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Executive Summary

Throughout the study process the Consultant
Team has been most impressed with the vitality of
those residents and business owners who make the
Southwest Boulevard and Merriam Lane Corridor
their home and work place. Even during these difficult
economic times many we have interviewed have
expressed positive hope for improvement, growth
and an overwhelming drive for the area. They are
proud to be part of the Corridor’s demographic and
The Corridor has a
diversity of land uses, both urban and suburban

are committed to its success.

development, established neighborhoods, a proud
heritage, long standing business stakeholders and an
increasing share of new business entrepreneurs. At
the same time the Corridor faces challenges in terms
of its aging housing stock and infrastructure, changes
in demographics, large numbers of persons in poverty,
limited neighborhood shopping and transportation
choices. Creating a vision for the future helped guide
the goal-setting portion of the study and identified
opportunities to develop strategies for implementation
of the future land use plan.

The Southwest Boulevard and Merriam Lane
Master Plan is a companion to the City-Wide Master
Plan and Rosedale area Master Plan documents. As
further provided in the 2008 City-Wide Master Plan,
more detailed and tailored area plans should be
completed for all identified districts within the City,
and this study implements that recommendation.

The Plan Components

Chapters within this document have been divided
into four categories; Health and Environment, Land
Use, Corridor Image and Identity, and Mobility and
Transportation. They will follow the same major topic
areas developed during the visioning process. The
information and objectives detailed within the specific
chapters of the plan therefore parallel the broader
perspective and overall concepts developed within the
Visions and Goals chapter.

Health and Environment

o Educate residents on healthy homes, and
businesses on healthy workplaces.

o Promote urban gardens and explore railroad
quiet zone possibilities.

o Provide ongoing community health assessment
to monitor progress and identify specific needs.

o  Establish health impact review of new
development proposals to provide additional
direction for decision makers.

o Provide outreach activities with area
partnerships to strengthen community health.

o Encourage energy efficiency, recycling
programs, waste reduction, and noise
abatement to embrace a sustainable Corridor.

o Incorporate low-impact development
stormwater (BMP) management.

BN HEES



Restore the area’s riparian corridor which
reflects good environmental stewardship.

Enhance the Corridor’s character and quality
of life.

Land Use

Utilize mixed-use, main street and narrow lot
residential zoning. Promote adaptive reuse.

Follow future land use recommendations
that provide the framework for Corridor
improvement.

Provide flexibility with use of alternate land use
stars to assist in decision making.

Encourage a mixture of uses that supports a
successful neighborhood and Corridor. Create
density to support public transit.

Provide a variety of housing options to
strengthen many identified goals.

Improve upon access to healthy foods.
Build upon current health-related activities
and promote initiatives that support small
businesses.

Implement current and create additional design
guidelines to address land use compatibility
and promote a positive streetscape appearance.
Mitigate undesirable impacts.

Explore historic designations and down zone
specific areas to ensure land use compatibility.

Corridor Image

Celebrate the Corridor’s
prominence and fully
market its proximity to
the KUMC campus and
downtown.

Enhance key entry points
and gateways creating
Corridor identity for
commuters and visitors
alike.

Incorporate special places
through public and
private collaboration to
provide momentum.

Provide directional
signage, lighting,
landscaping and intersection bulb-outs that
not only help pedestrians at cross walks but
highlight the streetscape amenity zone.

Appropriately place seat walls, benches,
pedestrian lighting and bicycle racks that
convey an area intended for activity.

Include new community gathering spaces.

As new capital improvement projects and
private redevelopment occurs, relocate major
service lines to alleys and backs of buildings.

Support public art and cultural events.

Mobility and Transportation

Implement dedicated bike lanes throughout the
Corridor.

Incorporate the Complete Streets policy with
redevelopment and improve pedestrian and
bicycle connections.

Embrace new ideas and remove obstacles to
encourage a variety of transportation forms.

Consider traffic enhancements and investigate
access alternatives. Explore shared parking
opportunities.

Encourage expanded bus service through the
Corridor.

Incorporate safe streetscape amenities.
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Goals and Vision Summary

The plan establishes long-range goals with directed
objectives for future development and stabilization
of the Corridor. In discussions with stakeholders
these goals fall under the four categories of Health
and Environment, Land Use, Corridor Image and
Identity, and Mobility and Transportation. For most
goals to be realized they will need to be encouraged
by improvements made from both public and private
sectors in the Corridor. The following objectives
provide a broad perspective and overall concepts that
will guide the Corridor’s future development.

Health and Environment

o Become a healthier community through active
lifestyles

o Promote healthy eating and gardening
o Promote healthy homes and workforce

o Encourage sustainable LEED green building
and Best Management Practices

o Take advantage of existing public community
assets

o Provide a diversity of housing choices

o Create opportunities for new compact,
connected, and walkable neighborhoods

o Involve youth activities within the community

o Promote recycling and reusable manufacturing
waste by-product exchange

Land Use

o  Maximize the Rainbow and Southwest
Boulevard gateway

o Maintain protection of adjacent
neighborhoods, open space and reinforce
housing

o Focus redevelopment at key intersections along
the Corridor

o Provide more mixed-use development

o Perform Health Impact Assessments of new
development to weigh impacts

«  Encourage professional businesses that desire
close proximity to KUMC

Corridor Image and Identity
o  Build upon realistic corridor marketability

o Build upon the historic quality and uniqueness
of the corridor

«  Provide for ‘Corridor Gateway’ branding and
signage

o Create and adopt business park and industrial
design guidelines

e Provide incentives for business retention and
green expansion

« Continue community-wide dialogue

Mobility and Transportation

o Promote a variety of transportation choices
and implement Compete Streets policy

o Help identify and prioritize future capital
improvements

o Amend parking requirements and include
shared and on-street parking

o  Phase infrastructure improvements

o Promote ease of access throughout the
Community

Implementation and Next
Steps

Specific recommendations are contained in the
matrix tables within the Implementation Section of the
study. They are organized by Regulatory, Infrastructure
and Partnership Elements. Each element includes
a general time frame and key participants. Time
frames are organized by short term (zero to two years),
medium term (two to five years), long term (more than
five years) and other variables. For example, the most
immediate steps listed in the Regulatory Element are
the establishment of a zoning overlay, recommended
down zoning, development of additional design
guidelines, urban farming guidance and implementing
a health impact analysis of new development projects.

The City is currently undertaking roadway
improvements for approximately one-third of
the Corridor’s length. The U.S. Army Corps of
Engineers are also progressing with the Turkey Creek
improvements. It is hoped that the timing of these
improvements along with this study will be the catalyst
for additional private investment and community
involvement to promote the Corridor and set the stage
for a marketable, active, and healthy environment for
years to come.
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Introduction

Throughout Kansas City’s history, the Southwest
Boulevard and Merriam Lane Corridor has seen its
share of economic boom and decline. The original
area, which began as a rail stop, continues to grow
as a diverse hub and mixed-use neighborhood of
mostly small, single-family homes and commercial
entities. Residents and businesses alike line this long-
established commuter corridor. For the purposes of
this plan, we are primarily focused on a half-mile
wide area, over four miles long. We are looking at
long-established land uses, their compatibility with
one another and the physical improvements needed to
encourage healthy lifestyles and green redevelopment.

The Corridor study extends through the Turner
and Rosedale neighborhoods in Kansas City, Kansas, to
the state line gateway located at West 31st Street. Once
a major transportation corridor, development along
this roadway was shaped by the limitations imposed
by the railway, natural terrain and Turkey Creek. The
entire Corridor study area comprises approximately
1,406 acres or about 2.2 square miles. The Kansas

City-Wide Master Plan /% |

O UMIFIED GOVERMMENT OF WYANDOTTE COUNTY / KANSASE

City, Kansas, portion is 1,249 acres. This area will be
referred to as the Southwest Boulevard/Merriam Lane
Corridor, the Green Corridor or simply and most often
as the Corridor throughout this study. The use of the
term ‘study’ primarily refers to the documented work
contained within the adopted Master Plan.

Plan Purpose

The Plan establishes long-range goals and
objectives for development and stabilization of the
neighborhoods and businesses along the Corridor. The
Plan’s intent is that it follows the framework developed
within the current City-Wide Master Plan inclusive of
its implementation strategies that direct community
vision where people live, work, and play and benefit
from the area’s heritage and unique place-making
quality. The Plan is an advisory document and may
be amended over time as conditions change and new
strategies are identified. While directly relating to the
Corridor, the Plan should also be used as a companion
document to the adopted Rosedale Master Plan.

Plan Sponsors
and Partners

Funding for this study was
provided through a grant from
the Health Care Foundation of
. Greater Kansas City and completed
e in cooperation with the Unified

Government’s Urban and Land
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Health and Environment

Corridor health and safety are impacted by

the built environment which requires urban
planning solutions to provide a sustainable

and livable environment.

Land Use

Specific land use recommendations and
alternatives provide the framework for
improvement and flexibility to achieve
community improvement.

Corridor Image

Visual elements are reviewed to emphasize
the Corridor’s prominence and fully market
its locational attributes.

Mobility and Transportation

Embracing new ideas and removing
obstacles for a variety of transportation
modes encourages a diverse and healthy
community.

Vision and Goals

Identify major priorities to provide the
guidance for suggested actions and direction
to realize an end result with accomplished
goals.

Implementation

Implementation of recommended actions
to be undertaken and the achievement of
desired results. The plan by itself does not
bring about change.

Supporting Documentation

Additional study documentation and
resources to support recommended future
actions.
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the Corridor. The KU School of Architecture Design
and Planning program submitted conceptual strategies
for the Green Corridor, while RHKI and KCHK
provided statistical research, community outreach and
educational opportunities for the study area and larger
community as a whole. MARC staff served as resource
and technical advisors and all partners provided in-
kind services to the project. These partnerships have
been nurtured for many years and ultimately provided
the Project Team with a solid foundation of expertise to
build from.

Plan Process and
Stakeholder Involvement

Working with Unified Government staff, the
Project Team outlined their intent to seek a wide
range of public participation throughout the project’s

undertaking so that the community had a good
understanding and sense of ownership of the plan.
Starting with the introduction of the Plan to the
Unified Government Planning Commission and Board
of Commissioners in September 2010, public meetings,
youth focus groups and individual interviews were then
held so that Corridor stakeholders could express their
concerns, opportunities for improvement and future
vision for the area. Business stakeholder meetings
where also held and a broad-based Steering Committee
was formed to provide guidance and direction based on
identified priorities. Additionally, the Plan’s direction
was to embrace the City-Wide Master Plan’s goals and
visions and how they could be further implemented

or refined along this four-mile roadway. A separate
Advisory Committee was also asked to provide
commentary and professional input.




Corridor History

Settlement History and
Growth Along the Corridor

Picture a lush, green valley with rock bluffs and
hills at either side; a stream meanders its way through.
As you explore this area, you see wild roses and other
native plants and animals. There are deer tracks and
signs of wild turkey and other fowl. What a pristine
vision and perfect resting place. Having just traversed
an adjacent bluff to the north that overlooked the Kaw
River, this is a beautiful possibility for a permanent
settlement. The first non-native settlement occurred
within the Turkey Creek Valley after the Civil War.
Soon after, early settlers such as Dr. Simeon B. Bell,
who cleared and farmed his quarter section of land,
would open up one of the first roads that followed
the creek around the bluffs. Anthony Sauer built his
“castle” in 1871 overlooking the valley. The railroad
soon followed, making traveling much easier.

Rosedale was originally platted in 1872 with Kansas
City Avenue (Southwest Boulevard) as its main street.
Rosedale Avenue (Mill Street) was its western limit
and Hill Street its northeastern limit. On the Missouri
side, a roadway called Kansas City Boulevard, running
in a southwesterly direction and later appropriately
named Southwest Boulevard, ran from Baltimore and
19th streets to the state line. For many years, there was
no direct connection between these two streets. Enter
property owners Dr. Bell and Albert Marty, who were
responsible for providing the land necessary to connect
the two roadways at the state line and permitting the

expansion of the Rosedale City limit in 1887.

The railroads needed iron workers and metals for
fabrication. Early industrial use of this area involved
railroad-related work and soon the Kansas Rolling
Mill was established within the Corridor. This industry
provided a boon to the area until rails went from iron
to steel and the ironworks foundry declined.

However, the rails also brought with them the need
for flour mills and grain elevators. Several bakeries
were established, including one owned by Frank
Rushton. Other services and schools were also needed.
In 1894, land owner Dr. Bell once again offered his
land for construction. This time it was for a medical
hospital and school, which he presented to the State
and Kansas University. This facility became known as
E.T. Bells Memorial Hospital, named after his wife,
and was located to the east of Westport Road on what
is now known as Rainbow Boulevard. Eventually, the
state legislature would build a new hospital and move
it to its present day location at 39th and Rainbow
Boulevard.

With the support of Dr. Bell and other area
businessmen, roadway improvements were completed
and Southwest Boulevard was considered the finest
five-mile drive in the state. Soon, drug stores, dairies,
florists, banks, lodge halls, dry goods, grocery stores
and auto sales lined the Corridor.

Southwest Boulevard’s intersection at Westport/
Hudson (current day Rainbow Boulevard) waited
many years for its northern viaduct connection over
the rail yards and ultimate link with a seventh street

Courtesy Missouri Valley Special Collections
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bridge crossing the Kaw, directly linking
it to Armourdale and downtown Kansas
City, Kansas.

Schools were also established to serve
the developing community. The Brick
School, later named the Columbian,
resided just east of Westport Road and
south of the Boulevard. As with many
buildings along the Corridor, the school
closed due to the 1966 Urban Renewal
program. Rosedale Public School, later
named Whitmore, was also lost in 1973
and is now home to Whitmore Park. The
structure that was Attucks School still
exists, as does present day Rosedale High
(now a middle school) and Holy Name
School. Albert Marty once again donated
land for the high school and Rosedale

Due to the rugged terrain and rock shelfs, most
construction along the bluffs required retaining walls,
passageways or steps. Some of these are still evident
today. Many churches moved in along the Corridor to
serve the growing community.

Turkey Creek flooding, in conjunction with
flooding of the Kaw and Missouri rivers, routinely
inundated the area. The 1903 flood made it clear that a
solution to these flooding events would have to involve
a multi-jurisdiction effort. Discussion of a diversion
tunnel to the Kaw was initiated and eventually became
a reality in 1919.

The Corridor has also seen diversity in
transportation modes. From livery stables, horse and
mule railways and electric street cars, Rosedale had a
variety of choices for local commuting. Eventually, bus
service became more prominent, especially after World

War II.

Rosedale State Bank (Bank Midwest) was
established along the Boulevard in 1908 and eventually
moved to its current Rainbow Boulevard location in
1971. New merchants continued to locate along the
Corridor including Sam Zeff’s shoe repair and Adolph
Strasser’s hardware store. The old Rolling Mill property
became a stone-works yard.

1919 saw the renaming of Westport and Hudson
Roads to Rainbow Boulevard in honor of the Rainbow
Division World War I soldiers. In 1922 the Kansas
Medical School moved up the hill to 39th and
Rainbow. The Katy elevators (formerly Bunge) located
on the Boulevard in 1922. The City of Rosedale,
autonomous for 45 years, finally merged with Kansas
City, Kansas, in April of 1922. The Rosedale Memorial
Arch was dedicated in 1924.

The 1951 flood once again significantly impacted
the Turkey Creek area. Flooding along the Boulevard
had become commonplace.

The single most horrific event along the Corridor
in recent history came in 1959 when several above-
ground oil tanks exploded, unleashing a devastating
inferno at the state line. As a result, codes for tank
containment were improved along with firefighter
safety measures. A memorial to the Kansas City,
Kansas, and Kansas City, Missouri, firefighters lost in
the blaze is currently located at the site.

As development occurred along the western
portion of the Corridor west of 18th street, Merriam
Lane also saw its share of longtime local families
spearheading development. The Glen Rose family of
Glenrose Lane, the Espenlaubs of Espenlaub Lane, the
Holsingers of Holsinger Heights and Nursery, Vans
shoes, Nigro's Food Market and later Western Wear, all
anchored the western portion of the Corridor.




produce stands gave way to industrial development.
Reinvestment along the roadway, both public and
private, waned.

In 1978, the Rosedale Development Association
(RDA) was formed to build a stronger community
and improve the quality of life by working with local
residents, businesses and institutions. Specific safe
guards are currently being put into place to mitigate
the flooding along Turkey Creek. New funding
dollars are being earmarked for capital improvements
along certain segments of the Corridor and residents
are becoming better informed as to how the built
environment affects community health. As an
outgrowth of this master plan initiative, a new Business
Stakeholders group has formed to offer positive
approaches for retaining Southwest Boulevard and
Merriam Lane as a vibrant business Corridor into the
future.

Fred ‘Slick Meisner’s butcher shop catered to area
customers and small gas stations like Norbert Zarda’s
abounded to serve commuters. A busy roadway
designated as K-10 Highway, Merriam Lane and
Southwest Boulevard was a main route into town from
Olathe and beyond. It is said that this Corridor at one
time was in the Guinness Book of World Records for
having the longest continuous sidewalk.

While the rail and Turkey Creek had previously
divided the community, in the 1960s, construction
of Interstate 35 further bisected the community and

destroyed many old commercial properties. The

automobile provided easy transportation to the
Boulevard Drive-in Theatre, but it also was a means
for some to abandon Rosedale’s urban center. As a
result many residents of the region migrated to the
new suburbs resulting in the decline of many older
neighborhoods, including some along the Corridor.
Gone were the local food markets like Milgram’s

at 14th Street and the neighborhood A & P at 24th
Street. Even the long-established Mugs Up Drive-in
and TG&Y closed. The family pear orchards and fresh




Demographics

Figure 1 Figure 2

Trade Area Profile 1, 3 & 5 mile radius Drive Time Map — 5, 10 & 15 minutes
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Summary

Given its location near heavily urbanized areas, it’s
no surprise the three-mile trade area profile is reflecting
a 2005-09 estimated population of almost 95,000 living
in 44,179 households with a 2009 estimated median
household income of over $42,000 a year.




Table 1

Census Quick Facts

. Total Total Housing , Average Median % Vacant % Hispanic % Rental Speak Other
Location . 3 Median Age . Household , . . . . Language At
Population Units Household Size Housing Units Population Occupied Units
Income Home Ages 5+
Corridor Study 2,856 1,293 32.2 2.34 $33,732 13.4% 29.7% 49.1 21.3
Wyandotte County 157,505 66,747 32.8 2.67 $37,998 12.5% 26.4% 39.7 21.1
State of Kansas 2,853,118 1,233,215 36.0 2.49 $48,394 9.8% 10.5% 32.2 9.9

Source: 2010 U.S. Census & Census 2005-09 ACS Estimates

Unlike many urban areas within the KC region, the
population in the Corridor has remained stable with

Census counts of 2,857 in 1990, a slight drop to 2,754 Flgu re3 "‘l
in 2000 and back up to 2,856 in 2010. In 2010, there i E i i

. Corridor’s Population Density
were slightly more males than females.

The population density map at right reflects where
those residents live within the Corridor.
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'LEGEND - POPULATION DENSITY
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Figure 5

Source: 1990 U.S. Census/ESRI 1990-2000
Community Analyst Comparison Profile For Corridor

Figure 6

W Blvd/Merriam Lane Cormidor Study - 2000 Population by Age

Source: 2000 U.S. Census/ESRI 1990-2000
Community Analyst Comparison Profile For Corridor

Figure 7

State of Kansas -2010 Population by Age & Sex

W% Female

W% Male

0
Percent

Source: 2010 U.S. Census, Profile of General
Population and Housing Characteristics: 2010 (DP-1)

Figure 4
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0-4
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Percent

SW Blvd./Merriam Lane Corridor Study - 2010 Population by Age & Sex

age, yet they are being replaced by
new 20-somethings. Why do the
20-somethings choose to leave?
Perhaps it’s not jobs, as those
opportunities have been increasing
in the Corridor, at least since

% Female 2002. Is it housing opportunities,
quality of schools, appearance of
1% Male neighborhoods, lack of recreation,
crime?

While small in absolute
numbers, do the trends in the
pyramid changes tell us anything?
The 2000 to 2010 changes (Figure

8) indicate increases in very young

children and those in their late
20s and early 30s. The population

Source: 2010 U.S. Census STF1, P12 for corridor. Note: bars include actual population counts

Age/Sex pyramids illustrate the population of an
area by five-year age increments and by sex. These
graphics say a lot about the demographics of an area,
or State for that matter, as noted in Figure 7. The
2010 Corridor pyramid above illustrates a number of
things, most clearly that 20-somethings are the most
prominent age group, making up over 1 in 5 residents
(note the pyramid’s bulge). Most interesting is that these
age cohorts haven't changed in their prominence for 20
years, as noted by Figures 5 and 6. If the 20-somethings
were staying in the neighborhood to put down roots,
the bulge in the pyramid would move up with each
decade. That hasn’t happened. They are leaving as they

in their 50s and early 60s also
increased, most likely a reflection
of the aging Baby Boomers.
Decreases were also found in early teens and those in
their late 30s and in their 40s. A modest loss in senior
citizens was also noted.

With regard to changes in the racial makeup of
the Corridor, from 1990 to 2010 the white population
declined from 76 percent to 62 percent, largely replaced
with residents claiming either “two or more races” or
“other”. By 2010 the black population increased slightly
to 14 percent, while Asians remained under 4 percent.
Perhaps the most dramatic change along the Corridor
during the last 20 years has been the number of people
identifying themselves as Hispanic.




Figure 8

Figure 10

SW Blvd./Merriam Lane Corridor Study

2000-2010 Population Change By Age Cohort
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Figure 9

SW Blvd./Merriam Lane Corridor Study
Population Age 25+ By Educational Attainment
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Figure 11

SW Blvd./Merriam Lane Corridor Study
2010 Total Population & Hispanic Population By Race
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The 849 Hispanics in 2010 now represent almost 30
percent of the Corridor population compared to 18.3
percent in 2000 and just 11.4 percent in 1990 (Figure
9).

Figure 10 illustrates that education levels along the
Corridor continued to improve between 2000 and 2010
with fewer residents having less than a high school
education, and more residents having a high school
diploma or a college degree of some type. However,
this still lags behind the State of Kansas averages where
89 percent of those age 25 and older are high school
graduates or higher and almost 29 percent have a
bachelor’s degree or higher. In addition, the 2005-09
Census ACS data estimates 522 Corridor kids ages
three and older were enrolled in school of some type,
including college.

While additional income data relating to
households can be found in the housing section of this
report, Figure 11 shows the total population by ratio of
income to poverty level. Generally, various government
assistance programs are often only available to
populations with a ratio of under 2.00 — about 45
percent of the Corridor’s population.

As noted previously and seen in Figure 12, the
Corridor job situation has been strong with the number
of jobs increasing 25 percent since 2002. Table 2
indicates that during that time the job mix by Industry
Sector has changed with the number of construction
and wholesale trade jobs declining significantly
while numerous increases were seen particularly in
manufacturing, transportation/warehousing, health
care and social assistance, finance and insurance. Even
the arts, entertainment and recreation sector became
active during this time period.
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Figure 12

SW Blvd./Merriam Lane Corridor Study - 2002-2009
Total Jobs In Corridor
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Of those workers in 2009, 88 percent were white, 9.3
percent were black and 16 percent were Hispanic. Almost
40 percent of those workers made $40,000 or more each
year, compared to almost 27 percent that made $15,000
or less a year. Figures 13-16 reflect various commuting
data and habits of the Corridor’s labor force. Interestingly,
of the Corridor labor force’s 4,759 workers either living
or working in the Corridor, only 35 actually live in the
Corridor and work in the Corridor. Why aren’t workers
living closer to where they work? It’s a green option that
can reduce pollution and save households income now
spent on transportation.

Table 2
Southwest Boulevard/Merriam Lane Corridor Study — 2002-09 Jobs Data

Count

2009

Share

Count

Share

Total All Jobs - Quarter Mile Buffer - State Line West To KC, KS Corp. Limits 3,348 100.0% 2,660 100.0%

Age 29 or younger 733 21.9% 638 24.0%
Age 30 to 54 2,052 61.3% 1,671 62.8%
Age 55 or older 563 16.8% 351 13.2%
$1,250 per month or less 889 26.6% 561 21.1%
51,251 to 53,333 per month 1,145 34.2% 1,242 46.7%
More than $3,333 per month 1,314 39.2% 857 32.2%
Agriculture, Forestry, Fishing and Hunting 14 0.4% 7 0.3%
Mining, Quarrying, and Oil and Gas Extraction 5 0.1% 11 0.4%
Utilities 14 0.4% 0 0.0%
Construction 471 14.1% 925 34.8%
Manufacturing 873 26.1% 447 16.8%
Wholesale Trade 166 5.0% 325 12.2%
Retail Trade 241 7.2% 260 9.8%
Transportation and Warehousing 202 6.0% 43 1.6%
Information 34 1.0% 14 0.5%
Finance and Insurance 87 2.6% 6 0.2%
Real Estate and Rental and Leasing 34 1.0% 61 2.3%
Professional, Scientific, and Technical Services 121 3.6% 56 2.1%
Management of Companies and Enterprises 40 1.2% 0 0.0%
Administration & Support, Waste Management and Remediation 239 7.1% 144 5.4%
Educational Services 48 1.4% 3 0.1%
Health Care and Social Assistance 352 10.5% 148 5.6%
Arts, Entertainment, and Recreation 26 0.8% 0 0.0%
Accommodation and Food Services 262 7.8% 156 5.9%
Other Services (excluding Public Administration) 117 3.5% 54 2.0%
Public Administration 2 0.1% 0 0.0%
White Alone 2,884 86.1% N/A
Black or African American Alone 312 9.3% N/A N/A
American Indian or Alaska Native Alone 39 1.2% N/A N/A
Asian Alone 65 1.9% N/A N/A
Native Hawaiian or Other Pacific Islander Alone 6 0.2% N/A N/A
Two or More Race Groups 42 1.3% N/A
Not Hispanic or Latino 2,811 84.0% N/A
Hispanic or Latino 537 16.0% N/A
Less than high school 397 11.9% N/A
High school or equivalent, no college 784 23.4% N/A N/A
Some college or Associate degree 829 24.8% N/A N/A
Bachelor's degree or advanced degree 605 18.1% N/A N/A
Educational attainment not available (workers aged 29 or younger) 733 21.9% N/A N/A
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Figure 13

Figure 15

SW Blvd./Merriam Lane Corridor Study - 2009 All Workers
Distance of Job Census Block To Home Census Block
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Source: U.S. Census Bureau 2009 - On The Map

Figure 14
Corridor Labor Force Not Living In
the Corridor — Where Do They Live?

SW Blvd./Merriam Lane Corridor Study 2009: Total Labor
Force - Residence & Employment Locations
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Figure 16
Corridor Labor Force Living In the Corridor
— Where Do They Work?
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Source: U.S. Census Bureau 2009 - On The Map

Source: U.S. Census Bureau 2009 - On The Map

About the Data

Data for this study’s demographic and housing
graphics relate to the Kansas City, Kansas,
portion of the Corridor only and were extracted
from Census block and block group geographies
using the GIS mapping block point method. As
those Census boundaries can often extend well
outside the half mile limit of this study, these
figures should be looked upon as reasonable
estimates of the Corridor’s population and
housing. 1990-2010 US Census data & 2005-

09 ACS Census Estimates were used as the

base data. The employment data in this report
was derived from the U.S. Census “On the
Map” web site and are actual points of data
contained within the corridor boundaries.
Unemployment Insurance Wage Records and
other Census data sources were used to derive
this data.
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Gauging Corridor Health

Introduction

The effect of land use on health has been apparent
for almost a century. Zoning codes have based many
provisions with ‘promoting public health, safety
and welfare’ language. However, what started out as
language protecting factory workers from industrial
risks has evolved into how we design and build our
communities to help reduce chronic disease due
to physical inactivity and poor diets. Encouraging
healthy behaviors and lifestyles are now the focus. The
type of neighborhoods we live and work in can make
it easier to attain recommended levels of physical
activity. Similarly, good nutrition and easy access to
healthy foods makes for a better built environment.
This section will discuss where we are as a larger
community, examine the Corridor’s health elements
and propose next steps to reduce the billions in direct
medical costs related to the physical inactivity we
experience as a nation today.

Community Health

A national report released by the Robert Wood
Johnson Foundation (RWJF) this year ranking the
health of nearly every county in the country once again
placed Wyandotte County near the bottom of the list
in Kansas, at 96 out of the 98 counties studied. The
2011 rankings mark the third consecutive year that
Wyandotte County has ranked among the least healthy
counties in Kansas. The foundation’s 2010 report
ranked it 94 out of the 99 Kansas counties studied. A

2009 report from the Kansas Health Institute ranked it
last among the state’s 105 counties.

The county’s low rankings aren’t because its
residents lack access to health care. It ranked 53 for
clinical care in the 2011 RWJF report, but last for
social and economic factors - poverty, education,
employment, community safety and family support.
The Unified Government has taken these summary
findings very seriously and has enlisted a health task
force and steering committee with members from a
broad cross section of the community, including school
district superintendents, ministers, business people and
the heads of social-service agencies to develop specific
recommended community-wide strategies. These are
excellent city-wide steps in the right direction.

Environmental Health

One of the more recent policy undertakings
by the Unified Government is the adoption of the
Complete Streets Resolution. This program requires
a fundamental change to the way infrastructure
improvements are designed and built. Both private
and public construction are now required to have
improvements address not only vehicular traffic
but also people who walk and bike throughout the
Corridor. The Unified Government Commissioners
and staff should be applauded for this specific big step.

This Complete Streets Resolution is just one
example of having a more comprehensive approach
to improving corridor health. The Corridor study
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primarily addresses the physical and environmental
aspects for addressing community health policies with
suggestions for improvements to the built environment
along the Corridor. However, these aspects have a
direct link to other factors that affect healthy behaviors
such as promoting exercise and recreation, increasing
access to healthy food or other opportunities for
physical activity. Further improvement of social and
economic factors will also have a strong effect on
health within the Corridor and community.

Neighborhoods that are designed for active living
and healthy eating provide greater opportunities for
residents and workers to get fit, eat right and stay
healthy.

Community Assessments

The first steps to determine what actions should be
recommended was obtaining base line information of
those who live and work within the Corridor in order
to evaluate physical activity levels and nutrition-related
behaviors, eating habits and access to healthy foods. In
partnership with the RDA, Dr. Cheryl Gibson and her
students at the KUMC documented several key area
factors to establish these base lines.

Dr. Gibson and her students surveyed Corridor
residents at health fairs and other venues to establish
specific health attributes that will be used to focus
efforts in the future to improve community wellness.
A summary of these health surveys and assessments
are appended to this report. What the Corridor
demographic characteristics show is that it has a
growing population of Hispanic or Latino families.
Nationally, this demographic group is at a higher risk
for physical inactivity or injury while being physically
active. People at higher risk also include seniors who

rely on walking, small children who don’t understand
traffic rules and are harder for drivers to see, people
of low income, and people with disabilities. Local

data collected for the purpose of establishing the
Corridor’s baseline is another excellent first step.
These partnerships must continue to champion and
implement strategies for improvement, as was the case
with the recently adopted Complete Streets policy
mentioned above. This report will list suggested
implementation action items related to this topic. One
will include development of Health Impact review
criteria incorporating health considerations to guide
decision makers as new development projects are
initiated.

Outreach and Activity Areas

Many factors influence the Corridor’s physical
activity levels and the diet of Corridor residents. The
built environment is only one factor; however, it is an
important one. Programs to educate those who live
and work in the Corridor about health and encourage
them to adopt healthy habits should be considered.
Cooking classes at local churches, “Bagels on the
Boulevard” for bicyclists, walking clubs, easy recipes at
the farmers market and “Bike-Night at the Boulevard
Drive-In” all are opportunities that should be built
upon. All of these pro-active events and community
outreach venues are useful. Partnerships should
consider additional programs that motivate area
residents, workers and Corridor visitors.

There are some exciting projects currently in
development. Capitalizing on the attributes of the
future Turkey Creek Environmental Enhancement
Area will provide excellent recreational opportunities
for Corridor and metro-area residents as will

completion of the MetroGreen trailway plan for Turkey

Creek. Realistically, those larger community projects
will take many dollars and many years to implement.
However, there are potentially smaller and short-term
improvements that should be considered like vacant
lots for use as soccer fields and pocket park locations.
Even a private wakeboard park was envisioned during
the visioning sessions. One of the Corridor’s biggest
attributes on the drawing board will be dedicated
bicycle lanes for everyone to enjoy.
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Environment

Energy Efficiency and
Renewable Energy Sources

The Green Corridor, if it wishes to be true to its
name, can lead by example in transforming itself with
energy efficiency and use of renewable energy sources.
The Unified Government and Board of Public Utilities
have implemented a number of energy efficiency
programs since the City decided to be a “Green
Community” in 2007 when it updated its master plan.

The goal to be a Green Community is consistent
with the increased recognition of energy costs and
carbon footprints. People are looking at the cost of
housing and transportation in total when deciding
where to live. When people look at “full costs”, the
Corridor with its central location becomes a more
logical choice in which to locate.

As the cost of transportation rises, the value of real
estate in neighborhoods and work places within close
proximity of public transportation will increase. An
admittedly extreme example is in large urban areas
where a new light rail or subway stop can double the
value of property.

In addition to City-led initiatives, there are a
number of similar programs that the Corridor can
take advantage of from the Metropolitan Energy
Center, Mid-America Regional Council and Kansas
Energy Office. Because of the many available
information resources and funding programs, the
Corridor planners do not need to reinvent the wheel.
The Corridor can, however, fill an important gap

in promoting and implementing green practices
because of its highly organized internal community.
The Corridor houses the Rosedale Development
Association (RDA), Turner Community Connections
(TCC) and the Rosedale Business Stakeholders (RBS)
who can lead the community and get the word out

to residents, businesses and churches about energy-
efficiency programs and the long-term pay backs in
energy savings. Some of the available energy-efficiency
programs are:

o  Homeowner Energy Efficiency Appliance
Rebate Program

o New Housing Energy Conservation Grant
Program

«  BPU Energy Smart Electric Heating Rebate
Program

o Low Income Weatherization Assistance
Program

o MARC First Suburbs Home Equity Loan
Program

« Federal Tax Credit Home Energy Program

+ Kansas Energy Efficiency 0 percent Loan
Program (KEEP)

An indicator of sustainable, energy-efficient
construction is LEED certification. While some may
not obtain LEED designation due to the application
costs, frequently homes and commercial buildings are
constructed to LEED standards because it makes sense
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long term to decreases operating costs and increase the
property’s resale value.

In some instances LEED standards conflict with
local building codes. Planning and building officials
should be flexible, without sacrificing safety, so it is
easy to design and construct a structure that has many
of the LEED attributes and which are energy eflicient
and sustainable.

Streetlighting — The Corridor Plan calls for new
streetscape as capital budgets and grant opportunities
permit. The largest energy cost in a city budget is
typically streetlighting. Many cities in the Kansas
City metropolitan area are currently testing different
technologies of energy efficient streetlighting that use
LED and induction technology. The new technologies
are nearly twice the cost of existing high pressure
sodium streetlights most often used today. However,
the newer technologies last twice as long, cost less to
maintain, and use 20 to 40 percent less energy which
reduces the carbon footprint of a community. It is
recommended that new energy-efficient streetlights
be used in the Corridor, particularly as segments
of Merriam Lane and Southwest Boulevard are
reconstructed.

ICC Energy Conservation Code (IECC) - The UG
is in the process of adopting the 2009 International
Energy Conservation Code for the entire city. This is
a national code that is a companion to the residential
and commercial building codes that regulate new
construction and remodeling.

A study commissioned for the State of Missouri by
the Building Code Assistance Project (BCAP) showed
the cost increase of building a 2400 sq. ft. home, valued
at $267,000, to the 2009 IECC was $1,519 (.6 percent).
This corresponds to an increase in the down payment
of $304 and $6.56 in the monthly mortgage payment.

However, building to the 2009 IEC also reduces energy
cost for electricity and gas by 26 percent. The average
expected break-even point was shown to be 14 months.

The Board of Public Utilities is offering incentives
to property owners to retrofit their properties to be
more efficient. It is recommended that the RDA, TCC
and RBS support the BPU in promoting the program.
Not only do energy retrofits pay for themselves in
reduced utility costs, they also enhance the value of
properties.

Solid Waste Reduction,
Recycling and Composting

There are three landfills in the nine-county
metropolitan area that accept trash from homes and
businesses. One has less than six years left until it
closes and the other two each have an expected lifespan
of approximately 20 years. It can take up to 10 years or
longer for a new landfill to move through the approval
process. As landfills close, the cost of trash disposal
rises as a result of increased transportation costs and
increased disposal rates.

Household and commercial trash makes up more
than 50 percent of what we put in landfills. According
to a MARC study, more than 90 percent of people
in our metropolitan area say that it is important to
recycle. But, as of 2005, only about 20 percent of
our waste is recycled. The Green Corridor is part of
the MARC Solid Waste Management District that
encourages waste reduction, reuse and recycling.
Targets for recycling and diverting waste from the
landfills have been set for the region — 40 percent by
2013, 60 percent by 2018 and 80 percent by 2023.
While this may seem unachievable, there are cities in
the United States that divert nearly 60 percent of their

waste and most European cities divert an even greater
percent of waste.

A 2008 study of landfills produced by MARC
showed that urban dwellers are much more prone
to recycle than suburban dwellers. The Unified
Government operates a curbside recycling program,
as well as a recycling center and household hazardous
waste center. In 2010, the city stepped up its education
and outreach programs in support of curbside
recycling and composting.

It is recommended that the Corridor, through
RDA, TCC and RBS, also support the efforts of
the Unified Government and MARC Solid Waste
Management District to divert household and business
solid waste away from landfills so as to extend their
years of operation.

In addition to recycling, businesses along the
Corridor have indicated that there should be an
information exchange about reusable manufactured
waste by-products within the Corridor and throughout
the metropolitan area. One example on the Missouri
side of Southwest Boulevard is Boulevard Brewery,
who is recycling glass to a local manufacturer of
insulation. Their product is now being put into many
homes and businesses in the region.

Noise

The community along Merriam Lane and
Southwest Boulevard is very tolerant of noise from
vehicles whether it comes from the main thoroughfare
or from adjacent I-35. However, one of the most
frequently heard complaints concerns noise from
the railroad. When trains pass by, conversations are
paused in businesses, churches and homes along the
Corridor.
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The Consultant Team met with Burlington
Northern to discuss the possibility of constructing
overpasses or quiet zones such as those in Olathe
and Lenexa. Neither option eliminates the noise of
passing trains. However, they do eliminate the loud
noise from their horns sounded at every train crossing.
Overpasses also eliminate vehicle backups at train
crossings and the danger of cars being hit by trains.

Quiet zones and overpasses are very expensive.
The cost of overpasses is in the millions. The cost of
construction is also borne by the city. Both quiet zones
and overpasses have to be carefully engineered as each
location is different. Costs can vary greatly depending
on the situation. However, to give an example of the
cost of a quiet zone, one installed in a nearby Kansas
City suburb on a typical two-lane residential street cost
$200,000. It was paid for by a residential developer who
was selling lots near the road crossing.

In discussions with Burlington Northern, it was
discovered that quiet zones are possible at all at-
grade railroad crossings within the Corridor. It is
recommended that the City study these projects. In
terms of overpasses, one taking 24th Street (Lamar)
over the railroad tracks and connecting with I-35 may
be possible. However, an overpass taking Southwest
Boulevard over the tracks is not possible due to both
I-35 and Mission Road being elevated at that location.




Low Impact Development
and Green Infrastructure

Low Impact Development (LID), sometimes
known as Green Infrastructure, is an ecologically
friendly approach to site development and storm
water management that aims to mitigate development
impacts to land, water and air. The approach
emphasizes the integration of site design and
planning techniques that conserve natural systems
and hydrologic functions. The practice has been
successfully integrated into municipal development
codes throughout the United States and in the Kansas
City region. Specifically, LID aims to:

o Preserve open space and minimize land
disturbance

o Protect natural drainage ways, vegetation, and
soils

o  Customize site design to each site

o Incorporate natural site elements such as
wetlands and stream corridors

o Manage stormwater at its source

The most prevalent use of LID in the region has
been the use of bioswales, natural vegetation and
open streams to improve water quality instead of
transporting it through pipes all the way to the river.
Municipalities have increased setbacks to protect
streams so they can properly function if left in their
natural state.

Another term synonymous with LID is Green
Infrastructure. In the 1980s, in the Kansas City
region, planners began creating a trail system through
the metropolitan area and today this is called the
MetroGreen Plan. There are many examples of bio-

retentions basins and
bioswales to improve
water quality of
runoff from streets
and parking lots.
Development codes
are also attempting to
reduce runoft caused
by development

by minimizing
impervious surfaces.
Examples are
minimizing the

size of parking lots,
requiring pervious
pavement for excess
parking, narrowing
traffic lanes and
parking spots, and
incorporating more
natural vegetation.

The Corridor has drainage-ways that have eroded
over time that will need to be re-engineered and
reconstucted. Plans are already underway to improve
sections of Merriam Lane and Southwest Boulevard. It
is recommended that the principles of LID and Green
Infrastructure be followed as these areas are improved.

LID is just one of many elements of sustainable
communities. Other elements include taking
advantage of community assets such as local parks,
institutions such as schools, and public investments
that identify a community. Examples in Rosedale are
the Rosedale Arch, which overlooks the Corridor,
and Whitmore Park, across from the RDA offices,
which is consistently used by young people in the
neighborhood.

Sustainable communities have low carbon
footprints because of their compact design, diversity
of housing choices and nearby retail stores, churches

and schools. Residents of a sustainable community
should not have to move away from friends and
activities when looking for a larger place to live as the
family increases and decreases in size. Sustainable
communities also have good sidewalks and a safe,
walkable environment. Residents should be able to visit
friends and run errands without relying on a car.

Topography and Hydrology
Opver the last 600,000 to 800,000 years, land form in

the Kansas City area has been shaped by a number of
geologic processes. Ice sheets during the Independence
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glaciation period and drainage-area cuts by the erosive
action of rivers and their tributaries are two of the
more important factors for the study area. Both
topography and hydrology have defined the Corridor
due in part to its location near the confluence of the
Kansas and Missouri rivers. These rivers and their
tributaries, such as Turkey Creek which bisects the
Corridor, have left large valleys with significant steep
bluffs. These slopes and breaks formed by differential
erosion of limestone, shale and sandstone can be found
along both of these rivers and their many tributaries.
As noted in Table 3, elevations vary dramatically in
the area, falling some 264 feet from the well-known
KUMC north along Rainbow and 7th Streets to the
Kansas river.

These steep slopes have influenced past
development patterns in the area including street
and traffic patterns as well as land uses. Significant
acreages along the Corridor remain vacant to this day,
in part, because they are too steep to be economically
developed. These steep slopes often contain large
mature trees providing the Corridor with a unique
natural green edge. Yet the Green Corridor is located
just a short distance from the urban cores of downtown
Kansas City, Kansas, and Kansas City, Missouri.

The major hydrologic feature in the Corridor is
Turkey Creek (a perennial stream) and its associated
100-year flood plain located along the creek. A number
of smaller intermittent creeks and streams lace the
Corridor which is wholly contained within the 23
square-mile Turkey Creek watershed basin. I-35 is
located adjacent to the creek for much of its length
and both it and the creek pass through most of the
Corridor’s four-plus mile length.

Over the years, development occurred along
significant portions of the creek’s floodplain. As

U.S. Army Corps of Engineers Turkey Creek Flood Control Diversion
Tunnel

noted in the history section, Turkey Creek has been
prone to flooding, with extreme floods occurring in
1993 and 1998. Since 2004, the U.S. Army Corps of
Engineers has been working on an estimated $120
million in drainage and flood control projects expected
to be completed in 2016. These projects, as detailed

in Figure 17, are expected to improve drainage and
reduce flooding in the central and eastern portions of
the study area. Also, the former railroad yard, located
between I-35 & Southwest Boulevard near 7th Street

is being rehabilitated into a high quality natural open
space. The environmental enhancement plan for that
area, still under construction, will restore the area to

a healthy, riparian tract using a mix of native grasses,
wildflowers, trees and shrubs. The proposed plan also
includes a future bicycle/pedestrian trail that will wind
its way through the area and provide important links to
other similar local and bi-state bicycle and pedestrian
facilities.

Table 3
Southwest Boulevard/Merriam Lane
Corridor Area Selected Elevations

Location Elevation Above Sea
Level (in Feet)

47th & Mission Road 992'

KU Hospital - Southeast 986'

corner

39th & Rainbow 953"

Rosedale Arch 920'

Turkey Creek at 7th 754'

Street Bridge

Kansas River East of 7th 722!

Street (Near lowest spot

in Wyandotte County)

Turkey Creek at Lamar 830'

Ave.

Near JC Harmon High 1030'+

School (Northwest of

Corridor)

1951 Flooding in the Corridor. Courtesy Missouri Valley Special
Collection.
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Figure 17
U.S. Army Corps of Engineers Corridor Flood Reduction Projects
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Figure 18
Corridor Topography & Hydrology
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Land Use

30NN EN




STHES
MARINE

SOTTRWEST WG

Existing Land Use/Zoning

Figure 19

SW Blvd./Merriam Lane Corridor Study
2011 Existing Land Use
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History has shaped the land uses of the Corridor
as much as the Kansas River and Turkey Creek. The
Rosedale portion of the Corridor was originally platted
in 1872, and many structures and their associated land
uses have been built, changed or removed since that
time. Today, the total Corridor includes 1,406 acres,
or about 2.2 square miles, though the following maps
relate to the Kansas City, Kansas, portion of the study
area which contains 1,249 acres or about 1.95 square
miles.

