, must 
change to help maximize the efficiency of the existing transportation system and 
eliminate or delay the need for large-scale expenditures.  With increased emphasis in 
urban areas on redevelopment of existing property and infill of vacant land as a way to 
accommodate urban growth, incremental improvements to existing transportation 
systems become key elements in maintaining the existing quality of life, while supporting 
new investments and new jobs. 
 
 Responsibilities for transportation and land use are almost always separated not 
only by governmental department, but also by governmental level.  Land use planning 
and regulation is almost entirely a local government responsibility and authority. 
Transportation planning and implementation is usually the responsibility of state or 
regional agencies as well as local governments.  This separation frustrates efforts to 
coordinate transportation and land use management.  Usually, mandates for one are not 
paralleled by mandates (and funds) for the other.  Traditional concepts of the public's 
responsibility for providing transportation facilities have served to limit the scope of 
planning activities even more.  Transportation has been viewed as a public utility to be 
provided on demand and not as a resource to which access should be carefully managed. 
 
 Transportation-related land use controls in Kansas are generally limited to the 
more traditional measures such as zoning, impact fees, benefit districts, and special 
assessments.  However, more innovative ways of integrating land use and transportation 
are emerging.  In Kansas City, MARC has facilitated community experiments with 
Transit-Supportive Development, and several design pilot projects have been initiated.  
This type of development encourages site designs that are pedestrian friendly and easily 
accessible by modes other than the automobile.  Phases of development plans in Wichita 
and Lawrence have been tied to levels of transportation improvement (i.e. widening, 
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traffic signals, turn lanes).   More exotic land use/transportation management techniques, 
such as growth control ordinances, development caps, and auto-restricted zones, have not 
been tried, as yet, in Kansas.  Often land use restrictions and transportation are seen at 
odds with each other, but proper planning and land use controls can provide 
predictability, which is often attractive to larger developers.     
 
 Congestion pressures and concerns about urban sprawl have just reached the 
degree of magnitude in the State's urban areas to force greater attention to increased 
coordination between land development and transportation.  Overall, in urban and non-
urban areas alike, development and the benefits that accrue (jobs, tax revenue, etc.) are 
seen as highly desirable by the public and local governments, while negative effects to 
the transportation system are often overlooked. 
 

Corridor Preservation 
 
 Corridor preservation entails identifying future new route corridors or existing 
routes that will need additional capacity in the future and taking some action to preserve 
the ability to build the facility when the need arises.  Too often, a development creates 
demand for more highway capacity.  However, because of that very development, it is 
impossible or economically infeasible to acquire the needed right-of-way (R/W) to 
improve the highway on its current alignment.  There are various methods for 
accomplishing this preservation such as working with local governments to enforce 
minimum set back requirements, zoning and land use regulations, advance purchase of 
key parcels, particularly around future major intersections, or in some cases, advance 
purchase of all R/W needed for the future facility.  Several of the projects in the 
Comprehensive Transportation Program contain provisions for corridor preservation.  
The improvement for US 54/400 is one example: while there was inadequate funding for 
construction of the entire route between Mullinville and Kingman, funds are allocated to 
preserve that corridor until a future date when construction funds become available.  The 
communities along that route can now begin planning land use and development patterns 
with the relocation of the highway in mind. 
 

Corridor Management 
 
As part of the system preservation theme of the CTP and also this Long-Range 

Transportation Plan, existing corridors need to have their mobility preserved.  One of the 
major accomplishments of the previous Plan was to recommend the establishment of a 
Corridor Management Program.  As more businesses locate along a given section of 
highway, sometimes using existing access points intended for agricultural use, the traffic-
handling performance degrades due to turning traffic and sometimes the addition of 
traffic signals.  Poor access management leads to greater accident frequency on state 
highways, city streets, and county roads.  The Corridor Management Program works with 
local units of government through agreements to combine or eliminate access points, 
thereby reducing the “turbulence” of turning traffic. 
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A major example of a corridor management project is the study of K-7 in Johnson 

and Wyandotte Counties.  The study examines the current, varied status of K-7 from 
expressway to freeway to city street and projects how the facility will function in the 
future, and attempts to achieve a consensus among the local governments of what 
improvements should be made (e.g. upgrade to freeway, revert to city street).  It should 
be completed in 2002, and more studies may follow on similar corridors. 
 

Access Control for Freeways 
 
When requesting a break-in access on Interstate highways, the Federal Highway 

Administration requires that a study of the effects on the Interstate and the surrounding 
area be performed prior to granting approval.  KDOT has adopted similar guidelines for 
its non-interstate freeways.  Currently, KDOT is considering guidelines for spacing 
between interchanges.  Every time a ramp is added to a freeway, it includes an area of 
influence due to vehicles changing lanes, slowing, and merging or diverging.  The closer 
interchanges are, the more severe interaction of these movements becomes, increasing 
accident frequency, while reducing the traffic-carrying capacity of the facility.  As 
drivers’ expectancy changes with setting, separate rural and urban standards for spacing 
will be proposed. 
 

Economic Development 
 
 Transportation is a vital element in local, regional and national economic 
development.  Although there are many factors that determine whether development 
takes place in a given location, transportation certainly is an important consideration.  
While the actual linkage between transportation improvements and economic 
development is subject to debate, few dispute there is a connection.  Because the impacts 
of marginal improvements to an existing system are difficult to quantify, it is left to 
policy makers to determine how much emphasis to place on economic development when 
allocating resources. 
 
 When considering economic development, it is important to differentiate between 
short- and long-term gains.  Short-term gains will normally occur as any transportation 
project is constructed.  These benefits are produced as contractors purchase supplies from 
local businesses and the wages of construction workers are spent in the local area.  While 
short-term gains are important, most economic development programs are aimed at long-
term benefits.  These long-term benefits occur as existing businesses expand and new 
business is attracted to an area.  Benefits accrue to the state and the local economy as 
profits, wages, and values increase as a result of increased efficiency and productivity 
due to lower costs for transportation and better access to materials and markets. 
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 From an economic development perspective, transportation projects provide an 
opportunity for reduced transportation costs, reliability, and increased safety.  Lower 
transportation costs include reduced travel-time, lower operating expenses and savings 
due to lower accident rates, resulting in both direct and indirect savings to businesses.  
Direct savings include those savings due to reduced travel time, lower operating expenses 
and reduced accidents.  In addition to direct savings, businesses also realize indirect 
savings in reduced travel time and more reliable service, which leads to greater market 
reach and the ability to operate with less inventory.  These savings are important to 
businesses considering expanding or relocating.  “All things being equal, businesses tend 
to locate and expand in locations where they have comparatively low costs and hence can 
be more productive and profitable.”25  In addition, transportation improvements may 
further business productivity savings through economies of scale. 
 
 Because transportation projects contribute to lower costs or more reliable service, 
they have some impact on a state's economic vitality.  But, to maximize the return, it is 
important to focus investments where the most benefit will accrue.  The development of 
totally new transportation systems would have the most dramatic affect, as it would result 
in a fundamental change in accessibility and productivity.  Due to the extensive 
transportation system in place, and the cost for new systems, this alternative is only rarely 
considered.  An enhancement or expansion of an existing system will normally reduce 
costs and improve productivity and therefore positively impact business operations and 
competitiveness.  These projects that improve the existing system are typical of the major 
projects in a state's transportation improvement program.  To be most effective, these 
projects should be targeted for the most important transportation systems of the state and 
region.  While not often viewed as investments for economic development, those projects 
that preserve and maintain the existing transportation system are vital to a state's 
economy.  These projects allow companies to maintain reliable transportation, access to 
markets, and operate efficiently. 
 
 As programs and projects are considered which will positively impact a state's 
economic vitality, it is important that the investment be done in an efficient manner.  To 
be efficient, an investment should generate benefits that exceed the cost of providing the 
service.  The ability of an investment in a facility to contribute to economic development 
is dependent on the traffic, existing and future, that is served.  The relationship between 
economic development and transportation improvements is complex and not fully 
understood.  However, the surest way to foster economic development through 
transportation investments is to focus on cost savings to users and consumers. 
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Making Things Work Together 
 

Integrating Technology 
 
The previous Long-Range Transportation Plan recommended the dedication of staff 

and resources to implementation of Intelligent Transportation 
Systems (ITS).  That recommendation was fulfilled when the ITS 
Unit was created within the Bureau of Transportation Planning.  
In addition to administering a new set-aside fund for ITS-related 
projects, a Statewide ITS plan was developed.  It included five 
major goals: 
 

 Mainstream ITS into standard KDOT business procedures 
 Integrate existing ITS programs into the KDOT system 
 Continue to educate KDOT and the Kansas public on ITS alternatives and 

benefits 
 Identify potential ITS projects and funding sources, especially for rural areas 
 Prioritize ITS project areas 

 
One of the keys to having a successful ITS program in Kansas is integrating or 

mainstreaming ITS into the KDOT business process.  In order for this to happen, funding, 
contracting, planning, design, operations and maintenance of ITS needs to be a 
consideration in all bureaus of KDOT.  A formal procedure has been outlined in the 
Statewide ITS plan to help mainstream ITS into the KDOT design process.  The most 
significant change to the traditional design process is the addition of an ITS Checklist. 
This Checklist will be developed by the ITS Unit and will contain criteria that when met 
would indicate an opportunity for ITS to be integrated into the project. 
 

An ITS architecture provides the framework of a system outlining how the 
individual components, whether an element or an agency, communicate together and 
work with the other components of a transportation system. Kansas Statewide ITS 
architecture was developed to define the coordination of ITS applications in Kansas and 
their fit within the KDOT organizational structure and physical infrastructure.  The 
architecture delineates the interaction between travelers, vehicles, the roadside, and the 
Traffic Operations Center, and ensures that future ITS systems, whether developed 
privately or by public institutions such as KDOT or local entities, will be compatible and 
allow different systems to communicate with each other. 
 

Five program areas were used in the Statewide ITS Plan to analyze Kansas ITS 
projects. 

 Priority Corridors - This program area includes rural ITS projects that are 
being deployed on a specific corridor.  One priority corridor in Kansas is the I-70 
corridor, and some of the ITS applications that are being include advanced 
traveler information systems, weigh-in-motion, and fiber optic communications. 

ITS is the application 
of advanced sensor, 
computer, 
electronics, and 
communication 
technologies and 
management 
strategies to 
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 Commercial Vehicle Operations  (CVO)  - The State is currently 
developing a business plan that will define an architecture for CVO/ITS as part of 
the Commercial Vehicle Information Systems and Networks (CVISN) project 
sponsored by FHWA. 

 Maintenance - The maintenance program area includes ITS-related 
projects that fall under the domain of the KDOT Bureau of Construction and 
Maintenance.  Examples of these projects include road/weather information 
systems, the road condition reporting system, installation of automatic vehicle 
location and mobile data terminals in maintenance vehicles and automated anti-
icing systems for bridges. 

 Traffic Operations - This program area primarily refers to projects aimed 
at improving traffic operations in metropolitan areas.  Examples include the 
design of the Wichita Traffic Operations Center (TOC) and the Kansas City Scout 
Project.  This area also includes the planning and design of a statewide operations 
center that would link the metropolitan TOCs and house a statewide TOC and 
regional traveler information center. 

 Rural Safety and Mobility - This program area includes all safety-related 
projects affecting the rural traveler, as well as rural transit.  Examples include 
projects related to automatic collision notification/Mayday Systems, work zone 
applications, rural transit applications, at-grade rail crossings and the Intelligent 
Vehicle Initiative. 

 

Cooperation and Planning between Modes 
 

In the years since the automobile replaced other modes of personal transportation, 
such as inter-city rail or buses, the dominating emphasis on roadway improvements and 
other accommodations has in some cases, especially here in Kansas, left travelers with 
few alternatives to the personal automobile.  While other travel modes are available, the 
connections between modes are not always adequate or convenient enough to connect 
origin to destination.  For example, the mode accessible to the largest section of the 
population, walking, is not always practical, not only due to obvious hindrances of 
weather, but also because of a lack of key sidewalk connections or safe roadway 
crossings.  Bicycling is a viable mode for not only recreation, but also for commuting and 
shopping, but many potential riders may be intimidated by the usually high traffic 
surrounding activity nodes such as shopping centers and office parks.  KDOT has made a 
policy change to accommodate bicyclists on the non-interstate highway system through a 
more bike-friendly design of shoulder rumble strips. 

 
Another connection between modes that requires cooperation is mass transit 

facilities.  As suburban areas grow, it becomes harder to service individual 
neighborhoods with transit due to indirect street connections and lower population 
density.  However, in some cases where auto commutes can be long and frustrating, 
commuters could be encouraged to use mass transit if the transit stop were a short, 
convenient drive, walk, or bike ride.  These facilities need to include adequate parking 
and safe storage for bikes.  KDOT could assist by locating park-and-ride facilities where 
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required along state highways.  Two examples of possible park-and-ride or bike-and-ride 
applications could be in Johnson County, where commutes to downtown Kansas City and 
even to the College Boulevard activity centers are growing longer and more congested, 
and in West Wichita, where population continues to grow but traffic destined for 
downtown is constrained by the limited opportunities for crossing the Flood Control 
System. 
 

Similar intermodal connection problems occur at Amtrak terminals in Kansas, and 
serve as barriers to the expansion of passenger rail.  The transit system must be 
coordinated with the arrival of trains in order for passengers to complete their trips upon 
disembarking from the train.  This is not feasible currently due to the late night arrival of 
the Amtrak train, which is not during operating hours of the transit systems in Topeka, 
Lawrence, and the Kansas City area.  If a commuter rail route were to be set up between 
Kansas City, Lawrence, Topeka, and possibly Wichita, great improvement would have to 
be made in the transit service to the terminals so as not to discourage would-be train 
travelers. 
 

Context-Sensitive Design 
 

KDOT has considered the context of its highway projects for many years.  Public 
meetings have long been a staple in determining the appropriate design. These are the 
principles as found on the FHWA Context-Sensitive Design website: 
 
Qualities of Excellence in Transportation Design26  

• The project satisfies the purpose and needs as agreed to by a full range of 
stakeholders. This agreement is forged in the earliest phase of the project and 
amended as warranted as the project develops.  

• The project is a safe facility for both the user and the community.  
• The project is in harmony with the community and it preserves environmental, 

scenic, aesthetic, historic, and natural resource values of the area, i.e., exhibits 
context sensitive design.  

• The project exceeds the expectations of both designers and stakeholders and 
achieves a level of excellence in people's minds.  

• The project involves efficient and effective use of the resources (time, budget, 
community) of all involved parties.  

• The project is designed and built with minimal disruption to the community.  
• The project is seen as having added lasting value to the community. 

 
KDOT strives to be sensitive to the needs and desires of the traveling public, the 

human environment and the natural environment.  When addressing all of these concerns, 
one must balance accepted design criteria with the various desires of the community.  
Kansans have made it clear that their highest transportation concern is safety, followed by 
mobility, accessibility and the environment.  Therefore, when evaluating how a project 
will fit into its surrounding environment, KDOT relies on these factors to help determine 
the appropriate design.     
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Other Factors for Consideration 
 
Safety 
 
Highway Safety 
 

In 1998 the American Association of State Highway and Transportation Officials 
(AASHTO) published a Strategic Highway Safety Plan.  The plan identified strategies to 
address safety issues relating to drivers, pedestrians, bicyclists, vehicles, roadways, 
emergency medical services, and information management.  
 

Although KDOT has no formal strategic plan similar to AASHTO, many safety-
related efforts have been initiated in the areas of design, construction and maintenance 
practices, research, and application of traffic control devices such as signals, signs, and 
pavement markings.  KDOT has also initiated significant public awareness, enforcement, 
and education efforts aimed at driver behavior. 

 
More than 40 years of public policy, roadway engineering and automobile design 

have contributed greatly to the safe travel of the motoring public, yet driver error 
continues to be the overwhelming cause of crashes.  While technological advances 
deserve further investigation of incorporation into the traffic safety areas of education, 
engineering, enforcement, and emergency response, addressing highway safety through a 
comprehensive, multi-disciplinary manner will be key to ensuring that all opportunities to 
improve safety are identified, considered, implemented when and where appropriate, and 
evaluated. 
 

The single most important issue traffic safety advocates can promote to reduce the 
incidence of serious and fatal injuries resulting from motor vehicle crashes is to 
encourage the proper use of safety belts and child restraints.  It is essential that increasing 
efforts be made for public awareness, enforcement and education to the negative effects 
of making unhealthy decisions when traveling.  In 2000, KDOT initiated a driver 
education program Kansas Driving - “Safe. Not Sorry” to re-educate drivers of the basics 
of traveling safely on Kansas roadways.  The program presents basic driver skills 
including using courtesy and common sense when navigating roadways and includes 
engineering and environmental factors that drivers face. 

