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WICHITA-SEDGWICK COUNTY
METROPOLITAN AREA PLANNING COMMISSION

MINUTES
MAY 22, 1980

The regular meeting of the Wichita-Sedgwick County Metro-
politan Area Planning Commission was held on Thursday, May 22,
1980, at 1:30 p.m., in the City Commission Meeting Room, First
Floor, City Hall, 455 North Main, Wichita, Kansas. The follow-
ing members were present: William J. Goebel, Chairman; David
Bayouth, James Gardner, II; Ewing C. Lofton; Steven J. Martens;
Michael savina; and Bill Shook (late arrival). John Hennessy
and Elwood Jones were absent. One vacancy. Staff members
present were: Robert A. Lakin, Secretary; Jack H. Galbraith,
Assistant Secretary; Arthur D. Chamber, Junior Planner; and
Ruby M. Eubanks.

Ty Arova.]. of the minutes of April 10, 1980 and April 24,
1

MOTION: That the Planning Commission
approve the minutes of April 10, 1980
and April 24, 1980 as written and mailed.
Bayouth moved, Gardner seconded and it
carried unanimously. Shook was not
present. Hennessy and Jones were absent.
One vacancy.

SHOOK arrived.
SUBDIVISION COMMITTEE :

2. D-0946 - Riverlawn Christian Church grants a utility easement
Tegally described as: Beginning 10 feet south and 80 feet west
of the NE Corner, Lot 1, Block A, Hallock Addition; thence
south along the west line of Meridian Avenue a distance of
379.94 feet; thence west parallel to the north line of said
Lot 1 a distance of 10 feet; thence north to a point 10 feet
south and 90 feet west of the NE Corner of said Lot 1; thence

east to the point of beginning. Generally located at the
southwest corner of Meridian and ¥2nd Street North.
S weoL CoIner ol teridian and 2c.nd Street North
MOTION: That the Planning Commission
recommend to the City Commission that

this dedication be accepted. Bayouth
moved, Gardner seconded and it carried




unanimously. Hennessy and Jones were
absent. One vacancy.

D-0947 - Mary Kelly grants a utility easement legally described
as the west 4 feet of the east 148.25 feet of Lot 21, Gilder's

Court. Generally located east of Coolidge in an area south of
29th Street ﬁ

MOTION: That the Planning Commission
recommend to the City Commission that
this dedication be accepted. Bayouth
moved, Gardner seconded and it carried
unanimously. Hennessy and Jones were
absent. One vacancy.

D-0948 - Mary Kelly dedicates additional street right-of-wa
Ffor Coolidge legally described as the west 12 feet of Lot 2%.
Gilders Court. Generally located on the east side of Coolidge
in an area south of 29th Street North.

MOTION: That the Planning Commission

recommend to the City Commission that

this dedication be accepted. Bayouth:*

moved, Gardner seconded and it carried

unanimously. Hennessy and Jones were

absent. One vacancy.

D-0949 - Mary Kelly dedicates street right-of-way for Woodrow
legally described as the east 32 feet og Tot 21, Gilders Court.

Generally located between Coolidge and Porter in an area south
Shalthsbireet octe > i L

MOTION: That the Planning Commission
recommend to the City Commission that
this dedication be approved. Bayouth
moved, Gardner seconded and it carried
unanimously. Hennessy and Jones were
absent. One vacancy.

V=1026 - First National Bank in Wichita requests the vacation
of building setbacks legally described as the east 5 feet of
the wastargy 130-foot building setback and the west 40 feet

of the south 5 feet of the northerly 100-foot building setback
all as platted in First Place West. Generally located at the
southwest corner of Central and Robin Road
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MOTION: That the Planning Commission
recommend to the City Commission that
this vacation request be approved
subject to the following conditions:

All proceedings shall be without cost to the City, County
or any utility company.

The applicant shall obtain an administrative adjustment to
the associated C.U.P. which now specifies a 130-foot setback
on the west and a 100-foot setback on the north.

Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

V-1027 - City Engineering on behalf of B.F.P., Inc. and
Hazel Brookings requests the vacation of a drainage ease-
ment legally described as the south 10 feet of Lot 10, and
the north 10 feet of Lot 11, Block 1, South Broadway In-

dustrial Park. Generally located north of 47th Street South
and east of Broadway.

MOTION: That the Planning Commission
reccmmend to the City Commission that
this vacation request be approved subject
to the following conditions:

The applicant shall dedicate an alternate drainage easement
at another location.

Any relocation or reconstruction of utilities necessitated
by this vacation shall be at the sole expense of the appli-
cant.

All proceedings shall be without cost to the County or any
utility company. ;

Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and
Jones were absent. One vacancy.

V-1028 - Myrna L. Park, et al., request the vacation of a
street legally described as Springob Street between Susie
and Annie Avenues as platted in Supplemental Plat to Schulte.

Generally located one block north of 39th Street South,
aﬁﬁroxiﬁateli 122 mile west of Maize Road.
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MOTION: That the Planning Commission
recommend to the City Commission that
this vacation request be approved sub-
ject to the following conditions:

An access easement shall be retained for the purpose
of continuing the north-south alley through the vacated
street right-of-way.

The applicant shall check with Southwestern Bell regarding
the possible need to relocate a telephone line or retain
an easement for a telephone line.

Any relocation or reconstruction of utilities necessitated
by this vacation shall be at the sole expense of the appli-
cant.

All proceedings shall be without cost to the City, County,
or any utility company.

Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

V=1029 - The Coleman Company, et al., request the vacation

of several streets legally described as 30th Street North
from the E.L. Mead to W.L. Mosley; Mosley from S.L. 30th
Street North to S.L. 33rd Street North; and 33rd Street North

from E.L. Mosley to E.L. Mead. Generally located east of
Mead in an area north of 29th Street North.

MOTION: That the Planning Commission
recommend to the City Commission that
this vacation request be approved sub-
ject to the following conditions:

The north half of 33rd Street shall be retained as a
utility easement. The balance of this vacation request
area will be vacated by the replat of Coleman Co. Addition
and appropriate easements shall be shown on the plat.

Any relocation or reconstruction of utilities necessitated
by this vacation shall be at the sole expense of the appli-
cant.

All proceedings shall be without cost to the City, County,
or any utility company.




Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

S/D 80-31 - Final plat of Seventh Addition to Cher
H generally located north of Pawnee approximately 1/2
east of Rock Road.

MOTION: That the Planning Commission
recommend to the City Commission that
this final plat be approved subject to:

The applicant shall guarantee the extension of sanitary
sewer to serve all lots.

The applicant shall guarantee the extension of City water
to serve all lots.

The applicant shall guarantee the paving of all interior
streets being platted.

The applicant shall submit an avigational easement covering
all of subject property and a covenant assuring that adequate
construction methods will be used to minimize noise pollution
within any habitable buildings built on subject property.

The applicant shall obtain approval from the Cities Service
Gas Company for the extension of underground utilities and
the construction of a street through their easement. Any
relocation or encasing of the Cities Service lines which
may be required for the development of this property, shall
not be at the City's expense.

The platted building setback lines shown through the Cities
Service easement shall be deleted on the final plat tracing.

The applicant shall guarantee all drainage improvements
required by the platting of this property including storm
sewers and the drainage channel on the east side of the
property.

Additional easements requested by K.G. & E. and shown on
tue engineer's "marked copy" of the final plat shall be
added to the final plat tracing.

The applicant's surveyor shall contact the City Engineer
regarding the need for some minor easement changes.

The signature blocks shall be updated to indicate the current
elected and appointed officials.
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K.

Recording of the plat within 30 days after approval by the
Board of City Commissioners.

Bayouth moved, Gardner seconded and it il

carried unanimously. Hennessy and Jones

were absent. One vacancy.
S/D 80-26 - Final plat of Orchard View Addition, generally S
Tocated I/4 mile ea of Hydraulic on the north side of

63rd Street South.

MOTION: That the Planning Commission
recommend to the City Commission that
this final plat be approved subject to:

Approval of this plat shall be subject to approval of the
applicant's associated zone case (SCZ-0452 "R" to "R-1").

The applicant shall indicate on the face of the plat and
in the plattor's text a temporary cul-de-sac at the north
end of Madison. The text shall state that the cul-de-sac
right-of-way will expire at such future time as Madison is
extended to the north.

The applicant shall guarantee the improvement of Madison to
suburban street standards, including the temporary turnaround.

At the time of preliminary plat review, the Subdivision Com-
mittee acted to recommend waiver of both the lot width-to-
depth ratio and the requirement that all utilities be placed
underground.

N Sy YA e

Recording of the plat within 30 days after approval by the
Board of City Commissioners.

R i ki

Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

e g

S/D 78-2 - Revised final plat of Westerlund's First Add
generally located on the east side of 119th Street West
an area approximately 1/2 mile north of MacArthur Road.

i i

MOTION: That the Planning Commission
recommend to the City Commission that
this revised final plat be approved
subject to:
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The document recorded on Film 270 at Page 1351 refers

to a dedication of right-of-way for road and utility
purposes, but states that if it is not accepted by the
public, then it shall be for private road and utility
purposes. The right-of-way has NOT been accepted by the
County because it has not been improved to suburban stan-
dards. Also, the legal description of this document is in
error in that it references the dedication as running
from the west line of the section west (rather than east)
840 feet. Therefore, it is recommended that a corrected
document be filed and that the plat show a private road
and utility easement on this south 35 feet.

The lot and block number (Lot 1, Block A) referenced in the
plattor's text shall be added to the face of the plat.

The iron which designates the southwest corner of the lot
shall be re-located south 35 feet to correctly reference
this southwest corner.

The final plat tracing shall show the Cities Service 0il
Company easement which is located on the east 50 feet of

the west 70 feet of this property. The applicant shall

obtain approval from said Oil Company for the dedication of
street right-of-way over a portion of this easement and for a
future private drive over their easement. The applicant shall
also obtain from Cities Service, approval of a building setback
from their easement. Usually a 50-foot setback is required.
This would mean a 70-foot setback from the property line.

The applicant shall obtain Health Department approval for
the use of on-site sewerage facilities (a sewerage lagoon
will be required.

"Access control except for one opening” to 119th Street
shall be labeled on the plat and the appropriate correction
made in the plattor's text.

Recording of the plat within 30 days after approval by
the Board of City Commissioners.

Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

S/D_79-113 - Final plat of Jamesburg Park, generally located
south of 2Ist Street and west of Tyler Road.
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MOTION: That the Planning Commission
recommend to the City Commission that
this final plat be approved subject to:

The applicant shall guarantee the construction of storm
sewers and the drainage channel on the west side of the
plat.

The applicant's engineer shall contact the Flood Control
office regarding some of the drainage calculations.

The approved commercial C.U.P. concerning Lot 12, Block A,
indicates two separate parcels. If these parcels are to

be developed under different ownerships, separate, approved
building sites will be required. It is, therefore, recom-
mended that the light commercial area be platted into two
lots.

The building setback from Tyler Road on Lot 11, Block A
shall be increased to 25 feet. 1

It is not necessary to grant complete access control to
Tyler Road from Lot 11, Block A. It is recommended that
the labeling be changed to "access control except one
opening."

Access controls as approved on the C.U.P. shall be shown
on the final plat tracing with the appropriate wording
included in the plattor's text. One opening to each
street shall be constructed to major commercial entrance
standards. The applicant shall guarantee the construction
of these two major entrances, as well as the decel lanes
associated with the entrances.

The applicant shall guarantee construction of left turn
bays from 21st Street into the major entrance on Lot 12,
Block A and into the collector street, Jamesburg.

A note shall be added to the final plat tracing which states
that the building setbacks as designated on the associated
C.U.P. shall determine the setbacks on the commercial lots.

The applicant shall guarantee the paving of all interior
streets as well as 1l7th Street.

The applicant shall guarantee the extension of City water
to serve all lots being platted.

The applicant shall guarantee the extension of sanitary
sewer to serve all lots being platted.
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The applicant shall guarantee the construction of a side=-
walk on the north side of 20th Street and both sides of
Jamesburg and 17th Street.

The applicant shall submit a restrictive covenant stating
that four off-street parking spaces will be provided for
each dwelling unit on a lot adjacent to a 58-foot street.

The Planning staff will confer with the Fire Department
and Public Works Administration regarding street names
and will provide the applicant's engineer with a "marked
copy" of the plat indicating the street names to be shown
on the final plat tracing.

Easement changes and additions as requested by K.G.&E.
and shown on the "marked copy" of the plat shall be added
to the final plat tracing.

Recording of the plat within 30 days after approval by the
Board of City Commissioners.

Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

S/D 80-12 - Final plat of Oak Knoll 2nd Addition, generally
Iocated 1/4 mile east of Rock Road and 174 mile south of

Pawnee.

MOTION: That the Planning Commission
recommend to the City Commission that
this final plat be approved subject to:

The applicant shall guarantee the extension of the necessary
sanitary sewer mains and the construction of sanitary sewer
laterals to serve each lot.

The applicant shall guarantee the paving of all streets being
platted including storm sewers.

The applicant shall guarantee the construction of a sidewalk
on the east side of Dalton.

For all lots fronting on a 58-foot street, there shall be
submitted a covenant which requires 4 off-street parking
spaces per dwelling unit.

The applicant shall submit an avigational easement covering all
of subject property and a covenant assuring that adequate con-
struction methods will be used to minimize noise pollution with-
in any habitable buildings built on subject property.
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F. The applicant shall guarantee the exteunsion of City water
to serve all lots.

G. The applicant shall indicate on the face of the plat and in
the plattor's text a temporary cul-de-sac at the east end of
Hurst Street. The text shall state that the cul-de-sac right-
of-way will expire at such future time as the street is ex-
tended further east.

The applicant shall continue to work with McConnell Air Force
Base regarding a pedestrian easement from this plat through
the McConnell Manor residential development in order to provide
a reasonable means of access to Wineteer School. If the Air
Base is agreeable to such an easement, then the final plat
shall show a similar pedestrian easement in the vicinity of
Lot 25, Block 1.

Recording of the final plat within 30 days after approval by
the Board of City Commissioners.

Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

CHAIRMAN GOEBEL read the following statement which is
applicable to all City of Wichita zoning cases:

As a result of the City Commission adopting a policy
for considering zoning cases on the written record of
the Planning Commission, this is to advise those of
you who have an interest, either as proponents or op-
ponents, that after we make our recommendation, if you
do not feel that you have had a complete hearing, or
if you later have additional information to present,
you are to submit your statement, in writing, to the
City Clerk by 5:00 p.m., on the Wednesday preceding
the scheduled Tuesday hearing of the case before the
City Commission. The Board of City Commissioners will
then determine from these written statements whether
they are of such substance to justify returning the
case to us for rehearing. Copies of the adopted policy
and procedure outline are available from the Secre-
taries in the front of the office.

Persons speaking on zoning cases, community unit plans,
conditional and special use requests, will be limited
to 5 minutes. The Commission may, at its discretion,
extend by motion such time when needed and justified.




ZONING:
DEFERRED BY PLANNING COMMISSION:
15. Case No. 2Z-2210 - George M. Bell, et al reqiests zone

change from "RB" to "LC" for Lots 15, 16, 17, and 18,
Block G, East University Addition to Wichita, Sedgwick

County, Kansas. Generally located on the south side of

Figg, in an area between Dodge and Seneca.

The Chairman announced that this case had been withdrawn
by the applicant.

Case No., Z-2221 - Brian J. O'Shaughnessy requests zone
change from "AA" to "LC" for Reserve, Hankins Addition
to Wichita, Sedgwick County, Kansas. Generally located

at the northeast conrer of McLean and 13th Street.

GALBRAITH stated that when the Planning Commission previously
considered this case, the request was for light commercial zoning.
The applicant's agent has advised that the applicant is now amend-
ing his application to request "RB" zoning for the southern part
of this tract leaving approximately 75 feet as "AA" for a single
family home on the north. At the last meeting, after several
moments of discussion on this case, there were motions to whether
or not to permit one fourplex with some buffering, and a motion
was finally made to approve the tract for "RB" zoning for one
fourplex only and the motion resulted in a moot vote. Prior to
this case going to the City Commission, there were protest peti-
tions filed amounting to forty percent of the protest area.

GALBRAITH stated that staff had no problems with the request
for fourplex at this major intersection and was supportive of the
zoning. He said that CPO Council Area "M" recommended, by a vote
of 6-1, that "AA" zoning being retained on the north, but that the
southern part be changed to a duplex zoning classification, and
also recommended that additional right-of-way be required for 13th
Street, and there was some discussion about an additional right-
of-way need for a bike trail.

JAMES R. ALBERTSON, representing the applicant, said that
they met with the CPO, presented the proposal to them for a
single family home on the north and a fourplex on the south.
After much discussion, the CPO made a motion for only a duplex
zoning district on the south. He said that in his way of think-
ing, the CPO feels that something was appropriate for this tract
other than one single family. The applicant felt that a fourplex
was the appropriate zoning classification for the site, and the
matter of another two families that they are seeking would not
add a substantial amount of traffic in the area.
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GARDNER asked if there was presently a bike path along the
east edge of the property at the edge of the river.

ALBERTSON said there was not, but it was brought up at the
CPO meeting that the Park Board was considering wanting to extend
the bike path under the bridge, and they would be willing to work
with the Park Board on this.

P. M. ELLIOTT, 1420 North Charles, speaking in opposition,
said that the residents in Hankins Addition were of the opinion
that the site should not be zoned for more than single family
uses, and suggested that there could be two single family houses
on the lot. He said that they had a bad traffic problem trying
to get out, and if there were any more families in the area, they
could not get onto McLean. They also felt that the person who
bought the property knew what the zoning was, and after two
different architects and two different sets of contractors, the
building is being torn down so that it was pretty difficult to do
much with it now.

SHOOK commented that the applicant, having changed his
request from light commercial, has 1) preserved the character
of the neighborhoed, and 2) he's also preserving the character
of the neighborhood by buffering the property with a single
family lot. He felt that the applicant had done a great deal
to meet the concerns of the neighborhood.

ELLIOTT said that they were talking about talk and not
actual facts because once zoned, the property could be turned
over to anyone else and they could put anything on the property
far from this concept.

SHOOK pointed out that the applicant was also a member of
the neighborhood, and the CPO had to represent him also.

ELLIOTT stated that the applicant had only been there a
year and the others had been there for 30 years.

MOTION: Having considered the factors as
contained in Policy Statement No. 10; the
residential character of the neighborhood,
the zoning and uses of nearby properties,
the nonsuitability of a single family home
at this major street intersection, and the
recommendation of approval by staff;

I move that we recommend to the governing
body that the amended request for the "RB"
Four-family district be approved except for
approximately the north 75 feet which is to
remain as "AA" Single-family subject to the
applicant replatting the property into

a two-lot plat so that appropriate dedica-
tions, access control and building setbacks
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can be established; within one year from the
date of approval by the Board of City Commis-
sioners; or the case be considered denied and
closed. Gardner moved, Shook seconded and it
carried unanimously. Hennessy and Jones were
absent. One vacancy.

Case No. DR 80-9 - Kansas Gas & Electric Company requests
a special permit on a tract of land in the east half of the
NW 1/4 of Section 25-27-2E, described as beginning at the
intersection of the south row line of U.S. Highway 54 and
the East line of said east half of NW 1/4, thence south
along the east line of said east half of NW 1/4, 365 feet;
thence west parallel with the south line of said U.S.
Highway 54, 130 feet; thence north to the south line of
said U.S. Highway 54; thence east along the south line of
said Highway 54, 130 feet to the point of beginning.
erally located on the south

o 3rd Street Eas

GALBRAITH pointed out land use, zoning, and showed slides of

the general area. He reviewed the following staff report:

COMMENTS :

15

The following items should be considered by the Planning
Commission in making findings of fact:

Kansas Gas and Electric is requesting a special permit under
Section 11.F. of the County Zoning Resolution in order to
construct a substation. The permit may be granted subject to
whatever protective restrictions are deemed necessary.

Subject property is located on the south side of U.S. 54
Highway approximately 1/2 mile east of 143rd Street East
and is being platted as a part of Springdale East 2nd Addition.

The applicant has submitted a site plan with the application
which indicates the location of proposed facilities on the
site. A letter submitted with the application indicates that
a six foot chain link fence with one foot of stranded barbed
wire is proposed on the east side of the substation which abuts
a KG&E easement and is screened by an existing hedgerow. The
fence on the remainder of the site would be a solid screen
type of more decorative design.
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2.

In the event the Planning Commission recommends approval of
this request, the following are recommended conditions of
approval:

A. Platting of subject property within one year from the
date of approval by the Board of County Commissioners;
or the case be considered denied and closed.

A minimum 8-foot solid or semi-solid brick, stone,
masonry, architectural tile, or a combination of masonry
and woed wall, being constructed on the north, south and
west, said wall on the north being placed not closer than
35 feet from the north property line. A 6-foot high chain
link fence with one foot of stranded barb wire, being
constructed on the east property line to within 35 feet of
the north property line.

The front 35 foot setback area shall be planted and
maintained with trees, grass and shrubs.

Architectural plans for the walls shall be submitted
to the Planning Department for their review and approval
Prior to construction.

The existing hedgerow along the east property line shall
be retained and maintained in such a manner as to not
constitute a traffic hazard.

GALBRAITH stated that the staff recommended approval of

the request subject to the recommended conditions.

TIM RICHARDS, Assistant Manager, KG&E Company, was present

to represent the Company.

There was no one present in opposition to the request.

MOTION: Having considered the factors as
contained in Policy Statement No. 10; the
character of the area; I move that we recom-
mend to the governing body that this special
permit request be approved subject to the
following conditions:

Recording of the associated plat of Springdale East 2nd
Addition within one year from the date of approval by

the Board of County Commissioners; cr» the case be considered
denied and closed.

A minimum 8-foot solid or semi-solid brick, stone, masonry,
architectural tile, or a combination of masonry and wood

wall, being constructed on the north, south and west, said
wall on the north being placed not closer than 35 feet from




‘;|Imr*hu-;4 o
&

'
g

5-22-80
Page 15

the north property line. A 6-foot high chain link fence
with one foot of stranded barb wire, being constructed on
the east property line to within 35 feet of the

north property line.

The front 35-foot setback area shall be planted and
maintained with trees, grass and shrubs.

Architectural plans for the walls shall be submitted to
the Planning Department for their review and approval
prior to construction.

The existing hedgerow along the east property line shall
be retained and maintained in such a manner as to not con-
stitute a traffic hazard.

Bayouth moved, Gardner seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

Case No. CU-235 - Louis Hahn, et al request a Conditional
Use Permit on the west 815 feet of the North 720 feet of
the NW 1/4 of Section 1-28-3W of the 6th P.M., Sedgwick

County, Kansas. Generally located at the southeast corner
of 231st Street West and 23rd Street South.
The Chairman announced that this case was deferred as it

was being readvertised for the Planning Commission meeting of
June 5, 1980.

Case No. Z-2248 - Victor H. Scholfield and James R.
Scholfield request zone change from "LC" to "C" for the
West 125 feet of Lot 67, the East 2 feet of Lot 67, all

of Lot 68, the West 121 feet of Lot 69, the East 6 feet

of Lot 69, all of Lot 70, Linwood Acres, Sedgwick County,
Kansas, except portion taken for street. Generally located

at the northwest cornmer of Kellogg and Ellson.

GALBRAITH pointed out land use, zoning, and showed slides of
the general area. He reviewed the following staff report:

COMMENTS :

1. The followinyg items should be considered by the Planning
Commission in making findings of fact:
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The applicant is requesting a change of zoning from "LC"
Light Commercial to "C" Commercial for a tract of land
containing approximately 2.9 acres located at the north-
west corner of Kellogg and Ellson.

on July 22, 1969, the Board of Zoning Appeals considered a
request for an exception to establish a mobile home sales
lot on the east 383 feet of the area contained in this
application and approved the request. On August 22, 1972,
the Board considered a request for an exception to establish
a sales and rental lot for mobile homes, travel trailers,
motor homes and motor vehicles on the area contained in this
zone change request and approved the application.

The applicant now desires to utilize subject property as a
car storage lot and body shop and the body shop is a use
first permitted in the "C" zoning district.

This is an area on East Kellogg where requests for "C" zoning
have been looked on with favor in the past by the Planning
Commission and the City Commission.

A recommendation of approval by the Planning Commission
should be subject to replatting within one year from the
date of approval by the Board of City Commissioners to
provide for appropriate street right-of-way and building
setbacks, or the case be considered denied and closed; and
that the ordinance establishing the zoning not be published
until the plat has been recorded with the Register of Deeds.

GALBRAITH stated that there had been two previous Board of
Zoning Appeals cases granted on this site that did permit the
recreational vehicle sales type operation. He said that CPO
Council Area "H" recommended 5-0 that the applicaticn be approved,
and emphasized areas of concern. One of drainage, and appropriate
screening instead of a chainlink fence along the north.

LAKIN pointed out that there would be no requirement of
screening with the light commercial zoning to the north even
though developed as residential.

EVERETT FETTIS, attorney, representing the applicant, stated
that they would go along with staff comments.

There was no one present in opposition to the application.

MOTION: Having considered the factors as
contained in Policy Statement No. 10, the
character of highway uses and the existing
"C" zoning in the general area; I move that
we recommend to the governing body that
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this application be approved subject to
replatting within one year from the date
of approval by the Board of City Commis-
sioners to provide for appropriate street
right-of-way and building setbacks, or the
case be considered denied and closed; and
that the ordinance establishing the zoning
not be published until the plat has been
recorded with the Register of Deeds.
Bayouth moved, Lofton seconded, and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

Case No. Z-2249 - Thomas N. Tuttle requests zone change
from "AA" to "A" for Lot 8, Block 2, KELL HAWKINS ADDITION

to Sedgwick County, Kansas. Generally located at the

northeast corner of Doris and Newell.

GALBRAITH pointed out land use, zoning, and showed slides
of the general area. He reviewed the following staff report:

COMMENTS :

dhs The following items should be considered by the Planning
Commission in making findings of fact:

The applicant is requesting a change of zoning from "AA"
Single-family to "A" Two-family in order to construct a
duplex on subject property located at the northeast corner
of Doris and Newell.

There are a number of nonconforming uses in this general

area which were established prior to the area being annexed

to the City. Also, there are a sizeable number of undeveloped
lots scattered throughout the area.

This is an area where the Planning Commission and City
Commission have looked with favor on requests for "A"
zoning in the past.

GALBRAITH pointed out that this site is in an area where
the Planning Commission has favored duplex lots interspersed
throughout this neighborhood. He said that CPO Council Area "N"
recommended 6-3 that the applicetion be approved, and the staff
supports the application.

i s i

SAVINA announced that he would abstain from discussing and
voting on this item.
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There was no one present in opposition to the application.

MOTION: Having considered the factors as
contained in Policy Statement No. 10; the
character and zoning of the general area

and the recommendation of approval by

staff; I move that we recommend to the
governing body that this application be
approved. Gardner moved, Lofton seconded,
Savina abstained, and it carried unanimously.
Hennessy and Jones were absent. One vacancy.

21. Case No. 2Z-2250 - Steven Bahm requests zone change
from "B" to "BB" for Lots 96 and 98, on Market Street,
Munger's Original Town, now City of Wichita. Generally
located on the east side of Market, in an area between
Murdock an Stre

GALBRAITH pointed out land use, zoning, and showed slides
of the general area. He reviewed the following staff report:

COMMENTS :

Ta The following items should be considered by the Planning
Commission in making findings of fact:

The applicant is requesting a change from the "B" Multiple-
family District to the "BB" Office District for a tract of
land located on a major one-way street (Market).

This is an area where the Planning Commission and City
Commission have looked with favor on requests for "BB"
zoning in the past.

GALBRAITH stated that the staff supports this application
and recommended approval. CPO Council Area "L" voted 7-0 that
the application be denied, and recommended that the Planning
Department develop an updated zoning policy for the area, noting
the current residential character of the area. GALBRAITH said
that the staff believes that "BB" zoning is appropriate up to 9th
Street where "BB" zoning was previously approved on the northwest
corner.

ZELMA BAHM, representing the applicant, was present. There
was no one present in opposition.

MOTION: Having considered the factors as
contained in Policy Statement No. 10; the
character of the office uses to the west,
the nonresidential zoning classifications
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to the east, south and west, and the recom-
mendation of approval by staff; I move that
we recommend to the governing body that this
application be approved. Bayouth moved,
Gardner seconded and it carried unanimously.
Hennessy and Jones were absent. One vacancy.

Case No. Z-2251 - Robbins Realty, et al reguest zone
change from "AA" to "G" for all that part of the South-
west Quarter of Section 21, Township 28 South, Range 1
East lying East of the Riverside Drainage Ditch and
North of Riverside Third Addition. Generally located
between the Kansas Turnpike and the Riverside Drainage

Canal, in an area north of 53rd Street South.

GALBRAITH pointed out land use, zoning, and showed slides
of the general area. He reviewed the following staff report:

COMMENTS :

31 The following items should be considered by the Planning
Commission in making findings of fact:

The applicant is requesting a change of zoning from the
"AA" Single-family District to the "G" Mobile Home District
for an unplatted tract of land containing approximately 24.5
acres and proposed for a mobile home subdivision which will
only have immediate access to a major street (55th Street
South) by going south on Mosley.

As the result of a previous zone change request from "AA" to
"G", the land to the east between the Kansas Turnpike and
Hydraulic has been platted and is being developed as a mobile
home subdivision, the first of its kind in the City.

A recommendation of approval should be subject to the platting
of the property within one year from the date of approval by
the Board of City Commissioners, or the zone case be considered
denied and closed; and that the ordinance establishing the zone
change not be published until the plat has been recorded with
the Register of Deeds.

GALBRAITH stated that this particular piece of property
has problems of access from the north and west. He said that
some place in this mile line a bridge needed to be constructed
that would eventually provide for circulation back out to Broadway.
He said that this has been discussed with the applicant, and he is
agreeable to work towards that end of accomplishing a bridge in an
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appropriate location. The staff was in support of a mobile home
subdivision at this location, and he cited that across the Turnpike
from this area a site for a mobile home subdivision is also develop-
ing. He pointed out that drainage problems would be resolved at
the platting stage, and recommended approval of this request. CPO
Council Area "C" recommended 5-0 for approval of the request, and
stated some concerrs for access, improvement of Seneca and the
construction of a c:idge across the Riverside Drainage Canal.

LAKIN added that Broadway in this section currently is a
part of a State project to improve it to a four-lane facility
from 47th Street down to Haysville. He said that he would
expect to see a physical improvement there in the next two years.

