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CHAPTER

5
Planning Process

The planning development process for the 2040 Metropolitan Transportation Plan is 
consistent with the performance planning requirements of the governing federal law 
MAP-21. The basic focus of performance-based planning is to make decisions relat-
ed to transportation facilities, services or programs that collectively exert a positive 
outcome on the condition and operation of the transportation system. These impacts 
positively affect the economy, safety, and health of the residents, businesses, visitors 
and stakeholders.

This chapter begins with a narrative of the planning process for MOVE 2040.

Transportation planning in the Wichita planning area is a collaborative effort to en-
gage all of the jurisdictions within the urban area planning boundary as well as rep-
resentatives of the freight, bicycle, transit, and pedestrian organizations; the public at 
large; and advocacy organizations. The tools used include engineering�based needs 
assessment; travel surveys; subject matter experts; ad hoc groups; on�line surveys; pub-
lic organization meetings; on site surveys; community leadership meetings; jurisdictional 
databases; and plans. The Regional Economic Area Partnership (REAP) was developing 
a Prosperity Plan concurrent with MOVE 2040. Also the Metropolitan Area Planning 
Department for the City of Wichita and Sedgwick County (MAPD) was updating its 
comprehensive plan. These provided the information for current and future economic 
conditions and land use elements of the plan. A series of one-on-one meetings with the 
 nancial of cers of the member jurisdictions provided information on projected reve-
nues. Throughout the process representatives of KDOT provided information on infra-
structure conditions of the various modal networks, revenue projections, and projects. 
Additional public engagement tools were utilized to communicate key messages and 
provide interactive opportunities for input to the decision makers throughout the devel-
opment process.

The diagram on the next page shows the four phase process used for the development 
of MOVE 2040 and the table on the next page provides a quick explanation of each 
phase.
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PERFORMANCE PLANNING AND PROGRAMMING ELEMENTS

Strategic Direction Needs, Goals, Performance Measures
(�Asking for Directions� � Phase 1)

Long Range Planning Identify targets and trends
(�Mapping the route� � Phase 2) Identify strategies
 Identify potential projects

Programming  Draft and Final Plan (MOVE 2040)
(�Final approach� � Phase 3) Finalize resource constraints

Implementation and Evaluation Adopt  nal plan
(�Safe Landing and Check out� � Phase 4) Reporting and Monitoring plans
 Evaluation of progress until update
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Development of Investment Strategies
The ideas and comments received during the outreach to elected of cials, the pub-
lic at large, subject matter expert roundtables, and advocacy and civic groups were 
compiled and summarized. These were used as the framework of a workshop hosted 
by the Plan Advisory Committee (PAC) and attended by the members of the Technical 
Advisory Committee (TAC) and the Transportation Policy Body (TPB) to de ne the strat-
egies for public consideration. Working in small groups, these regional representatives 
re ned the themes and ideas into four options to be taken to WAMPO�s stakeholders 
for comments and suggested changes.

The results of the workshop were summarized in four potential strategies. The alterna-
tives are described below.  

� Demographic and environmental concerns � This strategy focuses on the 
graying of the area�s population and their desire to retire in place; the declining 
size of households; and the effort by our member jurisdictions to retain and attract 
younger generations. This strategy includes the implementation of the Wichita 
Transit Vision Plan. It also recognizes that if the current trends continue, the Wichita 
Metropolitan Statistical Area (MSA) will be out of compliance with federal Clean 
Air Act standards. It maintains the existing assets and supports complete streets 
efforts. The program of projects is financed with the current funding levels (2014) 
received from all sources.

� Fixing bottlenecks � This strategy was built upon needs identified by the public 
and goods movement industries. It addresses improvements through use of 
operations technology, increased safety education initiatives, and intersection/
interchange improvements. It supports projects that eliminate hazardous at-grade 
rail crossings. It supports technology-based improvements for traffic flow and 
incident management. Current transportation funding levels are projected (2014) to 
be available.

� Multimodal � This theme responds to the public, subject matter experts, and 
elected officials who stated a preference for greater travel choices. The strategy 
directs resources to connectivity between the modes in support of goods and 
people movement, access to significant destinations, and the needs of an �aging� 
population. It includes the implementation of the Wichita Transit Vision Plan over 
the twenty-five year planning horizon, expansion of the bicycle and pathway 
network, and intercity and regional rail passenger service. It supports the creation 
of a dedicated funding source for public transit. Cost benefit analysis and return on 
investment methodologies are used to make sure the funds are effectively spent.

� Preserve and maintain the existing system   � This theme emphasizes the 
importance of preserving the existing condition of facilities for all modes of travel. 
It reflects the importance of the current system and the limited resources available 
in the future. Funding would be directed to technology-based improvements for 
traffic flow and incident management. The program of projects is financed with the 
current funding levels (2014).
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Following an extensive outreach effort that included on-line input, public meetings, 
presentations to elected officials, community and advocacy organizations, subject 
matter experts, and our planning partners; and PAC/TAC review, the final strategy was 
approved by the Transportation Policy Body.

Investment strategy
The multimodal transportation system includes not only buses, trains, planes, and cars, 
but bicycles and pedestrian facilities as well. The final strategy reflects a consensus of 
WAMPO committees around not just the content of the strategy but also the intent of 
the strategy. The strategy will apply to funds distributed by WAMPO, but other 
transportation decision makers will be encouraged to follow the strategy as well, to 
ensure a cohesive, unified system that serves a wide range of users. 

This strategy will focus on preserving the current multimodal transportation system. We 
need to take care of what we have. The building blocks of the strategy will be the 
functionality and condition of the road network, choices and connectivity through 
availability of public transit over the mid and long term, and the use of technology to 
address incident management and safety. Plans and implementation will be compliant 
with federal, state, and local laws and regulations.

Transportation Components 
� Maintain current highway, roads, and streets in good condition. Improvements 

should assess not only condition of the infrastructure but the purpose that it 
serves.

� Stabilize transit service in the near term;  increase transit service in the mid-term 
time band by focusing on improving service in the urban core, and  expand 
service in the long term to provide for service between urban centers.

� Make strategic improvements to address air quality, bottlenecks, choice, 
connectivity, functionality and user safety.
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Funding 

Use the conservative revenue assumptions recommended by the Plan Advisory 
Committee. These assumptions are:

� Flat or declining growth in most revenue sources.

� A significant decline in buying power (4%/year).

� No new actions at the local level to increase revenue sources.

� Federal funds will continue to decline.

� Partnerships with private and non-profits for new revenues.

Outcomes or necessary actions 

� Transportation infrastructure and vehicle conditions will be as they are today.

� Bottlenecks will occur less frequently and have shorter duration because of the 
extensive placement and usage of incident management cameras and equipment.

� Decision making tools will be used to assist in determining cost effective decisions.

� Increased productivity will be supported through new methods, materials, and 
maintenance practices.

� Transit ridership will increase.

� Injuries and fatalities will continue to decline.

� Region will be in compliance with clean air requirements.

� The network will be better managed.

� The system will provide more choices and be right sized for its users.

� The transportation network will accommodate all modes.

Also during this phase the first features of the Financial Plan (in Appendix 4) were 
begun. The initial effort was an interim product, Finance 101. Finance 101 provided the 
members of the PAC, TAC, TPB and the region�s stakeholders with a picture of how 
transportation funds are distributed, by whom, and how much was spent on the 
transportation system. It provided an estimate of the value of the transportation 
network. It also included an estimate of the economic activity that the transportation 
system supports.

