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Introduction and Overview
of the MTP Planning Process

Introduction
This document is an update to the Tri‐Lakes
Metropolitan Transportation Plan (MTP) for the years
2015 to 2040. It was adopted September 10, 2015 by
the Tri‐Lakes Metropolitan Planning Organization (MPO)
Policy Board. The Tri‐Lakes MPO shares office space
with the West Central Arkansas Planning and
Development District (WCAPDD) in Hot Springs, and is
the official MPO for the local urbanized area. According
to Federal law, each urban area of more than 50,000
persons must have a designated MPO to coordinate
transportation planning and funding on a regional level.
The initial Hot Springs Area MPO was formed in 2003 to
develop a comprehensive long‐range transportation
plan for the area.
The Hot Springs Urbanized Area includes the most
highly populated areas of Garland County and a small
portion of Hot Spring County, and includes the city of
Hot Springs and the unincorporated area known as
Diamondhead. However, the expanded study area
included in this plan also includes the cities of Mountain
Pine and Fountain Lake and portions of the Census‐
designated place Hot Springs Village; this study area,
shown in Figure 1 ‐ 1, encompasses the portion of the
region expected to be included in the urbanized area
within the 25‐year planning horizon. The 2010
population for this area was approximately 90,500 and
it is expected to grow to around 126,500 by 2040.
The Tri‐Lakes area is the eastern gateway to the
Ouachita Mountains in Arkansas. The regional
topography is hilly and mountainous with numerous
creeks, natural drainage routes, and flood plains. This
topography results in some steep and winding
roadways, as well as many suitable areas for pedestrian
and bicycle paths. The region offers visitors and

residents a wide variety of opportunities for recreation
and leisure from natural beauty to numerous historical,
cultural, recreational, and family attractions. As its
name suggests, the Tri‐Lakes region is home to three
lakes, which provide numerous recreational
opportunities. These three lakes – Lake Ouachita, Lake
Hamilton, and Lake Catherine – are located along the
Ouachita River, and offer outdoor enthusiasts camping,
cabin, condo, and resort accommodations; as well as
hiking, fishing, boating, sailing, and other water sport
activities. The area is also home to Hot Springs National
Park, which, set aside in 1832 as Hot Springs
Reservation, was the first federally protected area
created specifically to preserve and protect its unique
geothermal springs. Furthermore, locals and visitors
enjoy the extraordinary botanical garden at Garvan
Woodland Gardens, located on a 210‐acre peninsula on
Lake Hamilton.
In addition to the natural amenities offered in the
region, the Hot Springs Civic and Convention Center is
host to myriad conventions, conferences, and shows
throughout the year from the Miss Arkansas Pageant to
the Harley Owners Group (HOG) rally. The Magic
Springs Theme Park and Crystal Falls Water Park
provides an additional venue for events at its outdoor
amphitheater in addition to its roller coaster and water
park attractions. Furthermore, visitors are attracted to
the region to visit the Mid‐America Science Museum,
attend horse racing events and participate in the wide
array of gaming opportunities at Oaklawn Park, as well
as to participate in the thriving arts community that has
developed over time.

Source: City of Hot Springs
Alliance Transportation Group, Inc.
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Figure 1 - 1: Tri-Lakes MPO Study Area

Purpose of the Plan
The MTP provides a framework for analyzing the
current and future regional travel demand and creating
a blueprint for addressing the future transportation
needs within the Tri‐Lakes MPO study area. With a
focus on the creation of a safe, accessible, equitable,
and multi‐modal transportation network, the MTP
recommendations will help reduce congestion, support
economic development, and enhance the quality of life
for those living in and travelling to the Tri‐Lakes region.
As an update to the 2035 Metropolitan Transportation
Plan, this plan will guide transportation decision‐making
through the year 2040.
The MTP is a long‐range planning document, and is
reviewed and updated every five years. Each iteration
provides a chance to reassess conditions and ensure

Alliance Transportation Group, Inc.

that the plan remains consistent with the desires and
needs of the region as it changes over time.
Development of the MTP requires the collaboration of
regional stakeholders, including local, state and federal
agencies and governing bodies, public and private
transportation providers, the business community, and
includes extensive public input. All these stakeholders
must work together so that the community’s visions
and goals coalesce into defined principles that will
guide transportation policy and investment decisions
within the Tri‐Lakes area. The resulting
recommendations and proposed improvements will
impact all aspects of transportation.

MTP Vision and Goals
The vison and goals developed for the MTP are the
result of a collaborative effort between the Policy
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Board, Technical Committee, and the public. The
following vision statement reflects a collective vision
that defines important transportation issues for the Tri‐
Lakes region.

VISION:
Plan for and implement a complete
transportation system that provides a safe
and convenient traveler experience for local
area residents and those travelling to the
region, while promoting economical
movement of goods and services.
MTP Goals

The following goals were developed to support the
2040 MTP vision. Each goal has corresponding
objectives, which are included in the MTP Vision and
Goals discussion in Chapter 2 of this document.
 Goal 1: Long‐Range Transportation – Ensure the Tri‐
Lakes Area’s existing economic vitality and support
growth by providing a safe, dependable, and
efficient multimodal transportation network for
people and goods.
 Goal 2: Regionalism – Continue to provide a
dependable local transportation network that
efficiently and logically integrates with the
transportation needs of the region.
 Goal 3: Accessibility/Safety – Provide for safe,
efficient, and accessible modes of transportation
that are consistent with the needs of both local
residents and visiting tourists.
 Goal 4: Transportation/Land Use Compatibility –
Promote consistency between the transportation
network and the use of the area it is designed to
serve.
 Goal 5: Natural and Cultural Environment – Protect
the area’s natural and cultural assets by developing
a transportation network that enhances the
landscape and provides a friendlier mode of travel.
 Goal 6: Public Participation – Provide the area the
opportunity for participation and ensure
transparency in the planning and modification of
the regional transportation network.

Alliance Transportation Group, Inc.

 Goal 7: System Management – Provide direction for
the preservation of the existing transportation
network and planning of future improvements.
 Goal 8: Complete Streets – Design streets to
accommodate all users, including motorists,
pedestrians, cyclists, transit riders, and people of all
ages and abilities.
 Goal 9: Transit – Provide safe, reliable, comfortable,
clean, efficient public transportation to the citizens
and visitors to the Tri‐Lakes metropolitan area.
 Goal 10: Non‐Motorized Modes – Ensure safe,
accessible, and convenient mobility for pedestrians
and bicyclists through an interconnected network.

Legislative Authority for the MTP
With passage of the Federal Aid Highway Act of 1962,
Congress made urban transportation planning a
condition for receipt of Federal funds for highway
projects in urban areas with a population of 50,000 or
more. That legislation encouraged a continuing,
comprehensive transportation planning process carried
out cooperatively by states and local communities. The
Federal Surface Transportation Assistance Act of 1973
required the formation of an MPO for any urbanized
area with a population of 50,000. Thus, MPOs were
designated by the governor in each state to carry out
this legislative requirement. Following that initial
Federal legislation, Congress has passed a series of
surface transportation bills that have continued to fund
transportation projects, the most recent being the
Moving Ahead for Progress in the 21st Century Act
(MAP‐21). The Tri‐Lakes 2040 MTP was developed in
compliance with this legislation.

MAP-21
MAP‐21 was signed into law in July 2012, became
effective on October 1, 2012, and currently serves as
the regulatory and funding framework for
transportation planning in metropolitan areas. MAP‐21
authorizes funds for highway, transit, bicycle,
pedestrian, and transportation‐related safety programs.
It succeeded a series of transportation legislative acts
that have drastically changed the process of planning
for transportation systems. These legislative acts
include the Intermodal Surface Transportation
Efficiency Act (ISTEA) enacted in 1991, the
Transportation Equity Act for the 21st Century (TEA‐21)
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enacted in 1998, and the Safe, Accountable, Flexible,
Efficient Transportation Equity Act – Legacy for Users
(SAFETEA‐LU) enacted in 2005. All these legislative acts
have been a direct result of the Clean Air Act
Amendments of 1990 (CAAA), which broadened the
goals of transportation system planning to include
reducing vehicle miles traveled, expanding travel mode
options, improving air quality, and integrating land use
considerations into the planning process.
Many of the highway, transit, bicycle, and pedestrian
policies established by preceding transportation laws,
and continued under SAFETEA‐LU, were expanded and
refined in MAP‐21. The eight planning factors that
guided the creation of this MTP were specifically
continued from the previous legislation. These factors
emphasize that the transportation planning process for
metropolitan areas must provide for the consideration
of projects and strategies that:
1. Support the economic vitality of the metropolitan
area, especially by enabling global competitiveness,
productivity, and efficiency;
2. Increase the safety of the transportation system for
motorized and non‐motorized users;
3. Increase the security of the transportation system
for motorized and non‐motorized users;
4. Increase the accessibility and mobility of people and
for freight;

In addition to the eight planning factors, MAP‐21
requires MPOs to develop transportation plans and
improvement programs through a performance‐based
planning process. In doing so, the planning process
must address seven national performance goals:
1. Reduce traffic fatalities and serious injuries;
2. Maintain highways in a state of good repair;

5. Protect and enhance the environment, promote
energy conservation, improve the quality of life,
and promote consistency between transportation
improvements and State and local planned growth
and economic development patterns;

3. Reduce traffic congestion;

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

6. Protect and enhance the environment; and

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

Alliance Transportation Group, Inc.

4. Improve the efficiency of the transportation
system;
5. Improve the national freight network;

7. Reduce project delivery delays.
States and urbanized areas will use these performance
measures to assist in evaluating alternative
transportation improvements and prioritizing projects
that will support national performance goals.
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Tri-Lakes Metropolitan Planning
Organization
The Tri‐Lakes MPO, formerly named the Hot Springs
Area MPO, was formed in 2003 to develop a
comprehensive long‐range transportation plan for the
area. The organization's Policy Board implemented the
name change to Tri‐Lakes MPO during its July 11, 2013
meeting in order to more accurately reflect the
organization’s regional service area that includes
Garland County, the City of Hot Springs, Hot Springs
Village, the City of Mountain Pine, The City of Fountain
Lake, and a small portion of Hot Spring County (see
Figure 1 ‐ 1). These jurisdictions make up the MPO local
member governments; other MPO members include
the Greater Hot Springs Chamber of Commerce, the
Arkansas State Highway and Transportation
Department (AHTD), and the Federal Highway
Administration (FHWA). It should be noted that a
portion of Hot Springs Village is included in the MPO
study area and has a significant impact on the regional
transportation network. However, Hot Springs Village is
a privately owned gated community and therefore, no
federal or state dollars can be spent on roadway or
other improvements within its boundaries.
Tri‐Lakes MPO is the official MPO for the local
urbanized area, and is responsible for planning and
developing a safe, efficient, and affordable
transportation system for the region. The MPO has five
core functions and produces three key documents
through the transportation‐planning process. The five
core functions are to:
 Establish and manage a fair and impartial setting for
effective regional transportation decision‐making;
 Evaluate available transportation alternatives given
the size, complexity, and nature of the region's
transportation system;
 Develop and update a long‐range transportation
plan for the metropolitan area that addresses
mobility and access for people and goods, efficient
system performance and preservation, and quality
of life;
 Develop a program based on the long‐range
transportation plan and designed to serve the
area's goals; and
 Involve the general public in the four core functions
listed above.

Alliance Transportation Group, Inc.

The three key documents produced by the MPO are:
 The Unified Planning Work Program (UPWP), which
is the activity and budget document for the MPO
staff and lists the transportation studies and tasks
to be performed;
 The Metropolitan Transportation Plan (MTP), which
is the strategic planning document that identifies
future investments to be made in the region's
transportation system; and
 The Transportation Improvement Program (TIP),
which is a four‐year funding program implementing
the transportation projects and strategies identified
in the MTP.

Policy Board
The Tri‐Lakes MPO is governed by its Policy Board,
which consists of representatives from the cities,
counties, agencies, and organizations within the Tri‐
Lakes MPO study area. The purpose of the Policy Board
is to serve as the decision‐making body, to determine
transportation priorities, and to adopt policies that
guide the transportation investments in the region. The
TL‐MPO Policy Board has 10 voting members and
several ex‐officio, non‐voting members as listed below:
Voting Members

 Ruth Carney, City of Hot Springs
 Judge Rick Davis, Garland County
 Mark Headley, AHTD
 Ray Owen, Jr., Garland County
 Harv Shelton, Hot Springs Village
 Suzanne Davidson, City of Hot Springs
 Jack Fields, City of Fountain Lake
 Mike Lipton, Chamber of Commerce
 Judge Bill Scrimshire, Hot Spring County
 Paul Simms, AHTD
Ex-Officio Members (Non-Voting)

 David Blakeney, FHWA
 Josie Fernandez, National Park Service
 Richard McGrew, Hot Springs Planning Commission
 David Watkins, City Manager
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 Dick Breckon, Hot Springs Village
 Jim Fram, Hot Springs Metro Partnership
 Dwayne Pratte, West Central Arkansas Planning and
Development District
 State Legislators and Federal Congressional
Delegates in the MPO Area

Technical Committee and MPO Staff
The Policy Board is supported by a Technical Committee
and the MPO staff. The Policy Board relies on the
Technical Committee and MPO staff for analysis and
recommendations regarding transportation policy
options. Robert Tucker, AICP is the MPO Study Director.
The members of the TL‐MPO Technical Committee are
listed below.

federal regulations, but the vision that drives the
process is developed locally. In order to create the MTP
for the Tri‐Lakes MPO area, the following planning
process was used by the study team, which was
comprised of TL‐MPO staff, the Technical Committee,
and the Arkansas State Highway and Transportation
Department (AHTD), and was supported by professional
planning consultants. The planning process was
conducted under the authority of the Tri‐Lakes MPO.

Visioning Process

 Gene Cox, Arkansas Midland Railroad

The first step in the planning process was the
identification of the vision that the community wished
to implement, the goals and objectives that define that
vision, and the criteria by which the community would
evaluate whether those goals and objectives were being
met. In order to develop these basic elements of the
plan, a variety of methodologies were employed in an
effort to build a strong foundation for developing the
long‐range transportation plan that would best meet
the needs of the community over the next 25 years.

 George Downie, Hot Springs Airport

Gathering Existing Data and Professional Expertise

 Tim Baber, AHTD
 David Blakeney, FHWA (Ex‐Officio)

 Jack Fields, City of Fountain Lake
 Rick Grandon, Intracity Transit (IT)
 Antonio Johnson, AHTD
 Ogden Mayhugh, Garland County
 Bill Ryan, AHTD

To kick off the process, meetings were conducted with
professional planners and engineers from the MPO and
its member agencies, State and local agencies, and
other community stakeholders. These meetings were
designed to gather all existing plans, reports, data, and
professional knowledge of ongoing projects,
development patterns, and community concerns to

 Brenda Weldon, City of Malvern
 Don Beavers, Chamber of Commerce
 Gary Carnahan, City of Hot Springs
 Judge Rick Davis, Garland County
 Josie Fernandez, National Park Service
 Jim Fram, Hot Springs Metro Partnership
 David Hair, Garland County
 Denny McPhate, City of Hot Springs
 Kathy Sellman, City of Hot Springs
 James N. Patton, Hot Springs Village

The MTP Planning Process
The planning process used to create the Metropolitan
Transportation Plan (MTP) is prescribed by state and

Alliance Transportation Group, Inc.
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create an initial framework, including an overview of
challenges and opportunities to guide the planning
process.

recommended vision, a set of goals, and a list of
evaluation criteria that were reviewed and
subsequently adopted by the MPO Policy Board.

Conducting Public Visioning Workshops

Needs Assessment

The MPO hosted two public visioning workshops to
gather information on perceived needs, community
values, and desired community growth and
development patterns. An outreach and advertising
campaign was conducted to invite a large and diverse
group of stakeholders to participate in the public
meetings and to educate the public on the metropolitan
planning process – including the public’s role in
providing community vision and values to guide the
MTP planning process. Throughout the workshop, the
public was given opportunities to inform the MPO of
the transportation needs and challenges that should be
addressed in the Tri‐Lakes MPO area, and to provide
input regarding the importance of the criteria used to
evaluate future transportation projects.
Coordinating with Other Ongoing Land Use and
Economic Development Planning Processes

Important planning guidelines mandated by MAP‐21
include the due consideration of other related planning
activities within the metropolitan area and the support
of local economic vitality as one factor by which all
transportation projects must be evaluated. Therefore,
the study team coordinated with ongoing land use,
economic development, and other ongoing planning
processes as a key element in the visioning phase of the
MTP development.
Consulting Other Agencies and Organizations

MAP‐21 requires that MPOs consult with state and local
agencies responsible for land use management, natural
resources, environmental protection, conservation, and
historic preservation concerning the development of a
long‐range transportation plan. Many of these agencies
are included in the MPO’s Technical Committee, and
MPO staff members regularly participate in
coordination processes hosted by the other agencies. In
addition to this ongoing consultation process, an effort
was made by the study team to consult with any other
agencies not regularly consulted to gather their input
regarding the transportation system.
Defining the Vision, Goals, Objectives, and
Evaluation Criteria

After the data, information, professional expertise, and
public input were collected, the study team crafted a
Alliance Transportation Group, Inc.

In order to develop feasible and beneficial
transportation solutions, it is imperative to assess the
current state of the transportation system, as well as
community growth trends. For the 2040 MTP, this
assessment included an inventory of the transportation
system; a demographic analysis to determine existing
transportation demand based on current population
levels, as well as projections of future population and
employment generating future travel demand;
roadway, transit, bicycle/pedestrian, and freight needs
analyses; and a review of existing local plans for
additional guidance and input.

Needs Plan
The next step in the planning process was to identify
potential strategies to consider for addressing regional
transportation needs.
No-Build Strategies for Meeting Needs

Building new facilities will not address all identified
transportation needs. Not only is building new
roadways expensive and funding limited, but some
identified needs are best addressed by strategies that
reduce demand and improve the operational efficiency
of the existing transportation system. Therefore, the
MTP planning process included consideration of the
preservation of the existing system through
preventative and rehabilitative maintenance; the
inclusion of access management strategies; and the
incorporation of Travel Demand Management (TDM)
and Transportation System Management and
Operations (TSM&O) strategies. These strategies are
often referred to as "no‐build" strategies because they
do not require the construction of new roadways or the
widening of existing roadways.
Project Identification and Selection Process

Once the no‐build strategies were considered, potential
projects to expand or build new facilities were
examined. The results of technical reviews, available
planning studies, highway and corridor studies,
consultation with local traffic engineers, planners, and
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other stakeholders, and a call for transportation
projects were all combined to develop a list of
candidate projects slated for further analysis.
Quantitative volume‐to‐capacity (V/C) ratios provided
through the roadway deficiencies analysis were used in
conjunction with the weighted qualitative measures
developed through the public visioning process to
create project scoring criteria. The study team
presented the list of proposed projects to the Technical
Committee members, along with the weighted criteria,
and the Technical Committee scored the projects based
on each project’s potential to meet the evaluation
criteria. The Policy Board had the opportunity to review
the project prioritization process and either accept or
reject the process used by the Technical Committee to
score the projects.
The prioritized list of projects that resulted from this
process did not incorporate financial factors or policy
constraints. Those elements were analyzed later in the
planning process.

Systems Level Analysis
Systems level analyses were used to look at how the
candidate projects would impact community issues that
are of system‐ and region‐wide concern. The study
team incorporated this planning approach into the
development of the MTP, which allowed for
prioritization of transportation investment based on
broader community issues in accordance with the
community's vision.

Environmental Mitigation Analysis

An environmental mitigation analysis was conducted
with the list of proposed projects to look for any
potentially negative impacts on environmental, cultural,
or historical resources. This was a high‐level, conceptual
analysis conducted with the intent to avoid or mitigate
any obvious environmental constraints that would
prevent the project from being implemented. Once
projects reach the implementation stage, a more
detailed environmental evaluation will be done as a
part of the pre‐construction process. The analysis also
assessed potential impacts associated with the
proposed projects on low‐income and minority
populations (also referred to as environmental justice
or EJ).
Human Services Transportation Coordination
Analysis

An analysis was conducted to determine whether the
MTP would adequately support the goals and objectives
of the regional human services transportation
coordination plan. Although the coordination plan
covers a much broader geographic area than the MTP,
it was designed to improve the quality and quantity of
services available to disadvantaged populations within
the Tri‐Lakes area.

Financial Analysis and Constraints
Fiscal feasibility is a significant priority in determining
the final list of improvements. Not only does MAP‐21
mandate that the MTP be fiscally constrained and only
include projects that can reasonably be expected to
have adequate funding, but certain projects also
require that local communities provide matching local
funds in order to receive federal funds. The process for
establishing estimated costs and revenues is critical for
the creation of a viable MTP.
Determination of Factors to be Used in Fiscal
Calculations

Source: City of Hot Springs

Alliance Transportation Group, Inc.

Before fiscal analysis can be conducted, several factors,
or ‘givens,’ to be used in the financial calculations must
be determined. For consistency purposes these factors
are often determined by the State and used in all MTPs
developed throughout the state; alternatively, the State
may provide different factors for each region in the
state. For example, the inflation cost for the calculation
of future year costs must be determined, as does the
average cost of right‐of‐way acquisition in the state.
AHTD provided information that helped develop the
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factors that were included in the financial analysis of
this plan.
Revenue Projections

A revenue projection was developed that identified the
anticipated revenue stream for local, State, and Federal
funds. This revenue stream accounts for inflation at the
anticipated year‐of‐receipt.
Project Costs

Cost is defined as the total project cost, which includes
planning elements (e.g. environmental studies and
functional studies); engineering costs (e.g. preliminary
engineering and design); preconstruction activities (e.g.
line and grade studies, right‐of‐way acquisition and
corridor preservation); construction activities; and
contingencies. Using the established factors, a cost was
calculated for each project. The resulting cost estimates
also included an inflation factor to account for the
anticipated year–of‐expenditure.
Fiscal Constraint Analysis

A fiscal constraint analysis was performed that
compared the anticipated year‐of‐expenditure costs to
the anticipated year‐of‐receipt revenues to determine if
sufficient and timely financial resources were likely to
exist to fund the proposed program of projects.

Selection of a Proposed Package of
Projects
Based on the cost and revenue projections, the package
of fiscally constrained projects, anticipated to best
accomplish community‐defined goals and objectives,
was selected by the study team and then submitted to
the Policy Board for approval.

Adoption Process
The preliminary transportation recommendations and
associated list of proposed projects resulting from the
project selection and fiscal constraint analysis, along
with the results of the technical analysis and public
input, were included in the draft 2040 Metropolitan
Transportation Plan.

Public Review of the Draft 2040
Metropolitan Transportation Plan
The proposed plan and list of projects was published for
public review and comment and community feedback
was solicited. Input from the public was considered by
the Policy Board and, as needed, appropriate
modifications to the draft plan were accomplished.

Adoption of the Final 2040
Metropolitan Transportation Plan
The final 2040 Metropolitan Transportation Plan was
presented to the Policy Board for adoption on
September 10, 2015. The Policy Board adopted a final
fiscally constrained list of the projects and approved the
MTP.

AHTD and FHWA/FTA Review and
Comment
Although state and federal partners were included in
review of the draft document, the final approved MTP
was forwarded to AHTD, the Federal Highway
Administration, and the Federal Transit Administration
for their review and comment.
ADOPTION OF
POLICY BOARD FINAL 2040 MTP
APPROVED DRAFT
PLAN

PROJECT START
PUBLIC OPEN
HOUSE

INITIAL DATA
COLLECTION

December

January

PUBLIC
VISIONING

February

STAKEHOLDER
CONSULTATION
BEGAN
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NEEDS PLAN,
SYSTEMS LEVEL
ANALYSIS

NEEDS
ASSESSMENT

March

FINANCIAL
ANALYSIS AND
CONSTRAINTS

April

May

June

PUBLIC OPEN
HOUSE

July

ADOPTION OF
DEVELOPMENT MTP GOALS
OF REGIONAL
VISION AND
PROJECT
GOALS
PRIORITIZATION

August

September

PUBLIC COMMENT
PERIOD BEGAN
PUBLC COMMENT
PERIOD ENDED
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2

Regional Visioning Process

This chapter describes the process by which the vision
and goals of the MTP planning process were
established. It also describes the process by which the
set of criteria – used to evaluate whether
recommended transportation projects support the
established vision and goals – was developed and
ranked.

study team reviewed the following state, regional, and
local planning documents:

The MTP planning process is mandated by federal
legislation and, therefore, must conform to the rules
and regulations established by governing authorities.
Nevertheless, the MTP is a local plan designed
specifically to meet local community needs and reflect
local community values. This MTP visioning process,
therefore, focused on gathering the locally generated
plans and information, as well as the knowledge and
wisdom of the local community while following the
state and federal guidelines that direct the general
planning process.

 City of Hot Springs Comprehensive Plan

Initial Data Collection Process
In order to create a baseline from which to start the
planning process, the study team gathered existing
data, plans, reports, and institutional knowledge about
land use patterns, economic development goals,
demographic trends, environmental issues, and the
study area transportation system. This information
provided a picture of current conditions in the study
area.