Figure 20
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Figure 21
Undeveloped Parcels
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Source: Wyandotte County Appraisers Office with modifications from
GAP consulting

A Balanced Tax Base — Comparing residential to
non-residential uses is one way to assess a corridor’s
tax base. Of all the developed land, the Green Corridor
currently has an acreage ratio of 53 percent non-
residential to 47 percent residential uses, an excellent
ratio and one which many cities would like to emulate.
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Vacant Tracts — The area’s steep slopes have
prevented some development and protected significant
stands of mature trees. Currently almost 30 percent
of the Corridor remains vacant, 23 percent in vacant
tracts and another 6 percent in parks and open space.

Figure 22
Residential Versus Non-Residential Uses As A
Percentage Of Developed Tracts
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Source: Wyandotte County Appraisers Office with modifications from GAP consulting.
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Figure 23

Current Zoning
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Table 4
X B Zoning Summary
, | = w
' g Zoning Code Description Total Acres % of Total
o Area
AG Agriculture District 11.81 0.95%
B C-1 Limited Business District 21.46 1.72%
C-3 Commercial District 41.27 3.31%
CP-0 Planned Nonretail Business District 0.26 0.02%
'd ™\ CP-1 Planned Limited Business District 8.44 0.68%
LEGEND - ZONING
e s [ Jr® CP-2 Planned General Business District 7.30 0.59%
B -2 R-2 ) Nerer o
B Bl [ JRe CP-3 Planned Commercial District 3.81 0.31%
[ cro [ wP-1 [ RP2 M-2 General Industrial District 149.04 11.96%
] ce-1 [ vP-2 [ | RP2(8)
Bl crz[ (R s | M-3 Heavy Industrial District 73.80 5.92%
NOT TO SCALE A\ /

fea) ' MP-1 Planned Light Industrial and 25.02 2.01%
Industrial Park District

MP-2 Planned General Industrial District 3.61 0.29%
R-1 Single Family District 162.75 13.06%
R-1(B) Single Family District 164.74 13.22%
R-2 Two Family District 5.72 0.46%
R-2(B) Two Family District 64.88 5.21%
RP-2 Planned Two Family District 0.39 0.03%
RP-2(B) Planned Two Family District 1.18 0.09%
RP-5 Planned Apartment District 37.88 3.04%

TOTAL 783.38 62.87%

NOTE: Does not include right of way.
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Housing

Figure 24

Figure 25

SW Blvd./Merriam Lane Corridor Study
Housing Units By Units In Structure

% Of Housing Units

5to9 10-19 20-50 or Mobile Boat, RV,
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more Home van, etc.

# Of Units In Structure

SW Blvd./Merriam Lane Corridor Study - 2010 Housing Tenure

390 Occupied
Housing Units
37% of population

B Owned With A Mortgage or Loan mOwned Free & Clear M Renter Occupied

Source: 2005-09 U.S. Census ACS Estimate/ESRI Community Analyst
Housing Summary For Corridor. Note: Lower percentages are subject
to greater margins of error.

Figure 26

SW Blvd./Merriam Lane Corridor Study
2010 Tenture By Household Size
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Source: 2010 U.S. Census STF1, H11,H4,& H12 for corridor

Figure 27

SW Blvd./Merriam Lane Corridor Study
2010 Vacant Housing Units

M For Rent
m Rented, Not Occupied
M For Sale
Sold, Not Occupied
M For Seasonal, Recreational or Occasional Use
i For Migrant Workers
Other Vacant

Source: 2010 U.S. Census STF1, H16 for corridor

Source: 2010 U.S. Census STF1, H5 for corridor




According to the 2010 US Census, there were an
estimated 1,293 housing units in the Corridor, with

over 13 percent of those vacant. As seen in Figure 24,
those units are predominately single-family in nature.
Figure 25 indicates that almost half of those units are
renter-occupied and of the remaining owner-occupied
units, almost 16 percent are owned free and clear, with
no mortgage. The 2005-09 U.S. Census ACS estimate
indicated that almost 12 percent of owner-occupied
units in the Corridor had a second mortgage, home
equity loan or both. Figure 26 illustrates household
size by tenture. Interestingly, unlike many suburban
communities, owner-occupied and renter-occupied
units were similar in size at 2.4 and 2.3 persons per
household, respectively. The Corridor has also
continued to follow national trends with respect to
average household size, dropping from 2.56 persons
per household in 1990 to 2.35 persons per household
in 2010. Figure 27 reflects that of the 174 vacant
housing units, 56 percent are intended as rentals, with
less than 16 percent noted for sale or recently sold.
With regard to other units, the Census Bureau does
not count a vacant unit if it is exposed to the elements,
that is, if the roof, walls, windows or doors no longer

Figure 28

SW Blvd./Merriam Lane Corridor Study
2010 Household Types

® Family - Husband-wife

Family - Male householder no wife present
® Family - Female householder, not husband present
® Nonfamily - Householder living alone

Nonfamily - Householder not living alone

Source: 2010 U.S. Census STF1, P18 for corridor

Figure 30

SW Blvd./Merriam Lane Corridor Study
Occupied Housing Units By Year Householder Moved Into Unit
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Source: 2005-09 U.S. Census ACS Estimate/ESRI Community Analyst
Housing Summary For Corridor. Note: Lower percentages are subject to
greater margins of error

Figure 29

SW Blvd./Merriam Lane Corridor Study
Housing Units By Year Structure Built

N
=)
)

w
@
L

32.5%

w
o
L

N
w
L

14.6% 13.9%

.
v
L

% Of Housing Units
s

10
5 -
[
Built 2000 orBuilt 1990 to Built 1980 toBuilt 1970 to Built 1960 toBuilt 1950 toBuilt 1940 toBuilt 1939 or
later 1999 1989 1979 1969 1959 1949 earlier
Year

Source: 2005-09 U.S. Census ACS Estimate/ESRI Community Analyst
Housing Summary For Corridor. Note: Lower percentages are subject to
greater margins of error

Figure 31

SW Blvd./Merriam Lane Corridor Study
Occupied Housing Units By Vehicles Available
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Source: 2005-09 U.S. Census ACS Estimate/ESRI Community Analyst
Housing Summary For Corridor. Note: Lower percentages are subject to
greater margins of error




Figure 32

SW Blvd./Merriam Lane Corridor Study
Households By Income

18.0

% 0f Households

Income

Source: 2005-09 U.S. Census ACS Estimate/ESRI Community Analyst

Population Summary For Corridor. Note: Lower percentages are subject

to greater margins of error.

protect the interior from the elements, or
if there is positive evidence that the unit
is to be demolished or is condemned.
Figure 28 illustrates that only 32 percent
of households have both the husband and
wife in the home. A like amount are single
people living alone while 25 percent of
households are families with either no
husband or no wife present.

Figure 29 reflects the age of Corridor
structures. Almost 60 percent of the housing units
were built before 1960. The median year of housing
structures built is also noted for being the peak year
of the baby boom, 1957. Very few additional housing
units have been built since the 1980’s. Figure 30
highlights the transient nature of our society, noting
that the median year for the householder moving into
their unit was 2002. Renters are almost twice as
likely as owners to have moved into their unit after

Figure 33

SW Blvd./Merriam Lane Corridor Study
Households By Poverty Status
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Population Summary For Corridor. Note: Lower percentages are subject

to greater margins of error.

Figure 34

SW Blvd./Merriam Lane Corridor Study
Single-Family Residential Appraised Value Ranges

M Frequency

# of Properties within Value Range

Value Range

Source: Unified Government of Wyandotte County Geospacial Services
July 2011

the year 2000.

Figure 31 notes the
number of vehicles available by
household. As reflected in the
previous demographics section,
cars are still the principal means
of transportation in the Corridor.
Unfortunately, the Census ACS sample size was too
small for the Corridor to accurately quantify the
number of housing units without a vehicle.

The U.S. Census ACS 2009 Corridor Estimate for

median household income was $33,732 compared to
$37, 998 for Wyandotte County and $48,394 for the
State of Kansas. Figure 32 contains additional income
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Figure 35 _
Appraised Single-Family Property Values _ 7/
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data for the Corridor. Note that over 12 percent of
the households make less than $10,000 a year. Over
27 percent of households make less than $20,000 a
year. On the other end of that spectrum, 13 percent
of households make $75,000 or more a year. Median
household income in the Corridor also varies by age
of householder going from just $10,000 a year for
those less than 25 years old to $34,505 for those aged
25-44, $51,708 for those aged 45-64, and back down
to just $27,417 for those householders 65 years old or

older.

Much like the overall population, households below
the poverty level have remained relatively unchanged
since 1990 at approximately 19 percent. Figure 33
provides poverty level statistics by type of household.
As noted previously in the demographics section
almost 45 percent of the population is either in poverty
or have income levels low enough to qualify for various
governmental assistance programs. Housing variety
as well as affordability are two key concerns for the
Corridor. Corridor rental data from the 2005-09
Census ACS was limited due to the small sample sizes,
however a median contract rent of $534 was reported.
Figures 34 and 35 reflect 2011 single-family appraised
value ranges for the Corridor. With over 850 parcels,
the mean (average) value was $62,604, with the
maximum value recorded of $311,550. When mapped,
the lower valued and most likely older homes tend to
be located in the central and eastern portions of the
Corridor, east of 69 Highway (18th Street Expressway).
These homes are often located on a traditional grid
pattern of streets with lot sizes as small as 25'-30" with
depths of 105'-160' - densities up to 9-12 units to
the acre. As homes were constructed further up the
hillsides or further west, more traditional suburban or
suburban large lot development patterns can be seen.
The lack of housing variety and the need for affordable
housing are clearly highlighted from the preceding
statistics.

Housing options should include a range of energy
efficient housing types for a variety of incomes. Along
with infrastructure enhancements, these existing
and future projects should support the principles of
CPTED (Crime Prevention Through Environmental
Design) including such items as increasing activity
along the street (auto, bike, pedestrian), appropriate
lighting, as well as building and window orientation
toward the street. Building maintenance is another
key component of CPTED. Building maintenance
is an expression of property ownership and a strong

code enforcement program is needed to protect those

owners and residents who are trying to enhance their
neighborhood property values by performing regularly
needed maintenance.

Renovation and enhancement of existing housing
stock is strongly encouraged, though removal and
construction of new, appropriately designed units
is appropriate. Partnerships with groups such as
Habitat for Humanity should be encouraged. The
Unified Government’s existing TND (Traditional
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Neighborhood Design) residential

narrow-lot requirements will ensure
well designed redevelopment of

the corridor’s older, narrow lot
traditional neighborhoods.

Another similar scaled
single-family concept that may be
appropriate in some areas of the
Corridor is one borrowed from the
old West Coast bungalow court
(1910-1930). Pocket Neighborhoods
are showing promise with the
growing empty nesters market.
These are small 700-1000+ square
foot cottages, oftentimes designed
around a small common open space.

Likewise, the Future Land Use
Plan notes a number of higher-

density residential redevelopment opportunities

along the corridor. The highly successful “Madison at
Woodview” apartments are located directly adjacent

to the corridor on a hilltop at the southeast corner of
I-35 & 18th Street Expressway. This type of housing
might be well received for the 20-somethings along the
corridor and the growing employment base, including
KUMC. This type of complex can be designed around
the area’s steep slopes or even configured into urban
form for the numerous mixed-use areas reflected in the
Plan. The Westend Apartments at Lenexa City Center
is an excellent example of a more urban form for these
types of apartments. Infill townhome development

is another more affordable housing type that is best
incorporated into the Plan’s numerous mixed-use
locations. Both of these higher-density uses work well
in Transit Oriented Developments (TOD’s) which are
walkable and support future transit and sustainable
urban growth.




Healthy Foods Access

Introduction

Many neighborhood communities are finding it
difficult these days to find stores with fresh produce
and other healthy foods within close proximity to
their neighborhoods. There are many reasons small
grocery stores have been closing their doors over
recent years. Increased competition with the growth of
big box stores and expanded product line in traditional
non-food stores such as drug stores are forcing them
to close their doors for good. For those who rely on
public transportation, juggling groceries home can be
problematic. Ultimately many turn to non-traditional
sources for food, such as the nearest convenience
store, which generally sells unhealthy processed foods
at a high price. Take public transportation out of the
equation, as is currently the case along the Corridor,
and some residents have an even more difficult time
making the healthy choice. This trend ultimately
coincides with increased obesity and diabetes rates
among Corridor residents. Are there steps that can be
taken to address this critical Corridor issue?

Promoting Healthy Foods
Access Within The Corridor

Through the Green Corridor planning process,
the Planning Team identified short-term and long-
term steps to increase healthy food access within the
Corridor. Some activities to increase healthy food
access have already begun, while others require more

resources or changes in policies. The Planning Team
reviewed the literature on healthy food access in
low-income urban neighborhoods and researched
existing as well as new incentives for healthy food
retailers in Wyandotte County. The Team also
conducted a preliminary review of food access in the
Corridor, including supports and barriers to healthy
food access, and participated in a workshop/grocery
store tour hosted by James-Johnson Piett of Urbane
Development, a national consultant on healthy food
retailers, on developing healthy food financing. This
part of the report will summarize the findings of our
planning process around healthy foods, as well as
explore possible next steps.

Assets And Limitations To
Healthy Food Access In The
Corridor

The Green Corridor has the advantage of having
the Rosedale Healthy Kids Initiative (RHKI) housed
at the Rosedale Development Association (RDA) on
Southwest Boulevard. The Rosedale Farmers Market,
located at the Southwest Boulevard Healthcare Clinic,
was an outgrowth of the RHKI and is in its third
season of operation. The Rosedale Farmers Market is
open from May to September on Sundays from 12:00
to 3 p.m. Last season, the market had over $500 of
SNAP transactions, and over $2,300 of Senior Farmers
Market Nutrition coupons. This year, the market aims




to double SNAP participation. To make produce more
affordable to low-income individuals the Farmers
Market participates in the Bean and Greens Program,
which allows recipients of SNAP benefits and the
Senior Farmers Market Nutrition Program vouchers
to double their purchasing dollar when they buy local
produce.

Likewise, largely through the efforts of RHKI,
there are four community gardens directly within
the Corridor and another seven gardens that provide
produce within a 1.25 mile radius of the Corridor.
Both the gardens and the Farmers Market are already
contributing to healthy food access in the Corridor,
but the vision will be to take these activities already
underway and build off of them. If our plans are
successful and additional funding is secured, the
Corridor will attract new residents, new businesses,
shoppers, and employees all spending additional time
and money in the Corridor. As part of the vision for
the vibrant future of the Corridor, the businesses
within the Corridor will promote the Farmers Market
to bring in new customers and attract additional
volunteers for the gardens. Likewise, the Farmers
Market and gardens will return the favor and promote
businesses that are in line with the mission of healthy
eating and active living. Stronger support for growers
located directly in the area will hopefully increase
production that will find its way into the community
at reasonable prices. This will be described more
thoroughly in upcoming sections.

Besides the Farmers Market and community
gardens, there are three existing small food retailers
identified in the Corridor. They are:

o La Estrella, a mini-market at 1501 Southwest
Boulevard;

o Xtension Food Mart at 3440 Rainbow

Extension; and
o  Phillips 66 at 1233 Merriam Lane.

In the spring of 2009, Dr. Cheryl Gibson and her
students at the KUMC used adaptations of the Fresno
County Community Food Assessment and the Los
Angeles Community Health Council Neighborhood
Food Watch Checklist to assess healthy food choices
at the three neighborhood stores. She found that
while there were some limited healthy food choices
available at all three stores, there was minimal fresh
produce. Other staple items, such as nonfat milk and
whole grain breads, were unavailable or priced very
high. None of the stores were qualified to accept WIC
benefits. The Planning Team revisited the stores in
May of 2011 to identify any major variations from the
original survey results. The findings were basically
the same, but in the process of re-evaluating the
stores, the Rosedale Healthy Kids Initiative also had
the opportunity to talk to the owners and managers
to gauge their interest in carrying healthier foods. La
Estrella was visited on a third occasion with James-
Johnson Piett on a grocery store tour.

There are three major grocery stores that are
approximately one mile or more from the Corridor:
Apple Market, Price Chopper and Walmart.
Unfortunately, the lack of public transportation within
the Corridor and dearth of safe, walkable routes to
these stores prohibits many residents from accessing
them.

Due to the demographics of the Corridor
catchment area, the population base combined with the
buying power of the residents would make it difficult
to sustain a full-scale grocery store. At best, given the
current population base and spatial limitation, the
Corridor might support a smaller grocery store in the
10,000 square-foot range. But taking into consideration

that the three other grocery stores would continue

to siphon business from that store, a store of this size
would struggle. The long-term solution here would be
to follow the land use recommendations of this report
and encourage additional higher density housing
within certain nodes along the Corridor. However,
given the current financial constraints, there are
significant actions that could quickly increase access to
healthy food.

Incentives And Funding To
Increase Access To Healthy
Foods

The most practical way to increase healthy food
access is to work with the existing stores to build
capacity and incentives for them to increase healthy
food items and to provide incentives for additional
corner stores or other types of healthy food outlets
to locate in the Green Corridor. This could include
adding healthy foods to a store that does not primarily
focus on food sales or encouraging partnerships with
businesses such as street vendors who sell healthy
foods.

Samara Klein, Advocacy Director of KC Healthy
Kids, and a member of the Green Corridor Steering
Committee, met with Brent Miles, president of the
Wyandotte County Economic Development Council,
to identify funding and incentives for healthy food
retailers in the Corridor. The Wyandotte Economic
Development Council (WYEDC) is a non-profit
economic development corporation whose mission
is to promote and strengthen Wyandotte County’s
economy through innovative approaches to programs,
partnerships, and leadership in industrial, residential,
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office, and retail markets.

Mr. Miles said that the Unified Government is
very interested in using incentives to increase healthy

food access in Wyandotte County and has provided

incentives to at least three full-scale grocery stores in
Wyandotte County. Mr. Miles said that he believed
that these same types of incentive packages could be

made available to smaller healthy corner stores or

any business that would agree to sell healthier food

to consumers. Mr. Miles pointed out that a Dollar

General store in Edwardsville successfully used such

incentives to remodel and buy equipment for fresh

food items in a food desert.

The incentive packages could include the following:

A tax abatement under the Neighborhood
Revitalization Act (NRA) on property value
increases due to modifications made so that a
store could carry healthier produce. This would
include remodeling and increasing the square
footage of a store.

A low-interest “gap” loan to businesses offering
healthier food options for starting a business
or expanding or modifying existing businesses.
The interest rate would be 4 percent and could
be paid back over a 15 year period. The loan
would need to be not more than one-third of
the total cost of the project. The remaining cost
could come from another loan, the owner’s
own resources, or from another financial aid
source.

Up to an additional 2% sales tax can be
approved for goods sold in a “community
improvement district” in Wyandotte County.
One store could apply to be the “community
improvement district” and the additional tax
would then go back directly to the store. One

concern the team had with this approach was
that additional taxes on food are often seen as

regressive and discourage healthy food choices.

WYEDC said that it was open to exploring
ways to make only non-healthy foods have the
additional tax while healthy foods would be
exempt.

o Promote healthy food stores with marketing
assistance through the Unified Government
working with all of their community partners.

The Unified Government has established the
Healthy Communities Wyandotte Steering
Committee, which includes a Healthy Food
Access action team committee. Staff of
RHKI presently serve on that Committee. It
is suggested that the Committee find ways
that the Unified Government could promote
healthy food stores, perhaps using the Green
Corridor area as a pilot project.

In addition to these existing incentives, the
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following funding and other policy initiatives may also
encourage the development of healthy food retailers in
the Green Corridor:

o HUD is making grants through their Healthy
Food Financing Initiative (HFFI) available to
community development associations. Partners
in Wyandotte County will explore future
funding opportunities from the HFFI to seek
a Federal HFFI grant so they can then make
grants and loans to healthy corner stores and
other healthy retailers.

o Streamlining applications for occupancy and
other permits for health food retailers, with
staft from the Unified Government assigned
to help the retailers through the process could
provide a significant incentive to business
owners. Currently, the Unified Government
tries to follow a first-come, first-served basis
for permits and has no exceptions for healthy
food retailers. Given the need for healthy food
in urban areas and the costs to the city related
to obesity and other health conditions due to
poor nutritional habits, it is justifiable to make
permits for healthy food retailers a priority. A
new policy would need to be developed that
provides clear and fair guidelines.

o Providing discounted rates for trash, recycling,
energy and water and sewer charges for healthy
food retailers. These incentives may also
require additional advocacy for policy changes.

Finally, through the following activities, RDA and
other partners in the Corridor area could also support
the development of additional healthy food available
from retailers, although some of these activities may
require additional staff and resources:

Create partnerships among the community
gardens in Rosedale and the existing corner
stores and potential new retailers, including
potential healthy food vendors. Through

our visits with the existing corner stores, the
Planning Team found that all the stores had
some willingness in trying to sell fresh fruits
and vegetables but were concerned about
profitability. The community gardens in
Rosedale could donate or sell at a discounted
price some of the produce and deliver directly
to the stores. Currently, when stores in the
area do offer produce, they buy the goods at
other grocery stores. The markups are based
on resale price and time spent in getting the
goods to the store, thus making the produce
too expensive for their customers. All of the
owners and managers of the stores were open
to trying to work with the gardens.

Promote businesses that sell healthy produce

in the Corridor. Through the many events
sponsored by RHKI, and through their
materials and website, RHKI could ensure
consumers know where to find healthy produce
and encourage consumers to patronize those
stores.

Create special events and materials around
healthy food retailers. This is an extension

of promoting these businesses, as discussed
above, but would be more intensive and may
require additional staff and funding. One
example would be to create a cookbook just
around healthy food items available in the
Corridor and include a guide as part of the
book for finding the items in local stores. A
possible event could be to host a local food fair,

showcasing produce available (and hopefully
grown in) the Corridor.

o Provide support for potential and current
business owners by mentoring them in starting
a healthy food retail business or expanding
on an existing business. This would include
assistance with accessing incentives through
the Unified Government, identifying and
applying for other funding, helping with store
design layout, purchasing equipment, and
marketing assistance. This type of support
would probably require additional funding
so that RHKI or another non-profit entity
could hire a part-time or full-time employee
or consultant to specialize in helping
businesses succeed in selling healthier foods.
This individual might be shared by several
communities in Metropolitan Kansas City.

Next Steps

Continue to build from the current
Farmers Market and Community
Gardens

As discussed above, the Corridor already has the
advantage of four community gardens and a Farmers
Market. As part of this plan, the Team would like to see
the Farmers Market reach more people and the surplus
food from the gardens made available at food retailers.
As other activities for the Corridor are carried out,
we expect that there will be additional support for the
Farmers Market and for residents to buy fresh produce
from healthy food retailers.




Disseminate information about
incentives that are currently
available and help businesses apply
for these incentives

While there are existing incentives that are
available through the Unified Government for healthy
food retailing, they are not widely known or easily
understood by business owners and potential business
owners. In part, this is because these incentives have
not been used in the past for supporting smaller
healthy food retailers. However, there is a need for new
laws to be written to make these policies available for
this type of financing. Through current resources, RDA
may be able to provide basic information about these
incentive packages. To make this information more
accessible and to provide more intensive support to
potential entrepreneurs in this field, more staff support
may be needed. If funds are available from the Healthy
Food Financing Initiative, discussed above, the retailers
may also need assistance in applying for these funds.

Advocate for additional policy
changes

As discussed above, it would be helpful to have a
program at the Unified Government to make applying
for occupancy and other types of permits quicker
and easier for healthy food retailers. Advocating for
discounted rates on trash, energy, and related charges
could also serve as an incentive for healthy food
retailers. Perhaps a modified or excluded sales tax on
health food options could also be investigated.
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Historic Preservation

Construction within the Corridor expanded in the
boom years of the late 1880s, resulting in substantial
business development. Over the turn of the 20th
century, residential areas adjacent to and along the
hills flowed seamlessly from Missouri to Kansas.

The transportation and automotive-related fabric of
Southwest Boulevard and Merriam Lane throughout
the years has also given it a very ‘Old Route 66°
characteristic that can still be seen as you travel south
past the Boulevard Drive-In. Unfortunately, over the
years many historic buildings of significance have been
lost throughout the Corridor for various reasons.

In the early 1920s, the School of Medicine moved
south to its present location at 39th and Rainbow and
in 1937 the original Eleanor Taylor Bell Memorial
Hospital was razed.

The 1965 Urban Renewal program expanded its
efforts into the Rosedale area south of Southwest
Boulevard and along both sides of Rainbow Boulevard.
Columbian School, constructed in the 1890’ and
located just west of Rainbow on Seminary, was sold
and closed in 1965. Additional buildings originally
affiliated with the medical school were razed in 1972.

The Whitmore Elementary School was closed
and razed in 1973. Soon after the Rosedale United
Methodist and Rainbow Boulevard Mennonite
churches purchased the site for a playground and park.
Additionally, several buildings of significance were
demolished with the construction of I-35 including the
Eagle’s Building, which once housed the Rosedale City
Offices.

At this time three structures within the Corridor
have official listings. They are:

o The Rosedale World War I Memorial Arch,
constructed in 1923-24, was listed on the
Historic Kansas Places and Nation Register of
Historic Places in 1977. It was placed on the
Kansas City, Kansas Historic Landmark listing
in 1982.

o The Old Rosedale City Hall and Fire Station
Number One building was placed on the
Kansas City, Kansas, Historic Landmark listing
in 1982.

o The George Rushton Baking Company
building, constructed in 1919-20, was listed on
the Register of Historic Kansas Places in 1997.

The benefits of having a strong historic preservation
presence in a community are many. The primary value
of preserving the city’s past directly relates to providing
“a sense of place” and development of community and
civic pride. Sometimes a historic area or building can
provide a focus for cultural activities. This summer’s
135th year Celebration, held at the Holy Name Church,
is a prime example of creating this sense of place and
community pride.




Designations where possible can provide

stabilization and improvement of property values

in historic neighborhoods and older commercial

corridors. They can also stimulate economic

revitalization and business opportunities, and

encourage adaptive use and new construction.

Potential candidates exists that would warrant

consideration for local, and possibly State and National
listing along the Corridor. The following is not a
conclusive list:

Attucks School, built in 1939 (Bernie Electric)

Holy Name and Methodist Church (Mennonite
Church)

Homes tied to the architect who designed the
Rushton Bakery on the east side of Southwest
Boulevard

The Rosedale Masonic Lodge, built in 1913
(Strasser Hardware)

The Slater-Breitag-Yeamans Motor Company
building (Brainstorm, Inc.)

The Rosedale Theatre, built in 1922 (VOX
Theatre)

Numerous buildings located within the original
village of Rosedale to create a ‘historic district.

-
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SOUTH SIDE
PATIO AND
WOOD CO.

Recommended Future
Land Use Plan

The following Land Use Plan was developed from
the Consultant Team review of previous reports,
existing conditions, recent Census data, current
trends, and concerns of local residents, businesses and
government officials. While significant vacant tracts
remain, much of the Corridor was built out decades
ago. Redevelopment has been occurring, but often
times in a sporadic fashion. Recommended changes to
the existing Land Use map are relatively minor, with
just over 40 acres recommended for changes.

However, those changes are strategic in their
location, with higher-density, pedestrian-orientated
uses recommend for a number of areas. The use of ten
Alternative Land Use Stars provides needed flexibility
to the list of uses that may be permitted at any one
location. The Future Land Use Plan is a framework
to encourage further transformation of this historic
Corridor into the thriving, vibrant neighborhood that
it once was.

Changes Reflected On the Proposed
Future Land Use Map

A. Eight acres located along the northern Merriam
Lane frontage from 34th Street to just east of 28th Street,
from low-density residential to business park uses. The
character of this immediate area is nonresidential in
nature and the proposed change will better reflect the
uses in place.

B. One acre located just north of Merriam Lane,
between 18th Street and 69 Highway (18th Street
Expressway) from low-density residential to business park
uses. The frontage of this property is already used and
zoned for business park purposes.

C. 5.7 acres at the northeast corner of Merriam &
Roe Lanes, from low-density residential and business
park to mixed-use. One of several areas recommended
for a higher intensity, pedestrian orientated mixed-use
environment, this old shopping center and adjacent
parcels should be rezoned to spur redevelopment efforts.

D. Approximately 19 acres located along 10th Street,
starting from just south of Dodson Street then north and
then east along both sides of Southwest Boulevard to near
its intersection with Mission Road from low-density
residential & business park to mixed-use. The Old
Town area is an ideal location for a residentially focused,
mixed-use pedestrian environment. This area should
also be rezoned for mixed-uses to encourage creative
redevelopment of this historic area.

E. Approximately nine acres from community
commercial to mixed-use located at the Southwest Corner
of 7th St./Rainbow and Southwest Boulevard. This highly
visible, major gateway to the KUMC holds much promise
as a part of the Corridor’s expanding economic engine.

E. Use of ten alternative land use stars to provide
additional flexibility in the selection of land uses. See star
verbiage adjacent to the maps.
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Table 4 WEST CORRIDOR - FUTURE LAND USE

Future Land Use Summary

Future Land Use Total % of Total
Acres Acres

Business Park 211 28.3% Alternative Uses Star #1
Community Commercial 25 3.4% High visibility and quick access to the adjacent I-635 interchange makes this area
Low-Density Residential 317 42.6% potentially attractive for redevelopment as a well-designed higher density residential or
Medium-Density Residential 61 8.2% office project. Consolidation of parcels located within both Kansas City, Kansas, and
Mixed-Use 42 5.6% Overland Park would most likely be required, and appropriate buffering from remaining
Parks/Open Space 79 10.6% lower density residential uses would be needed. o .’:
Public/Semi-Public 10 1.3% il

TOTAL 746 100%

Note: This table reflects the 1,249 future land use acres within the
Kansas City, Kansas, portion of the study area. ROW and floodway,
which total 503 acres, have been excluded from this future land use
summary.

Alternative Uses Star #2

This intersection functions as the Corridor’s western

gateway for Kansas City, Kansas. Alternative uses for
redevelopment should only be considered if those uses
strengthen the intersection’s gateway prominence. As

future street improvements are undertaken, consideration

for a roundabout or other Corridor-welcoming feature
should be incorporated by the City.

Alternative Uses Star #3

Topographic considerations make redevelopment

of this predominately large lot residential area very
challenging. However its proximity to the 18th street

~
LEGEND - FUTURE LAND USE PLAN
D Right-of-Way E Medium Density Residential

[ usiness Park Bl ixed-Use
[ community Commercial [___| Neighborhaod Commercial
I +igh-Density Residential [l Parks/Open Space
B uroan Density I FubliciSemi-Public
[ ] Low-Density Residential [JIlll Regional c ial
e

interchange offers potentially good site visibility and
expressway access for a well-designed, higher-density
residential or office project. Provided that sufficient
parcels can be consolidated, appropriate buffering for the
remaining single-family uses would be required.
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Alternative Uses Star #4 CENTRAL CORRIDOR - FUTURE LAND USE

Currently zoned for retail, the existing under-utilized retail strip center, vacant corner and limited number

of adjacent parcels provide the attributes for uses that could support the future higher-density mixed-use
redevelopment as reflected on the east side of 14th Street and Merriam Lane. Alternative uses should only
be considered if those uses strengthen the higher-density redevelopment focus reflected on the plan for the
northeast corner.

Alternative Uses Star #5 R 0

The Boulevard Drive-in has been an institution and identified with
this area for quite some time. However should the current land use
cease, this 16-18 acre tract could provide for much needed recreation 2

fields and active community open space, nestled against the heavily
wooded Turkey Creek. Alternatively, retail service uses that would cater
to a future recreational focus would be appropriate for infill along the

street frontage.

] e

Alternative Uses Star #6 E2

Located within the original, historic downtown Rosedale, this _ ; - _
pedestrian-friendly future mixed-use core area should contain a healthy | > - SR ' = A |
mix of residential, office and retail uses. Generally, uses should follow 2 Neay 4 R S Z . % ".:";6
the existing pattern of residential and non-residential uses with both St D AR T . = ﬁ
conversion of existing structures and redevelopment of new buildings 7 A :?#’132'3 ; ) m T
designed with the historic flavor of the area. Any conversion or S\ - s - r&' - .
redevelopment should be sensitive to remaining residential uses and : R e
appropriately scaled. 54~ '_E.

2 o e

Alternative Uses Star #7 = e

With excellent visibility and proximity to the new walled Turkey _ S LEGEND - FUTURE LAND USE PLAN
Creek channel, these parcels could present a focal point for several / ' : F ' El ;Qs*:e";“:;"rk = :::‘::‘J::“’“’ Resiveatel
alternative uses. It is zoned for industrial uses and designated for future _ . e A [ Community Commercial [IIN] Neighborhood G
mixed-use. However, office research uses would be a viable alternative. Ll;g, ;} Vo [ High-Density Residential [ Paiks/Open Space
Benefiting from the U.S. Army Corps of Engineers improvements —_ T E ”Lw“""’;::::“: s = f_”h'_"’s?r:"m"c_ .
of flooding along the creek, future gateway improvements to the \ >

NOT TO SCALE
intersection toward Mission Road and the interstate ramps would

reinforce the prominence of these under-utilized parcels.
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Alternative Uses Star #8

With Strasser Hardware anchoring this portion of the Corridor,
a community market and neighborhood retail uses could encourage
higher-density residential redevelopment. Several more substantial
homes fronting Southwest Boulevard could be converted for
appropriately scaled office or retail uses. Alternatively, a higher intensity
mixed-use redevelopment could be facilitated by a consolidation of
appropriate-sized parcels and construction of a future minor collector
roadway following the current utility easement (Cherokee Street)
toward the Fisher Park substation. It would then tie into the Rainbow
Corridor mixed-use area at 39th street. Construction of this collector
would be dependent, in part, on continued future expansion of the
mixed use core reflected at 39th Street and Rainbow. This might also
require revisiting land uses currently reflected north of 39th street along
Springfield and Booth streets.

Alternative Uses Star #9

Alternative uses at this crossroads section of Rainbow/7th Street and
Southwest Boulevard should embrace the gateway prominence of this
area. Asa major transportation corridor toward the KUMC campus,
these parcels could provide alternative higher density redevelopment
locations for larger scaled medical support users as well as other
appropriate community retail and professional office-research uses.
Sufficient area for a transportation center/hub should be earmarked
with any major redevelopment proposal.

Alternative Uses Star #10

This state line gateway has historic significance tied to the August
18, 1959, fire and explosion that claimed the lives of both Kansas City,
Kansas, and Missouri firefighters. Currently the site has remained a
gravel lot controlled by the Union Pacific Railway. Redevelopment of
the site for retail, office or public uses should be encouraged, provided
the project’s design acknowledges the historic nature of the site and
reinforces the city/state gateway nature of the site.

EAST CORRIDOR

=g -
=iy el -

- FUTURE LAND USE

o

LEGEND - FUTURE LAND USE PLAN

[ ] Right-of-way [ Medium Density Resid
- Business Park - Mixed-Use

[ ] community ¢ cial || Neighborhood Commercial
[ High-Density Residential [ ParksiOpen Space
I urban Density I Public/semi-Public
|:| Low-Density Residential - Regional Commercial
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Recommended City Initiated Rezonings

As a part of the review and update of the Future Land Use Plan, the Consulting Team came across two instances where future rezonings by the City are recommended.
The first instance, see Figure 36, is a minor cleanup of a small island of MP-1 zoning currently located in the middle of a residential subdivision near the southeast
corner of 24th Street and Merriam Lane. The second rezoning recommendation, Figure 37, is for the Old Town area of Rosedale. On either side of Southwest Boulevard,
it is recommended that current R-2B and RP-5 districts be rezoned to R-1 single-family to protect the many existing single-family uses in the area. Future mixed-use

development would then be encouraged as outlined in the proposed Future Land Use Map.




City-Wide Master Plan ~ & |

Design Guidelines

As this study is considered a companion document
to both the 2005 Rosedale Master Plan and the 2008
City-Wide Master Plan, design guideline provisions
for the Green Corridor will follow the requirements set
within those documents. A listing of these regulatory
guidelines is contained in the reference section
of this report. Also applicable are the City-Wide
Green Community Guiding Principals; Policy Plan
Framework; Parks, Open Space and Trail Framework;
Transportation Systems; and Multi-Use Pedestrian-
Bicycle Trails and Edges sections. The City-Wide
Urban Design provisions consider the Corridor road
network as a Secondary Image Street and, therefore,
those recommendations are also applicable.

Additionally, the City-Wide Land Use Plan
Category guide outlines Allowed/Discouraged
Uses; Infrastructure; Open Space; Densities; Green

and Cultural Principals, and Amenity and Design
Guidelines inclusive. In review of these requirements,
additional design guidelines will be necessary for
business park and industrial land use categories within
the Corridor. It is recommended that these additional
design guidelines be developed in conjunction with
the Zoning Overlay District proposed within the
Implementation section of this report. The western
portion of the Corridor (approximately west of 14th
Street) that currently has more suburban development
attributes (i.e., building setbacks from right-of-way)
should be subject to these future business park and
industrial design guidelines. Properties that include
future mixed-use or which currently have zero build-

to setback lines should utilize the current urban
guidelines reflected in the Rosedale and City-Wide
Plans.
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Visual Elements - Character
and Aesthetics - Creating
Great Places

Gateways - Corridor
Signage and Branding

During the visioning process the Planning Team
took note of stakeholder desires to improve upon the
image of the Corridor. They noted that key entry points
were not providing a welcoming image to the public
and visitors entering the area. Uniform ‘branding’
does not exist. But branding future streetscape
improvements is sorely needed. Creating great places
should involve the community first and foremost, for
it is the community who should provide insight and
perspective on what is considered important. It also
encourages residents to stay involved and become
stewards of their area. Partnerships must be nurtured.
Collaboration is essential to provide needed land,
improvements, maintenance and financial resources.
A recent example in Rosedale is the collaborative
efforts of the City staft, CVS, RDA, and the four
neighborhoods that surround the 43rd and Rainbow
area. During the review process for the CVS store
approval, there was a unified effort to address safe
access to CVS from 43rd Avenue. To do this would
require closure of Adams Street. With a concept plan
in hand, the community worked with City officials and
CVS to facilitate a workable design that dead-ended
Adams Street and included a pocket park adjacent to
the CVS streetfront along 43rd Avenue. This future

open space and park will be built and maintained by
CVS. A true collaboration and win-win for all parties.

History of an area can also play a major part in
establishing image. Creating great places should
recognize the Corridor’s history and other attributes
and play on them. The mom and pop food joints,
Strasser’s, the Boulevard Drive-In, Nigros Western
Wear, Reike Brothers Construction, Southwest Marine
and the many established churches have long been
part of the streetscape. If we could only bring back
the “50 cents for 5 gallons” gas stops that once lined
the Corridor. These established ‘old highway-related’
stakeholders could play into establishing themes for
the Corridor’s overall image. Again, as an example, the
Rainbow CVS building was designed to complement
the former fire station across the street using brick,

architectural stylizations and white accents providing

a harmonious unified street view. Likewise, pushing
the building up to the 43rd Avenue streetfront framed
the intersection with the fire station. It is clear that
one project can be a catalyst to set an example for other
projects within the Rainbow Corridor. The same effect
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can happen when even a small redevelopment

project occurs along the Corridor. Many great
and elaborate visioning plans can get bogged
down because they are too grand, too costly and
take too long to implement. Small incremental
‘special place’ improvements can set the stage for
larger ones. It is important to be prepared when
these opportunities come along.

It’s clear that many people within the
Corridor’s influence care about moving forward
with image improvements. Creating special
places complement the roadway’s varying
characteristics. Developing the vision(s) and
embracing collaboration is key to success and
future Implementation.

Important Corridor gateways to address are:
Southwest Boulevard’s intersections with
o 3lst Street

o 7th Street / Rainbow Boulevard

o  Mission Road

Merriam Lane’s intersections with
o 14th Street
o 24th Street
e 34th Street

Branding of these roadways could have
either a unified or individual theme. For
Southwest Boulevard, a decorative street light
fixture with the ‘Rosedale Rose’ ornamentation
could be considered. Merriam Lane could
include street signage designed to identify with
the ‘Historic K-10 Highway’ or the fruit orchards
that once were prominent.
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Mobility and Transportation
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Transportation Plan

Introduction

The 2008 City-Wide Master Plan reflects Merriam
Lane as a ‘Secondary Image Street. While Southwest
Boulevard has been omitted from the Urban Design
Framework Map, it too has the same characteristic
attributes as Merriam Lane and with this study will
also be included as a Secondary Image Street. The
Urban Design section of the City-Wide Master Plan
calls for the improvement of key “image” streets
through design enhancements that balances the needs
of pedestrians, bicyclists, motorists and transit users.
Recommendations for these key image streets include
sidewalks on both sides with minimum landscaping
requirements, the incorporation of gateways at major
intersections, addition of district and neighborhood
identity, bike racks, street furnishings and lighting of
activity areas along streets.

Recommendations

The Southwest Boulevard and Merriam Lane
Corridor functions as a major access way intended to
provide primary access to the adjacent neighborhoods
and area businesses, ensuring their economic viability.
Current 24-hour traffic counts indicate approximately
7,000 trips a day along the western and central portions
of the corridor on Merriam Lane and 15,000 — 21,000
trips a day along the eastern portion of the Corridor
on Southwest Boulevard. With this study specific
enhancements to the street network are recommended
for further study as future capital improvement
projects are discussed and contemplated.

Merriam Lane

o 34th Street Intersection
To recognize the primary through movement
at 34th Street, consider a roundabout design
to replace the signalized intersection. At this
Corridor gateway, provide an entry/welcome
feature.

o 24th Street Intersection
With future reconstruction of the Lamar
overpass at I-35, consider an overpass to avoid
the at grade rail crossing.

o Dodson Avenue-West 39th Avenue -South
10th Street Junctions
Future street reconstruction of this crossroads
area should capitalize on the uniqueness of the
Corridor alignment and open spaces adjacent

to the streetscape. Local roadway realignments

in this area should also reflect the Corridor’s
prominence while maximizing the potential for
redevelopment of the adjacent parcels.

Southwest Boulevard

o Private Road East of South Henning Street
The Turkey Creek bridge crossing for this
local roadway was rebuilt as part of the U.S.
Army Corps of Engineers improvements.
Conflict points have been due to its canted
alignment further complicated by the at
grade rail crossing immediately to the east
of its intersection with Southwest Boulevard.
Hairpin turning movements are difficult at
best. Redesign solutions of this local street
access should also take into account a quiet rail
road crossing improvement at this location.
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o Mission Road Intersection
At some point the current overpass and
intersection will require a complete
reconstruction. Instead of rebuilding the
overpass, alternative designs should be
explored, that would enhance traffic flow and
provide for a more dramatic gateway for this
segment of Southwest Boulevard.

o South Iowa Street Intersection
From its platting inception this intersection
marked the transition from a 100 ft. to a 60 ft.
street right-of-way for Southwest Boulevard.
Sight lines from Iowa are compromised.
Intersection improvements could involve
several designs ranging from Iowa’s terminus
at Southwest Boulevard with a cul-de-sac to
directional one-way traffic movement at the
intersection.

South Cherokee Street Intersection

Original plats of this area provided for the
continuation of Cherokee Street southward
toward West 39th Street. Grades for this
roadway extension may be addressed with a
more curvilinear trajectory. With reduced
travel times, providing an additional

local access way to the 39th and Rainbow
redevelopment area and KUMC could provide
for an economic incentive to move this
improvement forward. Pedestrian and bike
access would also be enhanced as nearly one
half mile now separates existing north/south
streets in the area street grid. Should this
occur, land use densities adjacent to Cherokee
Street would require further study as well.

Rainbow Boulevard-Seventh Street
Intersection

This gateway should reflect the roadway’s
prominence to the major activity center at
West 39th Street. Intersection and streetscape
improvements meant to announce the
significance of this area should incorporate

a distinctive traffic signal design, welcoming
directional signage and other improvements to
forward the vision of serving as the Corridor’s
major transit hub.

West 31st Street Intersection

This gateway at the state line should also
announce entry into the Corridor with
streetscape improvements meant to maximize
the land use potential for this under utilized
intersection at the Kansas City, Kansas and
Kansas City, Missouri crossroads.

At Grade Rail Crossings

All rail crossings within the study area should be
comprehensively reviewed with future quiet-crossing
improvements in mind. These improvements will
improve the overall livability and ultimate stability in
the Corridor.

Bicycle Lane Prominence

As reflected in the recommended street sections,
separately marked bicycle lanes are reflected
throughout the Corridor. This firm commitment to
encourage both commuter and recreational trail bicycle
use would forward the transportation goals of the
Corridor and fulfill the MetroGreen Plan. Final design
determinations of the bike lane configurations will be
made by the UG Public Works staff based on more
detailed engineering review.

Proposed Street Cross Sections

While many design alternatives have been reviewed
to provide flexibility along the Corridor’s length, the
following general cross sections through page 62 are
recommended for implementation. Final dimensions
and design may vary after more detailed engineering
analysis with respect to utility locations, intersection
design and other safety and level of service concerns.
Additional alternative cross sections are included with
the Appendices of this study.
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Turkey Creek Trail

As part of the MetroGreen trail efforts, previous
studies have noted a possible alignment for a multi-
use trail along much of the Turkey Creek corridor.
The exact alignment of this trail, including its
possible location along portions of Merriam Lane and
Southwest Boulevard, should be reviewed further with
regard to functionality and cost.

Transit

There are over 5,000 workers living or working in
the Corridor with several thousand additional residents
calling the Corridor home. The Transportation
Plan provides an example of a mass transit bus route
along the entire length of the Corridor. A potential
future multi-modal station is also noted near the
intersection of 7th Street and Southwest Boulevard. It
is recommended the City and RDA work with the ATA
on the future feasibility of these facilities along the
Corridor.