WAMPO staff met with local financial officials to determine transportation 
infrastructure expenditures, source of funds,  and projections for future spending. The 
financial officials provided historic and trend data and delineated dedicated funding 
sources that were part of private residential or commercial developments. 
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The highlights of Finance 101 are:

� Assets in cities and counties, 2011-12, $7.65 billion. This amount includes roads, 
bridges, transit, Eisenhower Airport, and Jabara Airport.

� KDOT Assets, 2013, $10.7 billion statewide. This amount does not include Kansas 
Turnpike Authority assets.

� Who pays?  Everyone: transit users, auto and commercial vehicle fuel purchasers 
(air, truck, delivery vehicles), and commercial airline passengers.

How do folks pay?

 � Federal Fuel Taxes  and distribution:
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 � Air travel taxes (collected in the Airport and Airway Trust Fund).

  � 7.5% of ticket price for air passengers.

  � Revenues are collected in the Airport and Airway Trust Fund.

  � State of Kansas Fuel Taxes and expenditures.
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Detailed process charts for Federal and State of Kansas transportation funding are 
included in Finance 101. Finance 101 is included in Appendix 4.

� Local government sources.

� Some communities, including Andover, Cheney, Colwich, and Derby use a 
portion of property taxes to fund local transportation projects.

� The City of Andover charges impact fees on developers for new roads and 
sidewalks.

� One-half of the 1¢ sales tax collected in Sedgwick County goes to roads and 
bridges. 

� The City of Wichita chose to use their portion of these revenues to pay for the 
Kellogg/US 54/400 improvements and the new floodway crossing�  13th 
Street overpass. Other communities use their portions to maintain streets and 
bridges and build roads in new developments.
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Project Solicitation 
Process

Introduction
An essential component of the Long Range Transportation Plan (LRTP) is the selection of 
a fiscally constrained list of regionally significant transportation projects that will be 
constructed during the life of the plan. These projects should be multimodal in nature 
and must be selected based on a performance-based process, as identified in MAP-21. 
A Call for Projects and Programs was conducted inviting  sponsoring  partners, 
transportation providers, and member jurisdictions to submit projects.

The following section describes the process used for the selection of the fiscally 
constrained list of regionally significant transportation projects for the WAMPO region. 

The Multi-Phased Process of Selecting Projects for 
WAMPO MOVE 2040
In accordance with MAP-21 requirements, WAMPO developed a process that 
connected the LRTP project selection process with the greater goal setting process of 
the Plan Advisory Committee. This was done by developing the following initial process. 

� Step 1:  Plan Advisory Committee and Transportation Advisory Committee 
developed Goal Statements for the WAMPO MOVE 2040 Plan.

� Step 2:  Plan Advisory Committee Prioritized the Goal Statements based on their 
relative regional importance.

� Step 3:  WAMPO developed evaluation criteria for each of the goal statements, 
which were discussed and validated by the Plan Advisory Committee.

� Step 4:  A project web portal was developed for project sponsors and sponsors 
submitted their projects.

� Step 5:  Projects were evaluated based on the evaluation criteria validated by 
the Plan Advisory Committee.

� Step 6:  Using information from the evaluation process, fiscally constrained 
projects were selected by the Plan Advisory Committee and the Technical 
Advisory Committee, and finalized by the WAMPO Transportation Policy Body.
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Step 1: Development of Goal Statements

Chapter 2 described the process of developing MOVE 2040 Plan goals by the Plan 
Advisory Goals. The goals identified by the PAC were:

� Maintain the Condition of the Region�s Existing Infrastructure (Preserve and 
Maintain).

� Invest in Transportation that Improves Choice and Connectivity.

� Focus on Investments that Eliminate Existing and Future Bottlenecks.

� Invest in Transportation Improvements that Maintain and Enhance Economic 
Vitality.

� Allow for the Consistent and Effective Movement of Freight Throughout the 
Region.

� Invest in Transportation Improvements that Encourage Safe Travel.

� Invest in a Transportation System whose Air Quality Complies with federal and 
state requirements.

� Invest in a Transportation System that Encourages Reliability in Travel Time.

� Invest in a Transportation System that Maintains or Enhances the Quality of Life 
of the WAMPO Region.

Step 2: Prioritization of Goal Statements

After the goal statements were finalized, WAMPO staff worked with the Plan Advisory 
Committee to prioritize the nine goal statements in order to understand their relative 
importance. After the prioritization process, the goal statements were ranked in the 
following order:

1.  Infrastructure Condition

2. (tied) Choice and Connectivity

  (tied) Eliminate Bottlenecks

3. (tied) Economic Vitality

  (tied) Freight Movement

  (tied) Safety

4. Air Quality

5. System Reliability

6. Quality of Life
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Step 3: Development of Evaluation Criteria

To quantify the goal statements, evaluation criteria were identified by WAMPO staff 
and their consultants. These criteria were used to score projects during the project 
selection process. For each goal statement, there were 1-4 evaluation criteria used to 
evaluate a project�s effectiveness. The following are the evaluation criteria for each 
goal statement.

Goal Statement: Infrastructure Condition
Priority by PAC: 1

Measurement Item

Evaluation 
Criterion 1

Is this a proposed improvement/overhaul of an existing 
transportation facility?

Evaluation 
Criterion 2

Provide a condition assessment of existing transportation 
project.

Evaluation 
Criterion 3

Does the current transportation project meet current 
standards?

Goal Statement: Choice and Connectivity
Priority by PAC: 2 (tied)     

Measurement Item

Evaluation 
Criterion 1

Does the project scope include transit, bicycle or pedestrian 
amenities?

Evaluation 
Criterion 2

Does the project scope improve community cohesion (connecting 
communities or neighborhoods through transportation options 
that were not previously available)?

Evaluation 
Criterion 3

Does the project  ll or reduce a gap in the bicycle/pedestrian 
network?

Evaluation 
Criterion 4

Does the project add reliability to corridors on the regional 
freight network?
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Goal Statement: Eliminate Bottlenecks
Priority by PAC: 2 (tied)     

Measurement Item

Evaluation 
Criterion 1 Is the improvement at a current �bottleneck� location?

Goal Statement: Economic Vitality
Priority by PAC: 3 (tied)     

Measurement Item

Evaluation 
Criterion 1 Total pre-weighted score in the �Freight Movement� category.

Evaluation 
Criterion 2

Total pre-weighted score in the �Infrastructure Condition� 
category.

Evaluation 
Criterion 3 Is the location of the project adjacent to major employment sites?

Goal Statement: Freight Movement
Priority by PAC: 3 (tied)     

Measurement Item

Evaluation 
Criterion 1 Is the project on the National Freight Network?

Evaluation 
Criterion 2

Does the scope of the project include grade separations 
from rail?

Evaluation 
Criterion 3

Does the scope of the project include planning or public 
outreach for freight?
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Goal Statement: Safety
Priority by PAC: 3 (tied)

Measurement Item

Evaluation 
Criterion 1 Is this transportation project at a high crash location?

Evaluation 
Criterion 2

Does the proposed transportation project include features that, 
per the appropriate references, are shown to reduce the 
occurrence and severity of crashes?

Evaluation 
Criterion 3

Does the scope of the project include planning or public outreach 
for safety?

Goal Statement: Improve Air Quality
Priority by PAC: 4

Measurement Item

Evaluation 
Criterion 1

Total pre-weighted score in the �Choice and Connectivity� 
category.