 
On October 10, 2001, KDOT joined other states and organizations by 

participating in the first “Put the Brakes on Fatalities Day.”  This proposed annual event, 
patterned after the “Great American Smokeout”, was created to make motorists aware 
that approximately 114 fatalities occur every day, or one fatality every 13 minutes.  
KDOT hopes that by annually participating in this national event, the benefits of all 
safety programs can be realized on one day and the number of fatalities nationwide can 
be reduced to zero.  
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Alcohol continues to play a major role in traffic crashes, injuries and fatalities. 
While crashes involving alcohol impairment have decreased significantly since 1985, the 
decline in alcohol-related fatalities cannot be credited to a single factor.  Undoubtedly, 
part of the credit for the decrease was the National Uniform Minimum Age Drinking Act, 
passed in 1984, which raised the drinking age to 21.  Additionally, the increased social 
intolerance of drinking and driving reinforced by lowering blood alcohol content (BAC) 
levels and by groups such as Mothers Against Drunk Driving has had a considerable 
influence.  Continued enforcement of zero tolerance laws for underage drinkers is 
imperative to curb the frequency of alcohol-related injuries to this age group. 
 

Crashes involving deer are a problem nationwide.  The number of deer/vehicle 
collisions reached 10,184 in 2001, or 13% of all crashes in Kansas, and spurred the state 
Legislature to permit the Kansas Department of Wildlife and Parks to extend the deer-
hunting season and increase the number of deer permits issued.  Additionally, KDOT 
traffic engineers are testing variations of roadside hardware, and examining the 
effectiveness of other methods used around the country to reduce deer-related crashes. 
 

Traffic law enforcement presents a number of challenges, problems, and issues 
for the future as the numbers of drivers increases, miles driven per year continues to rise 
and urban roadways become more congested.  Technology deployment will reduce some 
law enforcement labor, but strategies must be developed to make technology and 
information available to assist law enforcement in doing more with less. 

 
In addition to technological advances applied toward roadway design and traffic 

management systems, information technology can yield comprehensive traffic crash data 
that can dramatically affect the ability to identify highway safety factors and promote 
sound management decisions.  In 1999, KDOT recognized the need to implement an 
enterprise-wide system and began participating in a nationally collaborative effort to 
develop a Transportation Safety Information Management System (TSIMS).  The system 
will process (capture, store, transfer and analyze) traffic crash data with connections to 
other state data systems comprising traffic records (driver history, licensing, roadway 
location, patient injury/treatment) while assuring the ability to apply the technology (and 
system) to other information flows (Emergency Medical Services run reporting, traffic 
citations). 
 

While road design, construction, maintenance, and traffic operation safety issues 
should continue to be explored, social behavior is the target with the greatest potential to 
improve highway safety within the foreseeable future.  It will be imperative to raise the 
awareness of vehicle users regarding safe driving practices and techniques.  Preventive 
educational programming will continue to be paramount to harm reduction in the traffic 
safety arena. 



Chapter 6- Other Factors for Consideration 

6-3 
 

Road Safety Audits 
 

KDOT’s Bureau of Traffic Engineering uses the Road Safety Audit (RSA) 
process to identify locations that may require road safety improvements.  The audit 
process provides KDOT with a county-by-county traffic study of the Kansas state 
highway system.  The audit consists of three phases: office review, field review, and a 
report, and will be updated every three to four years. 
 

During the office review phase accident data along all state routes in a county are 
analyzed.  This will identify high accident locations and definable accident patterns that 
may be corrected through changes in roadway geometrics or the use of traffic control 
devices.  Other sources of data are also reviewed, which include, video-logs, past traffic 
study files, and traffic control resolutions. 
 

A field review of state routes provides information on a variety of traffic-related 
factors including roadway characteristics, geometry, railroad, speed limits, sight distance, 
pavement markings, signing, and other traffic control devices. 

 
Once the field review is complete, necessary traffic field data such as traffic 

counts, speed data, and school data is obtained.  The data is analyzed and presented along 
with any recommendations in a final report.  The report is sent to the county, cities, and 
KDOT offices both for information and the execution of recommendations.27 
 

Research 
 

KDOT is actively engaged in research and development activities both nationally 
and at the state level.  Under the direction of KDOT research committees, new 
technologies from national and state research programs are evaluated and implemented 
into routine practice.  In addition to research conducted internally, we participate in many 
cooperative research activities. 

 
The Future Strategic Highway Research Program (F-SHRP) is a major ($450-

$500M) special-purpose national research program that is expected to be included in the 
next Federal Surface Transportation legislation. As proposed, this research program 
would focus on four strategic areas: renewal, safety, reliability, and capacity with a goal 
to make a significant difference in the state of practice in these areas.  As with the first 
Strategic Highway Research Program completed in the early 1990's, KDOT expects to 
establish a formal internal program to carefully evaluate and then implement procedures 
and products found to be of benefit to Kansas. 

 
Internally, KDOT primarily conducts applied research on specific needs of the 

State's road system.  Research products can include development of experimental 
hardware, but are usually reports documenting the research results.  To be cost effective, 
Research, Development, and Technology Transfer (RD&T) must do one or more of 
several things: increase safety, reduce waste, increase personnel efficiency or production, 
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eliminate unneeded work, or extend service life of pavements.  KDOT research has been 
shown to be highly cost-effective.  
 
 KDOT also participates in cooperative research activities with other state and 
national agencies.  The University of Kansas Transportation Center operates a 
Technology Transfer Center for Local Transportation agencies under an agreement with 
KDOT and FHWA. Kansas Transportation Research and New Developments (K-TRAN) 
is a cooperative transportation research program among the Kansas Department of 
Transportation, Kansas State University, and the University of Kansas.  The K-TRAN 
Program is currently budgeted at $700,000 per year and has been highly successful, 
showing an overall benefit to cost ratio of 11.1 to 1 in the 2001 assessment of triennial 
benefits.  A revision to the K-TRAN master agreement to include all university RD&T 
and guarantee a funding level of $350,000 per university per year was signed in January 
2000. 
 

Security and Emergency Response 
 

In emergencies, KDOT strives to maintain the integrity and usefulness of the 
transportation system, to restore the transportation system to a usable condition, and to 
provide such other support activities as may be required to restore traffic movement and 
protect citizens’ health and safety. 
 
 KDOT deals regularly with emergencies such as traffic accidents (which may 
include hazardous materials), flooding, debris removal, blizzard conditions, and damage 
assessment.  KDOT also participates regularly in planned training exercises with the 
Division of Emergency Management, Kansas National Guard, Wolf Creek Nuclear 
Facility and Cooper Nuclear Station.  These exercises include both manmade and natural 
disasters. 
 
 KDOT is also represented on the state Commission on Emergency Planning and 
Response.  The Governor created this commission in 1999 to replace the State 
Emergency Response Commission.  The new commission was formed to facilitate a more 
coordinated effort for the planning, preparation, response and mitigation of emergencies 
for the state.   
 
 Enhancements to the statewide 800 MHz radio system throughout the next few 
years can provide KDOT and public safety personnel in the State of Kansas the 
opportunity to utilize the radio system to improve response times to incidents while 
providing communications inter-operability between agencies where it is necessary and 
applicable.  Enhancements to the current 800 MHz radio system would include the 
following:      
 

Statewide Trunking: Trunked radio systems offer greater system 
flexibility and system management. Resources are used more efficiently, 
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multiple users have radio access simultaneously, multiple talkgroups, 
emergency call, private call, and telephone interconnect.   
Motorola Smartzone: The Motorola Smartzone system interconnects 
many trunked radio sites to better manage system resources and provide 
interconnect between these sites. The main advantage of Smartzone is to 
let users move across the state with the system registering their unit at 
each new trunking site without any manual operation being required by 
the user. 
Mobile Data: Mobile data will allow KDOT, KHP, or EMS units 
equipped with the proper equipment, the ability to download files or 
request information with a data terminal or computer while in their 
vehicles. Mobile data will also allow GPS data to be updated at faster 
intervals without interference to voice traffic.  

 
Social Impacts 
 
 The social trend with the most potential impact on the transportation system is the 
trend towards making all decisions, including transportation decisions, based on a 
community vision.  This concept requires the community to come together and jointly agree 
upon a vision of that community for the future that guides decision-making in all arenas.  
Transportation facilities at one time were intentionally routed through older neighborhoods 
as part of redevelopment plans due to low land costs, eliminating many minority and low-
income neighborhoods in the process.  At the time, this approach was applauded as a 
revitalization effort.  More recently, concerns about social injustice have stopped this 
practice and have led to a more careful consideration of transportation decisions to insure 
that both positive and negative impacts of transportation facilities are more fairly distributed 
throughout the community. 
 

Executive Order 12898 directed every federal agency to make environmental 
justice part of its mission by identifying and addressing the effects of all programs, 
policies, and activities on “minority populations and low-income populations.”  The 
USDOT’s environmental justice initiatives accomplish this goal by involving the 
potentially affected public in developing transportation projects that fit harmoniously 
within their communities without sacrificing safety or mobility.  The three fundamental 
environmental justice principles are to: 
 

 Avoid, minimize, or mitigate disproportionately high and adverse effects on 
minority and low-income populations, 

 Ensure full and fair participation by all potentially affected communities in the 
transportation decision-making process, 

 Prevent the denial of, reduction in, or significant delay in the receipt of benefits 
by minority and low-income populations. 
 
Environmental justice is not a new requirement.  It is rooted in Title VI of the 

Civil Rights Act of 1964 and many other laws, regulations, and policies.  At this time, 
there is not a well-defined means established at the federal level to measure benefits and 
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adverse effects, as it varies greatly by region.  However, regardless of the method of 
analysis, if a good public involvement process is in place and decisions are made with 
Title VI in mind they will likely lead to a transportation system that meets the basic 
premises of environmental justice. 

 
Currently, Kansas, among other DOTs, is continuing its current public 

involvement efforts while trying to determine the appropriate balance between public 
impacts, safety, design, costs and the overall benefit on a regional or state level.  Part of 
this initiative includes demographic research in the discovery phase of projects to identify 
all affected parties.  This will help KDOT to make sound knowledgeable transportation 
decisions and may reduce the opposition to potentially divisive projects. 
 

Air Quality Standards 
 

Under the Clean Air Act of 
1990, the U.S. Environmental 
Protection Agency (EPA) established 
National Ambient Air Quality 
Standards (NAAQS) for various 
pollutants that affect the public’s 
health and welfare.  One of these 
pollutants, ground-level ozone, is a 
concern for two of the State’s MPOs, 
Kansas City and Wichita.  Ground-
level ozone is the major component 
of smog.  While ozone in the upper 
atmosphere occurs naturally and 
protects life on earth from harmful 
ultraviolet radiation, ozone at a ground level is a noxious pollutant.  Ground-level ozone 
is not directly emitted, but is formed by the reaction of oxides of nitrogen (NOx) and 
volatile organic compounds (VOC) in the presence of sunlight.  On-road mobile sources 
comprise approximately 36% of ozone production in the Kansas City area, and include 
automobile emissions as well as diesel emissions from transport vehicles.  This is a major 
concern because the number of vehicle miles traveled continues to rise at a steady rate.  
Although new cars are built to meet higher standards for emissions, increases in the 
number of vehicles on the road and miles traveled still lead to increased automobile 
emissions that are one source of NOx and VOCs.  Transportation options and land use 
policies greatly influence the level of auto-dependency in our cities.  Opportunities for 
alternative modes of transportation can help to mitigate the impact of automobiles on the 
environment. 
 

In 1997, EPA revised the ozone NAAQS to a new 8-hour standard that is more 
stringent than the 1-hour standard.  Following litigation at the Supreme Court level, the 8-
hour standard was found to be constitutional, but EPA still has to develop a reasonable 
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approach for implementation.  As of early 2002, EPA was soliciting public input on the 
implementation of the new 8-hour standard. 
 

If a metropolitan area is determined to be in non-attainment of the NAAQS, it 
must develop a plan that shows how it will achieve attainment within ten years.  Once the 
standard is met for three consecutive years and there is a maintenance plan in place the 
metro area may be redesignated as a Maintenance Area.  After redesignation to a 
Maintenance Area, the city must maintain the standard for 20 years in order to achieve 
attainment status again. 
 

Kansas City violated the standard in 1978 and became non-attainment.  
Subsequently in 1990, Kansas City was designated as a Maintenance Area.  Violations 
then occurred again in 1995 and 1997.  Since 1997, Kansas City has not had any 
additional violations.  Currently, Wichita is in attainment of the 1-hour standard.  The 
status of these MPOs could likely change however, with the implementation of the 8-hour 
standard.  This could have serious impacts on transportation decisions in these urban 
areas.  Depending on the outcome of EPA’s Air Quality Boundaries, Sedgwick and 
Butler counties could be affected. 

 
Areas that are non-attainment or maintenance have to submit State 

Implementation Plans (SIPs) that outline the actions that will be taken to reach 
attainment.  Further, budgets for allowable levels of emissions must be set to ensure 
compliance with the standard.  Based on the responsibilities charged to the MPOs, the 
most advantageous avenue to reduce emissions is to encourage a reduction in vehicle 
miles traveled.  All in all, ensuring compliance with the NAAQS is a rigorous process 
and has implications on the availability of federal funds for transportation projects.  
Further, the Supreme Court recently held that the goals identified in the SIPs are binding 
and communities can be held legally responsible for meeting the goals. 
 
Other Environmental Issues 
 
Wetlands 
 

Impacts to certain wetlands are regulated by the U.S. Army Corps of Engineers 
under Section 404 of the Clean Water Act.  When transportation projects impact these 
wetlands, "404" permits must be applied for and obtained prior to construction activities.  
Large impacts require an Individual Permit and applications must go on public notice for 
30 days giving various federal and state natural resource agencies the opportunity to 
comment.  Avoidance and minimization statements are an important component of "404" 
permit applications.  In a few short years permit conditions have become increasingly 
restrictive.  Currently, mitigation is required for all wetland impacts.  Mitigation ratios 
vary depending on the kind of wetland impacted and the distance of the replacement 
wetland from the impacted wetland.  Mitigation sites require annual monitoring reports 
until they are functioning wetlands, and must remain as wetlands in perpetuity.  Today 
wetlands are environmentally sensitive areas that are the focus of much attention.  It is 
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expected that avoidance and minimization of impacts will play a larger role in permitting, 
and the costs of impacting wetlands will increase. 
 

Water Runoff 
 

Transportation contributes to water pollution through air pollution fallout and 
runoff from paved surfaces.  Wetland destruction and other effects result from this type 
of pollution.  Construction of large transportation projects reduces the amount of pervious 
ground available to capture rainwater.  This is of particular concern in areas near streams 
or other waterways, which catch runoff that is not absorbed and filtrated through the soil.  
In addition, deicing materials are an issue for runoff.  One way to limit the impacts of 
deicing materials (mainly salt) is through the addition of ITS technology to the state road 
crew fleet.  Real-time knowledge of road conditions and historical operational 
information about the vehicle can help KDOT to allocate resources in a more efficient 
and effective manner while having the least intrusive impact on the environment. 
 

Roadside Vegetation 
 

Roadside management presents many challenges.  Opinions regarding what the 
roadside should look like are often conflicting.  Safety issues, erosion degradation, time 
spent on maintenance, aesthetics, and the protection of wildlife and native vegetation 
need to be balanced.  Integrated Roadside Vegetation Management (IRVM) uses native 
vegetation and appropriate management techniques to create a roadside that is resistant to 
weeds and soil erosion, with little or no required maintenance.  KDOT, in cooperation 
with the Audubon Society, is currently conducting 10 pilot projects in Kansas, along with 
a public education program.  Six projects make up part of the Prairie Passage (a multi-
state effort to highlight Great Plains vegetation), one is on a scenic byway, one is 
adjacent to the Konza Prairie, one is on US-400, and one is on K-10 between Lawrence 
and Olathe. 

 

Erosion Control During Construction 
 

Another environmental concern is erosion damage resulting from transportation 
construction sites.  Erosion control is a part of every major grading project.  Even so, 
erosion damage can occur at construction sites where large amounts of earth are left 
exposed during grading and not protected from the elements.  Kansas often has severe 
and unexpected storms that have the ability to sweep away substantial amounts of 
valuable topsoil.  A National Pollution Discharge Elimination System Permit is obtained 
from the Kansas Department of Health and Environment on all construction projects that 
disturb more than one acre.  The major component of this process is KDOT’s stormwater 
pollution prevention plan than outlines the measures to be employed to reduce erosion 
associated with our projects.  When doing construction, it is important that KDOT and 
contractors be aware of these impacts and provide adequate barriers and protection to 
mitigate possible effects. 
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Advances in Alternative Fuels 
 
 Consumption of alternative fuels is likely to increase in the future.  These fuels 
generally burn cleaner and have less impact on the environment.  As environmental 
concerns continue to result in legislation with more strict requirements for clean air, the use 
of alternative fuels will increase.  Another advantage of alternative fuels is that they can be 
produced from domestic supplies, which is politically appealing because it provides some 
level of energy independence.  There is also growing support at the federal level about the 
need for a renewable-fuels standard, which would nearly triple ethanol and biodiesel use.  
At the same time innovation in the field of alternative fuels is rapidly growing.  
Experimentation with hydrogen power, fuel cells and electricity are producing prototypes 
that show promise.  We are now at a critical juncture in the United States and decisions 
about the future of energy will need to be made. 
 