Transportation Plan

w 3188t

iy sul] SE1S

LEGEND - TRANSPORTATION PLAN

Public Transit Multi-Use Trails
ﬁ Existing Rapid
Transit Bus Route

Potential Future - Parks
Corridor Bus Route

& 1 Potential Future w— Streams
B+ MultiModal Transit
Station

EEEE Proposed Trails

== =51 Railroad

Major Streets

Freeway/Highway
Class A Thoughfare
Class B Throughfares
Class C Throughfares

Future §. Cherokee
Street Extension

Local Streets




Recommended Street Sections

Street

Section A: Merriam Lane Lookin,
Northeast From 34th St Toward 18th St

Sidewalk & is] Bike Bike
[ Amenity Zone ? Lane sl Lane: Lane
Not To Scale -} B &6 (Typ) § | 11 11’ v 5

A———— 36’ back-ol-curb to back-of-curb

Street Section B: Merriam Lane Lookin
Northeast From 18th St Toward 39th St

Amenity Zone Amenity Zone may include
Storm Water BMP's

80’ of ROW (Typ,) - Street design and reconstruction

alignment may vary due fo existing utility locations and

adjacent property conditions.

Y.

Zone Amenity Zone may include
§ ‘Storm Water BMP's

Sidewalk & Amenity i ravel Lane TravelLane | Bike | Angled Parking (Optiona)) |rs] Sidewalk & Amenity
Zone Lane
ot To Scale 4 8 &6 (Typ) 11 11 55 18+ 8 &6 (Typ)

B0' of ROW (Typ.) - Street design and reconstruction alignment
may vary due to existing utility locations and adjacent property
Angled parking option may require additional ROW.

& Vedial

63' back-of-curb to back-of-curb
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Street Sea‘mw C: on #I Sminuest Blvd.
Looking West From Near 1-35 Toward 10th St

Sidewalk & Parallel | Bike | Bike
Amentty ' Paing. [Bunse] Lane Travel Lane Travel Lane j Kbty 2 ki
Zone §
Not To Scale ' ) gl T je 3 45 10.5-11° 10.5-11"
" 60" of ROW (Typ.) - Street design and/or recon-
"MW "::" struction alignment may vary due to existing utiity
A 45 back-of-curb to back-of-curb k B PO

Street Section D: on #1, Southwest Blvd, Lookin,
Southwest From vood’s Toward Mission Road

L&Qﬁﬁ!

Sidewalk & Travel Lane Travel Lane Travel Lane bz i
Amen Lane (West Bound) Lana Armen| TON-iglue
Zmit)r g g Storm Water BMP's
Not To Scale —f T {Typ) 4 45 » 11" A 10 iy 11 45
_-¥| 60 of ROW (Typ.) - Street design and/or reconstruction alignment
"m "c“:"‘ may vary due to existing utility locations and adjacent property condi- ~
+ 45' back-of-curb to back-Gl-curd tions. Further study of lane reduction would be necessary to identify

impacts on morning rush hour motor vehicle level of service.




Not To Scale

Zane

Fa

Sidewalk & Amenity

Street Section E: Option #3, Seuthwest Blvd, Lookin,
Northeast From Strasser Hardware Toward Tth St

Bike | Travel Lane Travel Lane Travel Lane Travel Lane Paralle! |5 Sidewalk & Amenity
£ Parking s Lane ;ipaﬁﬂﬂc Zone Amenity Zone may include
5 Storm Water BMP's
3 S 4 10 f 10 . 10 & 10 B&T (Typ)
LG /" 100" of ROW (Typ.) - Street design and/or reconstruction
"MW m Voute! alignment may vary due to existing utility locations and
69" back-of-curb to back-of-curb J, 2acent propecty condbions

Sidewalk & Amenity
Zone

AT Tyl

oy
Street Section F: Option #3, Southwest Blvd,
Looking Northeast From 7th 8t Toward 315t 8¢

- B
5] P‘am"ﬂ g Bike | Travel Lane Travel Lane Travel Lane Travel Lane | Bike | 2 | Parallel |5} Sidewalk & Amenity

Lane Lane [ @ [ Parking | o Zone Amenity Zone may include

s Storm Water BMP's
§ R 10 ! 10 . 10 - 4 _R5l &
i | 100’ of ROW {Typ.) - Street design and/or reconstruction
r:u "m alignment may vary due to existing utility locations and
69" back-of-curb to back-of-curb 2 property conditions.
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Transit-Oriented
Development

Transit-oriented development (TOD) is typically a
mixed-use residential and commercial area designed
to maximize access to public transportation and often
incorporates uses that encourage transit ridership.

A TOD typically has a center with a transit station

or stop, surrounded by relatively high-density
development with progressively lower-density
development spreading outward from the center. TODs
generally are located within a radius of one-quarter to
one-half mile from a transit stop, as this is considered
to be an appropriate scale for pedestrians.

Transit-oriented development is designed to
encourage public transportation and higher-density
development. It is the opposite of urban sprawl.
Examples include mixed-use development with public
transportation, excellent pedestrian facilities such as
high-quality pedestrian crossings, narrow streets, and a
reduction in the size of buildings as they become more

distant from the public transport node.

The Green Corridor study contains an example
of a transit-oriented development at 7th Street and
Southwest Boulevard. The Future Land Use Plan
shows provisions for a transit station and mixed-
use development designed seamlessly. The TOD
contains higher-density residential areas that provide
a variety of housing choices as well as higher-density
commercial development.

Another key element of TOD is a choice of
transportation modes. In addition to an adjacent
park-and-ride site, the transit stop is connected by the
Turkey Creek Streamway trail system for pedestrians
and bicyclists. This TOD is an example of how good
planning and design can enhance both the Corridor
and adjacent KUMC.

Complete Streets

Following World War II, streets were designed
primarily to move cars as expediently as possible from
one destination to another. In the 1980s, cities began
to realize that putting the primary focus on cars was
at the expense of neighborhoods and communities.
However, in early 2011 Kansas City, Kansas officially
adopted the concept of “Complete Streets” and will
incorporate its design principles into planning and
infrastructure improvements in the future. The
concept of Complete Streets is a means to promote
great neighborhoods, healthy and active people and a
thriving community. It is a way of life that integrates
physical activity into daily routines and promotes
walking and bicycling for transportation, recreation
and physical activity. It recognizes that sidewalks
are an important part of the community; they serve
transportation needs of people and they are also a part
of the public realm where people live, shop, interact

and travel.

Dependence on cars will continue until it is
safe and convenient to use bicycles, walk and use
public transit. Following the principles of Complete
Streets should bring people and activity back to the
neighborhoods that thrived before World War II.

In the Green Corridor Plan, there are a number of
schematics that show how streets can be scaled and
designed at different locations along the Corridor to
create livable neighborhoods. Street widths are kept
to a pedestrian scale and integrated with existing and
future buildings. On-street parallel parking replaces
parking lots. Extensive trees, landscaping, benches and
artwork make it pleasurable to walk. The sidewalks
incorporate bioswales and natural vegetation to treat
runoff near the source.

Currently, the City has funding to improve
Merriam Lane from 24th Street to where it joins
Southwest Boulevard. The project is currently under
design and the Green Corridor Consulting Team has
worked closely with City engineers and planners to
incorporate as many elements of Complete Streets as
existing conditions and available funding will allow.

Pedestrian and Bicycle
Systems

One of the major topics discussed at every public
meeting and every session with business owners was
the need for better pedestrian and bicycling systems.
Many bicyclists use Merriam Lane and Southwest
Boulevard to get to work and for recreational riding.
The Turkey Creek Streamway Trail currently ends
in downtown Merriam. However, Overland Park is
working on a plan to extend the system eastward on
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the south side of I-35. Northeast of Mission Road

and Southwest Boulevard, the U.S. Army Corps of
Engineers is designing a future link that will lead to
Kansas City, Missouri. For the recreational user this
leaves a missing link from just east of Lamar (23rd
Street) to Mission Road. However, due to topography
and I-35, it is likely that portions of the off-road trail
system will need to be connected by an on-road design
that accommodates both pedestrian and bicyclists
along Merriam Lane and Southwest Boulevard.

Public Transportation

An important need along the Corridor is a good
public transit system. Some residents do not have cars.
Lack of access to affordable transportation for low-
income workers and elderly to work, grocery stores
and medical care presents serious consequences. It
negatively impacts the health of the individual and the
overall health of the community.

At present, there is only bus service on Rainbow
Boulevard and 7th Street. However, there is no bus
service on Southwest Boulevard or Merriam Lane.
There is demand for more public transportation
along the Corridor, as well as additional public
transportation at the KUMC. With the Corridor and
the medical center in such close proximity to one
another, it is reccommended that the RDA, TCC and
KUMC work together with the city and the ATA to
improve public transportation.

Parking

Sustainable communities
handle parking much
differently than it has been
handled in the last fifty years.
In the suburbs, one finds
seas of surface parking in
commercial areas and wide
residential driveways in front
of homes. In sustainable
urban areas, such as along the
Green Corridor, businesses
first utilize on-street parking
and then supplement with
limited off-street parking.

In neighborhoods, the front
porch is the focal point of the
house with vehicle access off
alleys.

In recent years, cities have
also been keeping off-street
parking to a minimum to reduce impervious pavement
and run-off. Cities enforce this by adopting maximum
parking requirements instead of minimum parking
requirements as in the past. If a business must have
more than the allowed number of parking spots, cities
are requiring that the additional parking surface be of
pervious pavement.

Another concept frequently seen in mixed-use
areas is shared parking. The peak time for parking for
office and retail users is during the work day. The peak
time for multi-family residential is at night. These uses
can easily share parking which reduces parking costs
for developers and the amount of impervious surface.
It is strongly recommended that the city adopt shared-
parking requirements in mixed-use areas.

Summary

The Corridor is fortunate that a segment of

Merriam Lane is scheduled to be improved in 2013-
2014 utilizing many of the Complete Street principles.
Future infrastructure improvements will occur

in phases with the timing depending on funding.

Each year the City updates its capital improvements
plan that allocates funding for infrastructure. It is
critical that residents and businesses in the Corridor
participate in the capital improvement budgeting
process to ensure that the Corridor continues to evolve
into a complete street.
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Visioning Process

At the start of the planning process, the Project
Team conducted a SWOT analysis to formulate
Corridor strengths, weaknesses, needs and an
ideal vision for the future. Not surprisingly, under
strengths, stakeholders cited that the Corridor had
all the attributes of what a good transportation
Corridor should always have; safe and reliable traffic
access to the entire metro area. This transportation
Corridor was once a vibrant access-way to the south
and development around it flourished because of
its major K-10 roadway designation. It is easy to
see how that role changed as a result of the nearby
interstate construction. The Corridor was relegated to
second class, and now considered by most suburban
commuters as only an alternate route when the
interstate turns into a parking lot on seemingly rare
occasions. But Corridor stakeholders know its strength
is its prime location within the urban core. They also
believe that the Corridor’s decline has ended and that
a rebirth of sorts could be on the horizon, citing the
Crossroads area resurgence in Kansas City, Missouri.
There had to be a tipping point for the roadway’s
decline and most felt that signs of improvement
are starting to become more evident with new and
sometimes ‘higher-tech’ business users coming to the
Corridor because of its location and more reasonable
real estate prices.

Benefits of living in older neighborhoods with
mature trees and where friendly residents watch out for
each other were also cited. Having a ‘good mix of uses’
also describes its heritage of being an older commuter
route that once had virtually ‘anything and everything

you wanted’ Certainly, there are a few fast-food chain

restaurants. But there are plenty of locally owned “good
old BBQ joints” “Homespun old-highway nostalgia”
was one descriptor for the roadway that occasionally
includes an impromptu roadside vendor and of course
the landmark Boulevard Drive-In Theater. The benefits
of the Corridor’s urban lifestyle were also discussed.
The saying ‘If you lived here, youd be home already’
could easily be applied to the Corridor and its good
locational attributes.

But changes occur with time, and the Corridor’s
weaknesses were also expressed; aging and
neglected street infrastructure, lack of sidewalks,
poor stormwater management and an unappealing
streetscape. Others thought having vacant buildings,
weeds in the public right-of-way and other negative
visual cues were signs that typically signal an area
in transition. The lack of local grocery stores that at
one time flourished on the Corridor made the list of
weaknesses. The need for an area community center
and other cultural activities were also desired. The ideal
vision would be to have a stable and vibrant Corridor
with its unique mix of residential sites and businesses
in a green and pleasing environment.

Throughout the planning process the Project
Team worked to capitalize on the area’s attributes
and identify opportunities for improvement and
develop strategies. The first element to expand upon
was to play on its good access and urban attributes.
Capitalizing on incremental visual improvements
was paramount. Fittingly, the desires to continue the
streetscape improvements that are evident in Merriam
was expressed by stakeholders. Encouraging additional
modes of transportation and use of the Corridor’s
natural environmental beauty was also highlighted and
discussed by stakeholders.

Goals

Through the planning process, general categories
were established to formulate goals with directed
objectives to be embraced in the Corridor Plan. These
goals fall under the four categories of Health and
Environment, Land Use, Corridor Image and Identity
and Mobility and Transportation. For most goals to be
realized, they need to be encouraged by improvements
made from both public and private sectors in the
Corridor.

Health and Environment

o Become a healthier community. Promote
active lifestyles to make it easy and safe to walk
and bike. Encourage trails and recreation,
bike lanes, urban farming, permanent farmers
market, corner markets and access to healthy
foods.

o Promote healthy eating by allowing residents to
grow and distribute garden produce anywhere
as individuals on their own property or as a
community on a shared piece of ground.

o Promote healthy homes and document
community health with development of
baseline indicators. Provide residents and
businesses with informational resources on
healthy homes, healthy workforces and green
initiatives.

o Encourage sustainable designs by providing
code flexibility for LEED green building
and for energy efliciency, utilizing best
management practices.

o  Take advantage of existing area community
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assets such as local parks, schools and other
public investments as central focus points of
neighborhood development and make them
accessible to everyone.

Allow a range of housing opportunities and
choices. A diversity of housing choices will
encourage a sustainable population mix within
all neighborhoods, allowing aging in place. It
also begins to achieve adequate densities to
support transit.

Create compact, connected walkable
neighborhoods that provide safe, convenient
and comfortable sidewalks, but also have
interesting places to walk to — such as parks,
schools, stores and civic institutions.

Embrace efforts to involve students within the
community. Create opportunities for a middle-
school urban environmental lab, safe routes,
and after-school and youth activities. Pursue
additional park land opportunities including
new soccer fields and a private wakeboard
park.

Beyond general recycling, promote
informational exchange of reusable
manufacturing waste by-product materials
within the Corridor and throughout the metro
region.

Land Use

Maximize the Rainbow and Southwest
Boulevard gateway and encourage professional
office and research uses, providing a needed
visual entry point to the KUMC campus from
the north.

Maintain protection of adjacent
neighborhoods, open space and reinforce
housing. Propose down zoning of specific
areas, and encourage buffer and transition
zones. Focus redevelopment at key
intersections along the Corridor. Promote
increased densities to maximize potential.
Provide for a variety of housing choices and
types throughout the Corridor.

.s
[
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Provide more mixed-use development to
reduce the need for automobile use and
increase pedestrian and bicycle activity.
Require connectivity between developments.

Perform Health Impact Assessments of new
development to weigh impacts within the
Corridor.

Promote private redevelopment for businesses
that need to have close access to KUMC.
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7th Street/Rainbow & Southwest Boulevard Redevelopment Concept

Corridor Image and Identity

Build upon realistic corridor marketability to
achieve stability. Develop market strategies
such as, “If you lived here, youd be home
already”

Build upon the historic quality and uniqueness
of the Corridor. Identify and retain unique
characteristics spanning the length of the
Corridor.

Provide for ‘Corridor Gateway” improvements,
inclusive of branding and signage.

Create and adopt business park and industrial
guidelines to elevate Corridor streetscape and
architectural design. Address street views of
storage yards and nonconformities that can be
improved upon over time. Require pedestrian
and full cut-off lighting.

Wayne L Kirchhoff AICP
Community Planning | Amenity & Park Design
Landscape Architecture | Urban Revitalization

wlkurbandesign@gmail.com | 913.481.8610

Outline incentives for business

retention, green expansion and attracting
redevelopment and improvement. Provide for
information exchange through the business
stakeholders group.
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o Identify and help prioritize
future capital improvements
inclusive of silent rail crossings,
transit stops and hubs, bio-
retention design of street
runoff, and access to public
recreation.

o Lower and amend ‘minimum’
parking ratio requirements and
provide credits for shared and
on-street parking.

o Phase infrastructure
improvements throughout the
four-plus mile Corridor.

o Promote ease of access

LEGEND through the community.

Look for alternative access
@ Existing Buildings .
opportunities such as a

(®) structured Parking Cherokee Street extension.

@ Transit Station: Commuter Rail, Bus, Park & Rid

New Office / Office Research F R / Z . .
\ - Southwes! Boulevard / Merriam Lane Corridor Stud

Redevelopment Concept

Southwest Blvd at Rainbow - 7th Street

Q New Mixed Use
. Redeveloped Retail / Commercial

. New Residential/Mixed Use

o  Continued Community-wide dialogue for Mobility and Transportation

focused implementation efforts. Rosedale ) ) )

. . o Promote a variety of transportation choices.
Business Stakeholders to regularly discuss ) ) o
Dependence on cars will continue until it is

broad range issues and build consensus.
Continue partnerships with KUMC, KU, and

Kansas City Art Institute (KCAI) on Corridor
projects. o Implement the Complete Streets policy.

safe, convenient and comfortable to walk,
bicycle and use transit as an alternative.
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Implementation

Introduction

In order for this Plan to be successful, a
true partnership between all entities within the
Corridor, both public and private, must occur.
The implementation partners include the Unified
Government and City Staff (UG), Rosedale
Development Association (RDA), Turner Community
Connections (TCC), Rosedale Healthy Kids Initiative
(RHKI), Wyandotte Economic Development
Council (WYEDC), Kansas University Medical
Center (KUMC), Rosedale Business Stakeholders
(RBS), Burlington Northern Santa Fe (BNSF), Union
Pacific Railroad (UPRR), citizen and community
organizations and the private sector.

Numerous recommendations are contained within
the 2008 City-Wide Master Plan. Many of those broad
based tools are applicable within the Corridor. A
small sampling of those include: providing training
and education to building professionals, home buyers,
renters, owners and the general public about best
practices for green and energy-efficient construction;
addressing basic infrastructure needs to under-served
areas; attracting green industries; constructing trail
linkages to complete the MetroGreen Trail system,
encouraging transit-oriented development through
support of higher densities and mixing of uses near
planned transit stops, increased public access to stream
corridors and adoption of BMP and low-impact
development standards.

The City-Wide Master Plan also thoroughly
outlines financing programs and incentives for
project implementation and public infrastructure
improvements. All future new or redevelopment
projects should be in direct contact with the
Wyandotte Economic Development Council for the
most recent and applicable information.

Additionally, more specific implementation
recommendations, which can be referred to in the
Rosedale Master Plan are also applicable for the
Corridor. What follows are more specifically identified
goals for implementation within this Corridor. Some
may indeed have applications to all of Rosedale and
Turner areas or even have City-wide benefits.

Implementation Matrix

The following matrix is organized by Regulatory,
Infrastructure and Partnership Elements. Each strategy
includes a general time frame and key participants.
Time frames are suggested and organized by short
term 0-2 years, medium term 2-5 years, long term 5+
years, etc. While this listing can be overwhelming it
should be understood that City staff will guide the
prioritization of key elements that can be reasonably
undertaken over the next two years. The goal would
be to accomplish the tasks that provide maximum
benefit in the near term. Stakeholders may be able to
champion other elements with UG guidance and role
of over-seer.




South 8th Street & Southwest Boulevard Redevelbpmént Concept

Wayne L Kirchhoff AICP

Community Planning | Amenity & Park Design
Landscape Architecture | Urban Revitalization

wlkurbandesign@gmail.com | 913.481.8610
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Implementation Matrix

Regulatory, Infrastructure and Partnership Elements

Elements Time Frame Responsibility

Zoning Overlay — A corridor zoning overlay would Short UG, RDA, TCC and RBS
require certain new identified land uses to submit for
Special Use approvals and compliance with current
design standards and guidelines. Uses could include fast
food restaurants, automotive sales, vehicle repair, tire
sales, equipment and vehicle rental. Provisions would
address outdoor use of land and nonconforming site
conditions not afforded the right to continue.

Down Zone — Initiate rezoning of areas recommended Short UG, RDA, TCC and RBS
within the Corridor study.
Health Impact Analysis — As with the newly adopted Short UG, RDA, TCC and RBS

Complete Streets policy, incorporate health review
criteria for all new public and private development
projects.

Design Guidelines — Create and adopt minimum Short UG, RDA, TCC and RBS
design standards for Business Park and Industrial

uses encouraging a uniform streetscape appearance.
Discourage fencing and outdoor storage/display within
any front and corner side-yard setback along street
fronts. Outline specific exemptions. Address outdoor
spillover lighting and encourage the use of BMP and low-
impact development strategies.

Support Narrow Lot Design Guidelines — Apply Ongoing UG, RDA, and TCT
appropriate small lot residential regulations to maintain
the character of the neighborhood while allowing
moderate infill and density.

Mixed-Use Zoning — Apply mixed-use zoning to the core Achieve with Corridor zoning overlay UG, RDA, TCC and RBS
areas reflected in the Corridor Plan.

Industrial Zoning — Focus heavier industrial uses Achieve with Corridor zoning overlay UG, RDA, TCC and RBS
adjacent to rail lines. Favor Business Park zoning to allow
for a greater mix of businesses and limit heavy industrial
uses.




Elements

Neighborhood Transitions — Properties that back up to
Business uses fronting the Corridor should be protected
with careful transition between the neighborhood and
new mixed-use or business park projects. Encourage
landscape buffers, buffered parking areas in the rear and
a gradual transition of building heights where possible.

Time Frame

Achieve with Corridor zoning overlay

Responsibility
UG, RDA, TCC and RBS

Urban Farming — Adopt an urban farming code
specifically allowing property owners to grow and sell
produce in interior side and rear yards with the ability to
sale to others within the community.

Short

UG, RDA, TCC, RBS and RHKI

Public Open Space — Creation of public plazas and
green open space to link and strengthen the future

trail systems and environmental enhancement areas

is critical. A regulatory approach could include
development flexibility for the creation of these place-
making and linkage spaces. Provisions for public artwork
in these spaces would be encouraged.

Achieve with Corridor zoning overlay

UG, RDA, TCC and RBS

Required Parking — Eliminate minimum parking

ratio standards and require additional stormwater
improvements for parking above the required standard.
Reduce parking requirements in mixed-use projects and
when development is adjacent to uses with approved
shared parking facilities.

Achieve with Corridor zoning overlay

UG, RDA, TCC and RBS

Bicycle Parking — Adopt specific requirements for all
new multifamily and business park developments within
the Corridor.

Achieve with Corridor zoning overlay

UG, RDA, TCC and RBS

Eliminate Regulatory Barriers — Comprehensively
review requirements to encourage sustainability and a
healthy community.

Ongoing

UG, RDA, TCC and RBS

Street Design — Develop and enforce new standards in
keeping with Complete Streets policy with street cross
section standards that are context-sensitive for the
Corridor and accommodates vehicle, bicycle, pedestrian
and bus mobility.

Short and Medium

UG, RDA, TCC and RBS
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Elements

Time Frame

Responsibility

Corridor Gateways — Improve key Corridor entry points
to welcome all visitors and set a branding standard for all
segments of the four-plus mile roadway.

Medium

UG, RDA, TCC and RBS

Street Design Improvements — Conduct feasibility studies
to consider street-movement enhancements inclusive of
future roundabouts, rail overpass, local street closures and
new connections, and directional local street designations.
Candidates for recommended study would include 34th and
Merriam, 24th and Merriam, the intersection of Mission
Road/I-35 ramps/bridge with Southwest Boulevard, lowa
Street and Cherokee Street extension.

Short-Long

UG, RDA, TCC and RBS

Bike Lanes — The entire Corridor should be considered a

commuter route with separate, striped bicycle lanes installed.

Ensure future improvements are designed and so reflected.

Ongoing

UG, RDA, TCC and RBS

Improve Streetscape — Replace or install curb, gutter,
sidewalk and lane improvements throughout the Corridor.
Develop a coordinated plan for street lighting, street tree
planting, roadway signage and amenity zone improvements
that include beautification and pedestrian-scaled design.

Short-Long

UG, RDA, TCC and RBS

Update Stormwater Infrastructure — Improve the
capabilities of stormwater drainage systems. Where
appropriate consider BMP design, ribbon curb and drainage
swales along the Corridor.

Short-Long

UG, RDA, TCC and RBS

Recreation Trail Access — Phase in Turkey Creek Streamway
Trail System improvements as development and public
improvement projects occur. Inventory open space assets to
support additional youth-related recreational activities within
and adjacent to the Corridor.

Short-Long

UG, RDA, and TCC

Improve Bus Stop — Improve access to the Rainbow bus
shelter and provide amenity zone improvements for this
staging point.

Short-Medium

UG and RDA

Identify Walking Routes — Understand and develop walking
routes for greater safety and ease of access through the
Corridor.

Short-Medium

UG, RDA, TCC and RHKI

Funding — Seek resources to assist with infrastructure
improvements to attract redevelopment within the Corridor.

Ongoing

UG, RDA, and TCC
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Elements

Office Research Redevelopment — Work with the
Wyandotte Economic Development Council to promote
medical and office research related uses to the
Southwest Boulevard and Rainbow gateway area for
those businesses who desire close proximity to KUMC.
Focus other redevelopment efforts in key areas to
promote stability and build upon realistic marketability
of these identified higher-profile nodes.

Time Frame

Ongoing

Responsibility

UG, RDA and WYEDC

Mixed-Use Development — Promote higher-density
mixed-use projects as reflected in the Study throughout
the Corridor. Work with the Wyandotte County
Economic Development Corporation to promote

the Cherokee Street node as a potential additional
accessway to the 39th and Rainbow core.

Ongoing

UG, RDA, TCC, RBS, WYEDC and KUMC

Healthy Food Access — Champion a permanent Farmers
Market location within the Corridor and provide
incentives to facilitate additional healthy food sales
locations. Advocate for bus routes that go from the
Corridor to larger surrounding area grocery stores.

Short-Long

UG, RDA, TCC, RBS and RHKI

Quiet Zones — Work with Burlington Northern Railroad
representatives to implement a no-horn quiet zone

at all at grade rail crossings. Analyze design, costs to
implement and fund sources.

Ongoing

UG, RDA, TCC, RBS and BNSF

Multi-Modal Commuter Facilities — Continue to
champion commuter bus transit, park and ride and rail
transit through the Corridor. Work with MARC to identify
Corridor transit options both short- and long-term for
the area.

Ongoing

UG, RDA, TCC, MARC, and WYEDC

State Line Gateway — Dialogue with Union Pacific
Railroad representatives regarding redevelopment of this
high-profile City entryway, respective of the historical
significance of this acreage.

Medium

UG, RDA, WYEDC and UPRR

Historic Preservation — Work with City staff to develop
informational systems to promote and advise potential
landmark candidates of designation processes and
benefits.

Short-Medium

UG, RDA, TCC and RBS
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Elements

Safe Routes to School — Collaborate with City to pursue
additional safe-route programming.

Time Frame

Short-Medium

Responsibility
UG, RDA, TCC, RHKI

Public and Private Schools — Partner with area schools
to identify and implement outdoor urban labs and other
hands-on environmental education utilizing Turkey Creek
and Corridor open-space area as part of the curriculum.

Ongoing

UG, RDA, TCC, RHKI and local schools

Paint Grain Silos/Elevators — Facilitate an open dialogue
to address this Southwest Boulevard and 7th Street
gateway structure.

Short

UG, RDA and Cargill Owner

Promote Healthy Homes and Businesses — RDA and
Turner NBR’s should act as informational

clearinghouses for Corridor residents and other
stakeholders. They should provide residents with a
healthy homes resource guide to further inform
residents of best practices. Businesses should also

be provided a separate resource guide informing them of
green initiatives and encouraging a healthy

workforce.

Ongoing

Ongoing

Dialogue and Coordination — As these and other
recommendations move forward, coordinate with
appropriate agencies to maximize potential for success.

Ongoing

All Partnerships

Active Community Engagement — Continued plan
success must rely on open communications and
community engagement.

Ongoing

All Partnerships

Next Steps

The above recommendations are not all inclusive
but strive to direct change over a period of many years.
Improvements made by the City toward upgrading the
Corridor’s infrastructure will likely encourage private
investment in the area. The City has recently received
funds to improve over one-third of the Corridor from
just east of 24th street to Merriam Lane’s northern
terminus with Southwest Boulevard. Bicycle lane
marking improvements will be continued from
this point to Iowa Street and Southwest Boulevard.

Additional improvements will occur over time and
when funding becomes available. Private reinvestment
in the Corridor will also incrementally improve the
study area over a number of years.

It is hoped that vacant and under-utilized
properties along the Corridor will find new uses that
support the visions and goals outlined in this plan.
Existing businesses will remain until market conditions
warrant a further change. The above recommendations
are meant to serve as a guiding framework and
implementation should balance the needs of all
Corridor stakeholders.







Appendices

Transit-Supportive Development Guidebook-
MARC, 2000

o Prototype site review - Rosedale

o Policy framework needed to realize transit-
supportive development patterns

Turkey Creek Environmental Enhancement Plan
prepared by PBA, March 2009

o Plan Development and Recommendations

Feasibility Report and Environmental Assessment
— Turkey Creek Basin prepared by HNTB, August
1998

o  Existing Conditions
e Problem Identification
o Plan Formulation

o Plan Selection and Recommendations

Rosedale Community Assessment, Spring 2009,
prepared by KUMC

o Walk ability and Bike ability to area Schools

o Area Grocery Store and Park Facility
assessment

Turkey Creek Streamway Concept Plan Report,
2010, MARC MetroGreen

o http://www.marc.org/metrogreen/Current_
Projects/turkeycreek.aspx

Rosedale Green Corridor — Trail Network and
Revitalization Study, prepared by KU School of
Architecture, Summer 2010

o Public Process

o Neighborhood and Trail Network Analysis
o Design Guidelines

o Natural Ecology Public Health

o Revitalization and Redevelopment

o Implementation

Mapping the Green Corridor - John Gary, Summer
2010

Environmental Lab - Stephanie Drake, Summer
2010

Town Center - Stephanie Drake, Summer 2010

Park Assessments in the Rosedale Community, Fall
2010, prepared by KUMC

o Park Facility assessment

o Condition comparison summary

Green Corridor Public Meeting SWOT Summary

Green Corridor Business Owner SWOT Summary

Green Corridor Health Fair Assessment and Health
and Environment Survey, October 2010, prepared
by KUMC

Incentives - Wyandotte Economic Development
Council 2011

Green Corridor Baseline Health Survey
information - 2010/2011 data, prepared by KUMC

Green Corridor Planning Projects - KU School of
Architecture, Design and Planning Spring 2011

Mapping the Path to Healthy Food Access for
Rosedale Entrepreneurs - Travis Love, Summer
2011

Barriers and Enhancers to Farmers Market
Attendance Among Low-Income Families - Kelsey
Bartolich, Summer 2011

Healthy Development Checklist - Walkable &
Livable Communities Institute

Resources

MARC Idea Book 2005

«  History of Home Designs

+ Likes and Dislikes

o Design Consideration

o Livability

o Remodeling Primer and Energy Efficiency

http://www.marc.org/assets/green-idea-book.
pdf




MARC Green Remodeling Idea Book 2010
o Why Green and Sustainable Design

o Rethinking Replacing, Redoing

o Finding a Green Contractor

o http://www.marc.org/firstsuburbs/assets/full-

idea-book.pdf

Complete Streets - Best Policy and Implementation
Practices - APA PAS Report 559

o Case Studies, Design, Cost, Lessons learned
o Making the Transition to Complete Streets
o Policy Adoption

o  http://www.planning.org/pas/brochure/pdf/
report.pdf

The Value of Green Infrastructure — Guide to
Recognizing Its Economic, Environmental and
Social Benefits - CNT

o  Green Infrastructure Benefits and Practices

o Measurement Values, Water, Energy, Air
Quality, Climate Change, Urban Heat Island,
Community Livability and Improvement

o Case Studies

o http://www.cnt.org/repository/gi-values-guide.

pdf

How to Turn a Place Around, Project for Public
Spaces

o http://www.pps.org/store/featured-items/how-
to-turn-a-place-around

The Winding Valley and The Craggy Hillside
A History of the City of Rosedale, Kansas, by
Margaret Landis, 1976

Design Guidelines —
Regulatory History

With adoption of the Rosedale Master Plan in 2005,
Chapter Seven provides guidelines for the Rainbow
Corridor and surrounding study area. These guidelines
were meant to provide guidance for more urbanized
versus suburban design for the study area.

In 2006 the Unified Government established
Design Guidelines with Ordinance 0-50-06 for a
specified area in western Kansas City, Kansas (for
commercial and office uses west of 94th street).

With adoption of the City Wide Master Plan
in 2008 the Land Use Plan section provided for the
2006 guidelines to be met throughout the City for the
following land uses categories:

o Neighborhood Commercial (page 34)
o Community Commercial (page 36)

o Regional Commercial (page 37)

In addition, amenity and design guidelines are now
required for the following uses:

o Low-Density (page 29), must meet the
minimum Amenity guidelines (on page 42)

o Medium-Density (page 30)
o High-Density (page 32)

o Urban Residential (page 31) uses must comply
with the Amenity guidelines if 50 units or more
(on page 42) and the Multi-Family Design

Guidelines (pages 45-46)

o Mixed Use (page 35) must comply with the
Mixed-Use Guidelines (page 43-44).

These guidelines discuss public art, outdoor seating,
etc.

There are no design guidelines for Business Parks
(page 38) or for Industrial (page 39) uses however they
do have recommended green design principals.

Finally, in 2008 the City adopted the Narrow Lot
Design Guidelines for new construction within the
city’s existing urban residential lots.
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Additional Street Sections

Street Section C: Option #2, Southwest Blvd,
Looking West From Near 1-35 Toward 10th St

Not To Scale
60' of ROW (Typ.) - Street design andfor recon-
struction alignment may vary due to existing utilty
locations and adjacent property conditions.

Street Section D: Option #2, Southwest Blvd, Lookin,
Southwest From Da 's Toward Mission Road
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ransit-Supportive Development

“Restore human legs as a means of travel.
Pedestrians rely on food for fuel and need no special
parking facilities.”

- Lewis Mumford (1895-1990)

T B

e S LT

Across the country, and in our neighborhoods, citizens are tiring of the increase in traffic
congestion, deteriorating air quality, and isolation from their neighbors. This challenge is not
limited to large urban cities. Managing the future growth of the Kansas City metropolitan
area is very real to many community leaders, developers, and transportation and land use
professionals. The Mid-America Regional Council (MARC) is assuming the active role of
educating those involved in land planning and development, by preparing this guidebook,
which recognizes the need to balance land use and transportation.

The SMART CHOICES: Transit-Supportive Development Guidebook will support efforts to
enhance regional mobility and quality of life by reinforcing the region's transit system and
supporting ridership growth. It recommends, simply, that land use planning be used to create
urban and suburban environments where walking and transit are viable transportation
options. By making it easier to go from one transportation mode to another, the connection
between community and development is enhanced — ensuring that a community is
accessible to all.

This guidebook has been specifically designed to assist elected and appointed planning
officials, technical planning staff members, community representatives, and individual
citizens interested in improving the relationship between transit and land use planning.

The transit-supportive development (TSD) principles are explained thoroughly and applied to
familiar sites located within the Kansas City region to help build understanding about their
application in our metropolitan area. Furthermore, this guidebook provides guidance to
communities in determining whether or not their local codes and standards encourage,
support or impede transit-supportive development.

If implemented, the transit-supportive development principles presented herein have the
potential to reshape the manner in which development occurs within the Kansas City region.



How to Use This Guidebook

This guidebook is divided into four sections: an introduction
of transit-supportive development principles, the application
of TSD principles to various development scenarios, how to
identify of barriers to success, and the action necessary to
enable change. The intent of the first two sections is to
educate interested parties regarding the interaction between
land use and transportation, while the final two sections
empower them to implement changes in the built
environment with policy tools that encourage transit-
supportive development.

The six prototypes include a range of suburban and urban, as
well as new development and infill. The process outlined in
this guidebook is also applied to each prototype, from
identifying regulatory and institutional barriers, to
recommending policy and design actions. Wherever
possible, recommendations are taken directly from
jurisdictions where TSD strategies are successfully in place.

The strategies suggested in this guidebook may be
appropriate in certain situations or in some communities.
Nevertheless, consideration of transit-supportive development
principles at appropriate times, such as during periodic
review and development of master or specific plans, can help
achieve the broader goals of the community and the region.

Relationship to Other MARC Initiatives

The Mid-America Regional Council (MARC) promotes
transit-supportive development through its Creating Quality
Places program. Creating Quality Places was initiated in
1999 to encourage local government officials as well as those
involved in private development to consider design elements
that result in broader mobility choices.

As the transportation planning organization for the
metropolitan area, MARC is involved with the region's three
transit providers and with local governments to design and
implement improvements to the region’s transit system. The
long-term success of the region’s efforts to achieve an
improved transportation system will depend, in part, on
supportive land use and development decisions.

Organization of the Guidebook

Section One - contains a descriptive overview of transit-
supportive development principles as well as a discussion of
the physical requirements that must exist in order for the
region to regain a more balanced transportation system.

Section Two - incorporates the principles of transit-supportive
development into local prototype locations, plans, and
standards to aid users in deciding which of these are
applicable for their community.

Section Three - begins with evaluating plans, codes, and
standards often in use by local communities to determine if
policies and implementation tools could support transit-
supportive development or remove particular obstacles.

Section Four - addresses the barriers identified in the
previous section and presents alternative policies and
strategies. Initiating transit-supportive development strategies
in some communities may not require any change in codes
and standards; in others, it may require changes for certain
principles to be applied. In some cases, it may require more
thorough, systemic change.

The Appendix includes design guidelines and regulations
taken from other jurisdictions that, once implemented, will
direct future development that supports transit service.



ransit-Supportive Development

H istorically, the relationship between land use and transportation was quite clear and
efficient. Communities were organized so that the goods they produced could easily be
shipped to others, by road, river, lake, or ocean, as the particular geographic circumstances
dictated. Personal travel generally occurred by the same route. The relationship was based
on the functional requirements of directly and efficiently moving goods and people, as well
as on the limited availability of alternative modes of travel.

As the road network began to expand throughout our country to accommodate increased
automobile and truck use, this relationship between land use and transportation changed.
The proliferation of the private automobile, as well as the increased number of cars per
household, led to the creation of new patterns and densities of development. In the past 40
to 50 years, land use development patterns have generally taken the form of large-lot,
decentralized, single-use districts, connected by a hierarchy of ever-expanding roadways.
Zoning and other government regulations reinforce this trend.

As undeveloped land becomes scarce and roadways become more congested, people are
beginning to reexamine the historically prescribed land use patterns within traditional “urban
core communities.” In Kansas City, Missouri, this effect has been strongly supported by the
FOCUS Plan. Many area communities, from Liberty to Lenexa to Lee’s Summit, are
considering changes to their plans, policies and regulations. The opportunity now exists to
promote new patterns of development that encourage vibrant, safe, human-scale communities
that offer, and are supported by, transit.



What is Transit-Supportive Development?

Transit-supportive planning and development rethink land use
and development patterns so that they will be effectively
served by a balanced transportation system where walking,

to choose an alternative to the automobile for at least one or
more of their daily trips between home, work, shopping,
school or services. This is primarily accomplished by

bicycling, and riding transit work in harmony with the private .
automobile. Transit-supportive development enables citizens l - l .

designing communities so that the physical facilities necessary
to walk, cycle, ride transit, and drive a car are convenient
and attractive to us.

This section introduces principles that allow growth and
redevelopment to take place in a fashion that does not

necessitate the need for a single-purpose transportation WTiIIrE'e V\}-i me RTiJlme
system. Many communities have successfully adopted aiking aiting '$ding

. . to Bus for Bus Bus
development standards that incorporate the principles
described herein and have had very positive responses from
both citizens and private developers. Creating development patterns which are transit supportive will

reduce time required to walk to transit and be more conducive to

This guide focuses on five categories of planning principles
that must be addressed when considering a development's
ability to accommodate all modes of travel:

direct routing. Direct routing could increase headway frequency
and reduce time required waiting for transit.

) The principles do not infringe upon land use entitlements
® Travel connections (e.g., existing zoning classifications) in any way and are
intended to inform “how” development should take place

rather than “what” and “where.” More often than not, the

orientation

incorporation of transit-supportive development standards
o allow for greater entitlements and more flexibility than
® Building scale and existing land development standards.

Opportunities for Communities

The transit-supportive development principles outlined in this

® |and use

section are applicable to the Kansas City region. However,

® Public spaces in order to transform these design principles into physical
land use patterns, continued action is necessary.
Identification is the first step. Policy obstacles still exist.
This is why it is important that the public, community
organizations, and local governments gain a clear
understanding of these principles, identify with the prototype

® Parking applications, and visualize the potential future of transit-
supportive development in their communities.



TRAVEL CONNECTIONS

Convenient and Direct Pedestrian Connections

Multiple connections empower travelers with the ability to choose how to access development. Short, convenient connections and
pathways located between and within developments make alternative modes of travel more attractive. By integrating uses within a
multiple-use activity center, trip distances are reduced.

Direct pedestrian paths make it easier for people to walk
throughout the community as well as to and from transit
stops. Sidewalks should be incorporated into the design
of all streets, parking facilities and public spaces, and
should be designed to connect building entrances. To
make walking more attractive, it is important to provide
as many pedestrian connections as possible, whether they
are linking adjoining buildings, adjoining sites or
adjoining neighborhoods.
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Walk time for a transit user is reduced with a direct connection to the bus stop

Pedestrian-Scale Blocks
When incorporated into an interconnected street network, short blocks improve the mobility of pedestrians. Block lengths of
300 to 500 feet are desirable as opposed to longer blocks, which discourage walking and result in longer routes.

A system of pedestrian-scale blocks allows buildings to fill in an area over time



TRAVEL CONNECTIONS
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Interconnected Street Network

An interconnected network of streets distributes traffic among all roadways, rather than concentrating it on arterial roads. Such
a system improves the mobility of pedestrians and bicyclists by providing multiple travel routes, in addition to allowing more
efficient transit routing. In order to be most effective, this connectivity needs to also extend into neighboring developments.

Conventional
suburban
development
with limited

connection
Conventional developments use the
street network to seperate uses,while
transit-supportive development brings
different uses together through an
interconnected street network.
Interconnected

street network

Bicycle Circulation and Parking

To ensure a safe and convenient bicycle network that is
comparable to the existing automobile network, bicycle
accommodations should be provided along every street.
For roads with low traffic volumes, the normal travel
lane may also serve as a bikeway. Higher volume roads
should incorporate bicycle lanes. However, if bike lanes
are inappropriate, parallel off-street paths should be
provided. Routes should be clearly marked and
designed using standards from the American Association
of State Highway Transportation Officials (AASHTO)
Bicycle Facilities Guidebook. In addition, secure
facilities for bicycle parking should be available at
common local destinations and should be as close to the

building entrance as possible.
Bicycle lanes may be incorporated in roadways with an urban section




Human-scale architecture and articulated facades help create an interesting
pedestrian environment and can improve how people perceive walking.

Streetfront display windows are characteristic of commercial areas that are
inviting to pedestrian activity.

Human-Scale Architecture

Sensitivity to the physical design and location of buildings is
important in order for travel connections to be attractive.

The quality of “out of auto” experiences is influenced by the
placement of buildings in relation to the street and other
buildings, as well as their height and scale.

The Country Club Plaza provides a local example of how
architecture and streetscape design can be used to create a
pleasant pedestrian environment. Originally designed in the
1920s, the Plaza’s buildings contain pedestrian-friendly
features such as awnings, articulated facades and streetfront
display windows. At the same time, motorists are
accommodated through appropriately scaled streets and
parking facilities that are placed on-street and behind
buildings.

BUILDING SCALE AND ORIENTATION

Buildings and Entrances Oriented Along the Street
Transit-supportive design assumes people are willing to walk
a maximum of %2 mile for premium transit and rail service
and 4 mile for other bus services. If large parking lots
separate buildings from the street, walking is made less
convenient. By placing buildings and their entrances along
pedestrian walkways, walking distances are shortened.
Building placement is a powerful tool in reinforcing streets as
public amenities.

The physical location of buildings can not only encourage
pedestrian activity, but is also the most powerful tool for
framing public spaces for informal gatherings. Such
public spaces also make very attractive transit facilities
where the transit customer can wait in a safe, comfortable
and dignified setting.

Development Lacks Public
Space or Amenities [ s
(Park/Plaza)

Pedestrian Hos _. .
Public Street b j?
S
i =i __-'h"':-.

= N

"'-.1; Oversized Parking Lots /
“Separate Commercial
Buhildings from Streets

Pedestrians
Discouraged from Walking
to Adjacent Business

-

Before

New Development
Continues to Build

Density and y
cnsity anc to Street

Location of
Buildings
Support Public
Transit

After



PUBLIC SPACES

Pedestrian-Friendly Streets

Streets are by far the most prevalent public spaces; as such,
they should be designed to accommodate pedestrians
comfortably. Fast-moving cars are a safety risk to
pedestrians. The speed of traffic can be managed through
various traffic-calming measures and by using two-way
streets instead of one-way pairs.

Pedestrians must also be protected from moving traffic
through features such as street trees, landscaped strips,
bicycle lanes or a row of parked cars. The sidewalk itself
should also be wide enough to provide a buffer area,

with a minimum width of five feet in less traveled areas

and 10 to 15 feet in heavily traveled residential, commercial
and office areas.

This residential street in downtown Kansas

Ui

City contains features such as parked cars, Ly h‘-_-.

street trees and a wide sidewalk, all of which o

protect pedestrians from moving traffic. il 1M rs -_j-‘_ |
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Parks and Plazas as Community Gathering Spaces
In addition to streets, spaces such as parks and plazas can
encourage social interaction and create an environment
designed around people. In addition, these places often serve
as community landmarks and focal points, making them ideal
locations for transit stops.