Evaluation 
Criterion 2

Does this project include technologies, planning or public 
education strategies intended to reduce the use of fossil fuels?

Goal Statement: System Reliability
Priority by PAC: 5

Measurement Item

Evaluation 
Criterion 1 Total pre-weighted score in the �Eliminate Bottlenecks� category.

Evaluation 
Criterion 2

Total pre-weighted score in the �Infrastructure Condition� 
category.

Evaluation 
Criterion 3

Does your project include technology features that enhance 
system performance?
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Goal Statement: Quality of Life
Priority by PAC: 6

Measurement Item

Evaluation 
Criterion 1

Does the project provide multimodal connectivity to daily needs 
(work, shopping, medical, civic, social)?

Evaluation 
Criterion 2 Does the project add aesthetic value to the community?

Evaluation 
Criterion 3

Is the project consistent with an adopted local or regional com-
prehensive plan?

These evaluation criteria were discussed and validated by the Plan Advisory 
Committee prior to the call for project submissions. It is important to note that the 
technical rankings were intended to be only one factor used to evaluate and identify 
projects for inclusion in the fiscally constrained list for the LRTP. Other factors that will 
weigh into the decision-making process include regional distribution, existing pools of 
funding, modal distribution, political factors, and timeframe.

Step 4: Development of Project Portal/Project Submissions

The project submittal process for MOVE 2040 was entirely web-based, using a custom 
created website portal. The portal required that each project sponsor have a username 
and password and that each project be submitted separately. The project portal had 
specific categories based on the project type:

� Road:  Any projects that exist on a highway or a street. 

� Transit:  Vehicle purchase, maintenance or administrative facilities, stations, 
transit stops/shelters, Intelligence Transportation System (ITS), or other stand-
alone transit elements.

� Bicycle/Pedestrian:  Multiuse paths, on-road facilities, signing or pavement 
markings, bicycle parking, safe routes to school programs or stand-alone bicycle 
and/or pedestrian projects.

� Planning/Public Outreach Projects:  Regional, area or corridor general or 
subject area transportation planning efforts or public outreach campaigns

� Intelligent Transportation Systems (ITS):  ITS architecture planning, traffic 
signal optimization, ITS message boards, transit communication systems, or other 
stand-alone ITS elements

� Safety:  Intersection redesigns, signing/pavement marking projects, rail signing or 
signaling projects, public safety campaigns, or stand-along safety projects.
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� Bridge:  Full bridge replacement, bridge repair, bridge deck replacement, new 
bridge other stand-alone bridge project.

Project sponsors were asked to provide the following information about their project:

� Scope

� Project Elements (varying, depending on project type)

� Current Phase of Project Development 

� Conceptual Engineering/Planning

� Environmental Evaluation/Permitting

� Other

� Right of Way Acquisition

� Design

� Construction

� Preferred Implementation Timeframe

 � 2016-2020

 � 2021-2025

 � 2026-2034

 � 2035-2040

� Detailed Project Cost (including local match)

� Evaluation Criteria Questions

 � Condition Assessment

 � Will Project Reduce Severity of Crashes?

 � Is Project Consistent with a Local Land Use Plan?

 � Will Project Improve Freight Mobility?

Once the project was  nalized, it was submitted in the portal for review by the WAMPO 
project team.
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Step 5:  Project Evaluation

At the end of the project submittal period, 274 projects were submitted in the following 
categories: 

� Road: 137 Projects from 13 Project Sponsors.

� Transit: 42 Projects from 8 Project Sponsors.

� Bicycle and Pedestrian: 34 Projects from 10 Project Sponsors.

� Planning and Public Outreach:  8 Projects from 3 Project Sponsors.

� Intelligent Transportation Systems:  20 Projects from 3 Project Sponsors.

� Safety:  3 Projects from 1 Project Sponsor.

� Bridges: 30 Projects from 7 Project Sponsors.

Each submitted project was reviewed to determine its  t into one of two categories:

� Dedicated Project:  A project that has already been selected by a local or 
statewide project selection process, is selected through a process outside of 
WAMPO, or receives funding through a formula funding program. Examples of 
dedicated projects include:

 � Projects currently included in the WAMPO TIP.

 � Projects of regional significance being funded with local dollars.

 � Projects funded through a FTA formula program (5310 or 5307).

 � Projects funded and selected by KDOT.

� Non-Dedicated Project: A project that is funded and selected through the 
WAMPO project selection process. Projects will be partially funded using federal 
allocations to the MPO.

The projects on the non-dedicated project list were scored using the evaluation 
framework defined in step 3. In order to account for the prioritization of the goals, a 
weighted multiplier was added to each score based on the priority of each goal. An 
example is shown below:

Each project was scored by two independent reviewers contracted by WAMPO. Those 
reviewers that shared their scores and discussed either came to consensus on a score or 
had the third independent reviewer to break the tie. 
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Step 6:  Project Selection for MOVE 2040

WAMPO staff shared the output from the technical score with members of the PAC, 
TAC and TPB in October of 2014 and began the discussion of project selection. Projects 
were listed by multi-year band in the their technical ranking order with a line showing 
where projected funding would be exhausted, should projects be selected solely based 
on technical rankings. 

WAMPO led facilitated discussions about current and potential planning processes, 
and how the technical rankings should feed into the final selection of the LRTP fiscally 
constrained projects. It was determined that a smaller group of participants would 
need to be selected to identify the candidate projects. At the November 10, 2014 TPB 
meeting a revised project selection process for MOVE 2040 was initiated. The new 
process included the establishment of a small project selection committee, and revised 
roles and responsibilities for the PAC, TAC, and TPB. The committee members are listed 
at the end of the document. The time bands for the planning period were revised to 
reflect the current TIP (2015 � 2018), the time period the region was best able to 
identify projects with moderate certainty of match funding and fulfillment of federal 
requirements (2019 � 2025) and the balance of the planning period (2026 � 2040). It 
was again agreed that the project selection would be limited to projects seeking use of 
federal funds allocated specifically to WAMPO. Local jurisdictions and KDOT would 
have sole responsibility for determining projects utilizing non�WAMPO transportation 
funds.
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Chairman Tim Norton appointed a nine member committee to continue the project 
selection activities associated with MOVE 2040. The members were identified by the 
chairs of the PAC, TAC and TPB. The membership represented a cross section of the 
Plan Advisory Committee (PAC), the Technical Advisory Committee (TAC), and the 
Transportation Policy Body (TPB). The committee was charged to:

� Identify projects within the projected available revenues.

� Consider changes to the Investment Strategy.

� Present proposed projects at workshop including members of the PAC, TAC 
 and TPB.

� Brief the PAC, TAC, and TPB on progress.

� Complete work by February 3, 2015.

The PAC and TAC were asked to be active participants in the outreach and 
engagement activities associated with the next phase of the MOVE 2040 development 
process. The TPB was charged to endorse the project list for inclusion in the draft 
popular version of MOVE 2040.

The Project Selection Committee met throughout the months of December 2014 and 
January 2015 to hear from the jurisdictions about their proposed projects and 
community priorities, identify criteria to be used to filter and select projects, and 
provide a recommended list of projects for inclusion in the popular version of MOVE 
2040. The committee also reviewed the Investment Strategy and is recommending a 
modification.

The PSC began its work by inviting all project sponsors to identify projects for inclusion, 
elimination, or placement on the illustrative list, list their top priorities, and present the 
essential information on the projects. Planning partners FHWA and KDOT presented 
the committee with the guidance and regulations that are used in assessing the quality 
of the metropolitan transportation plan.