 The U.S. Department of Energy recognizes the following as alternative fuels: 
methanol and denatured ethanol, natural gas (compressed or liquefied), liquefied petroleum 
gas, hydrogen, coal-derived liquid fuels, fuels derived from biological materials, and 
electricity (including solar energy).  Each of these fuels has its own characteristics and 
contributes in unique ways to the improvement of air quality.  Another type of fuel is 
reformulated gasoline.  However, while designed to burn cleaner than gasoline, it is not 
considered an alternative fuel.  KDOT has committed to using biodiesel where available and 
when the cost difference is not more than 10 cents per gallon higher.  About one-half of the 
trucks in KDOT District One (northeast Kansas) use biodiesel fuel. 
 
 In the near future, the integration of more electrical and hybrid electric vehicles into 
the market could have a significant effect on revenues for state DOTs.  At the present time, 
manufacturers have not been able to mass-produce a low-cost electric vehicle that can 
perform at a level that would replace the standard automobile on a wide scale, but there is a 
great deal of research in the area, and it is likely that electric and hybrid electric cars will be 
improved to be truly competitive in the market. 
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market for the corn produced by local farmers.  The demand in the future for ethanol may 
increase due to some recent requirements by the Environmental Protection Agency.  EPA 
has promulgated rules that phase out the use of methyl tertiary butyl ether (MTBE), as an 
oxygenate to improve the burning characteristics of gasoline in areas of the country that are 
in noncompliance for clean air requirements.  MTBE is being phased out because of 
problems with it contaminating groundwater.  Since ethanol is the only viable substitute to 
meet the oxygenate requirements at this time, the demand for ethanol in air quality 
noncompliance areas throughout the nation should increase substantially.   
 
  
 
 Compressed Natural Gas (CNG) also shows great promise for the future, especially 
for freight hauling.  Kansas has large natural gas fields that can provide CNG for 
transportation.  However, in order to make CNG viable investments in refueling stations will 
be necessary.  This requires large amounts of capital and close coordination among cities, 
counties, states and the private market.  Currently there are only a few such refueling 
stations around the country.  A vast network similar to that for gasoline would need to be in 
place before CNG will compete evenly with gasoline.  One strategy that is being considered 
is to concentrate CNG refueling stations along specific corridors.  In that way, businesses 
making regular runs along the corridor could take advantage of the benefits of using CNG.  
Along certain trade corridors such as I-35 from Kansas City to Oklahoma City, it might be 
beneficial to explore future opportunities to coordinate in the provision of any such 
stations.28   
 
Transportation and Tourism 
 
 Tourism is a major factor in the Kansas economy.  According to a Travel Industry 
Association of America report, travelers spent about $3.4 billion dollars in Kansas in 
1999 generating almost $515 million dollars in tax revenue for federal, state, and local 
governments.  Spending on auto transportation led all other travel expenditure categories 
with $901 million.  The tourism industry supports over 53,000 jobs statewide in a variety of 
sectors including hotels, airlines, restaurants, gas stations and others, resulting in $821 
million in wages and salaries.  As such, it is important for the transportation system to 
accommodate the needs of tourists and the tourist industry.  KDOT works closely with the 
Travel and Tourism Division of the Kansas Department of Commerce and Housing 
(KDOCH) in several areas related to tourism. 
 

Three tourist and visitor centers have been built on the State Highway System at 
strategic locations to promote Kansas and its various attractions as visitors enter the State.  
These centers provide an excellent opportunity to educate the public about road and weather 
conditions as well as lodging, dining, and entertainment attractions.  Kiosks may eventually 
be available at these sites with time sensitive, on-demand travel information for the traveling 
public.  KDOT provides guide signs to various attractions throughout the State and produces 
the Official Transportation Map. 
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 Kansas is in a very advantageous position due to its location at the crossroads of 
the nation.  There is a great opportunity to capture through travelers at Kansas attractions 
as well as those travelers whose destination is within Kansas.  One example of KDOT’s 
commitment to encouraging tourism is the Scenic Byways Program.  This program was 
developed in 1993 in close cooperation and coordination with the Kansas Department of 
Commerce and Housing, local governments, community groups, and private residents.  
The purpose of the program is to identify and designate scenic roads for the enjoyment of 
the traveling public.  It strives to preserve the inherent beauty of these roads while 
providing opportunities for increased tourism and economic development.  Since its 
creation, four scenic byways have been designated: the Flint Hills, Frontier Military, Post 
Rock, and Gypsum Hills Byways. 
 
 Another example of efforts to assist tourists, as well as Kansans, is the 
implementation of a 511 Traveler Information Service.  KDOT’s Bureau of Transportation 
Information is currently working on implementing the Kansas portion of the National 511 
Traveler’s Information Program.  Similar to 411 and 911, 511 is a single three-digit 
telephone number that provides travel information to commuters, vacationers, commercial 
vehicle operators, and transit riders.  Users would have access by telephone to real-time 
information on road surface and weather conditions, accidents, road closures, work zones, 
public transportation scheduling, and tourism.  This information would be made available 
through ITS technologies that include voice recognition software, automatic vehicle location 
devices for transit fleets, road/weather information systems, and fiber optic communications.      
 
 



 

 

 
 
 

 
 
 
 
 

 
Chapter 7 

 
Recommendations 

 
 
 
 



 

7-1 

Recommendations 
 
 KDOT has a mission to provide transportation for the people of Kansas and 
visitors to our state.  The broad scope of this mission is achieved by the many policy 
choices made in shorter-term decisions.  In the 1990’s, KDOT embarked on a successful 
and popular Comprehensive Highway Program that continues to influence public 
expectation of the transportation system. The work conducted to date to develop this 
statewide long-range transportation plan points to some broad conclusions.  This chapter 
is intended to formulate the information collected during the update process into action 
items or recommendations.  These recommendations should not only guide KDOT's 
direction for the future, but should be utilized to make the incremental decisions that will 
be required along the way. The conclusions that have been drawn are not particularly 
surprising, as they tend to reinforce many of the directions the State embarked upon in 
the 1990’s. 
 

Highways are, and will continue to be the most widely used mode of 
transportation.  The fleet of private and business vehicles is growing.  Businesses have 
come to rely heavily on “just-in-time” inventory control.  Kansans will continue to rely 
on the highway system for the foreseeable future. 

 
A recent national study ranked the Kansas State Highway System as the fourth 

best in the nation based on percent of road mileage in poor or mediocre condition29.  An 
external survey of the general public in Kansas conducted in 2001 found that 76% of the 
respondents thought KDOT was doing a good job of providing a state transportation 
system; another 22% thought KDOT was doing an adequate job. This survey also found 
that 92% of the respondents thought that transportation funding in Kansas should be 
increased (44%) or stay the same (48%) over the next five years.  The principal concern 
expressed in the survey is with maintaining what already exists as the number one 
priority balanced against the need to always modernize and react to emerging needs for 
enhancements. 

 
There are some emerging concerns related to other modes of transportation as 

well.  The Comprehensive Transportation Program (CTP) provided expanded state 
funding for public transportation.  The interest in public transportation was for expansion 
of existing service and the addition of service to new areas.  Support for air transportation 
generally comes from two areas, the need for air ambulance services to serve rural areas 
of the State as well as preserving airports as a way to maintain the economic viability of a 
community or a region.  The CTP also provided state funding for the first time for 
general aviation airport improvements.  There is a strong desire to see that as a state and 
as a country we do not lose the strength of our rail network.  Short-line railroads play an 
important role in the Kansas economy, and the CTP included a state-funded revolving 
loan/grant program.  There is an interest in intermodal shipments and in supporting the 
continued growth, strength, and extension of intermodal facilities in Kansas.  A segment 
of the population continues to voice an interest in bicycle and pedestrian facilities. 

 



Chapter 7- Recommendations 

7-2 

Technology is playing an increased role in providing transportation services, such 
as emergency response, traffic management, traveler information, and commercial 
vehicle operations.  Kansas has several examples of these technologies in place or 
planned, including rural “Mayday” systems, the Kansas City Scout traffic operations 
center, “511” traveler information hotline, and the Commercial Vehicle Information 
Services Network. 

 
Future transportation needs will also be influenced by trends not related to 

specific travel modes.  Aging of the population and migration to urban areas are two 
demographic trends that will have wide-ranging effects on all transportation systems.  
Safety and efficiency concerns may change the public perception of existing 
transportation modes or of mobility and trade in general.  The shrinking tax base 
available to fund transportation, particularly on the local rural road & bridge network, 
will reduce our ability to meet transportation needs.  
 

The following recommendations reflect the broad policy directions toward which 
the Department of Transportation believes the State should move through 2025.  In some 
cases, the recommendations point to continuing activities that are already underway.  In 
others, they represent taking steps to prepare for emerging areas of concern as well as 
placing ourselves in a position to recognize and respond to new trends not yet identified.   

State Highway System 
 The input received not only during the revision of this Plan, but also from the 
External Survey and the Transportation 2000 committee hearings, confirms the fact that 
highways are, and will continue to be, the most utilized and important mode of 
transportation in Kansas.  Opinions from stakeholders and internally within the agency 
are in agreement that the State’s first priority should be maintaining and preserving the 
existing system.  In addition, future state transportation programs should provide the 
opportunity and ability to modernize and enhance the system as needs emerge.  The 
structure of the Comprehensive Transportation Program is very consistent with these 
priorities. 
 
 Traffic on most Kansas highways continues to grow.  As traffic volume grows to 
near capacity for a highway facility, solutions include demand management, access 
management, intelligent transportation systems applications, passing lanes, and adding 
lanes in the form of either expressways or freeways.  Long-range planning should 
consider capacity needs of the State Highway System. 
 
 When designing a major modification improvement project, KDOT engineers 
research the environment surrounding the project, and use public input to weigh relative 
concerns and values.  Designers should have the flexibility to consider all feasible and 
safe options for transportation in the corridor, including accommodations for non-
highway modes, such as bicycle lanes, sidewalks, or transit stops.  Technology 
applications should also be considered as a matter of standard practice. 
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1. Future transportation programs should continue to place the highest priority on 
preserving the existing highway system. 

2. Future transportation programs should continue to include a modernization 
component to bring our roads and bridges up to current standards and an 
enhancement component to address major highway improvements needed to 
address capacity and operational issues and desired by local governments. 

3. Future transportation programs should not predetermine a complete agenda of 
specific projects, but allow flexibility to reassess road and bridge priorities and 
address emerging priorities as needs, conditions, and funding change during the 
life of the program. 

4. KDOT should develop a long-range, systematic vision for key corridors. 
5. KDOT should continue to use passing lanes to address capacity problems on two-

lane highways to provide an interim solution until four lanes are warranted. 
6. KDOT should continue to partner with local governments and metropolitan 

planning organizations on corridor/access management issues, including the 
possible pursuit of statutory changes to improve the link between local planning 
requirements and access control. 

7. Roadway improvement project development should routinely include 
consideration of non-highway modes, intermodal connections, and technology 
applications. 

8. KDOT should continue research efforts that improve quality and cost-
effectiveness of the State Highway System.  New procedures and technologies 
from both state and national research programs will be evaluated and, if found 
beneficial, implemented into practice. 

9. KDOT should continue support and funding to move toward deployment of the 
Commercial Vehicle Information System and Network (CVISN) national 
reporting system. 

Aviation 
 Aviation is a vital element of the State’s transportation system.  It provides 
Kansas communities a link to the nation’s air transportation system and to the global 
economy.  Aviation manufacturing and its associated industry and suppliers employ 
thousands of Kansans and generate billions of dollars in economic activity.  The 150 
public-use airports are essential to towns and cities for economic growth.   
 
 The Kansas Airport Improvement Program provides state aid to general aviation 
airports.  Many improvements, which have allowed rural airports to continue to provide 
service, have been funded through this program.  Airports in medium- and small-sized 
communities and in rural areas provide service such as agricultural application, air taxi, 
private air transportation, and access to both emergency and specialized medical services.  
Also, the system of airports makes the fast and efficient mode of air travel available to 
companies that are considering locating in these areas to take advantage of the high 
quality, reasonably priced workforce available in the small communities of Kansas. 
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10. The State should continue to promote aviation to encourage economic 
development and provide access to rural areas for emergency and specialized 
medical services. 

11. Future transportation programs should continue the Kansas Airport Improvement 
Program. 

Bicycle and Pedestrian 
 While bicycling and walking have enjoyed increased popularity as forms of 
exercise, the demand for non-recreational trips is growing as people realize the health 
benefits of walking and bicycling.  KDOT recognizes that, for these to serve as legitimate 
modes of transportation, greater effort is needed to integrate facilities and coordinate with 
local agencies to increase opportunities to meet these demands.  
 
 KDOT recognizes that local governmental agencies are best equipped to 
determine where facilities should be located to promote bicycling and walking.  Certain 
areas, such as college and urban environments, tend to be more oriented toward the non-
motorized modes.  KDOT is willing to work with local agencies to find solutions for 
local needs and priorities. 
  

12. KDOT should continue to be an advocate for bicycling and pedestrian interests.  
The agency should continue its efforts to assure that bicycle and pedestrian-
friendly transportation facilities are considered in the planning process and 
constructed whenever feasible.  

13. KDOT should continue to assist local governments in planning and promotion of 
bicycling and walking within the framework of national guidelines and standards. 

14. KDOT should continue to consider allowing the construction of bicycle and or 
pedestrian facilities alongside KDOT facilities where such facilities fit in local 
and state short- and long-term plans. 

15. KDOT should continue to monitor the development of national guidelines to 
ensure access for pedestrians with disabilities to public rights-of-way. 

Rail Transportation 
 Railroads have historically played an essential part in meeting the transportation 
needs of Kansas.  Many changes have affected the State's rail system over the years, but 
the railroads continue to serve an important role in freight transportation.  It is expected 
that this will continue to be the case in the future for a number of reasons. 
 
 On a national level, these factors include the rapid growth of intermodal freight 
transport; the ongoing reinvestments by railroads and their suppliers in development of 
new and improved technologies; the increasing highway congestion in major urban areas 
around the country; and the environmental, energy conservation, and safety 
considerations which increasingly favor rail as the heavy freight mode that performs best 
in minimizing negative impacts of transportation. 
 
 Other factors include the improved operating efficiencies for the major, Class I 
carriers that have resulted from deregulation, mergers, and downsizing; the increased 



Chapter 7- Recommendations 

7-5 
 

demand for low sulfur coal by utility power plants, leading to increased shipments by unit 
train from the western states; and the growing public interest and technological 
advancements in high speed passenger rail transportation as an alternative to automobile 
or air travel in congested corridors. 
 
 The 16 Class III (short-line) carriers operating in Kansas provide local service on 
over 1,700 miles of less-heavily traveled rail lines.  These short-line railroads connect 
many Kansas communities to the national rail system and provide freight shippers with 
choices in transportation. 
 
 Programs to address rail-highway accidents have been successful as measured by 
the reduced number of accidents and fatalities.  The decrease in accidents can be 
attributed to crossing consolidations, crossing safety improvements, grade separation 
improvements, and safety education campaigns. ITS offers several technology 
applications that increase safety at rail-highway crossings and provide crossing 
information to emergency providers. 
 

16. Future transportation programs should continue the State Rail Improvement 
Program to preserve and upgrade short-line railroads in Kansas, providing an 
alternative mode of freight transportation for rural Kansas and minimizing 
damage to Kansas roads. 

17. Future transportation programs should continue the Grade Separation and Grade 
Crossing Safety Programs. 

18. KDOT should continue to work with local governments and metropolitan 
planning organizations to utilize a corridor approach to rail-highway crossing 
improvements, with a continued emphasis on elimination of grade crossings 
where possible through cooperative agreements. 

19. Educational safety programs should be aimed at corridors with heavy train traffic.   
20. KDOT should advocate for federal assistance for short-line railroads to 

accommodate the increased axle loads of railcars associated with the 286,000-
pound hopper car. 

Public Transportation 
 Public transportation is a vital service that provides mobility to those who would 
otherwise be homebound and it provides a needed alternative to personal automobile use. 
 
 The Kansas Legislature passed a law in 1992 requiring that transit providers 
receiving Federal or state grant funds be members of a Coordinated Transit District 
(CTD).  The intent of the state law is to foster greater coordination and cooperation 
among transit providers.  This has occurred, but there is still potential for more 
partnerships and sharing of resources.  KDOT will continue working with the Federal 
Transit Administration and the CTDs to help overcome any institutional and 
administrative barriers to more effective transportation. 
 
 By itself, public transportation cannot significantly reduce congestion in urban 
corridors.  However, if transit is made more accessible and practical as an alternative, 
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especially on unusually congested corridors such as in construction areas, it can reduce 
the number of vehicles on that facility.  
   

21. KDOT should work with its partners in federal and other state government 
agencies to remove any administrative or regulatory barriers to sharing and 
effective use of transit resources. 

22. KDOT should proactively seek out opportunities to partner with local transit 
agencies where park and ride facilities would be viable to encourage carpooling 
and transit ridership.  