Quality Facilities for Transit Users

Features such as benches, shelters, landscaping and adequate
lighting make people feel comfortable while waiting for
transit service. Additionally, services such as child care
facilities, dry cleaners, postal facilities and health care offices
can be included as part of bus transfer centers or rail stations.
The quantity and quality of these features is an important
part of establishing transit as a respectable and convenient
travel option and creating a dignified experience for the
transit customer.

This fountain is one feature that makes
the space comfortable for pedestrians
and transit customers.

Public gathering spaces framed by buildings work to create a comfortable

pedestrian environment.



PARKING

Pedestrian-Friendly Parking Facilities
Parking is a critical principle of transit-supportive development. The proper location and size of parking facilities are essential
if pathways, buildings and public spaces are to succeed in creating transit-supportive settings.

The size and location of parking facilities should be sensitive to pedestrian and bicycle circulation. On-street parking is a
pedestrian-friendly way to provide convenient access to streetfront businesses, as the parked cars provide a buffer between
pedestrians and moving traffic. Surface parking lots can be made more pedestrian-friendly by including walkways for through
pedestrian traffic. They should also be placed behind buildings to shorten walking distances for those on foot.

If large surface parking lots are necessary, walkways for
through pedestrian traffic should be provided.

Placing parking beside buildings is one way to accommodate
both automobile and pedestrian traffic.




PARKING
W et

Structured and Shared Parking
Parking structures and shared parking lots are two ways to reduce the amount of space occupied by parking facilities. Uses that

operate during different times of the day can share parking facilities. Structured parking is useful in dense residential and commercial
areas because it allows more direct travel for pedestrians and bicyclists.

Total Spaces
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Shared parking facilities allow new development to be accomodated with fewer Structured parking garages occupy less space than surface parking lots.
fotal spaces When designed appropriately, they can blend into the streetscape.
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The mix and density of land uses is a powerful tool in the creation of places where travel is best experienced without the aid of the
automobile. Appropriate mixes of land uses must be complementary to one another to encourage trip interactions. A connected and
integrated land use mix also encourages different activities throughout different times of day, enabling parking facilities to be sized in a
manner that is not out of scale to the pedestrian or transit customer.

These mixed-use buildings contain office and residential uses over streetfront retail shops. They are designed to be easily
adaptable to different uses.

Mixed-Use Buildings and Neighborhoods

Mixed-use districts allow people to live within walking distance
of or a short transit ride from work, shopping and other services;
they also establish “park once’ environments where people are
able to walk between uses. Additionally, a mix of uses creates a
vibrant 24-hour neighborhood with a variety of activities
throughout the day and week. Different uses can be
incorporated into a single building, or smaller single use zones
can be used to create a mixed-use neighborhood. In mixed-use
districts, it is important to promote the development of multi-
purpose buildings whose uses can be adapted over time. This
same flexibility should also be reflected in the network of streets
and blocks.

In transit-supportive areas, it is important to have a concentration of small-scale
everyday uses.

11



LAND USE

Increased Density in Neighborhood Centers

Land uses such as office, commercial and medium/high density residential are well suited for neighborhood centers and locations next
to existing or proposed transit routes. By clustering these uses around community focal points and public spaces, more people benefit
from access to transit service and other public amenities. Additionally, increased density makes transit service more cost effective,
since each route is able to serve more people.

ra

Before

Increased density in neighborhood centers can be accomplished through new infill development.
Eastgate Center, Chattanooga, TN
Transformation from regional mall to mixed use center

12



ransit-Supportive Development

ransit-supportive design can increase the trip The prototype sites include:
quality of all users (vehicular, transit, pedestrians). Yet, the
principles outlined in Section One are rarely applied to new ®  Beacon Hill, Kansas City, MO — Urban
development plans. In order to facilitate the transition from neighborhood redevelopment
concept to implementation, prototype sites within the Kansas City
region are presented here and evaluated in terms of their local ®  Independence Square, Independence, MO —
feasibility, benefits and applicability to the Kansas City Historic town center
metropolitan area.

®  Antioch Mall, Kansas City, MO — Suburban mall

The Mid-America Regional Council, as part of its mission to redevelopment
examine emerging issues and propose creative solutions for
improving the quality of land use and development decisions, ®  Liberty Triangle, Liberty, MO — Suburban
sponsored a series of planning workshops to explore the commercial infill development
implementation of transit-supportive design in six
different locations. ®  Rosedale, Kansas City, KS — Urban corridor
Workshops engaged local stakeholders to plan a possible ®  Shawnee Mission Parkway / 1-435, Shawnee,
future for each (re)development scenario. The stakeholders, KS — Emerging suburban commercial center

together with planning and design professionals, toured and
analyzed six different sites that represent a variety of
development opportunities. The chosen sites are prototypical,
allowing others to learn from these examples and apply the
lessons learned to development in their own community.

The prototype sites selected by the project steering committee

are based on the following general criteria: o r—
e detailed plan will encourage action or direct : L o
more appropriate action to occur. . o TR _ﬂ'
®  The property/business owner(s) are interested in ; “_E_
transit-supportive design and support the process of - oz e A =4 .
preparing the plan. rm'm i [T o= A N T ——
®  The (re)development opportunities exist in the near ot o ] ' i e
future (1 to 3 years). _ | | E:‘ L B 3 h-:'hul-- L
1 = 3 . "'~..H__— —I'r Ty |
®  The concepts of the transit-supportive master plan = T 4 % 2
may be extended to similar sites within the region. ’ s
- . =y
®  There is an opportunity to accommodate higher o . _[: ) i
densities of residential activity and promote il ; -
connections to existing or planned transit stations _:’ = . '

and centers. r ; |
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BEACON HILL

Kansas City, Missouri

Urban Neighborhood Redevelopment =14 m e A1
' PV b i Protoype:
Beacon Hill is located on the east side of downtown Kansas City
v o " between Bruce Watkins Parkway and Troost Avenue, from 21st
= mems 10 27th Streets. Vacant lots, single-family residences, multi-

family residences, and commercial uses characterize the area.
The site is typical of other locations in the urban core, showing
evidence of blighted conditions while retaining much of the
character of a typical urban neighborhood. The FOCUS Plan
identifies the Troost corridor as a “Great Street” and potential
redevelopment area. Accordingly, current redevelopment plans
submitted to the Kansas City Economic Development
Commission incorporate mixed-use development, single-family
residential rehabilitation and new construction.
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Site Issues:

The arrangement of lots and blocks in the study area is well
organized, typical of an older urban environment. Beacon Hill is
well served by transit, with the city’s highest used transit route
along Troost Avenue. The intersection of Troost Avenue and
27th Street is identified by the city as a mixed-use transit hub.

Proposed redevelopment projects by the University of Missouri-
KansasCity (UMKC) and private entities along Troost Avenue

further strengthen the likelihood of a successful transit-
supportive development plan. The selected developer is finalizing

st

ey 13
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the land use plan and architectural design for the neighborhood,

with construction expected to begin by 2002.

Transit-Supportive Design Issues:

The Beacon Hill site presents an excellent opportunity to
showcase streetfront development. Appropriate site
planning, with the historic character of Troost Avenue
influencing the building/street relationship, and clearly
identified travel connections will promote transit ridership
and support redevelopment.

15
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Prototype Application:

Transit-supportive designs seeks to balance the density of the
urban fabric with a generous amount of public space. “Beacon
Hill Commons” is the centerpiece of the development and
serves as a focal point for adjacent neighborhoods. The
placement of the commons on a block of 25th Street also serves
to calm traffic, discouraging cut-through traffic in the residential
neighborhood. Within the residential area of Beacon Hill, new
townhouses and single-family homes front the Commons with
alleys providing vehicular access. Future UMKC development,
facing the west side of Troost Avenue, will also be able to take
advantage of the Beacon Hill Commons “address.”

16

The plan takes advantage of the existing dense street network by
orienting buildings toward the street wherever possible. Alleys
provide direct access to buildings and additional off-street
parking. On-street parking is recommended along Troost Avenue
and 25th Street with possible "bulb-outs" for street trees. Bulb-
outs visually enclose the street, slow down traffic, and enhance

the pedestrian experience.



BEACON HILL

Kansas City, Missouri
T .
i.ll‘ e I'l.l.l

Transit-Supportive Elements

® On-Street Parking
® Useof Alleys

Exsisting Troost Avenue

Convenient and Direct Pedestrian
Connections

Pedestrian-Scale Blocks
Interconnected Street Network

Increased Density in Neighborhood
Centers
Mixed-Use Buildings and Neighborhoods

— ' . ﬁ g el ® Human -Scale Architecture

Proposed University Development on Troost Avenue

Pedestrian- Friendly Streets
Parks and Plazas as Community Gathering
Spaces

Proposed Beacon Hill Commons

17



INDEPENDENCE SQUARE

Independence, Missouri

Historic Town Center

o i

AT

i - % J Protoyype:
' I Independence Square, with a well-defined town square
= = surrounded by retail and residential uses, is typical of many
' i downtowns in the region. The town square serves as the
= X o center of government activity and provides a strong sense of

community identity. Improving the pedestrian environment will
help ensure that transit use will increase. Traditional town squares
that exist throughout the Kansas City region are proven examples
of transit-supportive design.

18



Site Issues:

The government complex anchors the square and is
surrounded by a redeveloping commercial district. The
Truman Historic District, which includes the Truman Home
and Visitor Center, is another popular destination within the
study area. Uses within the square are well served by transit,
with seven routes and a future transit center planned.
However, over time buildings were cleared to provide
additional parking while street blocks were rounded to ease
the flow of traffic into and out of downtown.

Transit-Supportive Design Issues:

Independence Square provides the opportunity to build on
the architectural character of the neighborhood and historic
urban fabric through residential infills. This site also provides
the opportunity to improve the pedestrian environment,
examine new locations for commercial development, and
maximize the design and placement of the new transit center.

19



Prototype Application:

The recommended plan respects the relationship of the
downtown square to the courthouse and core retail district.
Retail infill, close to the core, completes the street wall

and serves the increasing number of downtown residents.
New residential development, south of the square, insures
24-hour activity.

Conversion of one-way streets to two-way improves retail
exposure and calms through traffic. The provision for on-
street parking throughout the study area meets the need of
additional parking capacity while protecting pedestrians from
moving vehicles. Streetscape improvements further enhance
the pedestrian environment and connect the square to the
Historic District and other historic attractions.

20

With proper design and incentives, the proposed transit
center will complement existing uses and attract additional
activities and uses (retail, community services and special
events).

The potential transit center is located on a public parking lot
site with joint use structured parking and street level retail.
The transit center extends the “main street” character of the
square. New mixed-use development on Osage Street helps to
complete the urban pattern while locating infill development
near transit service.



INDEPENDENCE SQUARE

Independence, Missouri
i 5| —
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Transit-Supportive Elements

Pedestrian-Friendly Parking Structure
Structured and Shared Parking
On-Street Parking

Convenient and Direct Pedestrian
Connections

Pedestrian-Scale Blocks
Interconnected Street Network
Landscaping

Conversion to Two-Way Traffic

Increased Density in Neighborhood
Centers
Mixed-Use Buildings and Neighborhoods

Human-Scale Architecture

Pedestrian-Friendly Streets
Wide Sidewalks

21



ANTIOCH MALL

Kansas City, Missouri

Suburban Mall Development E E o

. ﬂ _ Prototype:

; Antioch Mall is an existing first ring suburban mall located on

the northern side of the region. Originally designed as an open

air shopping center in the 1950s, the mall underwent extensive
renovation to enclose the mall in the 1970s. Today, the mall is
struggling to compete with larger regional malls and big box
centers. The site, with good access to major roadways and the
potential for higher density redevelopment on mall property
and/or adjacent parcels, is representative of at least five
locations in the Kansas City region.

22



Site Issues:

The study area is characterized by large underutilized parking
lots, strip commercial that is disconnected from surrounding
neighborhoods, and wide roadways that are hostile to
pedestrians. Retail activity at the mall remains strong in the face
of increased competition from newer regional malls. The mall is
poised for another major renovation with the owner expressing
interest in creating a transit-supportive development. The
existing regional park-and-ride facility, also located on the site, is
identified in Kansas City’s FOCUS land use plan as a mixed-use
community center.

Mixed-use community centers are concentrations of
commercial and other community-based activities, including

residential uses. This designation opens the opportunity for
strategically targeted public investment to further enhance the
location as a future transit and mixed-use center.

Transit-Supportive Design Issues:

This site presents an opportunity to illustrate the

manner in which a transit center can support a redeveloped
town center. Existing underutilized sites also provide

the opportunity for future infill to increase the density and mix
of uses within the development. Large seas of parking

also provide the opportunity to improve the pedestrian
environment and connect existing commercial activity to
surrounding neighborhoods.
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Prototype Application:

The recommended plan re-introduces the classic grid pattern
of streets. A long-term recommendation to extend 52nd Street
west to Antioch Road enhances the local road network and
provides vehicles an alternative to Antioch and Vivion Roads.
Chouteau Trafficway redesigned as a boulevard supports

new residential uses.

The recommended plan also introduces residential, office and
structured parking onto the site creating a denser, mixed-use
environment. New residential development is planned on
underutilized parcels located at the northwest and northeast
periphery of the site. Office space is promoted within the
mall and in the adjacent mixed-use development located
south of Vivion Road. All of the new mixed-use development
occurs on streets and blocks that connect to surrounding
residential neighborhoods.
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Finally, the transit center becomes a major component of the
former mall now redeveloped as a town center. Acting as a
stimulus for commercial redevelopment and neighborhood
buildings, the transit center will contribute toward the
identity of the entire area. The enhanced transit center
incorporates a public square, structured parking, and the
opportunity for additional streetfront commercial uses.

The recommended plan develops over time with the first phase
calling for the development of the transit center around a new
public square and additional street-oriented commercial uses
south of the mall between Vivion Road and the south mall
entrance. The second phase incorporates new residential
development along the periphery and on underutilized parcels as
well as new street-oriented commercial uses east of the existing
mall. Long-term recommendations include the 52nd Street
extension and pedestrian-friendly, commercial redevelopment on
property south of Vivion Road.



ANTIOCH MALL

Kansas City, Missouri
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Transit-Supportive Elements

Pedestrian-Friendly Parking Structures
Structured and Shared Parking

Pedestrian-Scale Blocks
Interconnected Street Network
Quality Facilities for Transit Users

Increased Density in Neighborhood
Centers
Mixed-Use Buildings and Neighborhoods

s
Long Term (10 + years)

Human-Scale Architecture

Pedestrian-Friendly Streets
Parks and Plazas as Community Gathering
Spaces

After — Proposed Antioch Mall Town Center
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LIBERTY TRIANGLE

Liberty, Missouri

Suburban Commercial Infill Development E E E E

Protoype:

The intersection of Interstate 35, Highway 291 and Highway
152 in Liberty, Missouri, forms an area known as Liberty
Triangle. With major roadways leading into and out of the city
crossing at the triangle, the site is the unofficial gateway of the
city of Liberty. For this reason, the redevelopment of Liberty
Triangle is a priority for the city. There is potential for infill
development in the center of the study area and redevelopment
of existing uses.
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Site Issues:

The irregular configuration of the site created deep lots with
minimal frontage. Access provided by major roadways led to
auto-oriented commercial development along the front of
parcels. Consequently, the center of the triangle is largely
undeveloped. Future plans developed by the city of Liberty
envision a campus-like development pattern. Yet, lured by the
excellent roadways that serve the site, development pressure
from big box retailers is increasing.

An existing park-and-ride facility is located at the
southwestern corner of Liberty Triangle. The facility is used

primarily for carpooling. However, as transit develops, there
is great potential for the lot to move to another

location within the triangle, expand its current use and

serve as a transit center.

Transit-Supportive Design Issues:

The primary design challenge of Liberty Triangle is
reconfiguring the “big box” site plan such that it
accommodates both automobiles and pedestrians. From an
architectural standpoint, the triangle offers the opportunity to
showcase an alternative design for suburban commercial
uses that is accessible to all users.
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PrototypeApplication:

The recommended plan for Liberty Triangle is based on a
foundation of interconnected streets and the existing drainage
system. Extending existing streets such as Conistor, Blue Jay,
and Forest creates a street grid. Newly created roadways and
intersections minimize the need for single-use driveways that
empty directly onto the major roadways. Driveway standards
and streetscape enhancement on Highways 152 and 291, in
partnership with the Missouri Department of Transportation, will
manage congestion and safety while still providing much needed
access. The existing Stewart Road continues to provide access to
development fronting Interstate 35 while a new roadway parallel
to Stewart Road allows for additional development to occur on
previously inaccessible property.

The existing drainage system is retained as an amenity and

master stormwater management system for the project area.
A comprehensive stormwater system minimizes the need for
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parcel specific retention ponds, leaving additional property
available for commercial development. It also serves as the
primary open space for the project, connecting the northern and
southern end of the site.

Land use in the triangle is diversified to include residential uses
as well as the commercial uses and professional offices
historically proposed. Big box retail is accommodated within a
larger system of streets and blocks and retains visibility from
Interstate 35. Office and residential development is

oriented toward the new and extended roadways. Wherever
possible, residential buildings face the public greenway.

The proposed transit center, currently a park-n-ride lot, is
relocated closer to Highway 152 and is incorporated into new
mixed-use development. Commercial development is also
oriented around a new MODOT-funded traffic circle.



LIBERTY TRIANGLE

Liberty, Missouri
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Transit-Supportive Elements

® Pedestrian-Friendly Parking Structures

Convenient and Direct Pedestrian
Connections

Interconnected Street Network
Quality Facilities for Transit Users

After — Multi-family residential

Increased Density in Neighborhood Centers
Mixed-Use Buildings and Neighborhoods
Inclusionary Housing

After — Main Street Office and Retail

Human-Scale Architecture
Buildings and Entrances Oriented to Street

Parks and Plazas as Community Gathering
Spaces
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ROSEDALE

Kansas City, Kansas

Urban Corridor Redevelopment E E E

i et P | Protoype:

3| Rosedale is a developed urban neighborhood located in

A [ Kansas City, Kansas. The University of Kansas Medical

' Center, south of 39th Street, is a major employer and

& destination. Strip retail activity is located west of the medical
center while traditional neighborhood commercial buildings
= are found east of 39th Street.

E iy Currently, seven bus routes serviced by three transportation
providers converge in and around the medical center. A
commuter rail station is proposed along Southwest Boulevard

_ at the northern end of Rainbow Avenue. This prototype presents
[r—— the opportunity to promote redevelopment and integrate a

ﬁ W = E commuter rail facility into the existing urban fabric.

3
r
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Site Issues:

The proposed commuter rail station will serve patients and
employees of the University of Kansas Medical Center, in
addition to the larger neighborhood. Rainbow Avenue
accommodates pedestrian traffic, but the quality of the walk
trip is low. In addition, hilly terrain poses challenges.

His
LA

Transit-Supportive Design Issues:

Given the high number of bus routes in the area and the
potential of a commuter rail station, this prototype
presents the opportunity to evaluate efficient transit
service/routing from the rail station to the University of
Kansas Medical Center. The study area is also a prime
example to illustrate the provision of “front door” transit
service, allowing direct pedestrian access from transit

to destinations.
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Prototype Application:

The recommended plan directs the expansion of the University
of Kansas Medical Center, north of 39th Street, to develop in an
urban street and block configuration where grades allow.
Streetscape and pedestrian improvements on 39th Street

extend the character of the roadway into the medical center.
39th Street pedestrian improvements include well-marked
pedestrian crossings, a median to give refuge to pedestrians
crossing the street, and a reconfigured bus bay. A landscaped
median and sidewalk improvements transform Rainbow Avenue
into a boulevard.
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A commuter rail station is planned just north of Southwest
Boulevard, between Rainbow Avenue and Roe. The proximity
of the station to Southwest Boulevard will support existing and
additional commercial uses in the area. A multi-use trail system
connects the station to the existing neighborhood while providing
access to parks, schools and a proposed high-density residential
development. The lowa Street extension reinforces the street
grid and provides access to Mission Road.



ROSEDALE

Kansas City, Kansas
TN el —
10 i 1%
Transit-Supportive Elements

® Pedestrian-Friendly Parking Structures

Existing 39th Street

Convenient and Direct Pedestrian
Connections

Interconnected Street Network
Bicycle Circulation and Parking

Increased Density in Neighborhood Centers
Mixed-Use Buildings and Neighborhoods
Inclusionary Housing

Human-Scale Architecture

— Buildings and Entrances Oriented to Street
Proposed Phase |

Pedestrian Friendly Streets
Parks and Plazas as Community Gathering
Spaces

Proposed Phase 1
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SHAWNEE

Shawnee, Kansas

Emerging Suburban Commercial Development

=

34
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Protoype:

Located at the crossroads of Interstate 435 and Shawnee
Mission Parkway, the site is an emerging suburban commercial
center. The city of Shawnee’s adopted land use plan specifies
separate commercial, office, and multi-family land uses. This
land use classification, in conjunction with large parcels of
undeveloped property, led to the development of big box
retailers such as Wal-Mart and Lowe’s. The site is typical of
previously rural areas that, after the introduction of a major
interchange, experience substantial growth pressure.

Large scale retail and new planned development

have specific requirements for drainage and stormwater.
Addressing the need for drainageways early on allows

the entire site to draw on and improve existing natural
features. A comprehensive drainage system combined with
the creek’s system provides important open space for
surrounding development.



Site Issues: Transit-Supportive Design Issues:

Excellent regional roadway access is provided to the site by This site was originally planned by the city for a regional
the Shawnee Mission Parkway and Johnson Drive mall. The city is interested in encouraging a mixed-use
interchanges with Interstate 435. Much of the land is development that could incorporate transit-supportive
undeveloped and assembled in large parcels. An existing design. A mix of uses, developed on pedestrian and transit-
conventional big box retail center is located on the site. supportive streets and blocks creates a built environment
A major drainageway runs east-west through the site. that serves both neighborhood and large-scale retail activity.




Prototype Application:

The recommended plan overlays a strong street grid
throughout the project area. Renner Road and Maurer Road
continue to serve as arterials. The comprehensive street
network allows different uses to be developed in a
compatible manner, with a mix of office, multi-family and
retail uses. The grid street pattern also serves as an
organizing element as uses change and properties

redevelop. New development is kept at a pedestrian scale by
virtue of the block size and street network. The natural
drainageway is retained as an amenity, with the beginning of
greenway connections running north, south, east

and west, and a master stormwater management system.

The proposed town center incorporates a transit stop

surrounded by a neighborhood commercial center that
creates a gateway to the city off Johnson Drive and
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1-435. Commercial and retail activity is concentrated near the
interchanges, allowing the highest and best use of

the land. The concentrated mixed-use neighborhood
commercial centers are also easily served by transit in

the future. Office development east of Interstate 435
maintains high visibility while serving as a buffer to
residential development.

By using a network of streets and blocks as the
foundation, mixing land uses, providing clear and

efficient pedestrian connections to and from the various
developments, and respecting the waterway’s natural
drainage system, a development is created that meets the
needs of today while remaining well poised for transit service
in the future.



SHAWNEE

Shawnee, Kansas
Y, ——r
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Transit-Supportive Elements

® Structured and Shared Parking

Convenient and Direct Pedestrian
Connections

Pedestrain-Scale Blocks
Interconnected Street Network

Increased Density in Neighborhood Centers
Mixed-Use Buildings and Neighborhoods
Inclusionary Housing

Human-Scale Architecture
Buildings and Entrances Oriented to Street

Pedestrian-Friendly Streets
Parks and Plazas as Community Gathering
Spaces

After — Future Shawnee town center
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T ransit-supportive development has the potential to
provide a wide range of mobility options, use land efficiently,
conserve environmental resources and create affordable
housing opportunities. Despite these benefits, there are
regulatory, institutional, financial and market-based obstacles
to achieving transit-supportive development patterns in
metropolitan Kansas City.

REGULATORY OBSTACLES
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Most Kansas City area communities have adopted
comprehensive or land use plans, many of which are
supplemented by area or sector plans. These plans are
implemented primarily through adopted zoning and
subdivision ordinances or unified development codes.
Generally, these codes contain highly-detailed procedures that
applicants must follow to obtain approval of proposed
developments, including application submission requirements;
process and time frames for staff; commission and governing
body consideration; and evaluation and ultimate
determination for each different type of development
application (such as rezonings, special or conditional use
permits, site or development plan, subdivision plats, building
permits and the like.)

Generally, all the components (connections, building scale
and orientation, public spaces, parking and land use mix and
density) of a transit-supportive development pattern are
addressed in most local government land development
regulations. However, it is both the specific standards and
their cumulation that all too often preclude a development
pattern that allows transit and pedestrian travel to compete
fairly with the automobile.

Regulations related to the subdivision of land set out

the required improvements, the standards to which
improvements must be built and provide for performance
and maintenance guarantees.

By far, the largest and the most important component of
these codes is the set of regulations that apply in each zoning
district, including permitted uses, height, setbacks, lot size,
floor area ratios, landscaping and parking requirements.

ransit-Supportive Development

Some codes include performance standards that apply to
specified districts or to designated uses.

Most developers, home buyers and business owners are
comforted by regulations because they offer some degree of
investment protection and market predictability. However,
most existing development regulations are cumbersome
documents that are composed of a number of prohibitions on
what may be developed — they set forth proscriptive
requirements for development. Minimum building setback
and a minimum number of parking spaces for a given
increment of development are two examples of proscriptive
development regulations.

As aresult, rather than providing an applicant with a clear
picture of the type of development that the community
desires and therefore what is most likely to be approved, the
proscriptive regulations can become significant obstacles to
achieving a transit-supportive environment.

It is becoming more and more obvious that the preferred
approach may be to adopt prescriptive development
regulations, which prescribe what is expected of
development in different locations so the market can respond
to the community’s plan. “Build-to” lines and maximum
parking standards are common examples of prescriptive
development regulations.

When a code tries to list everything that is prohibited, the list
grows and grows. The knowledgeable developers and
builders often try to find a weakness in the ordinance. Once
the weakness is uncovered, it is followed by staff and citizen
attempts to tighten the regulations by adding additional
prohibitions. This piecemeal approach to code drafting also
creates problems because invariably the result is internal
inconsistency due to the difficulty of identifying each and
every interface between a new prohibition and the existing
prohibitions. These inconsistencies create a whole new set
of unintended but real prohibitions.

Over-sized public infrastructure requirements are a significant
impediment to transit-supportive development. Often, these
requirements are the result of our society’s ever increasing
dependence on the automobile as the sole source of
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transportation and the notion that the only purpose for
streets, regardless of their functional classification, is to
move as many cars as quickly as possible from one
destination to the next.

The demise, during the 1960s and 1970s, of our region’s
comprehensive public transportation system, rapid suburban
development, increased concern over traffic safety, and the
resulting need to move people longer distances from home to
work, shopping, child care and the like, has resulted in the
view that our local and regional street networks should be
designed and built to serve only one function, the movement
of automobiles. The important and historic purposes of
streets as public space for community identity, for recreation

CHECKLIST OF OBSTACLES

and for commerce have been lost as we build 45-mile-per-
hour facilities.

One of the goals of transit-supportive development is to
recapture the notion that new development, as well as in-fill
development, can be designed to provide a mix of uses
within close proximity to each another, thereby facilitating
an individual's ability to choose to walk or ride a bike,

rather than jump in the car, to reach daily destinations of
necessity. A mixed use environment reduces dependence on
the automobile as the sole means of travel and consequently,
the need to build street networks designed only to serve

one function.

The following checklist highlights potential regulatory
obstacles to a transit-supportive pattern of development.

Parking
O  Limitations for on-street parking
Q  Lack of provision for shared parking
O On-site parking requirements
U Requirements to locate parking in front of buildings
Q  Minimum number of parking spaces per thousand

square feet of non-residential development
Minimum landscaping/screening requirements

(]

Streets

O  Street layout encouraging cul-de-sacs rather than a
grid system
Profile and design requirements focused on motor
vehicles (e.g., no provision for bike lanes)
Prohibitions on trees/landscaping in rights-of-way
Long block lengths
Wide pavement widths
Wide rights-of-way requirements
Traffic-calming limitations
Private streets
Prohibitions on alleys

coododoo O

Access
U Ingress and egress restrictions
U Median design that restricts pedestrians

Setback and Yard Restrictions

Lack of requirements for build-to lines
Minimum setback requirements
Limitation on yard encroachments
Large front and rear yard proportions
Minimum lot size

Open space requirements

Deep yard depths

o000 00D

Uses
O Non-cumulative zoning
O Prohibitions/limitations on mixed-use and mixed-
density development
U Separate location of community/civic and public
facilities and common open space from commercial
and residential development
U Orientation of building facades to parking areas

U Height and intensity limitations and floor area ratios

Pathways
O Minimum width
U Placement with respect to rights-of-way lines
U Prohibitions on substitution of trails and pathways
for sidewalks where appropriate
U No requirements for sidewalks from street to
commercial building entrance

Public Spaces
U Failure to encourage or require public spaces
U No performance standard or locational
requirements for public spaces
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A companion goal is to design development so that it
provides a functional interface with existing public
transportation. This could result in increasing the willingness
of individuals to use public transit and providing a built
environment that encourages expansion of the existing
transit system and the addition of new types of transit,

such as light rail and commuter rail.

In some respects, the metropolitan area has gotten away from
the principles of urban design that once made it the envy of
many other regions of the country. In doing so, the result
has been development patterns that reflect a reliance on the
automobile as the sole source of transportation and a pattern
of seclusion instead of neighborhood or community. Not
surprisingly, development, is frequently not responsive to the
spirit of a community’s comprehensive plan or the principles
expressed in this guidebook.

INSTITUTIONAL, FINANCIAL
& MARKET RELATED
OBSTACLES

The creation of an institutional environment in which those
who want to develop transit-supportive projects or reside in a
transit-supportive community are allowed to do so is not
easy. Like nearly all change, it neither occurs overnight nor
comes easily. The key to successful change is increased
understanding by the persons and entities affected of the
impact that change will have on them and their interests.

At least in the initial stages, this can only be achieved through
education about transit-supportive development and what it
means to the different interests within the community. It is
necessary to create a sufficient level of comfort with the
precepts and benefits of transit-supportive development
among affected institutions.

Though our metropolitan area has numerous nationally
recognized examples of successful transit- supportive
development, virtually all of them are products of an earlier
era. Successful transit-supportive developments across the
nation can and do serve as powerful examples of how they
benefit a community and its residents, and how, if properly
done, they can be profitable to various institutional
participants. However, without recent examples of projects
that have a track record here in the Kansas City region, there
is always the concern that what works on the coasts or in
other metropolitan areas, for a litany of reasons, may not

work in our area. To get beyond this initial hurdle and
facilitate the development of some successful local examples
to which we can point and from which we can learn, we
must focus on education and planning.

Institutional obstacles often emerge whenever change is
proposed. Fortunately, many institutional obstacles can be
surmounted through education. Developers, citizens, public
sector staff, transit users, and elected officials must all

be part of the education process, both as teachers and

as students.

Financial obstacles are often the result of the absence or
limited availability of market feasibility data, and take the
form of concerns over the financial risks of a particular
project. Project designs with the most proven track records
are the ones that typically receive the least rigorous scrutiny
from lenders and the most favorable financing terms. In the
Kansas City metropolitan area, these projects are generally
single-use projects (particularly at greenfield locations, but
also in-fill projects). New residential development, with very
few exceptions, tends to be large lot subdivisions with a
curvilinear/cul-de-sac street network and private amenities,
such as pools, clubhouses and open space. In many respects,
these conventional development patterns — the ones with the
proven track record — are the antithesis of transit-supportive
development, which is characterized by mixed-use projects
with pedestrian-friendly street networks and public amenities.

Transit-supportive development is frequently multi-phased
and longer-term projects. Because of their proven track
record, and thus greater predictability, conventional projects
are generally more quickly and easily financed. For private
sector participants in the development process, “time is
money.” Furthermore, the increased complexity of multi-use
projects is likely to increase the cost of project financing.
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CHECKLIST OF OBSTACLES

The following is a checklist of institutional, financial and
market-related obstacles that have to be addressed to
achieve transit-supportive development in our region.

U  Lack of familiarity with and understanding
of transit-supportive principles and their

benefits by:
° Public sector staff
° Elected officials and planning
commissioners
° Developers
° Commercial tenants
° Lenders
° Citizens
U Lack of clear transit-supportive goals by
local communities

U Lack of understanding or presence of regional
and local multi-modal transportation plans, that
include transit, bicycle and pedestrian travel
accommodations and facilities

U Lack of understanding of the market for transit-
supportive development

®  [ack of public recognition that the ability to walk
to destinations is not limited to certain times of year
or weather conditions

®  Perceived security that comes with conventional,
particularly residential, subdivision development

®  [Lack of awareness that transit-supportive
developments are quality living, working and
entertainment environments

®  Perception by commercial tenants that they require
low density auto-oriented locations for their
customers and employees

®  Difficulty of getting adjacent landowners/
developers to work together or to assemble land for
development of a comprehensive transit-supportive
development project

®  Lack of any recent projects in the area that
demonstrate transit-supportive development
principles for all the different stakeholders to study

®  Difficulty of getting comprehensive/master plans in
place to guide development before critical tracts get
developed in a manner that is not consistent with
transit-supportive development

Limited financing options for transit-supportive
development

Reluctance of lenders to finance other than tried
and true approaches to development and concern
by developers in being able to secure financing at
reasonable cost and in a reasonable timeframe
No clear identification of public sector incentives
and financing mechanisms to assist in transit-
supportive projects

Need for coordination between multiple financing
sources for mixed-use development

Development approval processes

Lack of understanding of what the term “Transit-
Supportive Development” means

Time is money — the concern that unconventional
projects will take too long in staff (planning, public
works, traffic engineers and public safety) reviews,
in consideration by decision makers and will create
unnecessary public controversy

Perception that a transit-supportive project will
never get approved because of regulatory obstacles
or will require so many variances or exceptions
that are time-consuming and expensive to obtain
and may be denied

Perception that entire new code provisions (district
or overlay district regulations) may be needed to
accommodate transit-supportive development.
Lack of awareness that conventional development
patterns can become more transit-supportive with
minor changes

Perception that transit-supportive development is
always very dense/intense development

Perception of the effect of transit-supportive
development on adjoining and nearby property
owners in terms of property values

Perception that transit-supportive development
means unacceptable financial, race, age, ethnic and
other integration

Perception that transit-supportive development
automatically means unqualified support for

public transit

Desire by some members of the development
community to get the project built, get their

return on investment and sell. For many,

this translates into only doing the tried and true.
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This is not to say that transit-supportive development projects
are not able to be financed, but it is more a recognition of
this significant hurdle that must be overcome during this
period of change.

Recent research suggests that infill transit-supportive
projects in urban locations are more easily financed than
mixed-use, transit-supportive projects in new growth/
greenfield locations. Lenders often cite the following
concerns with suburban infill projects:

* Limited number of comparables to the unique nature of
transit-supportive projects.

* Neighborhood opposition to higher densities and
mixed uses.

* Potential buyers and tenants may not respond favorably to
higher densities or pedestrian orientation.

One thing that is readily apparent is that institutional lenders
and development partners are much more likely to respond
quickly and favorably to a transit-supportive development
plan when there is a strong developer with similar experience
and where the plan was developed in a highly participatory
public setting with full buy-in from neighborhood groups,
property owners and elected officials.

Another key market obstacle to transit-supportive
development is consumers’ lack of understanding of

new development. Persons looking to locate a business

or to choose a place to live generally are not familiar

with real examples of quality transit-supportive development.
Those vaguely familiar with the term and its principles

often have mistaken impressions of what it is and
particularly of its benefits.

In a market dominated by conventional development
approaches, with wide open personal spaces and relative
seclusion from neighbors, some perceive the more dense,
multi-use transit-supportive development as unsafe,
congested and lacking privacy. These perceptions also

include reduced property values because of the mixing of
residential with commercial uses as well as persons of varied
economic income levels.

Statistics on operating transit-supportive projects show these
perceptions to be inaccurate, but they are, nevertheless,
difficult to overcome. More and more people are beginning
to appreciate the benefits of transit-supportive development
and a change in perception is becoming evident. The change
in market understanding is slow and the obstacles are large
and real though, not insurmountable. Again, the keys to
overcoming these market obstacles are education and track
records of local success.
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Conquering Regulatory Obstacles

E ach of'the potential obstacles to transit-supportive
development (TSD) implementation identified in Section 3
have been overcome by hundreds of successful local
governments and developers in diverse regions around the
nation. The following table summarizes regulatory barriers
that the principles of transit-supportive development are
likely to encounter and offers a suggested solution to
surmount them.

ransit-Supportive Development

Where appropriate, example codes are suggested. A
collection of suggested codes from other jurisdictions are
included in the Appendix of this guidebook. Design review
strategies addressing regulatory obstacles related to the
specific site-planning elements of transit-supportive
development are also reviewed in this section.

DIRECT PEDESTRIAN CONNECTIONS

Regulations often require that contiguous developments be

Identified Obstacle physically separated by landscape or other barriers.
Furthermore, linkages between street sidewalks and building
entrances are not provided.

Suggested Solution Local codes should require pedestrian paths between

adjoining residential and non-residential development and
between adjoining commercial properties.

Example Codes:

An on-street pedestrian circulation system that links the
street and the primary structure(s) on the site shall be
provided. Sidewalks or pedestrianways must connect the
required pedestrian system on adjacent developments if
adequate safety and security can be maintained.
Convenient pedestrian access to transit stops shall be
provided. (Clark County, Washington)

Pedestrian walkways shall form an on-site circulation
system that minimizes conflicts between pedestrian and
traffic interface at all points of pedestrian access to on-site
parking and to building entrances. Pedestrian walkways
shall connect building entrances to one another, to on-site
parking and from building entrances to public street
entrances and existing or planned transit stops.

Pedestrian walkways shall be provided when the pedestrian
access point or any parking space is more than 75 feet from
the building entrance or principal on-site destination as
Jfollows:

1. All developments that contain more than one building
shall provide walkways between the principal
entrances of the buildings.

2. All nonresidential buildings set back more than 100
feet from the public right-of-way shall provide for
direct pedestrian access from the building to buildings
on adjacent lots. (Metro-proposed language for King
County, Washington)
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Identified Obstacle

Suggested Solution

Example Code: The street shall be designed to create blocks
that are generally rectilinear in shape...or another strict

¥ PEDESTRIAN SCALE BLOCKS

AN
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Land development codes often do not reflect an overall
vision for urban design. Most communities experience
development one parcel at a time. Without a pedestrian plan

or clear standards for pedestrian accommodation, initial
increments of development do not set a precedent for
walkable blocks.

Short, walkable blocks increase the pedestrian attractiveness
of an area, increase opportunities for retailers and set a
precedent for subsequent development. Most people will
walk about 1500 feet to shopping areas or to transit.

necessitate such a configuration. To the greatest extent
possible, blocks shall be designed to a have a maximum
length of 480 feet. Alleys shall be permitted to bisect

geometric shape. Amorphously shaped blocks are generally
discouraged, except where topographic or other conditions

blocks.(Nelessen Model Ordinance)

NN sl
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Identified Obstacle

Without a highly detailed, illustrative master plan, it becomes
impossible to ensure that prominent sites are reserved for
either public open space or important civic uses or that
buildings are constructed in a fashion to lend dignity to

these spaces.

Development standards often do not take into account a
project’s relationship to future or existing development.
Consequently, each increment of new development has its
own unique context, which often results in the project’s
inability to coexist with the surrounding built environment in
a manner that does not necessitate automobile use. New
development rarely happens in a single phase constructed by
a single applicant. Therefore, even though subsequent
increments of development may be responding to the same
code, the overall pattern appears uncoordinated.




Suggested Solution

PARKING

Identified Obstacle

Where a community has identified a particular area for the
encouragement of a transit-supportive development pattern,
an illustrative plan should be prepared to show the desired
location of buildings, streets and pathways. The preparation
and local acceptance of such a plan will set the standard by
which development proposals are reviewed.

Establishing an overall specific or “master” plan in advance
can ensure that an area is built in a coordinated fashion. A
specific plan for a moderately sized geographic area should
be adopted to prescribe the location of buildings, parks,
streets and neighborhoods. This plan is most effective when
prepared with a high degree of public involvement and
includes input from neighborhood groups, property owners
and city staff.

This planning effort should result in an amended land
development code to include both regulatory language and
the physical plan itself. Some jurisdictions might choose not
to limit transit-supportive development to a particular district,
but instead choose to either enable or require such
development for the community at-large. This is more
difficult to accomplish without a physical plan, but has been
accomplished through the development of precise land
development regulations, performance standards and policy
incentives, such as those identified in this guidebook.
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It is the automobile’s need to be stored that presents one of
the largest barriers to transit-supportive development.
Parking standards are often oversized when developers are
required to build parking facilities to a minimum size as

dictated by a regulatory standard that is gauged for peak
season. Institutional lenders often dictate minimum parking
standards without an understanding of the true costs or an
understanding of the ability to share parking facilities among
complementary uses.
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Suggested Solution

577 LAND USE

Identified Obstacle

Suggested Solution

Parking provisions are one of the most important tools for
ensuring a transit-supportive pattern of development. TSD
parking standards simply balance the needs of the automobile
with those of the pedestrian and transit customer. Balance is
the key term here. Revised code standards can remedy ill-
advised size and location requirements on parking. Parking
code revisions should address the following requirements:

¢ Dividing parking area into smaller segments to the side or
rear of the buildings

e Landscaping between parking area and sidewalk to
protect the pedestrian

e Restrictions on parking between buildings and the street

¢ Developing maximum parking standards for TSD sites

o Preferential park-and-ride and rideshare parking

o Sizing parking facilities to reflect a mix of uses

o Shared and combined parking arrangements.

The largest barriers to the development of mixed-use
buildings, neighborhoods and commercial centers are zoning
ordinances that dictate separated single uses. Under many of
these codes, a corner store in a residential neighborhood or
an apartment building near an employment center is treated
as noxious uses — not unlike an oil refinery or hog rendering
works. Planned Unit Developments (PUDs) were intended
as a mechanism to encourage mixed uses. Unfortunately,
this policy mechanism lacks the necessary precision to foster
the mix of uses needed to enable transit-supportive patterns.

Begin by updating zoning ordinances to allow the following
land use mix: limited commercial in residential zones, multi-
family residential in commercial zones, and limited retail in
industrial zones.

For commerecial centers, modify zoning ordinances to
encourage a mix of uses that allow for apartments and
offices as well as stores.

Provide and encourage density bonuses and/or an expedited
review for mixed-use development proposals. Allow
certain home occupations in residential neighborhoods.
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RELATED OBSTACLES
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Institutional Obstacles

Many people who are thoughtful about our built environment
feel the public and private institutional arrangements
associated with the land development process conspire
against the establishment of any development form besides
the “same old thing.” If “location, location, location” is the
first rule of real estate, it seems as if, “do not attempt
anything new” might be the second rule. Developers,
lenders, even elected officials and planning commissions do
not like to risk their resources or reputations on a new
product if they believe it to be “untested.” This challenging
obstacle can be overcome through education, planning and
community empowerment.

Education

The five transit-supportive development principles are by no
means new or innovative in and of themselves. Effective use
of each principle can be found in many of the metropolitan
region’s most valued places. In many respects, education is
the core purpose of MARC’s Smart Choices initiative. The
initiative has attempted to achieve this purpose by holding
public meetings to inform the community about the principles
that underlie transit-supportive development and how they
can work in concert with one another to produce a more
desirable environment.

Smart Choices has shared the experiences of national
entrepreneurs and local elected and appointed officials
and demonstrated that transit-supportive development is
profitable for the developer and local government. The
MARC program has demonstrated that the principles of
transit-supportive development can be applied to Kansas
City area sites. This guidebook should motivate local
government officials to evaluate their own development
codes and identify changes that can be made to facilitate
or encourage use of the principles to guide development
in their communities.

Planning and Community Empowerment

In addition to change through education, institutional barriers
to transit-supportive development are often directly addressed
during the planning process itself. Each of the prototype
(re)development scenarios contained in Section 2 were
developed with participation of actual property owners,
elected officials, planning staffs, developers and neigh-
borhood leaders. The prototypes are the result of a two-way
learning process between these stakeholders and the planning
and urban design team.

These prototypes demonstrate that, when presented with a
clear set of design principles, and the opportunity to make
their voices heard, community stakeholders almost always
develop planning and urban design solutions that are
workable and innovative. Because of the plan’s high degree
of public ownership, institutional barriers to change become
much less daunting.

MOLDING A NEW REALITY:
IMPLEMENTATION _
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Implementation really takes place on two levels: planning and
development review. Implementation at the planning level
requires the ability to reach a consensus between diverse
stakeholders and to graphically illustrate the plan.
Implementation at the development review level requires that
local governments have in place land development
regulations, guidelines and incentives that are precise enough
to express community goals and objectives without sacrificing
flexibility for innovative approaches.

The Planning Process
When a local government has targeted a specific site or

district as a candidate for transit-supportive development, a
prescriptive master plan should be developed in order to
ensure there is no confusion regarding community
expectations.

An intensive and formal public planning process is
encouraged for large-scale (re)development at the
neighborhood or commercial activity center levels. The
checklist below provides an evaluation methodology for this
planning process:

Extensiveness of Public Involvement

A public involvement program does not have to incorporate
all of the study methodologies provided below. A citizen
survey may be effective in measuring local priorities and
issues in one setting, while a charrette in another setting may
be more successful.

U Was a workshop or charrette held that actively
involved stakeholders in the planning and
design process?

Were focus groups created?

Was a citizen task force formed?

Were citizen surveys conducted?

Did the process have an adequate and active
representation of community stakeholders?

oooOo
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Responsiveness of Public Involvement Program

The public involvement process should be a two-way
discussion. The purpose of developing a project in a highly
public forum is to encourage and facilitate feedback. Simply
providing information to the community without any room
for flexibility is self-defeating.

O Were the goals and objectives of the project
refined to reflect the public input received?

Were a distinct set of guiding principles introduced?
Did the process include a diversity of ideas?

Were these ideas integrated through

public discussion?

Was a wide range of solutions considered?