RICHARD ROBINSON, one of the applicants, stated that the
prime reason they elected to go for a mobile home subdivision
in this area was that they were presently developing Robbins
Farm, and for the past four months they have received an average
of two calls a day from people wanting to buy lots to put mobile
homes on. He said that he understood that on Riverside Third
Addition to the south, the water mains and sewer lines were
presently going in, and a contract was let for the paving which
would bring street access to their property from the south.

MEDDON MOSS, representing Colonial Heights Assembly of
God Church, 5200 South Broadway, speaking in opposition, felt
that this change in zoning would not enhance the values of any
of the present properties that are developing in this section.
They felt that in a residential area, this type of proposal was
nonproductive because of the boats, two automobiles, and other
things that would congest the area. He said that they had long
range plans for a portion of their land on Mead just west of the
drainage ditch for single family dwellings for sort of a retire-
ment center for some of the elderly people of the Church. MOSS
said that he would hate to see a trailer park on a main collector
coming into the city and as an approach to their area.

MOTION: Having considered the factors as
contained in Policy Statement No. 10; the
character of the general area, the zoning
and uses of nearby properties, and the
length of time the property has remained
vacant as zoned; I move that we recommend
to the governing body that this application
be approved subject to the platting of the
property within one year from the date of
approval by the Board of City Commissioners,
or the zone case be considered denied and
closed; and that the ordinance establishing
the zone change not be published until the
plat has been recorded with the Register of
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Deeds. Savina moved, Lofton seconded and
it carried unanimously. Hennessy and Jones
were absent. One vacancy.

23a. Case No. DP-99 - Normandie Village Associates requests
Commercial Community Unit Plan on Lot 8, Block A, except
the south 125 feet of the west 125 feet, First Addition
to Woodlawn Village, and Parking Reserves A & B, Replat
of Lots 1 thru 7, Block A, First Addition to Woodlawn

Village, Wichita, Kansas. Generally located at the
northeast corner of Central and Wooawn.

Case No. 2-217Q0 - Normandie Village Associates requests
zZone change from "B" to "LC" for the south 300 feet of
Parking Reserve A, Replat of Lots 1 thru 7, Block A, First

Addition to Woodlawn Village. Generally located at the
northeast corner of Central and Woodlawn.

The Chairman announced that these two cases had been
withdrawn and closed at the request of the applicant.

24. Case No. DP-96 - Pebble Creek Company requests amendment
to Residential Community Unit Plan on all of Section 5,
T 27 S, R 2 E of the 6th P.M. except the following parcels:
Central Christian Addition to Wichita, Sedgwick County,
Kansas; AND ALSO: Central Christain Second Addition to
Wichita, Sedgwick County, Kansas; AND ALSO: The northeast
quarter of the northeast quarter, said Section 5, also
known as Government Lot l; AND ALSO: Beginning at the
point of intersection of the north right of way line of
21st Street North and the east right of way line of Rock
Road, said point being approximately 50 feet easterly and
30 feet northerly of the southwest corner of said Section
5; thence northerly along the east right of way line of
Rock Road bearing N 1° 01' 02" W, 765.00 feet; thence N 88°
58' 58" E, 400.00 feet; thence N 43° 58' 58" E, 150.00
feet; thence S 46° 01' 02" E, 495.00 feet; thence S 43°
58' 58" W, 150.00 feet; thence S 1° 01' 02" E, 416.61 feet
to the north right of way line of 21st Street North; thence
along said right of way line bearing S B89° 06' 26" W, 750.02
feet to the point of beginning; containing 13.484 acres,
more or less. AND ALSO: Beginning at the intersection of
the north right of way line of Twenty-First Street North and
the west right of way line of Webb Road; thence northerly
along said right of way line of Webb Road bearing N 0° 47'
16" W, 600.00 feet; thence S 89° 10' 54" W, 485.00 feet;
thence S 0° 47' 16" E, 600.00 feet to a point on the north
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right of way line of Twenty-First Street North; thence
easterly along said right of way line bearing N 89° 10' 54"
E, 485.00 feet to the point of beginning. All generally
located between 2lst and 29th Streets North, and between

R Road and Webb Road.

CHAMBERS pointed out land use, zoning, and showed slides

of the general area. He reviewed the following staff report:

COMMENTS :

1.

As permitted under the Residential C.U.P. provisions of the
zoning ordinance, the applicant has submitted an amended
residential development plan for review and recommendation
by the Planning Commission. In order for the Planning
Commission to recommend approval of a Residential C.U.P., it
must £ind specific evidence and facts showing that the
proposed development plan meets the following conditions:

a. That the wvalue of the buildings and the character of
the property adjoining the area included in such plan
will not be adversely affected.

That such plan is consistent with the intent and
purpose of this Chapter (238.04.190.A) to promote
public health, safety, morals and general welfare.

That the buildings shall be used only for residential
purposes and the usual accessory uses, such as auto-
mobile parking areas, garages and community activities,
including churches; and provided that an "LC" district
can be established through the regular channels.

That the average lot area per family contained in this
site, exclusive of the area occupied by streets, shall
be not less than the lot area per family required by the
district in which the development is located.

The amended C.U.P. proposes to relocate some parcel boundaries
and to increase densities on some parcels. The maximum number
of dwelling units illustrated for this area has been increased
from 854 units to 1541 units while the maximum number of units
permitted has been increased from 1,143 to 1856 units. This
is an increase in density from approximately 2.4 DU/net acre
to 3.9 DU/net acre. Several minor problems on the original
C.U.P., such as golf cart crossing public streets, have been
improved.

The agent for the applicant discovered an error in the Parcel
Descriptions for Parcels 6, 7, and 8. The number of permitted
dwelling units for these parcels does not reflect the number
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of lots shown on the development plan. The number of single-
family units for Parcel 6 should be 65; the number of single-
family units for Parcel 7 should be 55; and the number of zero
lot line units for Parcel 8 should be 65. Density figures with-
in these parcel descriptions will also have to be changed.
General Provisions 1 and 2 will have to be changed to reflect
the revised figures. S5taff has no objections to revising the
above figures, however MAPD should receive revised copies prior
to scheduling this case before the City Commission.

* WT%W_hmA_.-_;v:tw_ —agar——

staff has reservations about the lack of openings to Webb Road
from Parcel 3. 1If in the future, it is determined that an
opening is desired or needed, the C.U.P. would have to be
amended. Therefore staff would recommend that access control
along the east boundary of Parcel 3 be revised to show one
opening.

Should the Planning Commission determine that the proposed
development is appropriate and find the four conditions listed
in comment #1 have been satisfied, the following are recommended
conditions of approval:

a. Revised plans showing 65 single-family units for Parcel
6, 55 single-family units for Parcel 7, 65 zero lot line
units for Parcel 8; the changes in the density figures for
Parcels 6, 7 and 8; the changes to General Provisions 2
and 3; and showing one opening along the eastern boundary
of Parcel 3 shall be submitted to MAPD prior to scheduling
this case before the City Commission.

Platting of subject property within two years from the
date of approval by the Board of City Commissioners; or
the application be considered denied and closed.

The development of this property shall proceed in
accordance with the development plan as recommended

for approval by the Planning Commission and approved

by the governing body, and any substantial deviation

of the plan, as determined by the Superintendent of
Central Inspection and the Director of Planning, shall
constitute a violation of the building permit authorizing
construction of the proposed development.

Any major changes in this development plan shall be
resubmitted to the Planning Commission and to the City
Commission for its consideration.

The transfer of title of all or any portion of the land
included within the Community Unit Plan does not constitute
a termination of the plan or any portion thereof, but said




plan shall run with the land for residential development
and be binding upon the present owners, their successors
and assigns, unless amended.

CHAMBERS said that the primary reason for submitting this
amended C.U.P. was because the property had changed ownership
and the new owners have made some minor changes to parcel
boundaries and have increased some of the density figures per-
mitting a greater number of units.

BILL YUNG, Land Planner, representing the applicant, was
present.

There was no one present in opposition to the application.

MOTION: Having considered the factors as
cont ed in Policy Statement No. 10; the
general character and zoning of the area
and the recommendation of approval of staff:;
I move that we recommend to the governing
body that this application be approved
subject to the following conditions:

Revised plans showing 65 single-family units for Parcel 6,
55 single-family units for Parcel 7, 65 zero lot line units
for Parcel 8; the changes in the density figures for Parcels
6, 7 and 8; the changes to General Provisions 2 and 3; and
showing one opening along the eastern boundary of Parcel 3
shall be submitted to MAPD prior to scheduling this case
before the City Commission.

Platting of subject property within two years from the date
of approval by the Board of City Commissioners or the appli-
cation be considered denied and closed.

The development of this property shall proceed in accordance
with the development plan as recommended for approval by the
Planning Commission and approved by the governing body, and

any substantial deviation of the plan, as determined by the
Superintendent of Central Inspection and the Director of
Planning, shall constitute a violation of the building
permit authorizing construction of the proposed development.

Any major changes in this development plan shall be resub-
mitted to the Planning Commission and to the City Commission
for its consideration.

The transfer of title of all or any portion of the land
included within the Community Unit Plan does not consti-
tute a termination of the plan or any portion thereof,
but said plan shall run with the land for residential
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development and be binding upon the present owners, their
successors and assigns, unless amended.

Gardner moved, Savina seconded and it
carried unanimously. Hennessy and Jones
were absent. One vacancy.

Authorization to advertise "RC" Restricted Commercial
D

LAKIN stated that this item was on the agenda at the
request of Commissioner Savina. He said that at a couple of
the Commissioners' work session, staff had reviewed with them
the possibility of advertising an addition to the existing
zoning district categories and including a district called
"Restricted Commercial District" which is a cross between
light commercial and the office district. It does allow a
number of retail and service type uses that the "BB" district
does not have today. He said that this has not been sent outside
for the normal review procedures, and it was his belief that there
was a need and benefit to be derived from having such a district
in the ordinance, and at least it deserves a public hearing.

BAYOUTH asked Lakin to go into detail and explain exactly

what this new zoning classification was.

LAKIN said that first of all it was a new district to the
zoning classification. He perceived it to be handled much as
the "G" Mobile Home District, "R-5", "R-6" and "U" Districts
in that it becomes a new district for which people could apply
for. It would not change the existing "C" Commercial or "LC"
Light Commercial Districts, or the "BB" Districts, and would
no way change the zoning on any zoning map, such as changing
from one district category to another, unless the person would
want to apply. The District is basically designed for convenience
and service type uses in neighborhood areas. It could be utilized
under some of the strict zoning conditio and as an example,
on Hillside which is favored for "BB", this new district might
be appropriate where people are wanting to do some of the other
type of services, particularly in shell buildings, such as
beauty shops. He said that he sees the District being used in
neighborhood areas such as for flower shops, etc. The contents
of the District would be all of the office type uses, and would
allow residential uses in the "R-6" category, and would also allow
a number of retail uses, prime restriction being against the auto-
mobile oriented type things, such as service stations, carry-out
restaurants, and yet to be settled, the quik shops convenient
service, and the service station pump islands out in front as
opposed to the standard bay type service station. It also has
limitations on it concerning the maximum size of any given use.
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SAVINA said that he objected to holding a public hearing
without the full Commission voting on it for several reasons.
One of the reasons it would open the door to restricted zoning
classifications, direct discrimination against certain businesses
of being in a restricted zone where they would be forced to apply
for light commercial zoning, where all of this is covered now in
light commercial zoning. He felt that there could be another way
of performing this discriminatory zoning if a particular use was
objectionable, that maybe it could be handled through special
permits or C.U.P.'s. But to include all of these uses would
endanger the light commercial as known today, and open the door
for restricted uses, and the restrictions would continue on.

MARTENS felt it was wise to have the full Commission to
decide whether or not they wanted to have a public hearing, but
as he understood the Restricted Commercial classification, if
someone goes in under "LC" and would put in scme type of C.U.P.
where the neighborhood could be assured that there wasn't going
to be a tavern, fast food or convenience store, in effect its
the same thing. Whenever anyone comes in for "LC" all of the
neighbors are going to be opposed to it unless the applicant
would file some type of C.U.P. listing his use. The Restricted
Commercial simply gives them another zoning classification to
use. He does not see this as down zoning, just another classi-
fication where retail uses could be applied for.

GOEBEL pointed out a letter he had received that was supposed
to have been sent to the City Commission two years ago, that sug-
gested that they make some minor changes in some zoning classifi=-
cations and not come up with a new zoning ordinance.

BAYOUTHE stated that he did not know what the economic impact
would be on "LC" of having another zoning classification. The
C.U.P. as of now requires 6 acres and if it was changed to any
size and anyone who wanted to could submit a C.U.P. no matter
what the size, he didn't know how that would work.

LOFTON commented that he didn't see anything wrong with
the Restricted Commercial classification, and did not feel it
eliminated anything that they already had, and personally felt
that there would be a lot of problems eliminated if they had
such a district, and would help the community of knowing what
was going in their neighborhood. He said that this is the
reason that certain spots in this city have become blight areas
for that reason.

DAN FOLEY, President of Taco Tico, felt that it was com-
mendable that some action was taken to reduce the restriction
to business activity within a certain classification such as
"BB". It was his understanding that in order to expand one’
area, there is now proposed a restriction on another area.
Specifically, a category retail business which deals with "food
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operations, fast food, drive-ins, convenience stores, and taverns".
He felt it was highly discriminatory, and was a typical compro-
mise that was made in these types of government bodies to "benefit
some at the expense of others". He -ail that if they were going
to relax and give less restrictions to business activities, he
felt that was very commendable, but do it across the board. He
asked who owns the land, the government or the owner. FOLEY said
that he was opposed, and hopefully appealed to the Commission that
this classification was not needed and unnecessary, and should

not be brought to the public in terms of a hearing.

GARDNER asked if Foley had had an opportunity to read the
proposal.

FOLEY stated no, but felt it was premature to take it to
the public. He reminded the Commission that the food service
industries and convenient stores were being limited, and more,
they contribute a tremendous amount of money into the economy
in terms of employment and convenience to the consumer.

SHOOK speaking to Foley, that prior to Commissioner Gardner's
statement he made the statement that this should not be brought
before the public and that it was premature, SHOOK asked if it was
premature because the information was not available to the publie
or did he just not want to take it to the public.

FOLEY felt that if anything is brought to the public pre-
maturely, it should be based on an expansion or less restricted
"BB" classification, not a new added restriction to a certain
category of business.

RONALD CAZEL, 1617 West Harry, stated that the staff always
wants to know what an applicant wanted to put on his land, and
then the public gets involved. He pointed out that most of the
commercial buildings were started as speculation. He said that
he was opposed to anything more restrictive than they already
have.

GOEBEL stated that the staff's job was to recommend what
an applicant might get passed or not. He pointed out that they
are not wanting to take anything away from anyone, but to allow
a few people that don't need certain things to wedge in between
two districts. He felt the best thing to do was to let everyone
read the proposed ordinance to let everyone know what they were
trying to do.

CAZEL said that he does understand .imitation and felt
thats what Restricted Commercial was.

GARDNER asked Cazel if he had an opportunity to read the
proposal. CAZEL said no.
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BAYOUTH commented that there must be a way to get this
proposal to the people and felt there should be another meeting
to get more input from business itself. He suggested a deferral
for one month.

GARDNER commented that he did not think they were doing
anyone a favor in trying to discuss this until they had had an
opportunity to see what was being proposed one way or the other.
He said that his sentiments were strong in this area that before
it was drafted in a final form for a "public hearing" that at
least some kind of working format should be gotten out to the
concerned industries so that they can make appropriate comments
and provide some input to participate in the shaping of something
of this nature one way or the other. GARDNER said that presently
on applications for light commercial that are received, they are
being confronted with two options in locking at light commercial
applications. If there is strong neighborhood opposition, an
applicant for light commercial is being subjected to a 4/5ths
vote on the Commission bench and the option for that applicant
would be light commercial or something less, and right now that
something less was "BB" Office. He said that if "BB" is limited
to service uses and the prohibition of retail sales with the
exception of pharmacies is explicit, one does not have a retail
sales right in "BB" Office of any major proportion. Being given
the choice between no retail sales and a "BB" Office zoned
situation, or full retail sales capacity in light commercial is
a pretty tough choice and has left a lot of people sitting on
"BB" which is a very restricted use in terms of finances. The
Restricted Commercial that has been discussed thus far would
allow retail sales and would allow professional uses. It would
be exclusionary of some of the more objectionable elements that
seem to upset the neighborhood, such as fast foods, taverns, that
operate at longer hours than the neighborhood is accustomed to,
or that generate traffic, and it's not an attempt to be discrimi-
natory against those uses, but he felt that many of the Planning
Commissioners regard something between light commercial and "BB"
Office which does not allow any retail sales of any proportion
as being an improvement.

EDWARD BROAST, Counsel at Pizza Hut, commented that they
would support a motion to defer further discussions and give
all parties an opportunity to review some specific language to
determine whether it was objectionable or not.

MOTION: That this item be deferred for

30 days to give the parties that are
directly discriminated against a chance

to review it, and that an alternate form
of ordinance to get the same results at
the owner's option be explored, in the
manner of a C.U.P. or a special use permit.
Savina moved, Gardner seconded.
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GARDNER asked if it was possible to provide for some kind
of informal working session at which members of the public would
be present to provide their commentary as more of a working
session than a "public hearing".

LAKIN said that it could be arranged.

REVISED MOTION: That this item be deferred
and an informal working session be held in

the next six weeks so that an alternate form
of ordinance can be explored that would get
the same results at the owner's option, such
as using a C.U.P. or a special use permit, and
that copies of the proposed ordinance be
distributed so that the parties directly
discriminated against will have a chance to
review it prior to the working session. Savina
moved, Gardner seconded and it carried unani-
mously. Hennessy and Jones were absent. One
vacancy.

LAKIN stated that Friday some of the Planning Commissioners
were able to meet in a joint session with the Traffic Commission
as staff presented suggestions as to what could be done to improve
Kellogg east-west, particularly in the section from Roosevelt to
Woodlawn. LAKIN gave a synopsis of studies completed on East
Kellogg. He said there was currently a project yet to be com-
pleted at east end of the overpass with construction of a K-15
interchange. He said that to his knowledge the State and Federal
government had not programmed any Kellogg improvements east of
Roosevelt. LAKIN said that they were able to put staff profes-
sional engineers on this study and look at it from an engineering
standpoint, and not just as a planning concept. He said that
alternatives studied could improve conditions on East Kellogg in
the short range, and also the long range. LAKIN pointed out the
six options as: 1) do nothing; 2) prohibit left turns; 3) median
reversible lane; 4) widen to six lanes; 5) expressway with grade
separation; and 6) urban freeway. LAKIN mentioned that a freeway
was beyond the capacity of the City to pursue. At the moment
there is no money in the State Highway program for construction
or for a study. He said that things change over time, but even
where the interstate system in the United States is completed,
the money that now comes in, the initial thrust of the legislative
bodies has been to move it to other areas such as mass transit and
to large city rail transit systems. He said that he was more
interested in making some degree of improvement than staying
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with an infeasible long range planning solution. He felt that
the grade separation bridges could be incorporated into freeway
design, but that if they are built they will fix the freeway
alignment. He said that it has been shown that there is no
significant capacity problem at Bluff, and suggested that nothing
be done with the Bluff intersection until something significant
is constructed at Oliver.

BAYOUTH pointed out that everything except option 1 closes
Bluff.

LAKIN said not necessarily. Option 5 would not close Bluff.
LAKIN suggested that the Commission look toward 5, and try to
program expressway bridge structures at Oliver, Edgemoor and
Woodlawn.

PAUL GRAVES, Traffic Engineer, said that he believed that
there was a freeway in the future on Kellogg. He felt that
whatever they do on Kellogg between now and when the freeway
comes to pass should be done with the thinking that there would
be a freeway.

GOEBEL asked if the Planning Commission agreed with the
Traffic Commission recommendation, were they to sit and nurse
this thing along exactly like it is for 15 or 20 years.

GRAVES said that Traffic Engineering did not have enough
people to study Kellogg from one City limit to the other to
develop plans for ultimate freeway operation.

BILL McKINLEY, Traffic Engineering, said that the first
intersection that they looked at was Kellogg and Bluff, which
is presently a signalized intersection that operates with Bluff
having separate phases north and southbound. The average stop
delay for Kellogg traffic during the peak periods is 5 to 12
seconds. Improvements recommended for this intersection fall
into three categories; 1) immediate solution (installing
presence loops on Bluff with delay detection); 2) closing
the Kellogg medial at Bluff and remove traffic signal; and
3) conversion to freeway segment.

IIcKINLEY said that the next intersection looked at was
Kellogg and Oliver. Improvements for this section would be
adding protective permissive left turn signalization on Kellogg
for left turn bays, a gap reducing controller. The intermediate
solution would be to channelization Oliver at Kellogg. He said
that one proposal would be to shift the alignment of Oliver to
the east, thereby not buying any right of way on the west side,
but this would require right of way on the east side both north
and south of Kellogg. For the long range solution, they would
recommend an urban interchange and upgrading Kellogg to freeway
standards. =




The intersection at Kellogg and Edgemoor is presently
operating at Level of Service C which is an acceptable design
standard. McKINLEY said that the immediate solution for this
intersection would be to add protective permissive left turns
on all four approaches, upgrading the traffic controller and
detection system to be more traffic responsive, and the long
range solution would be the urban interchange and a Kellogg
freeway standard.

McKINLEY said that at the intersection of Kellogg and
Lexington, they would recommend as an immediate solution that
the school boundaries be adjusted so that the elementary bound-
aries divide on Kellogg and eliminate the need for children
crossing Kellogg; and if this can not be done, then a pedestrian
overpass should be constructed as a long range solution, when
Kellogg is constructed freeway standards.

The intersection at Kellogg and Woodlawn is presently
operating at Level of Service E with delays up to one minute
during the P.M. peak period. McKINLEY said that the immediate
solution would be to add protective permissive turns on Kellogg
and upgrade the traffic controller. The intermediate solution
would be to study the possibility of interconnecting the traffic
signals and adding left turn bays on Woodlawn to accommodate the
heavy left turn volumes from Woodlawn. He said that they would
recommend closing of the Kellogg frontage road on the south side
to eliminate the hazardous intersection a few feet south of the
signalized intersection of Kellogg and Woodlawn. The long range
solution would be to construct an urban interchange at Woodlawn
and Kellogg and upgrade Kellogg to freeway standards.

BAYOUTH said that he would like to accept the Traffic
Commission's recommendation, and asked how soon could this be
funded.

LAKIN stated that the funding of the immediate solutions
could be handled through their (Traffic Engineering's) opera-
tional budget.

GARDNER asked if these improvements were made a priority
and placed in the CIP, by when could they be implemented?

GRAVES felt the improvements could be accomplished in 1981.

MOTION: While the Planning Commission
recognizes the Traffic Commission's

formal action that Kellogg should ulti-
mately be upgraded to full freeway status;
but that the Planning Commission recommends
that the City direct its attention to short
term solutions that alleviate the problem
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of the more immediate nature. These solutions
include selective left turn prohibition during
peak traffic hours, and the upgrading of the
Bluff signals that anticipate Kellogg traffic
loading. The City should investigate the cost
and feasibility of Option 4B which is the
acquisition of an additional half lane each
side to provide a six lane total; that they
continue to solicit full freeway funding, and
that they investigate the intersection up-
grading that the Traffic Commission had
suggested. As an alternate to full freeway
funding being regarded as an intermediary
position. Gardner moved, Shook seconded.

MARTENS asked if Commissioner Gardner would consider an
amendment to the motion that would include opening up First
and Second Street as part of a wide range option, and allow
parking on one side of the street.

GARDNER said that he would consider that amendment.

SAVINA commented that the Traffic Commission has designated
the Bluff intersection as "C" standard which is acceptable. He
said that the Bluff signal provides a gap between the traffic
from Bluff to Oliver and lets the Oliver traffic move in these
gaps, and if the Bluff signal was eliminated, there would be a .
constant stream of traffic from Hillside to Oliver. He said
that he would like to see the motion amended to not eliminate
the Bluff signal.

GARDNER asked if Savina would be agreeable to altering the
signal trip mechanism to stop the traffic. SAVINA said that he
would be agreeable to that, but not to eliminate the signal as
long as it stays at Level of Service C. GARDNER said that he
would favor that amendment.

BAYOUTH felt that the Planning Commission should recommend
to the City Commission that Traffic Engineering be provided the
necessary resources to conduct a study for the improvement of
the Oliver, Edgemoor and Woodlawn intersections as soon as possible.

GRAVES stated that the Traffic Commission, at their special
meeting a few weeks ago, was talking about lst-2nd Street, and
would have an item on their agenda in September which was left
over from one of their prior year's meetings to consider a
recommendation to return lst and 2nd Streets to two-way streets
with no parking, remove the traffic signals at lst and Hillside
and Oliver, remove all stop signs. GRAVES said that if this was
done, then the atmosphere of a typical residential neighborhood
in Wichita would be created. GRAVES further stated that something
was said about prohibition of left turns at Kellogg, Oliver and
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Edgemoor, and he wanted to respond that it would not work. The
only way it would work would be with police manpower to stop the
left turns.,

GARDNER said that he differed with the opinion and that
probably the predominate response from motorists would be to
acknowledge the alteration of the signal and/or the turn
allowances. He said that from his experience of work in other
metropolitan areas, he would suggest on an interim basis, and
with the cost factors involved and the results being as poten-
tially high as they are, that they would be foolish not to at
least try it.

GOEBEL commented that he would hate for a future City
Commission to be so composed that they would load the Traffic
Commission with people from both sides of Kellogg and vote
it back to a residential street like they did 1st and 2nd
Streets.

GRAVES stated that Traffic Engineering makes to the

Planning and City Commissions their best recommendation, and

if they agree or disagree with those recommendations, the
Traffic Engineering Department had done their job. He said that
lst and 2nd Streets were residential status from Grove Street
east, and Traffic Engineering does not promote any change.

The streets now carry the same traffic volume that they have

for several years, and traffic volumes have not increased.

SAVINA asked if left turn signalization was included in the
master plan on Oliver.

LAKIN stated that their intermediate construction proposal
had left turns.

GARDNER stated that the left turn prohibitien, as far as he
was concerned, improves the traffic flow substantially, and felt
that the driving public would accommodate it; they certainly
accommodate the detours that are put up.

BAYOUTH recommended a deferral of this item until their
more detailed designs could be prepared.

LOFTON said that he agreed with everything that had been
said, but would like to comment that they should continue the
study by reviewing what other cities that have this problem
and see how they handled it. He was speaking of cities like
Denver and St. Louis, and felt that staff could get immediate
solutions by reviewing what other cities have done. He said
that he did not believe in inventing the wheel again when it
has already been invented.
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MOTION: That Commissioner Gardner adhere
to Mr. Graves fears, and change the motion
to allow left turn bays at the major inter-
sections or for signalization.

GARDNER explained that in accommodating the left turn pro-
hibitions he was making two suggestions. One was that Traffic
Engineering begin a selective left turn prohibition during peak
hours, even though he recognized that this might create some
problems, but that until they try it they would not have a firm
grasp of the impact. The second reason for accommodating left
turn signals at the intersections that are proposed for improve-
ment. This gives the ability in the future of fully accommodat-
ing left turns as well as two moving lanes of traffic through
the intersection, and the two are compatible.

VOTE ON THE ORIGINAL MOTION: It
carried unanimously. Hennessy and
Jones were absent. One vacancy.

The Chairman declared a five minute recess.

BAYOUTH was excused from the meeting.

DR 80-10 - Department of Redevelopment and Rehabilitation
requests review of the "Lincoln Neighborhood Plan".

LAKIN stated that he had made several comments to the
R&R staff about our concerns in the area of land use and zoning.
He had suggested to them some alternatives such as going back to
the neighborhood to see if they wanted to redo some of the plan,
or place it on the agenda and get some reaction from the Planning
Commission before they take these items back to the neighborhood.
LAKIN said that one of the areas he had concern in was the
redevelopment policy where development was limited to single
family residential, and the policy concerning conversions. He
said that he had no problem with strip zoning of Broadway and
Harry because it was self-evident, and he could understand their
opposition of strip zoning of other arterials like Main, Market
and St. Francis, and Lincoln.

MARTENS stated about two weeks ago they had a plan for a
northeast area, and now a plan for this area. He asked if it
was the intent to go through and plan each neighborhood.

LAKIN said that he would prefer a neighborhood or policy
plan or some detailing other than the broad brush type of land
use plan for the entire area.
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MARTENS said that when plans recommend strictly single
family housing in light of some of the vacant lots or lots
that need to be vacated and started over in an area that
is zoned for duplex and fourplex considering today's economic
times and the trend of housing, it totally baffles him that a
report like this could come out. He said that he was not
supportive of this plan because many of the findings were
incorrect and inaccurate and not in keeping with today's
economy.

e R e TR

GOEBEL agreed with Martens, either stop the neighborhood
plans or have them all at once.

GARDNER explained that various planning projects are funded
through the CDBG block grant monies, and in this instance, funds
are allocated for neighborhood planning within the Department of
Redevelopment and Rehabilitation.

In response to Commissioner Goebel, SHOOK stated that
Area "C" or the Southwest area was the first one to develop
one of these neighborhood plans, and he assured him that the
first plan did not get all that they were locking for. SHOOK
believed that there was a roll for the neighborhood to play
in attempting to set some sort of policy or guidelines in terms
of how they want to see their neighborhood in the future. They
have a sense of ownership in their neighborhood just as much as
the City at large. He felt that some of the hopes for what
would become of neighborhood planning would be helpful in the
processes that come to this Commission.

MARTENS said that he was not saying that neighborhoods
should not get together.

BILL WOMACK, Department of Redevelopment and Rehabilitation,
stated that in talking with most of the Task Force by phone, they
would be in agreement with the problem of single family housing
limitations under the residential land use recommendations. The
Task Force members do not anticipate getting a zone change from
multiple family to a more restrictive category, so they would be
in agreement with striking that item. Speaking to the vacant
parcels within the neighborhoed, the Task Force still feels that
single family housing is a big part of the Lincoln neighborhood
and would like to preserve as much of it as possible. The Task
Force would like for the Commission to recommend that single
family infill be encouraged by making loans available, not by
zone changes. He said that at the present time there is no
existing vacant land available, however, there is a future need
for a park, preferably west of Broadway. According to the Parks,
Open Space and Recreation Plan prepared by the Planning Depart-
ment, 12 additional acres of park was needed for the Lincoln
neighborhood in the future.
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MARTENS commented that Womack had mentioned earlier loans
for single family housing, and asked if he intended this to be
Federally subsidized loans. WOMACK said yes.

