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)
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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
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“Separate Commercial
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Pedestrians
Discouraged from Walking
to Adjacent Business

-
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New Development
Continues to Build
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cnsity anc to Street

Location of
Buildings
Support Public
Transit
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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
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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
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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.
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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
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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 .
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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
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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.

24

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

A et

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.

26



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.
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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.
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SHAWNEE

Shawnee, Kansas

Emerging Suburban Commercial Development

=
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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 