23. KDOT should coordinate with public transit providers to utilize public 
transportation as a way to mitigate congestion during large transportation 
construction projects in metropolitan areas including the possibility of reduced 
fares.  

24. KDOT should evaluate the Coordinated Transit Districts for possible 
enhancement of their role to improve the effectiveness and efficiency of the 
delivery of transit services. 

Water Transportation 
 The U.S. Army Corps of Engineers, which regulates virtually all policy 
implementation on the Missouri River, is contemplating several policy changes that could 
significantly affect the future use of the Missouri River system for water transportation. 
These policy changes are currently on hold, but if adopted, could curtail commercial use of 
the Missouri River as a transportation option. 
 

25. KDOT should continue to monitor any policy changes regarding navigability of 
the Missouri River to determine impacts on barge transportation. 

Intermodal Transportation 
 In recent years, transportation professionals have become more aware of the need to 
view the movement of passengers and freight from a perspective of the "total trip."  This 
provides policymakers with the same view as the transportation user who selects the 
combination of modal choices to be used for a trip.  To be most effective, transportation 
investment decisions should be made while considering the impacts these decisions will 
have on other transportation systems and ultimately the user. 
 
 It is important that both the points of interconnection between one or more modes 
and the links or system network of each of the modes are considered when planning 
improvements.  The connections at major intermodal facilities are, therefore, critical points 
where adequate access by the modes is important.  But, also important is the capacity of 
modal links to handle the volumes needed to maximize efficiency of the entire intermodal 
system.  Transportation professionals must be aware of new technology and trends that will 
affect the performance of either the intermodal connections or the ability of a modal network 
to operate efficiently.  
  

26. KDOT and other transportation partners should continue to be involved in 
intermodal planning.  Programs and projects should be developed from an 
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intermodal perspective so that users are provided with an integrated system of 
transportation. 

Local Issues 
 Local governments are faced with a difficult task.  Infrastructure needs exist at the 
local level, yet limited funds are available to address the needs.  This is true for all local 
governments in Kansas, but is of particular concern when the declining tax base of many 
counties is considered.  Thirty-four counties have populations under 5,000, making it 
virtually impossible to raise the resources within their own counties to address their existing 
road and bridge needs. 
 
 Of particular concern at the local level are bridge needs.  Cities and counties have 
jurisdiction over 20,000 bridges in Kansas.  Many of these bridges are nearing the end of 
their design life, and over half of all bridges under local jurisdiction are 40 years old or 
older.   
 
 Local governments have access to some funding and programs to assist them with 
their infrastructure needs.  Cities and counties receive 37.7 percent of the state motor fuels 
tax receipts through the Special City and County Highway Fund and they receive a share of 
the federal transportation dollars that come to the State of Kansas.  In recognition of the 
difficult plight of local governments, KDOT began its Local Partnership Program 17 years 
ago.  The Local Partnership Program is comprised of three programs: City Connecting Link 
(KLINK) Resurfacing, Geometric Improvements on City Connecting Links, and Economic 
Development.  In addition, KDOT administers safety programs that aid local governments. 
These programs allow local governments to apply for state and federal funds to improve 
roadways under their jurisdiction.  Though not adequate to address all of the needs, these 
programs have been very beneficial for local governments. 
 
 As agencies plan for future transportation improvements, stakeholders should take 
advantage of opportunities to participate early in the process.  There are opportunities for 
regional coordination between KDOT and the metropolitan planning organizations of 
northeast Kansas that border each other.  Decisions made in the Lawrence area can affect 
transportation in Topeka and the Kansas City region.  There are also opportunities to better 
integrate land use with transportation on an even smaller scale, with local planning 
departments. 
 

27. KDOT planning staff should encourage and facilitate coordination between and 
among the Northeast Kansas MPOs, including Kansas City, Lawrence and 
Topeka. 

28. KDOT should work with the small cities to coordinate local planning, land use 
practices, and decisions with the state transportation system. 

29. KDOT should continue the Local Partnership Programs. 
30. KDOT should continue to simplify and streamline, to the greatest degree possible, 

the processes, schedules, contacts, and knowledge required for local governments 
to do business with the agency. 
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31. KDOT should ensure that Technology Transfer is provided between the State and 
local levels of government and continue its involvement with the Local Technical 
Assistance Program. 

32. KDOT should work with counties to resolve issues regarding the recruitment and 
retention of county engineers. 

33. KDOT should continue to encourage local governments to improve the quality of 
bridge inspection data and the collection of road information, which can be used 
to more efficiently document needs and allocate resources. 

34. KDOT should implement the Transportation Revolving Fund low-interest loan 
program to assist local governments in funding needed improvements. 

Financial Implications 
 Until recently, financing for transportation improvements has normally been 
provided by user fees at the state and federal level and by a combination of road and bridge 
fees and property taxes at the local level.  The exception to this has been the creation of toll 
authorities to finance, build, and operate toll facilities.  
 
 It appears that future levels of revenue from existing sources are uncertain.  Future 
motor fuel taxes will probably be flat or declining due to anticipated improvements in fuel 
economy of cars and trucks.  It is also possible these revenues will be further impacted by 
the increased use of alternative fuels, which may be subsidized or not taxed at all.  
Therefore, in the future, transportation officials must look to innovative methods of 
financing. 
 
 As future transportation funding programs are developed, decision-makers will need 
to be aware of the debt service from the Comprehensive Highway Program and the 
Comprehensive Transportation Program that must be accommodated.  Further, Kansas 
could lose the use of federal transportation dollars if state matching funds are not maintained 
at an adequate level. 
  

35. The State should closely monitor usage of alternative fuels, improvements in the 
fuel economy of the fleet, and their effect on transportation revenues.  Revenues 
should be monitored to assure that they will be adequate to meet the needs for the 
future.  

36. The State should assure that state funds remain adequate to match federal 
transportation allocations, in order to take full advantage of federal programs.   

37. Transportation programs beyond Fiscal Year 2009 must take into account debt 
service from the Comprehensive Highway Program and the Comprehensive 
Transportation Program. 

Public Communications 
 The public has a desire to have significantly more information available to them than 
ever before.  In this time of concern with taxes and the size of government, it is imperative 
that there is strong public support and commitment to our transportation goals.  The need to 
have frequent and high quality public information provided was seen in the development 
and the implementation of the Kansas Comprehensive Transportation Program (CTP).  
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Strong public involvement and support helped to convince the Kansas Legislature that the 
program was needed.  Significant public involvement is important in the policy 
development stages of any program to ensure that the program designed is the right program 
and that it will continue to have public support and acceptance.   
 
 Strong public involvement is important at the project development level as well.  
Once the process has shifted to individual project development, individuals who are affected 
by the project are frequently concerned at a very personal level, and it is important that these 
people have access to timely and high quality information.  KDOT must also identify 
populations that may not be sufficiently reached by traditional methods of outreach, such as 
non-English speaking communities and Indian Nations.  Further, technology has made it 
possible for citizens and businesses to access a greater level of information than ever before.  
Safety concerns and business needs drive the desire to have specific, up-to-date information 
on the transportation network.   
 

38. In order to foster better communication between KDOT and the Indian Nations of 
Kansas, KDOT should participate in annual meetings with the tribes.  

39. Public involvement should be sought in the transportation planning process and 
throughout project development to ensure that opportunity for input is available 
before projects are designed. 

40. KDOT should perform a demographic analysis of minority, low-income, and 
disabled populations in Kansas to use as a resource to effectively involve those 
populations. 

41. KDOT should continue to develop and implement technologies that enhance the 
agency’s ability to inform and interact with the public.  

42. KDOT should continue to conduct External Surveys on a regular basis to maintain 
feedback from the general public on the performance and direction of the agency.  

Personal Mobility Needs 
 In providing a transportation system for Kansas, KDOT wants to ensure that the 
personal mobility needs of all citizens are accommodated, to the extent that is feasible.   
 
 There is a major shift occurring in the Kansas population age distribution, 
resulting in a higher percentage of older adults.  A primary concern of people age 65 and 
older is the ability to maintain their personal mobility.   
 
 Most disabled citizens desire to use the same transportation facilities as the 
general public, such as regularly scheduled bus service.  Sometimes breakdowns in the 
integration of transportation networks hinder their ability, such as lack of continuous, 
well-maintained sidewalks leading to bus stops.  These issues generally fall under the 
jurisdiction of local governments and transit providers, but KDOT encourages a 
comprehensive examination of these facilities. 
  

43. KDOT should review its policies and procedures to look for opportunities to 
better accommodate the needs of the elderly (both drivers and transit-dependent). 
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44. Dialogue with other state agencies that assist the elderly and disabled should be 
initiated to discover possibilities for cooperation and coordination in service. 

45. KDOT should continue to investigate the use of enhanced visibility pavement 
marking materials and enhanced lighting, as well as reflective material and 
increased lettering size for road signs at intersections and interchanges. 

46. KDOT should explore methods for the collection of demographic data and impact 
analysis in order to determine social costs and benefits of transportation projects. 

Safety and Security 
Safety of the traveling public has always been a top priority for KDOT.  KDOT 

continually looks for ways to make highways safer through design construction and 
maintenance practices, research, and application of traffic control devices such as signals, 
signs, and pavement markings.  However, in many cases driver behavior is the only 
preventable cause for crashes.  Public safety information programs, such as “Kansas 
Driving: Safe. Not Sorry”, “Put the Brakes on Fatalities Day”, and “Give ‘Em a Brake” 
have successfully raised public awareness.  Seat belt usage also gets a boost from 
education programs, but perhaps the ability to enforce seat-belt laws would also get more 
Kansans to buckle up for safety.  Innovative enforcement techniques may also improve 
driver compliance at traffic signals and railroad gate crossings.   
 

KDOT’s Director of Operations serves on the state Commission on Emergency 
Planning and Response.  The governor created this commission in 1999 to facilitate a 
more coordinated effort for the planning, preparation, response, and mitigation of 
emergencies for the state.  In the heightened security awareness of today, the efficient 
transfer of information and resources is critical.  In the event of an emergency, better 
routing information can lead to shorter response times.  The state’s 800 MHz system 
could be enhanced to provide data transfer, which would support these efforts. 
 

47. KDOT should continue to educate the public about safety issues and influence 
driver behavior. 

48. KDOT should continue to participate in the state Commission on Emergency 
Planning and Response. 

49. KDOT should support the enhancement of the 800 MHz system to facilitate inter-
agency communication for improved emergency response. 

50. KDOT should explore the benefits and costs of establishing a Statewide Traffic 
Operations Center. 

51. KDOT should continue the Road Safety Audit program as a proactive means to 
review current roadway geometry, traffic control, and safety, and to identify 
locations for improvement. 

52. KDOT should continue its efforts to increase the use of safety restraints in 
automobile travel, including the continued pursuit of a primary seat-belt law. 

53. KDOT should continue to work with municipalities to investigate the benefits of 
video enforcement of red-light running and railroad gate enforcement. 

54. KDOT should create a Safety Steering Committee to coordinate the many safety-
related activities currently underway and to consider the development of a 
strategic highway safety plan for Kansas. 
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Environment 
 Transportation projects, increased vehicle miles, and construction techniques can 
all have detrimental effects on the environment.  It is extremely important during 
construction that care be taken to mitigate these effects on habitat, and water and air 
quality.  The Kansas City and Wichita metropolitan areas may exceed new air quality 
standards that could have implications for the transportation system.  Efforts to reduce 
vehicle emissions and other pollutants resulting from construction practices are extremely 
important to the future air quality of these regions. 
 
 Water quality and habitat are sometimes threatened by the expansion of highways.  
Compliance with the National Environmental Policy Act helps reduce the impacts, but 
there are opportunities to better integrate projects into natural settings.  Efforts to enhance 
the environment can often occur during the design phase of projects such as identification 
of opportunities for wetland mitigation banking.  Also, roadside management that 
incorporates natural vegetation can reduce mowing, maintenance costs, and provide 
erosion control. 
 
 

55. KDOT should continue its use of biodiesel fuel where available, and consider the 
use of other alternative fuel vehicles when practical. 

56. KDOT needs to be sensitive to the air quality impacts of its construction practices 
in the metropolitan areas, including but not limited to burning, and product and 
equipment emissions.  KDOT should also take a more active role in managing air 
quality by collecting and sharing information with KDHE and air quality 
agencies. 

57. KDOT should continue to explore opportunities for wetland mitigation banking as 
projects are designed. 

58. KDOT should continue to explore the intent to adopt an Integrated Roadside 
Vegetation Management program to reduce maintenance costs, to foster native 
vegetation, and to mitigate water runoff impacts. 

59. KDOT should continue to make cost-effective use of recycled materials in 
construction without compromising quality. 

60. KDOT should continue to assess environmental impacts of solutions to 
transportation needs early in project development, thus giving environmental 
concerns consideration in the decision-making process.  
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Appendix A: Transportation Plan Development-  
TEA-21 Planning Factors 
 
 
 The following is a list of the TEA-21 factors to be considered in statewide 
planning and an explanation of where to find related information in this Long-Range 
Transportation Plan. 
 
  
1. Support the economic vitality of the United States, the States, and metropolitan 

areas, especially by enabling global competitiveness, productivity, and efficiency 
 
Roads, Streets and Highways- Chapter 3 
Other Transportation Modes- Chapter 4 
 Aviation 
 Rail Transportation 
 Intermodal Transportation 

 
2. Increase the safety and security of the transportation system for motorized and 

non-motorized users 
 

Other Factors for Consideration- Chapter 6 
 Safety 
 Security and Emergency Response 

 
  
3. Increase the accessibility and mobility options available to people and for freight 
 

Roads, Streets and Highways- Chapter 3 
Other Transportation Modes- Chapter 4 

 
  
4. Protect and enhance the environment, promote energy conservation, and improve 

quality of life 
 

Other Factors for Consideration- Chapter 6 
 Social Impacts 
 Air Quality Standards 
 Other Environmental Issues 
 Advances in Alternative Fuels 

 
 
5. Enhance the integration and connectivity of the transportation system, across and 

between modes throughout the State, for people and freight 
 

Roads, Streets, and Highways- Chapter 3 
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 Highway System Planning 
Integration of Transportation Modes and Technologies- Chapter 5 
 Transportation and Land Use 
 Integrating Technology 
 Cooperation and Planning between Modes 

 
6. Promote efficient system management and operation 
 

Trends Affecting Transportation- Chapter 2 
 Transportation Funding Trends 
 Governmental Accounting Standards Board- Statement 34 
Roads, Streets, and Highways- Chapter 3 
  
Integration of Transportation Modes and Technologies- Chapter 5 
 Corridor Preservation 
 Corridor Management 

Access Control for Freeways 
Integrating Technology 

 
7. Emphasize the preservation of the existing transportation system   
 

The Long-Range Plan and KDOT Decision Making- Chapter 1 
 Stakeholder/Public Input 
Trends Affecting Transportation-Chapter 2 
 Funding of the State Highway System 
Integration of Transportation Modes and Technologies- Chapter 5 
 Corridor Preservation 
 Corridor Management 

Access Control for Freeways 
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Appendix B: 2000 External Customer Survey 
Executive Summary 

 
Purpose and Methodology 
The Kansas Department of Transportation (KDOT) conducted its second statewide customer 
satisfaction survey of Kansas residents during the fall of 2000.  The first survey was completed 
during the fall of 1997. The purpose of the survey was to provide KDOT with information 
regarding how well the agency is meeting the transportation needs of Kansas residents.  
 
The survey was administered by phone to a random sample of 1,848 Kansas residents.  The 
sample was designed to ensure statistical validity of the results at the statewide, KDOT district, 
and KDOT area level.  The statewide sample of 1,848 residents has a 95% level of confidence 
with a precision of at least +/- 2.2%. 
 
Findings 
• Satisfaction with Highway Maintenance. Overall, Kansas residents think KDOT’s 

performance has improved since 1997.  In 1997, the mean satisfaction rating (excluding 
don’t knows) for all maintenance items was 70%.  In 2000, the mean rating had risen to 74%.  
The five most highly rated maintenance activities were: maintaining signs, fixing guard rails, 
maintaining bridges, removing debris and litter, and mowing. Statistically significant 
improvements were made in seven of twelve areas.  KDOT’s performance did not decline by 
more than 1% in any area. 

 
• Most Important Maintenance Activities.  The five most important maintenance activities 

were fixing potholes, snow removal, pavement markings, fixing cracks, and maintaining 
lighting.  The three least important were fixing guardrails, roadside mowing, and 
maintenance of rest areas. 

 
• Satisfaction with Highway Features.  Satisfaction with highway features has declined 

slightly since 1997, which was the final year of the Comprehensive Highway Program.  In 
1997, the mean satisfaction rating (excluding don’t knows) for all highway features was 
75%.  In 2000, the mean rating had dropped to 71%. The five most highly rated highway 
features were: the accuracy of information on signs, center line striping, the location of signs, 
the reflectiveness of signs, and the ease of getting on/off highways.  The three lowest rated 
features were the number of paved shoulders, the frequency of roadside rest areas, and the 
width of shoulders.   