Review of Relevant Plans and
Programs
During the data collection process, relevant state,
regional, and local transportation and land use planning
documents were reviewed to ensure the regional
transportation planning efforts were consistent with
ongoing state and local activities. This included review
and consultation of MPO‐sponsored plans and
programs like the 2035 MTP and the most recent
Transportation Improvement Program (TIP), which lists
transportation projects in the region for which funding
has been identified and allocated. Additionally, the
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 Garland County Coordinated Transit Plan
 Tri‐Lakes MPO Bicycle and Pedestrian Master Plan
 Hot Springs Area Bicycle and Pedestrian Master
Plan
 City of Hot Springs Complete Streets Policy
 Hot Springs Village Master Plan Workbook
 Hot Springs Village Property Owners Association
Strategic Plan
 Park Whittington Neighborhood Plan
 Memorandum of Understanding for Bicycling
Projects and Activities
 Historic Design Guidelines for the Central Avenue
and Pleasant Street Historic Districts
 Arkansas Strategic Highway Safety Plan
 Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan
 Arkansas State Bicycle and Pedestrian
Transportation Plan
Each of these documents is discussed briefly below.
Garland County Coordinated Transit Plan

The MPO prepared the Garland County Coordinated
Transit Plan in 2007 through collaboration with the
public and local transportation providers. The goals of
the Garland County Coordinated Transit Plan are to:
 Develop interagency referral forms
–

Assist connecting transit dependent individuals
to the correct programs for their needs

 Maintain the existing level of service to transit
dependent individuals
–

Purchase replacement vehicles
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 Expand the existing level of service to meet the
needs of transit dependent individuals living in the
area
–

Purchase vehicles to expand service

–

Provide new service in terms of time, location,
and capacity

–

Modify existing vehicles and facilities to
enhance ADA standards

 Assist all the transit providers in the MPO area in
assessing the needs and determining solutions to
individual providers’ needs
–

Conduct planning studies

–

Evaluate policies related to drivers, insurance,
etc.

–

Identify land use issues. For example, the
location of human service offices relative to the
clients they service

 Provide more efficient and effective service delivery
–

Improve scheduling, routing, maintenance, and
equipment utilization

–

Address duplication of service

 Provide a better quality of life for public
transportation dependent persons
–

Better access to jobs and medical appointments

 Provide easier access to systems, facilities, and
services
–

Improve or develop infrastructure, vehicles, or
service

 Work with the Office of Emergency Services to
create a transportation disaster plan
With information gathered over the course of four
meetings, the plan documents the regional services
available in Garland County and discusses regional
needs.

Tri-Lakes MPO Bicycle and Pedestrian Master Plan

The Regional Trails Committee, an MPO sub‐committee,
along with individuals from the general public
developed the Tri‐Lakes MPO Bicycle and Pedestrian
Master Plan in 2006. The plan was designed as a
guideline for implementing bicycle facilities in the City
of Hot Springs and in Garland County to create regional
connections. Bicycle facilities that resulted from the
plan were intended to be constructed from existing
infrastructures rather than through demolition and
rebuilding activities. Figure 2 ‐ 1 shows the routes
recommended by the MPO Master Plan.
The specific goals of the Tri‐Lakes MPO Bicycle and
Pedestrian Master Plan are as follows:
Goal 1 – Create an opportunity for alternative modes of
transportation.
Goal 2 – Increase opportunities to utilize trails, parks
and recreation areas.
Goal 3 – Determine future funding sources for trail
development.
Goal 4 – Increase public awareness of trails, trails users,
and safety issues.
Goal 5 – Increase tourism.
Goal 6 – Preservation.
Each of these goals was accompanied by a list of
objectives designed to support goal accomplishment.

Alliance Transportation Group, Inc.
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Figure 2 - 1: Tri-Lakes MPO Bicycle and Pedestrian Master Plan

Source: Tri‐Lakes MPO

Hot Springs Area Bicycle and Pedestrian Master
Plan

The City also recently completed a Bicycle and
Pedestrian Master Plan shown in Figure 2 ‐ 2. This plan
and the Tri‐Lakes MPO Bicycle and Pedestrian Master
Plan represent significant bicycle and pedestrian
infrastructure planning efforts that were necessary to
reference and consider during the development of the
2040 MTP. These plans were especially utilized as
important reference material for the bicycle and
pedestrian facilities needs analysis described in Chapter
3.

Alliance Transportation Group, Inc.
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Figure 2 - 2: Hot Springs Area Bicycle and Pedestrian Master Plan

Source: City of Hot Springs

Hot Springs Comprehensive Plan

In 2010, the City of Hot Springs updated its
comprehensive plan to address policy changes
proposed since the plan’s initial adoption in 1997. City
demographics, land use patterns, transportation
network, and current infrastructure were examined for
the plan, and a community vision was developed by
reviewing existing plans and feedback gathered from an
advisory committee comprised of a cross section of the
general public. The plan also included a conceptual land
use map, illustrated in Figure 2 ‐ 3.

Alliance Transportation Group, Inc.
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Figure 2 - 3: City of Hot Springs Comprehensive Plan Conceptual Land Use Map

Source: City of Hot Springs

Of particular interest to the 2040 MTP development
process are the plan’s focus areas with regard to
transportation. Identified key transportation issues
included connectivity, congestion management,
neighborhood impact, parking, safety, freight mobility,
and multiple modes. The plan also included several
important goals relevant to the MTP development
process, including:
 Maintaining and improving the safety, vitality, and
attractiveness of Hot Springs neighborhoods;
 Maintaining and improving Hot Springs’
transportation network, projecting needs and
evolving to meet plan objectives; and
 Planning for and establishing types and quantities
of land uses in Hot Springs supporting community
needs and the City’s long‐term sustainability.

all users and transportation modes, which contributes
to other possible benefits including increased health for
citizens, improved environmental conditions, urban
renewal, and economic development. The goals of this
policy include:
1. Ensuring the needs of users are considered
throughout the surface transportation network to
the greatest reasonable measure;
2. Incorporating the vision, purpose, and goals of this
Policy into the project development process for
surface transportation projects;
3. Creating a balanced, comprehensive, integrated,
fully interconnected, functional, and visually
attractive surface transportation network;

City of Hot Springs Complete Streets Policy

4. Promoting the use of the latest and best Complete
Streets design standards, principles, policies, and
guidelines within the context of the community;
and

The City of Hot Springs enacted a Complete Streets
policy in 2015 to ensure that public streets are safe for

5. Planning, designing, operating and maintaining a
network of complete streets.

Alliance Transportation Group, Inc.
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In order to meet these goals, the City outlined potential
implementation strategies, which may include policies
and procedures, street inventory and pilot projects,
training, funding, and phasing.

identified the vision and goals for redevelopment of the
Park Whittington neighborhood located in the City of
Hot Springs. The document is the result of efforts by the
Neighborhood Steering Committee. Development of
the plan involved many stakeholders, including federal,
state, and local agencies and business groups. The
public was involved in plan development by providing
feedback on community characteristics, needs, and
desires through meetings, personal contacts, and
surveys. The plan resulted in a list of major projects and
mini projects that would enhance the community. Plan
objectives most relevant to the Tri‐Lakes MPO 2040
MTP development, regional transportation planning,
community development, and regional growth are as
follows:
 Creating eastern and western gateways to the
neighborhood;

Hot Springs Village Master Plan Workbook

The Village Placemaking team, which is composed of
members from the Hot Springs Village Property Owners
Association (POA), prepared the most recent Hot
Springs Village Master Plan Workbook in 2015. The plan
outlines the overall business model with relation to
growth, monetizing opportunities, branding, marketing,
placemaking, quality control, and new context. It also
includes planning and placemaking projects and
branding and engagement strategies. Projects included
in the plan range from an improved gate system, to an
artesian motor coach complex, to a multipurpose trail
system, among other projects.

 Adding painted crosswalks at key intersections;
 Striping Park and Whittington Avenues to delineate
travel lanes, parking areas and bikeways; and
 Developing the Bill Clinton home site into a tourist
attraction and commercial generator.
This plan was amended in 2013, with a focus on the
Whittingon Valley portion of the neighborhood, to
serve as the neighborhood’s action‐oriented
development plan under the City of Hot Springs’
Community Development Block Grant (CDBG) program.

Hot Springs Village Property Owners Association
Strategic Plan

In 2010, the Hot Springs Village POA finalized the
strategic plan to support the growth and development
of Hot Springs Village. The plan was an update to
strategic plans previously completed in 2000 and 2004
and involved the Research and Special Projects
Committee, POA, and neighborhood residents. The POA
documented 31 tasks defined in the 10‐year plan. Tasks
were prioritized by start year, with projects started
within one year given the first priority, projects started
within 1‐2 years second priority, and projects beginning
3‐5 years after the plan was adopted given the third
priority. The plan also suggested the development of a
master roadway plan and a sewer infrastructure plan.
Park Whittington Neighborhood Plan

Urban Planning Associates developed the Park‐
Whittington Neighborhood Plan in 2001, which
Alliance Transportation Group, Inc.

Source: 2013 Amendment to the Park Whittington Neighborhood
Plan: The Whittington Valley

Memorandum of Understanding for Bicycling
Projects and Activities

The memorandum of understanding (MOU) is an
agreement among the following counties and cities to
develop programs and projects for developing and
implementing bicycle projects, activities, and regional
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infrastructure: Garland County (Hot Springs and
Lonsdale), Pulaski County (Little Rock), and Saline
County (Bauxite, Benton, Bryant, Haskell, and Shannon
Hills).
Activities under the MOU include coordinating
development of the Southwest Trail, completing a
master trail plan, providing technical assistance to land
managers and communities, and forming an advisory
group to make project decisions, among other activities.
Historic Design Guidelines for the Central Avenue
and Pleasant Street Historic Districts

The City of Hot Springs published design handbooks to
detail the process for guiding maintenance, repair, and
new construction within the Central Avenue and
Pleasant Street Historic Districts. These guides are
intended to preserve the historic characteristics of
these districts and cover several topics: architectural
examples, steps to gain design approval, design
standards, and regulations that have been adopted for
items in the district such as signs and billboards.
Arkansas Strategic Highway Safety Plan

In 2013, the Arkansas Highway Safety Steering
Committee updated the Strategic Highway Safety Plan
first developed in 2007. The original purpose of the plan
was to develop strategies to decrease the rate of
fatalities on Arkansas highways; in 2005 Arkansas was
eighth in the nation for highway fatalities. Since the
completion of the last plan, state legislation has been
enacted to establish driver safety and licensing
measures, safety devices have been added to roadways,
and the number of roadway fatalities decreased by 15
percent between 2007 and 2011 (from 650 to 551).
Despite progress, in 2010 Arkansas had the second‐
highest traffic fatality rate in the country, according to
the National Highway Transportation Safety
Administration (NHTSA).
Therefore, to support the vision working toward having
zero roadway fatalities in the state, the primary goal of
the plan is to reduce the annual number of roadway
fatalities in Arkansas to 400 or less by 2017.
To increase highway safety even further, the plan
introduces eight primary, seven secondary, and three
special emphasis areas where strategies can be
implemented to reduce the number of fatalities. These
emphasis areas are as follows:
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 Primary Emphasis Areas
– Roadway Departure
– Intersections
– Impaired Driving
– Aggressive Driving
– Distracted Driving
– Younger Drivers
– Safety Restraints
– Motorcycles
 Secondary Emphasis Areas
– Pedestrians
– Bicyclists
– Older Drivers
– Drowsy Driving
– Large Commercial Vehicles
– Work Zones
– Railroad Crossings
 Special Emphasis Areas
– Emergency Services Capabilities
– Traffic Data Systems
– Safety Management System

Each emphasis area has a specific goal and strategies
focused on the four “E’s” – engineering, education,
enforcement, and emergency services – along with
public policy and other strategies.
Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan

The Arkansas State Highway Safety Office published the
annual Performance Plan and Highway Safety Plan that
establishes goals and objectives for the 2015 fiscal year
(October 1 through September 30). The plan also
recommends projects for funding to reach the
established goals for specific program areas: Alcohol
and Other Drugs Countermeasures, Occupant
Protections, Speed Enforcement, Traffic Records
Roadway Safety, Motorcycle Safety, Pedestrian and
Bicycle Safety, Distracted Driving, and Teen Driver
Safety.
Arkansas State Bicycle and Pedestrian
Transportation Plan

Sponsored by the Arkansas State Highway and
Transportation Department and the Federal Highway
Administration, the Arkansas State Bicycle and
Pedestrian Transportation Plan was first completed in
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1998 and established recommendations that encourage
planning and implementing walking and bicycling
facilities for interested communities in the state. The
plan also established pedestrian and bicycle plan
recommendations and identified federal and state
funding sources, while highlighting the elements of
balanced pedestrian and bicycle programs.

population and employment, the study team collected
historical and projected population and employment
data from a variety of sources, which are listed in Table
2 ‐ 1. This information was used in the demographic
forecasting process, which will be discussed in detail in
Chapter 3.
Table 2 - 1: Demographic Data Sources

It is important to note that during document
development, the Arkansas Statewide Bicycle and
Pedestrian Transportation Plan was in the process of
being updated. The updated plan will be the result of a
collaboration of the Governor‐appointed Bicycle
Advisory Group (GBAG) and the Arkansas Bicycle
Technical Advisory Committee.

Data Type

Economic Development

Employment

The condition of a region’s transportation system has
the ability to support or hinder economic development
efforts in the community. If a region’s plans for
economic development are to succeed, they must be
supported by a strong transportation system that
moves people and goods safely, securely, and efficiently
within and through the region. Therefore, planning for
future growth in the Tri‐Lakes area should consider the
regional economy and recent and ongoing economic
development efforts. As part of the initial data
collection efforts for the visioning process, the study
team gathered available employment, freight, and
intermodal data in order to conduct related needs
analyses (described in Chapter 3). The team also
collected existing economic impact and development
plans from local jurisdictions to be used to determine
whether the future transportation projects
recommended by the MTP would support these local
economic development goals and objectives.

Demographics and Employment
Planning for a transportation system that addresses
community needs over 25 years requires understanding
how regional growth patterns will impact use of the
transportation system in the future, as the nature and
distribution of the residential population and area
employment impact how the transportation system is
used. According to the data gathered, the Tri‐Lakes
MPO area has experienced steady growth over the past
few decades and is expected to experience continued
growth, both in terms of population and economic
vitality. To create this picture of demographics in the
region, establish growth trends, and forecast 2040
Alliance Transportation Group, Inc.

Population

Source









U.S. Census Bureau
Arkansas State Data Center
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model
U.S. Census Bureau (LODES Data)
Arkansas Workforce Services
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model

Environment
Metropolitan transportation planning is not solely
concerned with the best way to move people and
goods. In addition to mobility concerns, the
transportation system also has significant impacts on
the natural and human environment, from air quality
and natural resource consumption to quality of life and
cultural resources. Great care and consideration must
be taken at each step of the planning process to ensure
that the need for increased mobility is not provided at
the expense of the natural environment, historical
resources, or environmental justice populations
(minorities or low‐income residents).
To ensure potential impacts on the natural and human
environment were considered during this planning
process, the study team gathered available information
on waterways, flood zones, endangered species
habitats, air quality, parks, cultural resources, and
environmental justice populations in order to perform a
systems‐level environmental analysis. This analysis is
described in greater detail in Chapter 5.

Transportation System
In addition to the other data collection efforts described
above, the study team created a baseline picture of all
infrastructure facilities for the various modes of
transportation. This was accomplished by compiling
available data on highways and other roadways, bicycle
and pedestrian facilities, transit, freight, rail, and
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airports. This information was utilized during the
various needs analyses described in Chapter 3.

Public Visioning Process
To gather public input regarding the planning process
for the MTP update, the study team conducted two
identical public visioning workshops (a morning session
and an evening session); one was held at Hot Springs
Village and the other at the Transportation Plaza in
downtown Hot Springs on February 10, 2015. To help
ensure that the visioning process included traditionally
underrepresented groups, supplemental visioning
meetings were conducted with United Way of Garland
County and the Gateway Neighborhood Association.
These visioning meetings solicited public input
regarding the future of the transportation system in the
Tri‐Lakes area and provided the opportunity for
stakeholders and members of the public to share their
concerns, ideas, values, and visions.

Outreach Methods
The study team utilized several outreach methods to
inform the public about the update process and the
visioning workshops. This included mailing meeting
press releases to a list of over 156 identified
stakeholders in the MPO Study Area; running notices in
the Hot Springs and Hot Springs Village newspapers, on
the City of Hot Springs government access cable TV
channel video bulletin board, and on Resort CATV public
access CATV channel; posting the notice on the City of
Hot Springs’ Facebook page, in the News Flash section
of the City of Hot Springs’ website, and on the TL‐MPO
website; and forwarding the press release to those on
the City of Hot Springs media list. These outreach
strategies were employed to meet requirements of
federal legislation, which are consistent with outreach
goals and strategies outlined in the MPO Public
Participation Plan (PPP).

Visioning Workshop Overview
The workshops began with a brief explanation of the
MPO’s role, the purpose of the MTP, and a description
of the MTP update process. Participants were
welcomed by the workshop moderator, who informed
them that the MTP update process is based largely on
the development of a shared vision for future growth
through open dialogue, collaboration, and the use of
scenario‐based planning tools.
Both workshops followed the same sequence of
activities, which included a presentation, group
discussions, and guided exercises. Each participant
received a workbook containing information about the
study area and questions designed to solicit feedback
on specific transportation issues. Other activities
included designating areas of need on large maps
located at each table, recording additional comments in
participant workbooks, ranking evaluation criteria in
both group and individual activities, and participating in
group discussions.
Throughout the workshops, the public was given
opportunities to inform the MPO of the transportation
needs and challenges that should be addressed in the
Tri‐Lakes area and to provide input regarding the
importance of the criteria used to evaluate future
transportation projects.
In addition to the two broad public visioning meetings
described above, the MPO conducted more targeted
visioning meetings with stakeholders from the Gateway
Community Association in March, 2015 and from the
United Way of Garland County in April, 2015. At these
meetings, participants were guided through a
presentation and the exercises contained in the
participant workbook, which are further described
below.

Alliance Transportation Group, Inc.
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Exercise 1: Stakeholders Present

During the first exercise, visioning participants were
asked to self‐identify the stakeholder groups to which
they belong. This information was requested to gauge
stakeholder representation during the visioning

activities and to identify stakeholder groups that were
underrepresented, so additional targeted outreach
could be done for subsequent public engagement
activities. As shown in
Table 2 ‐ 2, participants represented many important
stakeholder groups in the region.

Table 2 - 2: Stakeholder Groups Represented During Visioning Workshops
Stakeholder Groups Present During Workshops
Private Auto/SUV/Pickup User
Bicycle User
Pedestrian Facility (sidewalks, hike & bike trails, etc.)
Public Transit User of Intracity Transit
Transit for the Elderly and Disabled User
Airport User
Intercity Bus or Rail User
Responsible for Transportation of Children
Member of Community Group (such as Neighborhood
Business Owner
Association, Civic Club, etc.)
Member of Environmental Protection Organization
Member of Historic or Cultural Preservation Organization
Representative of an Agency that provides Traffic Control
Representative of an Agency that supports Ride‐Sharing
Representative of an Agency that is responsible for
Representative of an Agency that regulates Public Parking
Transportation Safety
Representative of An Agency that is responsible for Land
Representative of an Law Enforcement Agency
Use Management
Representative of an Agency that is responsible for Natural Representative of an Agency that is responsible for
Resources
Environmental Protection
Representative of an Agency that is responsible for Energy
Representative of an Agency that is responsible for Historic
Conservation
Preservation
Transit Operator
Private Transportation Provider (e.g. Taxis, Buses, etc.)
City or County Elected Official
Planning Organization Member
Member of a Population that is Traditionally Underserved
Resident of Garland or Hot Spring County
by the Transportation System

Exercise 2: Current State of the Transportation
System
The second exercise asked participants to provide their
thoughts on the current transportation system by
answering the following question:

Thinking about changes to the region and the
nation (environmental changes – gas prices –
aging baby boomers – economic change –
land use changes – etc.), are there any users
of the transportation system that will be
poorly served if there are no improvements
to the system?

Responses received from meeting participants during
the group discussions from all meetings have been
paraphrased and grouped into the following categories:
 Roadways
 Congestion
 Safety
 Mobility
 Public Transportation
 Bicycle and Pedestrian
 Air, Rail, and Freight
Roadways

Participants expressed concern over the age and
configuration of roadways. Park Avenue (State Highway
7) was repeatedly mentioned as older, uncrossable, and
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a challenge to widen due to a lack of right‐of‐way
(ROW). Additionally, Grand Avenue was identified as a
roadway that should be considered for redesign under
the City’s new Complete Streets Policy as population
and business utilization increases. Participants noted
the impact that poor roadway conditions can have on
economic development, with at least one group
discussing their tendencies to shop in communities
outside the study area because of poor road conditions.

Participants also pointed out that many roadways are
poorly maintained, signs are difficult to read, and sight
distances are short, suggesting that lighting and signage
that warns drivers of changes in roadway condition
would be beneficial. Absent shoulders and shelters on
roadways and prevalent continuous center turn lanes
were also identified by participants as safety concerns.
Participants noted that poor road maintenance and
drainage gates that run parallel to curbs pose crash
threats to bicyclists.
Mobility

Long travel times were mentioned by participants as
hindering mobility in the region. According to
participants, individuals who travel by personal vehicle
face congestion, narrow roadways, and inaccessible
areas in the region, which can increase travel times. For
some, non‐emergency medical transportation to and
from recently developed areas has been difficult.
Public Transportation

Congestion

Congestion was a concern for workshop participants.
Groups mentioned that all the major thoroughfares in
Garland and Hot Spring counties are state highways.
Several congested “choke points” were identified along
these thoroughfares, and participants discussed how
school buses intensify congestion when children board
and alight the vehicles. Participants noted that a lack of
network connectivity off of the main roads make drivers
unable to take alternate routes when school buses
disrupt traffic. Racing season also brings an influx of
tourists to the region, which heightens regional
congestion.
Safety

Participants identified driver behavior and the poor
condition of infrastructure as regional safety concerns.
According to participants, drivers often disregard traffic
laws by driving through parking lots, operating vehicles
dangerously close to pedestrians and cyclists, and
failing to utilize headlamps or turn indicators on
roadways. Participants suggested installing more speed
signs and warning lights to increase safety.
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Participants expressed concern that public
transportation is not adequately available in the region,
and that the public transportation services that are
available are difficult to access, expensive, intermittent,
and inflexible. Respondents also indicated that
improving paratransit service is critical. According to
participants, paratransit users must schedule trips up to
one day in advance, which limits their ability to make
spontaneous trips. Additional comments focused on
people with disabilities needing more responsive
options and expanded routes and times and the lack of
rural service, which affects employment options for
people living in those areas. Connector service between
Hot Springs and Malvern was suggested, as was
expanding service northeast and southwest along U.S.
Highway 70 in the future.
Bicycle and Pedestrian

Group discussions regarding bicycle and pedestrian
infrastructure generally focused on a lack of bike lanes
and crosswalks in the region, with participants
indicating a need for more bicycle and pedestrian
infrastructure in the area. Participants noted that there
is no safe connection for bicyclists and pedestrians
between Albert Pike and Airport Road along the general
route of U.S. Highway 270 and that bike lanes along
Central and Park Avenues are inadequate. Grand
Avenue was also discussed as a challenge for non‐
motorized users, and participants noted that graveled
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roadways in the region are dangerous for cyclists.
Additionally, one suggestion was made for a safe bike
trail to the college.
Air, Rail, and Freight

Participants identified the absence of available
passenger rail service as an issue. The closest service is
operated by Amtrak in Little Rock, and connects the
region to Chicago. Participants also expressed concern
over the lack of direct flights to Little Rock where they
could continue on to regional and national destinations.
Participants indicated a lack of freight or intermodal
facilities in the region during the workshop with only
the Union Pacific train lines in the region.
Exercise 3: Ranking and Scoring Criteria

Needed transportation improvements almost always
exceed available funding. Therefore, it is important to
evaluate transportation needs to ensure that funded
improvements reflect the community’s mobility
priorities. The following evaluation criteria reflect the
metropolitan planning factors defined in MAP‐21.
Exercise 3 asked participants to rank the criteria based
on their personal preferences. Participants completed
this activity both in groups and individually. This
exercise illustrates the transportation values of
visioning participants, and the results of the exercise
helped the MPO place differing weights on evaluation
criteria for project prioritization.

Improves Safety – Protects against unintentional harm
(e.g. traffic collisions)
Improves Security – Protects against intentional harm
(e.g. security threats, crime)
Protects the Environment – Reduces air and noise
pollution, protects critical habitats, avoids developing in
flood‐prone area, protects historical and cultural
resources, etc.
Reduces Congestion – Minimizes the time spent in
traffic congestion
Promotes Efficiency – Maximizes the potential of the
existing transportation system (e.g. improved signal
timing, limiting the number of driveways on certain
roads, preserving the existing system through overlays,
etc.)
Supports Land Use Goals – Coordinates plans for the
transportation system with plans for land development
Increases Street Connections – Improves circulation
within the community and to external destinations by
connecting roads to provide multiple options for
reaching destinations
Conserves Energy – Reduces the use of natural
resources
Improves Access – Balances access to land uses with the
efficient flow of traffic
Supports Economic Development Goals – Improves of
builds transportation infrastructure that increases
access to markets, attracts employers, makes
businesses more accessible, etc.
Connects Modes of Travel – Improves the ease with
which people can use multiple modes of travel to reach
destinations (e.g. ride a bike, then use a bus)
Increases Multi‐Modal Options – Provides travelers with
more options for reaching their destinations, such as
biking, walking, riding the bus, or driving a car

Evaluation Criteria Descriptions

The following criteria were developed to evaluate and
prioritize transportation projects for funding and
inclusion in the MTP. Participants were provided
explanations of the criteria to assist in the ranking
process.
Alliance Transportation Group, Inc.