The committee then agreed that the first filter for projects would be regional 
significance. The definition used for regional significance during project selection was:
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Regionally Significant Definition

Regionally Significant

23 CFR 450.104

Regionally significant project means a transportation project (other than an exempt 
project) that is on a facility which serves regional transportation needs (such as access 
to and from the area outside of the region, major activity centers in the region, major 
planned developments such as new retail malls, sport complexes, etc., or transportation 
terminals as well as most terminals themselves) and would normally be included in the 
modeling of a metropolitan area�s transportation network, including at a minimum all 
principal arterial highways and all fixed guide way transit facilities that offer an 
alternative to regional highway travel.

Additions for the Wichita metropolitan area (Determined by the PSC):

� Major activity centers/traffic generators

� Transportation Terminals.

� Major collector/minor arterials.

� Traffic counts.

� Fixed guide way transit facilities.

� Interconnectivity of cities/towns (multiple jurisdictions).

� Functional classification map ranking.

While reviewing projects for regional significance, the committee members also 
discussed the condition of the infrastructure associated with the proposed project and 
the project�s consistency with the focus of preserving and maintaining the conditions of 
the transportation system at today�s levels through 2040.

The next filter used for project selection was equity. Equity was defined to mean 
balance of modes, goods and people movements and geography.

Transit projects were difficult to assess due to the lack of a regionally focused plan and 
of project details. The committee members agreed that initiatives like vanpools and 
park and ride routes were regional in nature. They recommended that WAMPO and 
Wichita Transit coordinate to better develop and define a �regional� transit plan or 
strategy.
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The list of proposed projects is included at the end of the chapter. It includes a bucket 
for funds to support still to be identified planning activities to support the region�s air 
quality conformity activities.

The final strategy reflects a consensus of WAMPO committees around both content and 
intent of the strategy to create a multimodal transportation system that encompasses  
trains, planes, buses, trucks, cars, bicycles and pedestrian facilities. Projects using funds 
distributed by WAMPO will adhere to the strategy; and non-WAMPO transportation 
decision makers will be asked to pursue projects consistent with the strategy as well. 

Transportation components 

 � Maintain current highway, roads, and streets in good condition. 
Improvements should assess not only the condition of the infrastructure but 
the purpose that it serves.

 �  Stabilize transit service in the near-term,  increase transit service in the 
mid-term time band by focusing on improving service in the urban core, and 
in the long-term expand service to provide for service between urban 
centers.

 �  Implement strategic improvements to address air quality, bottlenecks, choice, 
connectivity, functionality and user safety.

 �  Make strategic enhancements to support the maintenance of existing 
conditions.

The committee concluded that a workshop to share the outcome of their work 
was not necessary. They requested instead that members of the PAC and TAC be 
invited to a TPB meeting and be allowed to participate in the discussion of the 
committee�s recommendations.

. 

Use of the Regional Travel Demand Model to Support the MOVE 
2040 Planning Process

What is the Regional Travel Demand Model?
The Wichita Area Metropolitan Planning Organization (WAMPO) updated its Regional 
Travel Model (WAMPO Model) to support the MOVE 2040 planning process. The 
WAMPO Model is a computer software program that is used to forecast future travel 
demand on the regional transportation system, which includes area highways, 
freeways, major arterial roads, and public transit service. The WAMPO Model�s 
process and functions are shown in the model flow diagram on the next page. It is an 
adaptation of the standard 4-step modeling process that has dominated travel models 
in small and medium-sized communities in the U.S. for several decades. It uses inputs 

We will focus on preserving 
the current multimodal 

transportation system; we 
need to take care of what 

we have. The building blocks 
of our strategy will be the 

functionality and condition of 
the transportation networks, 

choices and connectivity 
through the availability of 

public transit over the mid- 
and long-term, and the use of 

technology to address incident 
management and safety. 

Finally, our actions will ensure 
compliance with federal, state, 
and local laws and regulation.
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such as roadway and transit networks, traffic counts, population data, and jobs data to 
assess current year and future year demand on the regional transportation system. 
WAMPO used the TransCad software for the Travel Demand Model

 

Source:  Cambridge Systematics

Input Data

One of the critical components of any travel model is the input data. For the WAMPO 
Model, this includes roadway and transit networks, socioeconomic data and other 
factors (e.g. coefficients, peak hour factors and external trip data). This input data 
describes the travel condition for the WAMPO region and provides the foundation for 
evaluating system performance and future travel alternatives. The roadway network 
contains basic input information for use in the travel model and is used to distribute 
person trips and route vehicle trips throughout the region. Input network attributes used 
by the travel model include facility type, area type, number of lanes, speed limit, and 
direction of flow. Corresponding capacities and speeds for each facility type are also 
assigned and then refined as the network is processed through the various modeling 
steps shown above.

The travel model uses transit networks to build shortest transit paths between each zone 
pair, as well as to assign transit trips to individual transit routes. The WAMPO Model 
uses information stored on the roadway network and a model version of the Wichita 
Transit bus routes to represent the transit system. Routes and the associated service 
characteristics are converted into a series of links and nodes or stops. Transit networks 
are separate but connected to the roadway network and it is important to maintain this 
consistency when using the WAMPO Model. 
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Trip Generation

Trip generation is the first phase of the traditional 4-step travel demand modeling 
process. It identifies the trip ends (productions and attractions) that correspond to the 
places where activities occur as represented by socioeconomic data (e.g., households, 
employment).

Productions and attractions are estimated for each Traffic Analysis Zone (TAZ) by trip 
purpose. In some cases, production and attraction allocation sub-models are applied to 
better represent the geographic distribution of trip-ends. The resulting productions and 
attractions by trip purpose and TAZ were used by the Trip Distribution model to 
estimate zone-to zone travel patterns. Trips analyzed by purpose and income group, 
derived from the Home Interview Survey conducted from Fall 2010 through Spring 
2011. This survey collected data about travel behavior of Wichita area residents, 
specifically to support development of the 2010 base year WAMPO travel model. The 
survey includes responses from 3,376 randomly selected households, as well as 200 
additional samples collected from traditionally underserved populations in the region. 
Additional discussion of the survey and the processing involved to develop the 
WAMPO travel model characteristics is included in the Technical Documentation of the 
Model.

There are four income groups (low, medium, medium-high and high) and five trip 
purposes used in the WAMPO Model as listed below:

� Home-Based Work (HBW): Trips between a traveler�s residence and workplace.

� Home-Based Shop (HBS): Shopping trips starting or ending at the traveler�s 
residence.

� Home-Based Other (HBO): All remaining trips starting or ending at the traveler�s 
residence.

� Work-Based Other (WBO): Trips starting or ending at the workplace, but with 
neither end at the traveler�s residence.

� Other-Based Other (OBO): Trips that do not start or end at the traveler�s 
residence or workplace.