• Most Important Highway Features.  The five most important features were width of 
shoulders, roadside striping, the smoothness of the road, centerline striping, and lighting at 
intersections/ interchanges.  The three least important features were landscaping along 
highways, the accuracy of signs, and the frequency of roadside rest areas. 
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• How Well KDOT is fulfilling its mission.  76% of the residents surveyed who had an opinion 

thought KDOT was doing a good job of providing a statewide transportation system; another 
22% thought KDOT was doing okay.  Only 2% of those surveyed thought KDOT was doing 
a poor job. 

 
• Satisfaction with the productivity of employees along Kansas highways.  Kansas residents 

are generally very satisfied with employees who work along Kansas highways.  Residents 
were ten times more likely to give good or excellent ratings (60%) for worker productivity 
than poor ratings (6%).   

 
• Residents Do Not Want Funding for Transportation Reduced.  92% of the residents 

surveyed thought that funding for transportation in the State of Kansas should be increased 
(44%) or stay the same (48%) over the next five years.  6% of those surveyed did not have an 
opinion.  Only 2% thought the current level of funding should be reduced. 

 
• Residents generally support the construction of bypasses around cities and towns along 

Kansas highways.  86% of the residents surveyed supported the construction of bypasses 
around cities and towns along Kansas highways; only 6% were not supportive and 8% did 
not have an opinion. 

 
• The amount of contact Kansas residents have with KDOT employees has increased 

significantly.  During the past three years, there was a 44% increase in the number of Kansas 
residents who have had contact with a KDOT employee.  Residents also indicated that they 
were more satisfied with the accuracy of the information and the timeliness of responses 
provided by KDOT employees.   

 
• Familiarity with the Road Condition Hotline increased significantly.  There was a 105% 

increase in the number of residents who reported that they were familiar with KDOT’s Road 
Condition Hotline. 

 
• Most important improvements to the State’s transportation system.  Although residents 

continue to think that funding for highways should be the State’s top transportation priority, 
most residents expect the State to fund a wide range of transportation services including air, 
rail, and public transportation.  The improvements that residents think are most important to 
fund include: repairs to existing highways, expanded transportation services for the elderly 
and disabled, additional shoulders along state highways, and additional lanes on heavily 
congested highways.   

 
• Changing priorities.  Overall, residents placed significantly less importance on pedestrian 

and biking facilities than they did in 1997.  However, residents placed significantly more 
importance on the development of light/commuter rail, particularly in District 1. 
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2000 External Customer Survey 
Stakeholder Interview - Executive Summary 

During September 2000, ETC Institute conducted a series of interviews with leaders who influence 
transportation decisions in the State of Kansas. A total of sixty interviews were completed with 
representatives of a variety of organizations including city managers, city/county public works directors, 
consulting engineers, environmentalists, lobbyists, contractors, airport operators, rail operators, public 
transportation managers, chambers of commerce, and many others. The interviews were conducted by 
phone and took approximately 15 minutes to complete. 

The purpose of the interviews was to gather input from representative of special interest groups on a wide 
range of transportation issues. The information gathered from the interviews will be used to develop a 
survey instrument that will be administered to residents throughout the State of Kansas during the fall of 
2000. The survey will be designed to measure customer satisfaction with the State's transportation 
system. 

Organizations Participating in the Interviews 
• American Concrete 

Pavement Assoc. 

• Anderson & Coffey County 

• APAC - Kansas - Reno 

Division 

• Atchison/Amelia Earhart 

Airport 

• B&W Electrical Contractors 

• Ballou Construction Co., 

Inc. 

• Bayer Construction Co. 

• Bemis Construction Co. 

• BG Consultants 

• Blosser Municipal Airport 

• Bryant & Bryant 

Construction 

• Bucher Willis and Ratliff 

• City of Bonner Springs 

• City of Chanute 

• City of Edgerton 

• City of Prairie Village 

• City of Roeland Park 

• City of Wellington 

• City of Oberlin 

• City of Abilene 

• City of Greensburg 

• City of Norton 

• City of Kingman 

• City of Hutchinson 

• Clark County Highway 

• Clarkson Construction 

Company 

• Coffey County Road and 

Bridge 

• Coffeyville Municipal 

Airport 

• Cook, Flatt & Strobel 

• Cowley County 

• Doniphan County Highway 

• Evans-Bierly-Hutchinson & 

Assoc. 

• Federal Highway 

Administration 

• Geary County Public 

Works 

• Greater Kansas City 

Chamber 

• Hall Brothers Construction 

Co. 

• J & R Sand Co., Inc. 

• Johnson County Transit 

• Kansas Highway Patrol 

• Kansas Asphalt 

Association 

• KS Chamber of Commerce 

and Industry 

• King Construct 

• Kirkham, Michael & 

Associates 

• Klaver Construction 

Company, Inc. 

• Martin Marietta 

• Mid America Regional 

Council 

• Oakley Municipal Airport 

• Pratt Airport Authority 

• Russell Municipal Airport 

• Schwab-Eaton 

• Shetlar, Griffith, Shetlar 

• Smith & Oakes 

• Sprint 

• Taylor & Assoc 

• TranSystems Corporation 

• U.S. Army Corps of 

Engineers 

• Unified Government-

Wyandotte County 

• Union Pacific 

• US Environmental 

Protection Agency 

• Venture Corporation 
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Overall Ratings of the State's Transportation System:  Each of the stakeholders interviewed was 
asked to rate the State's overall transportation system as excellent, good, average, or poor. Thirteen 
(22%) rated the system as excellent; thirty-four (57%) rated the system as good, twelve (20%) rated the 
system as average, and one (1%) rated the system as poor.  

The State's Most Important Transportation Problems/Needs:  Each of the stakeholders interviewed 
was asked to identify the most significant problems or needs for the State's transportation system today. 
The most frequently mentioned needs included  

• maintenance and repairs to existing 
highways and bridges  

• more transportation funding  

• relief of traffic congestion in certain 
areas  

• expanded public transportation  

• better freight and passenger rail service  

• improved air service for rural areas  

Geographic Areas and Transportation Corridors that Stakeholders Think Should Receive the 
Highest Priority Over the Next 20 Years:  Each stakeholder was asked which geographic areas or 
corridors in the State of Kansas they thought should receive the highest priority over the next 20 years. 
More than 60 specific areas were mentioned by those interviewed. Frequently mentioned locations are 
listed below: 

• I-70 KC to Denver.  

• Hutchinson to I-70 at Hays.  

• I-35 (Olathe to KC).  

• Southeast Kansas lacks good highway 
connection to rest of Kansas.  

• K-10 bypass around Lawrence.  

• US-69 from KC south.  

• Good connections between cities like 
Hutchinson-McPherson and Liberal-
Garden City.  

• Highway 77 (Manhattan KS to Lincoln, 
NE).  

• US-83 Oklahoma line to Interstate 70.  

• Links between I-70 & I-80.  

• Northeast Kansas along US 75.  

• US 169, US 69 have high traffic 
volume/congestion and high accident 
rates.  

• Great Bend to I-70.  

• US 50 Garden City to Dodge City. 

Funding 
Each of the stakeholders interviewed was asked how satisfied they were with the current level of 
funding for transportation in Kansas. Thirteen (22%) indicated they were very satisfied; thirty (50%) 
indicated they were somewhat satisfied, five (8%) said they were not satisfied. The remaining 12 (20%) 
did not have an opinion.  
Concerns About KDOT’s Project Selection Process 
Each of the stakeholders was asked if they were satisfied with KDOT’s project selection process. More 
than half of those interviewed indicated that they did not know enough about the process to have an 
opinion. Of those who did have an opinion, nearly two-thirds indicated that they were not satisfied with 
the process, many felt that the process was too political. 
Perceived Role for Non-Automobile Transportation 
Stakeholders were asked their opinions about the role of non-automobile transportation, such as public 
transit, bicycle/walking trails, intermodal facilities, airports and other modes will have in the State’s 
transportation system over the next 20 years. Although some stakeholders felt that KDOT should 
remain focused on highways, most felt that the State should support a multi-modal transportation 
system.  
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Appendix C: KDOT 2001 Road Rally Summary 
 
 
During the summer of 2001, the Kansas Department of Transportation conducted Road Rallies 
with a randomly recruited sample of Kansas residents.  More than 500 persons from 10 counties 
participated in Road Rallies that were held in six locations:  Olathe, Pittsburg, Garden City, 
Wichita, Colby, and Salina. Participants boarded 15-passenger vans, which were driven over 
different sections of highways and were asked to complete a survey to evaluate the condition of 
highway features. 
 
The purpose of the Road Rallies was three-fold: (1) to identify features that Kansas residents 
think are most important on different types of highway, (2) to determine expectations for the 
condition of Kansas highways; and (3) objectively measure perceptions about priorities for the 
State’s highway system. 
 
In addition to gathering feedback about expectations for the State’s highway system, the Road 
Rally survey was designed to identify which features are most important on different types of 
highways. Participants rated the importance of the following features:  
 
• Width of lanes 
• Smoothness of the road surface 
• Physical condition of the road surface (i.e., number of potholes/cracks) 
• Width of outside shoulders 
• Width of inside shoulders 
• Type of shoulder (gravel, pavement, etc.) 
• Horizontal alignment (how sharply the highway curves left/right) 
• Sight distance 
• How well traffic flows  
• Centerline Striping 
• Roadside Striping 
• Adequacy of sign 
• Lighting 
 
The information gathered from the Road Rallies is being used as part of KDOT's priority 
formula. The data is also being used as part of the Agency’s Strategic Management Plan to help 
achieve KDOT's long term goal of providing a transportation system that meets the needs of the 
traveling public.  
Road Rally participants rated the importance of various highway features with regard to the type 
of highway on which they had just traveled.  The importance ratings correspond to the level of 
concern that Road Rally participants place on each of the features.   
 
The most important highway features for each of the four major types of highways were rated: 
Class A (Interstate highways), 4-Lane Class B/C (higher volume US/State Highways), 2-Lane 
Class B/C  (higher volume US/State Highways), and Class D/E highways (lower volume state 
highways).   The rating reflects the sum of “most important” and “very important” ratings 
(ratings of 4 and 5 on a 5-point scale).   The following graphs show the relative importance of all 
features that were rated for each type of highway.  
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Residents by Type of Highway
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by percentage of  Road Rally participants w ho rated the items as a 4 or 5 on a 5-point scale 

w here 5 means "most important" and 1 means "not important"

Source:  ETC Institute 2001 Road Rally  Surv ey

 

Highway Feature A (Interstates) 4-Lane B/C 2-Lane B/C 2-Lane D/E

Physical Condition of 
Road Surface 1 1 3 3

Smoothness 2 4 4 5
Lane Width 3 2 1 1

Width of OUTSIDE 
Shoulder 4 3 2 2

How Well Traffic Flows 5 5 8 10

Signage 6 7 10 9
Roadside Striping 7 8 7 7

Sight Distance 8 6 6 6
Centerline Striping 9 9 5 4

Lighting 10 11 11 12

Width of INSIDE Shoulder 11 13 NA NA

Type of Shoulder 12 10 9 8
Horizontal Alignment 

(curves) 13 12 12 11

Relative Importance of Highway Features 
by Type of Highway 

features are ranked in descending order by the combined percentage of Road Rally participants who rated 
each item as a 4 or 5 on a 5-point scale where 5 means "most important" and 1 means "not important"

Source:  ETC Institute 2001 Road Rally  Surv ey



 
Appendix D: Comments from Long-Range Planning 
Stakeholders 

Appendix D-1 

 
Agency/KDOT Bureau   Comment 

Alternative Fuels 
Bureau of Construction 
and Maintenance 

Currently using biodiesel where available and not more than 10 cents over the gasoline 
price per gallon. 

Division of Planning & 
Development 

Alt fuels and movement to ethanol will reduce fuel tax revenue. We will need to explore 
new funding streams. 

Kansas Motor Carriers 
Association 

There are too many boutique fuels being produced.  These need to be limited so there is a 
reasonable supply and cost.  The states need to work with EPA to set an agreed upon 
standard. 

Alternative 
Modes 
Johnson County Transit KDOT should think long-term regarding urban areas and their multi-modal needs. 

Kansas Turnpike 
Authority 

Additional ROW for bike and pedestrian use along the turnpike is extremely expensive for 
the amount of expected use. 

Lawrence MPO Greater emphasis should be given to bike and pedestrian issues.  They endorse 
mainstreaming of bike lanes into design consideration. 

Sierra Club KDOT needs to set a vision for something other than highways and shift more attention to 
other modes. 

Wichita MPO Consider inclusion of new and retrofitted pedestrian and bicycle facilities and make sure to 
follow through. 

 KDOT should confirm an active role in securing passenger rail to Wichita. 
 Railbanking statutes make it difficult to create trails.  The laws should be reviewed. 

 KDOT should pursue an intermodal facility in the Wichita area. 

Bonding 
Kansas Development 
Finance Authority 

The Development Finance Authority would be happy to bond improvements for KDOT.  
They can identify streams of revenue and work with the legislature on KDOT's behalf. 

Office of Management and 
Budget 

Bonding authority shackled with a lot of debt service.  Increased efficiency/alt 
fuels/electric cars will decrease revenues over the long run.  May need to shift taxation to 
registration and/or solar power sources.  Change the concept of unlimited program.  

Construction 
Techniques 
Bureau of Construction 
and Maintenance 

KDOT is using soy resins for patching.  We are extremely proactive with recycling of 
materials.   

Kansas Department of 
Health and Environment 

There needs to be some type of agreement to handle clearing and burning with more 
coordination and notification. 

 In the future it may be necessary to do more nighttime construction for AQ purposes.  
Epoxies and thermoplastics should be used prudently. 

Kansas Water Office Concerning bridge modification there is often a lack of landowner's knowledge of bridges 
going in and what the implications could be. 
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Agency/KDOT Bureau   Comment 

Coordination 
Division of Emergency 
Management 

More coordination and information sharing is an emphasis- Data Access Support Center 
(DASC) 

 We have a very good working relationship with KDOT responding to needs arising from 
storms or accidents.  KDOT is always there to help. 

Kansas Department on 
Aging 

State agencies should share their marketing and outreach resources when addressing 
similar issues. 

Kansas Dept of Wildlife 
and Parks 

Need help from us to educate the media and public about Threatened and Endangered 
species.  Wildlife and Parks becomes a convenient scapegoat for the media when issues 
arise that have already been addressed earlier in the planning process. 

Kansas Turnpike 
Authority 

1. Need to move the turnpike out at US54/K96. 2. S terminal from Wellington moving 2 
miles S to handle capacity. 3. Geometrics horrible in Emporia 

Kansas Water Office A summit to coordinate on water projects would be helpful. 

Lawrence MPO A process needs to be created to work together to address the long-term upkeep and 
maintenance of older roads in Kansas. 

 The MPO needs to be involved during project conception before the project is presented to 
the public. 

Mid-America Regional 
Council 

There should not be any disconnect in the transportation systems between Kansas and 
Missouri. 

Wichita MPO Locals should be involved early in project development.  Project criteria is used as a 
defense but then the project takes on a "life of its own" and grows in scope.  There needs 
to be better coordination between KDOT's Bureaus of Design and Planning. 

Corridors 
Lawrence MPO Participants strongly support the idea of identifying corridors for long range 

improvements. 
St. Joseph MPO Priority Corridors should be identified, especially those that cross state lines. 
 When US 36 is four lanes across Missouri it will put pressure on Kansas to do the same. 

Traffic Engineering There is a Statutory disconnect: improve the Chapter 12 and 68 Home Rule and State 
Highways.  A Consolidated Planning Requirement only exists at the federal level. 

Economic 
Development 
Kansas Dept of Commerce 
& Housing 

When business are deciding where to locate ultimate access is more important than the 
type of facility in front of the business. 
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Agency/KDOT Bureau   Comment 

Elderly 
Transportation 
Kansas Department on 
Aging 

There is a transport need at nursing facilities.  Residents will often use transit services 
targeted to rural areas to go from nursing homes to the congregate meal sites, utilizing an 
already scarce resource.  Driving education efforts targeted at the elderly would be helpful, 
especially how to maneuver around roundabouts. 

Social and Rehabilitative 
Services 

Decline in nursing home residences might result in increases in home services. 

Forecasts 
Kansas Motor Carriers 
Association 

KDOT needs to do forecasts that more accurately takes into consideration freight 
movement. 

Freight 
Kansas Dept of Commerce 
& Housing 

Transportation costs to the Mexico border are three times more expensive than the Gulf 
Coast.  However, the Gulf is avoided because the wheat is mixed and loses its quality. 

Kansas Highway Patrol The Highway Patrol is supportive of PrePass and Weigh in Motion 

Kansas Motor Carriers 
Association 

Long-haul trucking will grow 25% to 35% over the next 5 years.  It is cheaper & faster to 
transport by truck rather than rail; US-54 is a good business corridor for the SW as well as 
US 50 West to Colorado.  Heavier axle loads and longer combo truck standards are being 
developed. 