WOMACK continued that the plan was mainly concerned with the
stripping of commercial of Market and Main and other one-way
streets in the area. They were not concerned with Harry and
Broadway. They realized this was strip commercial and would stay
strip commercial. WOMACK said that mainly what they were concerned
with on screening was the commercial located on such streets as
Harry to depths of 250 feet. The sides and rears of *“hese com-
mercial outlets, they feel should be screened from residential
uses.

LOFTON was excused from the meeting.

GARDNER stated that he was having misgivings about adopting
something that calls for policies that elude to down zoning of
uses. Although down zoning might not be accomplished technically,
adoption of the document can create a precedent. He said that he
was disturbed about the approach to favoring single family over
other varieties of development which may be more energy efficient
and economically feasible in the area.

WOMACK said that the Task Force would like to see more
commercial located along Broadway, and was not referring to a

zone change.

LAKIN commented on the reuse of Broadway and Harry. His
assessment of it was that in comparing the amount of commercial
existing along the streets with the normal demand that 2,000
dwelling units would create for neighborhood commercial uses,
there would appear to be four or five times the amount that
could be utilized by the neighborhood only. If they recognize
the possibility that Broadway and Harry would not be down zoned,
then it has to be recognized that the buildings must be kept
full and, therefore, many of the commercial uses serve an area
much larger than the local neighborhoeod.

MOTION: That the Lincoln Neighborhood Plan
be received and filed, and indicate for the
record that there are some misgivings about
some of the recommendations, and that the
recommendations would be taken under advise-
ment before implementing them as a policy.
Gardner moved, Shook seconded.

MARTENS commented that he shared Commissioner Gardner's
concern, but he would oppose the motion because he didn't think
it was strong enough.
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GARDNER said that if Commissioner Martens wanted to propose
4 countermotion he would withdraw his motion with the consent of
the second. SHOOK consented.

MOTION: That the Lincoln Neighborhood

Plan be acknowledged as being received;

that the Commission issue a statement of
being very much alarmed at the method in
which the report was prepared, specifically
the small number of task force members in
relation to the total population of the
neighborhood; that the Commission is deeply
alarmed and concerned that this report appears
to be contradictory to a number of established
zoning policies to the land use in the area;
that the Commission views this type of report
as an unnecessary step given the regulatory
agencies that now exist, such as the Health
Department, Central Inspection, Police and
Fire Departments; and that the Commission is
very concerned that the plan for each
neighborhood is presented individually and
the Commission can not look at the total
picture when plans are presented in this
fashion. Martens moved, Savina seconded.

MARY WRIGHT, 1045 South Topeka, said that she felt kind of
shot down. sShe said that the purpose the task force had was to
improve their neighborhood, and she was deeply concerned. She
said that the neighborhood contains their homes, and they were
merely trying to upgrade it in some way. She said the thing that
disturbs her and a lot of other people was that several old homes
have four families living there and they are fire hazards. She
nor the task force had any objections to someone building duplexes.

GARDNER remarked that Mrs. Wright should not be offended by
their response, that it was not intended to be offensive. He
said that her concerns about the gquality of living and housing
for the neighborhood were very valid and probably if anything was
lacking at this point it would be an adequate explanation to her
as to how she could pursue achieving higher housing quality using
the existing agencies that Mr. Martens referred to that involve
themselves very specifically with those areas on multiple family
housing and townhousing where there are code violations, fire
hazards, health violations and things of this nature. Those
agencies can actively pursue and develop remedies to those
problems. He said that the Commission's concern was if they
adopt a policy that has not been aired within the neighborhood
that affects both owners and absentee owners, then they do people
an injustice assuming that they concur when in fact they do not.
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MARTENS commented that he recognized the time Mrs. Wright
had spent on the plan, and it seemed that his comments were
directed at her, but that was not the intent. He said that this
was the second neighborhood plan that he had seen, and while he
believed in her effort and supports her efforts, but from what he
had seen, given the overall picture, he felt this was the wrong
approach.

VOTE ON THE MOTION: It carried with a
vVote of 4 in favor (Martens, Savina,
Gardner, and Goebel), and 1 opposed
(shook). Hennessy, Jones, Bayouth and
Lofton were absent. One vacancy.

28. ‘"Transition Plan" for Handicapped Transportation - MTA
Board requesting endorsement.

ELMER KARSTENSEN, MTA Director, acknowledged Commissioner
Gardner's services on the task force that resulted in the
development of this plan. KARSTENSEN stated that this was a
transition from an inaccessible bus fleet to a fleet that has
51 percent accessibility at the peak hour service. He said
that there were 26 buses available equiped with the wheelchair
lift and have four more arriving between now and June 17. They
will have to have some additional wheelchair lift buses to meet
the full accessiblity requirement at 50 percent at peak hour.
There is a possibility of future expansion of services, that
now looks very real, because of energy shortages. He said that
they do have a situation where they will have to expect more use
of those buses although they are not cost effective. KARSTENSEN
said that they were under an obligation from the Federal
government which leaves him no option but to meet the 51 percent
accessibility during peak hours.

KARSTENSEN presented the three options. Option 1, would
comply with the 504 regulations by purchasing all buses with
wheelchair lifts; Option 2, having at least 50 percent of the
buses, during peak service hours equipped with wheelchair lifts,
and Option 3, to bring themselves up to the level of Section 504.
He said that he agreed fully with the recommendation that they
adopt Option 3. He encouraged the Commission to endorse the
plan as prepared and recommend the adoption of Option 3.

GOEBEL questioned the statement in the newspaper that the
buses did not handle the handicapped as well as the mini-vans
that had been used. He asked for Karstensen's analysis of the
statement.

KARSTENSEN said that he has to make the buses pay as much
as possible for the City of Wichita, and to do that he operated
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on a fixed route. Time would not permit him to take the bus

and drive off of the route to pick passengers up at the Timbers.
He mentioned that they did have a problem of loading the
Passengers on one of the lifts due to inexperience of the driver.

GOEBEL asked that during peak hours why can't they call § s
the mini-van buses.

KARSTENSEN said that they were meeting the demand and at
times were overloading their peak capacities now.

pped public by attempting
and the larger buses. He felt that
the STS services to be commended for the degree of service that it
provides, and felt it was substantially more cost effective and
efficient than the larger vehicles.

SAVINA asked if there was a record of how many handicapped
people rode the buses.

KARSTENSEN said the largest number they have had on any
given day was ten since they started to use the buses, then
they dropped to two per day.

L W P L

MOTION: That the Planning Commission
endorse the Transition Plan and recom-
mend Option 3. Savina moved, Gardner
seconded and it carried unanimously.
Hennessy, Jones, Bayouth and Lofton
were absent. One vacancy.

g
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The meeting adjourned at 5:55 p.m.

Robert A. Lakin
Secretary

State of Kansas) S
Sedgwick County)

I, Robert A. Lakin, Secretary of the Wi‘chita—Sedgwick County
Metropolitan Area Planning Commission, do hereby certify that the
foregoing copy of the minutes of the meeting of the Wichita-Sedgwick
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County Metropolitan Area Planning Commission, held on May 22,
1980, is a true and correct copy of the minutes officially approved
by such Commission.

Given under my hand and official seal this day of
. 1980.

Robert A. Laki. Secretary
Wichita-Sedgwick County Metropolitan
Area Planning Commission
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DEPARTMENT OF PUBLIC WORKS

TRAFFIC ENGINEERING DIVISION
CITY HALL — EIGHTH FLOOR

455 NOATH MAIN STREET
WICHITA, KANSAS 57202 June 30, 1980

(316) 208-4446

Mr. Fred Terry

Urban Traffic Engineer

Kansas Dept. of Transportation
State Office Building

Topeka, Kansas 66612

Dear Fred:

This is written to confirm the telephone conversation that Paul Taylor and I
had with you a few days ago regarding the traffic signals on East Kello g at
Bluff, Oliver, Edgemoor and Woodlawn. As we indicated, the City staff .nd
the City Commission are concerned about traffic flow on US-54 th: ugh Wichita
and are working to make what improvements we can on the existing ighway,
until other major improvements can be made.

At the June 17, 1980 City Commission meeting, the Commission heard several
alternatives from the City staff for making minor improvements at the four
intersections listed above. The Commission voted to approve the items iisted
below. Since that time we have met with the City Manager and prepared a
schedule for implementing these changes.

The City Manager requested that in early July we install protected/permissive
left-turn signals at the following locations:

1. The east < west approaches of Kellogg to Oliver

2. A1l four approaches at Kellogg and Edgemoor

3. The east and west approaches of Kellogg to Woodlawn

The protected/permissive left-turn signal would be a five-section signal (from
top to bottom) with a red ball, yellow ball, green ball, yellow left arrow and
green left arrow. If a car pulls into a left-turn bay on a red Tight, he would
get a green-left arrow when his turn came up. Later in the signal cycle, he
would be able to make a permissive-left turn on the green ball.

Around August 1, the Manager asked that we post No Left Turn signs on both the
Oliver and Woodlawn approaches to Kellogg. In addition, we would modify the
controllers to remove the existing split-phase feature that we have on both
Oliver and Woodlawn and now provide just asingle phase for both of those
streets. The split-phasc movements were provided previously because of the
volume of and difficulty in making left turns. Since left turns will now be pro-
hibited, the split-phase feature is no longer needed.
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The Manager also asked that we make improvements on the Bluff approaches

to Kellogg around September 1. This would consist of adding presence

detection on both the Bluff approaches, non-locking uemory and delay detectors.
This would permit the controller to forget cars that turn right on red. The
presence detection will also provide a Tittle more efficient operation on
Bluff. We have already somewhat reduced the maximum green time available to
Bluff in an civort to move more traffic on Kellogg. The Bluff approaches to
Kellogg are currently operated on two-split phases and will remain this way
because of geometrics at the intersection and previous neighborhood opposition.
The intersection will also remain posted for No Left Turns for the Kellogg
approaches to Bluff because of both geometrics and capacity reasons.

We are also going to investigate various methods of interconnecting the four
signals discussed above to provide east/west progression.

The City Manager also discussed with us the possibility of installing protected/
permissive left-turn signals at other locations on Kellogg. For various
reasons, I believe we all agreed that most of them would not be feasible. How-
ever, we did agree to study the current protected-left-turn signals on Kellogg
at the Dugan signal (by Shepler's), with the intent to hood the left-turn
signals on a trial basis and if that is successful, we would then remove the
left-turn signals completely.

The City Manager also asked that we gain extensive news mediz “overage of these
various changes to help them understand the various changes, .y they are being
made, when it will occur, alternate routes that might be used because of some
streets being posted No Left Turn, etc. We have talked with Dave Furnas, Public
Affairs Director, regarding the best way to get publicity for this. We plan to
advise him at the time each item is being implemented so that he can get some of
the news media to take picture: in the field of the work actually occurring and
perhaps before and after stories. He recommended that we not hold one major
news conference on this, as there would be too many things to explain at one
time and much of it would be forgotten before they are implemented. He also
thought we could gain considerably more coverage by working with the news

media as each item is implemented. By copy of this letter to Mr. Furnas, wve
are providing him with the general outline of the work that is planned to be
done so that he will be aware of the plans, although no release will be made

to the news media until the actual work is implemented.

Because the signal modifications are all on US-54, we are requesting KDOT's
concurrence in the items described above.

Sincgnely, f"
%ﬂf
PBG: tmc y

. Gp
City Traffic Engineer
(See Page 3 for Distribution)
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Distribution:

R. W. Bruggeman, Director of Public Works

E. H. Denton, City Manager

Robert Finch, Deputy City Manager

Ralph Peck, Traffic Maintenance Supv.

Vorace DeArmond, Signal Supv.

Robert Lakin, Dir. of Planning -~

Russell L. Brenner, Dir. of Administration
Dean Sellers, Acting City Engineer

Willard Stockwell, Chief Planner, Advance Plans
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: MINUTES OF THE STREETS, HIGHWAYS AND PUBLIC TRANSPORTATION COMMITTEE

- MEETING HELD ON TUESDAY, JUNE 24, 1880, 4: 00 P.M. IN THE CHAMBER OF COMMERCE
OARD OF DIRECTORS ROOM.

Present: James Biley, A, L. Clark, R, 8. Delameter, Thomas Dondlinger, Bruce Dyor,
Tim Haddad, Leon Jelinek, Carl Knop, Vince Mocre, Dick Price, Tom Ritchie, Sharon Ryan,
Ron Varrow

Staff: Noel Harney, Gerald Holman

Absent: Keith Anderson, Pete Arimnstrong,Heber Beardmore, Fred Berry, L. A, Casado,
Fay Eldredge, Noel Estep, Skip Foley, Jim Foster, Don Gragg, Jim Greir, Tom Hartman,
Theo Hiebert, Warren Johnson, Dan Kilby, Morris Krouse, Ray Reed, Jr., Howard Redburn,
E. H. Rowley, Bernard Ruddick, Jim Smith, Phil Snodgrass, Marlen Stevens, Bill Stockwell,
Jim Westbrooks, Tom Winters, Jerry Young

I. GALL TO ORDER. The mecting was ealled to order by Chairman Dondlinger at 4: 00 p.m.
1. BUSINESS

A. Overview of Ju 0 Mesting - Chairman Dondlinger gave an overview of the meeting
held on June 10 at which the Metropolitan Area Planning Department and Traffic Enginecring
personnel discussed many options for improving traffic on East Kellogg, Additionally,
- the City Commission action which was taken on June 17 was discussed. Chairman
Dondlinger indicated that the decision on long-range improvements for East Kellogg was
"erred to the siudy currently being conducted by the East/West Traflic Flow Task Force.

B Djscussiun/i\.'!oti_on_ - After considerable discussion regarding the information provided
by the City oi Wichita, the following five-part motion was made:

1. Planning for future streets and highways is of litile value unless additional funding
is obtained. As such, it is recommended that pesitive steps be taken toward developing
additional funding at local, state and federal levels.

2. Immediate improvements on East Kellogg should be to close the intersection at Bluff
and to synchronize traffic signals for east/west tralfic flow as the primary consideration.

3. The intermediate solution should be to channelize the inlersection at Oliver, Edgemoor
and Woodlawn in a manner compatible with construction of urban interchanges at these
three intersections. Channelization would be for both east/west and north/south traffic.

4. The long-range solution for improving traffic flow should be construction of urban
Interchanges at Oliver, Edgemcor and Woodlawn,

5. The ultimate goal for Kellogg should be a controlled access highway with grade
separations at critical intersections.,

s motion was seconded and vunanimously approved,

I, URNMENT . There being no further business, the meeting was adjourned at 5: 45 p.m.

t[ully nbmme

‘” B)Lfa* s

' Ger, c.ld . i-lolm‘an, Vice President




ol

/

& ~ e

THE CITY OF WICHITA
OFFICE OF CITY MANAGER DATE June 24, 1980

TO Administrators Addressed

sl (Y et
Q?ZZL “
FROM Robert G. Finch, Deputy City Manager ’Q‘, VJ
SUBJECT  East Kellogg Traffic Capacit

On June 17, 1980, the City Commission approved the City Manager's recommendation
for immediate improvements on East Kellogg (see agenda for June 17, 1980);
authorized the staff to develoo a mechanism for obtaining right-of-way at the
intersections of 07iver, Edgemoor and Woodlawn on an opportunity purchase /basis;
and referred the matter of intermediate and long-range improvements to the East-
West Traffic Flow Task Force for consideration in the Task Force's overall
report to be returned in January 1981, /./
On June 20, 1980, the City Manager met with members of the East-West/Traffic
Flow Task Force to implement the directives of the City Commission}./

rd

The following conclusions were reached at this meeting: A

Imnediate Actions to be Taken

1) Convert to Protected/Permissive (P/P) signals at OliVer and Woodiawn in
early July 1980, .

2) Remove left turns onto Kellogg at Oliver andloodlawn the First of
August 1980.

3) Install presenca loops with delay detection at Bluff in early September 1980,
4) Hood left turn at "Shepler's intepSection" at option of Traffic Engineer.

5) Graves is to arrange through}ﬁ%le or 3-If for a demonstration of a "black

box synchronizer", v

Right-of-tay Acouisi tion //

Public Works Engineering (Sg1lers) and MAPD (Funk) are to work together to
develop right-of-way for OTiver/Kellogg intersection based upon requirements for
a Flyover and an Urban Inferchange.

/

/
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Administrators Addressed
June .24, 1980
Page Two

East-West Traffic Flow Task Force (EWTF)

The EWTF is to present a status report on its study to the City Commission on
September 2, 1980, to obtain policy guidance.

Please be guided accordingly,

o=
=
Robert G, Finch
Deputy City Manager

RGF/pd

cc: R, W. Bruggeman, Director of Public Works
Robert A. Lakin, Director of Planning
Russell L. Brenner, Director of Administration
Dean Sellers, Acting City Engineer
Paul B. Graves, Traffic Engineer
Bi11 Stockwell, Chief Planner, Advance Plans
Paul Taylor, Assistant Traffic Engineer
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Kellogg Clog

By JACK McNEELY
Staff Writer

Stop-gap measuis . « relieve traffic congestion on Kellogg
between Bluff and Woodlawn were unanimously approved
Tuesday by the Wichita City Commission, and possible long-
term solutions were set aside for more study.

The commission voted 4 to 0, with Mayor Bob Knight absent,
to endorse three steps recommended by City' Manager Gene
Denton to increase the traffic-carrying capacity of Kellogg

ing big construction
projects. The three measures are:
® Banning left turns from Oliver
and Woodlawn onto Kellogg. There
are no lefi turn bays at Oliver and
Woodlawm. The idea is that banning
left turns would move north-south
traffic through intersections more
quickly, thus giving east-west traffic
on Kellogg more green-light time
during each cycle of the traffic

funds and if it stays in the highway-

A report discussing less-expensive
ways to move more traffic through
the Bluff-to-Woodlawn bottleneck was
referred to a staff task force that is to

study east-west traffic flow in the city.

The report listed such alternatives as
building a fifth lane in the median
strip, adding a lane to each side of

Kellogg and building relatively small |
traffic

interchanges to take

|
over north-south traffic at Oliver,
| ‘come housing units, limiting them to
| 'm0 more than 20 percent of an apart-

to develop a way to pay for right-of:

way that would be needed for inter-

changes at the busier intersections.

R

| voted on the plan.

A oK %
City Agrees
To Housing

Compromise
and

By KAREN ZWINGELBERG
Staff Writer

After three weeks of squabbling,
Wichita city commissioners agreed to
a compromise with federal officials
Tuesday, apparently ending threats of
a cutoff in federal funds that help
support several social programs.

On a 31 vote, with Commissioner
Connie Kennard opposed and Mayor
Bob- Knight absent, commissioners
approved amending the city's Hous-
ing Assistance Plan to meet federal

i . It was the third time in
three weeks that commissioners have

The Assistance Plan,

Housing

| which details how the city intends to
| provide housing for low-income resi-
| dents, is a prerequisite for receiving
| federal  Community Development

Block Grant money. That money, dis- .
has | tributed each July 1, helps support
| such programs as Meals on Wheels,

Big Brothers-Big Sisters, urban re-
newal and senior citizens' centers.

‘g;d:ila is expecting $4.6 million in

Housing and Urban Dev re-
gional office in Kansas City, Mo., had
said an unacceptable housing plan
“‘could be the basis for disapproval or
ﬁmion" of the city’s CDBG alloca-

The city wants (o scatter low-in-

ment project or to no more than one

single-family unit per block. HUD

originally wanted the right to build a

low-income housing project if the city
(See CITY, 3C, Col. 2)
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A bus that pulls another carload of people
was tested in Wichita Tuesday by the com-
‘pany that plans to market it in early 1981.
Chance Manufacturing Co. Inc. says the
two-car bus can carry 55 passengers during

Two Aré Better Than One

b)13/g0

Stati Photo by Dave Willlams.

rush hour, and the towing car can carry 25 at
other times. Chance says it expects toprove
the two-car bus uses less fuel than would a
one-car'bus carrying the same number of

passengers.

Federal Threats Apparently Calmed

City Agrees to Housing Compromise

« From Page 1C

and senators how opposed nﬁyearﬂmy’llgoevmlurﬂm.“ln
said.

No doubt the INS is on solid legaall‘grﬂn'-d in

so depriving the people of Sedan/and in deny- B

ing entry into the United States ula thedoctor’s  _ tince He hai

son.

refugees have been
shores on humanitarian grounds — as they

\
But the action is inconsistent. ousands of
admitted to American [y him for a per

aminations and i¢
he can pass the e

time as he does

should have been. But for the + part they  allamed. o
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C-ity; ~commission Meeting . .

June 17, 1980

ITEM #5 Continued

In order to complete the transaction, it is necessary that the Commission adopt an
ordinance which accepts and approves the resignation of Kansas State Bank and Trust
Company as Trustee and paying agent for the City and appoints and designates
Southwest National Bank to serve as successor Trustee and paying agent for the
bonds.

It is recommended that the Commission approve the ordinance.

ACTION: Place the ordinance on first reading.

NOTE: The following is scheduled from 1:00 p.m. to 1:30 p.m.
PARTICIPATION IN DEMCMSTRATION OF CHANCE MINIBUS WITH TRAILER.

The Commissioners have been invited by the Metropolitan Transit Authority to ride
on a minibus with trailer, The unit will be in service in Wichita in June-July
on a test basis. The bus will be at City Hall at 1:00 p.m. The Commissioners
will return at approximately 1:30 p.m.

ACTION: No action necessary.

NOTE: The following item is scheduled for 1:30 p.m.
REPORT ON THE STUDY OF ALTERNATIVES TO INCREASE CAPACITY ON EAST KELLOGG AVENUE.

It has been determined that present traffic volumes on Kellogg exceed the design
capacity at several locations, in particular at Oliver and at Woodlawn. Volumes
are at capacity at Bluff and Edgemoor. Since capacity has been reached and
increases in traffic volumes are expected, it is imperative that the traffic
carrying capacity of Kellogg be increased in order that future congestion levels
can be minimized.

The study which was conducted by the Planning Department with the assistance of a
Federal Highway Administration Trainee examines six (6) options:

Do Nothing

Prohibit left turns at intersections
Construct reversible lane in existing medmn
Add two lanes to existing facility

Thru-lane grade separations

Six-lane freeway

The Study was presented at a joint meeting (informal session) of the Planning
Commission and the Traffic Commission. Each Commission then placed the item

on their respective agenda for formal consideration. Copies of the reports along
with a summary of the recommendations have oeen provided the Commissioners.

Although there is no overall consensus recommendation, there appears to be general
agreement in the areas of short term improvements, Therefore, the City Manager

. T e
recommends 4_ )
1) Imdiatehnprovemnts be made to Kellogg to include:

a. elimination of left turns at any intersections where there are no left
turn bays or appropriate signalization;

b. protective-permissive left-turn signalization be added and the traffic
controller and detection system at Oliver, Edgemoor and Woodlawn be
improved;
installation of presence loops on Bluff with delay detection.
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City Commission Meeting . .
June 17, 1980

ITEM #7 Continued

—_—

2) The Commission determine that Kellogg be upgraded by using thru-lane grade
separations and staff be authorized to develop a mechanism whereby property
for future right-of-way needs at the intersections of 0liver, Edgemoor and
Woodlawn may be purchased by the City on an opportunity purchase basis.

The reports and recommendations be referred to the East-West Traffic Flow
Task Force for development of intermediate and long-range improvement plans to
include consideration of plans for interconnected signals, grade separation
structures and widening and channelization of intersections.

Representatives of the Planning Department and Traff
available to answer questions.

ACTION: Approve the plans for immediate improvements;

Authorize staff to develop a mechanism to
obtain right-of-way at the intersections of
Oliver, Edgemoor and Woodlawn on an opportunity
purchase basis;

Refer the matter to the East-West Traffic
Flow Task Force for development of intermediate
and long range improvement plans to be
eturned by January 1981, as part of_th
Force overall report.

TRAFFIC COMMISSION MINUTES OF MAY 21, 1980.

Proposed Realignment of McLean Boulevard - Douglas to Seneca

The Traffic Commission recommends that the Commission look with favor upon the
realignment of McLean Boulevard south of Douglas to a point west of Seneca with the
projected development along the Big Arkansas riverbank.

Interim Report on East Kelloggq from Hillside to Armour

This item will be considered in connection with the preceding East Kellogg study.

Reguest for the Installation of "No Parking Any Time" Requlations on the East Side
of Glendale from Kellogg South to the Eilerts Intersection

The Traffic Commission recommends that the request for "No Parking Any Time" be
denied. The Traffic Commission recommends instead that the alternate request that
parking be vacated (prohibited) along the property (self-service car wash) at
Kellogg and Glendale.

Traffic Signal Operation at Kellogg at Bonnie Brae/Mansfield

The Traffic Commission recommends that the original signal be reinstalled as soon
as possible and any studies made regarding the intersection be done after the
signal is reinstalled.

ACTION: Approve and file the minutes and authorize
administrative staff to implement the
recommendations.
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"WICHITA-SEDGWICK co‘m.v .

-METROPOLITAN AREA PLANNING BIPAR'I'HI‘I'I‘ :

_-' E. H. Denton, l:i:y' l!miagar
Robert A. Lakin, Director of' le.'l_.ng

GRADE SEPARATION STRUCTURES FOR KELLOGG AT OLIVER, WOODLAWN AND
EDGEMOOR i o : 5

Attached is a Civil Engineering article forwarded to us by
- Spence Delamater. The "flyovers" discussed in the article are
the type of structures we have envisioned for East Kellogg as
opposed to the high design type urban interchange planned for
Kallogg and West Street intersection. I have highlighted some
of the more important points in the article.

- Hopefully, the "flyovers" described in the article could
ba constructed within the existing right-of-way thereby reducing
the cost and the property acquisition and relocation problems.
Some right-of-way may still have to be acquired at Oliver in
particular. ; L
My staff’s position is, and I agree, that the City should
retain a consultant to conduct a preliminary design study to
- determine the feasibility and cost of a "flyover" type structure
. at Oliver. If it is feasible then we could program the project
and possibly have the project undervay in 3-5 years.

Bobert A. Lakin =
Director of Planning

RAL:MLF:th

Attachment

cc: . Dean Sellers, Acting City Engineer
Paul Graves, Traffic Engineer
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The fly-over:
it unclogs

“ urban traffic
in a hurry

How much gas could motorlists
save if they were able to avoid red
lights? Quite a bit. If you think
avolding red lights In city
Intersections ls next to
Impossible, maybe you haven't
heard about the fly-over, a low-
cost, pre-fab overpass that could
help alleviate both our traffic and
our energy crunch.

WILLIAM W. PLEASANTS, P.E., M. ASCE
Engineering Consultant
Bethel, Delaware

YOU'RE DRIVING TO WORK. You are
sleepy, hungry, and late. Your car is cold,
the engine is rough, and the glass is
fogged up. You come to an intersection,
and the light turns red, You wait. . . 15
seconds . . . 30 . , . 60. And you wish
that your car had wings so you could just
fly over the intersection and gel to work
on time.

Well, some European citics have found
an answer, not with wings, but with
bridges called fly-overs.

We in the States have spent hundreds
of billions on interstatcs, expressways,
1ol roads, bridges, and tunncls to enable
our intercity highway users lo enjoy nor-

stop travel. But non-stop travel in urban
areas, despite the best intentions of urban
freeway planners, seems always just be-
yond our reach,

We have limited oursclves to 55 mph to
conserve motor fuel. But every time we
are stuck al a red light we ask ourselves,
“If we're really trying to conserve fuel,
why am 1 sitting here burning it up an
not even moving?" Worse still, when the
light turns green, we burn a lot mureﬂg
having to accelerate back up to cruis
speed.

If non-st . travel Is worth spending
hundreds of billions on for intercity traf-
fic, then so is the effort to reduce the
number of stops on all of our highways.
Major roads with unlimited nccess make
up & far greater percentage of total high-
way miles than do our expensive supers
highways, yet we have permitted most of
them to be obstructed with traffic signals
that waste fuel.

The obvious answer is to clevate one
stream of cars over the others, Grade sep-

A four-lana fiy-over gracelully spans en
Intersection in Caracas, Venezuela. It was bullt
by the Belglan frm, Nobels-Peelman. In jolnt
ventura with an American manufacturer, the
Belglans are now Irying o market fiy-overs in
the LS.
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aration is the name we use, but the stan-  The European alternative natives to traffic signals. They have found
dard designs imposed by the highway by experience that lighter and more effi-

. establishment are 50 expensive in terms of The Europeans have been through in-  cient cars are not the whole answer and
dollars, time required, destruction of pri- numerable shortages of motor fucl and have developed a whale new technology

v vate property, and disruption of normal have designed cars that usc far less than  for building lightweight, low-cost, pre-
traffic flow, that we build rlatively few  ours. What is not so well known is the fabricated, structural steel grade separa-

of them, progress they have made in finding alter-  tion structures that can be super-imposed
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Belgian engineering consultant Ar-
nold A. Bagon has designed a ﬂy—over

Painless birth of an urban bridge

nance.
o It must be an agreeable sight, to
allow har i set-up on the site

that s attractive and, app Iy,
chioaper than anyone else's, Two have
been bullt in Brussels, and more are
planned. The first of these, called
AB-1, Is described below. It was built
in 1975 for only $18.58[fY, using
mostly standardized paris—about
half the cost of its nearest competitor.
One reason it’s so lis prob-

and avoid esthetic pollution, (It should
be remembered that an urban bridge
is never considered a real plus but,
rather, a necessity to be endured.)
® And the bridge must nccomplish all
this at a reasonable price.
All these qualities are, 1 believe,
bined in the AB bridge. AB-1,

ably the substitution of a precast con-
crete roadway for the more costly
epoxy-coated steel girder deck used
by some competitors. Bagon writes:
There are several basic require-
ments of a fy-over:
® First, work must in no way interfere
with the traffic flow. Therefore there
is & need for time-saving construction
that will span the traffic in a few
hours.
e Whenever one comes upon an un-
derground obstacle such as water
mains, gas ducts or electricity and
telephone cables, one must be able to
modify the location of the correspond-
ing column without affecting the
structure.
® If there is an eventual need to add
one or two traffic lanes or more, this
improvement will have to be carried
out without holding up traffic on the
existing lanes, Or, if the city may
eventually wish to dismantle the
bridge and re-use it elsewhere, this
should be possible without great effort
or expense.
o The bridge must be of sturdy design
and require a minimum of mainte-

Civil Engineering-ASCE  May 1880

completed in February 1975, was
erected in approximately a week. It
has the qualities of a permanent bridge
but may be dismantled in case of need,
It requires no unusual maintenance,
There are no joints on the bridge
itself; expansion joints are located on
entry and exit sides of the structure,
And its construction impeded the flow
of traffic hardly at all.