The trip generation model uses zone level average income group and household size to 
generate trips. A cross-classification model based on these two characteristics was 
developed using the home interview survey data, details of which are contained in the 
Technical Documentation. Cross-classification is a commonly used approach for a 
trip-based trip generation model. The WAMPO model also generates trips for 
commercial and truck trips. The trip rates  were derived from a 2008 commercial 
vehicle survey performed by the Community Planning Association of Southwest Idaho 
(COMPASS) Area. Four kinds of trips were analyzed: internal-internal trips that occur 
entirely within the modeling area; internal-external trips that originate within the 
modeling area; external trips that occur completely outside the region; and external-
external, or through trips through the modeling area without stopping or with only short 
convenience stops. External travel was modeled at the 37 external stations where 
roadways cross the model area boundary. This external trip component of the 
WAMPO Model is based on an external station survey conducted in 2012.
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Trip Distribution

Trip distribution is the second phase of the traditional 4-step demand model. Trip 
distribution is the process through which balanced person trip productions and 
attractions from the trip generation model are apportioned among all zone pairs in the 
modeling domain. The resulting trip matrix contains both intrazonal trips (e.g., trips that 
don�t leave the zone) and interzonal trips to all other zone interchanges for each trip 
purpose.

The WAMPO Model uses a gravity model equation and applies friction factors to 
represent the effects of impedance between zones. As the impedance (i.e., travel time) 
between a pair of zones increases, the number of trips between the zone pair 
decreases as represented by a decreasing friction factor. This is similar to the standard 
gravity model which assumes that the gravitational attraction between two bodies is 
directly proportional to their masses. The trip distribution model makes a similar 
assumption in that the number of trips between two zones is directly proportional to the 
number of productions and attractions contained in those zones. 

Peak and Off-Peak Period Definition

Trips occurring during the AM and PM peak hours are distributed based on peak 
congested speeds and trips occurring during off-peak times are distributed based on 
off-peak congested speeds. Trip distribution is performed in Production-Attraction (PA) 
format rather than Origin- Destination (OD) format. This is because the majority of trips 
in the AM peak hour travel from production to attractions (e.g., to work) and the 
majority of trips in the PM peak hour travel from attraction to productions (e.g., from 
work).

The WAMPO Model has the capability of generating trips by time of day, using 
factors representing the portion of trips occurring in the peak (combined AM and PM 
peak hours) and off-peak (all other times) period. Peak hour trips are further 
separated in the time of day step prior to traffic assignment. To accomplish this, time of 
day factors were estimated based on the WAMPO household survey. The resulting 
share of trips in the peak by trip purpose are shown below.

Source:  WAMPO Regional Travel Demand Model Technical Documentation Executive Summary, October 2014
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Mode Choice

The WAMPO Model produces and distributes all person trips including non-motorized, 
carpool, and transit trips. The mode choice model separates the resulting person trip 
tables into the drive alone, shared ride (i.e., carpool), transit (walk access and drive 
access), and non-motorized (bicycle and walk) modes. Information about transit routes 
provides important input to the mode choice model. The mode choice model also 
considers trip lengths produced by the gravity model, resulting in sensitivity to higher 
density and mixed use areas. The WAMPO mode choice model uses a nested logit 
formulation that takes transit service characteristics into account when predicting mode 
share. The resulting model is not limited to providing a representation of existing 
conditions, but instead can predict changes in transit ridership resulting from changes to 
transit service, demographics, and land use patterns.

The mode choice model has been calibrated to reproduce observed mode shares. 
Observed mode share values for auto trips and non-motorized trips are based on data 
from the 2010 household travel survey data. For transit trips, transit trip data was 
obtained from Wichita Transit, with information such as trip purpose and household 
income based on an on-board survey conducted in 2008. 

Trip Assignment

The trip assignment model includes a time of day step followed by assignment of 
transit and vehicle trips to the transportation networks. In the time of day model 
component, the vehicle trip tables from the mode choice model are converted to 
Origin/Destination format and factored into time periods for assignment on the 
roadway network.

In the traffic assignment step, vehicle trip tables by time of day are assigned to the 
roadway network using an equilibrium procedure for the AM and PM peak hours and 
for the off-peak period. After traffic assignment is completed, resulting travel times are 
fed back to trip distribution and the model is run iteratively until speeds input to trip 
distribution are reasonably consistent with speeds resulting from traffic assignment.

After speed feedback has been completed, transit person trips are assigned to the 
transit route system. Transit trips are assigned separately for peak and off-peak 
periods and by drive and walk access. These individual assignment results are 
combined to form daily transit assignment results.

Assignment Validation

Roadway volumes resulting from traffic assignment were compared against traffic 
count data. This process, called traffic assignment validation, ensures that the model 
reasonably represents observed traffic patterns. Traffic counts were obtained from 
various sources and placed on the roadway network. Travel model results were then 
compared to traffic count data using a variety of techniques, including regional 
comparisons, screen line comparisons, and visual inspection of individual link data. 
Further discussion of the validation is included in the Technical Documentation.
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Overall vehicle trip activity was validated by comparing count data to model results on 
all links where count data is available using two statistics: the Model Volume as 
compared to Count Volume and the Model VMT as compared to Count VMT. These 
statistics were reviewed at the facility type, area type, and regional level and are 
shown below.

 

Source:  WAMPO Regional Travel Demand Model Technical Documentation Executive Summary, October 2014

The base year validation measures described above and in the Technical Documentation 
are critical in ensuring the validity of the model. These measures show that the model 
adequately reproduces observed trip generation, distribution, mode split, and 
assignment patterns. However, the base year validation measures are static � they do 
not demonstrate the sensitivity of the model. The WAMPO Model was run through a 
series of simple sensitivity tests to demonstrate that it provided appropriate sensitivity 
to variables that are important in the forecasting and planning process. These tests 
included:

� Socioeconomic data adjustments � both small scale and large scale changes 
were examined for reasonableness.

� Network adjustments � critical links in both rural and urban areas were 
removed from the roadway network to ensure the WAMPO Model reflected the 
expected diversion of traffic and congestion.
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How was the Model Updated for Use in MOVE 2040?
The WAMPO model has historically been updated every five years or so to 
incorporate new data sources. This version of the model includes major changes to the 
previous version of the model (as noted in the section above), as several new data 
sources have become available since the last update. Newly available data sources 
include a household travel survey, an external station survey, a travel time survey, 
GPS-based travel time data, and a transit on-board survey. With this update, the 
roadway network and traffic analysis zones (TAZs) were also thoroughly reviewed and 
updated. 

The model has been calibrated to reflect a base year of 2010 and contains future 
year data reflecting forecast 2040 conditions. Socioeconomic data such as population, 
housing units, and jobs, for both the base year 2010 and the forecast year 2040, are 
contained in geographic polygons called Traffic Analysis Zones that cover the modeling 
area. The boundaries are primarily based on US Census block geographies. There are 
over 1,000 TAZs in the WAMPO Model. Data sources for the base year 2010 
population and household data include the 2010 Census block data for households 
and population and the 2008 � 2012 American Community Survey dataset for 
household income. The employment data was pieced together from several sources, 
including the 2008 WAMPO employment estimate; 2012 InfoUSA estimates of 
employment provided by the KDOT; U.S. Census Longitudinal Employer-Household 
Dynamics; data available on-line from Wichita State University; and news reports and 
press releases regarding employment at major manufacturers.

The WAMPO model also includes a 2040 forecast socioeconomic dataset. This dataset 
represents expected growth in both households and employment as identified in 
planning documents adopted at the time of model development. Both 2040 control 
totals and TAZ-level allocation of growth were coordinated with MPO member 
jurisdictions through collaboration with the Wichita-Sedgwick County Metropolitan 
Area Planning Department�s Community Investments Planning initiative and with 
individual jurisdictions outside of that process. Base and forecast year household and 
employment totals are shown below.