O Oodo

Physical Characteristics

The physical aspects of the project should work towards
creating an environment where all modes of transportation
are convenient, safe and comfortable. At the same time, the
design of the project should be sensitive to surrounding uses.
Engineering documents and architectural plans are produced
in great detail and with care, yet the successful incorporation
of each element with the existing surroundings and
complementary design elements does not always occur.
While the elements of the design are not impacts themselves,
they do affect the transportation, economic and social
impacts created by the project.

The following checklist provides guidelines for evaluating
specific elements of the plan developed and their transit-
supportive potential.

O Are building entrances oriented along the street
and sidewalk?

Q  Isthe building architecture sensitive to the
surrounding context?

O Are buildings designed with overhangs, awnings,
and highly articulated facades?

Streets and Parking

O How well connected is the street network?
-Are there cul-de-sacs and/or dead end streets?
-Are there multiple access routes to destinations
within the site?

U What pedestrian amenities are provided?

-Are there street trees to provide shade?

-Are benches and other seating areas present?

Does the placement of parking facilities interfere

with pedestrian movement?

Are surface lots placed behind buildings?

Are pedestrian pathways provided through

parking lots?

Is joint/shared parking used?

Is on-street parking (parallel or angled) used?
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Transit

O Are transit stops located close to building entrances?

O Are transit stops located near major employment
and commercial centers?

O Do waiting areas at transit stops include seating and
weather protection devices?

Pedestrians
O Are public gathering spaces such as parks and
plazas present?

O Isthere a convenient, well-connected network of
sidewalks throughout the development?

O Aresidewalks provided along all streets? Are they
wide enough to accommodate pedestrian movement?
(Commonly used standards for sidewalk width are
5'in low-traffic areas and 10-15' in high-traffic
residential and commercial areas.).

O Are there sidewalk connections between
adjacent buildings?

O Are there pedestrian connections from the
development to surrounding areas?

Bicyclists

O Are streets designed to be bicycle-safe?
-Are “Share the Road” signs posted along
low-volume streets?
-Are high volume streets (ADT of 10,000+ cars per
day) designed with bike lanes?
-If high-volume streets cannot be designed with
bike lanes, is the street traffic calmed with posted
speed limits of 25 to 30 miles per hour?

O Are secure bicycle parking facilities provided at
transit stops, commercial districts, office buildings
and at automobile parking areas?

Site Plan

The overall site plan should establish an appropriate
relationship with surrounding neighborhoods. The design
along the edges of the site should be compatible in scale and
appearance with adjacent uses. Just as important, however,
is that the site be well integrated into surrounding areas and
not be designed with barriers to isolate it from nearby
developments. This makes it easier for the pedestrian-
friendly environment created on the site to spread into
adjacent areas.

O Arethe buildings along the edge of the site oriented
outward along existing streets?

O Does the site contain multiple connections to
surrounding neighborhoods?

O Does the development contain a high mix of land
uses (proximity of residential, commercial, and
employment centers)? More is better.
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SITE LEVEL DESIGN ELEMENTS THAT PROMOTE

TRANSIT-SUPPORTIVE DEVELOPMENT

Through precise development review standards, a local
government can encourage transit-supportive development
without the adoption of a detailed master plan. The
following section identifies physical design elements typically
addressed during the review process and recommends
transit-supportive design guidelines. The codes located in the
appendix should assist local governments in refining the
recommendations into standards suitable to their individual
community needs.

Building Placement
Much of the current development pattern is oriented toward

the automobile. A building can reduce walking distances for

customers and make streets more useful for pedestrians,
transit customers and cyclists.

Hil
HitH

i

Howla Lusg Wl
Sl plle 13
“ i, o™

Beml Shist W alka
Gidew sl
" pudaurrion uash”

Orienting building entrances along the street reduces walking distances and
also helps create a continuous street wall over time

Site Design Review Recommendation: Encourage the
placement of buildings up to the building line with parking
behind the structures. The type of placement will facilitate
walking by minimizing travel distances, providing direct
access to buildings, and thereby creating a pedestrian- and
transit-friendly streetscape.

Moving parking pacilities from between the front of the
building and the street

A vast sea of parking adjacent to sidewalks and surrounding
buildings gives the automobile an unfair advantage over
transit or non-motorized modes of travel. Shifting parking to
the sides of buildings reduces the walking distance from the
sidewalk and helps to create an interesting street wall.
Parking in unchanged quantity, but in a new layout is as
accessible as before.

Site Design Review Recommendation: Discourage parking
between buildings and the primary street. Commercial
establishments may require parking directly accessible from the
street. This can be accomplished by rotating the building 90
degrees to allow for sidewalk frontage and visible parking.

With parking rearranged, the sidewalk is transformed into a viable
pedestrian facility.

Create spatial enclosure/definition
Enclosure/definition means the degree that the edge of the

street is defined. Commercial streets typically lack enclosure
when parking lots dominate the streetscape. Residential
streets lack enclosure when trees fail to make up for large
setbacks and empty spaces between residences.

Enclosure creates a human-scaled pedestrian environment by clearly defining the
edge of the street.

Site Design Review Recommendation: Establish maximum
setbacks (build-to) in commercial areas and visually fill in
spaces between sidewalks and buildings. Ideally, maximum
setbacks should established so that the building height to
street width ratio is no less than 3:1, thereby creating a
feeling of spatial enclosure which dignifies the street as a
public space, calms traffic and creates a pedestrian
amenity. Residential subdivision requirements should
specify street trees.
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Features such as street trees and buildings are placed near the street in order to
minimize vast transit unfriendly “voids” beside the paved roadway.

Promote highly-articulated buildings

Highly articulated storefronts and homes add interest and
variety to the pedestrian experience. Detailed building
facades generally provide unique visual sequences that focus
pedestrian attention on the setting rather than the walk itself.
Many studies conducted throughout the country have
documented how redundant environmental forms and
sequences have the ability to extend the pedestrian's
perception of time and space.

Site Design Review Recommendation: Encourage the

use of interest-creating features on ground floor facades.

A minimum of 75 percent of new or reconstructed first-floor
wall shall contain interest-creating features.

Highly articulated buildings such as these visually shorten perceived distances
and encourage pedestrian activity.
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Encourage Overhangs, Awnings, and Balconies
Drivers and passengers in automobiles have the advantage

of heating and air conditioning to protect them from weather.
This advantage is not available to the pedestrian. Overhangs,
awnings, and balconies provide shade and cover.

Site Design Review Recommendation: Where possible,
building designs should attempt to incorporate awnings,
arcades and shelters into their architecture.

- ) - _ amad
Awnings and overhangs protect pedestrians from rain, snow, and sun.

Incorporate Transit Stops into Building Architecture, Provide
Shelters, Waiting Areas and Seating

It is unfair to place the responsibility for encouraging transit
ridership solely upon the transit agency. Private employers and
developers should use underutilized land to provide facilities that
encourage transit use.

Site Design Review Recommendation: Encourage
inclusion of transit waiting areas into either site plans or
building architecture. Include transit operators in the site
plan review process.

Developers and employers can support transit by providing convenient and
comfortable waiting areas.



Connections within Developments and to Adjacent Properties

Improved internal pedestrian circulation is a fundamental
element of the both the transit-supportive and “park-once”
environment, where citizens can comfortably walk between
buildings and are not required to use the car (or transit
coach) for any trip other than arrival and departure from an
activity center.

Site Design Review Recommendation: Require new
developments to feature walkways among all buildings,
public open spaces and parking areas. Additionally, there
should be direct linkages to neighboring land uses without
requiring use of the primary street.

By providing walkways between buildings and properties, the needs of
pedestrians are better balanced with those of the driver.

Allow for future street extensions

New development should provide street connections for
vehicles in all major directions to and from a site. They
should also connect the development to existing
neighborhoods, as well as anticipated neighboring
development with street dedications or interim “stub-outs.”
The future developer of the adjacent property must then
connect to the stub-out and maintain a permeable street
network. As development intensifies, street connections will
evolve into a complete street system, providing a high level
of mobility and adding to the value of the served properties.

Site Design Review Recommendation: Encourage the use
of stub-outs at locations that are consistent with proper
block length.

Parkin,

Over one-half of the built environment in urbanizing areas is
devoted to automobile storage. This makes transit-
supportive development patterns very difficult to achieve.
Minimum parking standards often do not allow for sharing
between adjacent complementary uses.

Because lenders and zoning codes often gauge the number of required spaces to
the highest possible demand, these parking lots are often empty for the largest
percentage of business hours.

Site Design Review Recommendations: Require large
parking lots to be divided and separated by landscaping or a
building. Site design standards should ensure that the
entrances of a multi-building site are clustered. Also,
eliminate or reduce parking requirements for transit-
supportive development proposals, downtowns and
pedestrian zones that are well served by transit. Allow
developers to negotiate for reduced parking minimums for
mixed-use projects.

Provide and encourage use of on-street parking
On-street parking is a powerful tool for pedestrian safety,

parking capacity, and street-front retail viability. Parked cars
act as a buffer between moving traffic and the sidewalk, and
the visible parking spaces counterbalance the need to locate
parking between buildings and the primary street.

Site Design Review Recommendation: Promote walking by
providing a buffer between the pedestrian and moving traffic
with on-street parking. Allow on-street parking spaces to be
included in the count of available spaces.

Thes valuable Kansas City area addresses are on streets designed with on-street
parking, street trees and wide sidewalks, all of which buffer pedestrians from
moving traffic.
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CREATING INCENTIVES

Incentives available to local governments for the
implementation of transit-supportive development fall into
three categories: public investment, public policy, and fiscal.

Public Investment Incentives

Public investment is the one of the most powerful tools local
governments have available to them for shaping the form and
function of development. In fact, much of today’s
conventional, auto-oriented environment is a market reaction
to public investment in a new or improved highway or
interchange. Public investment can serve as a powerful
inducement for transit-supportive development.

Such types of investments might include well-designed and
placed transit facilities such as “super stops,” park-and-ride
stops or the construction of starter buildings around transit
stations. These transit facility investments may support
economic development goals as well as set a precedent
(form and scale) for future development. Other public
investment opportunities that have proven potential to
foster a transit-supportive development pattern include:
brownfields redevelopment, farmers’ markets, schools or
libraries, local housing authority projects, parks and other
public spaces or facilities.

Public Policy Incentives

Local governments can also build powerful incentives into
the development approval process through the development
of high quality plans and by streamlining the often
burdensome approval process.

The Plan as Incentive

Quality planning, as demonstrated in the prototypes, in and
of itself can be a powerful incentive for developers. The
creation of a highly detailed master plan (and regulating
code) for a district or large site targeted for transit-supportive
development has proven to be a powerful way for a
community to attract smart developers. If prepared

with the full “buy-in” of the local development community,
business and political leaders and neighborhood groups,
development under the new plan will ease a lot of
headaches for developers, because they already know
exactly what is “pre-approved” in the minds of local
planners and neighborhood groups. More often than not,
the pre-approved development program is of a higher
value than what would have been allowed under the
previous entitlement.
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The Approval Process as Incentive

Local governments can leverage the development approval
process in a manner that encourages locally desirable
projects. Many local governments have successfully used the
approval process to both educate applicants about smart
growth concepts and encourage implementation at the project
level. Developers are always on the lookout for ways to
reduce the “soft costs™ associated with a process that is seen
as cumbersome and time- (read: money-) consuming.

A prescriptive land development code is one that is easily
interpreted. Many jurisdictions have condensed their codes
into checklists or evaluation matrices for quick approvals, fee
reductions, density bonuses, and parking reductions. The
city of Austin, Texas, is currently experiencing success with
its “Smart Growth Criteria Matrix.” This easy to use matrix
measures a proposed development’s ability to satisfy adopted
community goals. Projects earning high scores receive
waived or reduced fees and protection from property tax
increases for up to 10 years.

Because transit-supportive development has the unique ability to
not only generate less traffic, but reduce traffic, local
governments could allow applicants to submit special traffic
studies in return for an excise tax reduction. These credits can
not only be applied to proportionate-share transportation taxes,
but to parks or other impact-type fees.

Fiscal Incentives

Local governments also have the ability to provide fiscal
incentives to developers willing to depart from con-
ventional projects. One such incentive might include tying
the formation of tax increment financing or municipal
services taxing districts to a transit-supportive design. Fiscal
incentives may also be used to encourage public-private
partnerships through the sharing of infrastructure costs, the
structuring of bond issues, and the formation of community
improvement districts.



FINANCIAL OBSTACLES
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There are two forms of financing for development projects:
equity and debt. Equity is simple ownership — money
invested in hope of a return that justifies its risk. Debt is a
contract for the use of funds in return for repayment of such
funds with interest. Equity financing typically comes from
individual investors, real estate investment trusts, non-
profits and insurance companies. Historically, transit-
supportive developments have relied upon equity financing,
but more and more lenders are starting to realize the value of
non-conventional development patterns, especially, local
banks with a good handle on their markets and local
preferences.

Non-conventional development proposals often fare poorly
when tested using conventional market feasibility analysis
techniques, but almost always succeed nonetheless. For
instance, there has been a recent housing boom in downtown
Kansas City, which could not have been predicted by
conventional techniques. This may be because traditional
market analysis relies upon comparables and retail demand
analysis rather than identifying and targeting historically
proven demographic groups that have an unsatisfied demand
for walkable and compact neighborhoods and commercial
centers. The identification of these groups and sharing
information with them are important steps in developing
market studies that are predictive of actual outcomes.
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Travel Connections

Convenient and
Direct Pedestrian
Connections

Convenient and
Direct Pedestrian
Connections

Convenient and
Direct Pedestrian
Connections

Convenient and
Direct Pedestrian
Connections

Pedestrian Scale
Blocks

ransit-Supportive Development

An on-site pedestrian circulation system that links the streets, parking and the
primary entrances of the structure(s) on the site shall be provided. The pedestrian
system may include sidewalks or pedestrian trails. These sidewalks or pedestrian
ways must connect the pedestrian system to existing and/or proposed pedestrian
systems on adjacent developments unless it is determined that adequate safety and
security can not be maintained. Convenient pedestrian access to transit stops shall
be provided.

[Clark County, Washington]

Pedestrian circulation systems must be provided to facilitate movement within the
Urban Planned Unit Development (PUD) and to ensure pedestrian access to
adjacent walkways and residential streets and to public uses, including school, parks
and transit facilities. The City Engineer may require the walkways to be within
public right-of-way or easements dedicated to allow rights of passage.

[Tri-Met: Portland, Oregon]

Pedestrian walkways shall form an on-site circulation system that minimizes conflicts
between pedestrian and traffic interface, at all points of pedestrian access to on-site
parking and to building entrances. Pedestrian walkways shall connect building
entrances to one another, to on-site parking and from building entrances to public
street entrances and existing or planned transit stops. Pedestrian walkways shall be
provided when the pedestrian access point or any parking space is more than 75 feet
from the building entrance or principal on-site destination as follows:

1. All developments that contain more than one building shall provide walkways
between the principal entrances of the buildings.

2. All nonresidential buildings set back more than 100 feet from the public right-
of-way shall provide for direct pedestrian access from the building to buildings
on adjacent lots.

[Metro-proposed language for King County, Washington]|

Pedestrian-way easements (10) feet wide, through the center of blocks more than
600 feet long, may be required by the approving agency in order to provide
convenient pedestrian access to transit stops, a station, to shopping, or other
community facilities.

[State of New Jersey Model Site Plan Approval Ordinance]
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Street Network

The street shall be designed to create blocks that are generally rectilinear in shape, a
modified rectilinear shape, or another distinct geometric shape. Amorphously shaped
blocks are generally discouraged, except where topographic or other conditions
necessitate such a configuration. To the greatest extent possible, blocks shall be
designed to have a maximum length of 480 feet. Lanes (alleys) shall be permitted to
bisect blocks.

[Anton Nelessen]

Street block lengths shall not exceed six hundred sixty (660) feet (1/8 mile) between
intersecting through streets, on each side of the street.
[Proposed Lee’s Summit, Missouri]

The proposed subdivision is laid out to provide safe, convenient, and direct bicycle
and pedestrian access to nearby and adjacent residential areas; transit stops;
neighborhood activity centers such as schools and parks; commercial areas; and
industrial areas; and to provide safe, convenient and direct circulation. At a
minimum, “nearby” is interpreted to mean uses within % mile that can reasonably be
expected to be used by pedestrians and uses within 1 to 2 miles that can reasonably
be expected to be used by bicyclists.

[Decision Criterion for Subdivisions: Eugene, Oregon]|

Cul-de-sacs, dead end streets and flag lots* shall only be permitted when the
following condition is met:

One or more of the following conditions prevent a required street connection:
excess slope (20 percent or more); presence of a wetland or other body of water
that cannot be bridged or crossed; existing development on adjacent property that
prevents a street connection; presence of a freeway or railroad.

Cul-de-sacs, when permitted shall be as short as possible and shall in no event
exceed 400 feet in length.

(*Note: Flag lots are lots that do not front on or about a public street and that are
accessed via a narrow, private right-of-way. They can result in an increased number
of curb cuts.)

Cul-de-sacs shall be permitted only where there is no feasible connection with an
adjacent street. If cul-de-sac streets represent more than 10 percent of the total
lane miles in a development, the subdivider shall be required to demonstrate

that alternative internal circulation systems that would minimize use of cul-de-sacs
are infeasible.

[Tri-Met: Portland, Oregon]

Street networks shall be designed and laid out to provide direct connections between
light rail transit stations and transit stops, commercial and residential areas, schools,
parks and other public facilities. New local streets, including extensions of existing
local streets, shall connect with existing local streets and arterials. Cul-de-sac streets
shall be permitted only where it is determined there is no feasible connection with an
adjacent local street. If cul-de-sac streets represent more than 10 percent
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(or alternative threshold) of the total lane miles in a development, the subdivider
shall be required to demonstrate to the satisfaction of the (City
Engineer or other reviewing authority), that alternative internal circulation systems
which would minimize use of cul-de-sac streets are infeasible.

[Tri-Met: Portland, Oregon]

Where the subdivision or lot division is adjacent to land likely to be divided in the
future, streets, bicycle paths, and accessways shall continue through to the boundary
lines of the area under the same ownership as the subdivision or lot division, where
the planning or public works director determines that the continuation is necessary to
provide for the orderly division of the adjacent land or the transportation and access
needs of the community.

Where the subdivision or partition will result in a lot or parcel one-half acre or larger
in size, which, in the judgment of the planning director is likely to be further divided
in the future, the planning director may require that the location of lot and parcel
lines and other details of layout be such that future division may readily be made
without violating the requirements of this code and without interfering with orderly
extension of adjacent streets, bicycle paths and accessways.

Where the subdivision or partition includes only part of the area owned by the
applicant, the planning director or public works director may require a sketch of a
tentative layout of streets, bicycle paths, and accessways in the remainder of the
ownership.

[Eugene, Oregon]

Bicycle parking spaces shall be provided as required by this section. Bicycle parking
shall be in addition to automobile parking spaces.

Residential Use Classifications
Multi-family: 1 space per unit
Dwelling: (0.25 per unit if occupancy restricted to 55 years or older)

Public and Semi-public Use Classifications

Colleges: 0.25 spaces per full-time equivalent student
Elementary Schools: 4 spaces per 4th, S5th and 6th grade classroom

Jr. High Schools: 4 spaces per classroom

High Schools: 8 spaces per classroom

Other Uses: As specified by conditional use permit. A requirement

for annual or periodic review of bicycle usage may be
imposed, and additional spaces may be required if
demand warrants.

Commercial and Industrial Use Classifications: 5 percent of the requirement for
automobile parking spaces, except for the following classifications, which are
exempt:

A. Animal Sales and Service

B. Auto-related Uses

C. Warehousing: Wholesale and Distribution
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Bicycle Parking Space and Aisle Dimensions

1. Uncovered spaces shall be at least 6 feet long and 2 feet wide.

2. Covered spaces shall be at least 7 feet long and 2 feet wide.

3. A 5-foot wide aisle is required adjacent to each row of bicycle parking.

Design Requirements. For each bicycle parking space required, a stationary rack

shall be provided which can accommodate bicyclists' locks securing the frame and

wheels, or a lockable enclosure in which the bicycle is stored.

1. All of the required bicycle parking for colleges, schools, multi-family residences,
and industrial uses and at least 50 percent of the required bicycle parking for
commercial uses shall be covered to provide rain protection.

2. If the required vehicle parking spaces are covered, then the bicycle parking spaces
shall be covered.

3. Required bicycle parking shall be provided within a building or in well-lighted,
secure locations within 50 feet of an entrance to a building occupied by the use
served, but no further from the building entrance than the closest automobile
parking space.

4. Bicycle parking may be provided within the public right-of-way in zoning
districts where no front setback is required, subject to approval of (appropriate
local official).

[Tri-Met: Portland, Oregon]

A system of interconnected bikeways, consistent with the Comprehensive Plan and
any applicable Specific Plan or corridor plan, shall be provided. Designated bike
lanes (Class II or alternate designation) shall be provided on collector and arterial
streets that converge on light rail transit stations or transit centers. Bikeways shall
be provided at ends of cul-de-sacs between subdivisions where the routes would
otherwise require deviations of over 100-400 feet. Sidewalk bike paths shall be
avoided because they put cyclists in conflict with pedestrians. Bikeways shall be
constructed at the same time that new streets are improved, unless a deferred
completion agreement is approved by (cite appropriate reviewing authority).
[Tri-Met: Portland, Oregon]

If a development is located within 250 feet of an existing or proposed transit stop,
the applicant shall work with the transit agency in locating a transit stop and shelter
directly adjacent or as close as possible to the main building.

[Clark County, Washington]

Freestanding walls, fences and hedges along public streets may be used under the
following conditions:
a) Solid walls, fences and hedges four feet in height or less shall be allowed.
b) Decorative walls, fences and hedges that allow visibility such as wrought
iron and split rail fences, shall be allowed throughout the Transit Overlay
District and shall not exceed six feet in height.
¢) Barbed wire, razor wire, electric fences, and other dangerous fences are
prohibited in the Transit Overlay District.
d) All allowable walls, hedges and fences between a building and public street
must provide for access at least every 100 feet.
e) Solid walls greater than four feet in height shall be allowed only if required by
the director to mitigate significant noise impacts.
[Vancouver, Washington, Transit Overlay District]
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Pedestrian access and walkways shall meet the following minimum design standards:

e  Access and walkways shall be well lit and physically separated from driveways
and parking spaces by landscaping, berms, barriers, grade separations, or other
means to protect pedestrians from vehicular traffic;

e A crosswalk shall be required when a walkway crosses a public driveway or a
paved area accessible to vehicles;

e  Whenever walkways are provided, raised crosswalks (or other traffic-calming
measures designed to slow traffic) shall be located at all points where a walkway
crosses the lane of vehicle travel.

[Metro-proposed language to King County, Washington]|

Provide amenities to protect pedestrians from wind, snow and excessive heat or
sunlight.

e  Where appropriate, canopies or arcades should be provided along the street
frontage of buildings. However, they should be carefully designed not to
obstruct views and access between building entrances, the sidewalk, and the
street.

° Shade trees may be planted to provide additional climate protection and
contribute to an attractive pedestrian environment.

e  Landscape and building should be designed to improve wind patterns.

[Ontario Ministry of Transportation Guideline 3.5.2]

Pedestrian plazas shall be designed to allow some direct sunlight to enter the plazas.
Pedestrian plaza landscaping shall be designed in a manner that does not block the
entrance of direct sunlight.

[Olympia, Washington]|

A Residential Open Space Plan that includes the following elements shall be
provided with every residential preliminary development plan submittal.

A minimum of ten (10) acres for every three hundred fifty (350) dwelling units
(approximately one thousand (1,000) persons) shall be designated as common open
space. The proportion of public to private open space and the designated uses of the
open space shall be determined by the City, based upon particular recreational,
environmental, cultural, and scenic objectives in the area where the development is
to be located.

Common open spaces shall be designed with usable sizes and proportions.
Common open spaces shall be distributed throughout the neighborhood. No
residence shall be located farther than a ¥4 mile walking distance from a common
open space.

Existing natural features on a development site shall be preserved by incorporating

them into common open space.
[Proposed Lee’s Summit, Missouri]
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The land between a building or exterior improvement and a street must be
landscaped and/or hard-surfaced for use by pedestrians. If hard-surfaced, the area
must contain two or more pedestrian amenities such as benches, drinking fountains,
and/or other design elements (such as public art, planters and kiosks), and be
physically separated from parking areas by a 3-foot deep landscaped area. Single-
family dwellings, duplexes, and attached houses are exempt from this requirement.
[Tri-Met: Portland, Oregon]

No structure shall exceed 65,000 square feet in gross floor area. For the purpose of
this section, the term “gross floor area” shall include outside retail areas.
[Easton, Maryland]

In the RPC and C-2 zones, no retail establishment shall exceed 65,000 square feet
of total gross floor area. Retail establishments containing greater than 25,000 square
feet of gross floor area and shopping centers of any size shall be subject to the
design and site development guidelines below.

Aesthetic and Visual Characteristics
a. Facades and Exterior Walls including Sides and Backs. The building

shall be designed in a way that will reduce the massive scale and uniform
and impersonal appearance and will provide visual interest consistent
with the community’s identity, character and scale. Long building walls
of at least 100 feet shall be broken up with projections or recessions of
sufficient depth along all sides, and in sufficient number, to reduce the
unbroken massing into lengths of approximately 50 feet or less along all
sides of the building. . .Along any public street frontage the building
design should include windows, arcades, awnings or acceptable features
along at least 60 percent of the building length. Arcades and other
weather protection features shall be of sufficient depth and height to provide
a light-filled and open space along the building frontage. Architectural
treatment, similar to that provided to the front facade shall be provided to
the sides and rear of the building to mitigate any negative view from any
location off-site and any public area (e.g., parking lots, walkways, etc.)
on site.

[Rockville, MD Zoning Code]

Maximum Building Size.

No building except grocery stores in this district shall exceed 10,000 square feet in
area for any single floor. “Building” for this purpose is defined as a separate
structure or a building or tenant space sharing a common wall through which no
access is allowed. Grocery stores shall not exceed 25,000 square feet in area for any
single floor.

Architectural Standards

1. Structures other than single-family residential dwelling structures. All structures,
except for single-family residential dwelling structures, shall be built to the

street right-of-way line. Such structures on lots with frontage on more than one
street line need only be built to one street line. At least three square feet of window
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or door openings per lineal foot of street wall frontage shall be provided on
the first floor elevation. For new construction or exterior renovation of
existing structures, exterior materials, except doors and windows, shall be of
stone, brick, stucco or wood.

2. Screening. Parking for nonresidential or mixed-use structures must be screened
from the street by a wall, fence, landscaping or berm between 18 inches and 42
inches in height. Roof-mounted mechanical equipment must be screened from
the view of the street and adjacent property. Dumpsters and other waste
receptacles must be enclosed by a solid wall or fence at least as high as the
receptacles.

3. Fences. New fences for nonresidential or mixed-use structures, other than those
erected in satisfaction of the screening requirements of Section 52-34 (Parking
Stations) of the Code of Ordinances or those enclosing dumpsters and other
waste receptacles per this subsection, must be of wrought iron or decorative
steel construction. Chain link fences, with or without opaque slat inserts, are
prohibited in this district.

4. Lighting. Floodlights or lights which illuminate open areas in connection with
any of the uses listed in this section shall be so arranged as to reflect the light
away from any adjoining residential property, and the intensity shall not exceed
two lux measured at any property line.

[Kansas City, Missouri: Brookside Business District|

Commercial and Industrial Size Limitations.

Notwithstanding the lot coverage requirements of each zone of Article IV, individual
buildings in a non-residential development shall comply with the gross floor area
(GFA) size limitations established in the table below. This table specifies the
maximum gross floor area allowed above ground in an individual building.

GROSS FLOOR AREA (GFA), in square feet:

Maximum Provisional
Zone square footage square footage
C-1 10,000 Not applicable
C-2 30,000 80,000
HCPD 30,000 80,000
CBD 30,000 Not applicable
M-1 30,000 80,000

Any business of the same type which occurs individually or jointly in a single
structure or combination of structures situated upon a single tract of and under the
same ownership, shall be considered one business and together restricted to the
maximum GFA provided in this section.

Provisional Permit.

The GFA may be increased to the size shown for a provisional permit in the above
table, following the application procedure outlined in this Code. The GFA allowed by
a provisional permit shall not be increased by variance. The Commission and Town
Council shall use the criteria outlined below for evaluation of a provisional permit.
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A. The size of the development is consistent with the uses in the general vicinity;
B. The infrastructure will support the size of the building and development;

C. The health, safety, and welfare of the Town of Taos are maintained;

D. Compliance with all other requirements of this Code.

[Taos, New Mexico]

Downtown Commerecial District Site Development Standards

A. Each lot must abut a public street.

B. Maximum residential density: 48 bedrooms per acre.

C. Maximum structure height: 60 feet.

D. Building facades shall maintain a consistent street edge, with the exception of
passages for pedestrian access and drives to parking areas. The street elevation of
principal structures shall have at least one street-oriented entrance and contain the
principal windows of the structure.

E. All rooftop equipment shall be enclosed in building materials that match the
structure or which are visually compatible with the structure.

F. Parking facilities shall be located behind the front building line. The administra-
tor or town council may grant exceptions if necessary due to the shallow depth of
a parcel, the location of existing mature trees, or other similar circumstances.

G. Automobile entrances to the site shall be minimized and placed to maximize
safety, maximize efficient traffic circulation, and minimize the impact on the sur-
rounding area. A maximum of two curb cuts shall be allowed per street frontage.
Factors including the number of existing curb cuts in the area, the potential for
increased traffic hazards and congestion, and the number of travel lanes of the
streets that serve the site shall be used to determine whenever more than one
curb cut is required for reasonable access.

H. All utility lines, electric, telephone, cable television lines, etc., shall be
placed underground.

I. Parking facilities shall be located behind the front building line.

[Blacksburg, Virginia]

Primary ground floor building entrances shall have an entrance oriented to
pedestrian-oriented streets, plazas, or parks. The building may also have other
entrances so long as direct pedestrian access is provided from all entrances.
[Vancouver, Washington]

Buildings. . .shall abut the street front sidewalk and orient the primary entrance, or
entrances, toward the street.
[Redmond, Washington: pedestrian-oriented district)]

The maximum street wall setback (formed by buildings) is 10 feet. Setback areas
(the area between the front property line and street wall) may be used for
landscaping and small commercial uses designed primarily to cater to pedestrians,
including, but not limited to, vendors, newsstands, flowers and cafes. Fences, large
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trees and landscaping, or other features that form visual barriers or block views to
street wall windows are prohibited. The street wall may be set back to retain scenic
views and to provide transition to residential neighborhoods, to allow privacy in
residential development, to meet centerline setback requirements, for building
entrances, for pedestrian plazas, and to allow existing setback buildings as
conforming uses. Large entryways that are integral to a building design may be set
back more than 10 feet.

[Olympia, Washington]|

Primary ground floor commercial building entrances must orient to plazas, parks,
or pedestrian-oriented streets, not to interior blocks of parking lots. Secondary
entries from the interior of a block will be allowed. Anchor retail buildings may
have their entries from off-street parking lots, however, on-street entries are
strongly encouraged.

[Sacramento County, California]

Building setbacks from public streets should be minimized. “Build-to” lines should
be established which reflect the desired character of the area and bring buildings
close to the sidewalk.

[Sacramento County, California]

Buildings clustered near internal streets (should be encouraged in order) to minimize
walking distances and to promote an attractive, active, and safe pedestrian-oriented
streetscape within a project, (and) to accommodate bus service, carpooling, and
vanpooling within a project.

[Montgomery County, Maryland]

No off-street parking shall be allowed between a public street or pedestrianway and
the required frontage for a building, other than in a driveway accessory to residential
development. Except as otherwise provided in this section, off-street parking shall be
allowed only in surface lots on the side or rear of a lot, in an underground lot or in a
parking structure, provided, however for commercial development (excluding the
identified Downtown Center), parking shall be allowed between a public street or
pedestrian way if it does not obstruct pedestrian access as defined in (Section )
and there are unusual site characteristics making it impossible to meet the minimum
parking requirement on the side or rear of a building or, no more than two rows of
parking are provided.

[Vancouver, Washington]

Parking Orientation

A. Parking lots and structures shall be located as much as possible to the rear of
buildings

B. Locating parking lots between the front property line and the primary
building storefront/entry is specifically prohibited.

C. Vehicular entry points to parking lots shall receive special paving accents
where the drive crosses the public sidewalk.

D. Off-street parking facilities shall be designed so that a car within a facility will
not have to enter a street to move from one location to any other location
within the same parking facility.

[San Bernardino, California]
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Requirements for Design of Parking Lots.

The provisions of this Section apply to all vehicle parking spaces and parking areas,
whether the parking meets or exceeds the number of spaces established in this
Article to serve a particular use or the parking lot is operated as a principal use on a
property and not dedicated to serving a particular use.

A. Orientation to street.

Except for parcels of land devoted to single-family, two-family or town

house residential uses, all areas devoted to vehicle parking shall be so

designed and be of such size that no vehicle is required to back into a

public street to obtain access.

B. Vehicle parking spaces.

1. No parking spaces shall be accessible from an access driveway
within the first twenty (20) feet of the driveway back from the street
right-of-way line.

2. Every parking space shall provide a useable rectangular area at least
nine (9) feet wide by nineteen (19) feet long. Access aisles shall not
encroach into this minimum rectangular area. Every parking space
shall be clearly demarcated by lines painted on or otherwise applied to the
parking lot surface.

C. Lighting of parking areas.

Any lights used to illuminate the parking area shall be arranged, located

or screened so that light is directed away from and no light source is

visible from a public street, a residentially-zoned area, or a residential use.

[Proposed Lee’s Summit, Missouri]

Pedestrian Maximum parking allowed: Retail Sales and Service Uses. The maximum parking
Friendly for retail sales and services uses shall not exceed four (4) parking stalls for each
Parking 1,000 square feet of gross floor area.

Maximum Parking Allowed: Residential Uses. The maximum parking for residential
uses shall not exceed two (2) parking stalls for each residential unit.
[Salt Lake City, Utah]

(At)-grade, open parking facilities, which contain five or more parking spaces, shall
be landscaped in accordance with the following requirements.

a) At least 5 percent of the interior area of the parking facility shall be land-
scaped. This does not include the perimeter planting provided for
beautification or to satisfy screening requirements.

b) Each planting area shall be at least 25 square feet in area and have no
dimension less than five feet.

¢) Each planting area shall contain at least one tree and the facilities as a whole
shall contain at least one tree for every 10 parking spaces.

d) Trees used to satisfy parking lot landscaping requirements shall be a minimum
of three-inch caliper at planting and shall be suitable for location in parking
lots...

e) Existing trees shall be preserved wherever possible.
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f) Existing and new trees shall be protected by bollards, high curbs, or other
barriers sufficient to minimize damage.

g) Extensive unbroken pavement areas in large, at-grade, open parking
facilities shall not be permitted. In parking lots containing 25 or more
spaces, a row shall contain no more than 15 contiguous parking spaces
without a densely planted landscaped buffer of at least the dimensions of

one space.
[Cambridge, Massachusetts]

1) Parking areas abutting a public right-of-way, except alleys and accessways,
shall provide a planting strip between the right-of-way and the parking areas
as follows:

a) Within a Transit-Oriented Development district a strip not less than five
feet in width shall be provided.

b) In all other areas, a strip not less than seven feet in width shall be
provided. The planting strip may be pierced by pedestrian and vehicular
access ways. Planting strips along a public right-of-way shall be planted
with large-scale, high canopy, horizontally branching tree species, and a
sight-obscuring evergreen hedge.

2) Visual breaks, no more than five feet in length, shall be provided every 20
feet within landscape planting strips abutting public rights-of-way. (Note: The
breaks allow visual access for security of parking lot users.) Shrubs, when
used as parking perimeter screens, shall be planted in minimum three-gallon
container sizes, or larger, as necessary, to achieve the desired screening height
of 30 inches within two years after planting.

3) Parking area screening requirements may be achieved through a combination
of change of grade and use of plant materials. Use of berms...(is)
acceptable...Slopes of landscaped berms shall not exceed 1:4 for lawn areas,
or 1:2 for berms planted with ground covers and shrubs.

[Eugene, Oregon]

A reduced parking permit is intended to permit the reduction of required
automobile parking spaces for senior housing, or when shared parking, tandem
parking, or in-lieu parking fees are proposed as part of any development, and
under certain circumstances for landmarks and historic districts.

The Zoning Administrator may grant a reduced parking permit for the

following:

A. Shared Parking. Facilities may be shared if multiple uses cooperatively
establish and operate parking facilities and if these uses generate parking
demands primarily during hours when the remaining uses are not in
operation. (For example, if one use operates during evenings or
weekdays only.) Shared parking shall be approved only if:

1. A sufficient number of spaces are provided to meet the greater parking
demand of the participating uses.

2. Satisfactory evidence has been submitted by the parties operating the
shared parking facility, describing the nature of the uses and times when
the uses operate so as to demonstrate the lack of conflict between them.

67



Structured &
Shared
Parking

Structured &
Shared
Parking

68

3. Additional documents, covenants, deed restrictions, or other agreements
as may be deemed necessary by the Zoning Administrator are executed to
assure that the required parking spaces provided are maintained and uses with
similar hours and parking requirements as those uses sharing the parking
remain for the life of the building.

B. Senior Housing. The Zoning Administrator may approve a reduced parking
permit for the reduction in the number of parking spaces required for senior
citizens and senior group housing based upon findings that the proposed
development is located in direct proximity to commercial activities and services,
and is adequately served by public transportation systems.

C. Tandem parking. The Zoning Administrator may approve a reduced parking
permit for tandem parking for commercial and industrial uses provided the
development requires 250 or more parking spaces, no more than a maximum of
20 percent of the total number of spaces are in tandem and an attendant is on
duty during the hours the building is open for business.

D. Low-income housing. The Zoning Administrator may approve a reduced parking
permit for the reduction in the number of parking spaces required for low-to-
moderate-income housing developments provided additional documents,
covenants, deed restrictions, or other agreements as may be deemed necessary by
the Zoning Administrator are executed.

[Santa Monica, California]

Parking and Loading Regulations

Loading regulations for all uses and parking for buildings erected exclusively for
dwelling purposes shall be as provided in section 80-444 and 80-445. There are no
minimum non-residential parking requirements in this district and there are no
minimum residential parking requirements for residential units in mixed-use
structures in this district. An individual non-residential use may not provide more
than one and one-half times the minimum parking requirements of Section 8§0-444
on the same lot or on a combination of the same and contiguous lots in any zoning
district, provided however, any individual use that would require four or fewer
spaces under Section 80-444 may provide up to six parking spaces. Multiple tenants
in a common structure or structures sharing a common wall shall be considered an
individual use for purposes of this calculation. Mixed-use structures may provide a
maximum of one parking space per dwelling unit for purposes of this calculation.
[Kansas City, Missouri]

Off-street parking required by this Code for any use shall not be considered as
providing parking spaces for any other use except where the provisions of subsection
(e); Collective Provision of Parking apply or a joint facility exists. Such a
facility shall contain not less than the total number of spaces as determined
individually, except that fewer spaces may be permitted where adjoining uses on the
same site have different hours of operation and the same parking spaces or loading
berths can serve both without conflict. A determination of the extent, if any, to
which joint use will achieve the purposes of this chapter shall be made by the
Planning Director, who may require submission of a site development plan and a
survey or other data necessary to reach a decision.
[Tri-Met: Portland, Oregon]
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Shared The parking spaces provided for separate uses may be combined in one lot but the
Parking required spaces assigned to each use may not be assigned to another use, except as
follows:

A. One-half of the parking spaces assigned to a church, theater or assembly
hall whose peak attendance will be at night or on Sundays may be assigned to
a use that will be closed at night or on Sundays.

B. Parking spaces may be shared by more than one use if the Director finds that
the total number of spaces will be adequate at the peak hours of the uses they
serve. The following ratios may be utilized in determining the time of day and
the day of the week at which the maximum number of spaces will be needed
by the uses served by the shared parking facility.

Percentage of Required Parking Spaces by Time Period

Weekdays Weekends Nighttime

6 am to 5 pm Spm to lam 6am to Spm Spm to lam lam to 6am
Office 100% 10% 10% 5% 5%
[Retail 100% 90% 100% 70% 5%
Hotel [ 75% 100% | | 75% 100% | | 75%
[Restaurant 50% 100% 100% 100% 10%
Entertainment
& Recreational| 40% 100% 80% 100% 10%
[Church 10% 25% 100% 100% 10%

C. Parking spaces that are proposed to be shared among two or more uses must
be clearly available to each use and not appear in any way to be serving a
particular use, either through signage dedicating the spaces or through design
techniques that would tend to orient use of the spaces to a particular business
or building.

D. Shared parking arrangements must be evidenced by a written agreement
acceptable to the Director, and approved by the owners of each of the
affected properties or uses. The approved agreement shall be recorded
and a copy supplied to the Director.

Guidelines: Downtown Area Parking.

A. Downtown area defined.

For purposes of this Section, “downtown area” means the area bounded on the
north by 2nd Street, on the east by Green Street, on the south by 4th Street, and
on the west by Market Street.

B. Residential uses.

No vehicle parking shall be required for three (3) or fewer dwelling units on a
property in the downtown area. For more than three (3) dwelling units, vehicle
parking shall be provided for the property at the rate of one and one-quarter 1.25
spaces per dwelling unit (rounded up to the nearest whole number of spaces).
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C. Nonresidential uses.
1. Vehicle parking.

a. In the downtown area, the vehicle parking requirements of this
Article for nonresidential uses shall apply only to the net increase
in floor area or use intensity created by new construction or
building expansion.

b. The parking requirement calculation for each nonresidential
use in the downtown area shall be based on the requirements of
this Article, or 5 spaces per 1,000 square feet of gross floor
area,whichever requires the fewer number of spaces.

c. Any existing vehicle parking spaces that are eliminated by new
construction or expansion must be replaced by that business or
use, unless such spaces are in excess of the requirements for that
business or use being served, and are in the same ownership.

2. Loading.
In the downtown area, uses that prefer to provide loading from the street
may have the option of applying for a permit for a curb loading zone as
provided in Section __ of'the code.

[Proposed Lee’s Summit, Missouri]

District Brookside Business District (BBD)

Purpose. District BBD is intended to permit development and continuance of
small-scale retail, service and office uses, designed to serve adjacent residential
neighborhoods; or larger trade areas with small-size specialty shops and services
such as antique shops, travel agencies and other related activities. Combined
commercial-residential (mixed-use) structures are appropriate in this district.
General retail uses intended to draw from a larger area, and having a substantial
reliance on automobile-based customer trips, are better located in more intensive
commercial districts. Parking requirements in this district recognize the pedestrian
and transit orientation of customer trips, and the shared use of both on-street and
off-street parking.

[Kansas City, Missouri]

Within 150 feet of transit station platforms, buildings shall be designed to
accommodate ground-floor retail and service uses; business and professional
offices shall be secondary uses on the ground-floor, occupying no more than
50 percent of the floor area.

[Tri-Met: Portland, Oregon]

Different uses, either within a single building or on a development site, must be
provided. Residential uses must be provided, but are not permitted on the ground
floor of mixed-use structures. In the Downtown activity center, commercial uses
must be provided on the ground floor.

[Vancouver, Washington (applied in a mixed-use zone)]
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f ) 1) To enable development within the city with imaginative site and building

' Neighborhood design in a compatible mixture of land uses that will encourage pedestrian
rather than automotive access to employment opportunities and goods and
services.

2) To ensure sensitivity in land use and design to adjacent land uses in the MU
district, and avoid the creation of incompatible land uses.

3) To ensure that all development gives adequate consideration to and provides
mitigation for the impacts it creates with respect to transportation, public
utilities, open space, recreation, and public facilities, and that circulation,
solid wastedisposal and recycling, water, sewer and stormwater systems are
designed to the extent feasible to be adequate to serve future adjacent
development that can reasonably be expected.

4) To ensure that development protects and preserves the natural environment to
the maximum extent possible, including, but not limited to, protection of the
water quality of the Snoqualmie River, contribution to the long-term solution
of flooding problems, protection of wetlands and sensitive areas, and
protection of view sheds.

[Snoqualmie, Washington]|
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rs™"/7 Mixed-Use The purpose and intent of the mixed-use district is:

-&f' 2 Buildings and a) To preserve existing downtown housing and to ensure that high-density

m Neighborhood housing and mixed-use development are included in appropriate areas; the

i": permitted commercial uses are intended to help preserve the residential use
of the area through provision of personal services within walking distance of
the residences;

b) To increase development intensity in this zone while providing an alternative
to the creation of an exclusive residential zone; commercial development
flexibility would be increased while meeting the housing objectives of the
comprehensive plan;

¢) To encourage the development of downtown housing in a wide range of types
and prices and rent levels;

d) To integrate the RMU (residential mixed-use) zone with surrounding business
and commercial zones by allowing small-scale commercial establishments
that would serve both residents and walk-in trade from nearby offices;

e) To create a continuity of pedestrian-oriented streetscapes and activities
throughout the zone; and

f) To permit development of a scale, height, and bulk that reinforces downtown's
historic character, buildings, places, and street layout.

[Olympia, Washington]|
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Introduction

This Environmental Enhancement Plan was prepared as part of the Turkey
Creek Basin Flood Damage Reduction project. The primary goal of the
Environmental Enhancement Plan is to further restore the area to a healthy
riparian corridor using a mix of native grasses, wildflowers, trees, and shrubs. The
proposed plan also includes a bicycle/pedestrian trail that will provide a critical
link to bi-state trails.

This report represents the culmination of steps taken throughout the
planning process to reach the final Environmental Enhancement Plan. Included
with the final concept are an Implementation Plan and Opinion of Probable
Cost. The plan focuses on the Environmental Enhancement Area which is the
responsibility of the U.S. Army Corps of Engineers (USACE). Funding for the Public
Education Features presented within the plan will be the responsibility of the
Unified Government of Wyandotte County and others interested in participating
in the continued implementation of the Environmental Enhancement Plan. The
Unified Government of Wyandotte County is the legal owner of the
enhancement area and will be responsible for the long-term operations and
maintenance of the area.