Improves Quality of Life – Plans the transportation
system so it has a positive impact on the community’s
quality of life (e.g. safe routes to schools, opportunities
for recreation, etc.)
Preserves Right‐of‐Way – Plans ahead for the future
expansion of the transportation system and purchases
land before development occurs to reduce future costs
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Scoring of the Criteria

Workshop facilitators provided each participant with 24
dots to place on a board displaying the evaluation
criteria. Participants were allowed to allocate their dots
to any criterion as they saw appropriate, with each dot
acting as a “vote” of importance for the criterion to
which it was allocated. Dots were then counted to
determine the group’s ranking order.
Collectively, the visioning workshop groups ranked
improving safety, reducing congestion, improving
quality of life, and improving access as the most
important community goals related to evaluating
regional transportation projects. Conversely, supporting
land use goals, improving security, and preserving right‐
of‐way, were determined to be the least important.
In the individual workbooks, participants then scored
each criterion on a scale of 1 to 5 with “1” indicating
the criterion is “unimportant” and “5” indicating it is
“extremely important”. Individually, workshop
participants ranked improving safety, improving quality
of life, and promoting efficiency, as the most important
criteria for evaluating future transportation
improvements for inclusion in the MTP. Similar to the
group results, individuals ranked improving security,
supporting land use goals, and preserving right of ways
as the least important criteria.
Exercises 4 & 5: Growth Trends and Envisioning the
Future Transportation System

The final exercises during the public visioning meetings
were combined into one facilitator‐led group discussion
at each table following a presentation on regional
growth trends including population, employment, and
traffic flow changes, as well as bicycle and pedestrian
infrastructure. Participants were encouraged to voice
their opinions regarding future growth in the region,
and maps of the planning area were provided at each
table for participants to mark areas on the map where
future population growth is anticipated and where
possible transportation improvements are needed.
Participants were also encouraged to record anything of
particular importance to them on their participant
response sheets, which were collected and reviewed by
the project team.

Example Map Exercise

The map in Figure 2 ‐ 4 and text are an example of the
exercise. The full results of the visioning workshops are
found in Appendix A.
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Figure 2 - 4: Example Map Exercise

1. Gulpha Gorge: The land between State Highway 5
and State Highway 7 is not likely to be developed
due to environmental concerns and anticipated
high costs.
2. Areas south of U.S. Highway 270 E are likely to have
environmental constraints, which will prevent the
area from being developed.
3. Areas in southwest Hot Springs Village are not
expected to increase in residents.
4. Development planned for areas south of Lake
Hamilton will need improved infrastructure, such as
sewer capacities, to become industrial.
5. The corridor north between State Highway 7 and
State Highway 5 has the potential for future
commercial developments, but currently the
infrastructure is lacking in the area.

Alliance Transportation Group, Inc.

6. Commercial development is likely to occur along Dr.
Martin Luther King Jr. Expressway.
7. The currently urbanized areas of Hot Springs can be
developed or redeveloped if the City adopts a policy
of infill development.
8. The Southwest Trail could be developed if existing
environmental issues are addressed and mitigated.
9. Hot Springs Village is a planned, gated community,
but should consider introducing transit services in
the future.
10. Future efforts should consider how to better
connect the City of Hot Springs with Hot Springs
Village.
11. Roadways should be widened and shoulders built
for the entire study area.
12. Gulpha Gorge may close access points which would
affect traffic on adjacent roadways.
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Workshop Evaluation

At the workshop’s conclusion, participants were given
an opportunity to provide feedback regarding their
personal satisfaction with the meeting by completing a
short survey. Surveys were conducted to evaluate the
effectiveness of workshops, and to gather information

for use in developing future public participation
activities. The majority of respondents provided
favorable responses to each statement indicating a
positive experience with the workshop. The complete
list of survey results is shown in Table 2 ‐ 3.

Table 2 - 3: Public Visioning Workshop Evaluation
Strongly
Agree

Somewhat
Agree

Neither Agree
nor Disagree

Somewhat
Disagree

Strongly
Disagree

Meeting Room was easy for me to get to

87%

8%

5%

0%

0%

Meeting Room was comfortable

64%

17%

14%

6%

0%

Available parking was adequate

95%

5%

0%

0%

0%

Time of the meeting was convenient for me

72%

21%

8%

0%

0%

Day of the week of the meeting was convenient
for me

77%

15%

8%

0%

0%

Purpose of the meeting was made clear to me

64%

15%

13%

3%

5%

62%

33%

3%

3%

0%

74%

21%

3%

3%

0%

I felt my contributions were respected

82%

15%

3%

0%

0%

Facilitator at my table did a good job

92%

8%

0%

0%

0%

Materials used in the meeting were clear and
understandable

79%

18%

3%

0%

0%

Meeting met my expectations

59%

30%

5%

3%

3%

Information presented at the meeting was useful
to me
Information was presented in a clear and
understandable manner

Consultation Process
In addition to the public visioning workshops, the study
team met with representatives of local stakeholder
groups and agencies to ask them about challenges
associated with the current transportation system,
potential solutions to these challenges, and the
locations of future growth areas. Stakeholder
consultation occurred from February to April, 2015. The
various agencies and groups consulted during this
process are listed below:

 West Central Arkansas Planning and Development
District
 Hot Spring County
 Sales Tax Exploratory Committee
 National Park Service
 Arkansas Midland Railroad
 Intracity Transit
 Memorial Field Airport

 Hot Springs Village Property Owners Association
 City of Hot Springs
 Garland County
Alliance Transportation Group, Inc.
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Current State of the Transportation
System

identifying additional funding sources dedicated to
resurfacing and maintenance.

The following section summarizes stakeholder
comments regarding the current state of the
transportation system in the Tri‐Lakes MPO study area,
grouped into the following major categories:

Congestion

 Roadways
 Congestion
 Safety
 Bicycle and Pedestrian
 Public Transportation
 Passenger Air
 Freight
Roadways

Roadway capacity and condition are major challenges in
the regional transportation system for many
stakeholders. State Highways 5 and State Highway 7 are
only two lanes, with narrow or nonexistent shoulders.
This presents a safety hazard when drivers are unable
to pass slower moving vehicles and when disabled
vehicles block roadways, obscuring driver vision. The
particular configuration of these roadways may also
make it more difficult for emergency vehicles to quickly
respond to events. Stakeholders also cited declining
surface conditions on some regional roadways as a
challenge.
Stakeholders believe widening the major highways,
including U.S. Highway 270, State Highway 5, and State
Highway 7 would help relieve congestion in the region.
To upgrade road conditions, stakeholders suggested

Stakeholders identified narrow roadways as a major
contributor to congestion in the region. In addition to
State Highway 5 and State Highway 7, the Dr. Martin
Luther King Jr. Expressway and the bypass, Carpenter
Dam Road, were mentioned as being regularly
congested. The Airport Road exit from U.S. Highway 70
W can back up for up to two miles while drivers attempt
to access homes and schools. A lack of east‐west
corridors, racing season at Oaklawn Park, and tourism
related to outdoor recreation were also identified as
contributing to congestion.
To alleviate some congestion, stakeholders suggested
acquiring right‐of‐way, especially to the west, for
additional roadways, constructing continuous turn
lanes, constructing an additional north‐south corridor
west of Higdon Ferry to Birchwood Bay Road, and
constructing an east‐west corridor between Grand
Avenue and Dr. Martin Luther King Jr. Expressway.
Safety

According to stakeholders, regional congestion results
in drivers, including those in large commercial trucks,
choosing alternate routes to bypass downtown traffic.
Stakeholders mentioned concern over the likelihood of
incidents with pedestrians as a result. Stakeholders
were also concerned with limited sight distances and
inadequate lighting at intersections.
To discourage vehicle traffic downtown, Stakeholders
suggested the construction of park‐and‐ride facilities
that would get people out of vehicles, decreasing the
likelihood for collisions.
Bicycle and Pedestrian

Stakeholders described the region as “unfriendly” to
bicyclists and pedestrians. According to stakeholders,
the region lacks sidewalks, bus shelters, and other
pedestrian access facilities. The narrow roadways
increase risk for individuals who do not travel in a
vehicle, especially for those who move around in
motorized wheelchairs.
Stakeholders suggested constructing additional trail
facilities, providing bike racks on buses, limiting vehicle
traffic downtown, and linking trail networks with transit
stops as potential strategies for addressing concerns
related to regional bicycle and pedestrian facilities.
Source: City of Hot Springs
Alliance Transportation Group, Inc.
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Public Transit

Stakeholders mentioned limited service hours, a small
service area, and insufficient funding as their primary
concerns with regional public transit. Many in rural
areas are car dependent and are virtually immobile if
unable to secure a ride in a personal vehicle. Individuals
with transit access often wait for buses at unsheltered
stops. In addition, stakeholders explained that funding
shortfalls prevent the implementation of many transit‐
related initiatives.
Stakeholders believe that pursuing increased and
diverse funding sources can help solve some of the
regional transit issues. Stakeholders would like
extended service hours and the service to area colleges,
as well as service to rural parts of the counties. In
addition, stakeholders suggested smaller vehicles with
shorter routes to better serve the community.
Passenger Air

Stakeholders see Memorial Field Airport as providing
many community benefits, especially economic
benefits. Concerns with air travel centered on the lack
of TSA personnel and security at the facility, where
there have been issues in the past. Additional security
concerns at the airport included the condition of the
South Central Arkansas Transit vehicles housed at the
airport.
Stakeholders noted that a chain‐link fence was built
around the airport, private security services were
contracted, a security plan was developed, and
surveillance cameras were installed to alleviate some of
the concerns mentioned. However, stakeholders felt
concerns would be further mitigated by reestablishing a
TSA presence at the airport.
Freight

Railroad freight was described as an important
economic driver during the consultation meetings.
Stakeholders expressed concern over an overpass
trestle that crosses Hot Springs Creek. The trestle has
been hit by numerous vehicles, including police cars.
However, replacing the low hanging bridge would cost
more than a million dollars. Stakeholders also
mentioned the volume of heavy trucks that travel on
Central Avenue. Many of the local roads being used by
freight trucks are not designed for large vehicles, which
may increase safety risks for these and other drivers.
Stakeholders mentioned that while safety and security
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Source: City of Hot Springs

are important, and that plans are in place to reduce
risks, heightened awareness is key.

Future Growth
When asked how quickly the region is likely to grow in
the future, stakeholders provided mixed responses.
While some stakeholders felt that the recent economic
downturn hampered future growth by reducing outside
investments in the housing market, others were more
optimistic about future growth, particularly growth in
the western portion of the study area. Other
stakeholders also highlighted the construction of large
homes in eastern Hot Springs Village as a sign that
families are relocating to the region and growth will
occur. If additional roadways are constructed, some
stakeholders believe increased mobility will encourage
a stronger downtown with additional business and
housing. Also, stakeholders noted that the completion
of the widening of the Panama Canal may induce
increased freight opportunities along Interstate
Highway 30, which may extend east to the Hot Springs
urbanized area.

Establishment of Vision and Goals
Using the detailed goals and objectives developed
during the 2035 MTP update process as a base, the
study team drew from all the input processes listed
above to develop the following vision, goals, and
objectives for the MTP planning process.

VISION:
Plan for and implement a complete
transportation system that provides a safe
and convenient traveler experience for local
area residents and those travelling to the
region, while promoting economical
movement of goods and services.
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Goals of the MTP Process
Goal 1 – Long‐Range Transportation:
Ensure the Tri‐Lakes area’s existing economic
vitality and support growth by providing a safe,
dependable, and efficient multimodal
transportation network for people and goods.
Goal 1 Objectives:

 Continue to maintain and improve the existing
transportation network inclusive of highway,
transit, rail, air, bicycle, and pedestrians.
 Be proactive with regard to preventing problems
due to increased traffic loads on existing roadways
by providing and/or improving alternate routes.
 Ensure that the existing and proposed major
roadways provide easy connection between major
entertainment areas, medical facilities, commercial
centers, business districts, and large housing
concentrations.
 Provide roadways and signage that serve the large
tourist industry that supports the area’s economy.
 Continue to maintain and update, as necessary, a
transportation master plan that provides a high
level of service while minimizing the number of
collisions.
 Provide signalization and signing to allow easy
access to the area’s major commercial,
entertainment, and business centers.
 Promote intermodal transportation, including
railway that provides opportunities for economic
site development.
 Support designation of State Scenic Highway 7 to
National Scenic Byway.
 Ensure and promote livable and sustainable
communities incorporating active transportation
through a multimodal network.
Goal 2 – Regionalism:
Continue to provide a dependable local
transportation network that efficiently and logically
integrates with the transportation needs of the
region.
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Goal 2 Objectives:

 Encourage the integration of local and regional
facilities to provide a more effective transportation
network for the region.
 Support the improvement of existing local and
regional roadways to better handle and/or divert
increases in traffic flow.
 Support standardization of roadway construction
and design in the area to provide for sufficient,
reliable service as regional growth continues.
 Request and support state‐level transportation
projects that provide access to and through the Tri‐
Lakes region.
 Improve and/or construct roadways in the region to
serve as convenient corridors for commerce and
personal travel.
 Support development of rail connection to
surrounding cities.
 Encourage pedestrian and bicycle facilities to
regional destinations as identified in the Hot Springs
Master Trail Plan.

Goal 3 – Accessibility/Safety:
Provide for safe, efficient, and accessible modes of
transportation that are consistent with the needs of
both local residents and visiting tourists.
Goal 3 Objectives:

 Ensure that the connectivity and capacity of the
individual components of the transportation
network are consistent with their use.
 Standardize street signs and signals in accordance
with the latest revision of the Manual on Uniform
Traffic Control Devices (MUTCD).
 Improve and/or add signage to provide proper
information for both residents and visitors.
 Improve access to regional airports (Hot Springs
and Little Rock).
 Continue to provide a transportation network that
provides inviting access from surrounding
communities.
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 Support the development of major truck routes
that will minimize disruption to local travel as well
as improve the efficiency for the freight industry.
 Promote intermodal transportation, including
railway where practical, to all major commercial,
medical, business, and entertainment centers from
both within and outside the region.
 Encourage the effective and proper maintenance of
local and state transportation facilities.
 Encourage the coordination and integration of
existing modes of transportation.
 Utilize Intelligent Transportation Systems (ITS) and
other technologies to reduce congestion, improve
safety, improve traffic flow, and enhance public
transportation.
 Manage access to and from adjacent property on
key corridors in order to improve vehicular and
pedestrian safety and safeguard the investment in
those facilities by protecting traffic capacity.
Goal 4 – Transportation/Land Use Compatibility:
Promote consistency between the transportation
network and the use of the area it is designed to
serve.
Goal 4 Objectives:

 Improve the planning process to better incorporate
an overall street master plan with regards to future
growth.
 Facilitate the location of specific industries in
certain areas by providing a transportation network
that accommodates development.
 Continue to promote tourism by improving and
constructing efficient, appealing roadways that are
easily navigable by those not familiar to the area.

 Encourage the development of mixed use zoning
which allows residents and visitors alike to live,
work, and play without having to drive a vehicle and
which promotes bicycle and pedestrian travel.
 Encourage local governments and private
developers to consider all modes of transportation
(pedestrian, transit, and bicycle) in the
development process.
 Encourage more efficient use of the existing
transportation network through methods that
manage the flow of traffic on existing streets
(Transportation Network Management) to optimize
performance of the region’s transportation
network.
Goal 5 – Natural and Cultural Environment:
Protect the area’s natural and cultural assets by
developing a transportation network that enhances
the landscape and provides a friendlier mode of
travel.
Goal 5 Objectives:

 Support the development of a transportation
network that preserves and enhances the historic
and recreational resources of the area.
 Preserve the natural resources of the area through
protection of existing resources and mitigation of
any that are removed or affected as a result of
improvements.
 Support the design of transportation improvements
that least impact the natural environment while
providing an effective and aesthetically pleasing
means of transportation.
 Preserve and enhance scenic views of historic
cultural and other attractive features.

 Support the development of the transportation
network that minimizes the negative impact to the
area it serves and enhances the quality of life for
residents and visitors alike.

 Improve and/or provide alternate sources of
transportation such as bike lanes, sidewalks, trails,
etc. to promote reduction in traffic, CO2 emissions,
and improved health and enjoyment for residents
and visitors.

 Utilize access management techniques to
consolidate and limit the number of access points
to arterial and major collector streets to reduce
congestion and improve traffic flow.

 Improve the functionality and aesthetics of existing
roadway crossings to encourage pedestrian traffic
while providing a safe environment at such
crossings.

Alliance Transportation Group, Inc.
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 Promote additional crosswalks that provide for the
safe crossing of pedestrians that are elderly,
disabled, visually impaired, etc.
 Encourage alternate fuel sources for city operated
fleets and transit services and other vehicles to
minimize impact to the environment.
 Advocate the preservation and enhancement of
cultural, historic, and recreational resources in
developing a transportation network.

Goal 7 Objectives:

 Support the development of programs to facilitate
the maintenance of the existing transportation
network.
 Support state agencies responsible for
implementing programs to assist the region with
needed transportation improvements.
 Continue to work with local and county officials
regarding the promoting, planning, funding, and
construction of all area improvements to the
transportation network.

 Encourage the protection of wetlands and other
natural resources in the planning and design of new
transportation facilities with appropriate mitigation
to be required for unavoidable impacts.

 Promote the safety and security of the transit
network.

 Promote energy efficiency and conservation in the
movement of people and goods.

 Promote the development of intermodal facilities
for easy movement of people and goods.

Goal 6 – Public Participation:
Provide the area the opportunity for participation
and ensure transparency in the planning and
modification of the regional transportation
network.
Goal 6 Objectives:

 Operate transparently in considering proposed
changes or additions to the transportation network
through publications and public meetings and
provide them with an efficient means to respond.
 Promote neighborhood meetings when changes or
additions to the transportation network will directly
or indirectly affect the area.
 Consider the individual needs of the area based on
public comment when developing a network to
serve that area.
 Promote the development of citizen committees
that bring ideas and requests to the proper
planning authorities.
 Promote the development of a network that is
mutually beneficial to all those who utilize it,
regardless of social or economic class.
Goal 7 – System Management:
Provide direction for the preservation of the
existing transportation network and planning of
future improvements.
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 Ensure that roadways and the public transportation
network adequately connect existing employment,
medical facilities, educational institutions,
commercial centers, and housing.
 Encourage improved access to more and better
transportation choices and serve special needs for
all people, including people of all ages and abilities.
 Enhance mobility and support the use of alternative
transportation modes by encouraging improved
accessibility to public transportation, carpooling,
bicycling, and walking.
Goal 8 – Complete Streets:
Design streets to accommodate all users, including
motorists, pedestrians, cyclists, transit riders, and
people of all ages and abilities.
Goal 8 Objectives:

 Recognize that auto, transit, and bicycle users are
all pedestrians at either end of every trip. Provide
aesthetically pleasant and diverse experiences for
pedestrians.
 Promote pedestrian friendly design and the
inclusion of pedestrian facilities within land
development and redevelopment.
 Encourage compact and mixed land uses.
 Encourage neighborhood oriented commercial
uses, parks, and schools within safe and easy
bicycling or walking distance from residential areas.
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 Ensure that identified functional classification and
capacity of streets are consistent with adjacent land
use patterns.
 Design a local street network to complement
planned land uses and reduce dependence on
major streets for local circulation and on local
streets for regional travel.
 Utilize traffic calming techniques, where
appropriate, to mitigate the impact of increasing
traffic volumes and speeds on local streets.
 Encourage street connectivity to create a
comprehensive, integrated, connected network for
all modes.
 Encourage non‐motorized (active) transportation to
promote livable and sustainable neighborhoods.
Goal 9 – Transit:
Provide safe, reliable, comfortable, clean, efficient
public transportation to the citizens and visitors to
the Tri‐Lakes metropolitan area.
Goal 9 Objectives:

 Be the best small transit operation in the Federal
Transit Administration (FTA) Region 6, a five‐state
region containing Texas, Oklahoma, Arkansas,
Louisiana and New Mexico— through constant
training, updating operations, developing a modern,
updated look, and updated routing.
 Expand the operation to serve as many people as
possible.
 Improve efficiency of operation through combining
Paratransit with Fixed Route.
 Be an active proponent for high‐speed
transportation from Little Rock.
 Explore methods of providing downtown and
National Park transportation for visitors and Tri‐
Lakes area citizens.

 Major commercial, medical, and governmental
buildings should be positioned on transit routes.
 Identify opportunities and implement strategies
that encourage coordination among public and
human service providers.
Goal 10 – Non‐Motorized Modes:
Ensure safe, accessible, and convenient mobility for
pedestrians and bicyclists through an
interconnected network.
Goal 10 Objectives:

 Coordinate local (City of Hot Springs Master Trails
Plan), regional, and interstate bicycle routes
 Pursue the development of utility corridors as off
road non‐motorized transportation routes.
 Develop interconnected trails network.
 Encourage construction of sidewalks for all new
developments.
 Encourage and support amendments to the Street
Specification Standards to incorporate pedestrian
and bicycle facilities.
 Encourage bicycling and walking as safe and viable
modes of transportation.
 Encourage community participation and support of
federal and state programs which promote trails,
transit, and safe routes to school.
 Encourage compact mixed‐use land use to promote
active transportation and sustainable communities.
 Add or improve sidewalks, create safe crossings,
add ADA‐compliant ramps, and modify signalization
at intersections where needed.
 Provide safe pedestrian crossings to existing major
barriers to walking, such as drainage ditches, where
no pedestrian amenities exist.
 Improve and install adequate signage and markings
of all bike routes to minimize potential conflicts.

 Employ Intelligent Transportation Systems as they
are developed and as funding becomes available.
Present examples are; talking buses, electric
fareboxes, on‐board cameras, and swipe cards.

 Encourage facilities for bicycle storage.

 Interconnect transit system with other modes of
transportation.

 Investigate the reuse of abandoned rail corridors
for bicycle and pedestrian trails.
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 Encourage employers to provide shower facilities.
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Creating Measures of Effectiveness
Establishing the vision and goals for the MTP planning
process is meaningless unless a method is put in place
to evaluate whether the chosen transportation
improvements meet the community's goals.

Project Scoring Criteria
Based on the combined results of the individual and
group criteria ranking activities described above in the
public visioning workshop discussion, a final criteria
ranking was developed for evaluating the
transportation system. These criteria not only comply
with federal and state mandates, but also reflect local
values. The final ranking is shown in Table 2 ‐ 4.
Table 2 - 4: Final Criteria Ranking
Criteria

Rank

Improve Safety

1

Improve Quality of Life

2

Reduce Congestion

3

Support Economic Goals

4

Protect Environment

5T

Promote Efficiency

5T

Improve Access

7

Increase Connections

8

Increase Multi‐Modal Options

9

Conserve Energy

10

Connect Modes of Travel

11

Improve Security

12

Support Land Use Goals

13

Preserve Right‐of‐Way

14

Based on these criteria, the study team created a set of
weighted performance criteria that were used to assess
how well the community’s vision and goals will be met
by proposed transportation improvements.

Alliance Transportation Group, Inc.
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3

Identification of Regional
Transportation Needs

In order to determine transportation needs that the
MTP would address, the study team conducted a
deficiencies analysis of the transportation system within
the Tri‐Lakes area. Current land use and economic
development plans in the region factored into the
analysis, as did information gathered from the public
visioning and engagement processes.
The needs assessment included both quantitative and
qualitative evaluation of the transportation system for
2010 as well as for the forecast year 2040. The technical
roadway analysis relied on a combination of the
Arkansas Statewide Travel Demand Model and a level of
service analysis where there was no model coverage to
identify deficiencies in the roadway network, while
quantitative and qualitative approaches were used to
analyze the non‐roadway elements of the
transportation system. As a result, this chapter is
divided into roadway and non‐roadway needs
assessments.
While the MTP update process used demographic
forecasts throughout the needs analysis, the data was
most relevant to the proper functionality of the travel
demand model. Therefore, the demographic estimation
and forecasting methodology is discussed in the
roadway needs assessment section.

Roadway Needs Assessment
Current travel patterns, in combination with defensible
assumptions regarding demographic and
socioeconomic trends, are used to create estimates of
future travel patterns. Travel demand models use
demographic forecasts and estimate future demand on
the transportation network both from vehicles as well
as alternative modes of transportation. The modeling
process identifies deficiencies on the roadway network
that are currently occurring and those that are likely to
occur in the future.
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Travel Demand Model
Travel demand forecasting quantifies the existing and
future interaction between supply and demand on the
transportation system. The supply of transportation is
represented by the characteristics of the roadway
network, while the demand for transportation is
created by the separation and intensity of urban
activities. Land use forecasts provide estimates of
where people will live and where businesses will locate
in the future. These forecasts include the intensity of
activity anticipated, such as the number of households
or employees, and socioeconomic characteristics, such
as income level and household size, which are prepared
for small geographic areas called traffic analysis zones
(TAZs). The service characteristics of the roadway and
land use forecasts are direct inputs to the travel
demand model.
The TL‐MPO 2040 MTP used the Arkansas Statewide
Travel Demand Model (AR TDM) to perform the
roadway deficiencies analysis. The AR TDM is a variation
of a traditional four‐step travel demand model that uses
separate processes for developing trip generation, trip
distribution, and mode choice for both passenger and
freight trips, and then uses a time‐of‐day assignment
procedure to generate trip tables for four time periods
(AM peak, mid‐day, PM peak, and nighttime).