When the decision to build such a
bridge is made, there are first prelimi-
nary operations. One must decide on
the lay-out of the bridge, reconnoiter
the foundation ground and possible
underground obstacles, dislodge them,
and finally lay the foundation, These
operations generally take two or three
months.

Once the studies and preliminary
work are completed, all parts of the
bridge have to be brought to the site.
From that moment on, about eight
days are required for the erection of
the bridge. But that does not mean
eight days of traffic interruption. For
AB-1, traffic on the lane to be passed
over was held up for a mere four hours
one night from midnight to 4:00

A.M.—the time required to place the
melal structure on the foundations,
After that, work went on quietly aloft,
without the slightest hindrance to the
traffic below,

The foundation Is of a conventionial
design. Foundation slabs are cast on
site (on pilings, if necessary). Col-
umns and cross-beams dre pre-fabri-
cated, The superstructure consits of a
judicious combination of steel and
concrete, Each traffic lane is sup-
ported by a group of two braced
beams. Longitudinally, the steel struc-
ture is continuous, and the different
metal sections are arranged in such a
way 88 to locate the joints at the points
of lowest bending moment. Continuity
is obtained by means of steel cover-
plates with high-strength bolts,

Neoprene plates are provided be-
tween the precast concrete slabs and
the steel, with the specification that
the thickness of the plates be greater
than the total of tolerances of the slabs
and the beams. The plates act as shock
absorbers. Furthermore, slabs are not
simply placed onto the béams, they are
strongly fastened. Generally, pre-fab
designs are characterizéd by a stack-
ing of pieces one upon the other with a
high amount of idle joints. This Is par-
ticularly true for pre-fab bridges in
pre-stressed concrete. The AB bridge
breaks with this passive tradition.
Here, by contrast, the approach is an
active one. The different beam sec-
tions are assembled in such a way a8 to
create a continuous girder, The con-
crete slabs do not simply rest upon the

(1) AB Bridge 1
{named for its
designer) In
Brussels, Balghum
wan insugurated in
February 1875 It
provides hrbs

trafho iahie over &
Intersection.

1411 1 (430 m).
The mefal
supsrsiructure
was securéd in
four hours.
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over an older, overloaded intersection.

* After a few months of planning, design,

site preparation, and fabrication of the
standardized components, they can con-
struct one of these fly-overs in a matter of
days.

Our grade separation structures are

metal structure but are tightly fas-
tened to it.

Immediately after the placing of the
slabs and the border elements, the
bituminous road surface is applied and
the bridge is ready for service. AB-1
has been In service for more than 34
years without the slightest cracking or
crazing being observed in the road
surface.

monuments to the demands of heavy-
weight, high-speed trucks that must have
maximum weight, minimum grade, and
maximum clearance characteristics. Eu-
ropeans, on the other hand, have come to
realize that if they can provide an cle-
vated traffic lane just for the glut of cars,

Another important aspect of the AB
bridge is the very high degree of stan-
dardization, from the hot-rolled
beams to the reinforced concrete
slabs, which are all identical and inter-
changeable, to the accessories, bolts,
washers, and clips, all of which are
likewise identical. One can roughly
say that, with good organization, time
elapsed between the decision to build

the excluded trucks and busses can make
better time.

Often the building of overpasses is
opposed by private businesses in the area,
but fy-overs meet with less resistance
because they are built in the center of the
cxisting highway's right-of-way.

an urban Ay-over and Its coming Intd
service mdy ba reduced to three {0
four months. 1

M, Bapon heads & consiliing proeiles in Bekds
sels, After World War I, f.' desipned some 9 1
beddged In Lissemboting 10 peplace thobe ihai hedl '
bnndo;rr:yd 2::7- thinm, he has ‘l'l:nﬂn L]
wrban bridges, jgning some the larest
bridges (n Belgtum. b

May 1980 Civil Engineering-ASCE




With financial assistance from the Ger-
man Marshall Fund, I took a three-week
tour of England, France, and Germany to
study this new technology. Initially, fly-
. overs were dismissed as temporary expe-

dients to handle traffic in highly con-
gested areas during construction of super-
highways. One writer put them in the
same category as cranes and concrete

After a few months of planning,
design, site preparation, and
fabrication of the standardized
components, they can construct
one of these fly-overs in a
matter of days.

mixers—equipment 1o serve the con-
struction phase. Tell that to the City of
Hannover, Germany, where a fly-over is
shown prominently on the official city
map!

The French Compagnie Francaise
d'Entreprises Melalliques, one of Eu-
rope's largest steel companies, has a
booming business in fly-overs. They build
the most fly-overs in the fastest time and
for the lowest cost of any European pro-
ducer. The firm's estimate of only
$48.75/f1*, compared 1o its British com-
petitor’s $70/11? and the Germans® $106/
M2, reflects C.F.E.M.'s greater volume,

Fig. 1. Al the enlrance
to London's Chiswick
fy-over, the car just
under tha sign has
Just made & decision
fa move fa the righ!
and use the fy-over
Instead of staying al
ground lavel and
going through the
traffic circle, (Nofe
that traffic In Britain
moves lo the lelt.)

74  civil Englnesring-ASCE  May 1980
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Intersections without tears

Here's an example of why fly-overs
are so cffective at unclogging intersec-
tions. At a typical intersection with
two lanes of traffic in both dircctions,
a left turn proceeding from any turn
lane can potentially encounter 4 points
of conflict, for a total of 16 potential

AW taattic at
wound level

degree of standardization, and degree of
pre-fabrication. And they are able 10 con-
struct 1k “Autopont” bridge at the
breakneck speed of 12 spans in a single
shift. Jacques Compagnion, who is large-
ly responsible for developing C By
fly-over business, says the firm has built
190 of these structures in France, Egypt,
Yugoslavia, Germany, Algeria, Venezue-
la, Argentina, and Saudi Arabia.

points of conflict in the intersection.
Those are only the points of conflict
caused by those vehicles making left
turns. But if two lanes of straight-
ahead traffic are elevated by a fly-
over, the number of potential points of
conflict is reduced to 8.

Lases 783
elenled
by Ty-aver

C.F.E.M. presently produces components
at the rate of two spans a day in onc of
their fabricating plan

One of the most in sting develop-
ments in France is the “diversion tunnel”
constructed under and around the Arc de
Triomphe in Paris. The site is the scene of
some of the most legendary traffic jams
in the world. Two lanes moving in the
sume direction now divert 2200 per hour
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of straight-ahead traffic through the tun-
nel which would otherwise needlessly
congest the traffic circle. Although it
does not use a fly-over, it is an outstand-
ing example of the kind of solution typi-
cally provided by a fly-over, namely cre-
ating one or two lanes of
relief.

An English example
According to G. D. Cochrane, *

fab-
ricated fly-overs in England have reccived

the unfortunate title of temporary struc-
tures.” This is, he says, thoroughly mis-
leading. Cochrane is chiel designer for
Braithwaite & Co. Structural Lid., which
markels a fly-over system called the “Fli
way", Its system is designed for a life of
120 years, 10 the latest codes of practice
relating to permanent bridgework. If the
system were to be used in the U. S,,
Cochrane says, he would re-design where
possible to take advantage of the slightly
lighter loading standards of the American
Association of State Highway and Trans-
portation Officials (AASHTO).

One of the most spectacular applica-
tions of fly-over technology is a structure
built ever the Hogarth roundabout (traf-
fic circle) at Chiswick in the borough of
Hounslow, London (Figs. | and 2), The
ingenious design consists of two graceful
horizontal curves, one about 30 degrees
to the left and apother about 90 degrees
to the right, which are designed to pick
up the cross-traffic and redirect it onto
the highway into London.

The British have compiled some im-
pressive energy statistics on the use of
fly-overs. A study recently completed in
Glasgow, Scotland on the costly effects of
stop-and-go driving shows that, by climi-
nating stops and increasing average speed
from 18 to 50 mph, a 9% saving in motor

Our standard designs for grade
#eparations require so much
space that they are oul of the
question when business

e e ekvrack

Eflesnere A4 westbound
10 Heathiow aispoet

Geeat Chestsey Rasd
A-316 from (he south

Cars only?

Should Ay-overs be strong enough to
handle the heaviest truck, or should the
cost be reduced by making them strong
enough for cars only? The fly-over at
Chiswick, England, has a sign over the
cntrance that reads, “Limit 3 Tons.” In
practice, however, trucks of larger size
use it, and there is no effort made to
enforce the three-ton limit. Local author-
ities apparently reason that the load for
which the bridge is designed is created by
a traffic jam of cars bumper to bumper
and that an infrequent heavy truck would
not exceed this figure. The chances of
heavy trucks lining up bumper to bumper
are minimal.

Another aspect of “'cars versus trucks”
is the matter of ramp slope. In Europe,
they seem 1o have settled on a range of
6% to 8%, which is 3 to 5% over the slope
that heavy trucks prefer and which U, S,
road builders cater to. Ramp slope is a
major factor in determining overall
length, and therefore overall cost. On the
other hand, the Europeans don't go to the
other extreme of 12%, used in some park-
ing garages. The 6 to 8% range represents
a middle course and is based primarily on
Europe's éxperience with maintenance of

de "
the price of land.

fuel consumption was accomplished.

In the U.S, we know that EPA ratings
on new cars show a 40% greater rate of
fuel consumption for city, or stop-and-ga
driving. The Highway Users Federation
for Safety and Mobility, a national trade
association whose members are users of
highways who profit from the movement
of goods and people (including vehicle
and tire manufacturers), has conducted
research showing that stop-and-go driv-
ing in highly congested traffic can reduce
a car's fugl consumption by as much as
100%.

2 on steeper slopes.
The quick fix

Our urban planners cannot dictate
where businesses such as restaurants, ho-
tels or shops will locate, no matter how
much traffic they may wind up gener-
ating. What we need—and what Europe
has developed—is a solution that can be
applicd when traffic problems become
serious. Our standard designs for grade
separalions require so much space that
they are out of the question when busi-
ness development has skyrocketed the
price of land. The European fly-over can
be easily applicd to our older, overloaded
intersections—after they have become
overloaded, and without wiping out the
prosperous businesses that attracted the

Fig. 2. Rather than
stop the heavy
flow of tralfic
headed from
London to
Haathrow Alrport
(left), the Hy-over
permils right-turn
tratfic (the
equivalant of our
lefi-iurn tratfc) to
merge smoothly
into eastbound
teatfic (right).

Geeat West Road A4
eastbound Io London

traffic.

The State of Delaware is overrun with
out-of-state traffic, both truckers and va-
cationers, who choke local intersections
that weren't designed 1o accommodate
them; the problem is especially critical in
Dover. Now a co-operative effort is un-
derway with FHwWA, US-DOT, the Dela-
ware Division of Highways, and the Dela-
ware Socicty of Professional Engineers to
seck funds from the State legislature to
make a feasibility study of possible appli-

4 of fly-overs to one of several criti-
cal intersections in the State. Governor
DuPont and Senator Roth are supportive
of this effort.

To get moving here in the U.S. we will
have to modify current design policies of
the FHwA that do not permit usc of these
structures, We could invite a European

p lo ad ation
unit in the U.S. so that we may better
evaluate fly-overs under actual domestic
traffic conditions. At least one European
manufacturer, the Belgian firm Nobels-
Kline, Ltd., has set up shop in this coun-
try to see if they can't scll us fly-overs
(their offices are in Columbia, S.C.). If
State highway departments could pur-
chase fly-overs from manufacturers with-
out a lot of federal red tape, we could
have & cosi-effective alternative to enep-
gy-wasteful traffic signals. Q

Bill Pleasants has had a long and varied career ara
Structural engineer. As construction manager for
RCA, he was in charge of construction of the large
antennas for the Ballistic Missile Early Warning
System in England and the Arciic. He then became
chief engineer of the National Radic Asironamy
Observaiory, where he was involved In design and
consiruction of large radio telescopes. In the field of
highway design and consiruc-
tion, ke was Caribbean Area
Manager for T.AM.S. Pleas-
ants holds three US. and two
British patenis for grade sepa-
ration siructures. He i3 cur-
renily chairman of the energy
committee of the Delaware
Society of Professional Engi-
neers,

Moy 1880 Civil Engineering-ASCE 75




admin. * adv. plans

(] stockwsll
. ﬁ!unh
1 shen

Diakin
Olwalter
0 eubanks
Orhanson
O nelson, v
[lakin, e

m:___.f,ﬂy?A date: Jf

(] losew
] apodaca
curfman

(] henderson(] reed

[ brothers
1 peters
Jeraig

harnes

schafer
{1 brown
(1 butler
(] huggins

graphics: i2ic)

! plerce
stafford
garland
pate

crook

{1 torinash

1 chamb
bechtel’
mefaddi

] swander

-

cur. plans
[ galbralth
Clytle
[ young
[ meek
] shirkey

1 newby

CImitchell
[lane
3 kohl

1 hart
1 covert
[Jcoppel
11 dobson {1 beebe
(] alivarez Cl syal

o} ] davis

(] sansing
[1johns
Elmiller
[] patrick
[] walson
] krenning
rojas

i commer
vinson

note & retufn
) handle
all staff

signature

library

information
) files




TR ) ST e e

MINUTES OF THE STREETS , HIGHWAYS AND PUBLIC TRANSPORTATION COMMITTEE
MEETING HELD ON TUESDAY, JUNE 10, 1980, 4:00 P.M. IN THE CHAMBER OF COMMERCE
BOARD OF DIRECTORS ROOM

Present: Keith Anderson, L. A. Casado, Tom Hartman, Leon Jelinek, Warren Johnson,
Dan Kilby, Carl Knop, Dick Price, Howard Redburn, Bernard Ruddick, Jerry
Young, Fred Berry, Tom Dondlinger, Heber Beardmore, Sharon Ryan, Tom
Ritchie, Ray Reed

Guests: Vince Moore, Monroe Funk, Paul Graves, Bill Stockwell
Staff: Gerald Holman, Noel Harney

Absent: R. D. Delameter, Noel Estep, Tim Haddad, Theo Hiebert, Bruce Dyer, Pete
Armstrong, James Briley, A. L. Clark, Fay Eldredge, Skip Foley, E. H. Rowley,
Marion Stevens, Phil Snodgrass, Jim Westbrooks

I. CALL TO ORDER. The meeting was called to order by Chairman Dondlinger at 4: 00 p.m.

II. BUSINESS. Chairman Dondlinger indicated that the Metropolitan Area Planning Department
and the Traffic Engineering Department have both prepared recommendations to improve traffic
on east Kellogg., Thelr recommendations have been presented at joint meetings with the Traffic
Commission and Metropolitan Area Planning Commission. Both the Traffic Commission and the
Metropolitan Area Planning Commission have made recommendations which will be reviewed
with the City Commission on Tuesday, June 17. The meeting with the City Commission will be
only a status report.

A. Metropolitan Area Planning Department Alternatives - Monroe Funk of the City of Wichita
briefly discussed six alternatives which MAPD has developed. These alternatives are:

Option 1 - Do nothing

Option 2 - Prohibit left turns at intersections

Option 3 - Construct reversible lane in existing median

Option 4 - Add two lanes to existing facility
. Option 5 - Construct thru-lane grade separations at Oliver, Edgemoor and Woodlawn
. Option 6 - Six lane freeway

Mr. Funk briefly provided the pros and cons of each alternative. Attached to these minutes
is information summarizing these six alternatives as well as the expected capacity increase
over existing conditions.

Mr. Funk stated that the Metropolitan Area Planning Commission recommended that

Option 2, prohibiting left turns, could be implemented immediately and that Option 5

should be adopted as the long-range freeway solution. The Planning Commission also
requested that an investigation be made into Option 4, which is adding two additional lanes.

The Planning Commission, as \ﬁgn‘as the Planning Department, believes that a full freeway
status is desirable for the city of Wichita, although it is not a realistic alternative, due to the
lack of funding for such a project. i

ALl




Minutes - Streets, Highways and Public Transportation Committee
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The Planning Department also recommends that a detailed study could be conducted at one

of the major intersections, such as Oliver, in order to better understand the different options
which are available when considering costs as well as public concerns. The Planning
Department also believes that if Option 5 is selected the grade separation should be constructed
so as to not preclude full freeway status at some future date.

B. Traffic Engineering Alternatives - Paul Graves briefly summarized the alternatives which
his department had analyzed. He indicated that a datailed traffic study was conducted in the
area between Bluff and Woodlawn in order to better understand the current traffic flows. He
stated that at present 55 percent of the traffic in peak morning hours is toward the downtown
area and likewise 55 percent of the traffic during the peak evening hours is away irom the
downtown area. This being the case, he felt that a reversible median lane (Option 3 of the
Planning Department) is not a viable alternative.

Mr. Graves had three basic solutions to improving traffic flow as follows:

1. Immediate solutions - basically install protective/permissive left turn signalization
on Kellogg as well as gap-reducing control

2. Intermediate solutions - basically channelize north-south bound traffic on Oliver,
Edgemoor and Woodlawn in order to provide better traffic
capacity north and south bound, therefore utilizing the
savings for east-west traffic flow

3. Long-range solutions - Full freeway construction with urban interchanges at Oliver,
Edgemoor and Woodlawn

Summary information regarding the Traffic Engineering recommendations is attached to the
minutes.

Mr. Graves indicated that the Planning Commission recommendation was to accept the
immediate changes identified above with the long-range objective of Kellogg becoming a
full freeway at the earliest possible date.

III. NEXT MEETING. Following discussion of the alternatives reviewed by both Metropolitan
Area Planning Department and the Traffic Engineering Department, it was decided that
committee members should review the attached information in detall, thoroughly considering
all options and that another meeting would be held at which time a Chamber recommendation
could be made. The next meeting was scheduled for Tuesday, June 24, 1980, at 4: 00 p.m. in
the Chamber of Commerce Board of Directors Room.

IV. ADJOURNMENT. There being no further business, the meeting was adjourned at 5: 30 p.m.

R emfu Buhmitted ‘IRECEHVED

Gerald H. ?éan. Vice President
Research & Resource Development JUN13 1980
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Location

Kellogg and Bluff

Kellogg and Oliver

Kellogg and Edgemoor

Kellogg and Lexington

K'ellog_g and Woodlawn

RECOMMENDED IMPROVEMENTS AT KEY INTERSECTIONS
RECOHMHENDATIONS FRoM TRAFFIC EMNGINSERING

Immediate
Solutions

Install presence loops
with delay detection.

Add protective/permissive
left turn signalization on
Kellogg. £¢5 NCREASE

FOR BOTH
Install gap-reducing
controller,

Add protective/permissive
left turns on all four
approaches.

Upgrade traffic control-
ler and detection system.

Adjust school boundaries and
eliminate the pedestrian
signal,

Add protective/permissive
left turn signalization on
Kellogg for left turn bay,

Upgrade traffic controller
and detection system.

Intermediate
Solulions

Closing of Kellogg medial
opening and removing the
traffic signal,

Interconnection of traffic
sign:ls on Kellogg at Oliver,
Edgemoor and Woodlawn.

+ A0 28% for kellegs

Add left turn bays on Oliver.
Add selected right turn bays,
Interconnection of traffic

signzls on Kellogg at Oliver,
Edgemoor and Woodlawn,

Not Applicable

Interconnection of traffic
signi.ls on Kellogg at Oliver,

Edgemoor and Woodlawn.

Add ‘eft turn bays on
Woaocdlawn,

Add selected right turn bays, |

Modify Kellogg frontage road

| to eliminate conflict points,

Long Range
Solutions

' Conversion to freeway,

Construct an urban inter-
change and upgrade Kellogg
to freeway standards.

Construct an urban inter-
change and upgrade Kellogg
to freeway standards,

Construct a pedestrian over-
pass over Kellogg at the time
Kellogg becomes a freeway,

Construct an urban inter-
change and upgrade Kellogg
to freeway standards,
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FRoM WHC ENGINSERING REPORT

Kellogg and Woodlawn :

The peak turning movement counts for Kellogg and Woodlawn
during the AM and PM peak are revealed in Figure (5). Again,
the heaviest volume occurs on Kellogg with 1125 westbound

vehicles in the morning. The heaviest volume in the evening

occurs eastbound with 1355 vehicles approaching this intersection
from the west. The heaviest left turn occurs during the PM

ptlaak with 377 vehicles southbound on Woodlawn wishing to turn
east on Kellogg. During the PM peak another heavy left turn

occurs on Kellogg westbound to go south on Woodlawn where 183

vehicles were counted.

‘The capacity anmalysis of the intersection of Kellogg and
Woodlawn indicates this intersection is operating at level of

service "E" when compared by the critical movemént analysis.

When comparing a level of service based upon the delays that
occur at this intersection, this interesection is operating at

level of service "D" and "E".
RECOMMENDAL IONS

As an ultimate goal to move east-west traffic through the city of

Wichita, we would recommend that all steps toward upgrading Kellogg
to freeway status be strongly supported. The need to have Kellogg
as a freeway from the east city limits to the west city limits can

be easily justified when one looks at the volumes presently traveling
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on Kellogg and t ack of an east-west freeway @uugh Wichita.

Since the freeway cannot become a reality in the near future, we

are reconmending three levels of improvement for each of the intersections

vhich will be immediate solutions, intermediate solutfons and long

Tange solutions. The following is an intersection-by-intersection

recommendation.

Kellogg and Bluff
This intersetion is presently operating at level of service"
"C" with average stop delays of S_Eu 12 seconds. Improvements

recommended for this intersection would fall into the following:

Immediate Solutions

o Immediate solutions would envision installing presenc~

loops on Bluff with delay detection. This would

“permit the greun signal indication to vemain on

Kellogg for a greater amount of time and allow right !

turning vehicles from Bluff to enter the Kellogg

streag of traffic where gaps are available without

cycling the traffic signal.

Intermediate Solution

o The intermediate solution would envision “losing of
the Kellogg wedial at Bluff and vemoval of the
traffic signal, with the possihia addicion of a

pedestrian signal near the fatecsact ion

and Bl
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Lo e Solution @

o Conversion to freeway segment on Kellogg thercby
e
closing direct access to Kellogg from the side

streets.,

Kellogg and Oliver

This intersection is presently operating at leve! of service
"E" with peak hour delays during the PM running approximately
65 seconds. Improvement for this intersection fall into the

following categories:

Immediate Solutions

© Add protective permissive left turn signalization on

e

Kellogg for left turn bays. 7
© Improve traffic controller and detection system
- through the use of a gap-reducing controller.

Intermediate Solutions

o Study the possibility of interconnecting traffic

signals on Kellogg at Oliver, Edgemoor and Woodlawn.

© Add left turn bays on Oilver to accnuimodate heavy

left turn volumes,
© Add selectiva right turn hays. Ao

SGEDI o,
Long Range Solution

o Construct an uchan Intecchange and upgrade Kellogg

to freeway standards.




Kellogg and Edr g o @
This intersection is presently operating at level of service "C"
with PM average delays running less than 30 seconds.
Immediate Sclutions
o Add protective permissive left turns on all four approaches.
o Upgrade traffic controller and detection system.
Intermediate Solutions
o Study the possibility of interconnecting traffic signals

on Kellogg at Woodlawn, Oliver and Edgemoor.

Long Range Solution

o Construct urban interchange and upgrade Kellogg to freeway

standards.

Kellogg and Le gton

This school pedestrian signal is presently causing some minor

congestion and deiéy to Kellogg traffic during its 20 mile per hour
] .

flashing operation when students are going to and from Fabrique
Elementary Schoal. The solution to this problem lies either in the

immediate category or the distant future.

Immediate Solution
o0 Adjust school boundaries so that the elementary boundaries
divide on Kellogg, eliminating the need for the school

pedestrian signal.




Long Range ion
o Construct a pedestrian overpass over Kellogg, at the time

Kellogg becomes a freeway.

Kellogg and Woodlawn

This intersection is presently operating at level of seﬁice

TR T T ey

with delays up to one minute occurring during the peak hours.

Inmediate Solutions
o Add protective permissive left turn signalization on

Kellogg for left turnm bays.

o Improve traffic controller and detection system through

the use of a gap-reducing controller.
Intermediate Solutions
o Study the possibility of interconnecting traffic signals
on Kellogg at Woodlawn, Oliver and Edgemoor.

o Add left turn bays on Woodlawn to accommodate heavy left
f

e i e Pl s

turn voiuines.
o Add selected right turn bays.
o Consider modifications to Kellogg frontage road on the

south side of Kellogg to reduce conflict points associated

with this intersection being so close to the Kellogg and

Woodlawn intersection.

Long Range Solution
o Construct urban interchange and upgrade Kellogg to freeway

standards.
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RECOMMENDED IMPROVEMENTS AT KEY INTERSECTIONS

Immediate Intermediate Long Range
Location Solutions Solulions g Solutions

Kellogg and Bluff Install presence loops Clos.ng of Kellogg medial Converslon to freeway,
wlth delay detection, open.ng and removing the
traff.c signal,

Kellogg and Oliver Add protective/permissive |Interconnectlon of traffic Construct an urban Inter-
: left turn signalizatlon on slgnals on Kellogg at Ollver, change and upgrade Kellogg
Kellogg. Edgemoor and Woodlawn, to freeway standards.

Install gap-reducing - Add left turn bays on Ollver,
controller. :
Add seclected right turn bays,

Kellogg and Edgemoor |Add protective/permisslve [Interconnectlon of traffic Construct an urban Inter=-
left turns on all four slgnils on Kellogg at Ollver, change and upgrade Kellogg
approaches, - Edgemoor and Woodlawn, to freeway standards,

Upgrade trafflc control-
ler and detectlon system,

Kellogg and Lexington [Adjust school boundaries and | Not Applicable Construct a pedestrian over-
elimlnate the pedestrian pass over Kellogg at the time
signal, : Kellogg becomes a freeway,

Kellogg and Woodlawn | Add protective/permissive . | Interconnection of traffic Construct an urban inter-
? left turn signalization on sign«ls on Kellogg at Oliver, change and upgrade Kellogg
Kellogg for left turn bay, Edgemoor and Woodlawn, to freeway standards,

Upgrade traffic controller |Add .eft turn bays on
and detection system, Woocllawn,

Add ielected right turn bays,

Modify Kellogg frontage road
to elimlnate conflict polats,
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® Sumary @

At the present time Kellogg Avenue east of Roosevelt serves over 37,000

vehicles each day. This is ‘an increase of almost 50 percent since 1970. It
is expected that traffic volumes will continue to increase as population
and economic accivity continue to grow not only in the Kellogg Corridor

but in the metropolitan area.

Present traffic volumes on Kellogg exceed the design capacity at
several locations, in particular at Oliver and at Woodlawn. Volumes are
at capacity at Bluff and Edgemoor.

Since capacity nas been reached and increases in traffic volumes are
expected, it becomes imperative that''the traffic carrying capacity of Kellogg
be increased so that future congestion levels can be minimized.

This study examines six (6) optional actions that could lead to capacity
increasés for Kellogg. The options range from 'Do No.thing" to constructing
a six lane urban freeway. The cost range is from several thousand dollars
to over $20 million. The six optioms, their characbeﬂstics. cost and

4
effectiveness can be summarized as follows: :
Option Dn; - Dp ,Nol:hing‘- Leave system as it is; no”cost involved;
no increase in capacity or level of service.
Option Two - Prohibit Left Turns at Intersections - either during the
morning and evening peak or at all times. The option presents opera-
tional and enforcement problems. The solution is low cost and
could be implemented immediately.
Option Three - Comstruct Reversible Lane in Existing Median - This
solution could be constructed within the existing right-of-way. The

solution is relatively costly, $1.5 million, but would provide a
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75 percent increase in capacity over existing conditions.

The cption could present operational, safety, and enforcement
problems.

Option Four - Add Two Lanes to Existing Facility - The solution will
require the acquisition of some right-of-way which will be costly.
Several homes and businesses would be acquired. The increase in
capacity ranges from 50 to 133 percent depending on lane configuration
aud usage. The cost would range from $1.6 million to 51.9 millionm.
Option Five - Thru-Lane Grade Separations - A costly solution, approxi-
mately $15 million, that provides a long range solution to the capacity
problems on Kellogg. The increase in capacity is estimated at 200
percent over existing conditions. Option has merit in that it can

be staged as funds become available.

Option Six - Six Lane Freeway - Very costly, over $26 million solution.
Significant social, economic and environmental impacts to the community
in the Kellogg corridor. The solution would provide long term solutionm,

increasing capacity by 400 percent.



Table 5 EFFECT OF OPTIONS ON
INTERSECTION APPROACH CAPACITIES(I)
Approach Capacity(z)
Option Vehicles per hour)
"Do Noctaing" 500
Eliminste Left Turns
Reversible Median Lane(z)

Add two Thru Lanes
(6-lane arterial)

Six-Lanes--lo Left Turns

Six-Lanes-~-No Laft Turms
Two Lanes Reversible

Expressway with Grade
Separatilons (4 -lane)

Six-Lane Urban Freeway 4,500

NWotes: (1) Capacity at Level of Service 'C"

Percent Increaae(a)
over Base Condition

dase Coundition

(2) In one direction at a time, Approach in opposite direction

would have a capacity of 1,050 vph.

(3) The percent increase over the base condition will vary from
intersection to intersection due to different signal timing

and intersection lay-out.

i
£
3
A
3
B

P g A
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Cost Comparison of Options

Approach Capacity Estimated Cost per
Capacity Increase Cost of 1,000 Units
. (Table.5 over Base(n Option of @ Relative
Option age 9). Condition 0's nerease ost
pti 9 nditd $000's) 1 c ;

= Do Nothing 900 | Basic Cond. 0 N.A. N.A.
.~ Eliminate Left Turns oy 1,050 - 150 4 27 1
- Reversible Median Lane 1,575 - ; 675 82

= Add Two Thru Lanes 1,350 . - 450

~ Six Lanes - No Left 1,575
i Turns

Six Lanes - No Left 2,100
Turns - Two Lanes
Reversible

Expressway with 2,700
Grade Separations

Six Lane Urban s 4,500
Freeway

; (1) Approach Capacity Increase

(2) $1,000 per 1,000 units
. of added approach capacity




. SIGNAL
LOCATION

BLUFF

EDGENOOR

WOODLAWN

@ -

MOVEMENT*

EB & WB (THRU)
NB (ALL)
SB (ALL)

(LEFT)
(THRU)
(ALL)
(ALL)

1

MAX CYCLES (SECONDS)
GREEN YELLOW

58
16
n

85

TABLE 4 SIGNAL TIMING @

CYCLE %
TIME GREEN

60.1
16.6

11.4

%
YELLOW

5.2
3.1
.6

Source: Traffic Engineering Division
*Al1l movements are traffic actuated. All percentages are based on maximum green time
available for sach movement. ;
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T.@ 1 Average Daily Traffic Vol@s

Location Average Daily Traffic

Kellogg Avenue
West of Bluff
Cast of Bluff

West of Oliver

East of Oliver

West of Edgemoor

Easc of Edgemoor 26,000
West of Woodlawn 23,431

East of Woodlawn : 26,727

Bluff
North. of Kellogg

South of Kellogg

Oliver

North of Kellogg 17,917

South of Kellogg! ! 17,503

1

Edgemoor
North of Kellogg

South of Kellogg

Woodlawn

North of Kellogg

Sonth of Kellogg

Source: 1978 Wichita Traffiec Volume Flow Map.
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WICHITA-SEDGWICK G#UNTY pate  6/9/80

METROPOLITAN AREA PLANNING DEPARTMENT

Board of City Commissioners
TO through E. H. Denton, City Manager

FROM Robert A. Lakin, Director of Planning
SUBJECT MAPC RECOMMENDATIONS FOR EAST KELLOGG IMPROVEMENT

The City Manager has requested that the Planning Department review
the traffic situation on Fast Kellogg and develop alternative solutions.
Last winter the Planning Department had on its staff on loan a Federal
Highway Administration Trainee, a graduate engineer, Jim Bednar. Mr.
Bednar, supervised by Planning Department staff, provided the added
persomel and talent necessary to undertake an East Kellogg Study.