Project Location

The Turkey Creek watershed basin is 23 square mlles Iocated adjacent to
Interstate 1-35 for much of its :
length. Turkey Creek flows
west to east from Johnson
County, Kansas through
Wyandotte County and into
the Kansas River. The Turkey
Creek Environmental
Enhancement Areais a 41-
acre site located due south of
the confluence with the
Kansas River, and between 7th
Street Trafficway and Mission
Road. ABC Roofing adjoins
the west end of the area.

Landon Center on Aging

Medial Cente|
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Project History

The Turkey Creek basin has a long history of significant floods and human
manipulation. Turkey Creek has been continually channelized, moved and filled
beginning with the flood of 1844 and eventually even placed in a tunnel. Much
of the Creek’s original floodplain has been developed for industrial, commercial,
and residential urban uses. Several major flood events have occurred over the
last 50 years, with extreme events in 1993 and 1998. The USACE has been
implementing flood damage reduction measures for several years throughout
the stream corridor to address flooding issues.

Work began in 2004 on the section of stream between 7th Street
Trafficway and Southwest Boulevard by the Kansas Department of
Transportation (KDOT) and was completed in 2005. Included within this project
was the environmental enhancement of approximately 12 acres of riparian
(stream) corridor vegetation. According to recommendations made by the U.S.
Fish and Wildlife Service in the USACE General Reevaluation Report (2003), the
area could become the nucleus for a small urban natural area or park and
could be linked to existing or proposed urban trail systems within the area.

Plan Development

The planning process for the Turkey Creek Environmental Enhancement
Plan included stakeholder meetings and interviews, development of two
preliminary concept plans, one public open house, and development of a final
Environmental Enhancement Plan. Stakeholder meetings and interviews were
used to inform development of the preliminary concepts and input received
during the public open house was used to inform development of the final
Environmental Enhancement Plan.

Stakeholder Involvement

Stakeholders involved in this project included a variety of individuals,
businesses, and agencies, many of whom are members of one of two
groups currently working on projects in Turkey Creek. The first group of
stakeholders involved in this project was the Turkey Creek Basin Bi-State
Stakeholders. They are a group of businesses, and local, state, and federal
agency representatives who have been actively involved in the USACE
Turkey Creek Flood Reduction Project.
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The second group was the Turkey Creek Coalition which is an
informal association of public and private organizations and individuals
dedicated to trail development in the Turkey Creek Watershed. The
coalition is currently composed of representatives from all levels of
government, local, state and federal elected officials, local businesses and
organizations. Several citizens also participate in the Coalition of their own
accord. The Coalition is currently working on development of a trail
alignment and Corridor Concept Plan for the entire Turkey Creek
Watershed.

Additional input was obtained by interviewing key stakeholders
representative of interests and issues in the project area. Stakeholder Interviews
were conducted in person, by phone, and by email to obtain input on
important elements of this project. A total of 11 interviews were conducted with
stakeholders. Additionally, comments were received from two out of nine
agency/city/business contacts that were sent project information and asked to
provide comments.

Generally, feedback from stakeholders was very favorable towards an
ecosystem approach to the enhancement with a public use component.
Additional elements desired by the stakeholders included a primary trail with
connections on both ends of the project area; reasonably simple maintenance;
interpretive signs; long-term monitoring; and potential outdoor classroom
amenities.

Preliminary Concept Plans

Two preliminary concepts for the 41-acre enhancement area were
developed based on input received during the stakeholder process described
above. The two concepts represent a minimalistic (Concept A) and a more
programmatic (Concept B) approach to the ecological enhancement of the
stream corridor.
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Concept Plan A

Concept A presented a minimalistic approach that focused exclusively
on the environmental enhancement portion of the project with a very minor
public component.

Elements in Concept Plan A included:

e Access Control — gate for control of vehicular access

e Maintain existing native plantings on the flood terraces closest to the
stream

e Plantings are more structured

O Trees -loose/open planting of 200-300 trees within central
portion of area

0 Shrubs - planted up near the overlook on the west side

O Prairie grasses and wildflowers of comparable mix to flood
benches, planted around the trees and behind the levee.
Native grasses could potentially be used on top of the levee

= Screen planting along eastern fence line of ABC Roofing at west end
of enhancement area (adjacent to letter M)

= Primary trail through property on south side of creek (paved)

= Secondary trail at west end of berm provides access to the dog off-
leash area located between the levee and the railroad. Fencing
would be used around this area for safety.

= Overlook on high point on west side provides excellent view of Turkey
Creek

= Interpretive area on east end for Rosedale Arch

= Interpretive signs, limited educational programming
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Concept Plan B

Concept B presented a more programmatic approach in which the focus
is still the environmental enhancement; however, the enhancement is achieved
using an arboretum style approach to the arrangement of the plantings. The
primary trail is located on the north side of the project area adjacent to the
stream benches. Additional wood chipped trails are located within the
enhancement area providing the opportunity for greater interaction with
nature. Elements in Concept Plan B included:

e Access Control — gate for control of vehicular access

e Maintain existing native plantings on the flood terraces closest to the
stream

e Vehicular access, primarily a bus turn around area and a few parking
stalls on the west end

e There is at least one point along the northern perimeter of ABC Roofing
that does not provide enough room for both vehicular access and a
pedestrian trail. This would need to be addressed to accomplish this
portion of the plan.

e Plantings are less structured, more groupings like an arboretum

0 Trees would be a loose/open planting of 200-300 trees within
central portion of area

0 Shrubs would be used to accent tree plantings and near the
overlook

O Prairie grasses and wildflowers of comparable mix to flood
benches, planted around the trees and behind the levee.
Fescue or native grasses would be used on top of the levee.

e Screen planting along eastern fence line of ABC Roofing at west end
of enhancement area (adjacent to letter D)

e Boardwalk and overlook for wetland
e Rosedale Arch interpretive area

e Overlook of Turkey Creek on southwest end
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Public Open House

A public open house was hosted by the USACE
in conjunction with the Unified Government of
Wyandotte County and the City of Kansas City,
Missouri to obtain input from area citizens and others
interested in the project. Members of the Rosedale
Development Association assisted with conducting
the public meeting. Information presented at the
open house included (all materials presented are
included in Appendix A):

e Turkey Creek Flood Reduction Project History presented by the USACE

o Turkey Creek Regional Trail System presented by the Mid-America
Regional Council (MARC)

e Mill Street Bridge Study presented by the Unified Government of
Wyandotte County

e Environmental Enhancement Plan Concepts presented by Patti Banks
Associates (PBA)

The open house was well attended by the
community with close to 40 people in attendance.
Attendees provided insightful comments and
recommendations based upon the information
presented and seemed genuinely excited to have a
project like this being planned for their community.

Primary feedback from the public was to use
Concept B ensuring that the parking is ADA accessible and that the concept
includes an off-leash dog area. Additional comments included 1/10 mile trall
markers, recycling bins, biodegradable/compostable doggy poop plastic bags,
permeable pavements, and edible plant species for wildlife. Public input also
emphasized making safety a priority for the area including the discouragement
of homeless camps.

Turkey Creek Environmental Enhancement Plan 8|Page



In an effort to assist the public in visualizing what the Environmental
Enhancement Area can look like once it has become established, PBA provided
perspective drawings of viewpoints at each end of the project area.

South end looking northeast along Turkey Creek.

North end looking southeast to the Rosedale Arch.
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After the open house, the Unified Government of Wyandotte County
placed the primary materials on the Turkey Creek Improvements page of their
website www.wycokck.org making the information available to residents and
others unable to attend the open house. Materials from the open house were
also sent to agency representatives from the Environmental Protection Agency,
Kansas Department of Health and Environment, Kansas Department of Wildlife
and Parks, and the U.S. Fish and Wildlife Service for their review and comment
due to their past involvement in the project.

Environmental Enhancement Plan

The Final Environmental Enhancement Plan evolved from input received
throughout the planning process for this project. The final plan is an integration
of elements from both of the original concepts with a more programmatic
approach to the public use component. The final Concept Plan includes:

e Park entry with signage, bus turn around and vehicular parking

e Recreational trail access on the northeast and southwest ends of
the project area

e Turkey Creek overlooks and a boardwalk trail to a small wetland
e Rosedale Arch interpretive area

e Access Road - 10 foot wide concrete - future Turkey Creek Trail
e Arboretum trails - wood chipped trails through native plantings
e Levee and levee trall

¢ Native grassland and woodland plantings including native grasses,
wildflowers, trees, and shrubs

e Dog off-leash area
e Vegetated swale
e Access control to enhancement area, trail and dog off-leash area

Discussions with the USACE regarding plantings on the levee resulted in
consensus to recommend the use of Buffalo Grass and Blue Grama instead of
Fescue. These are native warm season grasses that have been cultivated into
more turf forming grasses (specifically Buffalo Grass) with the additional benefits
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of heat resistance, drought tolerance, winter hardiness, and disease and pest
resistance. After establishment, Buffalo Grass provides a lower maintenance
planting.

There are some outstanding issues that will need to be addressed by the
USACE and the Unified Government of Wyandotte County in future phases of
the Environmental Enhancement Plan.

e Public access currently does not exist off of Southwest Boulevard as the
roadway entrance into ABC Roofing exists on railroad right-of-way. The
new Turkey Creek road bridge for ABC Roofing will be placed outside of
the railroad right-of-way but the remainder of the road will remain in the
right-of-way. The Unified Government of Wyandotte County will only
need to look at potential acquisition of the old Aidi Oil property to the
west to gain public access to the enhancement area.

¢ Additional parking will likely be needed in the future to accommodate
the enhancement area and trail users as the parking area on the east
side of ABC Roofing is very limited. Additional parking could be created
on the property owned by the Unified Government of Wyandotte County
near the west end of ABC Roofing (see photo below).

e Another issue is the width of the existing access road on the north side of
ABC Roofing. In the locations where there are utility poles, the road is not
wide enough to safely accommodate both vehicular and pedestrian
traffic. One way to accomplish this may be to move the utility poles
adjacent to ABC Roofing’s fence line.
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Enhancement Area Public Education Features (by others)

Access Road (future trail)
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Plant Recommendations

The focus of the plantings within the Environmental Enhancement Plan is
to restore riparian vegetation to the Turkey Creek corridor. Plantings will include
areas of native trees, shrubs, grasses, and wildflowers endemic to riparian
habitats. The plantings recommended for the enhancement area are
indigenous to stream corridors within the Kansas City metropolitan area. The
following plant lists are just recommendations of some of the plants that could
be used in the enhancement area. A final plant palette will be developed with
the construction documents. Some riparian tree and shrub species to consider
using for the woodland plantings include:

Tree Species:

Sugar Maple
Cottonwood
Green Ash
Sycamore

Bur Oak

White Oak
Swamp White Oak
Black Walnut
Bitternut Hickory
Shellbark Hickory
River Birch
Kentucky Coffee Tree

Understory Trees and Shrubs:

Serviceberry
Pawpaw

Ohio Buckeye
Buttonbush

Gray Dogwood
Swamp Dogwood
Deciduous Holly
Ninebark

Blackhaw Viburnum

Turkey Creek Environmental Enhancement Plan

Acer saccharum
Populus deltoides
Fraxinus pennsylvanica
Platanus occidentalis
Quercus macrocarpa
Quercus alba
Quercus bicolor
Juglans nigra

Carya cordiformis
Carya laciniosa
Betula nigra
Gymnocladus dioica

Amelanchier arborea
Asimina triloba

Aesculus glabra
Cephalanthus occidentalis
Cornus foemina

Cornus amonum

llex deciduas

Physocarpus opulifolia
Viburnum prunifolium
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The native grasses and wildflower mix used should correlate with the
species used by KDOT on the stream channel benches and floodplain. While
the list of plants within the KDOT mix is fairly extensive (complete lists are in
Appendix B), the native grass and wildflower seed mix for the enhancement
area should be a much smaller mix of species, such as:

Grass Species:

Sideoats Grama Bouteloua curtipendula
Buffalo Grass Bouteloua dactyloides
Blue Grama Bouteloua gracilis
Canada Wild Rye Elymus canadensis

Little Bluestem Schizachyrium scoparium
Prairie Dropseed Sporobolus heterolepsis

Wildflower Species:

Butterfly Milkkweed Asclepias tuberosa
Leadplant Amorpha canescens
Prairie Coreopsis Coreopsis palmata
Purple Prairie Clover Dalea purpurea

Rough Blazing Star Liatris aspera

Pale Purple Coneflower Echinacea purpurea
Grey Headed Coneflower Ratibida pinnata
Missouri Black-eyed Susan Rudbeckia missouriensis

A mix of Buffalo Grass and Blue Grama is recommended for planting on
the levee. Buffalo Grass has been cultivated to be turf forming like Fescue with
additional advantages over Fescue. It is drought tolerant, disease and pest
resistant, winter hardy and heat resistant, and requires lower maintenance.

Existing site soil conditions appear to be fairly sterile lacking the proper
organic matter necessary for the successful growth of plants. Itis likely that the
site soils will need to be amended with compost and organic fertilizers or topsoil
brought in and tilled into the existing soils in order to ensure healthy plant growth
and the success of the enhancement plan. Further investigation of existing site
soils during the design process will be required to determine the extent of soil
amendment necessary.
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Implementation Plan

Implementation of this Environmental Enhancement Plan is dependent
upon the USACE’ overall schedule for construction of the levee and relocation
of the storm sewer interceptor lines. It is likely that most of the plantings and
primary trail alignment could be implemented as part of the levee construction.

Maintenance activities for the first three years of the project will focus on
activities to promote riparian habitat establishment. Typically these years are
the most critical for developing a successful stand of native plants. The following
management practices will be utilized.

First Year

The enhancement area will be maintained monthly during the first year
after construction. These activities include inspection of plant material,
identification and treatment of introduced and nuisance species, erosion
control, and herbivore inspection and protection. This initial 3-year
maintenance and monitoring period will begin following substantial completion
of the enhancement area planting.

If planting is completed in the fall of the year, measures must be taken to
ensure that bare soil is covered with a cover crop, straw mulch, or other erosion
control methods.

Maintenance (June to September):

e When the plantings within the enhancement area reach 12” during the
first growing season, mow to 6 to 8 inches to reduce competition from
annual weeds should they appear. Perennial plant species will be
establishing strong root systems during the first year, and will not be
dramatically impacted by mowing activities.

e Mow to 6” at the end of the first growing season (mid-September).
Remove thatch in late February/March to remove mature top growth.

¢ One year after seeding, overseed all native grass areas with the same
mix and seeding rate as first seeding. If first seeding occurs in late fall
or early winter, overseed in the spring.

e Watering: provide and maintain temporary piping, hoses, and lawn
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watering equipment to convey water from sources and to keep
plantings uniformly moist to a depth of 4 inches during the initial 90
days after installation. Watering of native plantings will be dependent
upon frequency and quantity of rainfall during first growing season.

o Daily for the first week, 1-1 ¥2 inch minimum depth.
Every 3 days for the second week at the minimum rate of 1 inch
per week.

o One day per week for the next 75 days at the minimum rate of 1
inch per week.

Monitoring (Monthly):

e Monitor for invasive weeds such as: velvet leaf, brome grass, Johnson
grass, crown vetch, musk thistle, prickly lettuce, etc. Monitoring should
occur monthly.

e Monitor erosion and erosion control measures.

Evaluation and Remediation (Monthly):

e If planted, cover crop should be growing within two (2) weeks of
planting.

e Native grass seedlings may only be 4-6” tall.

e If there is a flush growth of invasive weeds, mow more frequently but
do not mow shorter than 6.

e Fillin and reseed rills caused by erosion.

e Add new straw mulch in areas where mulch has been disturbed by
wind or maintenance operations sufficiently to nullify its purpose.
Anchor as required to prevent displacement.

Second Year

The enhancement area will continue to be monitored as in year one. The
native grasses and wildflowers will continue to be mowed to 12 inches if there
are still introduced herbaceous species present.
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Areas where trees and shrubs have been planted and seed mix has been
sown will continue to be maintained. However, no additional maintenance
activities are anticipated for these areas with the successful enhancement of
native riparian vegetation.

Maintenance (June to September):

e Mow to 6-8” when plants reach 12” during the growing season.

e Weed control - periodic mowing should keep annual weeds down.
Spot spray or manually remove invasive weeds.

e Some sites may not require as much maintenance, dependent upon
growth of natives during the first year.

e Mow to 6” at the end of the growing season (mid-September).
Remove thatch in late February/March to remove mature top growth.

Monitoring (Monthly and Quarterly):

e Monitor for invasive weeds such as: velvet leaf, brome grass, Johnson
grass, crown vetch, musk thistle, prickly lettuce, etc. Monitoring should
occur monthly in summer and quarterly throughout the rest of the year.

Evaluation and Remediation (Monthly):

e Cover crop, if planted, will not be present.

e Grasses should be forming clumps, but still remain short.

e |If there is a flush growth of invasive weeds, mow more frequently but,
do not mow shorter than 6”.

e Fillin and reseed rills caused by erosion.

e Reseed bare areas.

Third Year

The enhancement area will continue to be monitored as in year one. The
revegetation zone adjacent to the stream channel will be assessed for
introduced species and mowed to 12 inches if introduced species are found to
be present.
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At the end of each year of monitoring, the current maintenance strategy
will be reviewed for effectiveness and suitability. If additional maintenance
activities are required, they will be addressed and implemented at this time.
Conversely, if an activity is no longer required or effective, this period provides
sufficient review for termination.

At the end of the initial three-year maintenance period, all maintenance
activities will be reassessed for their necessity and effectiveness. Additional
performance criteria can be developed to assist with monitoring of the
enhancement area if requested by the USACE.

Opinion of Probable Cost

An Opinion of Probable Cost has been prepared for implementation of
the Environmental Enhancement Plan. Refinement of this cost estimate will
occur throughout the design process. The following assumptions were made in
developing this cost estimate.

e The opinion of probable cost is based upon the final Environmental
Enhancement Plan. Itis for budgeting purposes only and is in no way
intended as a guarantee of construction costs. The opinion of probable
cost is considered a Class 5 (Screening) estimate with an accuracy range
of +100/-50 according to the American Society for Testing and Materials
(ASTM) Standard Classification for Cost Estimate Classification System
(Designation E 2516-06).

e Costs include materials, labor, and installation.

e The following assumptions were made for the Environmental
Enhancement Area cost estimate:

o Costs are limited to the Environmental Enhancement Area located
between 7t Street Trafficway and ABC Roofing.

o Costsinclude construction of a construction staging area,
temporary access road, rest area pods, and plantings. The
construction staging area and temporary access road will later
serve as parking and a portion of the trail system.

o The cost estimate for the Environmental Enhancement Area does
not include the following:
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= Costs for levee construction and planting. This work will be
completed under a separate contract by the USACE.

= Right-of-way or property acquisition and potential structural
improvements necessary to provide public access to the
area.

= Parking at or near Southwest Boulevard.
= Future demolition of existing storm sewer interceptors.

= Soil amendments (Note: It is recommended that the project
site soils be amended to create an optimum growing
medium for trees and other native plant materials. Further
subsurface investigation of the existing site soils will be
required to determine the extent of soil amendment
necessary. Costs will be based upon the type and amount of
amendments determined to be necessary during the design
process.

= Three (3) year maintenance and monitoring of all plantings as
described in the Implementation Plan section of this
document.

e The following assumptions were made for the Public Education Feature
cost estimate:

o Costincludes the parking lot, nature trails, boardwalk, overlooks,
dog off-leash area fencing and amenities, and interpretive and
park monument signs. However, costs for site access are not
included.

0 Public Education Features will be funded by others and will not be
constructed in conjunction with the primary features of the
Environmental Enhancement Area that will be funded by the
USACE.
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Comments

Unit

Unit Price

Quantity

Enhancement Area

1 Start-up / Mobilization Construction equipment on site 1 lumpsum |$  51,360.00 [ $ 51,000.00
2 Temporary construction entrance Construction buffer at public roads 2 each $ 2,500.00 | $ 5,000.00
3 Clearing and grubbing Removal of undesirable vegetation & debris 11 acre $ 3,000.00 | $ 33,000.00
On-site marking of access road and parking lot for
4 Construction staking construction operations 3520 linear foot | $ 250]$ 9,000.00
5 Erosion and sediment control Sediment fence at perimeter of site 7000 linear foot | $ 2501$ 18,000.00
6 Earthwork Access road 3220 linear foot | $ 18.00 | $ 58,000.00
7 Staging Area for construction 1 lumpsum | $ 12,000.00 | $ 12,000.00
8 Construction Staging Area (6" AB3) Staging Area and base for future parking lot 1940 square yard | $ 38.00 | $ 74,000.00
Access road (6" portland cement conc. pvmnt.; 4"
9 rock base) Maintenance access road 3220 linear foot | $ 78.00 | $ 251,000.00
10 Portland Cement Concrete Pavement (4") 5 Rest area pods 393 square yard | $ 2200 ($ 9,000.00
11 Trees Root production method (RPM) planted 20' on center 677 each $ 50.00 | $ 34,000.00
12 Shrubs RPM 500 each $ 45.00 | $ 23,000.00
13 Native seeding Areas above benches, not including levee 15 acre $ 6,500.00 | $ 98,000.00
14 Cover crop Tree mitigation area only 5 acre $ 3,500.00 | $ 18,000.00
15 SUB-TOTAL $ 693,000.00
16 CONTINGENCY (25%) $ 173,000.00
17 DETAIL DESIGN & PERMITTING (10%) $ 87,000.00
18 TOTAL $ 953,000.00
19 I I
Public Education Features (by others)
20 Start-up / Mobilization Construction equipment on site 1 lumpsum |$  53,680.00 [ $ 54,000.00
Removal of undesirable vegetation & debris behind
21 Clearing and grubbing levee 9 acre $ 3,000.00 | $ 27,000.00
22 Parking lot 5" Asphalt; curb & gutter; striping 1940 square yard | $ 48.00 | $ 93,000.00
Remainder of site amenities not included with
Enhancement Area work such as walks, overlook,
23 Earthwork boardwalk, etc. 1 Jumpsum |$  50,000.00 | $ 50,000.00
24 Nature trails (hardwood mulch) Arboretum walks 145 cubicyard |$ 45.00 | $ 7,000.00
25 Portland cement concrete pavement (4") Overlook and walks 1569 squareyard | $ 2200 ($ 35,000.00
26 Vegetated swale Near parking; deep cell plugs and shrubs 25215 square foot | $ 1.75|$ 44,000.00
27 Wetland at boardwalk Terminus of boardwalk 3190 square foot | $ 250]$ 8,000.00
28 Boardwalk & overlook Overlook at existing headwall 2815 square foot | $ 73.00 | $ 205,000.00
29 Interpretives Overlook, boardwalk and Rosedale Arch 3 each $ 1,500.00 | $ 5,000.00
Misc. signage such as trail signs, off-leash signs,
30 Permanent signing arboretum signs, etc. 1 lumpsum | $ 5,000.00 | $ 5,000.00
31 Park monument sign Natural stone 1 each $  30,000.00 | $ 30,000.00
32 Dog off-leash area 6-foot chain-link fencing; galvanized 6066 linear foot | $ 2400 ($ 146,000.00
33 Leashing cages and amenities 2 each $ 8,000.00 | $ 16,000.00
34 SUB-TOTAL $ 725,000.00
35 CONTINGENCY (25%) $ 181,000.00
36 DETAIL DESIGN & PERMITTING (10%) $ 91,000.00
37 TOTAL $ 997,000.00
38
39 GRAND TOTAL $ 1,950,000.00
Note:
Cost for subtotal, contingency, detail design and permitting, and total is rounded to the nearest $1,000.
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Summary and Conclusions

The Turkey Creek Environmental Enhancement Plan was developed using
an integrated community approach. By integrating input from the various
stakeholders throughout the planning process, the resulting plan was able to
focus on the necessary ecological functions of the stream corridor and include
public use components. This project provides the perfect opportunity for the
USACE to demonstrate riparian corridor enhancements with native plants and
the integration of interpretive elements through trails and signage.

As the USACE proceeds with the next phase of this project, they will need
to input the results of the Levee Value Engineering Report and any other
additional information obtained after development of this report to refine
elements within the plan. Details for the Implementation Plan and project costs
should be further refined during the construction documentation phase of this
project.
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APPENDIX A

Open House Presentation Materials
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Corps of Engineers
Flood Reduction Project
and the
Turkey Creek Tunnel
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Recommended Channel Plan

*Raise 4.4 RR Bridge 5 ft.

*50° Trapezoidal Section 4.4 RR to I-35
Overpass.

*Replace Mill St. Bridge w/25° Wider Bridge
XWijden Channel Under Mill Street

*

*Interceptors Remain Unchanged
From Authorized Project

of the runoff in excess of the existing
storm sewers.

K-DOT completed about half of the lower
channel modifications in 2005 and the
tunnel restoration, started in 2005, will be
completed in 2009. Work on the remaining
upstream channel is ongoing, including
the railroad and roadway bridges, and is
scheduled to be completed by 2012.The
interceptors are scheduled to be complete
by 2016.

* 85’ Trapezoidal and Benched Section 3.8
RR to South of 7t Stree

*Drop Structure U/S Mission Ramp
*Flood Warning Barrier System
*Bioengineering and Riffle-Pools
*Inclusion of Existing Tunnel

600° Walled Channel Reach

While some risk remains for flooding in the
future, the risk of property damages or the
threat to potential loss of life will be greatly

reduced.

US Army Corps
of Engineers ©
Kansas City District

For More Information

Civil Works Branch
816-389-3972

U.S. Army Corps of Engineers




Turkey Creek Flood Damage Reduction Project
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both in excess of $20 million. Historically, second from a 1% frequency storm. The
businesses and homes experienced interceptors are designed to capture some
flooding from runoff on the hillside to the 7
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e east and even greater flooding from the
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The $92 million dollar project was
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The Turkey Creek Basin project is a local flood authorized by congress in 2003 for

damage reduction project located in the construction with the City of Kansas d
northern most area of the 23 square mile City, Missouri (KCMO) and the Unified

watershed. The watershed covers parts of Government of Kansas City, Kansas/

Johnson and Wyandotte Counties in Kansas Wyandotte County (UG/KCK) as the local

and Jackson County in Missouri, paralleling sponsors. The federal government is

I-35 for much of its path. responsible for 65% of the project costs







Flood Dmﬁuge ReductionyBroject

Recommendd Channel

.

Plan

“Raise 4.4 KK Bridge 5 IL * B5" Trapezoidal and Benched Section 3.8

*£0° Trapezoldal Seetdon 4.4 RR w0 135 RR 1o South ol T4 Streg
Owerpass, Leves Section .

“Replpce WIS Bridge w25 Wider Bridge
Wlden Channel Under Mill Strect
*Raise 3.0 KK Bridge

[t n e
*Tnstall Bladder Gate ™. Mill Street

*Drrog Structure LUS Mission Ramp
“Flood Warning Barrler System
*Rivengineering and Rille-Fols
*Inclusion of Existing Tunnel

*Interceptors Remain Unchanged TR
600" Wa annel Reae

From Authorized Project




Turkey Creek General Tunnel Restoration

Origingl Tunne

Ganerol lunnel conditions before repairs in 2005, Dowenstroom tunnel work with water confrol pipe,

Final floor repair, sirucural sieel. Shotcrete opplied with robotic arm. *Inset - Ceiling work.



Turkey Creek Upstream Tunnel Cavities

Bock filling floor cavity Bock filling woll covity with shofcrete Structural woll repair



Mid-America Regional Council
Turkey Creek Trail Maps
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Turkey Creek Trail by Merriam
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Unified Government of Wyandotte County
Mill Street Bridge Study
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_Smoot Company

2 \ Rolling Flood éatg System
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Capyraht {c) 2005 Unified Govammant.
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Mill Street Bridge Original Study
January 2003

e Public Safety Concerns: In order to get under the existing I-35 Bridge, a replacement for the Mill Street Bridge would have to
be constructed at the 10 year flood elevation. In conjunction with a replacement bridge, a rolling flood gate system would be
constructed. This introduces the possibility of vehicles becoming trapped on the Mill Street Bridge during a flood event after
the rolling gates are closed.

e Flood Risk Concerns: Rolling flood gates have several moving parts and require people to operate them during a rain event.
This introduces the possibility of mechanical failure and human error during a flood event.

e Project Costs: Rolling flood gate systems and concrete flood walls are expensive. Constructing an earthen berm instead can
reduce the project cost by an estimated $4,700,000.

e Commercial Traffic through Neighborhood: Commercial traffic can still cross the Mill Street Bridge and drive through the
neighborhood south of Turkey Creek.

e Train Traffic Increase at Nearby Crossing: The nearby BNSF railroad crossing at Mill Street already impedes traffic at this

location. Currently, 51 trains per day cross at this location. The BNSF railroad projects the train traffic to increase an
additional 18% by the year 2016.
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Mill Street Bridge Value Engineering Study
April 2008

» Improved Public Safety: Elimination of the Mill Street Bridge
and proposed rolling flood gate system removes the
possibility of vehicles becoming trapped during a flood event.

» Reduced Flood Risk: Rolling flood gates have several moving
parts and require people to operate them during a rain event.
This introduces the possibility of mechanical failure and
human error during a flood event. An earthen berm does not
have these added failure risks.

» Project Cost Savings: Rolling flood gate systems and concrete
flood walls are expensive. Constructing an earthen berm
instead can reduce the project cost by an estimated
$4,700,000.00.

» Reduce Commercial Traffic through Neighborhood:
Eliminating the Mill Street Bridge would also eliminate
commercial cut through traffic in the neighborhood south of
Turkey Creek. Additional commercial traffic could be
eliminated by relocating the Smoot Company to a new
location.

» Train Traffic Increase at Nearby Crossing: The nearby BNSF
railroad crossing at Mill Street already impedes traffic at this
location. Currently, 51 trains per day cross at this location. The
BNSF railroad projects the train traffic to increase an
additional 18% by the year 2016.
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Environmental Enhancement Concept Plans
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Project History

The Turkey Creek watershed basin is 23 square miles located adjacent to Interstate [-35 for
much of its length. Turkey Creek flows west to east from Johnson County, Kansas through Wyan-
dotte County and into the Kansas River. The Turkey Creek basin has a long history of significant
floods and human manipulation. Turkey Creek has been continually channelized, moved and
filled beginning with the flood of 1844 and eventually even placed in a tunnel. Much of the
creek’s original floodplain has been developed for industrial, commercial, and residential urban
uses. Several major flood events have occurred over the last 50 years, with extreme events in
1993 and 1998. The U.S. Army Corps of Engineers has been implementing flood damage reduc-
tion measures throughout the stream corridor to address flooding issues for several years now.

Work began in 2004 on the section of stream between 7th Street Trafficway and Southwest
Boulevard by K-DOT and was completed in 2005. Included within this stream project was restora-
tion of the riparian (stream) corridor vegetation. The primary goal of the Turkey Creek Environ-
mental Enhancement Concept Plan is to further restore the area to a healthy riparian corridor
using a mix of native grasses, wildflowers, trees, and shrubs. The proposed plan will also include a
bicycle/pedestrian trail that will provide a critical link to bi-state trails.
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The following are some primary features of each plan.

Concept Plan A

Access Control

Maintain existing native plantings on the flood terraces closest to the stream

Plantings are more structured

o0 Trees —loose/open planting of 200-300 trees within central portion of area

o0 Shrubs - planted up near the overlook on the west side

o Prairie grasses and wildflowers of comparable mix to flood terraces to be planted
around the trees and behind the levee. Native grasses could potentially be used on top
of the levee

Screen planting along eastern fence line of ABC Roofing

Primary trail through property on south side of creek (paved)

Secondary trail at west end of berm provides access to the dog off-leash area

Overlook on high point on west side provides excellent view of Turkey Creek

Interpretive area on east end for Rosedale Arch

Dog off-leash area located between the levee and the railroad. Fencing would be

used between area and railroad for safety

Interpretive signs, limited programming

Concept Plan B

e Access Control

Maintain existing native plantings on the flood terraces closest to the stream

Vehicular access, primarily a bus turn around area and a few parking stalls on the

west end

o There is at least one point along the northern perimeter of ABC Roofing that does
not provide enough room for both vehicular access and a pedestrian trail. This
would need to be addressed to accomplish this portion of the plan

Plantings are less structured, more groupings like an arboretum

o Trees would be a loose/open planting of 200-300 trees within central portion of
area

o Shrubs would be used to accent tree plantings and near the overlook

o Prairie grasses and wildflowers of comparable mix to flood terraces to be planted
around the trees and behind the levee. Fescue or native grasses would be used

on top of the levee.
Screen planting along eastern fence line of ABC Roofing

T

US Army Corps
of Engineers ©
Kansas City District
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Park Entry and Signage - off map
Recreational Trail - access southwest
Recreational Trail - access northeast
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Turkey Creek Overlook
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Arboretum Trails

Boardwalk and Overlook

(ot existing headwall)

Rosedale Arch Interpretive Area
Corps Flood Control Berm - Turgrass
Mafive Grasses

Woodland

Native Shrubs

=
o
E
L]
7}
c
s]
£
c
w
5
c
]
E
c
(o]
=
s
£
w
~
o
o
(O]
>
(1]
X
s
=2
i
c
Le)
o
7]
2
v
=]
=

ansas City, Kaonsas
July 25, 2008

Ki




SALVIDOSSY
SHHWE 1L

800Z ‘T 1990100

sesuey| ‘A11D sesuey|
JUuoswiadueyus |[ejuswuolinug Yoal1)) \va_‘:,_._.

View to Northeast - Turkey Creek and Downtown Skyline
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View to Southwest - Rosedale Arch



APPENDIX B

KDOT Stabilization Mixes
Mix 2 Upland

Mix 3 Forested Floodplain
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Stabilization Mix 2 Upland

Scientific Name Common Name kg PLS/ hect| Min. % Germ. | Origin
Elymus canadensis Canada Wild Rye 1.76 90 Midwest
Andropogon virginicus  |Broomsedge (Upland 2.64 80 MO/KS
Ecotype)
Schizachyrium scoparium |Little Bluestem var Aldous 5.28 80 MO/KS
Panicum virgatum Switchgrass var Blackwell 1.76 80 MO/KS
Sporobolus heterolepsis  |Prairie Dropseed 0.88 80 MO/KS
Bouteloua curtipendula  |Sideoats Grama 3.52 80 Midwest
K oeleria macrantha Prairie Junegrass 0.88 80 Midwest
Sorghum nutans Indiangrass var Rumsey 1.76 80 MO/KS
Andropogon gerardii Big Bluestem 1.76 80 MO/KS
Asclepias tuberosa Butterfly Milkweed 0.22 80 MO/KS
Amorpha canescens L eadplant 0.22 50 MO/KS
Desmanthusillinoiensis  [Bundleflower 0.22 80 MO/KS
Dalea purpureum Purple Prairie Clover 0.22 80 MO/KS
Liatris aspera Rough Blazing Star 0.22 80 MO/KS
Liatris punctata Dotted Blazing Star 0.22 80 MO/KS
Coreopsis pamate Prairie Coreopsis 0.22 80 Midwest
Echinacea pallida Pale Purple Coneflower 0.22 80 MO/KS
Echinacea paradoxa Y ellow Coneflower 0.22 80 MO/KS
Ratibida pinnata Gray Headed Coneflower 0.22 80 MO/KS
Rudbeckia missouriensis  [Missouri Black Eyed Susan 0.22 80 Midwest
L espedeza capitata Roundhead L espedeza 0.22 80 MO/KS
Salvia azurea Pitchers Sage 0.22 80 Midwest
Phlox maculata Meadow Phlox 0.22 80 Midwest
Aster oblongifolius Aromatic Aster 0.22 80 Midwest
Silphium laciniatum Compass Plant 0.22 80 MO/KS
Silphium integrifolium Rosinweed 0.22 80 MO/KS
Baptisialeucantha White Wild Indigo 0.22 50 Midwest
Helianthus maximiliani  |[Maximilian Sunflower 0.22 80 MO/KS
Mirabilis nyctanginea Four O’ Clock 0.22 80 Midwest
Pycnanthemum flexuosum [Slender Mountain Mint 0.22 80 Midwest
Solidago speciosa Showy Goldenrod 0.11 50 Midwest
Filipendula rubra Queen of the Prairie 0.11 50 Midwest
Eryngium yuccifolium Rattlesnake Master 0.11 50 MO/KS
Monarda fistulosa Horsemint 0.11 50 Midwest
Dodecatheon meadii Shooting Star 0.11 50 Midwest
Aster oolentangiensis Sky Blue Aster 0.11 50 Midwest
Hypericum prolificum Saint John’s Wort 0.11 50 Midwest
Tridens x Agropyron Regreen Sterile Wheat 44.03 95 Northwest
Varies Desert Bloom Mix 8.80




Stabilization Mix 3 Forested Floodplain

Scientific Name Common Name kg PLS/ hect| Min. % Germ. | Origin
Elymus virginicus VirginiaWild Rye 8.80 80 MO/KS
Chasmanthium latifolia  |Sea Oats 8.80 90 MO/KS
Tripsachum dactyloides  |Eastern Gamma Grass 4.40 80 MO/KS
Calamagrostis arundinacea|Blue Joint 0.88 80 Midwest
Hysterix spp. Bottlebrush Grass 0.88 80 Midwest
Bidens aristosa Bur Marigold 0.25 50 MO/KS
Echinacea purpurea Purple Coneflower 0.22 80 MO/KS
Campanula americana Tall Bellflower 0.22 80 Midwest
Coreopsis lanceolata Lanceleaf Coreopsis 0.22 50 MO/KS
Baptisiaaustralis Blue False Indigo 0.22 MO/KS
Aster novae-angliae New England Aster 0.22 80 Midwest
Liatris pycnostachya Prairie Blazing Star 0.22 80 MO/KS
Asclepiasincarnate Swamp Milkweed 0.22 90 Midwest
Cassia fasciculata Partridge Pea 0.22 90 MO/KS
Eupatorium perfoliatum | Boneset 0.22 50 Midwest
Eupatorium maculatum  |Joe Pye Weed 0.22 50 MO/KS
Tradescantia ohiensis Ohio Spiderwort 0.22 90 MO/KS
Penstemon digitalis Smooth Beardtongue 0.22 90 MO/KS
Rudbeckia fulgida Orange Black Eyed Susan 0.22 90 MO/KS
Penstemon cobaea Purple Beardtongue 0.22 90 Midwest
Silphium perfoliatum Cup Plant 0.22 50 MO/KS
Lobeliacardinalis Cardinal Flower 0.11 80 Midwest
Lobeliasilphitica Great Blue Lobelia 0.11 80 Midwest
Amsoniaillustris Blue Star 0.11 Midwest
Physotegia virginiana Obedient Plant 0.11 Midwest
V eronicastrum virginicum |Culver’s Root 0.11 Midwest
Tridens x Agropyron Regreen Sterile Wheat 44.03 95 Northwest
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Walkability Assessments

Prior to conducting the walkability assessments in the Rosedale community, a graduate
research assistant plotted common routes traveling through and around neighborhoods,
apartment complexes, local stores, and parks surrounding each of the schools. Each
route was assessed, making any necessary route changes along the way.

Items that were critiqued for each of the walkability assessments included the following:
Walking surface, including sidewalks, paths, roadways, or other surfaces
Crosswalks and area surrounding crosswalks

Driving behaviors and motor vehicle activity

Safety rules

Aesthetics (landscaping, animals, people, lighting, pollution, litter, etc.)

Each of the components assessed above were rated on a scale of 1 to 6:
= 1 =Awful
= 2 =Many problems
= 3 =Some problems
= 4=Good
= 5=Verygood
= 6 = Excellent

The overall score was then added up for a total score. The following is the breakdown
of total score from the instrument used in this assessment:

= 26— 30 = Good neighborhood for walking

= 21 - 25 = Neighborhood and surrounding areas is pretty good for walking

= 16 — 20 = Okay for walking, but needs some work

= 11 - 15 = Needs lots of work

= 5-10 = Very poor conditions for walking
Along with the assessment instrument itself, field notes and pictures documenting
walking conditions were taken along the way. At the end of each walk, both the
graduate research assistant and researcher on this project conferred together about
things encountered during the walk, and came up with an overall consensus on the
ratings for each assessment.

For a copy of the walkability assessment used for this evaluation, see Appendix A.



T.A. Edison Walkability Assessment
Results

The following summarizes the results for the
assessment conducted for areas and
neighborhoods surrounding T.A. Edison
Elementary School on 04/15/2009.

Walking Surfaces

One of the first things noticed was that the area
surrounding T.A. Edison Elementary School T.A. Edison Elementary School
contained no sidewalks at all, and that the road
appeared pretty narrow with no curbs present.
This could present hazards, particularly during
high traffic times (as children are being
dropped off and picked up from school).

The neighborhoods surrounding the school for
the most part were missing sidewalks and the
roadways were pretty narrow. This could
cause problems in the case of walkers/cyclists
if two cars were approaching each other from
opposite directions in that one car would have
to slow down and/or stop to let the other car
pass for safety reasons. Also, because of the Many of the roads surrounding T.A. Edison
narrow roadways, the pedestrian may feel the were narrow with drop-offs on either side of
need to walk on the grass and dirt. Most of the  theroad. A majority of these roads lacked
neighborhoods did not have any curbs at all. sidewalks or shoulders for pedestrians.
Furthermore, there would be concern during g

inclement weather the safety of the narrow ;
roadways. Because a snow plow may find it
difficult to maneuver down narrow streets that
often also had cars parked along the way,
certain neighborhoods may not get the salt
for ice or plowed for snow. This could cause
safety problems for children having to walk to
school.

There were also several areas in which
vegetation blocked the walking paths on the
roadways and sidewalks, requiring that the
pedestrian walk around the vegetation,
further out into the roadway. Although
sidewalks for the most part were not present
during most of the walk, with the exception of

Many of the sidewalks were narrow and in poor
condition with large cracks and uneven
surfaces.



on main roads, the sidewalks that were found were in very poor condition. The
sidewalks were often narrow, cracked, rough, littered with debris and glass, or had
grass and dirt growing through the cracks. With the exception of a four block stretch on
Mission Road, sidewalks were either not present at all, or there was only one side of the
street with a sidewalk.

Because of the lack of sidewalks and paths, the rating given to this component of the
assessment was a 2 (many problems).

Crosswalks and Area Surrounding Crosswalks

Several problems were also encountered with
this component. There were two crosswalks
located in front of the school with signs indicating
that it was a school crosswalk. However, the
paint on the roadway indicating that it was a
crosswalk was very faded, particularly on one of
the crosswalks.

On the main roads, including Southwest
Boulevard and Mission Road, very few, if any,
crosswalks were present. We encountered two
crosswalks at Mission Road and 47" Avenue

and the two crosswalks previously mentioned in Faded crosswalk in front of T.A. Edison
front of the school. Furthermore, because of the  Elementary in need of repainting.

hills decreasing the visibility of both drivers and

pedestrians, and the wide roads, there were several areas that may be difficult for small
children or disabled people to effectively cross. Because of these high traffic areas,
more crosswalks and/or traffic signals should be implemented for the safety of
pedestrians and bikers.

Also, although there were several stop
signs around the school area, very few
crosswalks were available for student use.
Because this is such an enclosed
neighborhood where traffic could potentially
get heavy during drop off and pick up times,
considerations should be made to including
more crosswalks for children within these
neighborhoods.

There were also instances along the way in
which trees, bushes, and cars blocked our

Another faded crosswalk located near T. A. view for crossing the street. Also, on the
Edison. This crosswalk was located at the main sidewalks when crossing roads, there
corner of S. 8" and Locust Streets. was no ramp leading into the street. The



curbs were often steep for dismounting or mounting the sidewalks for bicyclists or
pedestrians. Again, the lack of sidewalk ramps leading onto main crosswalks could
cause problems for small children, cyclists, or disabled people using wheelchairs,
canes, or walkers.

Because of the lack of crosswalks, particularly around the school and parks, we rated
this component as a 2 (many problems).

Driving Behaviors and Motor Vehicle Activity

Overall, the drivers we encountered appeared cautious and followed posted speed
limits. However, the time of day this assessment was conducted could be a factor. This
assessment was conducted between 9:00 am and 12:00 pm, while most people are at
work or school. However, the drivers we observed yielded to other traffic and to us at
crosswalks. There were only a couple of instances in which we observed unsafe driving
behaviors. One car was speeding through Rosedale Park, and there were a couple of
times in which we felt uncomfortable walking because of honking cars or whistling
drivers.

Speed limits signs appeared on the main roadways, and drivers appeared to follow
these postings. There were a few of the roads near the school in which speed limit
signs were posted in clear view, but they should be posted more often for drivers who
may unaware that there is a school nearby. For the most part, drivers appeared to have
safe driving behaviors. We rated this component as a 4 (good).

Safety Rules

From our observations, it appears that
pedestrians should have no problems
adhering to safety rules, however caution
should be applied in heavy traffic areas
where crosswalks may be missing.
Because some of the high traffic crossing
areas occurred on hills where visibility was
a bit of an issue, more care should be taken
by pedestrians by looking both ways
several times before crossing until
crosswalks are made more available. Also,
because Mission Road was the only road
we came across that had lights with

crosswalks, extra caution should be taken Very few crosswalks with lights were
around all areas to ensure pedestrian available for pedestrian use in the area. This
safety crosswalk with pedestrian light was located

along Mission Road.

Because of the lack of crosswalks and sidewalks, making it more difficult for pedestrians
to walk or cross streets in many areas, we rated this section as a 3 (some problems).



Aesthetics

Overall, our walk was pleasant for the most part. In the neighborhoods, there were
several trees and most of the yards appeared cared for. On some of the more main
roads, such as Southwest Boulevard, there were older, run-down buildings that were
not so pleasant but which can be expected. Also, most of the neighborhoods and main
roads appeared to be well-lighted, although we cannot assume that these lights work
once it is dark.