Socioeconomic Data Development
Planning for a transportation system that addresses
community needs over 25 years requires an
understanding of how regional growth patterns will
impact use of the transportation system in the future.
Factors including the location of residences and
employment centers, income levels, and household size
– among others – influence the frequency with which
people use the transportation system, as well as the
patterns of travel across the region. Therefore,
forecasting these transportation needs to the 2040
horizon year is one component of the long‐range
planning effort to update the TL‐MPO MTP. The
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following section discusses the process used to forecast
regional demographics for the 2040 planning horizon
year.
Base Year

Prior to forecasting demographics (population and
employment) to the year 2040, a base year for which
existing demographic and land use data is available is
first established. The purpose of selecting the base year
is to provide a starting point from which to project
population and employment growth. For the 2040 MTP,
the year 2010 was selected as the base year.
Data Collection

After the base year was established, the project team
collected historic and projected demographic data in
order to establish growth trends. Table 3 ‐ 1 shows the
sources of information from which historical and
projected population and employment data were
collected. Data were collected at the county level and
then in later steps refined to reflect only the TL‐MPO
study area.
Table 3 - 1: Demographic Data Sources
Data Type

Population

Employment

Source









U.S. Census Bureau
Arkansas State Data Center
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model
U.S. Census Bureau (LODES Data)
Arkansas Workforce Services
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model

Census Data

The decennial census is conducted once every ten years
and represents the only complete enumeration of the
population. Data is available at a variety of geographic
levels. The smallest geographic level for which data is
available is the census block. In urbanized areas, a
census block may cover only a few city blocks, while in
rural areas where there are significantly fewer
households, a census block may cover many square
miles. Census block‐level data provides demographic
information at a level of detail appropriate for use in
metropolitan transportation planning.
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Arkansas State Data Center

Each U.S. state has a State Data Center (SDC), which
serves as the official representative of the U.S. Census
Bureau. The Arkansas SDC is housed at the University of
Arkansas at Little Rock, and currently has Census 2010‐
based population projections through the year 2065 for
each county in Arkansas. The Arkansas SDC produces
three estimates of future population based on varying
confidence limits and projection techniques.
Woods and Poole Economics, Inc.

Woods and Poole Economics, Inc. is a firm specializing
in long‐term county economic and demographic
projections. The database is updated annually and
contains information and projections on more than 900
demographic variables. Each variable is projected for
each year through the year 2050.
Arkansas Workforce Services

Arkansas Workforce Services data identifies employees
by place of employment and employment type (basic,
retail, service, education). To ensure consistency, the
resulting information was compared with the other
sources of employment data.
Arkansas Statewide Travel Demand Model

The demographic inputs used in the Arkansas Statewide
Travel Demand Model (AR TDM) were prepared using
compiled required datasets and procedures to reduce
the potential for human error during estimation.
Datasets used to develop the control totals for the AR
TDM include the U.S. Census Bureau 2010 Decennial
Census, Woods and Poole Economics data, U.S. Bureau
of Labor Statistics Quarterly Census of Employment and
Wages data, and U.S. Census Bureau’s County Business
Pattern data.
Historical Trends

Demographic forecasting is dependent upon observing
and analyzing historical growth trends prior to
projecting future regional figures.
Population

Historical population data for Garland and Hot Spring
counties were gathered from the U.S. Census Bureau.
Table 3 ‐ 2 shows population totals at the county level
between 1970 and 2010. The annual growth rates for
the ten‐year periods were also analyzed, showing that
both counties have seen fluctuation in growth rates
historically, with the highest growth rates occurring
between 1970 and 1980. When compounded annually,
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growth rates for each county were between 1% and
1.5% for the entire 40‐year period.
Employment

Historical employment data from Woods & Poole dating
back to 1980 is shown in Table 3 ‐ 3. Again, the
framework that historical data provides makes it easier
to determine if future projection totals are reasonable.

Historic Census employment (LODES) data was also
reviewed. However, as the data collection and analysis
methodology differed between analysis years, the
information was only used for order‐of‐magnitude
guidance. The change in employment growth rate by
decade was reviewed and analyzed as well, showing the
highest annual employment growth rates occurred in
both counties between 1990 and 2000.

Table 3 - 2: Garland and Hot Spring County Historical Population
County

1970

1980

1990

2000

2010

Garland
Hot Spring

54,131
21,963

70,531
26,819

73,397
26,115

88,068
30,353

96,024
32,923

Table 3 - 3: Garland and Hot Spring County Historical Employment
County

1980

1990

2000

2010

Garland
Hot Spring

31,740
9,240

35,660
9,590

47,230
11,180

51,170
11,710

Geographic Data Refinement

Because the MPO study area does not include all of
Garland and Hot Spring counties, it was necessary to
refine the base year and forecasted demographic
figures to reflect the proportion of population and
employment that falls within the study area. These
figures were then analyzed to identify reasonable MPO‐
area control totals.
The AR TDM geographic and demographic data served
as the primary instruments for this process. First, the
geographic area was refined using the model’s traffic
analysis zones (TAZs) by isolating only the TAZs that
intersect the MPO boundary. For any TAZs that fall
partially within and partially beyond the boundary, the
percentage of TAZ acreage within the study area was
calculated; then a review of aerial imagery was
conducted to confirm whether the land area
percentage reasonably reflected the population and
employment estimates. If not, the imagery was used to
determine what proportion was appropriate. The
resulting percentages were applied to the TDM
demographic information and added to any applicable
special generator employment to find the AR TDM
MPO‐area population and employment control totals
for the base year.

Alliance Transportation Group, Inc.

The county‐level data were then narrowed to the MPO‐
area using the population and employment allocation
totals. To do this, the percentage of Garland and Hot
Spring County population and employment that fall
within the MPO study area was calculated using the AR
TDM data for the base and forecast years (the results of
this step are shown in Table 3 ‐ 4). These population
and employment percentages were then applied to the
county‐level data for each county to produce
comparable base and forecast year figures from the
various data sources. These base year and forecast
scenarios by data source are shown in Figure 3 ‐ 1 and
Figure 3 ‐ 2.
Table 3 - 4: Percent of Garland and Hot Spring
County Population and Employment within
the TL-MPO Study Area
Year
2010
2020
2030
2040

Garland County
Population
93.65%
93.67%
93.68%
93.69%

Employment
97.35%
97.35%
97.34%
97.33%

Hot Spring County
Population
1.75%
1.75%
1.74%
1.74%

Employment
2.23%
2.19%
2.15%
2.11%

Base Year Population and Employment

The base year population for the MPO area, gathered
from 2010 Census data contained in the AR TDM, was
90,503. The base year employment control total, also
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gathered from the AR TDM, was 38,313. According to
the AR TDM Socio‐Economic Data Report, base year
employment was calculated using 2010 U.S. Census
County Business Pattern employment estimates, Census
farm employment estimates, and Woods and Poole
government employment estimates.
Future Year Projections and Anticipated Growth
Trends

As noted above, available demographic forecast data
were obtained from the Arkansas State Data Center,
Woods & Poole, and the Arkansas Statewide Travel
Demand Model (AR TDM). An additional set of
population projections was produced using the Census
10‐year growth rate from 2000 to 2010. Additional sets
of employment projections were calculated using the
average between Woods & Poole and AR TDM data and
using the average growth rate from 1990 to 2014 AR
Workforce Services data.

Population

Figure 3 ‐ 1 shows the population projections produced
from each of the different demographic forecasting
sources. State Data Center and Woods & Poole data
predict the anticipated population for Garland and Hot
Spring counties. Each data set was available for the
horizon year of 2040. Both data sets predict growth in
the MPO‐area, but State Data Center projections are
lower than Woods & Poole and the AR TDM.
Employment

Figure 3 ‐ 2 shows the range of employment forecasts
produced from the various data sources. The forecast
information from all data sources indicates continued
employment growth in the MPO study area through
2040. However, Woods & Poole forecasts are notably
higher than those produced using other sources.

Figure 3 - 1: TL-MPO Area Population Scenarios by Data Source

TL-MPO Area Population Scenarios by Data Source
130,000
125,000
120,000
115,000
110,000
105,000
100,000
95,000
90,000
AR TDM

2010
90,503

AR SDC

90,666

93,537

96,398

99,350

Census

90,503

101,825

113,525

125,439

WP 2014

90,687

102,620

115,009

126,827

WP 2015

90,662

99,793

112,299

124,166
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2020
102,410

2030
114,775

2040
126,569
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Figure 3 - 2: TL-MPO Area Employment Scenarios by Data Source

TL-MPO Area Employment Scenarios by Data Source
85,000
80,000
75,000
70,000
65,000
60,000
55,000
50,000
45,000
40,000
35,000
AR TDM

2010
38,313

2020
43,928

2030
50,546

2040
57,802

AR WFS

37,844

40,854

44,101

47,607

AR TDM-WP Avg

40,289

46,697

54,120

62,725

WP 2014

50,135

58,372

68,263

79,296

WP 2015

50,077

58,330

67,880

77,063

Final Control Totals

Based on analysis of the various historical and forecast
source materials and their associated growth rates and
employment/population ratios, it was determined that
the AR TDM provided the most reasonable population
and employment control totals for the TL‐MPO study
area. The methodology used to develop the AR TDM
demographic figures, having been certified and
approved by the state, provides a reasonable and
defensible process for demographic data development
for use in the TL‐MPO 2040 MTP. Table 3 ‐ 5 shows the
final base year and forecast year control totals for the
TL‐MPO study area, along with corresponding
employment to population ratios.
Table 3 - 5: TL-MPO Area Final Population and
Employment Control Totals and Ratios
Year

Population

Employment

Ratio – Emp/Pop

2010

90,503

38,313

0.4233

2020

102,410

43,928

0.4289

2030

114,775

50,546

0.4404

2040

126,569

57,802

0.4567

relatively consistent. As shown in Table 3 ‐ 5, the ratios
for the TL‐MPO area indicate employment will grow at a
slightly faster rate than population through 2040. This
was determined to be a reasonable assumption given
continued growth in the tourism, retail, and medical
sectors within the TL‐MPO area.
Areas of Anticipated Growth

Based on model projections, regional population
growth experienced over the next 25 years is expected
to concentrate in a few areas including Hot Springs
Village, eastern Hot Springs, the western edge of Hot
Springs extending into Garland County, and along U.S.
Hwy 270 near Diamondhead. Figure 3 ‐ 3 illustrates
these growth areas in terms of current and anticipated
regional population densities.
While population densities are expected to increase in
many areas outside the city limits of Hot Springs,
employment density is anticipated to increase primarily
within Hot Springs’ city limits as illustrated by Figure 3 ‐
4.

Though population and employment totals will change
over the time period studied for this MTP update, the
employment‐to‐population ratios should remain
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Figure 3 - 3: Study Area 2010 and 2040 Population Densities
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Figure 3 - 4: Study Area 2010 and 2040 Employment Densities
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Roadway Deficiencies Analysis
A deficiencies analysis is the process of identifying
future transportation infrastructure needs based on
observing how well a roadway is performing or
anticipated to perform based on available data.
Roadway level of service (LOS) is one indicator of
roadway performance, ranking the quality of the flow
rate along a given section of road using a letter‐grade
scale, with LOS A being the best flow rate and LOS F
representing completely congested flow synonymous
with system failure. LOS can be expressed through
volume to capacity (V/C) ratios; for example, if Link A
has a volume of 4,000 vehicles and a capacity of 8,000
vehicles, dividing the volume by the capacity yields a
V/C ratio of 0.50. This ratio indicates that there is
remaining capacity on Link A.
The analysis performed for this MTP update utilized V/C
ratios contained in the Arkansas Statewide Travel
Demand Model along with available volume and
capacity data for other roadways in the area. The
analysis results are illustrated in Figure 3 ‐ 5 and Figure
3 ‐ 6, and indicate congestion along key regional
roadways may increase over time if no improvements
are made to the system.

Crash Analysis

The roadway deficiencies analysis supplemented
roadway performance information described above
with data provided by AHTD’s statewide crash database
to develop a holistic analysis of roadway performance in
terms of both congestion and safety. Understanding
where crashes have occurred and what conditions may
have contributed to them can help officials develop
strategies, protocols, and modifications to
infrastructure to mitigate future incidents.

The analysis focused on the number of crashes at
individual locations, crash severity, roadway conditions,
and the involvement of speed or influence of
substances. Among other conclusions, the analysis
indicated the following:
 93% of crashes in Garland and Hot Spring counties
occurred within the city of Hot Springs.
 81% of crashes occurred under dry road conditions.
 Over 75% of crashes occurred during daylight.
 136 crashes (less than 1%) resulted in at least one
fatality; 3% resulted in an incapacitating injury.1
 About 7% of crashes involved drugs or alcohol.
Table 3 ‐ 6 and Figure 3 ‐ 7 show the top crash
intersections in the TL‐MPO area. All 20 intersections
are located in or near the city of Hot Springs, and 10 of
the 20 are located along Central Avenue.
Table 3 - 6: Top 20 Crash Intersections
Top 20 Crash Intersections
Central Ave at Crawford
US Hwy 70 at Cooper
Central Ave at Grand
Central Ave at Temperance
Avenue
Hill
Central Ave at Buena Vista
US Hwy 270 at N. Mission
Central Ave at Fountain
US Hwy 70 at Hazel
Higdon Ferry Rd at
Central Ave at Cornerstone
McCauley
Central Ave at Pakis
US Hwy 270 at Central Ave
US Hwy 270 at Carpenter
US Hwy 70 at US Hwy 270
Dam Rd
US Hwy 270 at Airport
US Hwy 70 at Adcock
Higdon Ferry Rd at
Central Ave at Mall St
Woodlawn
US Hwy 270 at Thornton
Central Ave at Werner
Ferry

Between 2008 and 2012, there were a total of 20,430
crashes in the study area. The majority of these crashes
took place between the hours of 8AM and 8PM. Angle
and rear end crashes comprised the majority of crash
types in the region. Neither adverse weather
conditions, influence of substances, nor speeding were
significant factors in most crashes. Based on this
analysis, many crashes could potentially be attributable
to traffic volumes, particularly during rush hours.

This analysis examined crashes from the years 2008
through 2012 in both Garland and Hot Spring counties.
1

An incapacitating injury is a non‐fatal injury which prevents
the injured person from walking, driving, or normally
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continuing activities the person was otherwise capable of
performing before the injury.
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Figure 3 - 5: 2010 and 2040 AM Roadway V/C Ratios
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Figure 3 - 6: 2010 and 2040 PM Roadway V/C Ratios
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Figure 3 - 7: Study Area Top Crash Intersections

US Highway 270/70 Bypass (MLK
Expressway Extension) Analysis
In addition to the roadway deficiencies analysis
described above, an analysis was conducted using the
AR TDM to determine the potential traffic impacts of
the proposed US 270/70 Bypass, which would extend
MLK Expressway north to the SH 7/SH 5 junction. The
analysis focused on traffic impacts at multiple points
within downtown, approaching downtown, and
bypassing downtown; and also examined the effect of
the bypass on travel time and vehicle delay through
downtown. These locations, along with the proposed
bypass, are shown in Figure 3 ‐ 8.
The analysis results indicate the traffic impacts listed in
Table 3 ‐ 7.
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Table 3 - 7: Bypass Traffic Impacts
For Roadways Approaching Downtown
Traffic on Gorge Rd would decrease by 20%.
Traffic on Grand Ave would decrease by 12%.
Traffic on Hwy 7 would decrease by 18%.
For Downtown Roadways
Traffic on Hwy 7 downtown would decrease by 7%.
Traffic on Central Ave downtown would decrease by 4%.
Traffic on Grand Ave downtown would decrease by 0.2%.
For Roadways Bypassing Downtown
Traffic on Hwy 7 N would increase by 11%.
Traffic on MLK Expy would increase by 29%.
The bypass would attract over 9000 vehicles daily.

Overall, analysis results show the bypass would improve
travel time in both directions through downtown Hot
Springs and reduce vehicle delay.
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Figure 3 - 8: US Highway 270/70 Bypass Analysis

The results of the roadway needs assessment indicate
that some important roadway sections are expected to
experience operational deficiencies in the future. The
analyses indicate that anticipated traffic from growth
and development will be more than the currently
committed improvements can accommodate in some
areas. There is typically a long lead‐time required to
select, prioritize, design, and build transportation
improvements to address shortcomings. Many factors
must be considered when selecting projects to mitigate
these deficiencies, and the results of the roadway needs
assessment process is only one tool to consider.
Chapter 4 will describe how these results were used to
prioritize projects for consideration in the MTP.

Non-Roadway Needs Assessment
While the travel demand model and crash data provide
quantitative tools to identify deficiencies and needs
Alliance Transportation Group, Inc.

within the roadway portion of the transportation
network, they are less effective at describing
deficiencies for other elements of the transportation
network. This section discusses the analysis methods
used to identify deficiencies and needs for the transit
system, bicycle and pedestrian network, freight users,
and interregional passenger transportation system.

Transit Deficiencies Analysis
Public transportation is a vital component of the
transportation system, serving to increase mobility,
enhance accessibility, and offer transportation
alternatives to members of the community. This section
describes the process of using a Geographic
Information System (GIS) assessment to explore the
current state of transit in the Tri‐Lakes MPO study area,
focusing on regional public transportation service in
relation to the location of activity centers, employment
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opportunities, and population concentrations. The
analysis identified service gaps based on the results of
the spatial analysis as well as feedback received during
the public visioning and local stakeholder consultation
meetings.
Existing System

Intracity Transit (IT) is the public transportation
provider serving the City of Hot Springs. The service is
owned and operated by the city, while First Transit, LLC
manages the contract. IT provides fixed‐route and
paratransit services in compliance with the Americans
with Disabilities Act (ADA) of 1990.
Fixed-Route Service

Fixed‐route transit service refers to buses that operate
on schedules along pre‐defined routes. Passengers get
on and off buses at designated stops along each route.
Three fixed routes serve the IT service area: Route One
(Blue), Two (Red), and Three (Green). Each route begins
and ends at the Transportation Plaza in downtown Hot
Springs.
 Route One (Blue) – The Blue route operates south
of the Transportation Plaza along Central Avenue
and Higdon Ferry Rd. The southernmost stop on the
route is at Hot Springs Mall. As it moves north along
Central Avenue, it serves several destinations
including Walmart and Market Place before
returning to the Transportation Plaza.
 Route Two (Red) – The Red route operates east to
west beginning at the Transportation Plaza. The
westernmost stop on the Red route is at Mid‐
America Park. The route has five additional stops
heading east before returning to the Transportation
Plaza. Of the three routes, this is the only one that
extends beyond the city limits of Hot Springs into
Garland County.
 Route Three (Green) – The Green route is the most
complex of the three fixed routes, but generally
serves areas north and east of downtown Hot
Springs. It begins at the Transportation Plaza, heads
to its northernmost stop on Park Ave, heads west to
Whittington/Woodfin, returns east and then moves
southwest to National Park Medical Center before
returning to the Transportation Plaza.
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Figure 3 ‐ 9 shows the layout of the three routes and
stops along each in relation to major destinations. Small
route deviations, which extend the service areas, are
available upon request. Each IT route operates on an
hourly headway, meaning each stop is served once per
hour during regular service operation. According to the
National Transit Database, IT provided 175,752 one‐way
trips on its fixed route service in 2013, the most recent
year for which data was available at the time of writing
this document.
Fixed‐route weekday service operates Monday through
Friday between 6:10 AM and 6:00 PM. Weekend service
operates Saturday between 10:10 AM and 6:00 PM.
Buses do not operate on Sundays or on the following
holidays: New Year’s Day, Memorial Day, Independence
Day, Labor Day, Thanksgiving Day, and Christmas Day.
Table 3 ‐ 8 shows the fare structure used on IT’s fixed‐
route service. IT offers single ride fares, monthly passes,
and coupon books arranged on a sliding fee scale
dependent upon a rider’s age or disability status. Single
fares are good for a one‐way trip and transfers are free
upon request to the bus driver. Monthly passes are
valid for 30 consecutive days from the date of issuance.
Coupon books contain coupons for ten rides.
Table 3 - 8: Intracity Transit Fare Schedule
Passenger
Single Ride
Adult / Youth (Age 7‐61)
Senior (Age 62 and older) / Individual with
Disability
Medicare Cardholder
Preschooler
Monthly Passes
Adult
Youth
Senior / Individual with Disability
Medicare Cardholder
Coupon Book
Adult
Youth
Senior / Individual with Disability
Medicare Cardholder

Price
$1.25
$0.50
$0.50
Free
$41.25
$27.50
$22.00
$22.00
$9.25
$6.25
$5.00
$5.00
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Figure 3 - 9: Intracity Transit Route Map

Source: Intracity Transit

Paratransit Service

IT also provides paratransit services to individuals with
disabilities under the Americans with Disabilities Act
(ADA). Curb‐to‐curb trips are provided to all origins and
destinations within the Hot Springs city limits and the IT
service area.
Individuals who request use of the service must live
within the IT service area, fill out an application form,
and be certified by IT to qualify for the service. Rides
must be requested at least one day in advance by
calling the reservation hotline, and trips are scheduled
on a first‐come, first‐served basis.
The one‐way fare for a paratransit trip is $2.50. Coupon
books containing ten rides are also available for $25.

2

http://www.cadc.com/sites/default/files/content/services/Tr
ansportation%20Brochure%202015.pdf
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Rural and Other Transit Providers

Central Arkansas Development Council

Outside the IT service area, transportation services are
provided by Central Arkansas Development Corporation
(CADC), which operates an on‐demand public
transportation service referred to as South Central
Arkansas Transportation (SCAT). The full range of SCAT
service is available in the portion of the TL‐MPO area
that falls within Hot Spring County.2
Additionally, CADC partners with the nonprofit Hot
Springs Village Transportation Group to provide
demand‐responsive transit service in Hot Springs
Village. The service operates three vans and rides cost
$4.00 each way.3

3

http://www.cadc.com/sites/default/files/content/services/
Volunteers%20Make%20the%20Difference%20in%20Transp
ortation.pdf
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Community Services Office

Community Services Office provides non‐emergency
medical transportation to older adults over the age of
65. Riders may receive transportation to doctor’s offices
within the City of Hot Springs. Transportation may also
be provided to offices just outside of Hot Springs city
limits on a preapproved basis.
Service Analysis

The transit deficiencies analysis explored the three
existing IT bus routes to determine how well they
provide access to activity centers and employment
destinations, and to determine what percentage of area
residents live within walking distance (1/4 mile) of the
service.

Table 3 - 9: Activity Centers
Name

Address

Destination
Type

CHI St. Vincent

300 Werner

Healthcare

National Park Medical Center

1910 Malvern

Healthcare

Levi Hospital

300 Prospect

Healthcare

St. Joseph's Mercy Health
Center
Central Arkansas Veterans
Healthcare System
National Park Community
College

200 McAuley

Healthcare

177 Sawtooth
Oak

Healthcare

101 College

College

Henderson State University

201 Market St

College

Hot Springs Mall

4501 Central

Shopping

Oaklawn Park

2705 Central

Recreation

1601 Albert Pike
Walmart

4019 Central
36041 N. Hwy 7

City of Hot Springs

133 Convention

Hot Springs School District

400 Linwood

Employment

ACCENT Marketing Services

1321 Albert Pike

Employment

Xerox Document Imaging

3315 Central

Employment

Berry Plastics Corporation

106 Delta

Employment

Garland County

649 Ouachita

Employment

Triumph Fabrications

1923 Central
4407 Central

Kroger

Activity Centers

The goal of a public transportation system is to increase
the mobility and accessibility of the residents in the
community. It is important, then, that the public
transportation system connects residents to popular
activity centers, which are destinations that attract a
large number of travelers. Activity centers include
employers, shopping centers, medical facilities, and
entertainment destinations, among other locations.
Table 3 ‐ 9 lists major activity centers in the TL‐MPO
area.
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Employment/
Shopping
Employment/
Shopping
Employment/
Shopping
Government
Services

3341 Central
215 Airport

Employment
Employment/
Shopping
Employment/
Shopping
Employment/
Shopping

Lake Catherine Footwear /
Munro Corporation

190 Elmwood

Employment

US Forest Service

100 Reserve

Employment

AAR Aircraft Services

525 Airport

Employment

Arkansas Career Training

1055 Reserve

Employment

Arlington Hotel and Spa

239 Central

Employment

CGI/Arkansas Passport
Center

191 Office Park

Employment

Triumph Airborne Structures

115 Centennial

Employment

Magic Springs Water and
Theme Park

1701 East Grand

Recreation

Summit Arena

134 Convention

Recreation
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These activity centers were mapped along with the
existing bus routes and a ¼ mile walking distance buffer
surrounding each route. As shown in Figure 3 ‐ 10, 28
out of the 29 major activity centers identified in the city
of Hot Springs are located within ¼ mile of a public
transportation route, with the only exception being the

Arkansas Passport office. Two other activity centers not
located within walking distance of a bus line are located
in Garland County – a Walmart north of Hot Springs on
State Highway 7 (not shown on the map) and Lake
Catherine Footwear, located near Spencer Bay.

Figure 3 - 10: Current Route Service Area Activity Center Coverage

Population and Employment

The same buffer analysis technique was used to
determine the how well IT served the population base
within Hot Springs. The GIS analysis revealed that
21,516 people live within ¼ mile of the fixed route bus
service, meaning that 61% of the population of Hot
Springs lives within walking distance of transit. Given
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that the 2010 population of Garland County was
96,024, only 24% of all Garland County residents live
within walking distance of fixed‐route transit (it should
be noted, though that not all of Garland County falls
within the MPO study area). Figure 3 ‐ 11 shows the
spatial distribution of population density in relation to
IT’s bus routes.
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Figure 3 - 11: Current Route Service Area Population Coverage

According to the Census data, the city of Hot Springs
had a total employment of 25,816 jobs in 2010, while
Garland County had 35,252 jobs in 2010. The number of
jobs that fall within the ¼ mile buffer of fixed‐route
transit is 21,172, meaning that 82% of jobs in Hot

Alliance Transportation Group, Inc.

Springs and 64% of jobs in Garland County are
accessible by public transportation. Figure 3 ‐ 12 shows
the distribution of employment density in relation to
IT’s fixed‐route bus service.
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Figure 3 - 12: Current Route Service Area Employment Coverage

 Neighborhoods and employers south of the Green
route along US 270;

Based on local stakeholder recommendations, public
feedback, and current service gaps, conceptual bus
route extensions were developed to analyze the
potential impacts these extensions would have on the
transit coverage to activity centers, populations, and
employment areas. This analysis is provided in Appendix
B. It is important to note that extending the current
routes in any manner would require both additional
study and also significantly increased funding.