Funding 
Strategies 
Kansas Dept of Commerce 
& Housing 

They would like to look into the possibility of matching Transportation Enhancement 
funding with CDBG funds. 

Future Projects 
Kansas Turnpike 
Authority 

Future projects include: 1.  Widening the turnpike between Topeka & Lecompton-2007, 2. 
Replacing the steel on the KS River Bridge in Lawrence- 2012, 3. Widening Lecompton to 
E. Lawrence and E. Lawrence to KC., and 4. Build a new interchange S of Tonganoxie 
(currently unfunded) 

Infrastructure 
Reporting 
Office of Engineering 
Support 

GASB-34 requirement - how much will it cost KDOT and local governments? 
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Agency/KDOT Bureau   Comment 

ITS 
Division of Emergency 
Management 

Interested in more sharing of information and the ability to track trucks carrying hazardous 
materials. 

Division of Planning & 
Development 

ITS should be mainstreamed into every project, as "just another design element" 

Johnson County Transit From an operational standpoint ITS is a great benefit to transit.  Currently, Hays and 
Hutchinson are pilot projects for route logistics. 

Kansas Public Transit 
Association 

There needs to be as many agencies as possible tying into the regional ITS architecture. 

Wichita MPO ITS and access management need to be a joint effort. 

Land Use 
Kansas Dept of Commerce 
& Housing 

Highway oriented development drains Kansas downtowns. 

Sierra Club KDOT's emphasis of bypasses encourages urban sprawl. 

Motorist Assist 
Traffic Engineering More statistical look at motorist assist.  Talk to locals, look at other states get an idea of 

recommended # of vehicles and how often serviced. 

Priority Formula 
Traffic Engineering Low traffic volumes increase the rate.  Correctability- should rate or frequency determine?  

Crisis management based on need would be a huge policy shift. 

Mid-America Regional 
Council 

MARC has a desire to better understand KDOT's evaluation of projects, in particular the 
Priority Review Formula. 

Wichita MPO The Priority Formula should be changed to identify interchanges. 

Public Image 
Kansas State Historical 
Society 

They would like to see KDOT become a more publicly accessible & responsive agency.  
Currently it has the perception of being difficult to access. 

Public 
Involvement 
Division of Public Affairs District level public involvement may expand in the future 
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Agency/KDOT Bureau   Comment 

Public Transit 
Americans with 
Disabilities Act 
Coordinator 

The goal is integration of disabled, aging and the general public in public transit.  There 
needs to be more coordination between infrastructure and transit.  For example, sidewalks 
and curb cuts along bus routes need to be accessible for connections and loading. 

Johnson County Transit Funding currently not even at mid-range.  They want to maximize state funding for capital 
expenses and utilize federal funding for operating costs. 

 Coordinated Transit Districts need more seminars and training. 

Kansas Public Transit 
Association 

One barrier to providing rural service is that the USDOT and Health and Humane Services 
are prohibited from competing with private providers, who can bill Medicare for 
reimbursement. 

Social and Rehabilitative 
Services 

Lack of public transit is a serious problem for the poor.  Handicap and accessibility issues 
are also important. SRS pays private providers $500,000 a year for transportation. 
Currently SRS is trying to get a waiver to hire a transportation broker. 

Reauthorization 
Office of Engineering 
Support 

Needs to be flexible 

Record 
Management 
Kansas State Historical 
Society 

The Historical Society is interested in preserving KDOT records.  KDOT is one of the few 
agencies that they do not protect the records for. 

Roadside 
Management 
Kansas Dept of Wildlife 
and Parks 

The amount of ROW land in Kansas is equal to amount of park land.  Wildlife and Parks 
supports the Living Snow Fence and USDA Continuous Conservation Program.  KDOT 
should adopt an IRVM Program.  It is important for bird life & hunting. Native grass does 
not lead to increase in accidents.  Haying is being done inconsistently and contrary to the 
plan. 

Bureau of Construction 
and Maintenance 

Living Snowfence- complex and requires a lot of coordination.  Logistics beyond our 
ROW is difficult. 

Sierra Club The Sierra Club supports the use of native grasses and plants for roadside vegetation and 
reduced mowing. 

Rural Air 
Service 
Kansas Dept of Commerce 
& Housing 

There is a disconnect between General Aviation airports and the roles of KDOT & 
KDOC&H.  KDOC&H would like to see an advocate for rural air service step forward. 
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Agency/KDOT Bureau   Comment 

Safety 
Division of Planning & 
Development 

KDOT should continue to be strong advocate for occupant safety (primary seat belt). 

Kansas Dept of Wildlife 
and Parks 

Deer related accidents are 25% of reported accidents.  Efforts to reduce deer related 
accidents should focus on education and awareness.  Wildlife and Parks needs current data 
from KDOT as soon as possible. 

Traffic Engineering K-TRAN studies on text, sheeting types and off sets of signs for aging population.  Road 
safety audits, enforcement cameras.  Set higher standard for 2 lane road that may become 4 
lanes. Boost seat belt usage. 

Short-Line 
Railroads 
Kansas Corporation 
Commission 

It is important to keep the short-line railroads viable. 

Kansas Dept of Commerce 
& Housing 

Short-Line railroads should be encouraged and promoted.  Roads and bridges are not 
designed for heavy freight.  Kansas needs to be proactive against rail abandonment. 

Signing 
Kansas Department on 
Aging 

Signs should have larger fonts because older drivers need time to make a decision way in 
advance. KDOT should work to influence cities and towns to accommodate older drivers 
in their signing practices. 

Kansas State Historical 
Society 

It is difficult to learn and work through the signing policy and to know who to go to.  The 
Historical Society experiences questions from the public on a regular basis as to who owns 
what signs.  Public confusion is an issue for them.  KDOT should be more involved in 
running the Highway Marker program. 

Traffic Engineering In the future, move toward a technological advanced warning, such as verbal messaging in 
vehicle navigation to replace signs.  Already a pilot project.  Encourage private market- 
our role is to set a protocol of standardization 

State 
Infrastructure 
Bank 
Kansas Development 
Finance Authority 

KDOT ought to consider reviving the idea of a State Infrastructure Bank. 

Streams/Wetlands 
Army Corp of Engineers Wetlands- The Corp does not regulate isolated wetlands-has to be a stream or in 100 year 

flood plain.  Now a determination has to be made on each wetland, whereas before every 
wetland was regulated.  It is important to have the Corp. involved up front in design for 
emergency stream banking.  There are opportunities for hydrology studies. 

Kansas Dept of Wildlife 
and Parks 

New Farm Bill will pay landowners for planting along the ROW on the private side to 
keep pollution out of the ditches. 

 The drainage of roadside wetlands is becoming an issue.  Possible wetland banking 
opportunities exist. 

Kansas Water Office KDOT should maximize opportunities for wetland mitigation banking. 



 
 
 

Appendix D-7 

 
Agency/KDOT Bureau   Comment 

Taxes 
Kansas Motor Carriers 
Association 

In the future we look to see excise fees replace property tax.  Tax revenues are tapped out.  
Trucking companies already pay tolls when they pay taxes for the operation of private 
roads. 

Prairie Band of 
Potawatomi 

Motor fuel taxes are not making it back onto reservation roads.  Funds should be directly 
suballocated. 

Transportation Enhancement Funds 
Kickapoo Nation in 
Kansas 

The Kickapoo Tribe would like to match tourism funds with TE funding to create trails at 
the Pow-Wow grounds. 

Travel and 
Tourism 
Division of Public Affairs We need to become the owner of 511 Traveler Information. 

Kansas Dept of Commerce 
& Housing 

Construction sites not well marked.  Abandoned properties along the interstate area are an 
eyesore.  They are interested in using Transportation Enhancement or Economic 
Development funds to remove them. 

Kansas State Historical 
Society 

KDOT has not been involved enough in promoting tourism of the state.  There are 
opportunities for more involvement in signature events such as the Bicentennial, Kiosks at 
rest areas, and more attention to Scenic Byways.  The Historical Society is willing to help 
KDOT promote the Milepost publication. 
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Comments Received from the Public 
 
Topic Comments 
Rail-Trails 
(7 comments) 

Kansas should put more effort and funding into trails for hiking and biking.  Rail-
trails have many benefits including, inexpensive and healthy exercise, economics, 
appreciation of nature, transportation, sociability and ecology.  Rail-trails are 
great for tourism, attracting people into small towns and rural communities.  In 
other states they attract many users from local areas and visitors and have visible 
positive economic impacts on the smaller communities.  Kansas is 50th in the 
nation as far as percentage of land available for public use; rail-trails can help 
address this and provide tourism for small cities.   
Other general comments were received expressing support of the Rails-to-Trails 
program. 
 

IRVM 
(6 comments) 

KDOT should adopt an Integrated Roadside Vegetation Management (IRVM) 
Plan.  By choosing natives over introduced species for roadside projects, the 
department can promote education of both the value and beauty of the prairie.  
Further, safety, reduction of erosion, reduction of employee time and financial 
resources spent on maintenance, improvement of aesthetics, and the protection of 
wildlife and native vegetation can often all be enhanced by the same roadside 
management strategies. 
Kansas has more tallgrass prairie vegetation than all the other states combined.  
KDOT, being the largest landowner in the state, has a unique opportunity to 
utilize native prairie vegetation for ecotourism and enhance wildlife by 
preserving the prairies.  KDOT should protect the remaining tallgrass prairie 
during construction and reconstruction projects. 
Other benefits include cost savings and improved water quality.  KDOT should 
establish IRVM practices that are specifically designed to reduce stream 
contamination from roadside pollutants and litter.  KDOT should also avoid 
projects that require destruction of the wetlands.  Taxpayer dollars that are saved 
from reduced mowing, spray, and erosion control can better be utilized to 
maintain the roadway instead of the roadside. 
 

Route Specific 
(5 comments) 

Since the Statewide Long-Range Transportation plan is a policy document and 
not project specific, these comments were forwarded to KDOT’s Bureau of 
Traffic Engineering for review and consideration. 
 

Public Transportation 
(3 comments) 

More information about public transportation and carpooling should be made 
available, particularly between Wyandotte County and Johnson County. 
Financial support from KDOT for public transit is very important to North-
Central Kansas to provide good, accessible transportation for medical or work 
needs. 
Additional roads create more impervious surfaces, negatively impact small towns 
and increase our dependency on oil consumption.  More attention should be 
focused toward alternative transportation modes such as light rail, to reduce the 
need for more roads. 
 

Bicycle/Pedestrian 
(3 comments) 

KDOT needs to acknowledge bicycle travel as a viable mode of transportation.  
Highway design in Kansas does not safely accommodate bicyclists. 
An internal examination of design standards that do not appropriately address 
bicycle/pedestrian modes could result in standards changes. 
A Statewide Pedestrian-Bicycling Advisory Council should be established in 
Kansas to address bicycle and pedestrian needs. 
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Comments Received from the Public 
 
Recreational Trails 
(3 comments) 

Kansas needs more recreational trails.  They will add to the quality of life of 
Kansans by providing opportunities for safe places to hike, bike or jog.  Kansas’s 
greatest export is its own citizens, seeking recreational opportunities in states that 
are willing to provide. 
 

Rail/Intermodal 
(2 comments) 

KDOT should look at other modes to efficiently and cost-effectively meet 
Kansans transportation needs.  Putting vast amounts of product on rail for 
shipment to users would remove trucks from the road, reduce cost to the 
consumer, and make Kansas highways safer.  Rail transportation also prolongs 
the life of major roads by mitigating the effects of truck traffic.  The State Rail 
Service Improvement Fund should be enhanced as it has had significant cost 
benefit results. 
 

Scenic 
Byways/Tourism 
(1 comment) 

The Kansas Scenic Byways Program should continue.  The program diverts 
traffic from busier roads, provides travelers with information to improve their 
traveling experience, preserves the beauty of Kansas roadways, and promotes 
tourism. 
 

Other/General 
(4 comments) 

Additional highways should be considered in the two counties larger than 
400,000.  Other comments referenced the turnpike, and the current economic 
status of the state. 
 

34 total public comments received 
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Appendix E: 1995 Kansas Long-Range Transportation Plan 
Status of the 48 Recommendations  

 
 
State Highway System: 
  

1. Any program in the future should be balanced between maintaining the existing 
system as the highest priority with providing the opportunity for enhancement to 
the State Highway System where there may be a need. 

 
A 10-year Comprehensive Transportation Program (CTP) providing over $12.7 billion 
in funds was approved by the Legislature on April 30, 1999, and went into effect on July 
1, 1999. It includes:  
• $2.06 billion in funding for Substantial Maintenance, 
• $3.31 billion in funding for Major Modifications, which both maintain and enhance 

the state transportation system, and  
• $1.05 billion in funding for System Enhancements, which are projects submitted by 

local jurisdictions based on perceived needs. 
 

2. KDOT should increase its emphasis and efforts to manage Interstate pavement 
needs by: 

  
• Emphasizing the use of routine and substantial maintenance records for the 

selection and scoping of Interstate pavement reconstruction projects;  
 

• Using the latest research results in conducting life cycle cost analysis to 
extend the design life of pavements beyond the current 20-year standard.  

 
• Increasing the funds available for Interstate pavement replacement and 

rehabilitation. 
 

This is an on-going activity of KDOT. The Pavement Management System (PMS) 
continues to be used to collect and report condition information about the pavement 
surface of the Interstate and to evaluate the optimal strategy to apply rehabilitation 
treatments to maximize the performance benefits from dollars spent on pavements.  
The Performance Level for the Interstate System as measured by the PMS has 
improved from 77% in PL-1 and 2.1% in PL-3 in 1995 to 93% in PL-1 and 1.0 % in 
PL-3 in 2000. Funding for Interstate pavement needs was addressed in the CTP.  It is 
determined at this date that the decision to increase the set-aside for Substantial 
Maintenance has been beneficial.  

 
3. A new program, with dedicated resources, should be established to conduct a 

limited number of studies annually on locations or corridors that may, in the 
future, require major capital investment.  These studies would identify major 
social, environmental, political and physical obstacles.  They would also provide the 
information necessary to determine local support or lack of support for a facility.  
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These determinations would then collectively provide a reading on the feasibility of 
an actual project being successfully programmed sometime in the future and 
should provide much needed information for estimating costs and resources 
required in the event a project is later identified and programmed. 

 
• This program should provide the opportunity to conduct corridor preservation 

activities and to enhance KDOT's access management abilities.  This would 
include identifying locations or corridors where future major capacity 
improvements or new facilities will be needed or where capacity should be 
preserved through access management.  

 
The Advanced Preliminary Engineering Program is an on-going activity of KDOT. 
There have been eight APE studies to date (including Major Investment Studies in the 
Kansas City and Wichita areas), and several Major Modification and System 
Enhancement projects had begun as APE studies. A Corridor Management 
Administrator position has been established along with support staff to oversee a set-
aside program and to keep current on development issues. 
 

4. Currently, shoulder improvements are generally made only as a part of a more 
broadly scoped improvement project.  Shoulder improvements have very high 
safety benefits and also reduce maintenance work significantly.  More emphasis 
should be placed on shoulder-type improvements after reviewing shoulder surface 
type and shoulder width standards. 
 
This subject was the focus of a K-TRAN study.  The design standards have been 
reviewed. Shoulder improvements are often considered along with guard fence 
upgrades.  The review of the Priority Formula, used to illustrate need in project 
selection, is considering revision of how shoulder conditions are considered. 
 

5. Timely bridge deck replacement may prevent the need for more major work to be 
done later.  Increased funding should be provided for bridge deck replacement. 
 

This recommendation has been completed.  A policy, approved by the Program Review 
Committee, has been established a funding set-aside for priority bridge deck 
replacements, and $12 million was allocated in the CTP.  

  
6. Many major routes in Kansas are now improved to very high geometric standards 

interrupted only occasionally by relatively short segments that may have narrow 
shoulders, poor sight distance, or a combination of geometric deficiencies.  These 
are called gaps.  Gaps could also be one or two bad bridges on a long stretch of 
otherwise good highway or an at-grade railroad crossing that causes great delay on 
an otherwise efficient section of major highway.  KDOT project selection methods 
should give emphasis to the closing of gaps on major route corridors.  

 
This is an on-going activity of the Division of Planning and Development.  The CTP will 
address some of these gaps through the Major Modification program. 
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7. KDOT should consider increased usage, where appropriate, of passing lanes as an 
economical way to increase capacity without the expense of building a four-lane 
divided facility. 

 
A K-TRAN research study to review the effectiveness, design, and safety and operational 
efficiency of passing lanes was completed in October of 1999.  With the approval of the 
Program Review Committee, passing lanes are now pursued where they can be justified 
based on factors such as truck traffic and growth.  Nine passing lane locations have 
been installed between Hutchinson and Emporia on US-50 and five have been installed 
between Mullinville and Kingman on US-54.  This is an on-going activity of KDOT.  