The instruction to staff was that all alternatives were to be
examined and their effectiveness assessed. The attached report,
Attachment A, is the result of that study. Page i and ii present
a summary of the study findings. Attachment B presents a cost
comparison of the various options.

While there is a need for a six-lane freeway, an extension of
the existing facility, the Planning Department Staff is of the opinion
that an urban freeway is not realistic now or in the foreseeable
future. Tunds at the federal and state levels are not now available
nor does it appear they will become available. Secondly, the social,
economic and environmental impact would be significant.

In view of this conclusion the Planning Staff recommended
the following:

1. That nothing be done to the Bluff-Kellogg intersection
at this time. :

2. That a grade separation structure (urban interchange)
be programmed for the Kellogg-Oliver intersection
within the mext five (5) years. When the Oliver
project is complete that the median be closed and
the signals removed at Bluff.

3. That Woodlawn be reconstructed to provide for
left turn bays as proposed by Traffic Engineering.

4. No actlion be taken at Edgemoor until traffic
conditions are reduced to Level of Service
"D" or “E". ¥

5. As a long range solution for East Kellogg that
urban interchanges (as proposed at Oliver above)
be scheduled for Woodlawn and Edgemoor as funding
becomes available.

|




N

Board of City Commissioners June 9, 1980
through E. H. Denton, City Manager

The Study was presented at a joint meeting (informal session)
of the Planning Commission and Traffic Commission on Friday, May 16,
1980. Each commission placed the item on their formal agendas the
following week.

The Planning Commission’considered the matter on May 24, 1980.
The Commission recommended that: ¢ i

a) as an interim solution, prohibit left turns during
peak hours at Oliver and Woodlawn.

b) the short term solutions as recommended by Traffic
Engineering staff be implemented. In general these
improvements include: 5
1. Add permissive left turn signalization.

2. Upgrade signal controller and detection system.
3. Study feasibility of interconnected signals.

as an intermediate solution the cost and feasibility
of an additional .one-half lane to each side of Kellogg
along with the removal of the median be determined so
as to ultimately provide for a six lane arterial

(See Option 4B in Attachment A).

as an intermediate solution the feasibility of widening
and channelizing of Oliver and Woodlawm be investigated.

First and Second Street be opened to traffic by allowing
parking on one side only.

while there is a need for an urban freeway in the long
range and that funding for such a facility should be
pursued, it appears, however, that due to present and
foreseeable funding conditions, an urban freeway may not
be feasible. It is recommended therefore, that the
feasibility of urban interchanges and how they could

be integrated into a future freeway facility (if a
freeway becomes a reality) be investigated.

Recommendations by the Traffic Commission are being forwarded ;
by the Traffic Engineering Division.

%@T/ [?)/éw

Robeft A. Lakin *
Director of Planning
Advance Plans Division

RAL:MLF:rh
Attachments
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At the present time Kellogg Avenue east of Roosevelt serves over 37,000
vehicles each day. This is an increase of almost 50 percent since 1970. It
is expected that traffic volumes will continue to increase as population
and economic aétivity contiuue to grow not only in tne Kellogg Corridor
but in the metropolitan area.

Present traffic volumes on Rellogg exceed the design capacity at
several locations, in particular at Oliver and at Woodlawn. Volumes are
at capacity at Bluff and Edgemoor.

Since capacity has been reached and increases in traffic volumes are
expected, it becomes imperative that the traffic carrying capacity of Kellogg
be increased so that future congestion levels can be minimized.

- This study examines six (6) optional actions that could lead to capacity
increases for Kellogg. The options range from "Do Nothing" to constructing
a six lane urban freeway, The cost range is from several thousand dollars
to over $20 million. The six options, their characteristics, cost and
effectiveness can be summarized as follows:

6tinn On; - Do Nothing.— Leave system as it is; no cost involved;

no increase in capacity or level of service.

Option Two - Prohibit Left Turns at Intersections - either during the

morning and evening peak or at all times. The option presents opera-

tional and enforcement problems. The solution is low cost and

could be implemented immediately.

Option Three - Construct Reversible Lane in Existing Median - This

solution could be constructed within the existing right-of-way. The

solution is relatively costly, $1.5 million, but would provide a




75 percent increase in capacity over existing conditions.

The option could present operational, safety, and enforcement
problems.

Option Four - Add Two Lanes to Existing Facility - The solution will
require the acquisition of some right-of-way which will be costly.
Several homes and businesses would be acquired. The increase in
capacity ranges from 50 to 133 percent depending on lane configuration
and usage. The cost would range from $1.6 million to $1.9 million.
Option Five - Thru-Lane Grade Separations - A costly solution, approxi-
mately $15 million, that provides a long range solution to the capacity
problems on Kellogg. The increase in capacity is estimated at 200
percent over existing conditions. Option has merit in that it can

be staged as funds become available.

Ot.ion Six - Six Lane Freeway - Very costly, over $26 million solution.

Significant social, economic and environmental impacts to the community
in the Kellogg corridor. The solution would provide long term solution,

increasing capacity by 400 percent.
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Possible Alternatives
to Increase Capacity
on

Kellogg Avenue - Roosevelt to Woodlawn

Introduction - At the present time Kellogg from Washington to Roosevelt is a
six-lane urban freeway with full access control. At Roosevelt the facility
reduces to a 4-lane arterial with a median. Left turns from the arterial

are controlled in that the maneuver is allowed only at specific locatious
where rurning bays are provided, The major limiting factors for the capacity
of Kellogg east of Bluff are the individual capacities of the major inter-
sections. These intersections are Kellogg at Bluff, Oliver, Edgemoor, and
Woodlawm. Other factors that reduce capacity on Kellogg include the local

intersecting streets and service drives.

The traffic volume on Kellogg west of Roosevelt is over 37,000 vehicles per
day which is an increase since 1970 of 12,07) vehicles/day. The recent
opeuing of the Canal Route will attract additional traffic onto Kellogg
thereby increasing the level of congestion on Kellogg east of Roosevelt.
Year 2;]0 traffic forecasts indicate that traffic volumes on Kellogg

will continue to increase as economic growth in the Kellogg corridor

continues. The Year 2000 Transportation Plan adopted in 1966 projected

a freevay design for Kellogg Avenue.

It thus becomes imperative that the traffic carrying capability of Kellogg
be increased so that further increases in the level of congestion can be
minimized. Since any type of improvement to increase capacity is costly,
it is necessary to examine all options available. The scale of possible

optiorna ranges from a six lane urban freeway to the "do nothing” alternative.
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Table 1 Average Daily Traffic Volumes

Location Average Daily Traffic
Kellogg Avenue
West of Bluff 37,046
Zast-of Bluff 34,178
West of Oliver 27,731
East of Oliver 27,196
West of Edgemoor 27,017
Easc of Edgemoor 26,000
West of Woodlawn 23,431

East of Woodlawn 26,727

Bluff
North of Kellogg

South of Kellogg

Oliver

North of Kellogg 17,917

South of Kellogg 17,503

Edgemoor
North of Kellogg

South of Kellogg

Woodlawn
North of Kellogg 17,136

South of Kellogg 12,765
e
Sour: _1978 Wichita Traffic Volume Flow Map.
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Each option has its associated costs both in real dollars and in socia_.l-
economic costs. Real dollars ar; the dollars spent by government to improve
the capacity of the facility while socio-economic costs are those costs in-
curred by motorists and people living or doing business in the corridor. Con-

gestion, lost time, and accidents are examples of social-economic costs.

This report examines (in a preliminary fashion) a range of options for improv-
ing tce capacity of rellogg from Roosevelt to Woodlawn. The options examined
Ara: 1) the "do nothing" optiom; 2) elimination of a1l left turms during the
peak periods; 3) a reversible median lane; 4) adding two more lanes; 5) an
expressway type facility with grade separations at major intersections; and

6) an urban freeway, je

Average Daily Traffic Volumes - Traffic volumes on Kellogg from Roosevelt to

Woodlawn range from 37,046 to 23,431 vehicles per day. Table 1 presents the

average daily traffic volumes on Kellogg and on the major cross streets,

Table 2 gives the results of 'r.uruing movement counts taken during the peak
hour at each of the four intersections, Table 2 gives the number making the

maneuver and also the percentage based on the approach volume.

The highest left turn percentage from Kellogg occurs at Oliver westbound
in the evening when 14 percent of the westbound approaching vehicles turn left
from {lellogg. The highest percentage eastbound occurs at Woodlawn during the

a.m. peak period when 10 percent turn left.

Travel Times and Average Speeds - A travel time and intersection delay was

conducted in January, 1980 for the section of Kellogg from Hillside to Armour.

Several runs in each direction during the morning and evening peak periods
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Bluff
&
ilellogg

Oliver
&
lellogg

Edgemoor
&
Kellogg

Woodlawn
&
Kellogg

Source:

21

50

79

79

p.m. 377
z

Wichita Traffic Engineering Dept. 1980

393

61

49

15

73

55

57

44

79

79

124
100

109
100

534
100

555
100

550
100

617
100

505
100

849
100

Table 2 Peak-Hour Turning Movements

243

38

80

285

10

42

49

0
0

5

24

35

50

54

s R TOTAL

1047 6 1053
99.4 0.6 100

1678 23 1701
98.6 1.4 100

1014 65 1160
86 6 100

1238 94 1459
85 7 100

847 57 940
100

1389 1559
' 100

874 977
88 100

1194 1355
100

e )
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were made with the average of all runs summarized in Table 3,

The survey indicated that travel speeds averaged from 20.7 mph to 26.8 mph.

If the delay time was eliminated from the traveltime calculations, the average
speeds would increase to 28.9 mph and 33.0 mph respectively. Delay is caused

by a red-signal indieation and/or by other venicles in the traffic stream. The
Posted speed limit from Yale to east of Woodlawn is 35 mph. If tnere were no
signals or other interference such as additional vehicles on the street, approxi-
mately 35 percent of the traffic would travel 35 mph. The difference in travel-
time between 35 wph and 20.7 mph 1is 3 minutes and 16 seconds for each vehicle

over the 2.72 miles from Hillside to Armour.

Three minutes and 16 seconds in absolute terms is not very much time, although
it does represent a 70 percent increase in travel time over traveltime at 35
mph. Motorists in Wichita percelve this as a very significant amount of time

and as a result complain about the "traffic problem” on Ke.llogg.

Existing Signal Timing - As will be discussed later, one option to increase
capacity on Kellogg is to provide more green signal time to Kellogg motorists.

To test this type of option the existing signal timing schedule on east Kellogg

must be inown. Table 4 gives the existing signal timing for each of the four

interseccions.

The signals are fully traffic actuated at each of the intersections. The green
and cycle time given is the maximum time available for each of the phases. On
some of the phases more green time could become available due to the overlap
features of the signal system, (This happens when thru traffic in one direction
is released ahead of the opposite direction thru traffic because the demand for

left turn traffic no longer exists from the opposite approach).
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Table 3 Travel Time and Delay Survey

(East Kellogg?)

—_—————  —

Average At an Intersection
Average Average Stop Delay (Average) Average
Survey No. of Time Stop Delay Per Intersection Min Delay Max Delay Travel
Direction Time (1) Runs (min-sec) (sec) (sec) (sec) (sec) Speed (mph)

e e e R T R s R A R
Eastbound 7:21 a.m. to 7 6-05 68 17 2 41 26.8
9:00 a.m.

Westbound 7:30 a.m. to 89 22 48
8:54 a.m.

LCastbound  4:38 34 67
5:55

Westbound  4:30
6:01

Source: Traffic Engineering Division, 1980

Hotes: 1, Date of Survey: January 22 & 23, 1980
2. Distance: Hillside to Armour, 14,354 ft or 2.719 miles




TABLE 4 SIGNAL TIMING

SIGNAL MAX CYCLES (SECONDS)
LOCATION MOVEMENT* GREEN YELLOW
BLUFF EB & WB (THRU) 58 5
S 16 3
u 3.5

g

i

[ & WB (LEFT)

b & WB (THRU)

i NB (ALL)

P SB (ALL)

b

%

i (LEFT)

e (THRU)

$% (LEFT)

i (THRU)

I8

¢

o

3

WOODLAWN

||-ov-a~

[==4

Source: Traffic Engineering Division
*A11 movements are traffic actuated. All percentages are based on maximum green time
available for sach movement.




Comparison of Improvement Optio

Table 5 gives the Level of Service "C" intersection capacities for
the various options to be discussed in detail in the next section of this

report. The "do nothing" option is considered the base condition and used as

the basis of comparison for all other options,

Uepending on the option, increases of capacity of 17 to 400 percent are
possitle. The capacity of Kellogg could be further increased by altering
the signal timing on signalized cross streets. For example, the capacity
of Keliogg at Oliver could be increased by an additional 21 percent if left
turns rrom Oliver were prohibited (at all times or during the peak-period).
In general, the greater the expenditure of funds the greater the capacity
increase. Later in this report the costs and resulting capacity increases

will be analyzed to determine the cost-effectiveness of each of the options.
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Table 5 EFFECT OF OPTIONS ON

INTERSECTION APPROACH CAPACITIES(I)

Approach Capacityu) Percent Increase(3’
tion Vehicles per hour over Base Condition

A TN g I T T
i ‘

"Do lotaing 900 Base Condition
Eliminate Left Turns 1,050 +17
Reversible Median Lane(2) 1,575

Add two Thru Lanes 1,350
(6=lane arterial)

Six-Lanes--No Left Turns 1,575

Six-Lanes--No Left Turns
Two Lanes Reversible 2,100

Expressway witn Grade
Separations (4-lane) 2,700

Six-Lane _Urban Freeway 4,500

TR e e e e s S N e e
Notes: (1) Capacity at Level of Service "C"

(2) In one direction at a time, Approach in opposite direction
would have a capacity of 1,050 vph.

(3) The percent increase over the base condition will vary from
intersection to intersection due to different signal timing
and intersection lay-out.




Option Wo. 1 - “Do Nothing"

One option that is always available is the option to do nothing to
improve the capacity of a facility. The "do nothing” option is not without
its associated costs. These costs are in the form of congestion, delays,
accidents, frustrationms, etc.

The accident experience on Kellogg from Bluff to Woodlawn is not
staggering, out it is significant. In 1979, there were six accidents
at Bluff, 24 at Oliver, 24 at Edgemoor, and 29 accidents at Woodlawn.
There were also 11 accidents along that section of Kellogg that were
not assoclated with any of the four major intersections. Of the total
number of accidents, 40 resultedin injuries and 54 were non-injury. These
costs are incurred by the motoring public. One way these costs to

the motoring public can be reduced is by building a safer facility.

Description of Option Featur

At the present time, the intersections of Kellogg and Oliver,
Kellogg and Edgemoor, and Kellogg and Woodlawn permit left turns “vom
protected left turn bays. Separate signal indications are provided for
the left turn movement. Only on rare occasions during the peak period
do the left turning vehicles more than fill the left turn storage lane
and block the inside left through lane. The percentage of vehicles turning
left at each intersection approach is shown in Table 2.

Table 4 gives the maximum amount of green time allocated for each

movement at each intersection. It should be noted that the amount of

green time and the associlated clearance (yellow) time for each left
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turn movement is substantial, detracting from the total time available

for through traffic on Kellogg and/or the cross arterials.

Benefits and Pro Associated with the "do-noth option

Under the "do nothing" altermative no positive benefits would accrue to
the motoring public. Likewise, no funds would be expended by government
agencias.

If no actions are taken and traffic volumes continue to grow as
forecastad, the level of congestion, delays, and the number of accidents
can only increase. It may be that a continuation of the present congestion
on Kellogg will have an adverse ecomomic impact on business activity in
the Kellogg corridor.

It thus becomes clear that while the 'do nothing"” option costs the

motoring public and government nothing in direct dollars, there is a sub-

stantial indireot social cost resulting from congestion, delays, accidents,
etc. These costs will be absorbed by the cotoring public. Government may
incur costs from reduced sales tax collections and declining property
values resulting from declining business activity (resulting in reduced

sales tax collections) in the Kellogg corridor.

Capaciry Increases Resulting from the "do nothing" option

Since no improvements or changes in the mode of operation of the
signal system is proposed, no increases in capacity can be expected,
It is felt that the existing signal system is currently operating at

maximum efficiency.

Estimated Cost of "do nothing" option

No costs will be incurred by the City of Wichita, the Kansas Depart-

ment of 'Transportat:iou, or any other unit of government.

-11-




Option No. 2 - Eliminate left turns at signalized intersections.

Description of Option

Under this option, left turns from Kellogg would not be permitted at
Oliver, Edgemoor or Woodlawn. Left turns from Kellogg are not permitted
onto Llaff at this time. The left turn from Kellogg would be pronibited
S0 that more green signal time could be assigned to Kellogg Avenue through
movements. Right turns would be permitted at the signalized intersections
as is currently permitted. Left turns would continue to be permitted at

those non-signalized locations where left turn bays are now available.

This option has two variations. One variation, as described above,
is to prohibit left turns at all signalized intersections 100 percent of
the time. A second variation would prohibit the left turn at signalized inter-

sections only during the peak traffic volume periods. This would be from

7-:30 a.m. to 9:00 a.m. and from 4:G0 p.m. to 6:00 p.m.

Benefits & Problems Associated with the Improvement.

Not allowing left turns during peak periods would cause problems for
motorists who now make left turns at those locations. They would have
several alternatives. One would be to select a different route and avoid
the intersection. This puts added volumes on other streets, including
possibly residential streets. Added traffic volumes on this type of
street are not desirable. Other alternatives the motorist has are to make
the trip at a different time or eliminate the trip completely. These may
not be realistic alternatives.

For motorists eastbound on Kellclagg it would be possible to overcome

the left turn prohibition by proceeding thru the intersection




and then making three successive right turns. For example, a motorist
eastbound on Kellogg wishing to g0 northbound on Oliver could use Glendale
and Eilerts and three right turns to eliminate the need for a left turn at
Oliver.

‘Ift:_is type of maneuver is also possible for westbound motorists
wishing to proceed southbound on Oliver or Woodlawn. The V.A. Hospital
at Edremoor makes this maneuver more difficult. A motorist would have
to use Bleckley and Waterman an extra distance of about 1,25 miles.

If the left turns are prohibited 100 percent of the time, the turning
bay should be closed with physical barriers to eliminate the possiblity
of motorists making an illegal turn thereby creating an accident potential
situation. If the left turns are prohibited only during the peak periods,
strict enforcement will be necessary. This may mean an officer stationed

at each signalized intersection.

Capacity Increases Resulting from the Improvement

Not permitting left turns from Kellogg during the peak period would

allow more green time for Kellogg thru traffic. This could increase the
thru capacity of the intersections approximately 17 percent if the Kellogg
left turn green and amber time were all assigned to Kellogg thru time (see

Table 5).

Estipated Cost of Improvement

Internal modifications to the controller at each intersection would
be required. The extent and cost of these modifications has not yet been
determined, but preliminary estimates are that the cost would be less

than $1,000 per intersection. If the left turn lanes are to be physically




The cost would depend on
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how permanent the closing is to be.
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Option Neo. - Construct reversible lane in existing median and eliminate
all left turns from Kellogg between Bluff and Woodlawn during

peak periods.

Description of Option Features

This option replaces the existing median with a traffic lane. This 4is
accomplished without wideuing the overall width of the street so that no
additional right-of-way needs to be acquired.

The middle lane would be a reversible lane. It would be designated with
overhead signal indications as westbound in the motning (say from 7:00 a.m.
to 9:30 a.m.) and eastbound in the afternoon (say from 4:00 P.m. to 6:30 p.m.).
No left turns would be permitted along Kellogg from Roosevelt to Woodlawn during
the peak periods. The middle, or fifth lane could be available for left turns

from Kellogg at all other times. The reversible lane could be treated two

different ways. Onpe way, as described above, is to make the middle fifen

lane accessible from the outer lénés all along the route. In other words,

there would be no curbs or other raised delineators to separate traffic lanes.
The second treatment would be to Separate the fifth lane from the other lanes -
with a raised curb 6" - 12" high or a safety barrier wall (Wew Jersey type
barrier about 2% ft, high). The Wew Jersey type barrier would not allow the use

of the fifth lane for turning purposes at any time.

Benefits and Problems Associated with the Improvement
— — — ————==s57ciated with the Improvement

The improvement would add an additional lane in one direction during the
peak period and thereby increase the capacity in that direction by about 67
percent (See Table 5). The option presents many operational problems.

A great deal of confusion may develop concerning the correct use of the
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feversible lane leading to a hazatdous situation. Some of this confusion
could be partially overcome with heavy enforcement by traffic officers.

The impact of eliminating left turns at major intersections was dis-
cussed in the previous section. Under this option left tutrns would not be
permitted at any point during the peak periods. Left turns could be per-
mitted during the offpeak periods. By not permitting left turns .could cause
a great deal of circuitous travel by motorists in reaching their final
destination. This was discussed under optiocn No. 1.

For this option to work, left turns and thru movements from all local
residential streets could not be permitted during the peak periods and
should not be permitted at any other time. To permit these maneuvers would
create a hazardous situation. A high level of enforcement would need to be
maintained for the system to operate as intended.

Some of these problems could be elimiunated 1f the median reversible
lane were.separated from thne other lanes with a non-mountable barrier wall.

(Wew Jersey type barrier). If these barrier walls were put in place, the

reversible lane would not be available as a turning lane at any time.

The bartier walls would also prevent possible head-on collisious with
vehicles in the opposing lanes.

The barrier curbs would present several problems, One, it may make
it difficult or almost impossible for pedestrians to cross Kellogg. While_
it is difficult now to cross Kellogg the barrier curbs would make it
impossible unless gaps were left in the curbs at pre-designated points.
Allowing pedestrians to cross Kellogg under this kind of circumstances

would be dangerous. A costly pedestrian overpass could be constructed

if sufficient crossing demand could be identified.
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Estimated Cost of Improvement

Preliminary estimates of costs are between $1,260,000 and $1,650,000.

i
i
F‘ : . This cost is estimated as follows:

Construction costs $750,000 to  $1,000,000

Nen-mountable barrier curb 200,000 250,000

Overhead reversible lane ; 200,000 250,000
signal system

Improve signals at 110,000 110,000
Oliver, Edgemoor,

and Woodlawn* e e e e

$1,260,000 to  $1,650,000

*It 1s assumed that the sigual at Bluff would be eliminated.
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Option Wo. = Widen Kellogg to Six Thru Lanes

Description of Option
This option would add one additional lane in each direction while

maintaining the same basic geometric configuration as now exists. Left
turns from the median lanes would be permitted at all locations where
currently feasible,

Additional right-of-way would have to be purchased in some locations.
Existing right-of-way varies from approximately 70 feet at Bluff to 125 feet
east of Woodlawn. If additional right-of-way is to be acquired, it should
be of sufficient width so a sidewalk could be provided at a safe distance

away from the curb.

Benefits and Probl sociated with the Improvement

The improvement would add one additional lane in each direction. The
mode of opération (left turns, right turns, signal timing) would remain
unchanged. The additional lane would increase the capacity of each Kellogg
intersection approach by approximately 50 percent (See Table 5). The 50
percent increase in capacity would increase the one directional through
movement on Kellogg by approximately 450 vehicles per hour. This resulting
increase in capacity should result in decreased travel times, and reduced
congestion especially during the morning and afternoon peak traffic flow

periods.

Estimated Cost of Improvement

The improvement would be costly since some right-of-way would have
to be purchased. At this time a detailed survey of Kellogg from Roosevelt

to Woodlawn has not been undertaken to determine exact right-of-way require-

ments in terms of homes and businesses. In some cases, it may be necessary

to purcaase access rights in which case the entire property may have to be

-20-
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dcquired. Some businesses could be adversely affected by the widening of
Kellogg. Construction costs would include the adjustment of utilities,
underground and overhead; removal of existing curbs, sidewalks, and drive-
ways; the grading and placement of new lanes, sidewalks and private drives.
Very ?reliminary estimates indicate that widening Kellogg to six lanes

and leaving the median for left turns would cost about $1.6 million.

Added liote: (Option 4b)

Taere is an alternate to Option 4 which provides for six thru lanes
but eliminates the median and the opportunities for left turns from
Kellogg.

In order to reduce the need for additional right-of-way it may be
feasible to add a half-lane or approximately 5.5 feet to each side of
the roadway, eliminate the median (about 12 feet wide) thus creating
a paved surface approximately 66 feet wide. This width could provide
for six (6)-11 foot lanes. These would be thru lanes since the median
has been removed, and it is not capable of providing a protected left
turn bay.

Under this option it would be possible to make the middle two lanes
reversible thus providing four lanes in the direction of heavier flow
(westbound in the morning and eastbound in the evening). This would
provide approximately a 133 percent increase in capacity in the direction
of heavier flow (direction of the reversible lanes flow) and a 17 percent
increase in capacity in the opposing direction. The cost of the overhead
lane designation signal system and revising the signals at Oliver, Edge-

moor, and Woodlawn would be approximately $350,000.




Left-Turns During Non-Peak Pericds

If no median barrier is provided it would be possible for the facility
to operate as a 6-lane arterial without a median or exclusive left turn
bays. During the non-peak traffic flow periods, left turns could be
permitted from the street. The turns would be made from the thru lanes.
While this can produce a traffic hazard it may make the creztion of six
thru lanes, elimination of the median, and prohibition of left turns

during the peak periods more acceptable to area residents and businesses.

Estimated Cost of the Improvement
This alternative (4b) would cost less than the alternative which

maintains the median for left turns. Preliminary estimates indicate

that alternate 4b will cost approximately %1.2 million.
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Option No. 5 - Construct Thru-Lane Grade Separations at Oliver, Edgemoor

and Woodlawm.

Description of Option

This option proposed the comstruction of grade separation structures for
the thru lanes on Kellogg at Oliver, Edgemoor and Woodlawn. Structures would
be constructed to take the four thru lanes on Kellogg over Oliver, Edgemoor
and Woodlawn. An overpass is not proposed at this time for Bluff because of
right-of-way limitations. (It is proposed that the median at Bluff be closed
and the signal removed). The geometrics of the proposed grade-separations
are shown in Fig. 1.

The proposal would permit traffic to exit or enter Kellogg at the three
intersections, allowing all turning movements at each intersection. No local
side streets or private access drives would have to be closed. None of the
breaks in the Kellogg median from which left turns can now be made would be
eliminated.

At this time it appears that the need for additional right-of-way along
Kellogg would be minimal. With careful design and alignment it should be
possible to construct the grade separations with only a few businesses and
residences needing to be acquired.

The intersections at Oliver, Edgemoor and Woodlawn could continue to
operate as they do now except signal timings would be changed. The operation
woulc be more efficient since one signal phase (Kellogg thru) has been
eliminated, thereby giving more green time to intersection turning movements
and cross street thru time. As a part of any improvement program on Kellogg,
it would be recommended that improvements on cross streets also be carried out.
For example, Oliver and Woodlawn should be widened at Kellogg so a median with

left turn storage bays could be constructed. This may requiré the acquisition
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of some properties.

Earlier it was stated that no overpass was proposed for Bluff because
of right-of-way limitations. This is a preliminary conclusion subject to
change after a more detailed investigation has been conducted. To deal
with t_i}ﬁ bottleneck at Bluff, it is recommended that the median be closed.
Bluff would remain open and right turns from Bluff onto Kellogg, and right
turns from Kellogg onto Bluff would be permitted.

A variation in the design of the proposed intersection grade separation
would oe the elimination of the exit and entrance ramps, eliminating an
intercnange of traffic between Kellogg and the cross streets of Oliver,

Edgemoor and/or Woodlawn.

Benefits and Problems Associated with the Improvement

The grade separations would eliminate signals for Kellogg thru traffic,
allowing traffic to move without the interrustion of signals, Elimination
of these interruptions should improve the through capacity of Kellogg by

approximately 200 percent (See Table 5), This capacity increase is possible

when Kellogg thru traffic effectively has 100 percent green time as opposed

to the 38.8 percent, 38.0 percent, and 35.1 percent currently available at
Oliver, Edgemoor, and Woodlawn respectively.

The operating speeds on Kellogg should be approximately 35 - 40 mph.
(Speec limit 40 mph), Speeds over 40 miles per hour should not be permitted
due to side interference from local streets and access drives to adjacent
properties. The accident experience should improve since the stop and go
driving produced by the signals would be eliminated, although side street

and local drive traffic would be a source of accident potential. The stream
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of continuous traffic would be a source of accident potential.

T s

The stream
of continuous traffic with no breaks provided by signals would make it more
difficult for that traffic to enter Kellogg.

The grade separation structures would be approximately 1,400 feet long

'h’; and 20 feet high (15 foot clearance plus 5 foot structure depth at the highest

: point.) This type of structure would present a visual impact, but good
attractive design of the structural elements could minimize the visual impact,
and in fact make it an attractive structure.