 Extreme northern and southern portions of Hot
Springs;

Bike and Pedestrian Facilities

 Hot Springs Village; and

The most productive transportation systems are those
that provide mobility options for all members of the
community. A truly multimodal transportation system
that accommodates pedestrians and bicyclists enhances
mobility for people of all ages and abilities and
promotes more active and healthy communities. In
order to identify strategies to enhance active

Public Transit Challenges and Opportunities

While the majority of Hot Springs residents and jobs are
located within ¼ mile of a bus route, there are areas of
population and employment density that do not have
direct access to public transportation. These service
gaps include:

 South of Lake Hamilton in Garland County.
In addition to these service gaps, other challenges
facing the transit system include improving paratransit
services and individual stop accessibility.

Alliance Transportation Group, Inc.
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transportation options in the Tri‐Lakes region, it is
important to first have a clear understanding of existing
conditions in the region. To this end, an assessment of
existing infrastructure and previous pedestrian and
bicycling planning efforts was undertaken for this study.
Additionally, deficiencies in the pedestrian and bicycling
network were identified through conversations with the
public and stakeholders in the active transportation
community, and an assessment of on‐the‐ground
conditions was conducted for 100 randomly‐chosen
locations throughout the region. The results of this
analysis are presented in this section.
Existing Conditions
Plans and Policies

A review of previously adopted plans and policies, as
well as ongoing planning efforts, related to pedestrians
and bicycling was undertaken for this study. These plans
are listed below; refer to Chapter 2 for a summary of
each plan.

National Park and across the Talimena National Scenic
Byway.
Existing and Planned Facilities

The Tri‐Lakes region has over 1,600 miles of roadways.
Of these, only a small percentage of roads have
dedicated bicycling and pedestrian facilities. Below is a
highlight of a few of the existing and planned bicycle
and pedestrian facilities in the region.
Bicycle Facilities

In Hot Springs:
 Central Avenue between Market Street and Park
Avenue includes shared‐lane markings (i.e.
“sharrows”), both northbound and southbound.
 Bike lanes on W. St. Louis Street between Central
Avenue and 3rd Street
 Bike lanes on Convention Boulevard between Grand
Avenue and Malvern Avenue.

 Hot Springs Area Bicycle and Pedestrian Master
Plan (2001)
 Tri‐Lakes MPO Bicycle and Pedestrian Master Plan
(2006)
 City of Hot Springs Comprehensive Plan Update
(2009)
 Hot Springs Area Metropolitan Planning
Organization 2035 Long Range Transportation Plan
(2010)
 AHTD Statewide Bicycle and Pedestrian Plan Update
 Memorandum of Understanding for Bicycling
Projects and Activities
 City of Hot Springs Complete Streets Policy (2015)
Additionally the study team reviewed plans for
implementation of the Southwest Trail, which is part of
the United States Bicycle Route System (USBRS), which
is a proposed network of bicycle routes to connect
urban, suburban and rural areas of the United States.
Plans for the Southwest Trail are currently being
developed through collaboration between city and
county governments, TL‐MPO, the Central Arkansas
Area Regional Transportation Study (CARTS), and AHTD.
The proposed trail stretches from Little Rock to Hot
Springs, crossing Garland, Saline and Pulaski counties.
Also included in the USBRS is Route 80, which will
eventually connect to Oklahoma through Hot Springs
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Trails

The Tri‐Lakes region has a renowned trails system that
is enjoyed by both locals and tourists. Below is a
highlight of some of the trails in the region.
 Approximately 2.5 miles of the 4.2‐mile Hot Springs
Creek Greenway Trail have been constructed. The
trail is comprised of a series of trail segments
including the Valley Street Creekwalk, Jaycee and
Friendship Trail and Hollywood Trail, as well as
other planned segments.
 Entergy Park trails
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 Hot Springs National Park includes an extensive
network of hiking trails, including the Falls Branch
Trail and the Sunset Loop Trail. Bicycling is
prohibited on these trails.
Needs Identification
Public Visioning and Stakeholder Consultation

A series of public visioning workshops and stakeholder
consultation meetings were held during the
development of this plan in order to gain an in‐depth
understanding of the region’s needs, including those
related to pedestrian and bicycling conditions. A diverse
set of stakeholders participated in these discussions,
with individuals representing pedestrians, recreational
and commuter cyclists, business owners, the elderly,
and elected officials, among others. Read more about
the public visioning process in Chapter 2 of this
document.
Main takeaways from the visioning workshops and
stakeholder consultation meetings as they relate to
pedestrian and bicycling conditions are summarized
below. A more complete discussion can be found in
Chapter 2.
 Participants suggested installing more speed signs
and warning lights, and limiting vehicle traffic
downtown to help improve safety.
 Group discussions regarding bicycling and
pedestrian infrastructure generally focused on a
lack of bike lanes and crosswalks in the region.
 Participants indicated that the infrastructure that
does exist is in poor condition.
 Road user behavior was identified as a safety
concern for the region.
 Lack of accessibility was also identified as a major
challenge for the transportation system.
 Stakeholders expressed concern over the likelihood
of incidents with pedestrians as a result of drivers
choosing alternate routes to bypass downtown
traffic.
 Stakeholders suggested constructing additional trail
facilities.
Pedestrian and Bicycling Conditions Assessment

To supplement the information gathered through the
public visioning workshops and stakeholder
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consultation meetings, a physical assessment of the
pedestrian and bicycling environment in the region was
undertaken through an evaluation of 100 randomly‐
chosen locations in the region representing diverse area
types (urban, suburban, rural, etc.) and a wide range of
street types (major arterials, neighborhood streets,
etc.). The results of this analysis, which are described
below, provide a high‐level summary of pedestrian and
bicycling deficiencies in the region.
Pedestrian Assessment

Pedestrian conditions for the 100 randomly‐chosen
locations in the Tri Lakes region were assessed using
evaluation criteria adopted from the Pedestrian
Environmental Quality Index (PEQI), a planning tool
developed by the San Francisco Department of Public
Health that allows planners to assign scores to locations
on the street network based on environmental variables
that either enhance or detract from favorable walking
conditions.
The PEQI utilizes a combination of qualitative and
quantitative indicators related to street and
intersection design, safety features, and adjacent land
uses to assign an overall PEQI score to the chosen
locations. Each location is then categorized by the
quality of its pedestrian conditions as either highest
quality, high quality, average quality, low quality or poor
quality. Figure 3 ‐ 13 below shows the results of the
PEQI assessment for the 100 locations in the Tri Lakes
region.
Results from the PEQI assessment suggest that the Tri
Lakes transportation system offers average conditions
for pedestrians. In fact, 62 of the 100 observed
locations returned a rating of "Average Quality", which
is defined as, "pedestrian conditions present but room
for improvement", by the PEQI methodology. In
addition, 24 of the locations received a "Low Quality"
rating, signaling that there were "minimal (pedestrian)
conditions" present.
Conditions frequently observed that detract from Tri‐
Lakes pedestrian environment include an incomplete or
missing sidewalk network, a lack of traffic calming
features or crosswalks, little to no pedestrian‐scale
lighting, and a lack of signage alerting drivers about
pedestrian crossings. Positive factors for walkability that
were observed include good overall tree coverage,
relatively low traffic volumes and quality pavement
conditions on sidewalks where they exist.
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Figure 3 - 13: Pedestrian Environmental Quality Index Analysis Results

Bicycling Assessment

Bicycling conditions for the 100 randomly‐chosen
locations in the Tri Lakes region were assessed using
evaluation criteria adopted from the Bicycling
Environmental Quality Index (BEQI), which was also
developed by the San Francisco Department of Public
Health. Similar to the PEQI, the BEQI utilizes a
combination of qualitative and quantitative indicators –
including presence of dedicated bicycling facilities,
pavement condition and vehicle speeds ‐ to assign an
overall score representing the quality of the bicycling
environment for individual locations. Figure 3 ‐ 14
below shows the results of the BEQI assessment for the
100 locations in the Tri Lakes region.
Results from the BEQI assessment suggest that the Tri
Lakes transportation network offers average to below
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average bicycling conditions, with 54 of the 100
locations returning an "Average Quality" BEQI rating.
"Average Quality", according the BEQI methodology, is
defined as, "bicycle conditions present but room for
improvement". In addition, 37 of the locations received
a "Low Quality" rating, signaling that there were
"minimal bicycle conditions" present.
Conditions frequently observed that detract from the
bicycling environment in the Tri Lakes transportation
system include a lack of bike lanes or other dedicated
facilities, a lack of bicycle parking at major destinations
and poor roadway visibility. Good tree coverage and
relatively smooth pavement conditions are factors that
contribute to a positive bicycling environment. While
elevation changes do exist, they are generally not
significant enough to detract from a positive bicycling
experience for most users.
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Figure 3 - 14: Bicycle Environmental Quality Index Analysis Results

Intermodal Freight Analysis
A healthy transportation system not only moves people
using roads, public transit, and non‐motorized
transportation, but it also moves goods efficiently
throughout the region. Intermodal transportation
facilities are key to the economic success of and quality
of life in the TL‐MPO study area. This section discusses
the current state of intermodal freight transportation in
the Tri‐Lakes region.
The majority of freight movement into and within the
Tri‐Lakes area is performed by heavy trucks, which is a
trend that is consistent with the rest of the state of
Arkansas and much of the country. As such, efficient
freight movement by truck is essential to the region and
the state. In addition to truck traffic, rail and air
transportation play a role in regional freight mobility.

Alliance Transportation Group, Inc.

Existing Conditions and Facilities
Truck Facilities

There are four interstate common truck carriers
operating in the region according to the Hot Springs
Metro Partnership. These carriers use the network of
state and federal highways to access regional
destinations as well as connect to nearby Interstate 30
to send and receive goods throughout the nation. Key
freight corridors include US Highways 70 and 270, as
well as State Highways 5, 7, 88, 128, 192, and 227.
As the TL‐MPO area continues to grow, so too will the
volume of trucks accessing regional roadways and
highways. Figure 3 ‐ 15 and Figure 3 ‐ 16 compare the
2010 and 2040 AM and PM peak total truck volumes
along major regional corridors as provided by the AR
TDM.
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Figure 3 - 15: 2010 and 2040 AM Truck Volumes
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Figure 3 - 16: 2010 and 2040 PM Truck Volumes

Alliance Transportation Group, Inc.

3‐24

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

The Arkansas Midland Railroad (AKMD) is a Class III
railroad owned by Genesee & Wyoming Inc. (G&W) that
operates between Mountain Pine and Malvern,
Arkansas. In addition to other G&W railroads in the
state, the AKMD railroad hauls approximately 35,000
carloads each year of a variety of commodities including
aluminum, forest products, aggregates, fuel, and carton
board.4 The AKMD branch serving Hot Springs and
Garland County offers a seamless connection to Union
Pacific’s primary Arkansas trunk line in Malvern,
offering access to the largest railroad network in the
country.

identify major freight generators in the region. These
consist of major distribution centers, mining operations,
and manufacturing companies with at least 100
employees, all of which are likely to generate large
volumes of freight traffic. The locations of shipping
entities – including FedEx, UPS, and the United States
Post Office – were also explored, as these locations are
likely to generate a significant amount of truck traffic.
Finally, given the ability of freight to be shipped by both
air and bus, Memorial Field Airport and the Greyhound
bus station in Downtown Hot Springs were included in
the analysis to form a multi‐modal understanding of
freight demand. Table 3 ‐ 10 and Figure 3 ‐ 17 display
the major freight generators in the TL‐MPO area.

Air Facilities

Table 3 - 10: Regional Freight Generators

Rail Facilities

Memorial Field Airport is a general aviation airport with
two asphalt runways located southwest of downtown
Hot Springs near Lake Hamilton. According to the
Federal Aviation Administration, Memorial Field Airport
had 2,904 enplanements in 2013. The airport is host to
100 based aircraft occupying 70 hangars, while the
airport’s 77 tenants represent an annual payroll of
more than $6.5 million.5

Business Name
Munro &
Company
Delta Rexam, Inc.
United States
Postal Service
Alliance Rubber
Company, Inc.

Intermodal facilities are those where people or goods
transfer between modes, such as rail‐to‐truck transfer
facilities. Intermodal connectivity results in a seamless
transportation system where people and goods can
travel in the most efficient manner possible. According
to a survey published by the Federal Highway
Administration (FHWA), the Hot Springs Urbanized Area
(which comprises a significant portion of the MPO study
area) does not have any major intermodal facilities.6

Postal Service

406

United Parcel
Service
FedEx Freight, Inc.

General Freight

Window Mart, Inc.
Triumph
Fabrications
U.S. Natural
Resources, Inc.

Freight Generators

Employees

Rubber Product
Manufacturing
Aluminum Rolling
and Drawing
Plastics
Manufacturing
Aircraft Part
Manufacturing
Sawmill and
Woodworking
Machinery
Manufacturing
Messenger and
Delivery Service

Reynolds Foil, Inc.

Intermodal Facilities

Industry
Footwear
Manufacturing
Plastic Manufacturing

800
400

170
166
166
100

100

40
12

In order to understand the unique demands placed on
the transportation system by freight, it is important to

4

http://www.gwrr.com/operations/railroads/north_america/
arkansas‐midland‐railroad
5
City of Hot Springs, www.hotspringsairport.net/125/Airport
Alliance Transportation Group, Inc.

6

http://www.fhwa.dot.gov/planning/national_highway_syste
m/nhs_maps/arkansas/hotsprings_ar.pdf
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Figure 3 - 17: Regional Freight Generators

Freight Generators and Congestion

While congestion on the roadway network can be
detrimental to all users, it is particularly harmful to
freight traffic as increased travel times may lead to
higher costs of goods or decreased likelihood that
companies choose to locate facilities in the region. The
freight analysis explored the relationship between the
locations of major freight generators and congested
roadways in the region. This was done by overlaying the
locations of freight generators with the map of V/C
ratios explored in the roadway deficiencies analysis.
Figure 3 ‐ 18 and Figure 3 ‐ 19 show the proximity of
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freight generators to congested roads in both the AM
and PM peaks for 2010 and 2040.
Although at present the vast majority of freight
generators are located along uncongested portions of
the roadway network, future congestion in key areas
throughout the network may pose a challenge to
existing freight facilities. These include U.S. Highway
270 just east of U.S. Natural Resources, Inc.; Carpenter
Dam Road just south of Alliance Rubber Company, Inc.;
and roads near Window Mart, Inc. and Triumph
Fabrications.
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Figure 3 - 18: 2010 and 2040 AM Peak Freight Generators and V/C Ratios
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Figure 3 - 19: 2010 and 2040 PM Peak Freight Generators and V/C Ratios
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Crash Locations

Highways and railroads account for nearly all fatalities
and injuries involving freight transportation. Most of
these fatalities involve individuals outside of the freight
transportation industry, such as trespassers at railroad
facilities and occupants of other vehicles killed in
crashes involving large trucks. According to FHWA,
approximately 12% of all highway related fatalities in
2012 involved large trucks; however, freight‐related
fatalities have largely remained stable or declined
despite an increase in freight activity in recent
decades.7

which are all routes that also contain heavy volumes of
truck traffic. Although the crash data does not indicate
the types of vehicles involved in accidents, it is likely
that a notable portion of the crashes on these corridors
involve heavy commercial trucks.

Because the overwhelming majority of freight
transportation in the TL‐MPO area is conducted by
truck, the location of heavy truck traffic was explored in
relation to the location of observed crash hot spots.
Table 3 ‐ 11 shows the roadways in the region with the
highest volumes of truck traffic.
Table 3 - 11: Roadways with Heavy Truck
Volumes in 2010
Roadway
Grand Avenue (U.S. 70)
Park
Airport Road (U.S. 70)
State Highway 7
Malvern Avenue (U.S. 270)
Albert Pike (U.S. 270)
Higdon Ferry (State Highway
88)
U.S. Route 270
Central Avenue (State
Highway 7)
Summer Street
Dr. Martin Luther King
Expressway (U.S. 70/270)
Gorge Road (State Highway
7)
Carpenter Dam Road (State
Highway 128)
Mountain Pine Road (State
Highway 227)
State Highway 88

Peak Period
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning
Morning
Evening
Evening
Evening
Evening
Evening
Evening
Evening

As explored earlier, the 20 most common crash
intersections in Garland County are located along State
Highways 7 and 88 as well as US Highways 70 and 270,

Future Needs
Growth and increased freight movement are
anticipated to continue in the TL‐MPO area. During
public outreach for the 2040 MTP, concerned citizens
and local stakeholders noted several concerns related
to freight transportation consistent with the results of
the freight analysis. Concerns voiced during the
visioning process included the lack of intermodal
facilities and rail lines in the region and incompatibility
between local roads and large commercial trucks, and
the associated safety risks. In particular, trucks are in
conflict with the pedestrian and park atmosphere
downtown and on Central Avenue, and with campers
on Gorge Road. Therefore, it is a regional priority to find
another route for through truck traffic in the future.

7

http://ops.fhwa.dot.gov/freight/freight_analysis/nat_freight
_stats/docs/13factsfigures/pdfs/fff2013_ch5.pdf
Alliance Transportation Group, Inc.
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Interregional Passenger
Transportation

southeast of Hot Springs, just outside the MPO
boundary.

Interregional passenger transportation in the TL‐MPO
area is limited given the relatively small size of the
urban area and its proximity to larger regional hubs in
Little Rock.

Air Facilities

Memorial Field Airport currently offers daily passenger
air service to both Memphis and Dallas‐Fort Worth.
Charter and general aviation services are available as
well. The TL‐MPO area is within a one‐hour drive of
Little Rock National Airport, which offers daily non‐stop
service to 16 U.S. metropolitan areas.

Future Needs
Stakeholders and the public expressed concern about
the lack of interregional transportation facilities in the
TL‐MPO area. Specifically, stakeholders were concerned
about the lack of both passenger rail in the region and
direct air flights to Little Rock National, which would
greatly expand the number of national destinations that
could be reached by air from Hot Springs.
Additional concerns with air travel centered on the lack
of TSA personnel and security at the facility, where
there have been issues in the past. Additional security
concerns at the airport included the condition of the
South Central Arkansas Transit vehicles housed at the
airport. Several measures have been taken to alleviate
some of these security concerns, but stakeholders feel
concerns would be further mitigated by reestablishing a
TSA presence at the airport.

Source: City of Hot Springs

Existing Conditions and Facilities
Bus Facilities

Greyhound operates intercity bus service to Benton and
Little Rock from the Transportation Plaza in downtown
Hot Springs.
Rail Facilities

Although Amtrak does not offer passenger rail service
to the TL‐MPO area, the Malvern Amtrak station along
the Texas Eagle line is located less than one hour

Alliance Transportation Group, Inc.
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4

Needs Plan (Unconstrained)

It is virtually impossible to build added capacity projects
to address every need identified in the region. This is
the case not only because of funding constraints, but
also because some identified needs are best met
through the adoption of “no‐build” strategies.
Therefore, the MTP planning process included the
consideration of no‐build strategies such as travel
demand management, transportation system
management and operations, in addition to facility
construction projects.
This chapter provides a description of the process used
to develop a fiscally unconstrained plan for meeting the
transportation needs of the community. Given the
limited availability of funding to meet all of the needs
identified in the Regional Needs chapter, both “build”
and “no‐build” strategies to address unmet needs are
considered in the unconstrained plan. Applying fiscal
constraints to the process and creating a financially
constrained plan are described in Chapter 6.

No-Build Strategies to Address
Unmet Needs
Building new roads and adding capacity to existing
roadways not only come with high price tags, but these
projects often take years to go through the planning,
environmental, design, and construction phases. Given
the limited availability of funding for transportation
projects and rising congestion levels, state, regional,
and local agencies are increasingly relying on travel
demand management (TDM), transportation system
management and operations (TSM&O), and “Complete
Streets” strategies to improve the performance of
existing roadways. These strategies do not require the
construction of new roadways or additional lanes of
capacity, and therefore are often referred to as “no‐
build” strategies.
The following sections highlight regional TDM, TSM&O,
and Complete Streets efforts to date and provide
recommendations for incorporating best practices into
the transportation planning process. While the Tri‐Lakes
MPO is not directly responsible for implementing
transportation projects, it works closely with local
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member jurisdictions to explore and evaluate the
appropriateness of these strategies for reducing
congestion and improving the performance of the
existing transportation system.

Travel Demand Management
Travel demand management (TDM) strategies seek to
reduce congestion on existing roadways by reducing the
overall number of cars using roads or by redistributing
cars away from congested areas and peak periods of
travel. Encouraging the use of alternative modes of
transportation (such as transit, biking, or walking) and
increasing the number of travelers in each vehicle are
the primary ways in which TDM strategies reduce
single‐occupant vehicle demand on existing roadways.
Simply put, travel demand can be managed by providing
travelers with a wide range of choices for reaching their
destination.
With fewer funds available to address congestion
through new roadway capacity, TDM is a cost effective
means to improve use of the transportation system.
TDM strategies are designed to accomplish the
following:
 Improve mobility and accessibility by expanding and
enhancing the range and quality of available travel
choices;
 Reduce congestion and improve system reliability by
decreasing the number of vehicles using the
roadway system and by redistributing demand
away from peak periods and existing bottlenecks;
 Increase safety by addressing congestion, which is
generally related to higher occurrences of traffic
incidents; and
 Improve air quality by reducing the number of
vehicle miles traveled, thereby saving energy, and
decreasing the number of short trips that are
largely responsible for the proportion of emissions
generated from cold starts.
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Tri-Lakes Area Travel Demand Management
Strategies

One of the most emphasized TDM strategies underway
in the Tri‐Lakes area is the effort to coordinate local and
regional trails plans and implementation to create an
interconnected system of bicycle and pedestrian
facilities throughout the region to encourage more
residents and visitors to use those modes of
transportation. Additionally, residents of Garland
County are eligible to participate in the arkRide.com
ridesharing program if their final destination is within
Pulaski, Saline, Lonoke, or Faulkner County. Commuters
originating in any of those four counties who may work
in the Tri‐Lakes area are also eligible to use the service.
arkRide.com provides ride matching to facilitate both
carpools and vanpools within the service area. Also,
given the high concentration of resorts in the Hot
Springs area, charter and hotel‐specific tourist shuttles
also serve as de‐facto carpools/vanpools for regional
trips that would otherwise be taken by private
automobile.
Best Practices

Although no coordinated TDM strategies are currently
implemented in the Tri‐Lakes area, there are best
practices that have been successful in managing
demand on transportation facilities in similar areas. As
the regional transportation planning organization for
the Tri‐Lakes area, the TL‐MPO can work to educate its
planning partners on available TDM strategies and
associated benefits to encourage strong consideration
of TDM strategies before investing in new construction
projects.
Strategies to Increase Vehicle Occupancy

bicycle, or walking generally focus on the following
objectives:
 Expand the service area of the transit system and
connect infrastructure, which can reach more
people and connect them to a greater number of
destinations within the region;
 Improve the quality of the service, which increases
the convenience, comfort, ease of access, and
affordability of the mode and makes people more
willing to choose it; and
 Educate the public on the availability of the various
non‐auto transportation options and services, and
provide resources to help travelers navigate the
region.
The following sections detail mode‐specific strategies
that could be considered for implementation in the Tri‐
Lakes area.
Transit Strategies

While traveling by car offers the ease and convenience
of being able to “come and go as one pleases,” traveling
by transit – particularly by bus – generally requires
longer travel time and less flexibility in reaching one’s
destination. Improving the quality of transit services
involves strategies that shorten the overall travel times,
increase traveler’s comfort both while waiting for the
bus and when on‐board, and provide added flexibility
with travel time and destinations. While certain aspects
of travel by bus will always be less convenient than
travel by car, there are a number of improvements that
can be made to significantly improve the quality of the
experience.

Carpool, vanpool, and school‐pool programs encourage
travelers with common destinations, particularly
employment and school destinations, to share vehicles.
These can be based on informal arrangements between
individuals or formally arranged through ride‐matching
services. Available research indicates that improving
awareness, trust, and willingness to ride with strangers,
as well as flexibility in scheduling, may help to increase
carpool use. Incentives are another effective tool for
encouraging ride‐sharing.
Strategies to Increase Travel by Transit, Bicycle, or
Walking

In order to reduce the number of trips by private
automobile, strategies to increase travel by transit,
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Bicycle Strategies

One of the primary concerns for cyclists (and those who
may be considering biking as a form of basic, every‐day
transportation) is safety. Additional considerations
include integration with other modes, continuity of the
bicycle facility network, availability of bicycle parking or
storage, and availability of other amenities such as on‐
site showers.
Pedestrian Strategies

Improving the quality of the pedestrian experience
involves addressing both real and perceived safety
concerns and upgrading pedestrian facilities to make
sure they are contiguous and comfortable. Additionally,
promoting development at a more “human scale”
encourages pedestrian activity by improving
perceptions of safety and creating a visually interesting
environment at street level. Examples of enhanced
pedestrian strategies include:
 Provide buffers between sidewalks and automobile
traffic;
 Enhance the visibility of crosswalks;
 Provide midblock pedestrian crossings; and
 Improve comfort of the walking public through
street level amenities.

trips, shifting work trips from peak hours, and reducing
work travel times and the number of overall trips. The
Tri‐Lakes area has several large employment centers
that generate significant travel on the area’s roadways.
Additionally, approximately 80% of commuters in
Garland County drive to work alone according to the
Census Bureau’s Journey to Work data.
Employer‐based TDM strategies fall into four separate
categories:
 Encouraging employees to travel by alternative
modes;
 Shifting trips from peak periods of travel and
reducing the total number of trips;
 Providing route information to divert commuters
from congested routes; and
 Using location‐specific solutions to shorten the work
commute and reduce the need for midday trips.
Parking Management and Incentives

Parking management strategies and incentives
encourage the use of alternative modes and can be
implemented by both local jurisdictions and employers.
These strategies typically rely on dis‐incentivizing travel
by single occupant vehicle by passing along more of the
cost of parking to employees and/or limiting the
availability of parking.
Land Use Considerations

Employer-based Tools and Incentives

The commute to and from work is a significant
contributor to traffic congestion along area roadways,
particularly during peak travel times. TDM strategies
that focus on employer‐based tools and incentives can
be an effective way to reduce travel by single occupant
vehicles by coordinating ride‐sharing among employees,
encouraging the use of alternative modes for work
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Typical development patterns have generally
encouraged a separation of land uses. Additionally,
there has been an overall trend toward less dense
development, particularly in the planning and design of
suburban neighborhoods. These land use factors
significantly impact travel, requiring more trips to be
made by automobile due to the increased distances
between origins and destinations. The TL‐MPO can
work with local planning partners to encourage land use
policies that facilitate the use of alternative modes of
transportation and reduce the number of automobile
trips.
Traveler Information Systems

Traveler information systems use technology to detect,
analyze, and disseminate traffic and transit conditions
to travelers so that they may choose the best means for
reaching their destination. Traditional traveler
information systems such as radio and TV broadcasts
are now being supplemented by websites, real‐time
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roadside and transit displays, and e‐mail and text
message alerts. Traveler information systems assist
drivers in making informed choices before and during
trips.