 
8. Technology is an important part of the future solution to managing transportation 

demand and air quality problems.  This is particularly true in urban areas where 
congestion and air quality are either existing or rapidly emerging problems, and 
where building additional capacity is either impossible or infeasible.  KDOT should 
develop a strategic plan for implementing Intelligent Transportation Systems (ITS) 
technology, as it becomes available. 

 
An Intelligent Transportation Systems Unit was established in order to coordinate 
KDOT’s efforts in this new field. A Statewide ITS Plan was completed in March 2000 
that will develop ITS applications for rural Kansas as well as tie in existing urban and 
commercial vehicles operations applications. The purpose of this effort is to develop a 
detailed, short term, strategic deployment plan for ITS in Kansas and a longer term 
vision for ITS with more attention toward rural applications than has been given 
previously.  The plan will be evaluated and routinely updated and maintained. 
 
The ITS Set-Aside Fund was created in 1999 to meet the funding needs of 
ITS/technology related projects in Kansas.  In addition a successful public/private 
partnership has been formed between KDOT and Digital Teleport, Inc. to develop a 
Fiber Optic Communications Infrastructure on more than 700 miles within the state. 
 
Kansas City Scout is an Advanced Traffic Management System (ATMS) designed to 
monitor congestion and incidents on the freeway network in around Kansas City.  
Currently, design is taking place for the deployment of phase one on 60 miles of freeway 
in Kansas City.  The system will cover 258 miles of freeway within the next 15 to 20 
years. 

 
The City of Wichita police, fire, ambulance, and transit service will be performing a 
study to implement Automatic Vehicle Location (AVL) within the city.  It is envisioned 
that this will eventually tie into the ATMS system. 
 

9. KDOT should continue its efforts to streamline the process of issuing permits for 
oversize/overweight vehicles. 

 
The Bureau of Traffic Engineering has completed this recommendation. KDOT was 
able to greatly decrease delays by moving to an annual permitting system. Permits are 
issued utilizing the Central Motor Carrier Permit System through the Department of 
Revenue.  Web access and electronic filing are also on the horizon.  
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Aviation    
 

10. The State should proceed to secure funding and implement a General Aviation 
Airport Development Program. 

 
Through the CTP, each year $3 million of state funds will be appropriated in addition to 
the sponsor match requirement resulting in an estimated $4 to $4.5 million in 
improvements. 

 
11. The State should continue to promote aviation to encourage economic development 

and provide access to rural areas for emergency and specialized medical services. 
 

This is an ongoing activity of the Division of Aviation.  Within the last two years the 
focus has been on rehabilitation of smaller general aviation airports.  Over 20 airports 
have been rehabilitated in this time period.   

 
 
Bicycle and Pedestrian 
 
  

12. In the KDOT design process, bicycle and pedestrian needs should be considered 
whenever feasible, especially in urban areas and university / college environments. 

 
This on-going philosophy, consistent with U.S. DOT policy, is embodied in the Bicycle 
and Pedestrian Transportation Plan, adopted by KDOT in 1995.  An example is the 
revision of KDOT shoulder rumble strip patterns to better accommodate bicyclists. 

 
13. KDOT should continue to be a strong advocate for bicycling and pedestrian 

interests.  The agency should continue its efforts to assure that bicycle and 
pedestrian-friendly transportation facilities are constructed whenever feasible. 

 
This is an on-going activity, conducted by the Bicycle and Pedestrian Coordinator in 
the Bureau of Transportation Planning. KDOT funds bicycle and pedestrian projects 
through the Transportation Enhancement set-aside. 

 
 14. A Bicycle and Pedestrian Facilities Handbook, illustrating recommended design 

standards for bicycle and pedestrian facilities, should be developed by KDOT to 
assist state and local officials in planning and constructing bicycle and pedestrian 
facilities. 

 
KDOT’s Bicycle Facilities Handbook was completed in 1997 and is in use by KDOT 
and local agencies today.  An update is planned to incorporate new AASHTO guidelines 
for pedestrians. 
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Rail  
 

15. While there is some concern as to the appropriateness of the State subsidizing 
short-line railroads, these actions can benefit shippers and can reduce 
maintenance costs on state highways and county roads.  The State should consider 
becoming more actively involved in financially supporting short-line railroads 
when a comprehensive analysis demonstrates that the support would be beneficial 
to the State. 

 
This is an on-going activity of KDOT.  The CTP resulted in $3 million a year for 8 years 
for a Rail Service Improvement Fund providing low-interest, long-term financing for 
short-line railroad rehabilitation projects and acquisition. 

 
16. The State should utilize a corridor approach to rail-highway improvements, with a 

continued emphasis on elimination of grade crossings where possible through 
cooperative agreements with local officials.  Consideration should be given to the 
elimination of crossings where nearby crossings have been upgraded. 

 
This is an on-going activity of the Coordinating Section of the Bureau of Design.  There 
are currently more than 9 corridors under study that were chosen based upon industry 
and public interest.  KDOT is obligating funds through the Rail Highway Safety 
Program. Construction projects have already been completed and new ones are being 
considered for signalization. A study, Kansas Grade Crossing Consolidations, was 
completed and published in July 1998.   
 

KDOT also recognized the needs of local jurisdictions by creating a Grade Separation 
Local Partnership Program with $5 million in funding annually. 
 

17. Educational programs should be aimed at corridors with heavy train traffic.  
Enforcement of warning signals and gates should be a priority and violators 
punished. 

 
This is an on-going, cooperative activity between KDOT, the Kansas Highway 
Patrol, the Kansas Corporation Commission and various railroads operating in 
Kansas.  The program (“Operation LifeSaver”) will continue to be presented.  
Currently a safety brochure has been developed and educators are trained two – 
three times a year.  Law enforcement in cooperation with Sonic Corporation is 
distributing gift certificates as a reward for those who obey the law and practice train 
safety. 

 
18. KDOT should develop a plan and a process for eliminating at-grade rail-highway 

crossings on the National Highway System (NHS) by building grade separation 
structures as funding permits. 

 
This activity has been completed.  Criteria have been developed and a program has 
been established for the 1998-2000 Highway Construction Program.  Currently, there is 
a project in Marysville including grade separation of two highways and a railroad, 
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flood control and a bridge over the Blue River.  This project is in the design phase at 
this time. 
 

 
19. Studies should be conducted as to the relative financial burden that short-line 

railroads bear with regard to installation and maintenance of grade crossing safety 
devices. 

 
The Office of Rail Affairs has studied this issue and found that no action would be 
effective at this time. 

 
Public Transit  
 
  

20. KDOT should continue to foster and enhance the Coordinated Transit Districts 
(CTDs) to improve the effectiveness and efficiency of the delivery of transit 
services. 

 
This is an on-going activity of the Office of Public Transportation of the Bureau of 
Transportation Planning.  There are 15 Coordinated Transit Districts that have been 
established and are currently in operation. 

 
21. KDOT should complete a rural transit needs study for Kansas outside the four 

metro areas of Kansas City, Lawrence, Topeka, and Wichita, and should act as a 
coordinator and facilitator with those areas as they develop their own transit 
needs assessments. 

 
This recommendation has been completed.  A rural transit needs study was completed 
by the Kansas University Transportation Center and published in 1999.  This plan 
helped serve as the basis for $6 million in public transit funds from the 
Comprehensive Transportation Program.  

 
22. KDOT should seek congressional relief from the 13(c) labor requirements for the 

rural public transportation program. 
 

This activity is no longer being pursued by KDOT.  This item requires congressional 
action and is not likely to happen due to labor involvement. 

 
23. KDOT should continue development and implementation of a Public Transit 

Management System (PTMS).  This system should provide for better decision-
making concerning management and replacement of our rolling stock fleet. 

 
This activity has been closed out.  Before penalties, for not completing the management 
system, were removed by the US Congress, performance indicators had been 
developed.  Since the Congress dropped the penalties, the formal system has been 
dropped.  KDOT had developed certain portions of the PTMS for use in its operation 
such as a Strategic Management Plan and a Provider Handbook.  
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Water Transportation 
 
  

24. KDOT should continue to monitor any policy changes regarding navigability of the 
Missouri River to determine its impact on barge transportation.   

 
KDOT is monitoring Army Corps of Engineers’ policy changes. 

 
Intermodal Transportation 
 
  

25. KDOT should assume a more active role in intermodal planning.  Programs and 
projects should be developed from an intermodal perspective so users are 
provided with a seamless integrated system of transportation. 

 
This activity is on going.  KDOT will not implement a formal Intermodal 
Management System.  However, an intermodal report has been completed. The major 
product of the report is an inventory of intermodal freight facilities in the State. 

 
Local Issues 
 
  

26. KDOT should form a committee to review its policy on funding of construction 
improvements on non-Interstate City Connecting Links and to study the 
desirability of a payment schedule for maintenance of City Connecting Links that 
considers the degree to which the Connecting Link serves local traffic versus 
through traffic. 

 
The CTP increased funding for City Connecting Links to $3000 per lane-mile. 

 
27. KDOT should analyze its policies for oversight on City Connecting Links with the 

goal of reducing oversight of local operational changes, where the impact to the 
State Highway System would be minimal. 

 
This item has been completed.  After a review of policies, it has been determined that 
there will be no changes in oversight at this time. 

 
28. An established statewide program should be implemented to load rate all local 

bridges in a specified manner.  The updated load ratings would give uniformity to 
reported data and give uniformity and give a consistent basis for the posting of 
bridges. 

 
This item has been completed.  The KDOT Bridge Design Manual prescribes a 
uniform process for load rating bridges. 
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29. The State needs to recognize that without an adequate tax base, local governments 
may not be able to solve their own bridge needs and the State may need to assist 
community leaders in identifying possible solutions. 

 
This recommendation has been addressed through the Comprehensive Transportation 
Program by increasing funding to the Special City-County Highway Fund. 

 
30. KDOT's local partnership programs should continue. 

 
This is an on-going program of the Bureau of Local Projects and the Bureau of 
Program Management. The programs include KLINK resurfacing, Geometric 
Improvements, Economic Development, Safety, Public Transit, and Technology Transfer 
Programs. 

 
31. KDOT should simplify and streamline, to the greatest degree possible, the 

processes, schedules, contacts, and knowledge required for local governments to 
do business with the agency. 

 
This item has been completed.  A basic guide to the available local partnership, 
transportation enhancement and public transit programs has been developed and 
distributed. In addition, most of the applications and handbooks are available on 
KDOT’s website. The Bureau of Local Projects provides a bi-monthly newsletter to 
cities and counties to share information relative to the KDOT programs administered. 

 
32. KDOT should ensure that Technology Transfer is provided between the State and 

local levels of government.  
 

This is an on-going activity of the Bureau of Materials and Research.  KDOT has an 
agreement with Kansas University Transportation Center to conduct a “Local 
Technical Assistance Program.”  This agreement, worth approximately $285,000 
annually, is to be funded with federal funds. 
 

Financing Implications 
 
 

33. In order to maximize the effectiveness of improvements to the State's 
transportation network, it is recommended that improvements to the State 
Highway System and major local projects be coordinated with affected KTA 
facilities and projects when possible. 
 

This is an on-going task of the Division of Planning and Development and the Kansas 
Turnpike Authority.  The KDOT and the KTA initiated the KAW Connects Major 
Corridor Study, which was published in January 2000.  The purpose of the study was 
to examine what the future transportation demands might be in the region between 
Topeka and Kansas City. 
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The East Topeka Interchange was also jointly coordinated with the KTA, as well as 
the KDOT Road Condition Reporting System. 
 

34. When considering financing for major improvements, consideration should be 
given to innovative financing methods including privatization, toll financing, or 
bonding. 

 
This is an on-going activity of KDOT.  Bonds have been a major funding source for the 
CHP and CTP.  Toll options were considered in the study of the Transamerica 
Transportation Corridor, but conditions were not favorable for a toll facility. 

 
35. Previous toll-road feasibility studies in Kansas have required that toll roads be 

completely self-sustaining.  However, some cost-sharing arrangement between 
KDOT and the KTA may now prove feasible and practical.  As a fact-finding effort 
to assist with future decisions: 

 
  · A study of the feasibility of toll financing, with an emphasis on new and 

emerging technologies and their application in Kansas, should be made; 
and 

 
  · Public opinion on the willingness to accept toll funding should be surveyed. 
 

This activity has been completed.  It has been determined that the Transamerica 
Transportation Corridor project was not financially feasible as a toll facility, not self-
sustaining, and not capable of approaching feasibility even though the application of 
innovative financing options.  An assessment of the trucking industry showed opposition 
to the tolling of existing roads.    

  
36. The State should closely monitor usage of alternative fuels and the effect on 

transportation revenues. 
 

This is an on-going activity of KDOT.  The controversy involving the Methyl Tertiary 
Butyl Ether additive in reformulated gasoline has increased interest in alternative fuels 
and fuel additives across the nation.  Ethanol is one of these alternatives.  Presently 
Kansas provides subsidies to producers.  If ethanol sales would increase dramatically in 
the future motor fuel taxes could be affected, thus subsequently affecting the funds 
Kansas receives from the Federal government. 

 
37. Existing revenues, though adequate today, should be monitored to assure that they 

would be adequate to meet the needs of the future. 
 

This is an on-going activity of KDOT.  Statutory funding revenues currently in place are 
adequate to complete the CTP as announced.  However, there is a concern about 
possible transportation funding reductions in light of state budget constraints. 

 
Public Communications 
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38. Public involvement should be sought in the planning process to assure that 
opportunity for input is granted before projects are designed. 

 
This is an on-going activity of KDOT.  Throughout the year, the public makes thousands 
of contacts with KDOT employees at all levels, particularly at the Area Engineer and 
District Engineer level.  Advanced Preliminary Engineering studies are undertaken in 
advance of committed construction funding on major and complex corridors, bridges or 
interchanges to allow more time and effort to be spent identifying environmental, social 
and economic is related to the location. Also see #39.     

 
39. Realizing that public involvement is crucial to the Agency's operations and success, 

KDOT should develop a comprehensive public involvement plan.  As part of that 
plan, a training program should be developed for KDOT employees that stresses 
not only when and how public involvement should be sought, but the importance of 
that involvement. 

 
This activity has been completed. A public involvement plan, “Communication:  A Key 
to Success” was developed in 1997.  Eight positions were established to implement this 
plan.  The KDOT Public Involvement Administrator (PIA) serves as a resource for the 
seven Public Involvement Liaisons, one for each Districts and one serving at 
headquarters and closely working with the Bureau of Design.  One of the PIA’s roles is 
to educate employees about their role as KDOT Ambassadors or representatives.   

 
40. Where public meetings are needed and appropriate, project schedules should be 

developed to allow them to occur early in the design process to ensure that those 
most affected are involved in the early stages of development. 

 
41. A mechanism needs to be developed so those individuals who will be personally 

affected by a transportation project are notified as soon as possible.  KDOT 
should establish a working group to develop a workable process of notification. 

 
The above two are on-going activities of KDOT.  The Headquarters Public Involvement 
Liaisons is dedicated to assisting with project-specific public involvement efforts.  The 
goal is to involve the public early and continuously throughout the design phase of a 
project. 

 
42. KDOT, in cooperation with the Kansas Highway Patrol, has developed a voice 

response system to advise people of roadway conditions due to weather and 
construction activity.  The system should be expanded over time to include other 
public information services. 

 
This activity of the Bureau of Transportation Information in cooperation with the 
Kansas Highway Patrol has been completed. Services have been increased to handle an 
unlimited amount of calls to a toll-free number, 1-800-585-ROAD, as well as visual 
road condition information on the KDOT website.  A preliminary investigation is being 
conducted to examine how the hotline may tie into the nationwide FCC #511 set aside.     
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43. KDOT should begin the development of an on-line computer service to provide 
transportation information to contractors, consultants, major shippers and other 
businesses, which will enhance the efficiency of their operations. 

 
This is an on-going activity of KDOT, as it continues to implement new pieces of 
information on its website.  The intranet/internet has recently been rearchitectured.  A 
major focus now is to move more toward Web and Intranet enablers.  

 
Quality of Life Issues  
  

44. KDOT should assist older drivers by using enhanced visibility pavement marking 
materials, enhanced lighting, and enhanced reflective material and increased 
lettering size for road signs at intersections and interchanges to more safely 
accommodate them.  

 
This is an on-going activity of the Bureau of Traffic Engineering. 
- KDOT is currently 4 years into a 10-year project to install better reflectorized 

material on all traffic signs. 
- Nine million dollars has been programmed for the placement of more durable 

better reflectorized line stripping. 
- A study is being conducted by KU to study letter and sign size, and contrast of sign 

materials on two lane super highways. 
- A set-aside fund has been established for addressing lighting needs. 

 
45. KDOT should ensure that transportation initiatives address air emission and other 

pollution-related concerns in a comprehensive manner and in harmony with 
Federal legislation with the goal of maintaining a safe environment. 

 
This is an on-going activity of the Bureau of Transportation.  KDOT is currently 
monitoring legislative activity at the national level.  KDOT is working with Kansas City 
to address violations in 1995 and 1997. 