Some businesses near the intersection may object to the grade separationm,
suggesting that the structure may reduce the visibility of their business,
thereby producing a negative visual impact. Some may claim that an elevated
section of roadway would reduce accessibility to their business even though

no movements or points of access that exist today need to be eliminated.

ted Cost of the rovement

Without a preliminary design it is difficult to estimate the cost of
the improvement; however, rough guesses are possible. Assuming $50 per
square foot, an overpass 1400 ft. long by 58 ft. wide would cost about

four million dollars. Another one to two million dollars for right-of-way

and additional work bring the total cost estimate to about five or six

million dollars for each intersection, or $15 to $18 million for the three

intersections - Oliver, Edgemoor and Woodlawn.
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Optiou No. 6 - Urban Freeway - 6 lane - Roosevelt to Woodlawn

Description of Option -

At the current time, the six-lane Kellogg freeway transitions into

an arterial at Roosevelt. This option proposes that the freeway extend to

Woodiawm. It would be a facility with full control of access and interchanges
at the major cross arterials such as Oliver, Edgemootr and Woodlawn. The free-
way would have the same cross sectional design as the existing section between

Roosevelt and Washington.

Interchanges to provide for all movements would be provided at Oliver,

Edgemoor, and Woodlawn. An interchange at Bluff might be considered, but

since it is one-half mile from Hillside and Oliver, it may not be necessary.

Frontage roads may or may not be required depending on the design of
the facility. If all right-of-way for the freeway i5 taken from the north
side of Kellogg, a frontage road to serve remaining businesses on the south

side of Kellogg then would be required.

Benefits and Problems Associated with the Improvement
———————————— ~°7pc-atec witn the Improvement
A six-lane freeway would be a logical extension to the existing freeway

and would relieve the traffic problem on Kellogg from Roosevelt to Woodlawn.

A freeway would meet the long-range demand in that corridor, providing

reduced travel times and a reduced accident experience along Kellogg. A

facility of this type would help improve the east-west traffic capability

in the City of Wichia for some time to come.

A freeway on Kellogg would also serve to reduce the traffic volumes

on parallel streets. Traffic on other facilities such as Central, Douglas,

Lincoln, and Harry would be attracted to the freeway since the freeway

could provide a higher level of service than an arterial. This increased
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traffic demand for Kellogg would produce more adverse environmental impacts
along Kellogg in terms of increased noise levels and reduced air quality.
A six-lane freeway from Roosevelt to Woodlawn would be costly in
economic, social and environmental terms. The right-of-way needs would
require the purchase of many homes and businesses, the exact number of

which could not be determined until some preliminary design concepts

are developed.

Capacity Increases Resulting from the Improvement

& freeway in this corridor would provide the greatest increase in
capacity. As indicated in Table 5, the freeway capacit); would be 4,500
vehicles per hour (in one direction only) or 400 percent over the base

condition.

Estimated Cost of Improvemen

Without a rather detailed preliminary design, it is very difficult
to detetrmine costs of a large project as presented here. The costs would
be t.rery high due to the extensive right-of-way requirements and the
necessary interchanges. Numerous homes and businesses would have to
be accuired and relocated. With real estate prices inflating every year,
it is difficult to forecast what the costs might be when the project is
finaliy initiated. Construction costs are also increasing each year, making
cost estimates very speculative.

Even with the great difficulty in estimating prices at this time, a very

crude estimate is warranted. An estimate of constructing 1.5 miles of

freeway from Roosevelt to Woodlawn would be approximately $26.0 million at

today's prices. In ten years at an inflation rate of 1 percent per month the
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costs become approximately $90 million. It is very doubtful that these
kinds of funds will be available from federal, state, county and/or local

sources,




Conclusions

This report presents a preliminary review of possible options to
improve the traffic capacity of Kellogg from Roosevelt to Woodlawn. Of
the six options discussed, only two have real merit and should be given

additional consideration and study for possible implementation.

Option Ome - Do Nothing - can be donme with no effort on anyone's part.
Not realistic since it does not face up to the existing problem and

future traffic increases.

Optiown Two - Eliminate Left-Turns at Signalized Intersections during

the Peak Periods. Realistic option that could be implemented immediately
at a very low cost (less than $5,000). It would only be a short range
solution but would be effective until a lonug range solution is in

effect.

Option Three - Construct Reversible Lane iu Existing Median - This is a
relatively costly solution and it will present operational and enforcement
problems. It may be confusing to the motorist and produce a hazardous

traffic situation.

Optioi: Four - Add Two Lanes to Existing Facility - This option is not
realistic due to the right-of-way acquisition requirements and associated
costs. The increase in capacity is not sufficient to offset the anticipated

cost,

Option Five - Thru-Lane Grade Separations - This is a realistic long range
solution for East Kellogg that warrants further study. While the direct

cost is substantial, the economic, social and environmental costs would
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minimal. The proposed improvement would produce a significant increase in

capacity. Significant benefits would occur to the motorists.

Option Six - Six-Lane Freeway - Not a realistic option due to cost.
While the capacity increase would be very significant, the direct and the

indircct costs would be greater than the community could tolerate.

It is concluded therefore that further study be given Options Two, Three,
and Iive. This could most effectively be done by retaining a consultant
to develop preliminary designs of Option Five. This should be dome in the

near future,
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. Cost Comparison of Cptions

Approach Capacity’ Estimated Cost per
Capacity Increase Cost of 1,000 Units
! ~ (Table 5 over Base(n Option of @ Relative
Option . ; page 9). Condition (5000's)  Imcrease Cost

1 - Do Nothing 900 Basic Cond, 0 N.A. N.A.
2 ~ Eliminate Left Turms 1,050 150 4 27 1
3 - Reversible Median Lane 1,575 675 2,200 82
{45 = A0 Two Thru Lanes 1,350, 450 " 3,600 133

4b - Six Lanes - No Left 1,575 675 ; 1,800 7 68
Turns i

- Six Lanes - No Left 2,100 it 1,300 48
Turns - Two Lanes
Reversible

Expressway with 2,700 8,900
Grade Separations .

Six Lane Urban 4,500 ; 7,200
Freeway
" (1) Approach Capacity Increase

(2) $1,000 per 1,000 units
of added approach capacity

g -3uemyoeI Iy
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WICHITA-SEDGWICK COUNTY ~7 (%

METROPOLITAN AREA PLANNING COMMISSION f] -G

>
WINUTES

MAY 22, 1980

The regular meeting of the Wichita-Sedgwick County Metro-
politan Area Planning Commission was held on Thursday, May 22,
1980, at 1:30 p.m., in the City Commission Meeting Room, First
Floor, City Hall, 455 North Main, Wichita, Kansas, The follow-
ing members were present: William J. Goebel, Chairman; David
Bayouth, James Gardner, II; Ewing C. Lofton; Steven J. Martens;
Michael savina; and Bill Shook (late arrival). John Hennessy
and Elwood Jones were absent. One vacancy. Staff members
present were: Robert A. Lakin, Secretary; Jack H. Galbraith,
Assistant Secretary; Arthur D. Chamber, Junior Planner; and
Ruby M. Eubanks.

1. Approval of the minutes of April 10, 1980 and April 24,
98

MOTION: That the Planning Commission
approve the minutes of April 10, 1980
and April 24, 1980 as written and mailed.
Bayouth moved, Gardner seconded and it
carried unanimously. Shook was not
present. Hennessy and Jones were absent.
One vacancy.

SHOOK arrived.
SUBDIVISION COMMITTEE:

2. D-0946 - Riverlawn Christian Church grants a utility easement
egally described as: Beginning 10 feet south and 80 feet west
of the NE Corner, Lot 1, Block A, Hallock Addition; thence
south along the west line of Meridian Avenue a distance of
379.94 feet; thence west parallel to the north line of said
Lot 1 a distance of 10 feet; thence north to a point 10 feet
south and 90 feet west of the NE Corner of said Lot 1; thence

east to the point of beginning. Generally located at the
southwest corner of Meridian and .
s —oTTss O veridian and 2:.nd Street North
MOTION: That the Planning Commission
recommend to the City Commission that

this dedication be accepted. Bayouth
moved, Gardner seconded and it carried
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unanimously. Hennessy and Jones were
absent. One vacancy.

D-0947 - Mary Kelly grants a utility easement legally described
as the west 4 feet of the east 148.%5 feet of Lot 21, Gilder's

Court. Generally located east of Coolidge in an area south of
29th Street Noriﬁ.

MOTION: That the Planning Commission
recommend to the City Commission that
this dedication be accepted. Bayouth
moved, Gardner seconded and it carried
unanimously. Hennessy and Jones were
absent. One vacancy.

D-0948 - Mary Kelly dedicates additional street right-of-wa
for Coolidge legally described as the west 12 feet of Lot 21,
Gilders Court. Generally located on the east side of Coolidge
in an area south of 20th Street North

MOTION: That the Planning Commission

recommend to the City Commission that

this dedication be accepted. Bayouth

moved, Gardner seconded and it carried

unanimously. Hennessy and Jones were

absent. One vacancy.

D-0949 - Mary Kelly dedicates street ri%ht-of-wax for Woodrow
Tegally described as the east 3 eet of Lot 21, Gilders Court.

Generally located between Coolidge and Porter in an area south
of 20th Street North.

MOTION: That the Planning Commission

recommend to the City Commission that

this dedication be approved. Bayouth

moved, Gardner seconded and it carried
unanimously. Hennessy and Jones were

absent. One vacancy.

v-1026 - First National Bank in Wichita requests the vacation
of building setbacks legally described as the east 5 feet of
the westergy 130-foot building setback and the west 40 feet
of the south 5 feet of the northerly 100-foot building setback

all as platted in First Place West. Generally located at the
southwest corner of Central and Robin Road.
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GARDNER asked if it was possible to provide for some kind
of informal working session at which members of the public would
be present to provide their commentary as more of a working
session than a "public hearing”.

LAKIN said that it could be arranged.

REVISED MOTION: That this item be deferred
and an informal working session be held in
the next six weeks so that an alternate form
of ordinance can be explored that would get
the same results at the owner's option, such
as using a C.U.P. or a special use permit, and
that copies of the proposed ordinance be
distributed so that the parties directly
discriminated against will have a chance to
review it prior to the working session. Savina
moved, Gardner seconded and it carried unani-
mously. Hennessy and Jones were absent. One
vacancy.

Presentation and discussion of East Kello Traffic

Improvement Report by MAPD staff and Trafc Eneer-

ing staff.

LAKIN stated that Friday some of the Planning Commissicners
were able to meet in a joint session with the Traffic Cummission
as staff presented suggestions as to what could be done to improve
Kellogg east-west, particularly in the section from Roosevelt to
Woodlawn. LAKIN gave a synopsis of studies completed on East
Kellogg. He said there was currently a project yet to be com-
pleted at east end of the overpass with construction of a K-15
interchange. He said that to his knowledge the State and Federal
government had not programmed any Kellogg improvements east of
Roosevelt. LAKIN said that they were able to put staff profes-
sional engineers on this study and look at it from an engineering
standpoint, and not just as a planning concept. He said that
alternatives studied could improve conditions on East Kellogg in
the short range, and also the long range. LAKIN pointed out the
six options as: 1) do nothing; 2) prohibit left turns; 3) median
reversible lane; 4) widen to six lanes; 5) expressway with grade
separation; and 6) urban freeway. LAKIN mentioned that a freeway
was beyond the capacity of the City to pursue. At the moment
there is no money in the State Highway program for construction
or for a study. He said that things change over time, but even
where the interstate system in the United States is completed,
the money that now comes in, the initial thrust of the legislative
bodies has been to move it to other areas such as mass transit and
to large city rail transit systems. He said that he was more
interested in making some degree of improvement than staying
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with an infeasible long range planning solution. He felt that
the grade separation bridges could be incorporated into freeway
design, but that if they are built they will fix the freeway
alignment. He said that it has been shown that there is no
significant capacity problem at Bluff, and suggested that nothing
be done with the Bluff intersection until something significant
is constructed at Oliver.

BAYOUTH pointed cut that everything except option 1 closes
Bluff.

LAKIN said not necessarily. Option 5 would not close Bluff.
LAKIN suggested that the Commission look toward 5, and try to
program expressway bridge structures at Oliver, Edgemoor and
Woodlawn.

PAUL GRAVES, Traffic Engineer, said that he believed that
there was a freeway in the future on Kellogg. He felt that
whatever they do on Kellogg between now and when the freeway
comes to pass should be done with the thinking that there would
be a freeway.

GOEBEL asked if the Planning Commission agreed with the
Traffic Commission recommendation, were they to sit and nurse
this thing along exactly like it is for 15 or 20 years.

GRAVES said that Traffic Engineering did not have enough
people to study Kellogg from one City limit to the other to
develop plans for ultimate freeway operation.

BILL McKINLEY, Traffic Engineering, said that the first
intersection that they looked at was Kellogg and Bluff, which
is presently a signalized intersection that operates with Bluff
having separate phases north and southbound. The average stop
delay for Kellogg traffic during the peak periods is 5 to 12
seconds. Improvements recommended for this intersection fall
into three categories; 1) immediate solution (installing
presence loops on Bluff with delay detection); 2) closing
the Kellogg medial at Bluff and remove traffic signal; and
3) conversion to freeway segment.

McKINLEY said that the next intersection loocked at was
Kellogg and Oliver. Improvements for this section would be
adding protective permissive left turn signalization on Kellogg
for left turn bays, a gap reducing controller. The intermediate
solution would be to channelization Oliver at Kellogg. He said
that one proposal would be to shift the alignment of Oliver to
the east, thereby not buying any right of way on the west side,
but this would require right of way on the east side both north
and south of Kellogg. For the long range solution, they would
recorgmend an urban interchange and upgrading Kellogg to freeway
standards.
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The intersection at Kellogg and Edgemoor is presently
operating at Level of Service C which is an acceptable design
standard. McKINLEY said that the immediate solution for this
intersection would be to add protective permissive left turns
on all four approaches, upgrading the traffic controller and
detection system to be more traffic responsive, and the long
range solution would be the urban interchange and a Kellogg
freeway standard.

McKINLEY said that at the intersection of Kellogg and
Lexington, they would recommend as an immediate solution that
the school boundaries be adjusted so that the elementary bound-
aries divide on Kellogg and eliminate the need for children
crossing Kellogg; and if this can not be done, then a pedestrian
overpass should be constructed as a long range solution, when
Kellogg is constructed freeway standards.

The intersection at Kellogg and Woodlawn is presently
operating at Level of Service E with delays up to cone minute
during the P.M. peak period. McKINLEY said that the immediate
solution would be to add protective permissive turns on Kellogg
and upgrade the traffic controller. The intermediate solution
would be to study the possibility of interconnecting the traffic
signals and adding left turn bays on Woodlawn to accommodate the
heavy left turn volumes from Wocdlawn. He said that they would
recommend closing of the Kellogg frontage road on the south side
to eliminate the hazardous intersection a few feet south of the
signalized intersection of Kellogg and Woodlawn. The long range
solution would be to construct an urban interchange at Woodlawn
and Kellogg and upgrade Kellogg to freeway standards.

BAYOUTH said that he would like to accept the Traffic
Commission's recommendation, and asked how soon could this be
funded.

LAKIN stated that the funding of the immediate solutions
could be handled through their (Traffic Engineering's) opera-
tional budget.

GARDNER asked if these improvements were made a priority
and placed in the CIP, by when could they be implemented?

GRAVES felt the improvements could be accomplished in 1981.

MOTION: While the Planning Commission
recognizes the Traffic Commission's

formal action that Kellogg should ulti-
mately be upgraded to full freeway status;
but that the Planning Commission recommends
that the City direct its attention to short
term solutions that alleviate the problem
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of the more immediate nature. These solutions
include selective left turn prohibition during
peak traffic hours, and the upgrading of the
Bluff signals that anticipate Kellogg traffic
loading. The City should investigate the cost
and feasibility of Option 4B which is the
acquisition of an additional half lane each
side to provide a six lane total; that they
continue to solicit full freeway funding, and
that they investigate the intersection up-
grading that the Traffic Commission had
suggested, As an alternate to full freeway
funding being regarded as an intermediary
positicen. Gardner moved, Shook seconded.

MARTENS asked if Commissioner Gardner would consider an
amendment to the motion that would include opening up First
and Second Street as part of a wide range option, and allow
parking on one side of the street.

GARDNER said that he would consider that amendment.

SAVINA commented that the Traffic Commission has designated
the Bluff intersection as "C" standard which is acceptable. He
said that the Bluff signal provides a gap between the traffic
from Bluff to Oliver and lets the Oliver traffic move in these
gaps, and if the Bluff signal was eliminated, there would be a
constant stream of traffic from Hillside to Oliver. He said
that he would like to see the motion amended to not eliminate
the Bluff signal.

GARDNER asked if Savina would be agreeable to altering the
signal trip mechanism to stop the traffic. SAVINA said that he
would be agreeable to that, but not to eliminate the signal as
long as it stays at Level of Service C. GARDNER said that he
would favor that amendment.

BAYOUTH felt that the Planning Commission should recommend
to the City Commission that Traffic Engineering be provided the
necessary resources to conduct a study for the improvement of
the Oliver, Edgemoor and Woodlawn intersections as soon as possible.

GRAVES stated that the Traffic Commission, at their special
meeting a few weeks ago, was talking about lst-2nd Street, and
would have an item on their agenda in September which was left
over from one of their prior year's meetings to consider a
recommendation to return lst and 2nd Streets to two-way streets
with no parking, remove the traffic signals at 1lst and Hillside
and Oliver, remove all stop signs. GRAVES said that if this was
done, then the atmosphere of a typical residential neighborhoed
in Wichita would be created. GRAVES further stated that something
was said about prohibition of left turns at Kellogg, Oliver and
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Edgemoor, and he wanted to respond that it would not work. The
only way it would work would be with police manpower to stop the
left turns.

GARDNER said that he differed with the opinion and that
probably the predominate response from motorists would be to
acknowledge the alteration 5f the signal and/or the turn
allowances. He said that :rom his experience of work in other
metropolitan areas, he would suggest on an interim basis, and
with the cost factors involved and the results being as poten-
tially high as they are, that they would be foolish not to at
least try it.

GOEBEL commented that he would hate for a future City
Commission to be so composed that they would load the Traffic
Commission with people from both sides of Kellogg and vote
it back to a residential street like they did 1st and 2nd
Streets.

GRAVES stated that Traffic Engineering makes to the
Planning and City Commissions their best recommendation, and
if they agree or disagree with those recommendations, the
Traffic Engineering Department had done their job. He said that
lst and 2nd Streets were residential status from Grove Street
east, and Traffic Engineering does not promote any change.

The streets now. carry the same traffic volume that they have
for several years, and traffic volumes have not increased.

SAVINA asked if left turn signalization was included in the
master plan on Oliver.

LAKIN stated that their intermediate construction proposal
had left turns.

GARDNER stated that the left turn prohibition, as far as he
was concerned, improves the traffic flow substantially, and felt
that the driving public would accommodate it; they certainly
accommodate the detours that are put up.

BAYOUTH recommended a deferral of this item until their
more detailed designs could be prepared.

LOFTON said that he agreed with everything that had been
said, but would like to comment that they should continue the
study by reviewing what other cities that have this problem
and see how they handled it. He was speaking of cities like
Denver and St. Louis, and felt that staff could get immediate
solutions by reviewing what other cities have done. He said
that he did not believe in inventing the wheel again when it
has already been invented.




MOTION: That Commissioner Gardner adhere
to Mr. Graves fears, and change the motion
to allow left turn bays at the major inter-
sections or for signalization.

GARDNER explained that in accommodating the left turn pro-
hibitions he was making two suggestions. One was that Traffic
Engineering begin a selective left turn prohibition during peak
hours, even though he recognized that this might create some
problems, but that until they try it they would not have a firm
grasp of the impact. The second reason for accommodating left
turn signals at the intersections that are proposed for improve-
ment. This gives the ability in the future of fully accommodat-
ing left turns as well as two moving lanes of traffic through
the intersection, and the two are compatible.

VOTE ON THE ORIGINAL MOTION: It
carried unanimously. Hennessy and
Jones were absent. One vacancy.

The Chairman declared a five minute recess.

BAYOUTH was excused from the meeting.

DR 80-10 - Department of Redevelopment and Rehabilitation
requests review of the "Lincoln Neighborhood Plan".

LAKIN stated that he had made several comments to the
R&R staff about our concerns in the area of land use and zoning.
He had suggested to them some alternatives such as going back to
the neighborhood to see if they wanted to redo some of the plan,
or place it on the agenda and get some reaction from the Planning
Commission before they take these items back to the neighborhood.
LAKIN said that one of the areas he had concern in was the
redevelopment policy where development was limited to single
family residential, and the policy concerning conversions. He
said that he had no problem with strip zoning of Broadway and
Harry because it was self-evident, and he could understand their
opposition of strip zoning of other arterials like Main, Market
and St. Francis, and Lincoln.

MARTENS stated about two weeks ago they had a plan for a
northeast area, and now a plan for this area. He asked if it
was the intent to go through and plan each neighborhoed.

LAKIN said that he would prefer a neighborhood or policy
plan or some detailing other than the broad brush type of land
use plan for the entire area.
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MARTENS said that when plans recommend strictly single
family housing,in light of some of the vacant lots or lots
that need to be vacated and started over in an area that
is zoned for duplex and fourplex considering today's economic
times and the trend of housing, it totally baffles him that a
report like this could come out. He said that he was not
supportive of this plan because many of the findings were
incorrect and inaccurate and not in keeping with today's
economy. :

GOEBEL agreed with Martens, either stop the neighborhood
Plans or have them all at once.

GARDNER explained that various planning projects are funded
through the CDBG block grant monies, and in this instance, funds
are allocated for neighborhood planning within the Department of
Redevelopment and Rehabilitation.

In response to Commissioner Goebel, SHOOK stated that
Area "C" or the Southwest area was the first one to develop
one of these neighborhood plans, and he assured him that the
first plan did not get all that they were looking for. SHOOK
believed that there was a roll for the neighborhood to play
in attempting to set some sort of policy or guidelines in terms
of how they want to see their neighborhoed in the future. They
have a sense of ownership in their neighborhood just as much as
the City at large. He felt that some of the hopes for what
would become of neighborhood planning would be helpful in the
processes that come to this Commission.

MARTENS said that he was not saying that neighborhoods
should not get together.

BILL WOMACK, Department of Redevelopment and Rehabilitation,
stated that in talking with most of the Task Force by phone, they
would be in agreement with the problem of single family housing
limitations under the residential land use recommendations. The
Task Force members do not anticipate getting a zone change from
multiple family to a more restrictive category, so they would be
in agreement with striking that item. Speaking to the vacant
parcels within the neighborhood, the Task Force still feels that
single family housing is a big part of the Lincoln neighborhood
and would like to preserve as much of it as possible. The Task
Force would like for the Commission to recommend that single
family infill be encouraged by making loans available, not by
zone changes. He said that at the present time there is no
existing vacant land available, however, there is a future need
for a park, preferably west of Broadway. According to the Parks,
Open Space and Recreation Plan prepared by the Planning Depart-—
ment, 12 additional acres of park was needed for the Lincoln
neighborhood in the future.
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MARTENS commented that Womack had mentioned earlier loans
for single family housing, and asked if he intended this to be
Federally subsidized loans. WOMACK said yes.

WOMACK continued that the plan was mainly concerned with the
stripping of commercial of Market and Main and other one-way
streets in the area, They were not concerned with Harry and
Broadway. They realized this was strip commercial and would stay
strip commercial. WOMACK said that mainly what they were concerned
with on screening was the commercial located on such streets as
Harry to depths of 250 feet. The sides and rears of these com-
mercial outlets, they feel should be screened from residential
uses.

LOFTON was excused from the meeting.

GARDNER stated that he was having misgivings about adopting
something that calls for policies that elude to down zoning of
uses. Although down zoning might not be accomplished technically,
adoption of the document can create a precedent. He said that he
was disturbed about the approach to favoring single family over
other varieties of development which may be more energy efficient
and economically feasible in the area. .

WOMACK said that the Task Force would like to see more
commercial located along Broadway, and was not referring to a
zone change.

LAKIN commented on the reuse of Broadway and Harry. His
assessment of it was that in comparing the amount of commercial
existing along the streets with the normal demand that 2,000
dwelling units would create for neighborhood commercial uses,
there would appear to be four or five times the amount that
could be utilized by the neighborhood only. If they recognize
the possibility that Broadway and Harry would not be down zoned,
then it has to be recognized that the buildings must be kept
full and, therefore, many of the commercial uses serve an area
much larger than the local neighborhood.

MOTION: That the Lincoln Neighborhood Plan
be received and filed, and indicate for the
record that there are some misgivings about
some of the recommendations, and that the
recommendations would be taken under advise-
ment before implementing them as a policy.
Gardner moved, Shook seconded.

MARTENS commented that he shared Commissioner Gardner's
concern, but he would oppose the motion because he didn't think
it was strong enough.
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GARDNER said that if Commissioner Martens wanted to propose
& countermotion he would withdraw his motion with the consent of
the second. SHOOK consented.

MOTION: That the Lincoln Neighborhood

Plan be acknowledged as being received;

that the Commission issue a statement of
being very much alarmed at the method in
which the report was prepared, specifically
the small number of task force members in
relation to the total population of the
neighborhood; that the Commission is deeply
alarmed and concerned that this report appears
to be contradictory to a number of established
zoning policies to the land use in the area;
that the Commission views this type of report
48 an unnecessary step given the regulatory
agencies that now exist, such as the Health
Department, Central Inspection, Police and
Fire Departments; and that the Commission is
very concerned that the plan for each
neighborhood is presented individually and
the Commission can not look at the total
picture when plans are presented in this
fashion. Martens moved, Savina seconded.

MARY WRIGHT, 1045 South Topeka, said that she felt kind of
shot down. She said that the purpose the task force had was to
improve their neighborhood, and she was deeply concerned. She
said that the neighborhood contains their homes, and they were
merely trying to upgrade it in some way. she said the thing that
disturbs her and a lot of other people was that several old homes
have four families living there and they are fire hazards. She
nor the task force had any objections to somecne building duplexes.

GARDNER remarked that Mrs. Wright should not be offended by
their response, that it was not intended to be offensive. He
said that her concerns about the quality of living and housing
for the neighborhocd were very valid and probably if anything was
lacking at this point it would be an adequate explanation to her
as to how she could pursue achieving higher housing guality using
the existing agencies that Mr. Martens referred to that involve
themselves very specifically with those areas on multiple family
housing and townhousing where there are code violations, fire
hazards, health violations and things of this nature. Those
agencies can actively pursue and develop remedies to those
problems. He said that the Commission's concern was if they
adopt a policy that has not been aired within the neighborhood
that affects both owners and absentee owners, then they do people
an injustice assuming that they concur when in fact they do not.
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MARTENS commented that he recognized the time Mrs. Wright
had spent on the plan, and it seemed that his comments were
directed at her, but that was not the intent. He said that this
was the second neighborhood plan that he had seen, and while he
believed in her effort and supports her efforts, but from what he
had seen, given the overall picture, he felt this was the wrong
approach.

VOTE ON THE MOTION: It carried with a
vote of 4 in favor (Martens, Savina,
Gardner, and Goebel), and 1 opposed
(shook). Hennessy, Jones, Bayouth and
Lofton were absent. One vacancy.

ELMER KARSTENSEN, MTA Director, acknowledged Commissioner
Gardner's services on the task force that resulted in the
development of this plan. KARSTENSEN stated that this was a
transition from an inaccessible bus fleet to a fleet that has
51 percent accessibility at the peak hour service. He said
that there were 26 buses available equiped with the wheelchair
lift and have four more arriving between now and June 17. They
will have to have some additional wheelchair lift buses to meet
the full accessiblity requirement at 50 percent at peak hour.
There is a possibility of future expansion of services, that
now looks very real, because of energy shortages. He said that
they do have a situation where they will have to expect more use
of those buses although they are not cost effective. KARSTENSEN
said that they were under an obligation from the Federal
government which leaves him no option but to meet the 51 percent
accessibility during peak hours.

KARSTENSEN presented the three options. Option 1, would
comply with the 504 regulations by purchasing all buses with
wheelchair lifts; Option 2, having at least 50 percent of the
buses, during peak service hours equipped with wheelchair lifts,
and Option 3, to bring themselves up to the level of Section 504.
He said that he agreed fully with the recommendation that they
adopt Option 3. He encouraged the Commission to endorse the
plan as prepared and recommend the adoption of Option 3.

GOEBEL questioned the statement in the newspaper that the
buses did not handle the handicapped as well as the mini-vans
that had been used. He asked for Karstensen's analysis of the
statement.

KARSTENSEN said that he has to make the buses pay as much
as possible for the City of Wichita, and to do that he operated
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on a fixed route. Time would not permit him to take the bus

and drive off of the route to pick passengers up at the Timbers.
He mentioned that they did have a problem of loading the
passengers on one of the lifts due to inexperience of the driver.

GOEBEL asked that during peak hours why can't they call
the mini-van buses.

KARSTENSEN said that they were meeting the demand and at
times were overloading their peak capacities now.

GARDNER said that Mr. Bayouth requested that he make special
note in the record of his intense feelings regarding the lack of
cost effectiveness in serving the handicapped public by attempting
to do it with major vehicles and the larger buses. He felt that
the STS services to be commended for the degree of service that it
provides, and felt it was substantially more cost effective and
efficient than the larger vehicles.

SAVINA asked if there was a record of how many handicapped
people rode the buses.

KARSTENSEN said the largest number they have had on any
given day was ten since they started to use the buses, then
they dropped to two per day.

MOTION: That the Planning Commission
endorse the Transition Plan and recom-
mend Option 3. Savina moved, Gardner
seconded and it carried unanimously.
Hennessy, Jones, Bayouth and Lofton
were absent. One vacancy.

The meeting adjourned at 5:55 p.m.

Robert A. Lakin
Secretary

State of Kansas) s
Sedgwick County)

I, Robert A. Lakin, Secretary of the Wichita-Sedgwick County
Metropolitan Area Planning Commission, do hereby certify that the
foregoing copy of the minutes of the meeting of the Wichita-Sedgwick
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County Metropolitan Area Planning Commission, held on May 22,
1980, is a true and correct copy of the minutes officially approved
by such Commission.

Given under my hand and official seal this day of

« 1980.

Robert Lakin, Secretary
Wichita-Sedgwick County Metropolitan
Area Planning Commission
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Case No. DP-96

Request: I mendment to the Pebble Creek esidential C.U.P.
(now Village of Elucstem)

Location: Between 2lst & 29th Streets North and between Tock
Road and Webb Road.

thorization to advertise the "BC" Restricted Commercial

District for public hearing.

Presentation & discussion of Fast Kellogg Traffic Improvemcnt
Report by MAPD staff & Traffic Engineering staff,

DR _20-10 - Department of Rcdevelopment and Rehabilitation
requests review of the "Lincoln Neichborhood Plan®.
(Memo and plan cnclosed to Planning Cormissioners).

“Transition Plan" for Handicapped Transportation - MTA board
roquesting cndorsament - (Mamo anc plan attached to Planning

Commissioners) .

Other Matters.