Transportation System Management
and Operations
Transportation System Management and Operations
(TSM&O) strategies seek to improve the performance
of existing roadways through increased efficiency and
throughput of vehicles on roadways. TSM&O strategies
not only rely on traffic engineering solutions (such as
signal synchronization and access management) to
optimize the existing system but also rely on resource
utilization, infrastructure, personnel, and data
management strategies to extend the useful life of the
existing transportation system and improve its
reliability.
The following section provides a brief outline of the
TSM&O strategies implemented in the Tri‐Lakes area
and lists additional strategies for consideration that can
improve the performance of the existing transportation
system.
Tri-Lakes Area Transportation System Management
and Operations Strategies
Arkansas State Highway and Transportation
Department

In January 2008, AHTD published the Hot Springs
Regional Intelligent Transportation System (ITS)
Architecture and Deployment Plan. ITS projects
integrate advanced communications technologies with
transportation infrastructure and the vehicles using it to
help improve mobility, safety, and efficiency of the
transportation system. This plan was developed in
coordination with the MPO with significant input from
local, state, and federal officials, as well as other
stakeholders. It provides a framework for planning and
implementing ITS projects in the region, focusing on a
20‐year regional vision.

traffic information on its website. Additionally, the City
continues to utilize its curb cut and driveways ordinance
to stipulate the construction guidelines for these
roadway elements, which impacts local access
management and provides a reference for further
access management policies and practices. However,
additional research on access management through
corridor studies, etc. could provide benefits to the
region by identifying corridors that would most benefit
from a stronger access plan to address traffic flow
issues.
Best Practices

In addition to the TSM&O strategies implemented in
the region, other strategies employed successfully in
other cities serve as best practices for optimizing the
performance of the existing transportation systems to
reduce congestion and improve safety.
Maintenance

Infrastructure maintenance is a critical aspect of
transportation system management and operations.
Most infrastructure management agencies prefer to
schedule routine repairs and inspections instead of
embarking on ad‐hoc patching and repairing. Schedule
management for inspection and street repairs will
enable city and county personnel to efficiently use
limited resources. A calendar for repairs and reviews
will also provide valuable information to concerned
citizens.
Regularly scheduled roadway resurfacing is necessary to
provide uniform improvements to the existing
roadways and to extend their useful life. Older roads,
especially those built according to discontinued
standards, should be reviewed with an eye towards
upgrading deficient sections to modern criteria.

City of Hot Springs

The City of Hot Springs Public Works Department hosts
a webpage devoted to informing the public of major
right‐of‐way (ROW) projects by maintenance zone.
“Normal” ROW maintenance is not listed; however,
based on the Regional ITS Architecture and Deployment
Plan, in the future the city may include real‐time
construction, work zone, special event, incident, and
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Source: City of Hot Springs
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Traffic Signal and Intersection Improvements

Medians

Roadway users encounter traffic control signage and
intersection signals on nearly every route they travel.
While the primary function of intersection traffic
control is to improve safety at intersections, it is also
often a significant source of delay. Improper signage
and poor signal timing results in unnecessarily long
queues and impacts the reliability of the transportation
system. Improving signage, signal timing, and
equipment is a cost‐effective way to facilitate traffic
flow along a corridor. The MPO can work with its
planning partners to identify corridors which would
benefit from traffic signal improvements and to
prioritize projects.

Raised medians on collector and arterial roadways
decrease the potential for accidents by restricting
turning movements. Although land access is thereby
limited, raised medians provide a refuge area for
pedestrians or turning vehicles and reduce mid‐block
accidents. Medians can also be used as part of an
overall corridor access management strategy to reduce
vehicle conflicts, increase capacity, and reduce
accidents at intersections.

Access Management

Access management refers to the regulation of the
number of access points between a development and
the adjacent roadway network. Most discussions of
access management involve the placement and number
of driveway curb cuts, although the application can also
include the location, size, and function of interior
service roads.

It is important to provide for left turn maneuvers at
downstream intersections or strategically placed
median breaks when medians are used for access
management. Medians, which function to restrict left
turn movements, can be relatively narrow and still
provide the necessary channelization. Medians at
critical intersections can have a specialized dropped,
low curb to ensure access for emergency services
equipment and personnel.
Landscaped medians provide an aesthetic separation
between travel lanes. Adequate room for tree growth
must be provided. The width of landscaped medians is
variable, depending on the varieties of trees and shrubs
planted. Prior to the construction of extensively
landscaped medians, the maintenance and upkeep of
the shrubbery should be evaluated.

Effective access management has significant
implications for mobility, accessibility, and safety by
reducing crashes, increasing capacity, reducing travel
time and delay, extending the life of the roadway, and
reducing vehicular emissions. The MPO can work with
local jurisdictions to identify roadways with congestion
and/or safety issues that may be effectively addressed
using one of the following access management
strategies:

Alliance Transportation Group, Inc.
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Driveway Location and Design

Corner Clearance

Residential driveways along major roadways can cause
critical conflicts between fast‐moving traffic and slower
traffic entering and exiting the driveways. If the number
of residential driveways increases, the roadway will
function as a high‐speed residential street – which can
be extremely dangerous. This situation can be avoided
if subdivisions are designed so that lots which face a
major roadway have access provided by a residential
street at the back of the lot, or by incorporating a
reverse frontage road. Residential driveways with
shared access to the major roadway provide another
method of managing access in this situation.

Corner clearance is defined as the minimum distance
required between an intersection and an adjacent
driveway along an arterial road or collector street.
According to the National Cooperative Highway
Research Report 420, inadequate corner clearance
results in traffic flow and safety problems, including:
 Traffic being blocked by vehicles waiting to enter
driveways;
 Right or left turns out of driveways being blocked;
 Rear‐end and broadside collisions caused by
inadequate time for motorists to react to vehicles
entering and exiting driveways; and
 Driver confusion about where it is permissible to
enter and exit driveways.1
Internal Site Circulation

Most access management strategies are limited to the
roadway right‐of‐way, but movement of traffic into and
out of properties can be dramatically affected by the
design of on‐site circulation. Typical designs for internal
circulation are concerned with the orientation of the
buildings, the parking areas, and the highway access
points. The optimal internal circulation design approach
includes:
 Providing safe and reasonable access to and from
the street to motorists, bicyclists, and pedestrians;
and

Driveway Spacing

 Providing a reasonable transition between the
access and the internal circulation, especially by
ensuring that driveways are wide and long enough.2

When too many access points are allowed, especially
near an intersection, conflicting vehicle movements
result. In the interest of providing safe and reasonable
access to a site, planners and engineers should review
the impacts of a development with respect to the entire
corridor, not just the site itself.
Wherever possible, cooperation and consultation
between adjacent landowners is encouraged to avoid
conflicting designs. Limiting the number of access
points per parcel and enforcing minimum lot frontages
encourage proper driveway spacing along busy roads.

1http://www.spcregion.org/pdf/ops/420NCHRP_AccessMana

gementImpacts.pdf
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2

Center for Transportation Research and Education at Iowa
State University (n.d.). Access Management Toolkit. Available:
http://www.ctre.iastate.edu/research/access/toolkit/23.pdf.
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Targeted Traffic Enforcement

Roundabouts

Consistent and reliable enforcement of traffic laws
helps address public concerns about traffic issues. In
areas with complaints about speeding and reckless or
inconsiderate driving, responsive law enforcement staff
can do much towards gaining the public’s trust and
compliance. Focused speed studies (using radar trailers
and traffic counters) can be employed to discourage
speeding on residential streets.

These require entering traffic to yield to vehicles
already in the intersection and to travel counter‐
clockwise around the device. Roundabouts have proven
effective in reducing neighborhood speeds and
discouraging through traffic without compromising
throughput. They can also lead to enhanced safety
when implemented at intersections that were
previously signalized.

Traffic Calming

Centerline Medians

Because there are many instances where the number of
aggressive drivers is greater than human resources can
address, many cities and counties have implemented
various “self‐enforcing” speed and volume control
devices. The majority of these measures are referred to
as “traffic calming.” These physical devices can assist
law enforcement in influencing driver behavior.

Centerline medians are resigned to reinforce lane
assignments, especially along constrained roadways.
These medians can serve as general speed reduction
devices or to discourage speeding in specific areas.
Medians can be placed near or at intersections to
enhance pedestrian accessibility. For wide intersections,
the location of a dividing median in combination with a
crosswalk can play a large role in reducing the risk
associated with pedestrian crossings.

Traffic calming is often controversial and can be
challenging to discuss. Most traffic calming measures
are applied to residential streets, though certain
measures can be applied to higher volume roadways as
well. Broadly defined, the goals of traffic calming
measures are:
 To slow down the average vehicle speeds for a
particular roadway;
 To address excessive volumes for a particular
roadway; and
 To remind drivers of or reinforce the residential
nature of specific roadways.
Traffic calming measures are designed to slow down or
impact all vehicles. In practice, this can lead to reduced
access and response times for emergency and law
enforcement personnel. Careful consideration must be
given to any proposed traffic calming device, especially
if the roadway under review provides critical access for
emergency personnel. Representatives of fire, police,
and emergency services departments should be
involved in the review of proposed traffic calming
devices. The TL‐MPO can work with its planning
partners and emergency response agencies to identify
locations suitable for traffic calming implementation.
Common traffic calming measures include:

Speed Humps

These are designed to cause driver discomfort when
traversed at speeds higher than the posted speed limit.
The hump approaches can be altered to create more or
less severe slopes, resulting in greater reduction in
travel speeds.

Forced Turn Islands

Forced turn islands require that vehicles entering an
intersection perform a designated movement.

Alliance Transportation Group, Inc.
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Curb Extensions

Curb extensions physically and visually narrow the
street space, leading to a reduction in vehicle speeds, as
well as shorter crossing distances and heightened
visibility for pedestrians. Sometimes referred to as
“bulb‐outs,” they can be implemented at intersections
of streets with on‐street parking, at mid‐block (to
provide additional pedestrian crossings), at transit
stops, or alternating in a way that forces vehicles to
move laterally (also referred to as “chicanes.”)

Complete Streets
The concept of “Complete Streets” is rooted in the idea
that roads should be built with all users in mind, not just
the private automobile. While Complete Streets
principles include many TDM and TSM&O strategies,
the concept focuses less on improving traffic conditions
and more on the livability of places. Complete Streets
strategies address the needs of all users of the
transportation system, including the young and the old,
the disabled, and users of transit or non‐motorized
forms of transportation. They yield a wide range of
benefits such as improved safety, equity and access,
economic development, air quality, health, and
livability. While policies adopted by local governments
represent the majority of Complete Streets policies
adopted nationwide, MPOs can be integral partners in
promoting and implementing Complete Streets
strategies. The following section discusses some of the
common features of Complete Streets, their benefits,
state‐ and local‐level policies for implementation, and
recommendations for how the MPO can encourage
local governments to adopt a Complete Streets
approach.
Common Features of Complete Streets

Traffic Incident Management

Traffic Incident Management (TIM) consists of a
planned and coordinated process to detect, respond to,
and quickly clear traffic incidents so that traffic flow
may be restored as safely and quickly as possible.
Effective TIM strategies reduce the duration and
impacts of traffic incidents and improve the safety of
motorists, crash victims, and emergency responders.
Traffic incident management involves coordination
among a number of public and private sector partners,
including:
 Law enforcement
 Fire and rescue

 Emergency
Management and
preparedness

 EMS

 Towing and recovery

 Transportation
departments

 Hazardous materials
contractors

 Public safety
communications

 Traffic information
media

Alliance Transportation Group, Inc.

Complete Streets incorporate physical improvements
that enhance the reliability, safety, and convenience of
all modes of transportation, so users can select the best
way to reach their destination based on their needs –
whether by car, transit, bicycle, or foot. Physical
improvements range from providing specific facilities
such as bike lanes, to incorporating features intended
to slow the speed of automobile traffic to improve
safety. There are a wide range of design elements that
planners and engineers should consider when
implementing a Complete Street. The final design,
however, will depend both on the needs of the end
users and the context of the street.
Pedestrian Features

Some of the features of Complete Streets that enhance
the environment for pedestrians and encourage walking
include:
 Sidewalks and buffers. Sidewalks should be provided
on both sides of the street, should be as wide as
possible, and should ideally be buffered from
automobile traffic through a method such as
planting strips or on‐street parking.
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 High‐visibility crosswalks. Strategies to heighten the
visibility of crosswalks include pedestrian hybrid
beacons, flashing pedestrian lights, pedestrian
crossing signage, in‐road crosswalk lighting systems,
and varying paving materials.

Complete Streets approach in rural areas, where
vehicular traffic volumes are lower and opportunities
for conflict are fewer.

 Bulb‐outs, pedestrian refuge island, and medians.
Whenever possible, the crossing distance of the
roadway should be decreased or a mid‐crossing
pedestrian refuge provided (especially on wide
roads).
 Street trees and lighting. These amenities enhance
safety and comfort for pedestrians during the day
(through shade) and at night (through lighting).
 Americans with Disabilities Act (ADA) compliant curb
ramps. Providing ADA‐compliant ramps at
intersections ensures that the street is accessible to
individuals with a wide range of physical
capabilities. This is a legal requirement for all new
and reconstructed streets.
Bicycle Features

There are many design improvements that enhance
safety for cyclists by increasing visibility or providing
separate facilities. These can include:
 Shared lanes (“sharrows”). Sharrows use pavement
markings to remind motorists that bicyclists are
permitted to use the full lane.
 Dedicated bike lanes. Lanes of traffic exclusively for
cyclists are usually delineated with a single or
double white line and are sometimes painted a
solid color (most commonly green) to further
differentiate the road space allocated to bikes.
There are several methods for changing the
pavement markings at points where vehicles may
need to cross the bike lane.
 Protected bike lanes and cycle tracks. These are the
most advanced type of on‐road bike facility. These
dedicated lanes are separated from traffic with
some sort of barrier (typically either parked cars or
flexible plastic bollards).
 Bicycle signals. On some streets with dedicated or
protected bike lanes, a traffic signal with a cycle
exclusively for bicyclists may be provided to
improve safety.
Additionally, the use of wide shoulders to provide safe
accommodation of cyclists may be considered a

Alliance Transportation Group, Inc.

Transit Features

The provision of transit features on complete streets
should be supplemented with the provision of high‐
quality pedestrian and bicycling infrastructure, as non‐
motorized access to transit increases the overall quality
of the service. Once pedestrian and bicycle
infrastructure is in place, additional strategies to
accommodate and enhance transit include:
 Transit stop amenities. The quality of transit stops
can be greatly improved with amenities such as
shelters, lighting, benches, and trash cans. Maps
and schedules, real‐time transit monitoring, and
Wi‐Fi can further enhance the experience of those
waiting for transit.
 Dedicated bus lanes. In places where transit use is
high and traffic congestion presents obstacles to
maintaining on‐time performance, dedicated bus
lanes can offer significant reliability improvements
and travel‐time savings, and can increase the
overall person‐throughput of congested stretches
of roads.
 Queue‐jump lanes. In places where demand may
not justify or space may not be available for
dedicated bus lanes, queue‐jump lanes can allow
buses to bypass traffic at a stoplight to improve
travel time.
 Signal prioritization. Optimization of traffic signal
cycles, either through active detection and
adjustment or through pre‐determined signal
synchronization, can help improve reliability along
highly used transit corridors.
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Traffic Calming

In addition to providing more options for people to
walk, bike, or take transit, Complete Streets strategies
often incorporate features to slow vehicle speeds
where appropriate. Traffic calming techniques are
frequently implemented near crosswalks or in
residential areas. The traffic calming methods discussed
earlier in this chapter are all common strategies to
ensure that vehicle speeds are context appropriate.
Complete Streets Policies

Complete Streets policies can be adopted by states,
regional governing agencies, counties, or local
jurisdictions. Policies embody a wide range of
approaches, including:
 Resolutions;

and phases, exceptions, and other agencies the City
may work with to complete relevant projects. The
policy is designed to be flexible and adaptable based on
Complete Streets best practices and encourages the
consideration of a project’s context early in the process.
Additionally, the City has identified several performance
measures to use to assess the success of the policy,
including:
 Total miles of new bike lanes;
 Linear feet of new pedestrian accommodation;
 Number of new curb ramps installed along city
streets;
 Crosswalk and intersection improvements;

 Ordinances passed by City Councils;

 Percentage of transit stops accessible via sidewalks
and curb ramps; and

 Executive orders from a mayor’s office;

 Rate of crashes, injuries, and fatalities by mode.

 Comprehensive plans and transportation plans;

Among other implementation strategies, the city will
commit 20% of its street paving budget to fund
Complete Street projects/elements in addition to
utilizing other funding opportunities for these projects.4

 Internal policies within a department; and
 Design guidelines.
Nearly half of Complete Streets policies are resolutions
and approximately 1‐in‐5 are legally binding ordinances.
Policies adopted by local governments represent the
majority of Complete Streets policies adopted
nationwide.3 However, MPOs can still be an integral
partner in promoting and implementing Complete
Streets strategies. The following section discusses
existing local‐ and state‐level Complete Streets policies.
City of Hot Springs

On February 17, 2015 the City of Hot Springs passed its
first Complete Streets Policy. This policy was developed
through the city’s Complete Street Initiative, which
involved the commitment of many individuals,
partnering with the Arkansas Coalition for Obesity
Prevention (ArCOP) and Growing Healthy Communities
in 2013, as well as the City’s selection for free technical
assistance training from Smart Growth America in 2014.
The policy document includes the City’s vision and the
purpose and goals of the Complete Streets Policy. It also
documents the applicable users and modes, projects
3

Smart Growth America. 2013. Complete Streets Local Policy
Workbook. Available:
http://www.smartgrowthamerica.org/documents/cs‐local‐
policy‐workbook.pdf
Alliance Transportation Group, Inc.

4

City of Hot Springs. 2015. Complete Streets Policy. Available:
http://www.cityhs.net/DocumentCenter/View/3870

4‐10

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

No-Build Recommendations
The following no‐build recommendations are listed in
no particular order:
 Encourage continued coordination of the
metropolitan transportation planning process with
the development of local transportation and
comprehensive plans to promote the inclusion of
facilities and systems related to transit, biking, and
walking.
 Encourage transportation planning partners to
consider cost‐effective, no‐build strategies, such as
TDM, TSM&O, and Complete Streets design prior to
investing in roadway capacity improvements.
 Work with large area employers to explore and
implement employer‐based TDM tools and
incentives.
 Consider giving funding preference to projects that
incorporate TDM and TSM&O strategies, reflect
Complete Streets design principles, or set regional
multi‐modal transportation goals and objectives
through a robust public involvement process.

Safety and Security
Moving Ahead for Progress in the 21st Century (MAP‐21)
requires that the transportation planning process
address both the safety and security of the
transportation system for motorized and non‐
motorized users. Federal guidelines define safety as
“freedom from unintentional harm,” and define
security as “freedom from intentional harm.” Strategies
to address safety and security will at times differ
significantly from one another and require coordination
between different agencies but will more often overlap
and involve members of the same agencies. Therefore,
the 2040 MTP considers safety and security both
simultaneously and individually.
The TL‐MPO is responsible for addressing safety and
security through the programming of transportation
improvements. The MPO’s role in implementing specific
safety and security measures may be limited, but its
role in coordinating regional transportation needs
between the various local, state, and federal
transportation agencies is vital to creating successful
safety and security policies. By integrating the safety
and security goals and objectives of regional
stakeholders into the transportation planning process,
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the MPO can ensure that its plans and studies are
consistent with and help support safety and security
planning in the Tri‐Lakes area.
The following sections discuss the various agencies
involved in safety and security planning in the Tri‐Lakes
area and present local, regional, and state plans and
programs that are currently in place.

Safety
“Safety” in the transportation planning context typically
refers to the mitigation of traffic crashes, transit
accidents, and other unintentional events resulting in
fatalities, injuries, or loss of property on the
transportation network. MAP‐21 identifies a national
goal for safety to significantly reduce fatalities and
injuries on all public roadways. The U.S. Department of
Transportation (USDOT) published a related Notice of
Proposed Rulemaking (NPRM) in March 2014 proposing
that safety targets and progress towards their
achievement be measured as 5‐year rolling averages for
fatalities and serious injuries, as well as their respective
rates for every 100 million vehicle miles traveled (VMT).
The final rule is scheduled for publication in September,
2015.
Safety planning, reducing the number of crashes, and
decreasing the amount of fatalities and injuries on the
transportation network involves several different
projects and programs, ranging from improving the
operational efficiency of the transportation network to
influence driver behavior. AHTD and TL‐MPO play the
lead roles in transportation safety planning, but several
non‐traditional stakeholders should be included in the
transportation safety planning process, including:
 State agencies responsible for safety data collection
and management (AHTD, Arkansas State Police –
Highway Safety Office);
 Regional and local transportation agencies;
 First responders, fire and rescue, and EMS;
 State and local law enforcement;
 Transit agencies;
 Motor vehicle departments;
 Federal agencies; and
 The non‐governmental highway safety community
(e.g. AAA).
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Review of Agencies and Programs
Arkansas Strategic Highway Safety Plan (SHSP)

Adopted in 2013, the Arkansas SHSP’s primary goal “is
to reduce the annual number of roadway fatalities in
Arkansas to 400 or less by 2017.” The SHSP also adopts
a “Towards Zero Deaths” (TZD) vision consistent with
the TZD National Strategy sponsored by the Federal
Highway Administration (FHWA), National Highway
Traffic Safety Administration (NHTSA), American
Association of State Highway and Transportation
Officials (AASHTO), and the Governors Highway Safety
Association (GHSA).

projects based on the goals and objectives outlined in
the SHSP. AHTD’s most significant work to date has
involved the installation of median cable barriers on
divided roadways to reduce roadway departure crashes.

The plan identifies safety concerns and classifies them
into primary, secondary, and special emphasis areas.
The plan describes the trends in fatalities within each
emphasis area, defines a specific target for 2017, and
suggests strategies that should be undertaken to
achieve the performance targets that are tailored to the
unique circumstances of crashes within each emphasis
area.
The strategies recommended in the SHSP should
provide the basis for countermeasures that the MPO
considers to address crash types and locations, as well
as driving behaviors, that are responsible for the
greatest number of crashes in the Tri‐Lakes area –
particularly those resulting in serious injuries or
fatalities. A discussion of crash types, contributing
factors, and hotspot locations is located in Chapter 3.
Highway Safety Improvement Program (HSIP)

The HSIP is a Federal‐aid funding program administered
by state DOTs. Its goal is to achieve a significant
reduction in traffic fatalities and serious injuries on all
public roads, including non‐State‐owned public roads
and roads on tribal lands. The program must be
consistent with the Arkansas SHSP, and report annually
on the following:
 HSIP program structure;
 Progress towards implanting HSIP‐funded projects;
 Progress made in achieving safety performance
targets; and

Source: Arkansas Highway Safety Office

Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan

The Arkansas State Highway Safety Office published the
annual Performance Plan and Highway Safety Plan that
establishes goals and objectives for the 2015 fiscal year
(October 1 through September 30). The plan also
recommends projects for funding to reach the
established goals for the following program areas:
 Alcohol and other drug countermeasures;
 Occupant protections;
 Speed Enforcement;
 Motorcycle safety;

 Assessment of the effectiveness of implemented
improvements.

 Pedestrian safety;

AHTD selects projects for implementation through HSIP
following a data‐driven approach that identifies safety
problems in a systemic manner, identifies
countermeasures to address them, and prioritizes

 Traffic records.

Alliance Transportation Group, Inc.

 Teen driver safety; and
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Hot Springs Comprehensive Plan

The 2009 City of Hot Springs Comprehensive Plan
identifies transportation safety as a top priority for the
city. The plan proposes an approach to transportation
safety that emphasizes slower driver speeds and
pedestrian safety rather than designing “forgiving”
roadways that improve driver safety at the detriment of
other roadway users by encouraging faster driving
speeds.
Recommendations

Under MAP‐21, states and MPOs are required to adopt
a performance‐ and outcome‐based approach to
transportation planning that relies heavily on existing
and projected data to evaluate the effectiveness of
strategies in addressing goals and objectives, including
those related to safety. The crash analysis provided in
Chapter 3 provides a basis for the safety planning
element and the following recommendations will help
the MPO comply with final safety performance
management requirements:
 Identify measurable safety goals and objectives;
 Transition to a more data‐driven, strategic
approach to safety planning;
 Collaborate with key safety stakeholders;
 Coordinate closely with the State in the
development, evaluation, and reporting of
performance targets that support the statewide
safety goals and objectives, as well as regional and
local safety goals; and
 Provide training opportunities for MPO staff to
increase their knowledge related to transportation
safety planning.