 
The EPA attempted to implement a new more stringent 8-hour standard for ozone.  This 
standard is being held up by litigation but cities are preparing for the new standard.  If 
implemented Kansas City will become a non-attainment area and Wichita will most 
likely become non-attainment in the near future. 

 
With the upcoming results of the 2000 Census, once a new standard is implemented the 
air quality boundaries of both Kansas City and Wichita may be expanded. 

 
46. KDOT should assess environmental impacts of solutions to transportation needs in 

the planning phase, thus giving environmental concerns greater weight in the 
decision-making process. 

 
This is an on-going activity of KDOT.  Environmental effects are scrutinized not only in 
the Advanced Preliminary Engineering studies, but also in Major Corridor Studies such 
as the Topeka-to-Kansas City corridor study.  
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47. KDOT should continue with the Rest Area Strategic Plan to upgrade the 
condition of rest areas and picnic facilities located along State highways. 

 
This recommendation is in the implementation phase of its development.  
Implementation of the six year Rest Area Strategic Plan is about 80% complete.  This 
plan may have to be extended beyond the 2001 deadline pending development on the 
U.S. 69 issue. 
 

48. KDOT should continue its efforts to integrate human behavior and traffic safety 
considerations into comprehensive transportation planning, supported by 
development and implementation of a comprehensive Safety Management 
System, which will provide statewide coordination and communication among 
appropriate highway safety groups and programs. 

 
This recommendation is an on-going activity of Traffic Engineering and Traffic 
Safety. Despite the repeal of the Federal mandate requiring this system, development 
continued.  The working group has a resource manual printed in May 1996, which 
has been distributed.  An annual safety conference has also been established. 

 
 



 
 

Appendix F-1 

Appendix F: KDOT’s Priority Formulas 
 
KDOT uses Priority Formulas to select the state’s Major Modification Roadway and 

Priority Bridge Projects. This is an overview of the formulas and how they work. Currently, 
KDOT has undertaken a comprehensive review of the existing formula. 
 
HISTORY OF THE 
FORMULAS In 1979, the Legislature directed KDOT to develop a method of 

project selection that: 

 
 

Legislature directs KDOT to 
develop objective project 

selection method. 

• Was clearly defined and used documented criteria 

• Was systematic and consistent 

• Was reproducible 

• Used quantitative and verifiable factors in determining relative 
priorities. 

 
 

Separate formulas for 
Interstates and Non-Interstates 

developed. 

Originally, two formulas were developed – one for roadways and 
one for bridges.  In the mid-1980’s, the single roadway formula 
was split into separate formulas for Interstate and Non-Interstate 
roadways. 

 These objectives were designed to ensure that the formulas were 
based on what is important to the people of Kansas. 

 
 

Objectives based on what 
is important to Kansans. 

The roadway objectives were: 
1. Maximize user safety 

2. Minimize travel time 

3. Maximize user comfort 

4. Minimize user vehicle operating costs 

5. Maximize preservation of investment 

 The bridge objectives were: 
1. Maximize user safety 

2. Maximize preservation of investment 

3. Minimize user travel time and vehicle operating costs 

Attributes are road or 
bridge features that can 

be measured and 
improved by KDOT. 

The Priority Formula Project Team had to determine how to 
quantify how much the improvements were needed.  In the Priority 
Formulas, the need for improvement is expressed through 
attributes.  The following characteristics were used to select and 
design the set of attributes to be used in both the Roadway and 
Bridge Priority Formulas: 
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 • Complete:  The set of attributes should cover all important aspects of the problem. 

• Operational:  The attributes must be meaningful to the decision-makers and facilitate 
explanation to others. 

• Non-Redundant:  The attributes should be defined to avoid double counting of 
consequences. 

• Minimum Size:  To facilitate analysis, the set of attributes should be as small as possible 
while remaining complete. 

• Practical to Measure:  The attributes should be defined so that assessments can be made 
within reasonable constraints of time, cost, and effort. 

• Well-Defined:  The attributes should be unambiguous, they should not lend themselves to 
varied interpretations. 

• Relevant To Objectives:  Knowledge of the level of the attribute should provide 
information on how well the associated objective is being met. 

 Figure 1 provides a view of the objectives and attributes originally developed to create the 
Priority Formulas. 

FIGURE 1 
OBJECTIVES AND ATTRIBUTES FOR 

ROADWAY CONTROL SECTIONS 
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HOW THE 
FORMULAS 
WORK 

The priority formulas are made up of a set of attributes and 
adjustment factors that help determine how well a roadway or 
bridge is meeting the objectives of a quality transportation system.  
This is done on a segment-by-segment basis for roadways.  These 
segments are called “control sections” and are usually about one 
mile in length. Bridges are evaluated on an individual structure 
basis.  There are three primary components that make up the 
“backbone” of the priority formulas. 

 
 
 
 
 
 
THE BACKBONE OF THE 

FORMULAS 
 

 
 
 
 
 
 
 
 
 
 
 
 
 

1. Attributes are used to assess a roadway segment’s or a 
bridge’s relative need for improvement.  An attribute is a 
roadway or bridge feature that can be measured and can be 
improved by KDOT.  Examples would be the width of 
roadway shoulder or the condition of a bridge deck.  The 
need for improvement to a given attribute is determined by a 
need function “curve,” for that attribute, not a raw data value 
of the attribute.  The need function (curve) is specific to each 
attribute.  Need values range from 0 (no need) to 1.0 (highest 
need).  Consider for example, the attribute “shoulder width.”  
If a control section has a six-foot wide shoulder, the raw data 
value of this attribute for the control section would be six 
feet.  To determine the need with regard to this attribute, one 
would compare the actual shoulder width to the design 
shoulder width, say ten feet, and enter the need curve at the 
difference and find the corresponding need. 

2. Adjustment factors are used to modify the basic need scores 
for certain attributes.  An adjustment factor in itself is not a 
deficiency and hence does not create a need for 
improvement.  But it may change the degree of concern 
related to some specific deficiency.  For example, traffic 
volume may be used as an adjustment factor.  Traffic volume 
by itself does not represent any deficiency, but concern for 
inadequate capacity or a geometric deficiency may be greater 
for roads carrying more traffic. 

3. Once the attributes and adjustment factors are selected for the 
formulas, the relative weights of the various attributes need to 
be established.  Because the weights of all the attributes must 
add up to one, assigning relative weights to each attribute is a 
way to assign value to the attribute and takes into 
consideration the fact that some attributes are more important 
overall than others.   The relative weights indicate the priority 
of each attribute within the formula and provide a 
mathematical method for assessing the relative value of the 
attribute within the formula. 

Essentially, the Priority Formulas are a computerized priority 
ranking system that determines a “need score” of how badly any 
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Computerized ranking 
system  compares the 

need for improvement of 
each segment to the need 

for improvement of all 
other segments. 

 

 

roadway segment or bridge needs major reconstruction or 
replacement as compared to every other road segment or bridge.  
The need score takes into account not only the physical 
deficiencies of a roadway segment or bridge, but also the relative 
importance of each deficiency adjusted for such factors as traffic 
volume and the strategic importance of the route that carries the 
roadway segment or bridge.  The need score does not take into 
account the cost of the improvement action.  Thus the greater the 
need score, the higher the relative priority for improvement, 
irrespective of the cost. The projects with the highest relative 
priority are programmed for improvement first – within available 
funding and based on scheduling considerations.   
This approach can be called a “highest need first” approach.  
Highest need does not mean that projects with the worst physical 
condition always rise to the top.  Rather, it means that projects rise 
to the top when the need for improvement is the highest based on  

 

 

 

 

 

“Highest need first” 
approach looks at both 

physical conditions 
along with adjustment 

factors. 

the combined effect of physical condition and such adjustment 
factors as traffic and the strategic importance of the route.  Again, 
cost of improvement is not considered in determining the relative 
priorities, but the total cost of all projects selected is treated as a 
constraint relative to the available funding. 
This need-based approach is consistent with KDOT’s long-
standing philosophy that a project with a lower need for 
improvement should not be selected ahead of a project with a 
higher need simply because the cost of the improvement for the 
second project is higher than for the first.  This philosophy reflects 
the perspective that it is unfair to penalize a community by not 
selecting a highly needed highway improvement project because 
construction costs are higher in that region of the state.  The 
following schematic demonstrates how the formulas work. 

 Following the schematic are tables showing the Non-Interstate, 
Interstate, and Bridge Priority Formulas that have been in use since 
the mid-1980’s.   



 
 
 

 

Figure 2 
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TABLE 1 

NON-INTERSTATE PRIORITY FORMULA 
CURRENT ATTRIBUTES AND ADJUSTMENT FACTORS  

   Adjustment Factors 

   

Accid
ent 

Rate 
(See 
Table 
1-1) 

Posted Speed  
(See Table 1-1) Facility Type Shoulder Type 

Route 
Class (See 
Table 1-1) 

AADT
i
  

(See Table 
1-1) 

 At
trib

ute
 

(N
ee

d V
alu

e)
 

Re
lat

ive
 

Va
lue

 

  Di
vid

ed
 

Un
div

ide
d 

St
ab

iliz
ed

 

Un
sta

bil
ize

d 

  

No. of Narrow 
Structures per mile 

0.086 0 to 1 0 to 1     0 to 1 0 to 1 

Shoulder Width 0.089 0 to 1 0 to 1 0.4 1.0 0.60
7 

1.0 0 to 1 0 to 1 

No. of SSSD
ii

 per Mile 0.069 0 to 1 0 to 1     0 to 1 0 to 1 

Lane Width 0.101 0 to 1 0 to 1 0.5 1.0   0 to 1 0 to 1 Dr
ive

r E
xp

os
ur

e 
At

trib
ute

s 

No. of SSHC
iii

 per Mile 0.099 0 to 1 0 to 1     0 to 1 0 to 1 

 Volume/ Capacity 
(Maximum Default Value 
= 1.15) 

0.091       0 to 1 0 to 1 

 Commercial Traffic 
(Maximum Default Value 
= 725) 

0.065   0.376 1.0 0.51
9 

1.0 0 to 1 0 to 1 

 Rideability 0.088       0 to 1 0 to 1 
 Pavement Structural 

Evaluation (PSE) 
0.208       0 to 1 0 to 1 

 Observed Condition 0.104       0 to 1 0 to 1 
 Sum of All Weights 1.000         
           

TABLE –1A 
NON-INTERSTATE PRIORITY FORMULA 

ADJUSTMENT FACTORS  
Accident 

Rate 
Adjustment 

Factor 
Posted 
Speed 

Adjustment 
Factor 

Route 
Class 

Adjustment 
Factor 

Capacity – 
Adjusted AADTiv 

Adjustment 
Factorv 

High 1.0 ≥55 mph 1.0 A 1.0 20,000 1.0 
Medium 0.858 <55 mph Varies from 0 

to 1 
B 0.9 10,000 0.925 

Low 0.734   C 0.7 6,000 0.895 
    D 0.5 2,000 0.865 
    E 0.3 0 0.0850 

                                                 
i  Average Annual Daily Traffic – The number of vehicles per day on a roadway segment 

averaged over one year. 
ii  Substandard Stopping Sight Distance – A stopping distance for a vehicle that is 

less than the agency standard.  The standard is a function of the design speed 
which is based on the Kansas Route Classification and AADT group. 

iii  Substandard Horizontal Curve – A sharp curve on a roadway segment on which the 
design speed cannot be maintained; the segment has a posted speed limit that is 
less than the design speed. 

iv  Average Annual Daily Traffic adjusted for number of lanes and capacity so that 
different roadway types can be evaluated on a comparable basis. 

v  Adjustment factor is a straight line formula; numbers are shown for reference only. 
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TABLE 2 
INTERSTATE PRIORITY FORMULA  

CURRENT ATTRIBUTES AND ADJUSTMENT FACTORS 
 

  Adjustment Factors 
  Facility Type Shoulder Type Route  

 
Attribute (Need Value) 

Rel. 
Weight 

 
Divided 

 
Undivided 

 
Stabilized 

 
Unstab. 

Class 
(See 

Table 1-1) 

AADT1 

(See 
Table 1-1) 

Commercial Traffic  0.140 0.376 1.0 0.519 1.0 0 to 1 0 to 1 
Rideability 0.189     0 to 1 0 to 1 
Pavement Structural 
Evaluation (PSE) 

0.447     0 to 1 0 to 1 

Observed Condition 0.224     0 to 1 0 to 1 
Sum of All Weights 1.000       
      

 

TABLE 3 
BRIDGE PRIORITY FORMULA 

CURRENT ATTRIBUTES AND ADJUSTMENT FACTORS 
 

   Adjustment Factors 

Attribute (Need Value) Rel. Weight AADT1 (See Table 1-1) 
Bridge Width (Driver Exposure Attribute) 0.222 0 to 1 
Deck Condition 0.169 0 to 1 

Structural Condition 0.359 0 to 1 
Operating Rating 0.250 0 to 1 
Sum of All Weights 1.000  
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WHY THE 
FORMULAS ARE 
IMPORTANT 

 
Highway networks 

represent billions of 
dollars of investments. 

Highway networks are a major capital asset that represents billions 
of dollars of investment.  Like any other capital asset, a highway 
network needs continued investment to maintain, modernize, and 
expand.  Maintenance is needed to repair and preserve the original 
condition of various components of the network that deteriorate 
over time as a result of continued usage and environmental 
exposure.  System modernization is needed to upgrade the original 
condition to modern standards, which may be different from those 
prevalent at the time of the original construction of the network.  
System expansion is needed to provide new highway facilities that 
can accommodate and support population and economic growth in 
the state. 

Resources are limited so 
projects must be 

prioritized. 

Because investment resources are limited, transportation needs and 
projects must be prioritized across the state. To address these 
various needs, KDOT uses different prioritization methods to 
select projects based on the type of project being considered. 

 

Prioritization process is 
based on what that work 

category is trying to 
achieve. 

 

 

 

 

 

 

 

 

KDOT’s objective, 
needs-based approach 

ensures all projects are 
evaluated on the same 

basis. 

For example, the way to prioritize roadway segments for 
maintenance or expansion isn’t necessarily appropriate for 
prioritizing projects for modernization.  Consequently, different 
processes are necessary depending on the type of projects being 
prioritized.  The KDOT Priority Formulas prioritize modernization 
projects. 
Most state departments of transportation make prioritization 
decisions based on a combination of some quantitative data and 
subjective judgments of policy makers.  These judgements are 
often shaped by public opinion and the advocacy positions of 
stakeholders.  The subjective nature of the decisions can lead to 
questions as to whether the investments are being made in a fair 
and equitable manner, and whether they are unduly influenced by 
political considerations. 
In contrast, the KDOT Priority Formulas are a needs-based, data-
driven process that removes subjective influences from the project 
selection process.  The advantage of the approach used by the 
KDOT Priority Formulas is that the formulas objectively assess the 
need for improvements.  The formulas use a multi-attribute need 
function to properly address the tradeoffs among multiple-
competing objectives.  Consequently, no region of the state has to 
worry that they are not being fairly treated.  While not all worthy 
projects can advance to construction due to limited resources, all 
projects are evaluated on the same basis. 

 



 

 

 
                                                 
1 Kansas Department of Transportation, 2002 Annual Report 
2 Kansas Department of Transportation, 2002 Strategic Management Plan 
3 2000, US Census Bureau 
4 Transportation in an Aging Society, Improving Mobility and Safety for Older Persons. Volume 1. Transportation 
Research Board Special Report 218, 1998 p13. 
5 Governor’s Economic and Demographic Report, 2001-2002 

6 Transportation in an Aging Society, Special Report 218, TRB 
7 Transportation in an Aging Society, Special Report 218, TRB 
8 Transportation in an Aging Society, Special Report 218, TRB 
9 2000, US Census Bureau 
10 2000, US Census Bureau 
11 2000, US Census Bureau 
12 2000, US Census Bureau 
13 2000, US Census Bureau 
14 TRB Refocusing Transportation Planning for the 21st Century, Conference Proceedings 20, 2000. p 139 
15 TRB Refocusing Transportation Planning for the 21st Century, Conference Proceedings 20, 2000. p 139 
16 Selected Information on the State of Kansas, Bond Official Statement 
17 PRIMER:GASB 34, pp 7-12 
18 Harris Poll 
19 2000 Kansas Railroad Safety Statistics, Kansas Corporation Commission 
20 Mid-America Regional Council, Long-Range Transportation Plan 
21 Wichita-Sedgwick County, Long-Range Transportation Plan 
22 Topeka-Shawnee County Long-Range Transportation Plan 
23 Lawrence-Douglas County, Long-Range Transportation Plan 
24 St. Joseph, Long-Range Transportation Plan 
25 NCHRP Report 456, TRB, Guidebook for Assessing the Social and Economic Effects of Transportation Projects, 
2001 p. 108 
26 www.FHWA.gov 
27 Road Safety Audits, Bureau of Transportation Engineering, KDOT 
28 www.teriin.org. Indian Energy Sector, March 2000 
29 “The Condition of Our Nation’s Roads”, The Road Information Program (TRIP), 2001 

30 Average Annual Daily Traffic – The number of vehicles per day on a roadway segment averaged over one year. 
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