Pobert i.. Lakin
Secretary
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May 7, 1980

Metropolitan Area Planning Commission
Robert A. Lakin, Director of Planning

East xelloqg,i’g%afﬂc

|

I have previously reviewed with the MAPC at a work session, the
results of a study on East Kellogg in which we have suggested
elternate actions to improve capacity and flow. At that time
it was thought that a further explanation of the report would
be beneficial, and that it would be helpful to review it with
the Traffic Commission as part of the possible actions which
are oriented toward traffic management practices. I have
arranged for Friday, May 16, in the Board Room, to have a
joint work session with the Traffic Commission. Since it is the
Planning Commission extending the invitation with MAPD staff
presenting the report, I would expect that our Chairman would
preside. sSince this is primarily information and not a public
hearing on the matter, I would assume most of the conversation
would be limited to the two Boards and the respective staffs.

As it is an informational meeting and no formal action can be
taken, it is my intention to have the matter on your formal agenda
for May 22. Mr. Graves indicated that he would have a similar
item on his agenda, and together with a Traffic Engineering
Division report for the Traffic Commission meeting of May 21,

It would be at these times that formal action might be considered.
I would assume at some point in time one or the other of the
Boards would want to hold a public hearing on the alternates
and/or any specific action program thought desirable.

Robert A. Lakin
Director of Planning
RALirme %
Attachment — /oo 0 &/,ﬂ-,ﬁ‘

cc: Wichita Traffic Commission
E. H. Denton, City Manager
Ray Bruggeman, Director of Public Works
Dean Sellers, Acting City Engineer
Paul Graves, Traffic Engineer
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May 7, 1980

Wichita Traffic Commission
Robert A. Lakin, Director of Planning

East Kellogg Traffic

The Planning Department staff has prepared a report for considera-
tion of what we perceive to be traffic problems on a section of
East Kellogg. informally with the Planning
Commission, would be helpful if the report could
be explained more fully to both the Traffic Commigsion and the Plan-
ning Commission. Accordingly, the Planning Commission would like
to invite you to a "work session"” on Friday, May 16, from 11:30 a.m.
to 1:00 p.m., in the Board Room of City Hall. At that time we would
Preaent the various alternates in the attached report, and be
Prepared to discuss the alternates with the membership of the
combined Boards.

No action is requested or expected at a work session. We conduct
these on an informal basis, and although the public may attend,
the work is confined primarily between the staff and the Board
It is anticipated by Mr. Graves that he will have this
similar report from his staff on your May 21 ag:
the Planning Commission formally
At that time appropriate actions can be considered by
respective Boards.

I am hopeful that you will be able to attend during this noon hour
session. We will be furnishing sandwiches and soft drinks.

will allow people to eat during the

keep to a minimum the amount of

from your other activities.

Robert A&, Lakin
Director of Planning
RAL :rme
Attachment

cc: E. H. Denton, City Manager
Metropolitan Area Planning Commission
» W. Bruggeman, Director of Public Works
Dean Sellers, Acting City Engineer
Paul Graves, Traffic Engineer
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THE METROPOLITAN AREA PLANNING COMMISSION AND
GUEST, WICHITA TRAFFIC COMMISSION

BOARD ROOM
FIRST FLOOR, CITY HALL
455 NORTH MAIN
WICHITA, KANSAS

May 16, 1980

INFORMAL AGENDA

11:30 a.m. to 1:00 p.m.

Presentation of a staff report on possible improvements

to increase capacity on Kellogg Avenue from Roosevelt

to Woodlawn.

‘This will be an informal presentation to provide background
to the Commissions so that they can have a joint dialogue
concerning this subject. It is anticipated that the same
report will be on the respective agendas of each of the
Commissions on May 21 and 22.

Sandwiches and soft drink .will be served during the
lunch hour.

Robert A. Lakin
Secretary
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METnopougAN AREA PLANNING May 12, 1980

455
WICHITA. KANSAS 67202
(316) 2484381

Glen M. Koontz, Director of Engineering & Design
John McNeal, Director of Planning and Development
Glenn Anschutz, Engineer of Design
F. J. Reid, Engineer of Urban Highways
Fred Terry, Urban Highways Division
- Kansas Department of Transportation
State Office Building
Topeka, Ks. 66612

Gentlemen:

Enclosed is a revised draft of the East Kellogg Avenue Report.
By this mailing we are also informing you of a meeting we have scheduled
with the Planning Commission and Traffic Commission on May 16, 1980.

We will keep you informed as meetings with appointed and elected
city/county officials proceed. If you have any comments or suggestions,
please forward them to us.

s;ncerely,

Monroe L. Funk, P.E.
Principal Planner
Advance Plans Division

MLF:rh

Enclosures

cc: Robert A. Lakin, Di.rector of Planning




Willard L. Stockwell, Chief Planner, Advance Plans Division
Monroe L. Funk, Principal Planner, Advance Plans Division
EAST KELLOGG e

After having spent considerable time reviewing and analyzing
the op:l.ou{ for improving capacity on East Kellogg, I feel that
I am prepared to stite my position and make a recommendation
for future action. £

We have presented and evaluated six different options
with variationson one of the options (4a, 4b, 4c). Each
has its associated benefits, disadvantages and costs. Many
tradeoffs are possible between the optfons making the selection
of a single option very difficult. No one option stands out
head and shoulders above the rest.

It appears that two options deserve to be eliminated

immediately, Option 1, "Do Nothing" and Option 6, six-lane

- urban freeway.

Option 1 is not feasible in the long run in the face
of growing travel demands in the Kellogg corridor. We are
projecting a 67 percent increase in travel demands for the
urbanized area. Similar travel demand growth is expected
in the Kellogg corridor. This means additional traffic on
Kellogg, Doulgas, First Street, Second Street, Central,
13th Street, Lincoln and Harry. To "do nothing" on Kellogg
means that congestion will increase on Kellogg and then spill
over on to the other parallel streets in the corridor. Our
best opportunities to increase east-west capacity in the
Kellogg corridor is on Kellogg Avenue. Todo nothing” would
be short sighted and nctbe in the public interest.

Option 6, a six-lane urban freeway, does not appear to be
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Willard L. Stockwell May 19, 1980
EAST KELLOGG i e

realistic at this time because of the very high dollar, social
economic and environmental costs i.nvnlved.‘ I do not feel that
there is public support for a freeway even if the federal govern-
ment and state would come up with 100 percent of the Eund:l.n_g.

It does not appear reasonable to assume that sufficient federal
or state funds will be available to build the freeway. Even .

if we build a freeway up to Woodlawn we will still have a

problem from Woodlawn eastward that will be costly to solve.

This leaves us with Options 2, 3, 4 and 5. Option 2 while

cost effective provides only a minimum of additional capacity and can

therefore be considered only as a short term solution. There is
some concern that the public will not accept the elimination
of left turns from Kellogg. This may be true, but it appears
to be ~.:.th a try. If elimination of left turns does not work,
then the try can be aborted with very little cost involved in
I:he-expe‘ri.ml:nt.-.. If the experiment - works, then we have a
basis for the reversible lane concept, since the reversible
lane options do not allow left turns from Kellogg while the
reversible lane is operating as a thru lane (in _either
direction).

The reversible lane option is cost effective for the
amount of additional capacity it can provide. The 75 percent
increase in capacity shown in Table 5, page 9 is in the direction

of the reversible lane flow. There would be an increase of 17

percent in the opposite direction due only to the elimination

of left turns.
The reversible lane option has serious safety and operational

problems associated with it. Enforcement would have to be

4
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Willard L. Stockwell _ May 19, 1980
EAST KELLOGG

thorough and consistent. No left turns from the reversible
]:me could be permitted from Bluff to Woodlawn. This may be
difficult to prevent because of the many side streets and
business drives unless a barrier wall were constructed to
prevent left turns. The barrier type wall has problems
associated with it also. :

The reversible lane option would be exper:l.mental.
subject to the probability of failure. To even test the
option will take a large expenditure of funds. After a
l.arge expenditure of funds the option may fail after a
ng esting time period producing a considerable
waste of funds.

Under option two, elimination of left turns would

take place only at Oliver, Edgemoor and Woodlawm. All

exiétins left turn bays on to local side streets are to

remain. If the reversible lane option is implemented, all left

turns from Kellogg would be prohibited; at least during the time

that the median (middle) lane is operating as a thru lane.
Option 4 widens Kellogg to six lanes several different

ways. Any widening will require the acquisition of additiomal

r:l.ght-ofjway which would be costly since entire businesses

may be effected. The option does not add significantly to

the capacity of Kellogg and is therelfore not very cost effective.
Option 5, an expressway with grade separations, appears

to be a feasible opt.ion from several viewpoints. The option

does provide éignifican: long range increases in capacity.

While the cost for providing grade separations at three

s i
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Willard L. Stockwell " May 19, 1980
EAST KELLOGG :

intersections is considerable the total pProject can be staged.
With just a little help from the feds and the state, a trial

project could be constructed at Oliver. A grade separation

at Oliver would be doable and within the financial capability
of the city and State with assistance from the feds.
! (Optien 5)
It is my opinion that the ideaAwarrants further investi-
gation. My recommendation would be to hire a consulting engineem.nf.
firm to determine exact right-of-way requirements, determine
feasibility of going under rather than over and prepare a.

" detter cost estimate. This would then give us the necessary

information as to whether or not to proceed with the project.

Monroe L. Funk
Principal Planner
Advance Plans Division

it

i R oy TR

!
4




6’1’1:{0.4- ,éafau.d" ere ._W ﬁfé’&” i)
Posiiibis fe bl o

Tonbirebiongee af Oleiro, Edpmor, b
t#ellogy ae € Ao . 30 frontage
Abal or  PeTh -—\a_a,e?o F/uwy,




®

1980 cosT oF AcouiciTION

Nozry sipe oF KElloss :

’?ol o000

345  Howses @
16 Busmesses @
c Foweraes @
/ Apr. Blsa @ 20,000
[ VA Bipa @  |75000

| Ba &eo. IEI'SIS'Q lga, cco

IZOJ'ooo

80_; o0

| Fire s7AT00M @ 0o 000

CHYRCH

VA PEDPE;GT)/ (cAns cm.)

RELOCRTIAN

35  fHovses @ #|5’Ooa
10 Businesses @ 10, 000

C  Furbers @ Vramr
| AeT A @ s e
Vo Vi Bing ® Deobe
5 e fSEo"'l KK @ g)s:aac

] [CRE STATION @ glf‘,oao

SugreTAL A f' R (norT¥ sipe

PRoper T)’/ (Linn ou\.y)

ReaReEMENTS FoR
CONSTRICTION ONLY)

Boosevett 1> UJoosiann

2)4{0/OO§:
| 2Zoo oo
J A

4go oo o
J‘ZOJ. oo o
175, 000
[Co, oo =
/Oo} oo

\
75, 000

150 60

4 &0, 000

525, OO0
100, 0s o
74,00 ©
29,000
/5, Oo o




@

SouTH SIDE OF KEUoa&a . Rosseuetr 7o Weenipwn

BUS(NESSES @ 120,00= }) 68 ocoo
Fourprex @ 80, 00 = 85 oo
Remmonen  Boas @ /5, 000 30 000 |
WIHRE Hous & @  sgeco %0, coo
MoTeEL @ 400, 000 400, 0 o

PRI G Paapezr)/ GisT oF WodDLAWN - 50,0086
Zf 170) o :
ReELocsmiony
/4 ABusinesses @ 1000 & 140, oo
Joas
| FoorPizx @ e 5 16,00 o
I Morer @ Zgooo 20,00 ©

f?C,Jooo

SweToTAL 4 ’flﬂ (soutH Smr) 2}4 (. e o002

ToTAL AR YBJJOC) co o ‘

.IMWN‘ _l980o 1990 zooco
(rawraLy) 8loc 000
5% ¢.89)" 14,78 000" 2¢ €32 000  (3.310)
(7 (G309 20,750,000 88,295 coo  (10.873)
A @w) 4§ 387,000 283 890 000  (35.63)

2 /gxio /o _
1 lolenlapsmn  (1085) *(loos) = L8/7
L 8,/66, 000k /. 8/P = ‘/4_, 748,000




® @

1780 constRucTIoN cost  ETIMATE I KEtloss, Resmier 7o Wit

3 sTRUcTUKES @ !? MILLION C?J 0o go0o

BN_L&Q (sRucTunes  moT /mcLODED)

\!WL MANLINE G500 x Go 7 = dos, oo Fr*

= 4spos yd*

4’5)000 ydz X %5/4;/:{‘ #11125:000
Rops : 3000 y12 = 3¢, 000 FT*

* 4 000 yd?.

4000 ft « P25l ”

FébITAGE  RD. 300o/.Y 24’ = 720¢0 Fr?
> = 8,000 ydz
gooo yd2 ,rzf/ga(’

EARTHWo K
SUBGRADE ¢ Y5p00 + 4000 + Bocm) ";’/ﬁ(’

‘gZSS') foYa e

Dramnae xSooJ oS o

LL T7eN 7 [ NTST=

CcRosSS STREETS ¢ S/IGNALS |, 0oo oo

[12, 960, ©00

mmmm‘\xz 13 8o 1990

2000
(pensriey) 12, 460 000

e 28670 goo 44 245 000
(A 4,230, 000 135,720 w0
1.5 % A, 380,000 443 ?fq 0060




@

LI CONSTRUCTION ¢ E/W

/

- ZN ALATIONN R 1900 1990 Z0s>
(iMenTHLy) 26, 5t 000
Dels: = 37418000 8,077,000
i 89, 617 000 ZZ'Z o!b:,om
e 22, 7L 7me 782,829 cos

B2




fi -
ROY- o bl

Y e
thin dene RG Feem

s o { e E._J—\"
LIZ — éﬂw/, - ..../_. M«-L%z;{‘,&—vl\r :
Clee pilly X n.tS. @-?,-7 ‘
SR = Ua,@/ § velw @f_’%www

@o W.ﬁ:q u/a.@.w.r e L&Jf-
/Q/gzzwmadw ot MM.:VJW{';/&& elpre L.

{_\4(-«01/\‘ ‘/wa-j:crw_

e
bJa»chlQ&c«.m"ml e S

L2 & fortrronmry!

At
. & (_(51 > ?/

a5 Gyt
‘

APt ALt e I C/(_«{-‘t)-"'f.l

At b Bt

-;-..J /M.!c(_d(ouz.(/ AP e T

e

.f,g-,j,. o . , _.n_c,c_u-z/c/ .ﬁé—ro«
Vo7 (0 A At "

1Rt i 'ci»-{,«-efﬂ

Al 7 Co e / G A@ctgz[;;,- G 4 il lrcat ‘r
Fo .:'-{,. ] /LL-L.(\‘ LR s il et temata,

et vy DA Eharricr i e sy

Lty o d '/’1 Lt

LV ’
L ek o s 2

5

«d._.w?‘-f"”-— cerl
Lo ‘,I.; A a R f4¢i. B g B Lrrn. -':(:'—“""g

Sl ratdnt.




@ ©

)

"'" h?a\ﬁqtte -Geu ho\'\u og h\m'lh:? ! !
‘ ho"’?-ua\'\;,a t w-w--ésmal BT branleo Ao M‘M‘

|
1

brrntler e o o0 Quik YV
= e L.mlﬁmw;t:«.ﬂ'j't'Ld -

Lﬁ-u.—lﬂa»b- =

/) .

W&ﬂsﬂhﬂtm ;
mﬁ%gmmm .
ol Lo s 6L Stew s 2 00
FWA.L i mind e et
Lo o w/a&lu-,e-»m—/-«:z:w

"“‘Z‘ﬂ




e dlo et the ity f Fescung

-.JOL., pot aaw 2o iy . The Rl ¢S50
bk hine oo sy & vatthur do e

wh ﬁb‘j‘“ﬁ/‘“““" Tt mm o @[ v 12
J-!lbﬂc/p-m;t::.ﬂ-—-""ﬂp 20% mm-

9/{ W wb:*'ﬁqlad‘ L %&M%—ffb

S wedd fke 2oy By y;a-;woo v/

MIZ hapsp it o S Dmodly = CEMA
1% 224 b b
b = 3y bdll

Lo

Tun Udnar £ DOT Evygy 4-'-._7—:'-7

Sthmed = Moneaih - T Uf c&

aLJ;w T%GPE‘?




®

foske ot ol el g
TWW&T?J’W][M% 142 dz
Mu Ve oot e it 3091,;—1‘_4

v 6’73

YK wtosins At gofrsond] brder —

R Jl St
& us s4 Jzﬁ,.,t::

SR e ool B goud ) imirtno

Cnduudl?-

b ol 0500 s B vihats i Ve
B e new f.-. M%JW
+~._7c.,gc.l..c.,t e G

[o.jﬂv %/-h-‘-r-’l—ul-*?7
Mo 2l 5 T
it w [ LT S lnT cffe e L.
Bitl Intllinkey with atmer bl i

e efccdl ] . O lie o] THA AR,
.ma‘,éw—mw/ef. =7 P /5




szrm-7c. @ @ @56 70T .
e _

/Z-m.....-.{ 7 deC
G&wﬂﬂ.ﬁ’ e %7

s2or®, 2 ot 2
e RA 6 “ oy @l-)m-ﬂ

¥ q{’u-fz.tg A_’jf 54
4’”70 —RiL T b o .
+1-27 W&uﬁ-‘ﬁmm%f S ks

MorA- mee pe r

M.:Ah;:’“m f_p 2-};;.---; Lq,.y 1'4- AJ-S o ﬂ.ﬂg.:.fgwap s

oier TYF ) ffeTz Do,

frdl-m.tn mt - "2- W'
1 “v witton e wt] bt
!"hﬂgwt—? i sl

Londid] - wtwiar, adhoufimm bt et /dtffw%dﬁia}»é‘

me -
Mg = Uukorm ;Jaduru&hmwhmwm,; ‘:bdu-&p.ﬁq,‘
e

T80 ke cOmmnd™ pu et 5 Ptorny = N s by = R —

§/22/60 il
‘ R S




T T

&

i
1

——

minimal., The proposed improvement would produce a significant increase in

capacity. Significant benefits would occur to the motorists.

Option Six - Six-Lane Freeway - Not a realistic option due to cost.

While the capacity increase would be very significant, the direct and the

indirect costs would be greater than the community could tolerate.

It is concluded therefore that further study be given Options Two, Three,
and Five. This could most effectively be done by retaining a consultant

to cavelop preliminary designs of Option Five. This should be done in the

near future.
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Comméssioner Sue Crockett ilade a motion that the Wichita
Traffic Commission accept the Traffic Engineering staff's

- yecommendations for immediate changes on Kellogg from Bluff to
the east City limits with Kellogg being improved to freeway
status at the earliest possible time. Seconded by Edmiston,
The vote in favor was unanimous. .
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Wichita Traffic Commission Meeting - Ma 21, 1980
———— = -OmIssion Nleeting - May 21, 1980

Intermin Reports on East Kellogg from Hillside to Armour VL
MOTION: (S-h—.kg e previcey mobisasn  madacd ia mcﬁara! o mproven
Commissioner Sue Crockett made a motion that the Wichita Traffic of kelley
Commission accept the Traffic Engineering staff's recommendations for

Imediae changes on Kellogg from Bluff to the east City limits with

Kellogg being improved to ﬂ-ewa status at the earliest p

Seconded by Commissioner Robert Edmiston. The vote in favor of the
motion was unanimous. ]
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INTERIM REPORT - EAST KELLOGG TRAFFIC STUDY

FROM HILLSIDE TO ARMOUR

INTRODUCTION

The purpose of this report is to analyze the traffic handling ability of
the Kellogg corridor between Hillside and Armour. Special emphasis was
given to the operation characteristics of the four signalized intersections
along this corridor. These four signalized intersections are Bluff,

Oliver, Edgemoor and Woodlawn.

This is an interim report, since the original charge of the Traffic
Engine;rmg Division was to study Kellogg from the East city limits to
the West city limits at the request of the Traffic Commission. This
interim report is being brought forward at this time since the data is
now available on this segment and to correspond and supplement the

report completed by the Planning Department.




SURVEY

The survey area was confined to Kellogg from Hillside to Armour. The
greatest emphasis in this report was given to four signalized inter-
sections as follows:

Kellogg and Bluff

Kellogg and Oliver

Kellogg and Edgemoor

Kellogg and Woodlawn.

In order to identify potential traffic problems, the following information

was gathered:

1)  Peak turning movement counts during the AM and PM hours of

7:00 to 9:00 and 4:00 to 6:00 at the four signalized intersections.

Travel time runs in both the eastbound and westbound directions

during peak and off-peak periods.

Obtaining the existing geometric configuration and lane widths

at the four signalized intersections.

Tabulating the existing signal time data that presently controls

the four intersectioms.




DATA ANALYSIS

The data anlaysis was divided into two major areas; travel time runs for
the entire segment of Kellogg from Hillside to Armour, and an intersection-

by-intersection review of the four key intersectionms.
Travel Time Studies

For this survey, the Test Vehicle method of assembling travel time
was used due to its flexibility and degree of accuracy. This
procedure involves a driver controlling his vehicle to float with
the traffic stream in a given lane, such as outside lane eastbound
through the entire run. This procedure requires a minimal amount
of equipment since only a test car, field data sheets and two stop
watches are needed to record the data. An example of the field

survey sheet is illustrated on Figure (1) of this report.

The travel time studies were conducted during both the AM and PM

peak as well as during of f-peak periods. For this specific study

the peaks were- 7:00 AM to 9:00 AM and 4:00 PM to 6:00 PM, while

of f-peak runs were conducted between the hours of 2:00 PM to 4:00 PM
and 10:00 AM to 12:00 PM. In order to obtain results which were
sufficiently accurate to be useful, a minimum of six rumns in each
direction was necessary. Since we were primarily concerned with
the four intersections of Bluff, Oliver, Edgemoor and Woodlawn, the
travel time runs commenced in advance of the Bluff intersection at

Hillside and continued eastwardly through the intersection of

Kellogg and Woodlawn to the intersection of Kellogg and Armour.

—da




@ FIG‘URE (1) e

TRAVEL TIME RUNS

KELLOGG, FROM HILLSIDE TO ARMOUR

Direction - EB WB NB SB

Run Started at AM
(time) PM (location)

Run Ended at AM
(time) PM (location)

Location Time Seconds Stopped
Armour

Woodlawn

Edgemoor
Oliver
Bluff
Hillside
Summary:
Total Trip Length Total Trip Time
Average Speed Running Time

Stopped Time

Symbols of Delay Cause: Traiffic Signal - S Parked Cars - PX
= Stop Sign - SS Pedestrians - P
Left Turns - LT Bus Loading - BL
Right Turns - RT General Congestion - G

Recorder
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The reverse of this was true with regard to westbound travel time runs.

Before each test run commenced, the recorder filled in the pertinent

data, such as starting time, location, which lane and direction the

survey commenced in. The trip began from one end of the selected route

and went to the other end, with the recorder observing and recording the
duration, location and cause of each stop. Also recorded was the time

when the test vehicle cleared the intersections of Bluff, Oliver, Edgemoor

and Woodlawn. The first travel time runms were conducted on Tuesday,

January 22, 1980, between 4:30 PM and 6:00 PM and on Wednesday, January__zg_." 1980,
between 7:20 AM and 9:00 AM. The results of these travel time runms are

recorded in the Appendix as T_abl.es (1) through (4).

Additional travel time runs were conducted on March 12, 1980 and May 8, 1980,

for of f-peak periods. The results of these surveys are illustrated in

the Appendix Tables (5) through (8). Further peak hour travel time rums
were conducted on April 29 and April 30, with the results illustrated in
Appendix Tables (9) through (12). The summation of all the travel time
runs are illustrated in Table (1) of this report. A close analysis of
this table reveals that the greatest eastbound delay on Kellogg occured
at Kellogg and Woodlawn during the PM peak from 4:00 to 6:00, where the
average delay was 46 seconds. The E‘f_"ff.’f...dilﬂ' eastbound in the
morning occurred at Kellogg and Oliver where the average delay during
the 7:00 to 9:00 rush was 27_s_eﬂ:._nds. Travel time runs over this two
and three quarter mile course varied from an average AM peak of 5
minutes and 50 seconds, to an average PM peak of 7 minutes and 32

seconds. The average of f-peak travel time run was 5 minutes and 54

seconds. The summation of westbound Kellogg traffic from Armour to




TABLE (1)

SUMMARY OF TRAVEL TIME RUNS

Eastbound Kellogg From Hillside To Armour

AM Peak Hour
7:00 - 9:00 aM

PM Peak Hour

Of f Peak Hour

4:00 - 6:00 PM

01/23/80 I 04/30/80 lAverage

GIIZZIBOI 04/29/80 | Average

2:00 PM= | 10:00 AM-
4:00 PM | 12:00 PM
03/12/80 | 05/08/80

Average

Bluff
Oliver

mmor
lawn
Subtotal
Travel Time (Min.-Sec.)

Total Stop Delay (Sec.)
Average Running Speed

4 6 5
29 25 27
24 11 18
12 15 14

6:05 5:36 5:50
68 b 63
27 29 28

14 4 9
49 29 39
38 19 28
34 57 46

7:53 7:12 7:32
134 109 122
21 23 22

6
20
2
33

4
15

4
34

5:54

58
28

Westbound Kellogg From Armour To Hillside

AM Peak Hour
7:00 - 9:00 AM

PM Peak Hour
4:00 - 6:00 PM

01723780 I 04/30/80 IAverage

01722780 I 04/29/80 l Average

Of f Peak Hour

2:00 PM- | 10:00 AM-|
4:00 PM | 12:00 PM
03/12/80 | 05/08/80

Average

Wood lawn
Edgemoor
Oliver
Bluff

Subtotal

Travel Time (Min.-Sec.)
Total Stop Delay (Sec.)
Aveyr i & Running Speed

33 29 31
36 11 23
16 29 23

4 7 6

6;05 6:15
68 79
26

34 37 35
11 13 12
63 67 65
12 12 12

7:21 7:05 7:13
104 130 117
22 23 23

33 52
9 12
30 20
5 7

43
11
25

6




Hillside revealed that the highest delay occurred at Kellogg and Oliver
during the PM rush of 4:00 to 6:00, where the average delay was 65
seconds. The highest AM delay occurred at Kellogg and Woodlawn with an
average delay of 31 seconds between 7:00 AM and 9:00 AM. The average AM
travel time was 6 minutes and 15 seconds, and the average PM travel time
was 7 minutes, 13 seconds. The average off-peak travel time was 6
minutes and 15 seconds. The travel time run in the AM was a minute to a
minute and a half quicker than those which occurred during the PM period.
When comparing eastbound and westbound travel time runs during various
periods of the day, there was less than 30 seconds difference between

the eastbound and westbound runs.

A capsule summary of the travel time survey indicates that only excessive

delays occurred at Kellogg and Oliver and Xellogg and Woodlawn and the

delays eastbound and westbo _particular time

ﬂlﬁ_fﬁgﬂ_s}gg_._. The average travel time for this two and three quarter
mile run was approximately a minute to a minute and a half quicker
during the AM peak as compared to the PM peak, which resulted in the
average running speed of the AM being 28 miles per hour compared to 22

miles per hour for the PM peak.
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Signalized Intersection Review

Kellogg and Bluff

In order to analyze the existing conditions at Kellogg and
Bluff the following information was gathered:
© Peak AM turning movement counts between the hours of
7:00 AM and 9:00 AM.
o Peak PM turning movement counts between the hours of
4:00 PM and 6:00 PM.
o The existing actual timing of the controller at Kellogg
and Bluff.
o The geometrics of the intersection with regard to lane

width, parking conditions, etc.

From the two hour tutning-mvement count for -both the'AM and

PM periods, a further breakdown of this count was tabulated in

order to analyze the peak AM turning movement hour and the

peak PM turning movement hour. This information is revealed

in Figure (2). The greatest volume of traffic entering this
intersection occurs during the PM peak and the highest approach
is the west approach where 1701 cars approached the intersection
of Kellogg and Bluff. The highest approach during the AM peak
occurs on the east approach where 1478 vehicles approach the
intersection of Kellogg and Bluff. Approximately 55% of the
traffic on Kellogg is westbound in the morning and 55% is
eastbound in the evening. The volume of traffic on Bluff is

approximately 10 of that occurring on Kellogg.




L - FIGURE (2)
; @ CITY OF WICHITA O
TRAFFIC ENGINEERING DIVISION
_ -0z TRAFFIC VOLUME _ SUMMARY

DATE Februarys, 1980

TIME _7:30- 830 4. M.

STREET

DATE Eebruay 5, 1980

TIME 4:30 - 5:30 PM
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From the intersection geometrics, turning movement counts and

signal phasing, the level of surface of this intersection was
computed by a Critical Movement Analysis. Basically, the critical
movement summation method of capacity analysis applies a technique
which analyzes the critical volumes at an intersection. The critical

volumes are determined by adding the highest total of through

traffic plus the opposing left turn traffic in one direction on an
hourly, per lane basis, and then adding to this the highest total
of through, plus its opposing left in the opposite direction on an

hourly, per lane basis.

The general rules of procedure for determining the critical movement
capacity analysis are as follows:
o For a divided highway with separate left turns and right turn
bays, the critical movement would be the through traffic and
j the upp;:raing left; therefore, the number one consideration
would be the through volume on each approach.
The through volume on each approach are divided by the number
of lanes on that approach and the opposing left turns are
added to this number. From these totals the traffic movement
in the north-south direction, for instance, is compared to
determine which one of the opposing left plus through movement
volume is greater. The same greater through plus opposing
left turn volume for the east-west flow is also determined,
adding the greater through plus opposing left volumes for both
the north-gouth and east-west direction which results in a

critical movement value. (See example page 11)
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CAPACITY ANALYSIS BY CRITICAL MOVEMENT METHOD

KELLOGG AND EDGEMOOR (PM)

North South East
Steps Approach Approach Approach

(1) Approach Volume 407 362 1,107
(2) Divide by number of lanes 204 181 554
(3) Add Opposing Lefts 97 210 79
(4) Totals (2 and 3) 301 391 633

(5) Critical Movements
(Larger Value on Line 4)

North - South Direction 391
East - West Direction

Intersection Total (Sum of 5) - 1,197 Level of Service "'C"

KELLOGG AND EDGEMOOR. (AM)

North South East
Steps ‘ Approach Approach Approach

(1) Approach Volumes 1,164
(2) Divide by number of lanes 582
(3) Add Opposing Lefts 36

(4) Totals (2 and 3) ' 618

@

(5) Critical Movements
(Larger Value on Line 4)

North - South Direction
East - West Direction

Intersection Total (Sum.of 5) - 1,075 Level of Service "B

West
Approach

1,480
740
66

West
Approach

904
452
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From previous analysis of other intersections where heavy
vehicle traffic has been encountered, it has been determined
under the critical movement analysis method that the following
level of services can be encountered when the vehicles per

hour are less than or equal to those shown in Table (2).