Source:  WAMPO Regional Travel Demand Model Technical Documentation Executive Summary, October 2014

Throughout the course of model development, WAMPO enlisted a Model Validation 
Task Force to review the travel model inputs, procedures, and results. This group 
included local experts familiar with regional traffic patterns and travel demand 
modeling experts from WAMPO member jurisdictions, KDOT, and WAMPO staff. The 
group held four meetings, two of which were informational and two of which provided 
a workshop setting for team members to review and comment on travel model data 
including roadway networks and socioeconomic data.
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Using the Model in MOVE 2040
The traditional use of a travel demand model is to evaluate systematic congestion on 
the regional roadway system (e.g., highways and major roads) and provide a tool for 
considering improvements and their effects on traffic volumes and congestion in a 
region. The updated WAMPO model was used during the MOVE 2040 regional 
transportation planning process to assess the current and future ability of the regional 
transportation network to handle current and projected levels of traffic in the Wichita 
metro region at two important phases: informing the investment strategy selection 
before candidate projects and programs were solicited, and after the fiscally 
constrained list of projects was finalized. 

The model development team experimented with using the model to evaluate other, 
non-capacity related aspects of alternative investment strategies, (e.g., improving 
choice and connectivity, safety, bottlenecks); however, it was determined that the model 
was not useful to evaluate these other aspects. The model is designed to demonstrate 
how changes in capacity (e.g., either additions or subtractions) affect traffic volumes in 
the base year and in the forecast year.

Model outputs, such as system capacity, travel times to and from popular destinations 
in the region, and average speeds along highway corridors were used to assess the 
ability of the highway and major road system to handle projected levels of traffic in 
the WAMPO region so that a preliminary investment strategy could be established. It 
was also used to assess travel demand and levels of congestion (or lack thereof) under 
the conditions of the �2040 existing plus committed� scenario.
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 Figure 13

A third scenario was developed in early 2015, after the Project Selection Committee 
had finished their work and generated an initial list of projects. This �2040 all-projects� 
scenario includes the existing network, all projects in the 2015 TIP (which is 
incorporated into MOVE 2040), the projects chosen by the MOVE 2040 Project 
Selection Committee, and the projects which our jurisdictions and planning partners 
have informed us they will be building with non-WAMPO funding over the next 25 
years (see Appendix 4 for a complete list). 

In the time period between the development of the first two scenarios and the third 
some changes were incorporated into the model. To ensure consistency between the 
scenarios the �existing� and �2040 existing plus committed� scenarios were re-run using 
the current version of the model. The results of the original model runs for the first two 
scenarios can be seen in Chapter 4. The analysis in this chapter uses the model runs 
done in early 2015 using the updated model for all three scenarios.

Scenarios

Three distinct scenarios were developed for MOVE 2040. The �existing� scenario used 
the roadway network and socioeconomic data as they existed in 2010 to establish a 
baseline against which future developments can be evaluated. The �2040 existing plus 
committed� scenario uses a network based on the projects that were committed to in 
the 2014 TIP, combined with the 2040 forecast socioeconomic dataset. This effectively 
represents a �no-build� scenario for MOVE 2040, as it does not include any of the 
projects included in MOVE 2040 itself. These projects are shown below. These two 
scenarios were developed in 2014 and used to inform  the Investment Strategy. 
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Informing the Investment Strategy Selection

WAMPO stakeholders and decision makers received model outputs including base 
year (2010) and forecast year (2040) system capacity in the regional road network 
(i.e., all area highways freeways, and major roadways); travel times between key 
origins and destinations in the region; average speeds along area highways; and 
transit and vehicle travel times prior to deciding on a preliminary investment strategy. 
Model outputs were shown in maps and tables, which were provided to the MOVE 
2040 Project Advisory Committee (PAC), the Technical Advisory Committee (TAC), and 
the Transportation Policy Body (TPB) in spring of 2014. These travel model results 
served as one of many pieces of information useful in arriving at a decision on the 
preliminary investment strategy decision in July 2014. 

A key purpose of the model outputs was to provide decision makers and stakeholders 
with information about the difference in travel demand and average speeds between 
2010 and 2040, assuming no�build conditions. This provided a better understanding 
of the forecasted 2040 traffic patterns and travel demand as during the investment 
strategy evaluation process. This data was provided to help them decide on the 
preliminary investment strategy and it complemented the results of the public input. It 
was helpful to the stakeholders and decision makers to be able to see that the current 
and projected future regional system can meet today�s traffic volumes as well as those 
projected in the future.

Assessing the Selected Projects

Projects for MOVE 2040 were selected through several distinct processes. Projects 
already committed to in the WAMPO 2015-2018 Transportation Improvement Program 
(TIP) were automatically included in the final MOVE 2040 project list. For federal 
funding available through WAMPO in the years 2019 and beyond, we conducted a 
project selection process described elsewhere in this chapter. After the project selection 
process was finished and the draft list of WAMPO funded projects was publicized, we 
asked our planning partners and local jurisdictions to submit the projects they planned 
on completing during the MOVE 2040 time period using their own funds. All of these 
projects were grouped together for analysis in the �2040 all-projects� scenario 
mentioned earlier.

These results serve to demonstrate the impact of the proposed projects on capacity, 
congestion, and travel times. They not only help to validate the choices made on the 
project level, but also provide another opportunity to see the impact of the investment 
strategy and other associated decisions. It is helpful for placing the projects, 
particularly the capacity-building projects, in context over the 25-year time horizon of 
MOVE 2040.
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Analysis
System Capacity

The WAMPO Model calculates capacity at the roadway link scale in order to measure 
congestion and to determine route diversion due to congestion. Arterial capacity is 
often defined at the intersection level, where traffic control devices limit the amount of 
traffic that can pass through an intersection. However, maintenance of detailed 
intersection capacity data in a regional model is often impractical. Instead, roadway 
capacity is approximated at the link level, using a model that varies link capacity 
based on facility type and area type per lane. In the WAMPO model, the link level 
capacities range from 2,000 vehicles per hour per lane on a freeway in a rural area 
to 550 vehicles per hour per lane on a freeway ramp in the central business district. 
These capacities are based on guidance published in the 2000 Highway Capacity 
Manual (HCM 2000), and have been adjusted during model validation. Freeway 
capacities are based on guidance from HCM chapters 21 and 23. Arterial and 
collector capacities are based on guidance from HCM chapter 30. 

To calculate system capacity, the sum of the link level capacity for all of the modeled 
roadways in a given area during a given time period were compared to the sum of the 
total traffic volumes on those same roadways in the same given area over the same 
time period. When the sum of all of the available capacity is higher than the sum of 
the traffic volumes in that same area, the conclusion is that there is more capacity 
available than the traffic using it. When the total traffic volumes are higher than the 
capacity available in that region, congestion occurs. 

System capacity maps based on data from the travel demand model show that the 
existing roadway network currently meets the demand placed on it for the most part 
throughout the day. Even during peak periods, additional system capacity is available 
in most parts of the Wichita area. The map below shows the amount of available 
system capacity on highway and arterial roads available in different areas of the 
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WAMPO region during the PM peak period for the base year (2010). These values 
were calculated using the methodology described in the paragraph above. Amounts 
range from 61 percent to 91 percent. This means that there is between 61 percent and 
91 percent of the capacity available in a given region that isn�t being used, even 
during the peak period.

Some of the existing capacity will be used between 2010 and 2040 by additional 
people and jobs coming to the area. However, the forecasts indicate significant levels 
of peak-hour system capacity will remain available in 2040, even if only committed 
and funded capacity projects are built. The map below shows available system 
capacity on arterials and freeways during the PM peak-hour in 2040, which is 
projected to range from 50% to 88% in 2040. 