There were a few instances that were cause for concern. In one situation, not far from a
school, an unleashed dog came running up to us. However, the owner was not far and
yelled over to us, “Don’t worry, he’s friendly.” Just as quickly as the dog ran up to us, he
ran back to his own yard. While we were mostly startled by the dog, we could see he
was friendly. However, a small child could have easily been frightened, causing some
concern. Although there were several other barking dogs along the way, the rest of
them were fenced in a yard or chained to a leash.

We also had to walk under several bridge overpasses, which even during the day were
dark and a bit threatening. Light from the streetlamps would not reach under these
areas during the nighttime or during days of inclement weather. These areas could be
unsafe for children, or they may feel threatened or unsure of using these paths walking
to and from school.

Along the walk, there were a couple of people we passed which made us feel extra
cautious. Because there were no sidewalks to walk on and the roads were so narrow, it
was difficult to avoid walking by these people unless you turned around and went
another way.

There was also one large railroad
crossing not far from the school.
While the area is clearly marked with
signs and cross gates for oncoming
trains, this is an area that may be
unsafe for small children who do not
know how to properly cross a railroad
crossing.

On the main roads, there was much
traffic noise, but for most of our walk, it
was fairly quiet with the occasional

passing car or barking dog. Keep in = - e
mind, however, that this assessment - : ‘&‘
was performed while most people Railroad crossing near school could pose hazards for
were already at work or at school. young children who do not know how to safely cross.



For the most part, the walk was pleasant with just a few hesitant areas. We rated this
component as a 4 (good).

Overall Score

Based on our rating of the walkability in and around the area of T.A. Edison Elementary
School, we arrived to the following total score:

= Walking surface = 2

= Crosswalks and area surrounding crosswalks = 2

= Driving behaviors and motor vehicle activity = 4

= Safety rules =3

= Aesthetics =4

Total Score = 15

This score classifies this area as needing improvement. We are in agreement that more
crosswalks and sidewalks should be made available for children, especially around the
school area where they are particularly lacking and where traffic can be especially
heavy during drop off and pick up times during the school day. In order to encourage
more children to walk to school, an effort should be made to improving this area.

To view a copy of the route traveled for the assessment of T.A. Edison Elementary
School and field notes that were taken, see Appendix C.



Noble Prentis Walkability Assessment Results

The following summarizes the results for the assessment conducted for areas and
neighborhoods surrounding Noble Prentis Elementary School on 04/16/2009.

Walking Surfaces

There were several problems with the walking A
surfaces for the Noble Prentis assessment. First NOBLE - PRENTIS
of all, sidewalks and paths were severely lacking SCHOOL
on many of the roads, including on the street —
where Noble Prentis is located. There were only a
few roads which had sidewalks including Rosedale
Drive, Mill Street, SW Boulevard, and Merriam
Lane, however the sidewalks were in very poor

condition in many areas with large cracks, uneven Noble Prentis Elementary School.
surfaces, and trashcans, shrubbery, and other

items obstructing the sidewalks. Furthermore, many of the sidewalks were narrow and
lacked curb ramps. Although the sidewalks on Rosedale Drive appeared to be in good
condition, poor drainage problems would prevent walkers or bikers from utilizing these
sidewalks. The sidewalk surface was covered in water and mud in several areas and
numerous sticks and tree branches obstructed the sidewalk.

The roads that were travelled were also
very narrow. While we were walking west
on Springhorn Lane, a bus had to stop for
an approaching car in order to
accommodate us walking up the hill. This
was also a large hill with a sharp curve
which could cause visibility problems for
drivers, walkers, and bikers. There was
also broken glass on the roadway and
overgrown shrubbery obstructed the view <
around the curve. The roadways were also
overall in poor condition as many of them )

had large cracks, potholes, and uneven

surfaces. There were also areas where the

roads had steep drop-offs creating hazards Many of the roads surrounding Noble Prentis
for pedestrians or bikers needing to walk or  were narrow, curvy, and lacked sidewalks. This
ride in the grass to avoid oncoming traffic. is S. 14" Street, located just north of the

One of the roads had severe drainage school.

problems with lots of water, mud, sticks and

tree branches in the roadway, creating

obstacles for pedestrians, bikers, and drivers.




The road leading up to and away from
Noble Prentis did not have any
sidewalks, although it did have a gravel
and dirt shoulder which contained
several potholes and was uneven in
several areas. There were also several
trashcans that obstructed the shoulder.
This road was also very narrow.
Because the school is on this road, it is
also a high traffic area before and after
school. Due to the lack of sidewalks
and the narrow roads, walking and
biking on this road could be dangerous
for pedestrians walking to and from
school, especially during high traffic
times.

Because of the lack of sidewalks and Pedestrians would need to exit the sidewalk here in order to
paths, the narrow roadways, and the avoid the drainage problems that blocked some of the
poor condition of the sidewalks and sidewalks and roadways in the area.

roads, we rated this component of the
assessment as a 2 (many problems).

Crosswalks and Area Surrounding Crosswalks

We encountered three crosswalks by Noble Prentis—one was located at Springhorn
Lane and 14™ street and a second crosswalk was located behind the school fields on
Lawton Lane. The crosswalk on Lawton Lane was in very good condition, however the
crosswalk on Springhorn Lane was faded and in need of repainting. There was also a
third crosswalk located in front of the school on S. 14™ Street along with speed limit
signs and flashing lights to alert people that they are in a school zone. However, the
crosswalk located in front of the school was also in need of repainting.

Because this school is located in a residential neighborhood where traffic could be
potentially heavy before and after school, more crosswalks should be made available in
front of and behind school whetrash and bushes may block the view of students walking
to and from school, either morre children may be crossing the street. Considering that
many of the roads are narrow and that e crosswalks or signs indicating that a school is
within close distance should be placed in areas surrounding the school.

Because of the lack of crosswalks surrounding the school and nearby parks, we rated
this component of the assessment as a 3 (some problems).



Crosswalk on S. 14" Street in need of repainting. Crosswalk behind school is in good condition and

easily viewable to drivers.
Driving Behaviors and Motor Vehicle Activity

This assessment was conducted as school was letting out for the day. For the most
part, drivers appeared to be very aware of their surroundings while obeying the speed
limit and other rules of the road. There were only a few instances in which drivers
appeared to be speeding. Of particular concern was a driver on Springhorn Lane who
was speeding rapidly east on Springhorn Lane. Because this road is such a narrow,
windy road where pedestrians, bikers, and other drivers could be obstructed from the
view of oncoming traffic, more caution needs to be taken on this road by perhaps
posting more speed limit or other cautionary signage.

There were also speeding drivers on SW Boulevard and Merriam Lane in which it
appeared the posted speed limit was not being observed. These areas were also of
concern. Although there are sidewalks on most of these roads, they are also in poor
condition which could cause pedestrians to walk in the streets.

Because the drivers were, for the most part, aware of their surroundings and practiced
safe driving behaviors, we rated this component of the assessment as a 4 (good).



Safety Rules

From our observations, pedestrians should have no problem adhering to safety rules,
but should keep in mind problem areas in the neighborhood where steep hills and sharp
curves may limit the visibility of drivers. Although the crosswalks were in need of
repainting, they were located in areas that could be easily seen by drivers.

The lack of sidewalks along with narrow roadways was a concern in many of the
residential areas. Furthermore, the lack of stoplights in high traffic areas allowing
pedestrians to safely cross busy streets was also of concern.

Due to the lack of sidewalks and stoplights, along with the faded crosswalks we rated
this component of the assessment as a 3 (some problems).

Aesthetics

Overall, our walk was pleasant. Several
homes had lawns that were well cared for,
and much of our route was lined with tall
trees in full spring bloom. There were a few
areas where trash littered the roadways and
several trashcans and boxes were left out
along the shoulder which we had to walk
around. Douglas Street and Rosedale Drive
had several drainage problems where the
sidewalks and roadways were particularly :
muddy and needed to be cleaned up a bit e |

because of all of the tree branches and sticks Trash cans and boxes blocked access to
that littered the area. And although all of the  the shoulders and sidewalks that were
dogs we encountered were either tethered to ~ available for pedestrians on many streets.
a leash or enclosed in a fenced yard, several

of them ran up to the fence and barked loudly as we passed by. While we are used to
and comfortable with dogs, small children walking to and from school may be more timid
or anxious in approaching some of these areas. Finally, although we cannot conclude
that the street lights are in full working order, there were several street lights located in
the neighborhoods and surrounding areas of the school.

Because the aesthetics of this route was for the most part pleasant, we rated this
component of the assessment a 4 (good).
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Overall Score

Based on our rating of the walkability in and around the area of Noble Prentis
Elementary School, we arrived at the following total score:

= Walking surface = 2

= Crosswalks and area surrounding crosswalks = 3

= Driving behaviors and motor vehicle activity = 4

= Safety rules =3

= Aesthetics =4

Total Score = 16

This score classifies this area as okay for walking, but in need of some improvement.
We are in agreement that more crosswalks, sidewalks, pedestrian signs, and stoplights
should be made available for children, especially in the areas surrounding the school
where traffic can be particularly heavy during drop off and pick up times during the
school day. In order to encourage more children to walk to school, efforts should be
made toward improving the overall area. Furthermore, pedestrian safety classes and
even monthly newsletters explaining pedestrian safety should be made available to
children and their families.

To view a copy of the route traveled for the assessment of Noble Prentis Elementary
School and field notes that were taken, see Appendix D.
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Frank Rushton Elementary School Walkability Assessment Results

The following summarizes the results for the
assessment conducted for areas surrounding
Frank Rushton Elementary School completed
on 04/28/2009.

Walking Surfaces = A BELIEVE

There were some problems encountered for
this assessment which should be considered
for improvement. We did encounter several Frank Rushton Elementary School.

areas where sidewalks started and then

stopped, either from crossing the road onto a different street or because of overgrown
grass covering what was once a sidewalk. This was particularly true on South Minnie
Street where the sidewalk is in very poor condition and also has a patchy presence
along the way with overgrown grass covering many areas of the sidewalk. Much of the
sidewalks were also in need of repair with many areas having large cracks, broken
areas, uneven surfaces, and lacking curb ramps which would have an affect on cyclists
or disabled people. A few areas of sidewalk were also littered with trash, broken glass,
tree branches and sticks. There were also areas of sidewalk with drainage problems
resulting in muddy sidewalk surfaces. Furthermore, several sidewalks were blocked
due to overgrowth of shrubbery and in some areas there were low-hanging tree
branches, causing pedestrians to duck in order to not hit them.

e T 1 fleso o N ' [T
Several sidewalks were in poor condition and in need of repair. Some sidewalks were blocked with
overgrown vegetation or had drainage problems, forcing pedestrians on to the roadway.
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There were also a few areas that did not have any sidewalks or shoulders present at all,
including the backside of Frank Rushton. Many of the streets that did not have
sidewalks were also in need of repair with cracks and large potholes in many areas.

Some of the roadways are also very narrow which could cause hazard for pedestrians
and two-way traffic all trying to share the road. West 45" Street was of particular
concern because it was a narrow road with cars parked along the side of the road,
forcing pedestrians to walk out in the street. Many of the roads were also very busy
streets, including 43" Avenue, which is located in front of the school, Mission Road,
Rainbow Blvd., and SW Blvd. Although most of these streets contain sidewalks, many
of them are in need of repair. Itis also important to consider that KUMC students and
faculty park near the school on Booth Street. This area can become extremely busy
because of the high traffic volume and much of the sidewalks are in poor condition and
in need of repair in this area.

Because of the lack of sidewalks and shoulders in some areas and the poor condition of
sidewalks in several areas, we rated this component of the assessment a 3 (some
problems).

Crosswalks and Area Surrounding Crosswalks

Crosswalks were located both on the
backside and front of the school. The
crosswalk located behind the school was
faded and in need of repainting. The
crosswalk located at the front of the
school was clearly seen and also had a
crosswalk light along with school zone
and speed limit signs to alert drivers.

There were also three crosswalks along
with signs located at the 4-way stop sign
at 44™ Avenue and Springfield Lane.
Each of the crosswalks were in need of
repainting.

A clearly visible crosswalk with signs and lights is

located in front of Frank Rushton on 43™ Avenue.
Although there were crosswalks located However, more time on the pedestrian light should be

at and near the school and because 43" given to allow students plenty of time to safely cross
Street is such a busy street, more the busy street.

crosswalks should be considered to aid

students crossing this busy road. Furthermore, Rosedale Park is very close to the

school and may be accessed by the students after school. There were no crosswalks

by this park and this should be considered for the safety of children and families

accessing this park.
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The stoplight that allowed us to cross 43" street was also of concern. Although we did
have plenty of time to cross the street, the warning “Do Not Cross” light began flashing

very early while we were not even halfway across the street. This could be of concern

for young children who may become nervous when seeing the flashing lights so quickly
while trying to cross the street.

Finally, several of the sidewalks needed curb ramps for pedestrians and bikers to safely
descend from sidewalks onto crosswalks or the roadways. This is of particular concern
for the sidewalks with steep drop offs and for young children, the elderly, bikers, and
disabled people.

We rated this component of the assessment a 3.5 (some problems to good) because of
the faded crosswalk behind the school, the need for additional crosswalks, and the lack
of curb ramps in several areas.

Driving Behavior and Motor Vehicle Activity

For the most part, drivers appeared to be very aware of their surroundings and were
especially cautious in the area surrounding the school. There were a few drivers on
43" street who appeared to be speeding. Drivers were also cautious of us on narrow
roadways not containing any sidewalks and were careful to slow down and not pass us
too closely. Most everyone we observed obeyed traffic signals and speed limit and
school zone signs. Even on Booth and Adams Streets where traffic can become
especially congested due to the volume of KUMC traffic, drivers appeared to be very
aware of their surroundings and pedestrians walking in the vicinity.

Because of the cautious attitude of most of the drivers and the attention to safety we
rated this part of the assessment a 5 (very good).

Safety Rules

Overall, it appears that the safety rules of the road for pedestrians and drivers can be
easily adhered to. Crosswalks and crosswalk signs, although in need of repainting,
could still be viewed by drivers to allow pedestrians and bikers to safely cross the road.
There were no large areas of obstruction, such as cars or landscaping problems, on the
busy roads to make it difficult to look both ways multiple times before crossing the
roadway. However, several of the roads did not contain bilateral sidewalk access for
pedestrians. Finally, in the areas where stoplights were used, we were able to safely
cross the roadway in adequate time.

We rated this component of the assessment 3.5 (some problems to good). Overall, it
was easy to adhere to the safety rules for both pedestrians and drivers.
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Aesthetics

Much of the area we covered was
well taken care of with some trash
and litter. The most concerning
areas were in neighborhoods
where it appeared the house had
been abandoned or was rental
property that was currently sitting
empty. Many of these homes were
in need of repair, and the lawns
had not been kept up for quite
awhile with overgrown grass, trees,
and shrubbery. Due to drainage

B

problems, some areas also Many yards were well taken care of with manicured
contained standing water and mud.  lawns, trimmed trees, and flowering bushes in
Most of the litter and trash we several neighborhoods.

observed were located near
Rosedale Middle School, which was also on our route.

Because much of the scenery and aesthetics of the route were for the most part
pleasant, we rated this portion of the assessment a 4.5 (good to very good).

Overall Score

Based on our rating of the walkability in and around the area of Frank Rushton
Elementary School, we arrived at the following total score:

=  Walking surface = 3

= Crosswalks and area surrounding crosswalks = 3.5

= Driving behaviors and motor vehicle activity =5

= Safety rules = 3.5

= Aesthetics = 4.5

Total Score =19.5

This score classifies this area as okay for walking conditions but in need of some
improvement. Sidewalks in several areas are in need of repair and several roadways
should add sidewalks or walking/biking lanes to accommodate pedestrians and bikers.
Crosswalks should also be placed in the area by Rosedale Park to aid children and
families utilizing the park. Finally, because Frank Rushton is located on such a busy
roadway, children should be taught the importance of looking both ways before crossing
any road, and perhaps more signs should be located on either side of the road to alert
drivers that a school is in the vicinity.

To view a copy of the route traveled for the assessment of Frank Rushton Elementary
School and field notes that were taken, see Appendix E.
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Holy Name Elementary School Walkability Assessment Results

The following summarizes the results for
the assessment conducted for areas
surrounding Holy Name Elementary School
on 05/06/2009.

Walking Surfaces

Several problems were encountered with
the sidewalks and roadways travelled for
this evaluation. Several streets did not
have any sidewalks or had sidewalks that
were in extremely poor condition. Many

sidewalks also started and stopped abruptly  Holy Name Elementary School.

or were covered with overgrown grass and

shrubbery, making it hard to determine if a

sidewalk was really present or not. Areas of particular concern included 42" Avenue
and Booth Street. Both of these streets had sidewalks that were covered with severe
overgrowth in addition to drainage problems causing wet and muddy sidewalks in which
pedestrians would most likely need to exit the sidewalk to continue on the roadway.

Much of the sidewalks were in extremely poor
condition which included large cracks, uneven
surfaces, drainage problems resulting in
muddy and wet surfaces, and lack of curb
ramps for bikers and disabled people to easily
dismount. The sidewalk located in front of the
school was in fair condition. However, it was
very close to the street with no “buffer zone”
separating the sidewalk from the street. As it
continues it becomes very cracked, uneven,
and even slants at an angle which could pose
hazardous conditions for pedestrians. Several
sidewalks were also blocked with overgrown
shrubbery, weeds, grass, fallen tree limbs,
storm drains, and ongoing construction.

Sidewalk with uneven surfaces and grass and
Another area of concern was on S. Mill Street weeds in need of mowing.

where the hill was extremely steep and the

sidewalk turned into a set of stairs. Many of the stairs were in need of severe repair as
most of them were broken and cracked which could cause tripping hazards for those
utilizing the stairs. The stairs were also in need of cleaning as broken glass and trash
littered many of the steps.
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The sidewalk turns into a set of 68 steps on S. Many of the steps are blocked by overgrowing
Mill Street. vegetation.

. 7 i L e

Some steps were severely broken posing tripping Glass and other debris littered several steps.
hazards for pedestrians.

I

Several neighborhoods and areas did not have any kind of sidewalk access or walking
paths. Furthermore the streets that did not have sidewalk access were narrow and in
poor condition with cracks, potholes, and drainage issues. This poses particular
concern for high traffic areas, particularly on SW Boulevard where Holy Name is
located. Although SW Boulevard does have sidewalks along much of the road, many of
the sidewalks are in poor condition and the gravel shoulders are also in poor condition.
Moreover, there is a large set of train tracks, causing bumpy and rough condition for
pedestrians and bikers.

17



Because of the extremely poor conditions of many of the sidewalks, the lack of
sidewalks, and the volume of traffic, particularly in front of Holy Name, we rated this
component of the evaluation a 2.5 (many problems to some problems).

Crosswalks and Area Surrounding Crosswalks

Some problems were also encountered due to
the lack of crosswalks in areas around Holy
Name Elementary School. While the front of
the school had a crosswalk, flashing lights, and
crosswalk signs that were in good condition,
this was the only crosswalk in the area.
Because SW Boulevard is such a wide and
busy street with several residential roads
emptying into this street, more crosswalks
should be made available for children and
pedestrians crossing the road. Furthermore,
because Whitmore Playground is in such close
vicinity of this school, crosswalks should be
placed in the areas surrounding this park as
well because of heavy traffic.

. . Crosswalk in front of the school on SW Blvd is in
Another issue of concern is the lack of curb good condition.

ramps and the poor condition of many of the

curb ramps which are present. For small children, elderly people, bikers, and disabled
people, the lack of curb ramps and poor condition of those that are present is an area of
concern for those trying to mount and dismount sidewalks.

Finally, steep hills and cars parked along the sides of many roads blocked our visibility
for crossing the road safely. Extra caution in some of these areas, including along SW
Boulevard and the steep hill on S. Mill Street, should be taken. Although a speed limit
sign is posted at the top of the hill at Federal Avenue, individuals attempting to cross the
street are not able to see down the hill for oncoming traffic due to the sheer steepness
of the hill. This is especially of concern as an apartment complex is located at the
corner of S. Mill Street and Federal Avenue. Pedestrians need to exercise special
caution in this area for speeding drivers coming up the hill.

Due to the lack of crosswalks, crosswalk signs, and stoplights along some of the more
high traffic areas of this route we rated this component of the assessment a 3 (some
problems).

Driving Behaviors and Motor Vehicle Activity

For the most part, drivers appeared to obey the speed limit signs posted and stoplights

as we crossed the road at Holy Name. There were a couple of problem areas including
speeding traffic along SW Boulevard and 7™ Street Trafficway. However, while there
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were no sidewalks on the south side of 7" Street Trafficway at the I-35 intersection,
drivers appeared to be aware of us and were cautious not to speed past us or pass by
too closely.

The main area of concern was on Chester Avenue where a driver sped past us too
closely. This is also a residential area that does not contain any sidewalks or posted
speed limit signs.

Overall, because drivers were aware of us and appeared to obey basic traffic safety
guidelines, we rated this component of the assessment a 4.5 (good to very good).

Safety Rules

Overall, pedestrians should have no problems adhering to safety rules. However,
caution should be applied in areas where traffic is especially heavy and no crosswalks
or stop lights are available to aid pedestrians across the street. An area of particular
concern is along SW Boulevard. However, even with the lack of crosswalks on most
roads, it is fairly easy for pedestrians to look both ways several times to safely cross the
streets. And while bilateral sidewalks were available on many of the streets that had
access to sidewalks, several of them were in poor condition on one side of the street
which may cause pedestrians to exit the sidewalk and walk on the roadway or cross
over to the other sidewalk. This is something we experienced a few times, particularly
on Booth Street. Finally, with the exception of the crosswalk and stoplight in front of
Holy Name, there were no other stoplights to aid pedestrians in crossing the street.
Therefore extra caution needs to be taken in areas where traffic may be especially
heavy.

Because of the lack of crosswalks, stoplights,
and poor condition of some of the sidewalks, we
rated this section as a 4.5 (good to very good).

Aesthetics

Because Holy Name Elementary School is
located on SW Boulevard which houses many
older businesses and industrial businesses, as
well as some vacant buildings in need of repair
or total restoration, areas along this section are
in need of improvement and/or updating. One
other area of concern is S. Mill Street because of
the steepness of the hill and stairway in need of
repair. The stairs leading north on S. Mill Street
were also an area for concern due to the amount
of trash, broken glass, and tree branches that Several large, beautiful homes can be seen
littered most of the steps. With the exception of around the Rosedale community. This

these two streets and an occasional abandoned castle undergoing reconstruction easily
attracts people.
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home in need of repair and yard work, the overall environment was pleasant with most
yards well cared for. It is also important to note, that on many of our assessments,
many people were out taking care of their lawns and cleaning up around the outside of
their homes.

Because of the two problem areas and some of the abandoned properties in need of
attention we rated this section of the assessment a 4 (good).

Overall Score

Based on our rating of the walkability in and around the area of Holy Name Elementary
School, we arrived to the following total score:

= Walking surface = 2.5

= Crosswalks and area surrounding crosswalks = 3

= Driving behaviors and motor vehicle activity = 4.5

= Safety rules = 4.5

= Aesthetics =4

Total Score = 18.5

This score classifies this area as okay for walking conditions but in need of
improvement. Overall, more sidewalks need to be made available and many of the
sidewalks that are present are in severe need of repair. Furthermore, more crosswalks
should be made available, particularly along SW Boulevard and in around Whitmore
Playground where several people access the park. In an effort to encourage more
children to walk to school, pedestrian safety classes which pay special attention to
crossing roads with no crosswalks and walking in areas with no sidewalks available for
use should be made available to children and their families.

To view a copy of the route traveled for the assessment of Holy Name Elementary
School and field notes that were taken, see Appendix F.
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Rosedale Middle School Walkability Assessment Results

Because much of the area and neighborhoods
surrounding Rosedale Middle School were
already covered from previous walking
assessments for the elementary schools, we o
combined our evaluations from those schools =k : 'I-l- I?--
to score the different components for this f o i - i
evaluation. However, because specific
residential areas had not been covered from
the previous assessments, we made sure to
return and assess these areas on 05/21/20009.
Based on our results from the previous
assessments combined with the new areas
covered, the following summarizes the results

for the areas surrounding Rosedale Middle Rosedale Middle School.
School.

ROSEDALE MBOLE Stance,

Walking Surfaces

As with the previous assessments, several
areas surrounding the 1.5 mile radius of
Rosedale Middle School had problems
including lack of sidewalks, sidewalks in poor
condition, and areas of high traffic. Although
sidewalks were located around the school, they
were in poor condition with several cracks and
overgrown grass covering the surface. Grass
that had not been mowed in several weeks
encroached the sidewalk on Springfield Street
and trash also littered the narrow sidewalk.
Many sidewalks were also blocked with
trashcans and overgrown shrubbery.
Sidewalks were cracked and uneven in several
areas. Poor drainage was also an issue on

several sidewalks resulting in standing water Although sidewalks on Springfield Street by
and mud, therefore discouraging pedestrian Rosedale Middle are in good condition,
use. Trash, broken glass, tree limbs, and construction on a new home and several parked

cars on the street pose many safety hazards for

sticks also littered many sidewalks. .
pedestrians.

Streets that did not have sidewalks also had several problems. Many streets had large
potholes and cracks and many roadways were narrow. Drainage problems also
plagued a few of the streets.

Due to the lack of sidewalks and the poor conditions of many of the existing sidewalks,
we rated this component of the assessment a 2 (many problems).
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Uneven surfaces of many of the sidewalks pose many hazards
for pedestrians, including tripping and injury to the knees and ankles.

Crosswalks and Area Surrounding Crosswalks

Again, a lack of crosswalks around
the school and surrounding parks
is of concern. Although a
crosswalk is located in front of the
school, it is in need of repainting.
Because the school spans such a
large area, more crosswalks should
be available for pedestrians,
especially since the school is
located on a curvy road.

Also on Springfield Street is
Rosedale Memorial Park (also
known as Mt. Marty Park). This
park is located at the top of a hill
where the road also begins to
curve just before the middle and drivers on Springfield Street just north of the
school. There is no sidewalk school. Although the sidewalk is in good condition
access to the entrance of the park here, it lacks curb ramps for pedestrians and

and no crosswalks are available for  disabled people entering and exiting the sidewalk.
pedestrians. It was noted while

evaluating this park that middle school students do access this area as several
homework papers were found. A crosswalk along with signs should be posted to alert
drivers of pedestrians accessing the park. We also noted at Fisher Park that a car
honked loudly as middle school students ran into the road while the car was in the
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middle of the intersection. Crosswalk signs and lights should also be placed at this
location.

A crosswalk was also located at the corner of Lloyd Street and East 415 Avenue, but
again it is in need of repainting. Crosswalks with lights were also available for use at
busier intersections including Mission Road and Rainbow Boulevard. These crosswalks
were in good condition and allowed us adequate time to cross the streets.

However, due to the overall lack of crosswalks located around the middle school and
the nearby parks, this component of the assessment was rated a 2 (many problems).

Although a security officer acts as a crossing Many middle school students access Fisher Park.

guard at Rosedale Middle School, the crosswalk However, a lack of crosswalks by the park is a concern.
is in need of new paint for drivers to see. And although the speed limit is posted at 20 mph,

several vehicles were observed to be speeding during
a couple assessments.

Driving Behaviors and Motor Vehicle Activity

For the most part, drivers appeared cautious and followed posted speed limit signs.
The drivers we observed yielded to oncoming traffic and us at traffic signals. There
were only a few instances where drivers appeared to be speeding, particularly on
Mission Road and SW Boulevard.

Speed limit signs were on the main roadways, and drivers appeared to follow these
postings. Because the school is located on a curvy road where there is also park
access, more speed limit signs should be considered in this area to alert drivers of a
school zone and park access. For the most part, drivers did appear to have safe driving
behaviors. We rated this component of the assessment a 4.5 (good to very good).
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Safety Rules

Areas of concern due to the lack of crosswalks were located around the school and the
area parks. On Mission Road and Springfield Street where Rosedale Park and
Rosedale Memorial Arch are located, crosswalks are especially in need due to the hill
and winding curves of the road. Several streets did not have bilateral sidewalks and
those that did often had one side or both in poor condition with cracks, uneven surfaces,
muddy and wet surfaces, and overgrowth. Several of the busy intersections were also
in need of crosswalk lights to assist pedestrians in crossing the street.

Because of the lack of crosswalks and sidewalks, making it more difficult for pedestrians
to walk or cross streets in many areas, we rated this section as a 3 (some problems).

Aesthetics

Areas around Rosedale Middle School
were in need of both mowing and cleaning
as trash littered the sidewalks and grass
and weeds were overgrown and blocked
the paths of the sidewalks. Many
neighborhoods with abandoned or unrented
houses were also in need of lawn care and
home repair. Several large, barking dogs
could also make young children nervous
when approaching these houses. Although
most of the roads appeared to be well
lighted with street lamps, of concern was
Rosedale Park Drive by Rosedale Park.
This is a curvy and narrow road that does
not have streetlights. Because the road is
lined with trees, driving, walking, and biking i1 DA

this road at dusk or at night could be Overgrowing vegetation, trash, and debris littered
hazardous due to the lack of lighting. several areas by Rosedale Middle School.

Due to the large amount of trash that littered many of the sidewalks around the school
and the unkempt conditions of many houses in surrounding neighborhoods, we rated
the aesthetics a 3.5 (some problems to good).
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Overall Score

Based on our rating of the walkability in and around the area of Rosedale Middle
School, we arrived at the following total score:

= Walking surface = 2

= Crosswalks and area surrounding crosswalks = 2

= Driving behaviors and motor vehicle activity = 4.5

= Safety rules =3

= Aesthetics = 3.5

Total Score = 15

This score classifies the area as needing lots of improvement. The condition of many of
the sidewalks is in need of improvement, and the lack of sidewalks and crosswalks is of
concern in many areas. In order to encourage more students to walk to school, an
effort should be made to improving the area.

To view a copy of the route traveled for the assessment of Rosedale Middle School and
field notes that were taken, see Appendix G.
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Summary of Walkability Assessments

The average walkability score for all of the assessments combined was a 16.8,
indicating that walking conditions are okay, but in need of improvement. Of most
concern for the walkability assessments were the lack of sidewalks on many of the
roads, the poor condition of many sidewalks, and the lack of pedestrian crosswalks.

In April of 2009 a survey was given to Rosedale community members. Their concerns
echoed many of the findings that were observed during the evaluations. When asked
what the major barriers or challenges were to residents when participating in physical
activity within the community, 67% of the respondents indicated the lack of sidewalks
and 33% of the respondents indicated the lack of crosswalks to get safely across the
street as major barriers and challenges. In a follow-up, an open-ended question asking
what the most important thing in need of improvement to support physical activity within
the community, seven people reported that condition of sidewalks and lack of sidewalks
needed improvement while three people indicated that more crosswalks and pedestrian
lights needed to be added in the area.

The Partnership for a Walkable America, the U.S. Department of Transportation, and
the U.S. Environmental Protection Agency all offer helpful suggestions to help
communities support more active communities for pedestrians.

= For improving walking surfaces:

o Consider writing or petitioning the city for sidewalks or pedestrian paths in
high traffic areas and collect neighborhood signatures.

o Contact the public works department regarding sidewalks with large
cracks, uneven surfaces, and gaps or sidewalks that are covered with
vegetation or overgrowing grass and weeds. Ask if a hazard report card
or online link can be established to warn the agency of potential hazards
and problem areas.

o Work with a local transportation engineer to develop a plan for safe
walking routes for areas students to and from schools, parks, and other
popular locations.

= For improving crosswalks and areas surrounding crosswalks:

o Advocate for crosswalks/signals/parking changes/curb ramps at city
meetings, particularly for streets surrounding area schools and parks.

0 Request that the public works department trim trees or plants that may
obstruct a pedestrian’s view for safely crossing streets.

o Ask that the crosswalks located in front of the schools be regularly
maintained and painted as needed for drivers and other people to easily
view them.

o Contact the local media and make them aware of the problems that exist.

= To improve motor vehicle activity:

o Petition for more enforcement of posted speed limit signs, particularly
around schools as children are being dropped off or picked up during high
traffic times.
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o If schools do not already have a crossing guard on duty, encourage them
to do so before and after school when traffic is especially heavy.
o Organize a neighborhood speed watch program.
o Devise routes for students that will help them avoid high traffic areas.
= To improve adherence to pedestrian safety rules:
0 Encourage area schools to educate students in pedestrian safety.
0 Help schools to start safe walking programs.
o Encourage corporate support for flexible schedules so parents can walk
young children to school.
= To improve the aesthetics:
Request increased police enforcement in problem areas of the community.
Start crime watch programs in area neighborhoods.
Organize a community clean-up day.
Sponsor a neighborhood beautification or tree-planting day.
Begin an adopt-a-street program within the community.
Initiate support to provide routes with less traffic to and from area schools
and parks for students.

O O0OO0OO0OO0Oo

To promote a healthier community, plans should be made to improve walking conditions
within the area, especially regarding the sidewalks and crosswalks. To encourage
children to walk to and from school, a pedestrian safety workshop should be made
available to students in their family that not only covers pedestrian safety rules, but that
also educates students about sun safety and the Air Quality Index (AQI). Small
changes within the community could help promote more active living within the
Rosedale community.
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Bikeability Assessments

Routes that were traveled for the walkability assessment were the same routes
evaluated for the bikeability assessment. Items that were critiqued for the bikeability
assessments included the following:

Availability of safe places to bike, including sharing the road with motor vehicles
and the availability of off-road paths where motor vehicles are not allowed
Bicycling surfaces, including sidewalks, paths, bike lanes, roadways, and other
surfaces

Intersections

Driving behaviors and motor vehicle activity

Ease of biking, including the availability of bicycle racks, availability of maps,
signs, or road markings, and hilly routes

Each of the components assessed above were rated on a scale of 1 to 6:

1 = Awful
2 = Many problems
3 = Some problems

4 = Good
5 = Very good
6 = Excellent

The overall score was then added up for a total score. The following describes the
breakdown of total score from the instrument used for this assessment:

26 — 30 = Good community for cycling

21 — 25 = Community and surrounding areas are pretty good for cycling but could
use some improvement

16 — 20 = Conditions are okay for cycling, but there is plenty of opportunity for
improvements

11-15 = Poor conditions, needs lots of work

5-10 = Very poor conditions for cycling

Along with this assessment instrument itself, field notes and pictures documenting the
cycling conditions were taken while the route was biked. At the end of each
assessment, both the graduate research assistant and researcher helping on this
project conferred together about things encountered during the bicycle ride, and came
up with an overall consensus on the ratings for the assessment.

For a copy of the assessment tool used for the bikeability assessments, see Appendix

B.
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T.A. Edison Elementary School Bikeability Assessment Results

The following summarizes the results for
the assessment conducted for areas
surrounding T.A. Edison Elementary
School on 04/16/20009.

Availability of Safe Places to Ride

Routes that were assessed surrounding
the 0.8 mile radius of T.A. Edison
elementary school contained very few
sidewalks, shoulders, or bike paths.
Furthermore, many of the roads that
were assessed were very narrow and in
poor condition. Because of the narrow
streets, cars attempting to pass bikers
may pass too closely, or have to yield to

oncoming traffic to allow enough room Several neighborhoods surrounding T.A. Edison

for the biker to continue safely on. Itis Elementary contained narrow and steep roads with
also important to note that there were no bike lanes or paths for cyclists to safely ride on.
not any “Share the Road” signs Several streets also had steep ditches or drop-offs
observed which could cause hazardous riding conditions for

bikers sharing the road with motorists.

There were also a few steep hills
encountered on our route. One of the
hills was not only steep, but also had a
sharp curve which is a cause for concern
because of visibility issues for drivers and
bikers. There was also not a speed limit
sign or other sign indicating that a sharp
curve was ahead and to slow down. Two
of the hills were so steep that it was
easier to walk our bikes up the hill rather
than bike the hill. It is important to also
note that because of large potholes and
cracks on the steep roadways, bikers may
have a difficult time seeing these
problems in the roadway. This can also
create a safety problem because the rider
may be coming too quickly down the hill :
and hit a large pothole, causing them to Shoulder surfaces on SW Boulevard were in extremely

fall or be thrown off their bicycle. poor condition with large potholes, cracks, and uneven
surfaces. Wet and muddy conditions would also make
it difficult for a biker to ride on the shoulder.
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Because of the lack of space, sidewalks, bike paths, and “Share the Road” signs, we
rated this component of the assessment as a 2 (many problems).

Bicycling Surfaces

Roadways and sidewalks were in poor condition. Several roads had very large potholes
and cracks that could be dangerous to cyclists. There were also a few areas that had
trash, including broken glass, in the roadways or on the sidewalk. Both road and
sidewalk surfaces also contained uneven gaps on many streets. Bikers choosing to ride
on sidewalks may also encounter overgrown bushes and grass. Curb ramps were also
missing from many of the sidewalks we observed, making it difficult for bikers and
disabled people to enter and exit the sidewalks. Although much of Southwest
Boulevard had a large shoulder to ride on, the shoulder was in very poor condition with
many potholes and uneven surfaces. If a biker chose to ride on the road, it is narrow
enough where drivers would be passing very closely.

T -
Pl -

Rough conditions found on many of the roadways Railroad tracks by the school also create rough
make for an extremely bumpy and uncomfortable riding conditions for bikers.
bike ride.

Another cause for concern was a couple of streets near the school which appeared to
have drainage problems. This could lead to slick roadways for bikers. There was also
a set of railroad tracks, making it uncomfortable for riders to cross because of the
bumpy, uneven surface.

Due to the poor roadway and sidewalk surface conditions, a rating of 2 (many problems)
was given for this component of the evaluation.

Intersections
The intersections we rode through also had some problems. There were very few

crosswalks with lights where we had to proceed cautiously due to traffic volume and
limited visibility due to hills or curves. There was one particularly busy intersection at

30



Rosedale Park Drive and Mission Road where there were no crosswalks or lights to
guide us across the road to Rosedale Park. This was an also extremely busy
intersection where the visibility was poor because of a sharp curve coming off of a hill.
This could cause problems for children attempting to cross the road to get to the park.
However, the crosswalks we did encounter along Mission Road did allow enough time
for us to safely cross the road.

We rated this component of the assessment a 3 (some problems) due to the lack of
crosswalks and lights for cyclists.

Driving Behavior and Motor Vehicle Activity

Because of the narrow roads, lack of bicycle lanes, paths, shoulders, and sidewalks, we
encountered a few problems along our route. Along some of the more narrow roads,
particularly Southwest Boulevard, a few drivers passed us by very closely. We also
observed drivers speeding in some areas, especially along Mission Road. Although
most drivers were considerate of us, it appeared as if a couple of drivers were unsure of
how to drive around cyclists on the roadway.

We rated this component an average of 3.5 (some problems to good). While a majority
of the drivers observed safe behaviors around us, there were a few drivers that needed
to observe safer driving behaviors.

Ease of Biking

The lack of a bike rack at this school was one
of the first things we assessed before we
began our evaluation. Unless the school is
set up to allow students to bring their bikes
into the school for storage, there was no safe
or secure place for students to leave their
bicycles.

With the exception of signs located
immediately around the school, there were
no maps, signs, or road markings to help
bikers navigate to school and the surrounding
Rosedale parks. There were also a few o AR
steep hills that made bicycling very difficult. e R s

Bikers would need to exercise caution riding up
For this component of the assessment we and down the steep, narrow, and curvy roads by

rated it a 3 (some problems) due to the lack T.A. Edison. The hill shown here is so steep that
of a bicycle rack, signs and road markings many bikers may need to walk their bike up the hill.

and steep hills located close to the school.
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Overall Score

Based on our rating of the bikeability in and around the 0.8 mile radius of T.A. Edison
Elementary School, we arrived at the following total score:

= Availability of safe places to ride = 2

= Bicycling surfaces = 2

* Intersections = 3

= Driving behavior and motor vehicle activity = 3.5

= Ease of biking =3

Total Score =13.5

This score classifies this biking area as poor. We are in agreement that more
crosswalks and sidewalks should be made available for children, especially around the
school area where they are particularly lacking and where traffic can be especially
heavy during drop off and pick up times during the school day. Furthermore, the
steering committee should look into what it would take to post “Share the Road” signs in
several neighborhoods and busy streets. Finally, to encourage more bikers, bicycle
racks and biker safety classes should be made available at the school.
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Noble Prentis Elementary School Bikeability Assessment Results

The following summarizes the results for the assessment conducted for areas
surrounding Noble Prentis Elementary School on 04/16/2009.

Availability of Safe Places to Ride

Routes that were assessed surrounding
Noble Prentis contained very few places
for a cyclist to safely ride. Very few
sidewalks were available and there were
no bicycle lanes for riders. Very few
shoulders were present and the
shoulders that were available for bikers
were in poor condition in many areas
with potholes and trash and other debris
blocking access. Moreover, many of the
streets were narrow, hilly, and/or curvy
presenting many safety hazards for
bikers.

Heavy traffic along Springhorn Lane and

S. 14" Street where the school is Most roads surrounding Noble Prentis lacked

located is also cause for concern due to shoulders, bike paths, and bike lanes. Extreme caution

the narrow roadways and the volume of by motorists and bikers need to be. taken on the narrow
. . and curvy roads such as the one pictured above.

traffic occurring before and after school.

Springhorn Lane is also a very steep hill which also presents problems for cyclists

biking up and down that hill. On more than one occasion, vehicles had to stop or slow

down in order to share the road with us and accommodate oncoming traffic safely.

Although a speed limit sign of 20 miles per hour was posted on Springhorn Lane, it

appeared that many drivers did not obey this speed limit. Finally, along with the lack of

bike lanes and shoulders, no “Share the Road” signs were observed anywhere along

this route.

Due to the lack of bike lanes, shoulders, “Share the Road” signs and narrow roadways,
we rated this section of the assessment as a 2 (many problems).

Bicycling Surfaces

Sidewalks, shoulders, and roadways were in poor condition in several areas. Many of
the roadways had large potholes that could pose danger to cyclists, along with cracks
and broken and uneven pavement present in many areas. Trash, including broken
glass, littered some of the sidewalks and roadways as well. On Douglas Street, a
raised manhole and road construction created obstacles for bikers and drivers.
Drainage problems were present on both 14" Street and Douglas Street with standing
water and mud in the roadways which could cause for slick roadways for bikers.
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Because of the extremely poor condition of many of the roads and shoulders we rated
this component a 2 (many problems).

. (i
e 5 . Bk S 5 T oA - B g ik
Rough conditions of the shoulders and roadways can cause many problems for cyclists. Other areas of concern
included road construction and areas with drainage problems creating wet and muddy conditions for bikers.

Intersections

With the exception of areas of SW Boulevard and Merriam Lane, a majority of the route
traveled was residential areas. Therefore, very few intersections were crossed.
However, in areas surrounding the school along with sections of SW Boulevard and
Merriam Lane, it would be helpful for cyclists to have crosswalks with stoplights to aid
them in crossing the streets since traffic is heavier in these areas.

Because of the lack of crosswalks with traffic signals in many of the high traffic areas we
rated this component of the assessment a 3.5 (some problems to good).

Driving Behavior and Motor Vehicle Activity

A couple of problems were encountered in sharing the road with motorists. Most of
these problems occurred on Springhorn Lane where a car sped by us very closely.
Other vehicles on this road also appeared to be speeding rapidly down the steep hill.
However, while we were assessing this road, we did not notice any posted speed limit
signs. This is especially cause for concern with the school being so close to this road
along with several homes in the area.

The only other problem area was on SW Boulevard where again, drivers appeared to be
speeding and passing by a little too closely. For the most part, drivers were aware of us



and were more cautious. Due to the speeding cars and the vehicles that passed us by
too closely we rated this section of the assessment a 3.5 (some problems to good).

Ease of Biking

The lack of a bike rack present at the
school was the most obvious thing we
noted. Furthermore, we did not see
any bikes around the school. There
were also no maps, signs, or road
markings to help cyclists in finding
their way to locations, such as schools
or area parks. The addition of signs or
road markings could help children find
a more direct route to and from school
that may also help them in avoiding
riding up and down steep hills or roads
that are very narrow.

While several dogs were enclosed in

fenced in yards or on leashes, many of Steep and narrow hills may be difficult and unsafe for

them came running up to the fence young children to navigate without proper safety
barking at us. This could make some training.

children nervous passing by these

houses. Finally, there were a couple of long and/or steep hills which could make it
difficult for young children to safely bike up and down, including on Springhorn Lane and
Rosedale Drive.

-

For this component of the assessment we rated it a 2.5 (many problems to some
problems) due to the lack of a bicycle rack, signs and road markings, and steep hills
and narrow roadways that were located near the school.

Overall Score

Based on our rating of the bikeability in and around the 0.8 mile radius of Noble Prentis
Elementary School, we arrived at the following total score:

= Availability of safe places to ride = 2

= Bicycling surfaces = 2

= Intersections = 3.5

= Driving behavior and motor vehicle activity = 3.5

= Ease of biking = 2.5

Total Score = 13.5

This bikeability score classifies the area as poor. More crosswalks or bike lanes should
be made available for children, particularly around the school where traffic can be
especially heavy before and after school. Furthermore, the shoulders on 14" Street are
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in need of repair so that both bikers and pedestrians can safely utilize the shoulder
areas. “Share the Road” signs should also be posted within areas around the schools
and parks to alert drivers that bikers may be on the road. Finally, in order to encourage
students to bike to school, biker safety classes should be made available to students
and their families, and bicycle racks should also be placed at the school.
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Frank Rushton Elementary School Bikeability Assessment Results

The following summarizes the results for the assessment conducted for areas
surrounding Frank Rushton Elementary School on 04/28/2009.