TABLE (2)

LEVEL OF SERVICE RANGE
FOR OPERATION AND DESIGN

Maximum Sum of Critical Volumes
Two Three Four or
Phase Phase More Phases

1000 950 900
1200 1140 1080
1400 1340 1270
1600 1530 1460
1800 1720 1650
=====-not applicable---—-———

In computing the capacity analysis of this intersection by the

critical movement method, the intersection in presently operating

at level of service "C".

Another method used in the critical movement analysis for
determining level of service is the length of delay encountered

in an intersection. The following table illustrates the delay

which can be encountered based upon the level of service.




TABLE (3)

DELAY AND LEVEL OF SERVICE

Level of Delay Range
Service (Seconds Per Vehicle)

0.0-16.0
16.1-22.0

40.1 or greater

Referring back to summary of travel time runs, Kellogg operates
at level of service "A" at the intersection of Kellogg and

Bluff based on amount of delay encountered per vehicle.

Kellogg and Oliver

A summary of the turning movement counts for the peak.m and
PM periods at Kellogg and Oliver is revealed in Figure (3).

As one would assume, the heaviest flow of traffic at Kellogg
and Oliver is 1514 westbound vehicles in the morning and 1454

eastbound vehicles in the evening.

Heavy left turn volumes are recorded on Oliver for northbound
et it it ok

traffic wishing to go west on Kellogg in the AM with 235

vehicles recorded during the peak hour. Also a moderately
heavy left turn volume is recorded during the PM period on
Oliver, both in the north and south directions with 163 and

141 respectively. Again, the directional split at Kellogg and




FIGURE (3)

T O CTY oF wicATa @ '

TRAFFIC  ENGINEERING DIVISION
TRAFFIC ME SUMMARY

DATE February 25, 1980

STREET
Kellogg

DATE February 14, 1980

TIME
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Oliver was approximately 55% westbound in the morning and 55%
eastbound in the evening. The capacity analysis of this
intersection by the critical movement analysis indicates that

this intersection is operating at level of service "E". When

comparing it with delay and level of service calculations, the

delays at this intersection in the PM indicate a level of

service operation of "E" or "F".

Kellogg and Edgemoor

The peak hour turning movement counts for the AM and PM are
revealed on Figure (4). Again, as one would expect, the
heaviest flow of traffic at Kellogg and Edgemoor is 1229
westbound in the morning. In the evening the heaviest volume
is 1559 eastbound vehicles. The heaviest left turn occurs on
Edgemoo.r where 220 northbound vehicles turn to go west on
Kellogg riuring the AM peak. During the PM peak the heaviest
left turn occurs southbound on Edgemoor where 210 vehicles

wish to turn east onto Kellogg. Again the directional peak on

Kellogg is approximately 55% with 55% westbound in the morning
and 55% eastbound in the evening. The capacity analysis for

Kellogg and Edgemoor indicates that this intersection is

operating at level of se;vi;e _f}ien computed by the eritical

et

movement analysis method. The delays recorded during the
travel time runs indicate that this intersection operates

between level of service "A" and "C" for Kellogg traffic.
i U B A R T T S L e e e R




; FIGURE (4)

I T) CITY OF WICHITA @ ;

TRAFFIC  ENGINEERING DIVISION
e02d i TRAFFIC VOLUME  SUMMARY

DATE _ March 6, 1980

TIME _7:00 - 8:00 A M.
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DATE March 6, 1980

TIME 4:30 - 5:30 PM

emoor




Kellogg and Woodlawn

The peak turning movement counts for Kellogg and Woodlawn

during the AM and PM peak are revealed in Figure (5). Again,

the heaviest volume occurs on Kellogg with 1125 westbound
vehicles in the morning. The heaviest volume in the evening
occurs eastbound with 1355 vehicles approaching this intersection
from the west. The heaviest left turn occurs during the PM

peak with 377 vehicles southbound on Woodlawn wishing to turn
east on Kellogg. During the PM peak another heavy left turn
occurs on Kellogg westbound to go south on Woodlawn where 183

vel';:lnles were counted.

The capacity analysis of the intersection of Kellogg and

Woodlawn indicates this intersection is operating at level of
RS T e T T B

sewce Q_hen compared by the critical movement analysis.

When comparing a level of service based upon the delays that
occur at this intersection, this interesection is operating at

level of service "D" and '

RECOMMENDATIONS
‘/u an ultimate goal to move east-west traffic through the city of
Wichita, we would recommend that all steps toward upgrading Kellogg

to freeway status be strongly supported. The need to have Kellogg

as a freeway from the east city limits to the west city limits can

be easily justified when one looks at the volumes presently traveling
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; @ CITY OF WICHITA @
TRAFFIC ENGINEERING  DIVISION
TRAFFIC VOLUME SUMMAR

DATE _ March 5, 1980

TIME _7:30 - 8:30 AM
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STREET
Woodlawn
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on Kellogg and the lack of an east-west freeway through Wichita.

Since the freeway cannot become a reality in the near future, we

are recommending three levels of improvement for e;ch of the intersections
which will be immediate solutions, intermediate solutions and long

range solutions. The following is an intersection-by-intersection

recommendation.

[p1uc]

This intersetion is presently operating at level of service
"C" with average stop delays of 5 to 12 seconds. Improvements

recommended for this Intersection would fall into the following:

Immediate Solutions

o Immediate solutions would envision installing presence %

loops on Bluff with delay detection. This would
permit the green signal indication to remain on
Kellogg for a greater amount of time and allow right
turning vehicles from Bluff to enter the Kellogg
stream of traffic where gaps are available without

cycling the traffic signal.

Intermediate Solut
o The intermediate solution would envision closing of {h
the Kellogg medial at Bluff 2d:fn:_v91£f_:he n
ml. with the possible addition of a

pedestrian signal near the intersection of Kellogg

and Bluff.




Long Range Solution

o Conversion to freeway segment on Kellogg thereby
closing direct access to Kellogg from the side

streets.

Kellogg and Oliver

This intersection 1s presently operating at level of service
"E" with peak hour delays during the PM running approximately
65 seconds. Improvement for this intersection fall into the

following categories:

Immediate Solutions
n QMJM\.I(, Ly
Kellogg for left turn bays. 1) Hoais ﬁ—w#-zu, .

o Imprwg traffic controller and detection system

through the use of a gap-reducing controller.

Intermediate Solutions
o Study the possibility of interconnecting traffic

signals on Kellogg at Oliver, Edgemoor and Woodlawn. ,«I

UGO o Add left turn bays on Oliver to accommodate heavy
¥

X ' left turn volumes.

0 Add selective right turn bays.

Long Range Solution

o Construct an urban interchange and upgrade Kellogg

to freeway standards.




Kellogg and Edgemoor
This intersection is presently operating at level of service "C"

with PM average delays running less than 30 seconds.

Immediate Solutions

0 Add protective permissive left turns on all four approaches. zg

o Upgrade traffic controller and detection system.

Intermediate Solutions
o Study the possibility of intercomnecting traffic signals

on Kellogg at Woodlawn, Oliver and Edgemoor.

Long Range Solution
o Construct urban interchange and upgrade Kellogg to freeway

standards.

Kellogg and Lexington

This school pedestrian signal is presently causing some minor
congestion and delay to Kellogg traffic during its 20 mile per hour
flashing operation when students are going to and from Fabrique
Elementary School. The solution to this problem lies either in the

immediate category or the distant future.

Inmediate Solution
0 Adjust school boundaries so that the elementary boundaries
divide on Kellogg, eliminating the need for the school

pedestrian signal.
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Long Range Solution

o Construct a pedestrian overpass over Kellogg, at the time

Kellogg becomes a freeway.

Kellogg and Woodlawn
This intersection is presently operating at level of service "E",

with delays up to one minute occurring during the peak hours.

Immediate Solutions
Lo g
o Add protective permissive left turm signalization on §¢ T
Kellogg for left turnm bays.
o Improve traffic controller and detection system through

the use of a gap-reducing controller.

Intermediate Solutions

o Study the possibility of intercomnecting traffic signals

on Kellogg at Woodlawn, Oliver and Edgemoor.

o0 Add left turn bays on Woodlawn to accommodate heavy left
turn volumes.

o Add selected right turn bays.

o Consider modifications to Kellogg frontage road om the
south side of Kellogg to reduce conflict points associfated
with this intersection being so close to the Kellogg and

Woodlawn intersection.

Long Range Solutionm
o Construct urban interchange and upgrade Kellogg to freeway

standards.






Run Number
Lane

Armour
Woodlawn
- Edg emoor
Oliver
Bluff
Hillside

APPENDIX TABLE NO, 1

TRAVEL TIME RUNS

KELLOGG, FROM HILLSIDE TO ARMOUR

Eastbound - Hillside to Armour
4:30 P. M. to 6:00 P. M,
Tuesday, January 22, 1980

Beginning or Ending Time/Stop Delay

1 2 3 4

Outside Inside Outside Inside

4:30:00 4:48:00 5:08:50 5:27:45
0 44 89 32
14 0 15 22
25 88 0 193
8 12 6 14
4:36:50 4:55:25  5:16:40 5:37:10

*Red light at intersection from police car - about 30 seconds

_J  **After 6:00 P, M,

SUMMARY

Travel Time (min. /sec.)
Total Stop Delay (sec.)
Average Stop Delay/Inter.
Min, Delay @ An Inter.
Max, Delay @ An Inter.

Average Running Speed

¥
6:50 7:25 7:50 9:25
47 144 110 261
12 36 27.5 65.25
0 0 0 14
25 88 89 193
24mph 22mph 21mph 17mph

5
Best Lane

5:47:20
13
12
69
22

5:54:40

7:20
116
29
12
69

23mph

+ Not included in Average since Police car blocked a lane
++ Not included in Average since after 6:00 P, M.

6 e
Best Lane

6:02:45
23

++
5:20

12
24

31mph

Average

33.5
10.5
62.5
12, 4

T:21
104
26

68
2Zmph

-23-




_Run Number

Lane

Hillside
Bluff
Oliver
Edgemoor
Woodlawn
Armour

SUMMARY

jravel Time (min. /sec.)
otal Stop Delay (sec.)
Average Stop Delay/Inter.
Min, Delay @ An Inter.
Max, Delay @ An Inter.

Average Running Speed

APPENDIX TABLE NO. 2

TRAVEL TIME RUNS
KELLOGG, FROM ARMOUR TO HILISIDE

Westbound - Armour to Hillside
4:30 P. M. to 6:00 P. M,
Tuesday, January 22 1980

Beginning or Ending Time/Stop Delay
2 3 4
Outside Outside Inside Inside Best Lane

4:38:00 4:56:20 5:18:00 5:38:10 5:55:30
3 19 2
63 8 0
37 47 27
40 0 0
4:46:10 $ 5:26:00 5:45:10

Average

13.8
48. 8
38
34




APPENDIX TABLE NO,
TRAVEL TIME RUNS

3

KELLOGG, FROM HILLSIDE TO ARMOUR

Eastbound - Hillside to Armour

7:20 A. M, to 9:00 A. M,

Wednesday, January 23, 1980

Beginning or Ending Time/Stop Delay

Run Number 1 2 3 4

o

Lane Outside Inside QOutside Inside

Hillside 21 7:36:45
Bluff 0
Oliver 71
Edgemoor 24
Woodlawn 0
Armour 7:43:00

SUMMARY

Travel Time (min. /sec.) : 6:15

Total Stop Delay (sec.) 95 99
verage Stop Delay/Inter. 24 25

“Fin. Delay @ An Inter. 0 0
Max. Delay @ An Inter. 71 60

Average Running Speed 26mph 24mph 27mph

*Kellogg between Lexington and Fabrique School Signal Delay

5
Outside

8:25:25
0
42

9 z3x
0
8:32:05

6:40
51
13

0
42

24mph

6
Inside

8:40:45
0
35
0
0
8:46:00

35
9
0

35

31mph

{f
Best Lane. Average

8:54:35
0
(1]
32
35
9:00:05

5:30
67
17

0
35

30mph




APPENDIX TABLE NO. 4
TRAVEL TIME RUNS
KELLOGG, FROM HILLSIDE TO ARMOUR

Westbound - Armour to Hillside
7:30 A. M. to 9:00 A, M.
Wednesday, January 23, 1980

Beginning or Ending Time/Stop Delay

T Jun Number 1 2 3 4 5 6
Lane Inside Outside Inside Outside Inside Outside Average
Armour 7:30:00 7:44:16 8:01:30 8:17:40 8:34:10 8:47:10
Woodlawn 6 57 54 47 0 33 33
Edgemoor 52 59 42 39 8 14 36
Oliver 3 0 19 0 26 49 16 v
-Bluff 0 0 6 18 2 0 4 5
Hillside 7:35:50 7:51:10 8:08:50 8:24:10 8:39:45 8:53:40
SUMMARY
Travel Time (min, /sec.) 5:50 6:54 7:20 6:30 5:35 6:30 6:26
Jotal Stop Delay (sec.) 61 116 121 104 36 96 89 .
Average Stop Delay/Inter. 15 29 30 26 9 24 22
Min. Delay @ An Inter. 0 0 6 0 0 0 1
Max. Delay @ An Inter. 52 59 54 47 26 49 48
Average Running Speed 28mph 24mph 23mph 25mph  30mph 25mph 2626mph




APPENDIX TABLE NO, 5

TRAVEL TIME RUNS
KELLOGG, FROM HILLSIDE TO ARMOUR

Eastbound - Hillside to Armour
2:15 PM to 3:55 PM March 12, 1980

Beginning or Ending Time/Stop Delay

_/ Run Number 1 2 3 4 5 6 7

Lane Qutside Inside ‘Outside Inside Outside Inside Best Average
Hillside 2:17:03 2:32:15 2:49:00 3:03:20 3:17:30 3:31:30 3:48:00
Bluff 23 0 0 7 13 0 0 6
Oliver 5 6 45 39 0 9 39 20 '
Edgemoor 0 14 0 0 0 0 0 2o
Woodlawn 55 16 9 0 65 48 41 33 !
Armour 2:24:03 2:37:30  2:55:15 3:09:08 3:24:14 3:37:15 3:54:28

SUMMARY

Travel Time (min. /sec.) 7:00 5:15 6:15 . 5:48 6:44 5:45 6:28

) Total Stop Delay (sec.) 83 36 54 : 46 78 57 80 62
~ Average Stop Delay/Inter. 21 9 13.5 11.5 19.5 14 20 15.5

Min. Delay @ An Inter. 0 0 0 0 0 0 0 0

Max. Delay @ An Inter. 55 16 45 39 65 48 41 44

Average Running Speed 23.2mph 31mph 26mph 28. Imph 24. 2mph 25mph 25mph 26, 5mph




APPENDIX TABLE NO. 6

TRAVEL TIME RUNS
KELLOGG, FROM ARMOUR TO HILLSIDE

Westbound - Armour to Hillside
2:25 P. M. to 4:00 P.M. - March 12, 1980

Beginning or Ending Time/Stop Delay

Run Number . 1 2 3 4 5
Lane Outside Inside QOutside Inside Outside Average
=, Armour 2:25:30 2:40:00  2:56:30 3:10:45 3:24:30
() Woodlawn 49 75 0 40 0 33
Edgemoor 0 30 10 4 0 9
| Oliver 14 65 41 10 20 30
| Bluff 2 o 8 0 17 5
| Hillside 2:31:40 2:47:44 3:02:28 3:16:43 3:30:22 .
SUMMARY o
a3
_Trave: Time (min. /sec.) 6:10 T:44 5:58 5:52 5:52 6:19
Total Stop Delay (sec. ) 65 170 59 54 37 77
Average Stop Delay/Inter. 16 42.5 15, 13.5 9 19
Min. Delay @ An Inter. 0 0 0 0 0 0
Max. Delay @ An Inter. 49 75 41 40 20 45
B Average Running Speed 26.4mph  21.0mph 27.3mph  27.7mph 27. Tmph 25. 8mph




APPENDIX TABLE NO, 7

TRAVEL TIME RUNS
KELLOGG, FROM HILLSIDE TO ARMOUR

Fasthound - Hillside to Armour
9:50 A. M. to 11:20 A. M., May B, 1980

Beginning or Enci'mg Time/Stop Delay
Run Number 2 3 4 5

- ‘) Lane Qulside Inside Quliside Inside Qutside

Average

Hillside 9:52 10:05 10:20 10:34 10:49
Bluff 0 0 0 12
Oliver g 27 27 0 7
Edgemoor 19 0 17 0
Woodlawn 0 42 0 65
Armour 10:11 10:56

SUMMARY

Travel Time (min. /sec.) 5:54,1 5:01.0
Total Stop Delay (sec.) 46 69 17 55 53
Average Stop Delay/Inter. 11.5 4.2 13.7 13.2 13.5
Min. Delay @ An Inter. 0 0 0 0 o 0

| Max. Delay @ An Inter. 27 42 17 55 53 43,2

5:35,1
54,0

Average Running Speed 27.6mph  28.0mph 32.4mph 31. 9mph 31. Tmph 29. 2mph




‘--._..)Run Number
Lane

Armour
Woodlawn
Edgemoor
Oliver
Bluff
Hillside

SUMMARY

Travel Time (min. /sec.)
./ Total Stop Delay (sec. )
Average Stop Delay/Inter.
Min. Delay @ An Inter.
Max., Delay @ An Inter.

Average Running Speed

APPENDIX TABLE NO. 8

TRAVEL TIME RUNS

KELLOGG, FROM ARMOUR TO HILLSIDE

Westbound - Armour to Hillside
10:00 A. M. to 11:20 A, M., May 8, 1980

Beginning or Ending Time/Stop Delay
1 2 3 4 5
Outside Inside OQutside Inside Qutside
9:59 10:12 [ £ 10:57
0 66 42
13 5 12
5 55 19
0 18 0
10:19 : s 11:03

25.1mph 25, 3mph

6

Inside Average

11:11

124 5250
0 11.8
0 19.7
4] 7.2

6:16. 4 6:06. 1
124 90. 7
31 22.6

0 4.3
124 54,2

25, 9mph 26. Tmph




Hillside
Bluff
Oliver
Edgemoor
Woodlawn
Armour

SUMMARY

: /Travel Time

(min. /sec.)
Total Stop

Delay (sec.)
Avg. Stop

Delay/Int,
Min. Delay

@ An Inter.
Max. Delay
@ An Inter.

Average

Running Speed 34.3mph 29.6mph 23.2Zmph 30.0mph 30.2mph

APPENDIX TABLE NO. 9

TRAVE L. TIME RUNS
KELLOGG, FROM HILLSIDE TO ARMOUR

Eastbound - Hillside to Armour
T:11 A. M. to 9:00 A. M,
Wednesday, April 30, 1980

Beginning or Ending Time/Stop Delays

2 3 4 5 6 1/

Inside Outside Inside Qutside Inside Outside
7:22:00  7:37:00 7:54:00 8:08:00 8:21:00 8:35:00
24 0 0 0 0
35 33 6 0 60
7 0 34 0 4
0 0 0 39 36

7:44:01 7:59:25 8:13:23 8:26:33 8:41:16

5:30 : 5:23
66 40
16.5 5 10

0 0 0

35 33 34 39 60

29.3mph 26.0mph

8

Inside

8:50:00
8
12
0
0
8:54:56




Run
Number

Lane

Hillside
Bluff
Oliver
Edgemoor
Woodlawn
Armour

SUMMARY

Travel Time
(min. /sec.)
JTotal Stop
Delay (sec.)
Avg. Stop
Delay/Int.
Min, Delay
@ An Inter.
Max. Delay
@ An Inter.

Average

Running Speed 33.2mph 23.Z2mph 20,8mph 29.4mph 29.6mph

Qutside

7:20:55
12
0
0
0
7:16:00

APPENDIX TABLE NO. 10

TRAVEL TIME RUNS
KELLOGG, FROM HILLSIDE TO ARMOUR

Westbound - From Hillside to Armour

7:11 A, M. to 9:00 A. M. Wednesday, April 30, 1980

Beginning or Ending Time/Stop Delays

2 3 4 5 6
Inside Outside Inside Outside Inside
7:36:01 7:52:50 8:06:32 8:19:31 8:33:50

17 0 0 6 15

75 110 13 32 0

0 45 17 0 0

29 21 12 0 45

7:29:00  7:45:00 8:01:00  8:14:00 8:28:00

*Stopped at Lexington School Signal - 28 seconds

4:55

3

0

12

7:50 5:32 5:31 5:50

121 176 42 38 60
30.25 44 10.5 9.5 15
0 0 0 0 0
75 110 17 32 45

7

Outside

8:48:36
7
0
22
58
8:42:00

8
Inside

9:03:23
0
0
(153
7
8:58:00

28.0mph 24, Tmph 30. 3mph

7.1
28.8
10.5
21.5

6:05

44.5

26. 8mph

<3




APPENDIX TABLE NO, 11

TRAVEL TIME RUNS
KELLOGG, FROM HILLSIDE TO ARMOUR

Westbound - Armour to Hillside
4:00 P. M. to 6:00 P. M.
Tuesday, April 29, 1980

Beginning or Ending Time/Stop Delay

Run Number la 2a 3a 4a 5a Ta

\n_aza.ne QOutside Inside Outside Inside Outside Outside

Hillside 4:18:09 4:32:28 4:52:56 5:08:30 5:27:10 5:59:03
Bluff 0 0 32 15 5
Oliver o] 27 160 103 25
Edgemoor 28 20 6 0 0
Woodlawn 85 0 38 0 36
Armour 4:11:30 4:26:30  4:44:00 5:00:00

SUMMARY

Travel Time (min. / sec.) 5:58 B8:56 7:10 6:03 7:09
Total Stop Delay (sec.) 47 223 118 66 130
Average Stop Delay/Inter. 11.75 55,75 29,50 16.5 32,54
_Ain, Delay @ An Inter. 0 34 0 0 5.7
Max. Delay @ An Inter. 27 102 103 36 88. 71

Average Running Speed 27.3mph 18.9mph . 22. Tmph 26.9mph 22. 8mph




Run Number
'-u‘zane

Hillside
Bluff
Oliver
Edgemoor
Woodlawn
Armour

SUMMARY

Travel Time (min. /sec,)
Total Stop Delay (sec.)
Average Stop Delay/Inter.
.__Min. Delay @ An Inter.
Max. Delay @ An Inter.

Average Running Speed

*Kellogg

APPENDIX TABLE NO. 12

TRAVEL TIME RUNS
KELLOGG, FROM HILLSIDE TO ARMOUR

Eastbound - Hillside to Armour
4:00 P. M. to 6:00 P, M.
Tuesday, April 29, 1980

Beginning or Ending Time/Stop Delay

1 2 3 4 5 6
OQOutside Inside Qutside Inside Outside Inside
4:03:30 4:19:30 4:33:30 4:54:00 5:13:00 5:30:00

14 0 0 0 15 0

0 30 39 52 17 62

24-43% 8 63 0 25 0

0 26 102 2r 80 110
4:10:18 4:25:40 4:42:15 5:00:10 5:21:10 5:37:55

6:48 6:10 8:45 6:10 8:10 7155

38 64 204 73 137 172

9.5 16 51 18.25 34,25 43

0 0 0 0 15 0

24 30 102 52 80 110

23.9mph  26.4mph 18. 6mph  26.4mph 19. 9mph 20. 6mph

and Lexington School Signal

7
Outside

5:44:00

24, 9mph

Average

4,14
28.57
18,71
57. 43

=34~

7:22
109
27.21
2,14
65. 86

22. 1mph
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The following are preliminary conclusions reached by the Traffie Engineering Division
after reviewing the results of capacity analysis and travel-time runs on East Kellogg
from Bluff to Oliver.

Kellogg & Bluff Intersection

This intersection is presently operating at level of service '"C" with evefage stop 3
delays of 4 to 6 seconds. Improvements recommended for this intersection would :
. be in the immediate future and in the distant future.
‘ Immediate ImproVvements:
Immediate improvements would envision installing presence loops on Bluff

with delay detection. This would permit the green light to remain on
Kellogg for a greater average of time and allow right turns from Bluff
_onto Kellogg to enter gaps in the Kellogg traffic without cycling the
traffic signal.

Distant Future Improvements:

Distant future improvements would envision closing the Kellogg medial at
Bluff and removing the traffic light. The possible additional requirement
with this improvement would be the incorporation of a pedestrian signal

near the intersection of Kellogg and Bluff.

Kellogg & Oliver Intersecction

The intersection is presently operating at level of service "E'" with peak-hour delays

during the PM running approximately 65 seconds. Improvements for this intersection B &
fall into the following categories: 3 Hq

Immediate Solutions: el i

e Add protected permissive left-turn signalization on Kellogg for left-

turn bays.
Improve traffic controller and detection system through the use of gap-

reducing controller.

Intermediate Solutions:

e Study the possibility of interconnecting traffic signals on Kellogg at
Oliver, Edgemoor and Woodlawn.
Add left-turn bays on Oliver to accommodate heavy left-turn volumes.

Add selected right-turn bays.



‘;.;;n-,—-‘,-.;, 'mvw

e

Distant Future Solution:

@ Construct Urban Interchange

Kellogg § Edgemoor Intersection

This intersection is presently operating at level of service "C" with PM average
delays running less than 20 seconds.

Immediate Solutidns:

e Add protected-permissive left-turns on all 4 approaches.
e Upgrade traffic controller and detection system.

Distant Future Solution:

e Construct Urban Interchange

Kellogg & Lexington Intersection

This school pedestrian signal is presently causing some minor congestion and delays
to Kellogg traffic during its 20 m.p.h. flashing operation when students are going
to and from Fabrique Elementary School.

Immediate Solutiom; !

e Adjust school boundaries so that elementary boundaries divide on

Kellogg, eliminating the need for the traffic signal.

Kellogg & Woodlawn Intersection

This interscction is presently operating at’level of service "E" with delays up to
onc minute occurring during the peak hours. :

Immediate Solutions:
hl 3 ® Add protected-permissive left-turn signalization on Kellogg for left-
turn bays. :

Improve traffic controller and detection system through the use of éap—
reducing controller.

Intermediate Solutions:

Study the possibility of interconnecting traffic signals on Kellogg at

Woodlawn, Oliver and Edgenmoor.
Add left-turn bays on Woodlawn to accommodate heavy left-turn volumes.
Add selected right-turn bays.

Consider modification to Kellogg frontage rond on the south side of Oliver

to reduce conflict points associated with this intersection.being so closc




Loy

to the Kellogg and Woodlawn intersection.
Distant Future Solutio
———n e LU T EROD UL 101

® Construct Urban Interchange
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THE CITY OF WICHITA ESH
OFFICE OF CITY TRAFFIC ENGINEER DATE January 31, 1980 REC WE@
FEB 41980
TO Bill Stockwell, Chief Planner/Advance Plans METROPOLITAN PLANNIN
FROM Bill McKinley, Assistant Traffic Engineer ROUTEB

SUBJECT East-West Traffic Study:
Roosevelt to Woodlawn

The Traffic Engineering Division has tentatively reviewed your rough draft of
the east-west traffic flow on Kellogg from Roosevelt to Woodlawn. We would
like to make some comments with regard to the rough draft.

We realize, first of all, that your objective is to move traffic east and west
through Wichita, as it is our objective also. We truly believe that any report
that goes out should be accurate in the facts that are presented. In some
cases the facts that we gave you were not clear enough for you to properly in-
terpret and some were actually in error. It is for this reason that we are
suggesting that we work together on this report and, in order to produce a
facﬁua] report that actually depicts what is happening on Kellogg from Roosevelt
to Woodlawn.

In an attempt to help you better analyze this segment of Kellogg, we will conduct
peak-hour-turning movements, 7:00 a.m. to 9:00 a.m. and 4:00 p.m. to 6:00 p.m,,

at the key intersections. We will also conduct travel-time runs on Kellogg from
Hillside to Armour. As you are aware, we submitted to you some of the preliminary
work on travel-time runs for this segment at our meeting on January 28, 1980.
Possibly, we were misunderstanding part of your report, but as we read it, it
looked 1ike delays were 6 to 10 minutes at each key intersection along Kellogg,
when in reality our travel-time runs from approximately 7:30 a.m. to 9:00 a.m.

and 4:30 p.m. to 6:00 p.m. indicate only one run for the entire length exceeding
ten (10) minutes in duration. Also, we believe that we possibly led you to draw
the wrong conclusions about the capacity of a fully actuated intersection. After
we have obtained the latest traffic counts at the key intersections, we will com-
pute a range of capacity which could probably be expected at the intersections.
This capacity will consider the capacity at level of service “c", "D", and "E".
From a personal observation, all the intersections operated at level of service "C"
for Kellogg during the peak hour within the time observed. Only at one intersection
was a delay of 2 lights encountered and that occurred only at Kellogg and Oliver,
once eastbound and once westbound. One of these runs was infl uenced by a Police
Officer enforcing a traffic regulation at that intersection.

We certainly are aware that our travel-time runs were taken during a relatively low
month, as far as traffic counts are concerned, but I think it should be pointed out
that these runs were conducted after the opening of the Canal Route; where your
previous run was conducted prior to the opening of the Canal Route. It is our ob-
servation that the Canal Route has continued to attract additional traffic onto
Kellogg.

With regard to your recommendations, we believe that several of the recommendations
are not practical. We don't mind your exploring all possible alternatives, but we




Bill Stockwell, Chief Planner/Advance Plans
East-West Traffic Study

January 31, 1980

Page 2

believe the final recommendations should be solutions which are practical. We
would 1ike to work with you in regard to these final solutions, as we believe

We can increase the capacity of this corridor by recommending certain vital
alternatives.

Just a quick observation of the reversible lane with New Jersey barriers, as

it was envisioned to us, would not be a practical solution. As we understand

this proposal, the middle lane would have the New Jersey barriers on either

side, but this does not answer the problem of pedestrians crossing back and forth
across Kellogg, nor does it consider a breakdown of a vehicle in that lane., Also,
another alternative sounds good on paper, but in practicality would be disastrous,
and that is suggesting a complete removal of a left-turn bay and the prohibition
of left turns along Kellogg, as well as left turns and cross traffic from the
side streets: Experience has indicated that there is not enforcement available
to make this become a reality.

We will supply you with all traffic survey information as it becomes available.

-~ - {
§1 tf %ém eyt ;
Assistant Traffic Engr.

BM:jt
cc: R. W. Bruggeman, Director of Public Works