While increasing capacity is not the focus of MOVE 2040, it does include some 
capacity expansions, particularly in the non-WAMPO funded projects. The map on the 
next page shows the effects of building all of the projects envisioned in MOVE 2040, 
including both the WAMPO funded projects and the non-WAMPO funded projects. In 
this scenario the available capacity ranges from 51% to 88%. Note that in a few 
areas the available capacity decreases with the construction of the MOVE 2040 
projects. This is because the construction of new projects shifts traffic from smaller 
collector streets which are not included in the capacity calculation, to freeways and 
arterials which are.
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Travel Times

For the most part, the amount of time that it takes to drive from one place to the next 
stays the same from day to day in the Wichita metro region. We measure that using 
travel times or travel time indices. Specifically, three different measures of travel times 
were evaluated � travel time data between popular destinations from the model; 
travel time index data from the nationally known Urban Mobility Report; and travel 
time data from the National Performance Management Research Data Set (NPMRDS).

Travel Times Calculated by the WAMPO Model

The WAMPO Model assigns vehicle trip tables by time of day to the roadway network 
using an equilibrium procedure for the AM and PM peak hours and for the off-peak 
period. After traffic assignment is completed, resulting travel times are fed back to trip 
distribution and the model is run iteratively until speeds input to trip distribution are 
reasonably consistent with speeds resulting from traffic assignment. It does this by 
finding the shortest path between each zone pair based on peak or off-peak 
congested travel time. The Traffic Assignment step loads the travel demand 
represented by the vehicle trip tables onto the roadway network. The WAMPO Model 
features a user equilibrium assignment method that accounts for any traffic congestion 
and the associated rerouting of trips to avoid any congestion. The equilibrium 
assignment process minimizes the total travel time on the roadway network, 
representing a condition in which each highway user has perfect knowledge of traffic 
conditions in the region. In the first speed feedback iteration, peak travel times are 
calculated based on congested speed lookup tables developed from INRIX and travel 
survey data. Initial off-peak speeds are identical to freeflow speeds. In subsequent 
speed feedback iterations, travel times are calculated based on traffic assignment 
using a method of successive averages. 
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The travel times shown  below were calculated via this method using the Traffic Analysis 
Zones that contain each of the destinations indicated. The table shows speeds for the 
existing conditions (2010), 2040 with existing + committed projects, and 2040 with all 
projects during the PM peak time period. If solely committed and funded capacity 
projects are built, travel times will increase only modestly (3 minutes of a 20 minute 
trip). If all of the envisioned MOVE 2040 projects are built, travel times will largely 
hold steady, with most of the example trips varying by about a minute. 

Urban Mobility Report Data

According to the 2012 Urban Mobility Report, the index for the Wichita metro region 
has hovered between 1.06 and 1.07 since 2000 (2012 Urban Mobility Report, Texas 
Transportation Institute). That means the difference between the expected travel time 
and the actual travel time only varied 6 - 7%. For an average trip in the Wichita 
metro region, that works out to less than a minute. 

National Performance Management Research Data Set

Another dataset that was recently made available � the National Performance 
Management Research Data Set (NPMRDS) also confirms relatively low travel time 
indices for the Wichita metro region. According to the NPMRDS, the average freeway 
PM Peak Travel Time Index in the WAMPO region is 1.08. A more colloquial way of 
putting this would be to say that a trip that takes 12.5 minutes during the off peak 
period would, on average, take one minute longer during the evening rush hour. The 
average PM Peak 95th percentile Planning Time Index is 1.43. 

Real time information for the highways in the Wichita metro area is just now beginning 
to be collected, and in the future, we will be able to monitor this value in real-time over 
specific corridors. 



106

Average Speeds

Network speeds are used in the trip distribution model to distribute trips throughout the 
region and in the trip assignment model to route traffic on the roadway network. The 
model uses both freeflow speed and congested speed to model travel in the region.

Link freeflow speeds represent average travel time when little or no traffic is present. 
Freeflow speed includes effects of intersection control delay, but does not include 
traffic delay. Freeflow speeds are typically lower than the speed limit to account for 
intersection delay on arterials, collectors, and ramps. On other facility types, the speed 
limit and freeflow speed may be the same. In some cases, the freeflow speed may be 
higher than the posted speed limit.

Peak hour speeds represent travel times during times of peak period travel, and 
include any delay due to recurring congestion effects. 

To analyze the difference in average speeds on key corridors in the region, average 
speed in the PM peak period was calculated. Average speed was calculated by 
averaging the link level speed across a defined stretch of a certain corridor.

Vehicles driving on the highways and roads in our region generally travel at or just 
under the posted speed limits, even during the morning and evening rush hours. That 
indicates that the system is very reliable and not routinely and systematically 
congested. 
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The table below shows average speeds during the peak period at various locations in 
the Wichita metro area. Speeds are given for the existing conditions in 2010, for 2040 
with the existing + committed projects, and for all projects in 2040.

Does the Wichita Metro Region Have Congestion Now?

Since the federal regulations that govern metropolitan transportation planning 
processes call specifically for congestion to be assessed during that process, this section 
is intended to document how congestion in the Wichita metro region was assessed 
during the MOVE 2040 planning initiative. This requirement is in place because most 
metropolitan regions experience significant levels of congestion. However, as will be 
demonstrated below, the Wichita metro region has no systematic recurring congestion. 
It does occasionally see non-recurring congestion due to bottlenecks, accidents, or bad 
weather. 

The Institute for Transportation Engineers (ITE) de nes traf c congestion as a result of 
more people trying to use a given transportation facility (e.g., road or bridge) during a 
speci c period of time than the facility can handle with what are considered to be ac-
ceptable levels of delay or inconvenience. (A Toolbox for Alleviating Traf c Congestion 
and Enhancing Mobility, ITE, 2003.)  Measuring delay and travel speeds are effective 
methods to determine the level of highway reliability and congestion. The sections on the 
following pages detail this information for the WAMPO region. 

2010 2040 E+C 2040 All

Route Description Speed (mph) Speed (mph) Speed (mph)

I-235 west of Broadway 64 48 49

I-135 north of 13th 51 47 47

US-54 at I-135 50 47 47

US-54 east of Oliver 50 45 44

US-54 east of I-235 50 49 50

K-15 south of Turnpike Drive 32 27 27
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What is the difference between congested and uncongested?

CONDITION DEFINITION

Uncongested The capacity of a road exceeds the volume of traffic using it.

Level of Service A, B, C

Congesting The volume of traffic on a road is approaching its capacity.

Level of Service D, E

Congested Traffic volumes on the road are exceeding the road�s capacity 
to some degree.

Level of Service F

Three indicators � available system capacity, travel time, and average speed data�
all point to the conclusion that there is no systematic congestion on the regional 
transportation system, as a whole, in the Wichita metro region today. Between 61 
percent and 79 percent of the capacity available in the major roads and highway 
system isn�t being used, even during the PM peak period. The difference between the 
expected travel time and the actual travel time for an average trip in the Wichita 
metro region today is less than a minute. A trip that takes 12.5 minutes during the off 
peak period would, on average, take one minute longer during the evening rush hour. 
Vehicles driving on the highways and roads in our region generally travel at or above 
the posted speed limits, even during the morning and evening rush hours.   

When delays do occur in our region, they are mostly due to bottlenecks and traffic 
incidents (e.g. crashes). Bottlenecks, traffic incidents, and bad weather cause 80% of 
the delays in the Wichita metro region. 