Availability of Safe Places to Ride

As with both T.A. Edison and Noble Prentis,
no bike lanes were available on any of the
roads we traveled. Several of the roadways S
were also very narrow, making it difficult for §
cyclists to bike safely with and share the
road with vehicles. Many of the streets
were also in poor condition due to rough
road conditions, large potholes, and cracks.
Several streets also had low hanging tree
branches in which cyclists would need to be
especially cautious of. Broken glass was
also present on the roadways and on the
sidewalks. Bikers choosing to utilize the
sidewalks present would have difficulty due
to the poor conditions of some of the
sidewalks along with the grass overgrowth

As with the other evaluations, the lack of shoulders,
) . bike lanes, and bike paths was evident with the areas
covering a few sidewalks. surrounding Frank Rushton Elementary.

Again, because of the lack of bike paths and “Share the Road” signs, along with poor
roadway conditions, we rated this section of the assessment as a 2.5 (many to some
problems).

Bicycling Surfaces

As mentioned above, several of the streets had large potholes, cracked and broken
sections of pavement, debris including broken glass, trash, and tree branches, and
overgrown brush blocking the shoulder of roads. Furthermore, poor drainage issues,
particularly on S. Minnie, 42" Avenue, and Booth Street could create slippery
conditions for bikers. There were also several areas of bumpy and uneven surfaces
which could create uncomfortable riding conditions for bikers.
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Rough conditions of the roadways and drainage problems producing wet and muddy streets pose many

problems for bikers, including slick roadway conditions.

Intersections

As with the assessments conducted on the other schools, few intersections contained
crosswalks or stoplights to aid bikers in safely crossing the street. It is important to note
that a crosswalk in good condition with fresh paint and a crosswalk light was located in
front of the school. However, we did feel rushed through the light as it began the
caution blinking as we were halfway across the road. Although we did have plenty of
time to cross the street, the flashing light could make some students nervous and
unsure how to proceed through the crosswalk. It should be considered to allow a longer
time for the “Walk” light to stay lit before the cautionary blinking “Do Not Walk” sign
begins flashing.

This section was rated a 3 (some problems) mainly because of the lack of crosswalks
located around the school. Again, because Rosedale Park is located relatively close to
the school, the lack of crosswalks in this area is of concern for students and families
wishing to use the park after school when traffic may be especially heavy.

Driving Behavior and Motor Vehicle Activity

Overall, drivers appeared to be well aware of their surroundings and used caution
around us. The only problem area was at 43" Avenue, where the school is located, in
which traffic was especially heavy and some of the cars appeared to be speeding.
However, for the most part, drivers did slow down and proceed cautiously as they
reached the crosswalk in front of the school.
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Because a majority of the drivers seemed to be aware of their surroundings and of us
and used caution when approaching the area close to the school, we rated this
component a 5 (very good).

Ease of Biking

Again, as with the previous schools,
there were no maps, signs, and road
markings to aid cyclists and others in
navigating the areas surrounding the
schools and finding their way to schools,
parks, and stores. Again, no bike rack
for students to secure their bike to was
observed at the school. There were
also narrow roadways and steep hills
which could cause problems for young
bikers.

We rated this section of the assessment
a 3 (some problems) due to the lack of a
bike rack at the school, along with the
lack of maps, signs, and road markings
to help cyclists identify locations of
interest. Furthermore, because of the
narrow roads, steep hills, and poor
condition of many of the streets, bikers
may have many problems in safely
navigating the streets surrounding the school.

Narrow and steep hills were also found in areas
surrounding the school. Also of concern were cars and
overgrowing vegetation blocking paths for bikers.

Overall Score

Based on our rating of the bikeability in and around the 0.8 mile radius of Frank Rushton
Elementary School, we arrived at the following total score:

= Availability of safe places to ride = 2.5

= Bicycling surfaces = 2

* Intersections = 3

= Driving behavior and motor vehicle activity =5

= Ease of biking =3

Total Score =15.5

Just as with the previous assessments, several problems were encountered that could
pose hazards for young bikers. In order to encourage and accommodate people to bike
to school, several changes need to be made including the addition of bike lanes and
“Share the Road” signs and improvements to make the street surfaces safe for
bicyclists. Again, safety education workshops regarding bicycle safety should be made
available for young children and their families.
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Holy Name Elementary School Bikeability Assessment Results

The following summarizes the results for the assessment conducted for areas
surrounding Holy Name Elementary School on 05/06/2009.

Availability of Safe Places to Ride

As with the other assessments, areas
surrounding Holy Name Elementary
lacked bike paths and shoulders for
bikers to ride on. Although SW
Boulevard does have shoulders along
much of the road, the surface is rough
with several potholes. Cars also block
the shoulder in areas where bikers
would be forced to enter the roadway in
order to continue. Several of the streets
are also very narrow making it so that
approaching traffic would need to yield
to oncoming cars in order to share the
road with cyclists. Moreover, heavy
traffic along SW Boulevard, where the
school is located, and 7™ Street
Trafficway make it difficult for bikers to

safely ride, especially when parts of the
road are in poor condition due to large Name Elementary did not contain shoulders, bike lanes, or
potholes or drainage problems. The bike pqths. Although the road pictur'ed aboveis in good
lack of crosswalks along SW Boulevard condition, the narrow shoulders are in need of repair.

at busy intersections also makes it difficult for bikers to cross the road. Finally, cyclists

utilizing the sidewalks would have problems mounting and dismounting sidewalks due

to the lack of curb ramps.

We rated this component of the assessment a 3 (some problems) due to the lack of bike
lanes, shoulders, and poor road conditions. We also did not observe any “Share the
Road” signs. More crosswalks also need to be made available along sections of SW
Boulevard for both bikers and pedestrians wanting to access the school, area parks and
corner markets.

Bicycling Surfaces

Again, we encountered several problems with the condition of the roadways
surrounding Holy Cross Elementary. Several large potholes and cracks were observed
on the streets along with uneven surfaces. Railroad tracks at SW Boulevard cause for
bumpy conditions for cyclists to ride across. Debris, including broken glass and trash,
littered some of the streets. Drainage problems were also an issue on some of the
streets, producing slick conditions for riders.
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Due to the poor conditions of several
streets we rated this section of the
assessment a 2.5 (many to some

problems). —
Intersections . éf
.

A crosswalk in good condition is located
directly in front of the school. The 2
crosswalk appears to have been recently :‘ﬂ.;m‘—_-.;
painted and there is a crosswalk sign with
flashing signs to alert drivers that they are =~ _ LA e
in a school zone. However, few 5 R Nt
crosswalks are located in the area with Roadway surfaces were in poor condition with many
the exception of the corners of SW potholes, cracks_,.and breaks i'n the surface creating
Boulevard, 7th Street Trafficway, and hazardous conditions for cyclists.

Rainbow Boulevard. Because Whitmore Playground is located on SW Boulevard, which
often has heavy traffic, and is near to the school, additional crosswalks should be

located in this area to safely guide pedestrians and bikers across the street. Mission

Road was also a location with heavy traffic where more crosswalks along with lights

should be placed.

Overall, it was fairly easy to cross the intersections in the area. However, with the lack
of crosswalks, particularly around busy intersections, we rated this section a 4 (good).

Driving Behavior and Motor Vehicle Activity

Overall, drivers appeared to obey the speed limit and were aware of us. Problem areas
on this route include heavy and sometimes speedy traffic along SW Boulevard, Mission
Road, and 7" Street Trafficway. An area of concern is especially around SW Boulevard
where the school is located. Because traffic is usually heavy in this area, it can become
even more problematic during the times before and after school when parents are
dropping off and picking up their children. More awareness should be brought to
drivers’ attention that a school zone is in the area with more signs posted on this street.

Because of the overall cautionary driving and compliance with the speed limit, this
component was assessed as a 4.5 (good to very good).
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Ease of Biking

Again, no bike rack was available at the
school for students to secure their
bicycles. With the exception of school
zone signs located at the school, no
maps, signs, or road markings were
available to help bikers navigate to
school and the surrounding parks and
playgrounds. There were also a couple
of steep hills, particularly on S. Mill
Street, that would be very difficult and
dangerous for cyclists to bike.

For this section of the assessment we e

rated it a 3.5 (some problems to good) M IR . =

due to the lack of bicycle racks, signs This steep hill on S. Mill Street could be difficult
and road markings, and steep hills for many young bikers to ride up.

located close to the school.

Overall Score

Based on our rating of the bikeability in and around Holy Name Elementary School, we
arrived at the following total score:

= Availability of safe places to ride = 3

= Bicycling surfaces = 2.5

* Intersections =4

= Driving behavior and motor vehicle activity = 4.5

= Ease of biking = 3.5

Total Score =17.5

This score classifies this area as okay for cyclists but in need of improvement. Several
improvements need to be made to the streets to make them more suitable and safe for
biking. Again, it should be looked into to provide “Share the Road” signs around the
community to support bikers. More crosswalks with lights also need to be included for
both bikers and pedestrians to easily cross roads, particularly close to the schools and
area parks.
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Rosedale Middle School Bikeability Assessment Results

Because much of the area and neighborhoods surrounding Rosedale Middle School
were already covered from previous assessments for the elementary schools, we
combined our evaluations from those schools to score the different components for this
evaluation. However, because specific residential areas had not been covered from the
previous assessments, we made sure to return and cover these areas on 05/21/2009.
Based on our results from the previous assessments and combined with the new areas
covered, the following summarizes the results for the areas surrounding Rosedale
Middle School.

Availability of Safe Places to Ride

Just as with the other assessments,
several problems were encountered
including lack of space to safely ride,
lack of bicycle lanes, and heavy traffic in
many areas, particularly before and after
school. Very few roads had shoulders
for cyclists to ride on and many streets
were narrow, making it difficult for two
cars and bikers to safely share the road.
Because of the narrow roads and the
poor conditions of some of these roads,
cars attempting to pass, drivers may
pass too closely or have to yield to
oncoming traffic to allow enough room 4 5 o e e, S
for the biker to Contmu_e safely. qum, Narrow streets lacking lanes for bikers and cars parked
no “Share the Road” signs were visible along the side roads are common problems in the

on this route. Rosedale community.

Most of the roadways did appear to be well lighted at night although it is difficult to

absolutely determine if the lights are in good working condition as this assessment was
conducted during the daylight hours. A few steep hills were also encountered in which
cyclists may need to walk their bikes up the hill due to the sharp steepness of the hills.

Because of the lack of space, sidewalks, bicycle lanes, and “Share the Road” signs, we
rated this section as a 2 (many problems).
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Bicycling Surfaces

Many of the roadways were in poor
condition. Several streets had very
large potholes and cracks that could be
hazardous for bikers. Some streets
were also littered with trash including
broken glass. A few streets had uneven
surfaces and gaps for riders, including
railroad tracks, utility covers, and drain
grates. Construction on a home was
also being done close by the school on
Springfield Street where trucks, cars,
and construction equipment extended
far out onto the roadway, making it

difficult for even a car and a biker to 5& TS A % LR M;&‘& %

share the road. Drainage problems also  For the safety of bikers, large potholes, cracks, and
existed on some streets which could drainage issues need to be addressed in much of the
cause slick road conditions for bikers. area.

Due to the poor street surface conditions, a rating of 2.5 (many to some problems) was
given for this section of the evaluation.

Intersections

Although we encountered a few crosswalks along this route, many of the crosswalks
were in need of repainting and adding a light at a busy intersection which did not allow
much time for a person to cross. The crosswalk located in front of Rosedale Middle
School is in need of repainting. However, because we were walking by Rosedale
Middle School as school was letting out for the day, we did observe a security officer
acting as a crossing guard to help students cross the road since traffic was so heavy
with extra vehicles and buses in the area. Two crosswalks were also located at the
corners of Lloyd Street, 41%' Avenue, and 43" Avenue, but were also in need of
repainting. Furthermore, a crosswalk with light located at the busy intersection of
Rainbow Boulevard and 43" Avenue does not allow much time for pedestrians or bikers
to cross the road.

A lack of crosswalks where they are severely needed was also observed. This is
especially true for the area parks which many of the middle school students appear to
access. While conducting park assessments, several middle school students came to
hang out at Fisher Park. We also observed homework assignments belonging to
Rosedale Middle School students at Mt. Marty Park, which is located on a curvy hill. By
far the worst intersection in the area is on Mission Road where Rosedale Park is
located. This is an extremely busy intersection with cars driving rapidly up the hill which
is also set on a curve. Itis very difficult to cross this road safely due to the high volume



of traffic, the speed of the traffic, and the lack of visibility due to the hill and curves on
this road.

We rated this component of the assessment a 3 (some problems) because of the lack of
crosswalks and the need for repair of many of the crosswalks that are available.

Driving Behavior and Motor Vehicle Activity

Again, we encountered a couple of problems with drivers. We did observe speeding
drivers, but this was mostly contained to the main roadways including Mission Road,
SW Boulevard, 43" Avenue, and Rainbow Boulevard. However, drivers did appear to
pay attention to the speed limits surrounding Rosedale Middle School and were more
cautious when approaching the school.

The other problem we observed were drivers passing us too closely which occurred on
Springfield Street where the school is located. The road is fairly narrow and does curve
sharply around the school. However, the motorists were driving slowly and cautiously
as they passed us. There were a couple of other instances where cars sped past us
very closely.

Due to the speeding drivers and the vehicles that passed us by very closely, we rated
this section a 3.5 (many to some problems).

Ease of Biking

This was the first school in which we observed bicycles that were located behind the
school. However, no bicycle rack was available for students to securely store their
bicycles. The bikes were leaning up against a brick wall or a fence. We observed only
one bicycle to be securely chained to the fence. As with the other assessments, there
were no maps, signs, or road markings to aid cyclists in finding local Rosedale
attractions. There were also extremely steep hills, especially on Springfield Street,
South 8" Place, and Springhorn Lane, which were also narrow and dangerous for
cyclists biking up and down the hills.

We rated this section a 3 (some problems) due to the lack of a bicycle rack, signs and
road markings, and steep hills located near the school.

45



......

Unlike the elementary schools, bicycles outside of Rosedale Middle School were observed. However, the
school did not have a bicycle rack for students to safely secure their bicycle to. Most bikes were leaning up
against a brick wall. The picture on the right shows a bike chained to the fence.

Overall Score

Based on our rating of the bikeability in and around the 1.5 mile radius of Rosedale
Middle School, we arrived at the following total score:

= Availability of safe places to ride = 2

= Bicycling surfaces = 2.5

* Intersections = 3

= Driving behavior and motor vehicle activity = 3.5

= Ease of biking =3

Total Score =14

This score classifies this biking area as poor. Because it was observed that students do
bike to and from school, more support needs to be provided for these students by
providing a bicycle rack and improving some of the conditions around the school by
adding more crosswalks and improving road conditions by repairing large potholes and
cracks and uneven gaps in the road. In order to encourage more bikers, “Share the
Road” signs should be posted in the Rosedale area and biker safety classes should be
made available to students.
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Summary of Bikeability Assessments

In order to encourage more children and families to bicycle in the Rosedale area,
several improvements need to be made to encourage safe biking. The National
Highway Traffic Administration (NHTSA) and the U.S. Department of Transportation
offer the following suggestions for communities wanting to encourage more active
communities through biking and other activities. Because many of the streets
surrounding Rosedale area schools and parks are in poor condition and hazardous for
bikers, the following suggestions should be discussed in order for improvements to be

made:

= To improve the availability of safe places to ride:
o Work with the Rosedale community to adopt a plan to improve condition,

including establishing a network of bicycle lanes on major roads and on
roads commonly accessed by students, including near the area schools
and parks.

Work with the public works department to consider placing “Share the
Road” signs at specific locations in the community.

Establish a community bicycle advocacy group that includes active area
cyclists who can help inform and educate the community about bicycle
safety and also advocate for safer riding conditions for bikers.

= To improve biking surfaces of area streets:

o

o

Work with the public works and parks department to develop a pothole or
hazard report card or online link to warn the agency of potential hazards.
Contact the local public works department to gradually replace all
dangerous drainage grates with more bicycle-friendly designs, and
improve railroad crossings so that bikers can cross them at 90 degrees.

= To improve intersections:

o

o

o

o

o

Ask the local public works department to look at the timing of the specific
traffic signals causing problems in the area.

To improve the visibility of some intersections, suggest that overgrown
vegetation be maintained and routinely trimmed.

Advocate for more crosswalks in high traffic areas, including around the
local parks and corner grocery stores.

Ask that the crosswalks located by the schools be maintained and
repainted as needed.

Organize a community-wide, on-bike training on how to safely ride
through intersections.

= For improvements in motor vehicle activity:

o

Ask the police department to enforce speed limits and safe driving,
especially during drop-off and pick-up times at each of the local schools
where traffic is especially heavy.

Encourage the department of motor vehicles to include “Share the Road”
messages in driver tests and correspondence with drivers.

Encourage the community to use cameras to catch speeders and red light
runners, especially on 43' Avenue and Mission Road where many
speeding drivers were observed during our assessments.
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= To improve the overall ease of biking in the Rosedale community:
o Work with area community members to publish a local bike map.
0 Ask the public works department to install bicycle racks at key
destinations, including the area schools and parks.
o Help local students in planning routes to and from schools and parks that
minimize the impact of steep hills.

In a survey administered to local Rosedale community members in April 2009, it was
indicated that the lack of crosswalks was of a concern to area residents. Of the 27
respondents to the survey, 33% indicated that the lack of crosswalks to get safely
across the street was a major barrier for participating in physical activity within the
community. In an open-ended question assessing for the most important thing to be
improved within the community to encourage physical activity, three people indicated
that safety issues, including the lack of crosswalks and pedestrian lights, needed
improvement.

Because safety issues and lack of crosswalks appear to be of concern to community
members, it is important to acknowledge their concerns and concentrate and making
some of the suggestions for improvement listed above. Furthermore, young children
and families need to be educated on biker safety to promote safe biking practices.
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Grocery Store Assessments

Store assessments were conducted for six Rosedale corner stores. The assessment
tool used for these evaluations was adapted from the Fresno County Community Food
Assessment and the Los Angeles Community Healthy Council Neighborhood Food
Watch Checklist. This evaluation assessed the following criteria for each store:

= Availability of poultry, beef, and seafood

= Availability of low-fat dairy products

= Accessibility to whole grain foods

= Availability of low-fat, low-sodium, and low-sugar food products

= Accessibility of alcohol and tobacco products

= Acceptance of food stamps, WIC products, and coupons

= Methods of payment available

= Handicap accessibility

= Cleanliness

= Accessibility to public restrooms and phones

= Marketing of healthy foods, “junk” foods, alcohol, and tobacco

= Availability and quality of fresh fruits and vegetables

= Prices of commonly bought food items, including bread, low-fat milk, eggs, and

fruits and vegetables

Prior to conducting the assessments within the Rosedale community, a graduate
research assistant and postdoctoral research fellow evaluated a corner store outside of
the Rosedale area to establish reliability with the assessment tool used and how each
section of the evaluation was scored. Upon completion of the reliability site, it was
determined that both researchers obtained similar scores for each component and
discussed any findings that may have been in conflict with one another. Each of the
assessments were conducted in this manner in which all findings were discussed at the
conclusion of the store evaluation.

The following report summarizes the findings that were observed for each store located

within the Rosedale community. To view a copy of the evaluation tool used for this
assessment see Appendix I.
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Stop ‘n Shop Convenience Store

This evaluation was conducted on
04/30/2009. For question one of the —
evaluation (Does this store carry...),
the following was observed:

E'EE

This convenience store did not
carry any USDA top grade
poultry or fresh seafood. The
store did carry frozen 85% lean
ground beef.

Skim milk and low-fat yogurt
were available. While cheese
was available for purchase, it
was not low- or non-fat.

Eggs were available for _ _
purChaS_e-_ ) The Stop ‘n Shop Convenience Store located at 39" &
A very limited selection of whole  Rainbow Blvd.

grain products was available

including whole wheat bread and one type of whole grain cereal.

It was observed that all of the perishable products had “use by” or “sell by” dates.
We also observed some packages of hot dogs that were expired (04/23/2009).

No soy products were available for purchase.

We did not observe any low-fat, low-sodium, low-sugar, or diabetic food products
within easy view. Sugar-free candy was available for purchase but was mixed in
with a display of other candy.

This store did not carry alcohol. Tobacco was available for purchase and was
located behind the customer service counter.

For question two of the assessment (Does/Is this food store...), we observed the
following:

This store does accept food stamps but does not accept WIC vouchers.

This store does have a credit card machine as a method of payment.

Although the manager on duty indicated that they used to accept coupons, they
do not honor them anymore. This store also does not have a store club card.
For the most part the store is handicap accessible with a ramp leading into the
store and a wide doorway. However, the aisles are narrow which may make it
difficult for a person in a wheelchair or with a walker to maneuver their way
through the store.

A microwave is available for customer use along with a public restroom and a
public phone located on the corner.

Overall, the store was clean with just a few problem areas. Most of the floor had
been mopped with the exception of a few dirty areas located in more high traffic
areas, including in front of the cashier’s counter and the soda fountains. The
shelves were also dusty in a few places. However, the store employee on duty
was cleaning the countertops while we were conducting our evaluation.
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= A discount shelf for dented cans and other items was not observed.

= This store did not offer a healthy deli option. While there were deli sandwiches in
the coolers, they were not low-fat.

= A bus stop was located near the store.

= No delivery service was available for customers.

= Tobacco products were displayed behind the cashier’s counter and four signs
advertising tobacco products were located outside the store.

= Although the store did not market any healthy food items, a fruit and vegetable
rack was located by the cash register at the front of the store.

» The store did market a few unhealthy food items inside the store but it was not
excessive.

= Candy, chips, soda, and other sweetened beverages were prominently displayed
at the front of the store adjacent to the check-out counter.

For question three assessing the availability of fresh fruits and vegetables within the
store, we observed the following:
= Three fresh fruits were available for purchase (limes, apples, and bananas). The
guality and freshness of each item was rated as good.
= Three fresh vegetables were available for purchase (lettuce, onions, and
potatoes). The quality and freshness of these items were rated as good to
excellent.

In order to compare prices with other corner markets within Rosedale and larger
supermarkets that are commonly accessed by community members located outside of
Rosedale, we also observed prices of commonly purchased food items. The following
prices were recorded:
= For a 20 ounce loaf of bread the cost was $1.99
= A half gallon of skim milk was priced at $2.69; for one quart of 2% milk, the cost
was $2.69
» For the fruit items, apples were $0.59 each, bananas were priced at 3/$0.99, and
limes were priced at 2/$1.00
= One pound of frozen 85% ground beef was priced at $3.99
= The cost for one dozen of large eggs was $2.29
» For the vegetable items, a head of lettuce was priced at $1.79 and the onions
and potatoes were available at 2/$1.00

Other Observations and Comments

This store also carried a small frozen food selection which included convenience foods
such as pizza, burritos, waffles, and breakfast croissant sandwiches. There were also
frozen vegetables including corn and broccoli. The cost of these items was $1.99 for a
16 ounce package. Frozen 100% grape juice was also available for price of $2.99.

A refrigerated section offered 2-ounce packages of lean turkey for $0.89. Cheese was
available in sliced, shredded, and block varieties and quesadilla cheese was also an
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option. Packages of hot dogs, bologna, smoked sausage, and bacon were also
available.

While there were prominent displays of chips, candy, and soda at the front of the store,
it is important to note that a fruit and vegetable stand was also located directly in front of
the cashier’s counter. Although there were not very many fruits and vegetables
available for purchase, the employee on duty indicated that they only receive shipments
of these items once a week on Fridays. We completed this assessment on a Thursday,
so the next shipment of fruits and vegetables was not until the following day.

It should also be mentioned that the employee on duty was very friendly and

accommodating. He had a sincere interest in what we were doing and was willing to
answer any questions that we had for him.
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Xtension Food Mart

Xtension Food Mart is gas/convenience
store located on Rainbow Extension.
This assessment was conducted on
04/30/2009. For question one of the
evaluation (Does this store carry...), the
following observations were made:
= USDA top grade poultry, fresh
seafood, and beef were not
available for purchase.
= The only low-fat dairy product
available for purchase was part
skim mozzarella cheese.
= Eggs were available for
purchase.
= A limited variety of whole grain
products were available including
a few whole grain cereals and oatmeal.
= Perishable items did include “use by” or “sell by” dates on them. We did not
observe any expired perishable items.
= A small selection of “Soy Joy” bars was available.
= Low-fat, low-sodium, low-sugar, and diabetic food products were not located on
shelves together for easy customer finding.
= Both alcohol and tobacco products are available for purchase. Tobacco products
were available for purchase. Chewing tobacco was located on the cashier
counter as well as behind the counter. Cigarettes and cigars were located
behind the cashier counter.

e 4 > Y ‘ cLo
The Xtension Food Mart located at 3440 Rainbow
Extension.

For question two of the assessment (Does/Is this food store...), we observed the
following:

= This store does accept food stamps but does not accept WIC vouchers.

= This store does have a credit card machine as a method of payment.

= Coupons are honored at this store.

= This store does not have a store club card.

= This store was handicap accessible.

= A microwave is available for customer use.

= OQverall, the store was clean.

= Patrons have access to a public restroom, phone and a bus stop located near the

store.

= A discount shelf for dented cans and other items was not observed.

= A healthy deli option was not available.

= A delivery service is not offered.

= Alcohol and beer signs are located outside of the store.
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= This store does prominently display candy at the front of the store adjacent to the
checkout counters. Soda and sweetened beverages were located off to the side
in coolers and were not prominently displayed near the front of the store.

For question three assessing the availability of fresh fruits and vegetables within the
store, we observed the following:
= Bananas were available for purchase the day we conducted this assessment.
However, after speaking with one of the employees on duty it was discovered
that they also carry apples and oranges for variety. Just as with the previous
evaluation, this store only receives shipments of fruit once a week on Fridays.
This assessment was conducted on Thursday, the day before they were due to
receive the next shipment.
*= The quality and freshness of the bananas was rated as good.
= This store does not carry fresh vegetables for purchase.

In order to compare prices with other corner markets and stores within Rosedale and
larger supermarkets located outside of Rosedale that are commonly accessed by
community members, we also observed prices of commonly purchased food items. The
following prices were recorded:

= A 20-ounce loaf of bread was priced at $1.99

* The cost for a gallon of 2% milk was $3.99

= Depending on size, bananas were priced at $0.69 to $0.79 each.

»= The cost for one dozen large eggs was $2.49.

Other Observations and Comments

This store offered a very small selection of frozen foods including chicken nuggets and
ice cream. A rack of to-go cereal boxes was prominently displayed. Whole-grain
options were included in the variety of to-go cereals. This store also carried refrigerated
100% fruit juice. While low-fat and low-sugar food products were not prominently
displayed were customers could easily find them, this store did offer a small variety of
Slim-Fast options. Convenience foods such as submarine sandwiches were available
for purchase, however they were not low-fat.

This store was also very clean and well-lit with wide aisles for disabled patrons to easily
maneuver around. A small section was available with tables and chairs for patrons to
sit and eat their food. Again, the store employees were very friendly and
accommodating and willing to help answer any questions we had. One of the store
employees also indicated to us that the fruit options were one of the most popular and
well-sold items in the store. However, with only one shipment per week, they tend to
run out of these options quickly. He also reported that there has been discussion about
making fresh vegetables available for purchase but that there was concern for how well
these items would move off the shelves before going bad. Interestingly enough, the
store employee we talked with also indicated that there was a need to provide healthier
options to customers.



El Sol Mini Market

El Sol is a small ethnic/specialty food
store located on Lloyd Street within the
Rosedale community. A member of the
Rosedale steering committee fluent in
Spanish accompanied the researchers to
ensure that it was okay to perform the
evaluation and to help translate some of
the questions from the assessment tool.
The evaluation for El Sol was conducted
on 04/30/2009. For question one of the
survey (Does this store carry...), we
observed the following:
= EIl Sol did not carry any sort of
fresh chicken, turkey, lean beef, or El Sol is located at the intersection of Lloyd St. and
seafood. However, several frozen 43" Ave.
seafood products were available
for purchase, including shrimp, fish, and a seafood “mix.”
= Chorizo was available for purchase.
= This store carried skim milk, part skim mozzarella, and a low-fat drinkable yogurt
for low-fat dairy products.
= Eggs were available for purchase.
= Whole grain cereals including oatmeal were available for purchase. There were
some pastas containing “100% durum semolina,” but after research we
determined that this did not constitute a whole grain product.
= “Use by” or “sell by” dates were found on all perishable and refrigerated items.
We observed only one refrigerated item to be expired by a couple of days.
= We did not observe any low-fat, low-sodium, low-sugar, or diabetic food products
on shelves where they could be easily located.
= Alcohol was not available for purchase at this store.
= Tobacco products were available for customer purchase.

For question two of the evaluation (Does/Is this food store...), we observed the
following:
= El Sol does accept food stamps but does not accept WIC vouchers.
= A credit card machine is available for customer purchases.
= This store accepts coupons ONLY for the purchase of cigarettes.
= A store club card is not needed to purchase items or receive discounts.
= This store is not handicap accessible. Although disabled people can getin
through the front door, they cannot navigate through the narrow aisles. The
access to the front of the store where the register is located is also difficult to
navigate around due to a large display by the counter.
= A microwave is available for customer use.
= This store, although in an older building, was very clean and well taken care of.
= El Sol does not have a public restroom available for customer use.
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= A public phone is not located near this store.

= A small discount shelf with baskets of various food products on sale was easily
located in the store.

= A healthy deli option is not available.

= A bus stop is located just across the street from the store.

= A delivery service is not available.

= Alcohol and tobacco products are not advertised inside or outside of this store.

= One small sign located outside advertised Mexican pastries. The remainder of
the signs located on the outside of the store advertised for money wiring
services, money orders, international calling cards, and a narcotics anonymous
sign.

= There was a small, hand-written sign located on the door advertising papaya for
$0.95 per pound.

= Arack of candy was prominently displayed by the checkout counter.

= EIl Sol did not prominently display soda or other sweetened beverages.

For question three assessing the availability of fruits and vegetables within the store, the
following was observed:

» Five fresh fruit items were available for purchase (bananas, apples, papaya,
avocado, and limes). The overall quality and freshness of these items was rated
as average to good.

» Five fresh vegetable items were available for purchase (potatoes, onions, garlic,
jalapeno peppers, and tomatoes). The overall quality and freshness of these
items was also rated as average to good.

We also recorded the prices of commonly purchased food items to compare with other
stores within the Rosedale community and with larger supermarkets located just outside
Rosedale. The following prices were recorded:
» The price for a 24 ounce loaf of white bread was $2.29
*= One gallon of skim milk was priced at $4.40
= The clerk on duty was unsure of the prices of some of the fresh fruit and
vegetable items but provided us with rough estimates. The price for a single
banana was $0.25 to $0.50, depending upon the size. Apples were $0.50 each.
The cost of limes was 4/$1.00.
= El Sol did not carry fresh ground beef.
= A carton of 18 count large eggs was $3.49
= Potatoes were priced at $0.15 each and bulbs of garlic were priced at $0.25
each.

Other Observations and Comments

Along with an interesting assortment of ethnic food items, El Sol also carried a variety of
party accessories and also rented chairs, tables, and children’s games for social events.
There was also a large display of herbs and spices located against the back wall of the

store. Next to the candy display by the checkout counter was also a variety of nuts and
pumpkin seeds. Among some of the other specialty items was also a freezer containing
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the frozen seafood, guava, yucca, pork papusas, tamales, lorocco flowers, and banana
leaves. Although the store carried 100% orange juice which was located on a shelf by
the front entryway of the store, there was some concern because it was not refrigerated.
We did check the label which indicated that the product should “Remain refrigerated.”

The store clerk on duty was very friendly and accommodating. She was able to speak
mostly English and answer our questions without the use of a translator. Although she
was unsure of the prices of some of the produce items, she was very helpful in
answering our questions.
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La Estrella Mini Market

La Estrella is an ethnic store specializing
in Hispanic products. Again, a Spanish
translator accompanied us to the store

913-236 Sa12

located on SW Boulevard. The following ; 8 A Q) et i b

summarizes the results from our
assessment conducted on 05/07/2009.

For question one of the survey (Does this
store carry...), the following was
observed:

La Estrella did not carry any USDA
top grade poultry, lean beef, or :

fresh seafood. Lean Iunchmeat Lz;E;treI]a I(/Ii'-h'i—rﬁé_r)kéi"i“s'Iocaté(‘:i'"a-t the intersection
(turkey and ham) was available for of S. Mill St. and SW Blvd.

purchase.

Low-fat yogurt and yogurt drinks and 2% milk were among some of the dairy

items this store carried. Whole milk, yogurt, and queso cheese were also in

stock.

Eggs were available for customer purchase.

This store did not carry any whole-grain food products.

“Use by” and “sell by” dates were observed on all perishable and refrigerated
products. We did observe the queso cheese to be about a week outdated.

Soy products were not found.

We did not observe any low-fat, low-sodium, low-sugar, or diabetic food products

in La Estrella.

Alcohol was not available for purchase however tobacco products were found on

a small display by the register.

For question two of this evaluation (Does/Is this food store...), the following was
reported:

This store does accept food stamps but does not accept WIC vouchers.

A credit card machine is available for customer purchases.

Coupons are not accepted and a store card is not necessary for customer to
make purchases or receive sale prices.

This store is not handicap accessible—there are steps leading into the store and
the aisles and overall layout of the store are very narrow and difficult to
maneuver around.

A microwave is available for customer use.

This store was not very clean inside. The shelves and coolers were dirty and
extremely disorganized, making it difficult to find items. The floors were also in
need of mopping.

Both a public restroom and phone are available for customer use.

There was not a discount shelf for dented cans or other sale items.

A healthy deli option was not available.
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= There was not a bus stop within close proximity to the store.

= A delivery service is not offered.

= There were a couple of signs marketing tobacco products both inside and outside
the store.

= One sign advertising for Red Bull products was observed.

= This sign did not have any advertising promoting healthy food products.

= Both candy and soda/sweetened beverages were prominently displayed by the
checkout counter.

For question three assessing the availability of fresh fruits and vegetables within the
store, the following was observed:
= Three fruit items were observed (limes, bananas, and avocados). The overall
guality and freshness of these items were rated as excellent.
» Five vegetable items were observed (tomatoes, potatoes, jalapeno peppers,
garlic, and onions). The quality and freshness of these items were rated as
excellent.

We also compared prices for commonly purchased food items. The following prices
were recorded:
= The cost for a 24 ounce loaf of white bread was $2.30
= A half gallon of 2% milk was $2.49. A gallon of whole milk was priced at $3.99.
= Bananas were priced at $0.40 each. The cost of limes was 3 to 4 limes for
$1.00, depending on the size of the limes.
= This store did not carry fresh ground beef.
» The cost of a dozen jumbo eggs was $1.99.
» The price of potatoes was 3/$1.00. Onions were priced as $0.50 to $1.00,
depending on the size, and bulbs of garlic were $0.40 each.

Other Observations and Comments

This was a small store that had 2 sections to it—the main floor where customers
entered into contained the cash registers, refrigerated items, and food items. A ramp
leading down to another section of the store contained shelves of more food products,
bags of potatoes and onions, as well as non-food items including Mexican dresses and
other accessories. There was a store sale on the dresses and sale signs were posted
by the dresses, which hung from the wall above the shelves of food, and there was also
a store flyer posted on the outside of the store that advertised the sale items.

The fruit and vegetables were located near the front of the store as customers walked
in, so they were some of the first items within view. One point of interest was the
homemade burritos and chile rellenos available for purchase that the store owner’s wife
made fresh daily. These were hot items as several customers came in and purchased
burritos while we were conducting our assessments.
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Advertisements on the outside of the store included signs for money wiring and
telephone cards. The store sale flyer was also posted outside. A sign also warned
patrons of a security camera in use.

The store owner was extremely friendly to us and to all of the customers that came in.

He spoke some English and was very accommodating and helpful. Although the store
was small and dirty, the homemade burritos and the owner’s hospitality were a strong

selling point.
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Monarch Convenience Store (Oklahoma Joe’s Barbeque)

The Monarch Convenience store is a
small gas station and grocery store that
also houses the famous Oklahoma Joe’s andwiches | lce | Ml
BBQ restaurant. The following
summarizes the results of the evaluation
conducted on 05/21/20009.

For question one of the assessment
(Does this store carry...), we observed
the following:
= This store did not carry any USDA
poultry, lean beef, or fresh
seafood. The Monarch Gas Station is located at the

" !—OW'fat milk was the only dairy intersection of 43rd Ave. and Mission Rd.
item available for purchase.

= Eggs and whole-grain food products
were not available for customer
purchase.

= “Use by” and “sell by” dates were
found on all perishable and
refrigerated items. We did not
observe any of these items to be This store also houses the famous Oklahoma
outdated. Joe’s BBQ.

= Soy products, low-fat, low-sodium,
low-sugar, and diabetic food products were not available at this store.

= Alcohol was not available for purchase on the store side but could be purchased
in the restaurant for dine-in only.

= Tobacco products were sold behind the counter of the store.

For question two of the survey (Does/Is this food store...), the following was reported:

= Neither food stamps nor WIC vouchers are accepted.

= A credit card machine is available for customer purchases and coupons are
accepted.

= This store does not require a store card for customer purchases.

= This store, with the exception of the bathroom, is handicap accessible. The
bathroom sink is too high for a person in a wheelchair to reach and the soap
dispenser is also mounted too high on the wall.

= A microwave is available for customer use.

= This store is very clean inside and appeared to be very well maintained.

= Public restrooms are available for patrons to use.

= A public phone is located across the street at the Apple Market (which is
technically outside of the Rosedale community boundary).

= A discount shelf for dented cans or other sale items was not observed.

61



= Although the store side itself does not offer a healthy deli option, the restaurant
side does offer a small variety of “healthy selections” from their menu.

= A bus stop is located just across the street.

= A delivery service is not offered by the store side, but the restaurant side does
offer a delivery service.

= Alcohol is advertised both outside and inside of the restaurant side of the
building.

= Tobacco products are advertised both outside and inside the store side of the
building.

= This store did not market or advertise healthy food items.

= Both candy and soda/sweetened beverages were located adjacent to the
checkout counter at the front of the store.

For question three of the assessment, neither fresh fruits nor fresh vegetables were
available for purchase.

We compared prices of the small selection of items located on the store side of the
building. The following prices were recorded:
» The price for a 20 ounce loaf of wheat bread was $2.49
= A quart of 1% milk was priced at $1.57. The cost for a gallon of 2% milk was
$4.38
= This store did not have any fresh fruit, fresh vegetables, ground beef, or eggs
available for purchase.

Other Observations and Comments

The building itself that houses both the small grocery store and the restaurant is very
small but is overall clean and very busy with patrons both visiting the restaurant and the
store side to purchase gas and other items. The restaurant consumes the largest
portion of the building and is very popular and well known for its BBQ and was
extremely busy the day we conducted our assessment. Since we were there during the
lunch rush (around 1:00 pm) we also took advantage of grabbing some lunch. The
restaurant is very efficient and the employees behind the counter, although busy, are
friendly and courteous and our food was delicious.

An interesting note about the store side was that although it had a small selection of
food products, there was a large display of Frisbee discs located in front of the checkout
counter. Because Rosedale Park has a Frisbee golf course and holds tournaments, this
is a unique addition to the store inventory that appears to be popular with customers.

The store side was not as busy as the restaurant side although patrons still came by to

purchase drinks and gas. The employee on duty was friendly and helpful in answering
our survey questions.
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Fill N Shop

The Fill N Shop gas and convenience store is
located just down the street from Oklahoma
Joe’s. This assessment was also conducted
on 05/21/2009 and the following summarizes
our report.

For question one of the assessment (Does
this store carry...), we observed the
following.

USDA top grade poultry, lean beef, i :

and fresh seafood are not available for  The Fill N Shop convenience store is located
purchase. on 43rd Ave.

Skim milk, light butter, and part skim

mozzarella cheese were among the low-fat dairy products we observed.

Eggs were available for purchase.

We did not observe any whole grain breads, cereals, or pastas.

“Use by” and “sell by” dates were on all perishable and refrigerated items. We
did not observe any outdated food items while conducting the assessment.
Soy products, low-fat, low-sodium, low-sugar, and diabetic food products were
not available.

Both alcohol and tobacco products were sold at this store.

For question two of the assessment (Does/Is this food store...), the following was
reported:

Neither food stamps nor WIC vouchers were accepted at this store.

A credit card machine was available for customer purchases.

Coupons were accepted and a store club card was not required for purchases.
This store was handicap accessible with wide aisles and plenty of room to
navigate into and around the store.

A microwave was available for customer use.

This store was extremely clean inside with clean floors, shelves, and
countertops.

A public restroom is available outside. Customers need to ask for a key to use
the facilities.

A public phone was located just outside the store.

There was not a discount shelf for dented cans or other sale items.

Although the store did not offer a healthy deli option, there were sandwiches
available for purchase in the refrigerated section.

A bus stop was located just down the street from this store.

A delivery service is not offered.

Both alcohol and tobacco products were advertised inside and outside of the
store.

This store did have a couple of advertisements for unhealthy food items (drinks,
chips).
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= No signs were observed to market towards healthy food items.

= Candy was prominently displayed by the checkout counter at the front of the
store.

= Soda and sweetened beverages were not displayed by the checkout counter.

This store did not carry any fresh produce items, so question three of the assessment
was not conducted.

We compared the prices of the commonly purchased food items that were available for
purchase at this store. The following prices were recorded:
* The cost for a loaf of 20 ounce bread was $2.99
= A quart of 2% milk was $1.79. The price of a 2 gallon of milk was $2.49, and a
gallon of skim milk was $3.29
= One dozen large eggs were priced at $1.99.
= This store did not carry fresh fruit, fresh vegetables, or ground beef.

Other Observations and Comments

This store was small but extremely clean. Even the counters next to where hot dogs,
nachos, fountain drinks, and other food items were clean and recently wiped off. The
trash next to this counter had also been recently emptied. This was one of the most
cleanest and accessible stores we assessed. The store employee on duty was
gracious and helpful.



Price Comparisons of Supermarkets Outside of Rosedale

The results of the survey that was conducted to church members within the Rosedale
community indicated that many people utilize the supermarkets that are located just
outside the Rosedale community. We conducted price comparisons on commonly
purchased items at each location we evaluated and two of the most commonly
accessed supermarkets. The following reports the findings of the price comparisons
conducted at Price Chopper and Apple Market.

Apple Market

The Apple Market located at 47" and Mission Road is a large supermarket where
members of the Rosedale community indicated they commonly shopped. We recorded
the following prices on 04/15/2009:

* The price of the cheapest loaf of bread was $0.99 for a 16 ounce loatf.

= A gallon of skim milk was priced at $1.69

* The cost for bananas was $0.79 per pound. Limes were prices at 5/$1.00

= One pound of 80% lean ground beef was $1.99

= A dozen of large eggs was $1.39

= The cost for one pound of potatoes and one pound of carrots was approximately

$0.80

Price Chopper

Located on Roe Boulevard, this Price Chopper is a large supermarket that also carries a
wide selection of Hispanic food items. Members of the Rosedale community also
indicated shopping at this location on a regular basis. Because a “Chopper Shopper”
store card can be used at this store, we recorded both the regular price and the store
card discount price for the items that were on sale. Price comparisons were conducted
on 05/21/2009.
» The price for a 20 ounce loaf of bread was $1.33
= One quart of skim milk was $0.92, a ¥z gallon of skim milk was priced at $1.59,
and one gallon of skim milk was $2.89
= Fruit prices for the following items include:
o Limes were 3/$0.99 without card or 4/$1.00 with card
o Avocados were 2/$3.00
o Jonathan Gold Apples were $0.99 per pound
o0 The price of bananas was $0.79 per pound
»= The price of 80% ground beef was about $2.40 per pound
= The price for a dozen of large eggs was $0.95
= For the following vegetable items:
0 One pound of Vidalia onions was $1.29 without card or $0.79 with card
o White onions were $0.99 per pound
o Tomatoes were $2.49 per pound
o Roma tomatoes were $0.99 per pound
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o A5 pound bag of potatoes was $3.49 without card or $1.58 with card. A
10 pound bag was $4.99 without card or $2.99 with card. Red potatoes
were $0.99 per pound.

o Bulbs of garlic were $2.99 per pound

o Jalapeno peppers were $1.49 per pound without card or $1.29 per pound
with card

66



Summary of Grocery Store Assessments

Within the Rosedale community, four convenience or gas/grocery stores and two
ethnic/specialty stores exist. However, according a survey that was conducted Spring
2009 to members of churches in the Rosedale community, a majority of people access
the supermarkets that reside outside of Rosedale. Although no reasons were cited as
to why they utilize the supermarkets over community stores, the results from this
evaluation indicate that selection, variety, and prices could all be possible factors.

Out of all six stores assessed, four sold fresh produce items. However, two of the
stores received these items only once a week and were often running low or out by the
time the next shipment arrived. Furthermore, the prices of the items sold at the
community stores were much more expensive on average compared to the prices at the
supermarkets. The prices of eggs, milk, and bread—all commonly purchased items—
were relatively expensive and there was not much variety in the items available.

While the ethnic/specialty stores offer items that cannot be commonly found in other
stores, it was observed that the Price Chopper on Roe Boulevard offered many of the
same items at lower costs. However, the location of these stores and the bus stops
within close proximity offer convenience to customers.

One employee at one of the stores indicated that they would like to offer more fresh
produce items, however there was concern that these items would not move off the
shelves fast enough, resulting in bad produce and a loss in profit. This employee also
acknowledged that by placing the fresh fruit that they did have in stock by the front
counter, these items often sold quicker and they were out before the next shipment was
due.

The following suggestions are provided based on the results of this evaluation:

= Stores should offer a wider variety of fresh produce and make these items
available at the checkout counter and as customers enter the store.

= Stores should market healthy foods both outside and inside the store with colorful
signs to attract customers.

= Stores should advertise sale prices on healthy foods, including dairy, produce,
and whole-grain food products to encourage customers to purchase these items.

= Stores should include a selection of whole grain breads, cereals, and pastas and
display them together on a shelf with signs indicating they are whole grain
products.

= A wider selection of low-fat and non-fat dairy products, including milk, yogurt, and
cheese, need to be made more available.

» Because microwaves are available at each store, healthier deli and sandwich
options should be made available.

= In place of racks of candy, chips, and soda, stores should display wate