Security
Planning for transportation security seeks to mitigate or
avoid harm to the transportation network inflicted
either intentionally by people (such as terrorist acts or
criminal activities), or circumstantially through natural
disasters such as hurricanes, earthquakes, or other
weather events. Security planning is carried out by
multiple levels of government and involves all four
phases of emergency management: preparedness,
response, recovery, and mitigation.
In support of state, regional, and local security goals
and objectives, the primary role of the MPO is to
facilitate coordination between agencies responsible for
Alliance Transportation Group, Inc.

transportation security, including law enforcement,
emergency response, transit agencies, and homeland
security departments.
Review of Agencies and Programs
Arkansas Department of Emergency Management

The Arkansas Department of Emergency Management
(ADEM) develops and maintains state‐level emergency
plans, distributes state standards for and assists
jurisdictions in developing local emergency
management plans, and reviews those plans for
conformance with state planning standards. The
department also serves as Arkansas’ Homeland Security
Agency.
Updated in 2014, the Arkansas Comprehensive
Emergency Management Plan (ARCEMP) describes how
the State will mitigate the effects of, prepare for,
respond to, and recover from hazards to public health
and safety, including natural disasters, technological
accidents, homeland security threats, and other
emergency situations. The plan designates AHTD as the
State agency responsible for coordinating all
transportation related emergency management
activities, which include:
 Clearing routes and temporarily restoring public
facilities;
 Assisting with damage assessment of transportation
infrastructure;
 Assisting state and local government entities in
determining the most viable transportation
networks to, from, and within disaster areas; and
 Providing assistance to other state and local
government agencies in the transport of urgent
supplies to impacted areas.
The plan also identifies key agencies and organizations
that will support AHTD’s emergency management
responsibilities, and outlines each entity’s role in or
resource contribution to transportation‐related
emergency management activities.
West Central Arkansas Planning and Development
District

The West Central Arkansas Planning and Development
District (WCAPDD) facilitates regional emergency
management planning through several programs. The
organization is also a member of the Arkansas
Floodplain Management Association and retains a
certified Floodplain Manager on staff.
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Disaster Relief Grants

WCAPDD helps coordinate local grant management of
Community Development Block Grant (CDBG) Disaster
Funds administered through the Arkansas Economic
Development Commission. Communities become
eligible to receive these funds following a Presidential
disaster declaration. WCAPDD also provides technical
assistance for communities wishing to address long‐
term disaster planning through competitive grants
administered by the Department of Commerce’s
Economic Development Administration.
FEMA Hazard Mitigation Plans

The purpose of FEMA’s Hazard Mitigation Grant
Program (HMGP) is to “help communities implement
hazard mitigation measures following a Presidential
major disaster declaration.”5 All counties in WCAPDD –
except Garland and Perry counties – have completed a
FEMA‐approved Hazard Mitigation Plan.

 Collaborate with security and emergency response
professionals and organizations on an ongoing
basis; and
 Provide training opportunities for MPO staff to
increase their knowledge related to transportation
security planning.

Build Strategies to address Unmet
Needs
This section builds upon the work completed as part of
the needs analyses discussed in Chapter 3, to identify
deficiencies in the Tri‐Lake area’s transportation
network. This section outlines the steps taken to
address or mitigate the deficiencies identified by
developing an unconstrained list of possible
improvements to the transportation network, and then
developing a project prioritization process and ranking
those improvements according to community values.

Arkansas Continuity of Operations Program (ACOOP)

Continuity of Operations Plans (COOPs) focus state
energy and resources on plans that minimize the impact
of natural and man‐made disasters on state operations.
WCAPDD provides technical assistance to local agencies
or organizations wishing to establish a COOP plan.
Recommendations

The following recommendations, shown in no particular
order, are designed to strengthen transportation
security planning in the Tri‐Lakes area and should be
coupled with elements of the final rules as published by
the FHWA and disseminated by AHTD:
 Create a local definition of security;
 Continue to assess the most significant threats,
high‐potential targets, and least hardened
infrastructure elements within the Tri‐Lakes area;
 Work with federal, state, regional, and local
jurisdictions and transportation providers to
develop evacuation plans for the “transportation
disadvantaged;”
 Establish a COOP plan for the entire Tri‐Lakes area;
 When eligible, establish a FEMA‐approved Hazard
Mitigation Plan for Garland County;

Source: City of Hot Springs

Project Identification
Once the no‐build strategies were considered, potential
projects to expand or build new facilities were
examined. The results of technical reviews, available
planning studies, highway and corridor studies,
consultation with local traffic engineers, planners, and
other stakeholders, and a call for transportation
projects were all combined to develop a list of
candidate projects slated for further consideration.

5

FEMA. 2015. Hazard Mitigation Plan. “Program Overview.”
Available: https://www.fema.gov/hazard‐mitigation‐grant‐
program
Alliance Transportation Group, Inc.

4‐14

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

Project Prioritization
The project prioritization process used a project scoring
tool which combined input gathered from the public
during the visioning process, outputs from the roadway
deficiencies analysis (volume to capacity (V/C) ratios),
and the expertise of Technical Committee members to
assess the community benefits of proposed
transportation projects.
The process resulted in a prioritized list of short‐, mid‐,
and long‐term transportation improvements planned
for implementation. Based on this multi‐faceted
process, the listing of transportation projects is not only
reflective of the community’s vision, responsive to
mobility needs, and technically sound, but it also
complies with federal requirements for metropolitan
transportation planning.
Planning Factors and Project Criteria

MAP‐21 requires the transportation planning process
for metropolitan areas to consider strategies and
projects that address eight planning factors:
 Support the economic vitality of the
metropolitan area, especially by enabling
global competitiveness;
 Increase the safety of the transportation
system for motorized and non‐motorized
users;
 Increase security of the transportation system
for motorized and non‐motorized users;
 Increase accessibility and mobility of people
and freight;
 Protect and enhance the environment,
promote energy conservation, improve the
quality of life, and promote consistency
between transportation improvements and
State and local planned growth and economic
development patterns;
 Enhance the integration and connectivity of
the transportation system, across and
between modes, for people and freight;
 Promote efficient system management and
operation; and
 Emphasize the preservation of the existing
transportation system.

Based on these planning factors, a set of project
evaluation criteria was developed to ensure each aspect
Alliance Transportation Group, Inc.

of the factors was taken into consideration in assessing
the merits of the proposed projects. The criteria are:
 Improves safety – protects against unintentional
harm (e.g. traffic collisions)
 Protects the environment – reduces air and noise
pollution, protects critical habitats, avoids
developing in flood‐prone areas, protects historical
and cultural resources, etc.
 Promotes efficiency – maximizes the potential of
the existing transportation system (e.g. improved
signal timing, limiting the number of driveways on
certain roads, preserving the existing system
through overlays, etc.)
 Supports land use goals – coordinates plans for the
transportation system with plans for land
development
 Increases street connections – improves circulation
within the community and to external destinations
by connecting roads to provide multiple options for
reaching destinations
 Conserves energy – reduces the use of natural
resources
 Improves access – balances access to land uses with
the efficient flow of traffic
 Improves security – protects against intentional
harm (e.g. security threats)
 Reduces congestion – minimizes the time spent in
traffic congestion
 Supports economic development goals – improves
or builds transportation infrastructure that
increases access to markets, attracts employers,
makes businesses more accessible, etc.
 Connect modes of travel – improves the ease with
which people can use multiple modes of travel to
reach destinations (e.g. ride a bike to a bus stop)
 Increases multi‐modal options – provides travelers
with more options for reaching their destinations,
such as biking, walking, riding the bus, or driving a
car
 Improves quality of life – ensures the transportation
system has a positive impact on the community’s
standard of living (e.g. safe routes to schools,
recreation, etc.)
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 Preserves right‐of‐way – plans ahead for the future
expansion of the transportation system and
guarantees land will be available before
development occurs to reduce future costs
Visioning Workshop Rankings of Evaluation Criteria

During the visioning process the public was asked to
rank the criteria based on their personal preferences.
The results were combined to assign a final ranking of
the evaluation criteria based on community values. The
following table presents the final criteria ranking and
the resulting weighting value used to compute the final
project prioritization list:
Criteria

Public Ranking

Weight

Improve Safety

1

2.0

Improve Quality of Life

2

1.9

Reduce Congestion

3

1.8

Support Economic
Goals

4

1.7

Protect Environment

5

1.6

Promote Efficiency

5

1.5

Improve Access

7

1.4

Increase Connections

8

1.3

Increase Multi‐modal
Options

9

1.2

Conserve Energy

10

1.1

Connect Modes of
Travel

11

1.0

Improve Security

12

0.9

Support Land Use
Goals

13

0.8

Preserve Right‐of‐Way

14

0.7

Project Scoring

The project scoring process combined the results of the
deficiencies analysis with the weighted evaluation
criteria to arrive at a final list of prioritized projects that
resulted from both qualitative and quantitative
evaluation metrics.
Travel Demand Model Scoring

Each project was assigned a “reduces congestion”
criterion score based on the project’s location in
relation to roadways that have a high V/C ratio
according to the roadway deficiencies analysis results.
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Technical Committee Project Scoring

Each member of the Technical Committee was asked to
score each project based on how well it aligns with, or
contributes to, achieving the community’s
transportation vision. Members assigned one, two, or
three points per criterion for every project based on the
degree to which they felt the project addressed the
criteria (see scoring sheet example below).
 Projects with a high direct correlation to the
criterion were assigned three points;
 Projects with medium influence on the criterion
were assigned two points; and
 Projects with minimal to no impact on the criterion
were assigned one point.

For example, if a project was thought to have a
significant impact on safety, the project would be
assigned three points for the “Improves Safety”
criterion. If the project did nothing to increase multi‐
modal options, it would be assigned one point for that
criterion. Short‐, mid‐, and long‐term projects were
scored at the same time and then separated into
separate, ranked lists.
Committee members were able to use their technical
expertise and local knowledge to adjust the criteria
weights to best meet regional transportation goals and
needs.
Policy Board Adoption of Prioritized Project List

Once the Technical Committee completed their portion
of the scoring process, the final scores and list of
prioritized projects were sent to the Policy Board for
approval. The Policy Board was then able to accept or
reject the list. The Policy Board approved the prioritized
list at their July 2, 2015 meeting. If they had rejected it,
the projects would have been re‐scored by the
Technical Committee and the final rankings would be
updated to reflect the new scores.
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5

Systems Level Analysis of Proposed
Projects

Metropolitan transportation planning is not solely
concerned with the best way to move people and
goods. In addition to mobility concerns, the planning
process also examines the interaction of proposed
transportation improvements with the natural and
human environment. For the purposes of the
metropolitan transportation plan, potential impacts on
environmental resources and quality of life in the region
are evaluated at a system‐wide level. A more detailed
analysis of the specific impacts associated with a project
is typically performed later in the project development
process to fulfill requirements under the National
Environmental Protection Act (NEPA).
The primary goal of the systems‐level analysis is to
evaluate whether the proposed program of
unconstrained potential transportation improvements
may negatively impact the environment or result in
disparate impacts to certain populations. It is intended
to serve as a guide for implementing agencies and
elected officials as projects progress through the
development process. While it is not always possible to
avoid negative impacts to environmentally sensitive
areas, the goal of the environmental mitigation analysis
is to balance the need for transportation improvements
with environmental protection and quality of life
considerations and, where possible, to increase access
to natural and cultural resources in the region.
Mitigation activities should be considered during all
phases of project planning, design, construction, and
maintenance.
In addition to environmental and cultural resources, the
systems‐level analysis addresses environmental justice
considerations to ensure both the benefits and the
burdens of the transportation system are distributed
equitably across the region. The term environmental
justice first emerged in the metropolitan transportation
planning discussion in 1994 with the issuance of
Executive Order 12898: Federal Actions to Address
Environmental Justice in Minority Populations and Low‐
Income Populations. The executive order was based

Alliance Transportation Group, Inc.

upon Title VI of the Civil Rights Act and required that all
federal actions comply with three primary principles:
1. To avoid, minimize, or mitigate disproportionately
high and adverse impacts to human health and
environmental effects, including social and
economic effects, on minority and low‐income
populations;
2. To ensure the full and fair participation by all
potentially affected communities in the
transportation decision‐making process; and
3. To prevent the denial of, reduction in, or significant
delay in the receipt of benefits by minority and low‐
income populations.
Identifying potential impacts on the environment, as
well as low‐income and minority populations, involves a
three step process that includes:
 Defining and developing an inventory of
environmental resources/minority and low‐income
populations;
 Identifying and assessing the potential impacts of
proposed transportation improvements on these
resources; and
 Addressing possible mitigation activities at a
system‐wide level.

Environmental Mitigation Analysis
As the eastern gateway to the Ouachita Mountains in
Arkansas, the Tri‐Lakes region is characterized by hilly
and mountainous terrain with numerous creeks, natural
drainages, and flood plains. Hot Springs is flanked, to
the south and west, by Lakes Hamilton and Catherine,
with Lake Ouachita thirty minutes from downtown to
the northwest. These three lakes anchor the Tri‐Lakes
area and are part of the larger Diamond Lakes region of
southwest Arkansas. This region also includes Lake
DeGray and Lake Greeson, located further south and
southwest of the Hot Springs metropolitan area,
respectively.
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Hot Springs National Park, located north of Hot Springs,
is the oldest Federal Reserve in the nation and was
created specifically to preserve and protect its unique
geothermal springs. The region is also home to the
Ouachita National Forest, two State Parks – Lake
Ouachita State Park and Lake Catherine State Park –
and numerous locally maintained parks and trails that
provide unique opportunities for hiking, running,
walking, and bicycling throughout the area. In addition
to the wide variety of opportunities for recreation and
leisure, the region boasts numerous historical and
cultural attractions, including the Garvan Woodland
Gardens, an extraordinary botanical garden located on
a 210‐acre peninsula on Lake Hamilton in the
southernmost point of Hot Springs.

The location of the region’s environmental and cultural
resources including lakes and streams, wetlands,
floodplains, parks, open space, recreational areas, and
historic sites, were first inventoried as part of the
environmental analysis. The data and information used
to conduct the analysis included flood plain maps from
the Federal Emergency Management Agency (FEMA);
wetlands maps from the State; parks and land use data
from the City of Hot Springs; historic sites from the
National Register of Historic Places; and state and
federal wildlife and environmental protection
resources.
Figure 5 ‐ 1 shows the environmental, historical, and
cultural resources in the region that were inventoried
as part of the environmental mitigation analysis.

Figure 5 - 1: Environmental, Historical, and Cultural Resources

Alliance Transportation Group, Inc.
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Using a GIS methodology developed by the Southeast
Michigan Council of Governments1 that was designated
as an effective practice by the Federal Highway
Administration (FHWA),2 proposed transportation
projects were mapped and buffered according to
project type. Six project types were identified, including
bridges, congestion capacity, congestion non‐capacity,
non‐motorized, pavement, and rail projects. Table 5 ‐ 1
summarizes the total number of proposed projects for
each project type included in the systems level analysis.
This total does not represent the total number of
projects listed in the 2040 MTP as particular projects
were not analyzed due to the exclusionary nature of the
project type (e.g. overlays, etc.).
Table 5 - 1: Project Types Analyzed
Total Number Proposed
Project Types Analyzed

Project Type
Bridge

12

Congestion Capacity

24

Congestion Non‐Capacity

14

Non‐motorized

26

Pavement

2

Rail

1

Total

79

Source: City of Hot Springs

In determining buffer sizes, both project type and the
environmental resource being examined were taken
into consideration. Certain project types, such as non‐
motorized trail projects, were assigned smaller “areas
of influence” based on the assumption that the
potential impacts of these types of projects would not
extend as far as other project types, such as roadway
construction projects. Similarly, buffer sizes varied
according to the environmental resource being
examined. While some environmental resources may
only be impacted by the adjacency of proposed
projects, for example, recreation areas and historic
sites, others – such as water resources ‐‐ may still be
impacted by a project even when there is considerable
distance between the resource and the project. Table 5
‐ 2 summarizes the buffer sizes assigned to each project
type according to the environmental resource being
examined.

Table 5 - 2: Project Buffer Sizes
Environmental
Resource

Bridges

Congestion
Capacity

Congestion
Non-Capacity

Nonmotorized

Pavement

Rail

Lakes and Streams

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

Wetlands

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

100‐Year Flood Plain

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

Parks and Recreation
Areas

250’

250’

250’

250’

250’

250’

Historic Sites

250’

250’

250’

250’

250’

250’

Project buffers and environmentally sensitive resources
were then mapped to identify overlapping areas. Where
a project buffer and an environmentally sensitive
resource intersect, an impact is considered possible.

Figure 5 ‐ 2 provides an example of the buffer analysis,
showing proposed projects, parks, open space, and
recreation areas, and areas of possible project impacts.

1

2

http://www.swmpc.org/downloads/enviro_transpo_guidan
ce.pdf
Alliance Transportation Group, Inc.

http://environment.fhwa.dot.gov/integ/case_semcog.asp
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Figure 5 - 2: Example Buffer Analysis

Table 5 ‐ 3 quantifies the number of possible impacts to
the inventoried environmental resources for each
project type. The risk to flood prone areas is the
greatest, with 71 proposed projects having a potential
impact on a 100‐year floodplain. The list of proposed
potential improvements presents few concerns
regarding parks and recreation areas or historic sites,
with only eight projects located within close proximity

of a park and four projects within close proximity of a
historic site. Moreover, five of the eight projects located
within close proximity of a park are non‐motorized trail
projects that will likely enhance access to these
important community resources. Table 5 ‐ 4 lists the
historic sites and parks that may be impacted by the
proposed transportation improvements.

Table 5 - 3: Number of Possible Impacts to Inventoried Environmental Resources
Project Type
Bridges
Congestion Capacity
Congestion Non Capacity
Non‐motorized
Pavement
Rail
Total

Alliance Transportation Group, Inc.

Water
Resources
0
5
5
9
2
0
21

Wetlands
1
14
10
3
2
0
30

100-Year
Flood Plain
11
22
11
24
2
1
71

Parks and
Recreation Areas
0
0
3
5
0
0
8

Historic Sites
0
2
1
1
0
0
4
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Table 5 - 4: Historic Sites That May Be Impacted By Proposed Projects
Proposed Project

Resource

Gulpha Creek Corridor Trail

Hot Springs National Park
Missouri‐‐Pacific Railroad Depot‐‐Hot Springs

Gulpha Creek Greenway Trail
Riviera Hotel
Hobson

Jones School

Hwy 7 (Central Ave)

Hot Springs Confederate Monument
Langdon Filling Station
Taylor Rosamond Motel Historic District
Butchie's Drive‐In
Cottage Courts Historic District
Bellaire Court Historic District
Parkway Courts Historic District
Cove Tourist Court
Short‐Dodson House
Wildwood
Wheatley Courts

Hwy 7 (Park Ave)
Stitt House
Lynwood Tourist Court Historic District
Fordyce House
Passmore House
Opal's Steak House
Mountainaire Hotel Historic District
Perry Plaza Court Historic District
Clinton, Bill, Boyhood Home
Hot Springs National Park
Belvedere Country Club
Magic Springs Trail
Missouri Pacific Trivista Neighborhood Connection Trail

Hot Springs National Park
Jaycee Park
Hot Springs Country Club

Shady Grove Road
Jaycee Park

Alliance Transportation Group, Inc.
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The information presented as part of the systems‐level
analysis is intended to serve as a guide to implementing
agencies and elected officials. Further project‐level
analysis will need to be performed in order to
determine the likely impacts of proposed projects. It
should be noted that simply because a project buffer
intersects an environmental resource, it does not mean
the resource will be impacted, nor does the absence of
an intersection mean a project will not have any
impacts on environmental resources.

Potential Mitigation Activities
Federal regulations require the metropolitan planning
process to include “a discussion of types of potential
environmental mitigation activities and potential areas
to carry out these activities, including activities that may
have the greatest potential to restore and maintain the
environmental functions affected by the plan.”3 FHWA
recommends an ordered approach to mitigation known
as “sequencing” that involves understanding the
affected environment and assessing transportation
effects through project development. This ordered
approach involves:
 Avoiding the impact altogether by not taking a
certain action or parts of an action;
 Minimizing impacts by limiting the degree or
magnitude of the action and its implementation;
 Rectifying the impact by repairing, rehabilitating, or
restoring the affected environment;
 Reducing or eliminating the impact over time by
preservation and maintenance operations during
the life of the action; or
 Compensating for the impact by replacing or
providing substitute resources or environments.

Source: City of Hot Springs

3

Recognizing that the type and the level of mitigation
activities will vary depending on the scope of the
project, the Tri‐Lakes MPO proposes a toolbox of
mitigation measures and general areas where these
activities can be implemented. These measures, listed
in Table 5 ‐ 5, are intended to be regional in scope and
may not necessarily address potential project‐level
impacts. As proposed projects progress through the
project development process, mitigation should be an
integral part of alternatives development and the
analysis process from the start in order to maximize
effectiveness.

23 CFR 450.322(f)(7)

Alliance Transportation Group, Inc.
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Table 5 - 5: Mitigation Measures Toolbox
Resource

Wetlands or water resources

Forested and other natural areas

Agricultural areas

Endangered and threatened species

Ambient air quality

Cultural resources

Parks and recreation areas

Air Quality
Improving regional air quality and maintaining
compliance with federal air quality standards is a
fundamental consideration in the metropolitan
transportation planning process. The construction of
new transportation infrastructure increases the
capacity for vehicles on regional roadways, which has
the potential to increase traffic‐related air pollutants in
the Tri‐Lakes Area.

Alliance Transportation Group, Inc.

Mitigation Measures
 Avoidance, minimization, compensation
– Preservation
– Creation
– Restoration
– In‐lieu fees
– Riparian buffers
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Replacement property for open space easements to be of
equal fair market value and of equivalent usefulness
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Time‐of‐year restrictions
 Construction sequencing
 Design exceptions and variances
 Species research
 Species fact sheets
 Memoranda of Agreements for species management
 Environmental compliance monitoring
 Transportation control measures
 Transportation emission reduction measures
 Avoidance, minimization
 Landscaping for historic properties
 Preservation in place or excavation for archeological sites
 Memoranda of Agreement with the Department of
Historic Resources
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization, mitigation
 Design exceptions and variances
 Environmental compliance monitoring

In 1963, in response to increasing air pollution, the U.S.
Congress passed the original Clean Air Act which
established a federal program for researching
techniques to monitor and control air pollution. The
Clean Air Act of 1970 increased federal enforcement
authority and authorized the development of national
ambient air quality standards to limit common and
widespread pollutants. These standards, known as the
National Ambient Air Quality Standards (NAAQS), define
the allowable concentration of pollution in the air for six
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"criteria" pollutants, including carbon monoxide, lead,
nitrogen dioxide, particulate matter, ozone, and sulfur
dioxide.
The Clean Air Act identifies two types of national
ambient air quality standards:
 Primary standards provide public health protection,
including protecting the health of "sensitive"
populations such as asthmatics, children, and the
elderly.
 Secondary standards provide public welfare
protection, including protection against decreased
visibility and damage to animals, crops, vegetation,
and buildings.

The existing standards for each of the six "criteria"
pollutants are listed in Table 5 ‐ 6. The units of measure
for the standards are parts per million (ppm) by volume,
parts per billion (ppb) by volume, and micrograms per
cubic meter of air (µg/m3). The existing standard for
Ozone was established by a 2008 Final Rule. In
November, 2014 the EPA proposed to revise the
primary and secondary standards to somewhere within
the range of 0.065 and 0.070 ppm. After the proposed
rule was published in December, 2014 the EPA
accepted written comments on the proposed rule until
March 17, 2015. The EPA is scheduled to issue the Final
Rule on this standard in November, 2015.

Table 5 - 6: Existing Standards for Criteria Pollutants
Pollutant

Primary/
Secondary

Carbon Monoxide4

Primary

Lead5
Nitrogen Dioxide

Primary and
Secondary
Primary6
Primary and
Secondary7

PM2.5
Particle
Pollution9
PM10

Level

Form

8‐hour

9 ppm

1‐hour

35 ppm

Not to be exceeded more than once per
year

Rolling 3‐month
average
1‐hour

0.15 µg/m3

Not to be exceeded

100 ppb

98th percentile, averaged over 3 years

Annual

53 ppb

Annual mean

8‐hour

0.075 ppm

Annual
Annual

12 µg/m3
15 µg/m3

Annual fourth‐highest maximum daily 8‐
hour concentration, averaged over 3
years
Annual mean, averaged over 3 years
Annual mean, averaged over 3 years

24‐hour

35 µg/m3

98th percentile, averaged over 3 years

Primary and
Secondary

24‐hour

150 µg/m3

Not to be exceeded more than once per
year, averaged over 3 years

Primary10

1‐hour

75 ppb

Secondary11

3‐hour

0.5 ppm

Primary and
Secondary

Ozone8

Averaging Time

Primary
Secondary
Primary and
Secondary

Sulfur Dioxide

Regions are designated by the EPA as either in
attainment or nonattainment for NAAQS. Attainment
means the concentration of each pollutant does not
exceed NAAQS. Non‐attainment means the

concentration of at least one pollutant exceeds the
maximum defined threshold. If an area is designated as
non‐attainment, the State must develop and submit a
State Implementation Plan (SIP). The SIP addresses each

4

8

5

9

76 FR 54294, Aug 31, 2011
73 FR 66964, Nov 12, 2008
6
75 FR 6474, Feb 9, 2010
7
61 FR 52852, Oct 8, 1996
Alliance Transportation Group, Inc.