What are bottlenecks?  The Federal Highway Administration (FHWA) define them as a 
�localized section of highway that experiences reduced speeds and inherent delays 
due to a recurring operational influence or a nonrecurring impact event� (http://ops.
fhwa.dot.gov/bn/lbr.htm#g3).  Permanent bottlenecks (e.g., those not due to traffic 
crashes) are different from congestion because they occur at a specific location (usually 
interchanges) on a highway, not along a corridor or stretch or highway. Bottlenecks can 
be temporary or permanent. A temporary bottleneck can be caused by an accident, 
and a permanent bottleneck can be caused by poor interchange geometrics, where 
the interchange�s design is outdated and cannot handle current traffic patterns or 
volumes. An example of a permanent bottleneck caused by poor interchange 
geometrics in our region is the US-54/400 (Kellogg) and I-235 interchange. 
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Will the Wichita Metro Region Likely Have Congestion in 2040?

WAMPO used the regional travel demand model to forecast congestion levels into the 
year 2040, the target year for this plan. For the purposes of this assessment, the 
following assumptions were made:

� Population and employment would grow approximately 1% per year between 
2010 and 2040.

� Only those projects that have committed funding (of any type) since the base 
year (2010) would be built. This is called the Committed Projects Only Scenario. 
Some of the larger ones include the 13th Street Flyover, the first phase of the 
I-235/Kellogg improvement, and the Kellogg/Webb/KTA interchange 
improvement. Below is a map of these locations. 

 Figure 13

The same three measures and methodologies to assess congestion (available system 
capacity, travel times, and average speed) in the base year 2010 were also used to 
assess congestion levels in 2040 under the �Committed Projects Only� scenario.

Available capacity � Some of the currently available capacity will be used between 
2010 and 2040 by projected new people and jobs coming to the area. However, this 
forecast indicates significant levels of peak-hour arterial and freeway capacity will 
remain available in 2040, even only the committed capacity projects are built. 
Available arterial and freeway peak-hour capacity is projected to range from 50% to 
88% in 2040.
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Source:  WAMPO Travel Demand Model

If all of the projects envisioned in MOVE 2040 are built, available capacity is even 
higher, ranging from 52% to 88%. Note that in a few areas the available capacity 
decreases with the construction of the MOVE 2040 projects. This is because the 
construction of new projects shifts traffic from smaller collector streets which are not 
included in the capacity calculation, to freeways and arterials which are.
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FIGURE

Source: WAMPO Travel Demand Model

Average speed � As shown in the maps below, there are some sections of area 
freeways where volumes exceed capacity at some degree during the peak period, 
especially on US-54/400/Kellogg through downtown Wichita. The map also shows how 
average speeds are forecast to change. Speeds do decline among some stretches of 
highway, but travel times do not change significantly. This map also shows some 
potential interchange bottlenecks on the highways. 

Travel Times � The Model indicates that, for the most part, the currently planned 
projects and the projected future spatial distribution of houses and jobs suggests that 
travel times between popular destinations will stay relatively the same between 2010 
and 2040. In some cases, they are forecast to remain static (e.g., Park City to 
Downtown Wichita), in other areas it increases marginally (e.g., Airport to WSU), and 
for some routes it decreases a small amount (Goddard to Downtown Wichita). 

  Figures

Source: WAMPO Travel Demand Model

Figures
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In summary, the WAMPO regional transportation system is well positioned to 
accommodate new population growth. By three popular measures, available system 
capacity, travel times, and average speeds, it is clear that even with only currently 
committed projects, the Wichita metro area regional transportation system will be able 
to accommodate the additional traffic projected to accompany the new people and 
jobs that move to the area between now and 2040. 

MOVE 2040 Strategies and Projects To Address 
Bottlenecks and Nonrecurring Congestion 

Bottlenecks

MOVE 2040 includes several projects that are intended to address several regional 
bottlenecks in the WAMPO area, as stated below. After accounting for the two 
regional bottlenecks that were addressed between MTP 2035 and MOVE 2040 and 
the bottlenecks listed below, only three of the original nine were identified as an 
ongoing issue. The WAMPO region has made and plans to make considerable 
progress on fixing the bottlenecks caused by outdated designs.

� US/54/400/Kellogg, Webb Road interchange, Greenwich Road interchange, 
K-96, and I-135 KTA interchange. This project is planned for the first time band: 
2015 � 2019. It covers several interchanges, expands US-54/400/Kellogg to a 
freeway through the I-35/KTA interchange and will correct several bottlenecks 
that have been identified.

� US/54/400/Kellogg and I-235 interchange
Phase 1 (RED Project) of this project is currently planned to be constructed during 
the first time band of MOVE 2040 � 2015 � 2019. It is designed to correct the 
two most constricted ramps on this interchange that lead to the bottlenecks issues. 
It will construct a flyover ramp connecting northbound I-235 to westbound US-

2010 2040 E+C 2040 All

Route Description Speed (mph) Speed (mph) Speed (mph)

I-235 west of Broadway 64 48 49

I-135 north of 13th 51 47 47

US-54 at I-135 50 47 47

US-54 east of Oliver 50 45 44

US-54 east of I-235 50 49 50

K-15 south of Turnpike Drive 32 27 27
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54/400/Kellogg. It will also construct a flyover ramp for southbound I-235 to 
eastbound US-54/400/Kellogg. These flyover ramps will replace the current loop 
ramps and make the interchange much easier to navigate. The balance of the 
project, Phases 2, 3, and 4, are in MOVE 2040 for the mid-year time band 
� 2019 � 2026. These phases of the project are being designed to replace the 
current ramps with flyover ramps, widen the surrounding bridge, add an 
additional travel lane on I-235 from Central to US-54/400/Kellogg, and improve 
the Central/I-235 intersection. 

� I-135, K-254, K-96, I-235 interchange (North Junction)
Phase 1 of this project is in MOVE 2040 for the mid-range time band: 2019 
� 2025. It is designed to realign the I-135 north to I-235 west loop of the current 
interchange. 

Evaluating the expected benefits and anticipated performance of these projects is 
difficult because the MOVE 2040 performance measures are intended to measure the 
system as a whole, rather than the performance of individual projects. The base year 
data for many of the relevant performance measures, including crash rates and system 
delay is currently being compiled for reporting in a State of the System type report 
that will be published after MOVE 2040 is completed. It is likely that these projects will 
lead to a decrease in the number of crashes at these locations (after accounting for 
traffic volumes) and even a decrease in system delay. Because delay is so low already 
and because these regional bottlenecks are the primary cause for any level of 
recurring delay, it is likely that these projects will lead to a decrease in delay or 
maintenance of the low levels that the region already enjoys. 

Non-Recurring Congestion

The MOVE 2040 plan includes continued expansion of the current Intelligent Transpor-
tation System in the Wichita metro area. These projects will continue the expansion of 
the current system of dynamic message signs, closed circuit televisions, and sensors to 
highways and freeways in the region that currently do not have coverage. It is hoped 
that these projects will lead to less recurring congestion due to crashes because travel-
ers will be able to adjust their routes when noti ed of a crash through a website, text 
alert, news coverage, or message board. Since non-recurring congestion is very dif -
cult to measure, MOVE 2040 does not include any speci c measure. However, KDOT 
tracks incident response times to incidents on the highway and freeway system that are 
covered by this system.  This data will be a good indicator of the effectiveness of the 
system.