9th percentile of daily 1‐hour maximum,
averaged over 3 years
Not to be exceeded more than once per
year

73 FR 16436, Mar 27, 2008
Dec 14, 2012
10
75 FR 35520, Jun 22, 2010
11
38 FR 25678, Sept 14, 1973
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pollutant that exceeds NAAQS and establishes an
overall regional plan to reduce air pollution emission
levels, designed to return the area to, and maintain,
attainment status. Once a nonattainment area meets
the standards, EPA will designate the area to
attainment as a "maintenance area." Maintenance
areas are required to have a Maintenance Plan in place
to ensure continued attainment of the respective air
quality standard. The Clean Air Act defines specific
timetables to attain air quality standards, and requires
non‐attainment areas to demonstrate reasonable
progress in reducing air pollutants until the area
achieves attainment.

Air Quality in the Tri-Lakes Region
The Tri‐Lakes Area is home to one air quality monitoring
site as part of Arkansas’ monitoring network. This site
monitors fine particulate matter (PM2.5) using the
Federal Reference Method (FRM) and is shown below in
Figure 5 ‐ 3 along with all the other monitoring network
sites in the state. Ambient air monitoring is overseen by
the Arkansas Department of Environmental Quality
(ADEQ) Air Division.

Figure 5 - 3: Arkansas Ambient Air Quality Monitoring Network

Source: Arkansas Department of Environmental Quality, Monitoring Network

maintain regional air quality include reducing the
number of vehicle miles traveled, idling time, and
improving access to transit and non‐motorized modes
of transportation. These factors were considered as
part of the project selection process used to prioritize
projects for inclusion in the 2040 MTP.

Arkansas is one of the few states that has never had a
county designated as nonattainment for sulfur dioxide,
particulates, nitrogen oxides, hydrocarbons, and lead.
One county in Arkansas, Crittenden, has been
designated as a nonattainment area for ozone under
both the 1997 and 2008 standards. The Tri‐Lakes Area,
however, has consistently maintained an attainment
designation.

Environmental Justice Analysis

Although the Tri‐Lakes area is an air quality attainment
area, maintaining attainment status is a community
priority. Transportation‐related strategies that help to

As noted above, the term environmental justice first
emerged into the discussion of metropolitan
transportation planning in 1994 with the issuance of

Alliance Transportation Group, Inc.
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Executive Order 12898. Based upon Title VI of the Civil
Rights Act, the executive order required that all federal
actions comply with three primary principals:
1. To avoid, minimize, or mitigate disproportionately
high and adverse impacts to human health and
environmental effects, including social and
economic effects, on minority and low‐income
populations;
2. To ensure the full and fair participation by all
potentially affected communities in the
transportation decision‐making process; and
3. To prevent the denial of, reduction in, or significant
delay in the receipt of benefits by minority and low‐
income populations.

5. Using socio‐economic data layers from the US
Census, transit system route layers from local
transit providers, and geographic layers with the
locations of major trip destinations, the study team
performed a spatial analysis of the market coverage
provided by the current transit system and
identified potential gaps in service; and
6. The study team focused on developing a
multimodal transportation system that served
diverse travel markets and supported the trip
purposes of various transportation consumers,
including the identified environmental justice
population.

The passage of the SAFETEA‐LU transportation
legislation in 2005 specifically codified the
environmental justice goal of including low‐income and
minority populations in the decision‐making process.
These requirements were continued under the most
recent transportation bill, MAP‐21. Using the guidance
contained in the metropolitan planning regulations, the
study team incorporated environmental justice
considerations into the development of the 2040 MTP
through the following steps:
1. The study team identified and mapped the
locations of minority and low‐income populations
and performed a GIS‐based analysis of the
proximity of proposed transportation
improvements to environmental justice
communities;
2. Using the MPO’s adopted public participation plan
as a guide, the study team designed and
implemented an early and meaningful public
participation program that provided an opportunity
for the public to be partners in the planning
process;
3. In the development of the 2040 MTP, at least one
public involvement meeting per round was held in
an area defined by the 2010 census as being of low
to moderate income or having a predominantly
minority population;
4. The study team ensured that public transportation
providers, upon which the environmental justice
community is most dependent, were strong
partners in the planning process;

Alliance Transportation Group, Inc.

Identifying potential impacts on environmental justice
communities involves a three‐step process similar to
the one used for the environmental mitigation analysis,
including:
 Defining and developing an inventory of minority
and low‐income populations;
 Identifying and assessing the potential impacts of
proposed transportation improvements on these
communities; and
 Addressing possible mitigation activities at a
system‐wide level.
TL‐MPO identified the locations of minority and low‐
income environmental justice population
concentrations using appropriate U.S. Census data.
These populations were identified at the census block
group level (based on 2009‐2013 American Community
Survey data). A block group is considered a minority
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census block group when the minority population of the
block group is at least 50 percent of the total
population. Out of the planning area's census block
groups, five have a minority population equal to or
greater than 50 percent and, therefore, are considered
minority, environmental justice populations. The
concentrations of minority, environmental justice
populations are generally located within the City of Hot
Springs.
The Department of Housing and Urban Development
defines low‐income as “a family whose annual income

does not exceed 80 percent of the median income for
the area.” Based on the 2009‐2013 American
Community Survey data, the median household income
in Garland County is $39,162. Therefore, any census
block group with a median household income equal to
or less than $31,330 is considered to be a low‐income,
environmental justice population. Of the planning
area's census block groups, there are 20 block groups
considered low‐income, environmental justice areas.
Figure 5 ‐ 4 shows the location of minority and low‐
income populations in the Tri‐Lakes region in relation to
the unconstrained program of potential projects.

Figure 5 - 4: Environmental Justice Populations

Minority and low‐income populations are closely
related and concentrated in central Hot Springs.
Although there are low‐income areas outside central
Hot Springs, the Tri‐Lakes area largely follows spatial
patterns common to the majority of United States
cities, where low‐income individuals and minorities
Alliance Transportation Group, Inc.

reside near the city core, while more affluent and
mostly white individuals live in the outlying suburbs. At
the systems level, proposed projects appear to be fairly
distributed across the region, with 85% of the proposed
projects intersecting either a low‐income or minority
population. Over 60% of the proposed projects
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intersect a low‐income population, and just over 20% of
proposed projects are within close proximity of a
minority population. Table 5 ‐ 7 summarizes the results
of the environmental justice analysis. A 250 foot buffer
was used for all project types.

modes of transportation are given appropriate
consideration in the planning process. Nearly a third of
the proposed projects in the 2040 MTP are non‐
motorized projects that will directly benefit individuals
with no or limited access to a personal vehicle.

Table 5 - 7: Summary of EJ Analysis Results

The key consideration in determining unintended
consequences or disparate impacts to environmental
justice populations is how the project objectives match
the community's transportation needs. The Tri‐Lakes
MPO is committed to working with project sponsors to
mitigate negative impacts on environmental justice
communities using measures such as impact avoidance
or minimization and context sensitive solutions
(appropriate functional and/or aesthetic design
features).

Minority

Percent
Analyzed
Projects

Low
Income

Percent
Analyzed
Projects

2

16.7%

4

33.3%

3

12.5%

15

62.5%

1

7.1%

10

71.4%

10

38.5%

17

65.4%

0

0.0%

1

50.0%

Rail

0

0.0%

1

100.0%

Total

16

20.3%

48

60.8%

Project
Type
Bridges
Congestion
Capacity
Congestion
Non
Capacity
Non‐
motorized
Pavement

Similar to the environmental mitigation analysis, a more
detailed, project‐level analysis will need to be
performed to better understand the likely impacts of
transportation improvements on environmental justice
populations. The proximity of projects to environmental
justice populations may have both positive and negative
impacts. For example, it is assumed that the mobility,
access, and safety benefits of most projects accrue
most strongly to those areas in close proximity to the
project. Therefore, if the project objectives are
consistent with the travel market needs of adjacent
communities, the project is viewed as having a positive
impact.
On the other hand, the physical impacts of project
construction and footprint also have the greatest
negative impacts on adjacent communities. Large
infrastructure projects whose objectives are not
consistent with community needs represent potential
negative impacts. Examples include the construction of
a new railway line that may create safety and noise
pollution concerns, the construction of a new roadway
that divides an existing community or creates barriers
to other resources and/or activities, or improvements
that may increase freight traffic or the movement of
hazardous materials through low‐income areas.
In determining unintended consequences or disparate
impacts to environmental justice populations, the Tri‐
Lakes MPO also considers the distribution of
improvements across modes to ensure non‐motorized
Alliance Transportation Group, Inc.

Human Service Transportation
Coordination Analysis
An analysis was conducted to determine whether the
MTP adequately supports the goals and objectives of
the regional human services transportation
coordination plan. The Garland County Coordinated
Transit Plan was adopted on June 6, 2007 and is
designed to improve the quality and quantity of services
available to the elderly, handicapped, and
disadvantaged populations in the region. The goals of
the plan are outlined in Chapter 2 and summarized
below.
 Develop interagency referral forms;
 Maintain the existing level of service to transit
dependent individuals;
 Expand the existing level of service to meet the
needs of transit dependent individuals in the
service area;
 Assist all the transit providers in the Tri‐Lakes MPO
area in assessing the needs and determining
solutions to individual provider’s needs;
 Provide more efficient and effective service
delivery;
 Provide a better quality of life for public
transportation dependent persons;
 Provide easier access to systems, facilities, and
services; and
 Work with the Office of Emergency Services to
create a transportation disaster plan.
5‐12
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One key area in which this MTP supports the goals of
the Human Services Transportation Plan is through the
transit analysis that was conducted during the needs
assessment phase of MTP development. The analysis of
existing conditions was described in Chapter 3 and an
assessment of conceptual bus route extensions and
their impact on transit access to population,
employment, and activity centers in the region is
provided in Appendix B. This analysis can be used by
transit providers to help assess regional needs and
potential solutions to improve access to key
destinations in the region, and, if significant funding
increases occur, may assist transit providers with
expanding the existing level of service in an efficient
and effective manner to meet the needs of transit
dependent individuals in the service area.
Coordination between the various transit providers in
the region, as well as between transit providers and
human services providers in the region can help to
increase the efficiency and effectiveness of service
delivery without the high costs associated with
expanding fixed route service. Through close
coordination, transit providers and human services
providers can:
1. Identify what services exist;
2. Identify what services are needed; and
3. Leverage resources to fill identified gaps.
The MPO is a key facilitator in these coordination
efforts by championing the implementation of the
strategies identified in the human services
transportation coordination plan. The MPO will
periodically revisit and evaluate the plan to ensure
strategies continue to address the needs of the
community.

Alliance Transportation Group, Inc.
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6

Financial Analysis and Fiscal Constraint

According to federal regulations, transportation
improvement projects included in a metropolitan
transportation plan (MTP) must fall within the financial
capabilities of the community. The final project list
included in the MTP must therefore be fiscally
constrained – i.e., the amount of revenues available for
projects must be greater than or equal to the
anticipated cost of the projects.

70 Business, State Highway 7, and the Martin Luther
King Expressway are the only roads in the TL‐MPO area
that are eligible for this type of funding. In 2015, AHTD
estimated that $2.739 million was available for the TL‐
MPO area in this category.

This chapter includes a list of funding sources and dollar
amounts anticipated to be available to fund projects
included in the Tri‐Lakes 2040 MTP. It also outlines the
process by which historic trends in funding were
assessed and funding levels were forecast to determine
the amount of funds available.
Because federal regulations stipulate that the financial
forecast take into account the change in value of the
dollar due to inflation, revenues and costs discussed in
this chapter were calculated in year‐of‐receipt and
year‐of‐expenditure dollars, respectively.

Calculating Revenues
Roadway Revenue
The following programs were considered when
calculating the total amount of roadway revenue
available for the 2040 MTP. The amount of funding
estimated to be available for projects in the TL‐MPO
area in 2015 are listed for each category. These
estimates were used to form the base year revenues
that were extrapolated to complete the funding
forecast for the duration of the MTP.
Federal Revenue Sources
National Highway System (NHS)

This category provides federal funds for improvements
to the existing pavement condition of routes on the
National Highway System (NHS). These projects
improve the ride quality or extend the life of pavement
on the system. Projects that increase lane and/or
shoulder widths to current standards are eligible for this
type of funding, while projects that add capacity to
existing NHS roads are ineligible. U.S. Highway 270, U.S.
Highway 270 Business, U.S. Highway 70, U.S. Highway

Alliance Transportation Group, Inc.

Source: City of Hot Springs

Highway Bridge Replacement and Rehabilitation
Program

This program funds the replacement or rehabilitation of
eligible state‐ or county‐owned bridges. Projects in this
category may include increasing lane and/or shoulder
widths to current standards, but may not add additional
capacity. In 2015, AHTD estimated that $1.23 million
was available for the TL‐MPO area in this category.
Surface Transportation Program (STP)

This program provides flexible funding that may be used
by States and other localities for projects on any
Federal‐aid highway (including National Highway
System routes), bridge projects on any public road,
transit capital projects, and intracity and intercity bus
terminals and facilities. AHTD tracks the amount of STP
funds within two distinct categories: state and local
funds, further separated into bridge and non‐bridge
funding. In 2015, AHTD estimated that $3.654 million
was available for state STP non‐bridge projects and
$182,000 was available for state STP bridge projects.
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Surface Transportation Program – Urban Projects in
Areas < 200,000

This program targets STP funds to urbanized areas with
populations greater than 5,000 but less than 200,000 –
which includes the Tri‐Lakes area. Projects in this
category include intersection signalization, signal
upgrades, signal coordination, and the addition of turn
lanes to improve the flow of traffic through
intersections. Projects in this category require the
approval and concurrence of the MPO. In 2015, AHTD
estimated that $156,000 was available for intersection
improvement projects in the TL‐MPO area, while
$13,000 was available for bridge projects in the TL‐MPO
area in this category.
Highway Safety Improvement Program (HSIP)

This program funds highway safety improvement
projects that are consistent with the State Strategic
Highway Safety Plan (SHSP). Projects in this category
correct or improve hazardous road locations or
features, or address a highway safety problem. Projects
are selected based on rank of priority in a manner
consistent with FHWA guidelines. In 2015, AHTD
estimated that $762,000 was available in this category
in the TL‐MPO area.

School. TAP funds programs and projects defined as
“transportation alternatives,” including, but not limited
to:
 On‐ and off‐road trail facilities for pedestrians,
bicyclists, and other non‐motorized transportation;
 Infrastructure‐related projects that provide safe
routes for non‐drivers, including children, older
adults, and individuals with disabilities to access
daily needs;
 Rails‐to‐trails projects;
 Environmental mitigation activities; and
 Activities that would otherwise be eligible under
the Recreational Trails Program (RTP)1 or the Safe
Routes to School program.
TAP funds are distributed on both a statewide basis and
specifically for urbanized areas with populations greater
than 200,000. TL‐MPO is eligible to receive an allocation
of statewide TAP funds, which in 2015 was estimated to
be $233,000.
State Maintenance

This category provides federal funding for routine
maintenance on the state highway system. The amount
allocated from each Highway District to its subareas is a
function of the area’s share of the number of lane‐miles
on the State Highway system and the area’s percentage
of District VMT. In 2015, this formula resulted in an
estimated $2.506 million for the TL‐MPO area in this
category.
State Revenue Sources (State Turnback Programs)

Source: City of Hot Springs

Transportation Alternatives Program (TAP)

TAP was created to replace funding from distinct pre‐
MAP‐21 funding categories including Transportation
Enhancements, Recreational Trails, and Safe Routes to
1

Projects eligible for RTP funding are funded through a
portion of TAP funds set aside specifically for recreational
trails. Arkansas disburses these funds through a competitive

Alliance Transportation Group, Inc.

Funding provided exclusively by the state of Arkansas is
referred to as “turnback” funding because it is collected
at the state level but then allocated – “turned back” –
to local governments. This funding is administered
through two separate channels: general highway‐user
revenue turnback funds and the Connecting Arkansas
Program. The total revenue available for the region
from both categories was estimated to be $3.872
million in 2015.
General Highway-User Revenue Turnback

Revenue obtained through dedicated road user fees
(motor fuel taxes, motor vehicle registration fees, title
grant program administered on a statewide basis. In 2015,
$1.479 million was estimated to be available in this category.
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transfer fees, etc.) are used for maintenance,
construction, and reconstruction of city and county
roads and bridges, and parking for specified county
facilities. Funds are allocated to each municipality based
on a population apportionment from the most recent
census, while funds allocated to each county are
allocated based on a formula that factors county area
(31%), license fees collected (17.5%), total population
(17.5%), rural population (13.5%), and an equal
distribution of total revenues collected (20.0%). In
2015, this formula resulted in an estimated $2.745
million in User Revenue Turnback funding available for
the TL‐MPO area.
Connecting Arkansas Program (CAP)

The Connecting Arkansas Program is the largest
highway construction program ever undertaken by
AHTD, funding 35 projects in 19 major corridors
throughout the state including the U.S. Highway 70 and
U.S. Highway 270 corridors within the TL‐MPO area. The

CAP is funded through a 10‐year sales tax that was
approved by Arkansas voters in 2012 and went into
effect on July 1, 2013. 70% of the sales tax revenue is
dedicated to fund an estimated $1.8 billion in roadway
widening projects, while the remaining 30% will be
reallocated to local governments for road and street
construction projects (15% each for cities and counties).
The amount of revenue resulting from the turnback
allocation is estimated to be $1.128 million for the TL‐
MPO area in 2015.
Roadway Revenue Overview

Table 6 ‐ 1 shows the total roadway revenue estimated
to be available for 2015 from all sources. Including local
matching funds, the total amount of roadway revenue
estimated to be available for the TL‐MPO area was
$17.484 million. This figure was used as the base year
amount for projecting the total amount of revenue that
will be available throughout the planning horizon of the
MTP.

Table 6 - 1: 2015 Roadway Revenue (All Sources)
2014 Revenue Estimate

Local Match Required

Federal Share

Total

NHS

$

2,739,000

$

684,750

80%

$

3,423,750

NHPP Bridge

$

1,230,000

$

307,500

80%

$

1,537,500

STP

$

3,654,000

$

913,500

80%

$

4,567,500

STP Bridge

$

182,000

$

45,500

80%

$

227,500

City Bridge

$

13,000

$

3,250

80%

$

16,250

City Int Imp. Signals

$

156,000

$

39,000

80%

$

195,000

Hwy Safety Imp Program

$

762,000

$

84,667

90%

$

846,667

<200K TAP

$

233,000

$

58,250

80%

$

291,250

State Maintenance

$

2,506,000

$

‐

100%

$

2,506,000

Total Federal

$

11,475,000

$

2,136,417

‐

$

13,611,417

Road User

$

2,744,813

$

‐

‐

$

2,744,813

CAP

$

1,127,891

$

‐

‐

$

1,127,891

State Turnback Funds

$

3,872,703

$

‐

‐

$

3,872,703

TOTAL

$

15,347,703

$

2,136,417

‐

$

17,484,120

Calculating Transit Revenues
The following programs were considered when
calculating the total amount of transit revenue available
for the 2040 MTP. The amount of funding estimated to

Alliance Transportation Group, Inc.

be available for projects in the TL‐MPO area for 2014
are listed for each category. These estimates were used
to form the 2015 base year revenues that were
extrapolated to complete the funding forecast for the
duration of the MTP.
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Federal Revenue Sources
Section 5307 Urbanized Area Formula Program

Section 5307, the Urbanized Area Formula program (49
U.S.C. 5307) makes federal funding available to
urbanized areas for transit capital and operating
assistance and for transit related planning activities.
Funding for the formula program is determined based
on the level of transit service provision, population, and
other factors. Section 5307 provides all of Intracity
Transit’s federal revenue. In 2014, the total amount of
federal funding estimated to be available in the TL‐MPO
area was $769,544.
Other Revenue Sources
Arkansas State Transit Trust Fund

Transit Revenue Overview

Table 6 ‐ 2 shows the total transit revenue estimated to
be available for 2014 from all sources. Including local
matching funds, the total amount of transit revenue
estimated to be available for the TL‐MPO area was
$1.496 million. This figure was used to develop the
2015 base year figure used to project the total amount
of revenue that will be available throughout the
duration of the MTP. The 2015 base year revenue
amount (approximately $1.491 million) was calculated
by subtracting nonrecurring revenue (e.g. insurance
settlement revenue) from the total 2014 revenue
figure.
Table 6 - 2: 2014 Transit Revenue (All Sources)

In 2001, the Arkansas State Senate passed a bill that
dedicated the first $2.85 million from the rental vehicle
tax to be deposited in the Arkansas Public Transit Trust
Fund. The funds are distributed to nonurban, urbanized,
and human service transit providers for both operating
and capital assistance. In 2014, the amount of funding
estimated to be available to the TL‐MPO area was
$175,926 from the Transit Trust Fund.

2014 Revenue Estimate
Federal

$

769,544

Local

$

337,252

City GF Match

$

389,540

TOTAL

$

1,496,336

Revenue Forecast

Local Revenue

Local revenue is derived primarily from user fees in the
form of bus fares and coupon pass sales, but also comes
from advertising and other miscellaneous revenue
sources. The total amount of local revenue estimated to
be available in the TL‐MPO area was $337,252 in 2014.
Additionally, the city of Hot Springs contributed
$389,540 from its general fund to supplement the local
match for Federal funding.

Using 2015 as the base year, revenues were forecast to
the year 2040 for roadways using a 3% per year
inflation rate and for transit using a 0.5% per year
inflation rate to estimate the total amount of funding
available throughout the planning horizon of the MTP.
However, CAP funding was not included in the forecast
after 2023, when the sales tax that funds the program is
set to expire. Table 6 ‐ 3 shows the total revenue
forecast for the short‐term (2016‐2020), mid‐term
(2021‐2030), and long‐term (2031‐2040) time periods.

Table 6 - 3: 2040 Revenue Forecast (All Sources)
Roadway

Transit

Total

$17,184,120

$1,491,669

$18,675,789

Short‐Term (2016‐2020)

$148,610,333

$7,570,968

$156,181,301

Mid‐Term (2021‐2030)

$228,054,477

$15,720,293

$243,774,770

Long‐Term (2031‐2040)

$300,891,824

$16,524,231

$317,416,055

TOTAL (2016‐2040)

$677,556,634

$39,815,492

$717,372,126

Base Year (2015)
2

2

The short‐term roadway funding forecast includes $53 million in anticipated contributions from the statewide pool of
Connecting Arkansas Program funds. This one‐time funding allocation was not factored into the rest of the forecast.
Alliance Transportation Group, Inc.
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transportation infrastructure was estimated on a
system‐wide level.

Calculating Costs

 Whenever a detailed engineering estimate for a
particular project was not available, generalized
planning‐level cost figures were used to assess the
cost of each of the project’s elements. These
generalized cost figures were based on estimates
provided by AHTD and other available resources.

Federal regulations define “total project cost” for the
purpose of estimating fiscal constraint in the MTP to
include:
 Planning elements (e.g. environmental studies and
functional studies);
 Engineering costs (e.g. preliminary engineering and
design);

 In the absence of detailed, local inflation
information for construction related activities, an
annual inflation rate of 4% was used for roadway
project cost estimation based on AHTD guidance.

 Preconstruction activities (e.g. ROW acquisition);
 Construction activities; and

 Transit project costs were calculated using an
annual inflation rate of 0.667% based on AHTD
guidance.

 Contingencies.
The following assumptions helped guide the
development of cost estimates for the proposed
projects in the MTP as well as the maintenance and
operation of the existing transportation system.
 Because federal regulations do not require that the
cost of maintenance and operations activities be
computed for individual projects, the funding
needed for maintenance and operation of the
Table 6 - 4: Typical Improvement Costs by Type

Table 6 ‐ 4 shows the typical planning‐level
improvement costs for different types of transportation
improvements based on estimates provided by AHTD.
These figures do not include other associated project
costs like engineering and ROW acquisition, as those
costs are typically project‐ and location‐specific.

Improvement

Unit

Average Cost per Unit (Urban)

Average Cost per Unit (Rural)

New 4 Lane Freeway

Mile

$8,800,000

$6,750,000

New 4 Lane Arterial

Mile

$5,675,000

$4,725,000

New 2 Lane Roadway

Mile

$2,100,000

$1,700,000

Sq. Ft Deck Area

$121

$121

Mile

$4,450,000

$3,175,000

Reconstruction

Lane Mile

$1,650,000

$1,500,000

Roadway Rehabilitation

Lane Mile

$895,000

$895,000

Asphalt Overlay

Lane Mile

$16,000

$16,000

Each

$9,450,000

$9,450,000

Intersection

$180,000

$180,000

Cable Barrier Projects

Mile

$190,000

$190,000

Bicycle Lanes

Mile

$265,000

$265,000

New Bridge
Road Widening (2LN‐4LN)

New Interchanges
Signals

Both typical improvement costs and local knowledge of
other project costs were used to develop cost estimates
Alliance Transportation Group, Inc.

for the projects considered for the MTP. In keeping with
federal regulations, cost estimates were computed in
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year‐of‐expenditure (YOE) dollars using the inflation
factors outlined above in accordance with FHWA and
AHTD guidance for project costs. Table 6 ‐ 5 displays the
aggregate total estimated project costs for each time
period addressed by the MTP. Each time period figure

accounts for general system maintenance and
operation costs. The complete list of projects
considered for inclusion in the MTP, along with
estimated YOE costs, can be found in Chapter 7.

Table 6 - 5: 2040 Cost Forecast (All Projects)
Roadway

Transit

Total

Short‐Term (2016‐2020)

$118,300,000

$5,894,173

$139,694,173

Mid‐Term (2021‐2030)

$174,900,000

$12,598,653

$187,498,653

Long‐Term (2031‐2040)

$167,400,000

$13,464,660

$180,864,660

TOTAL

$460,600,000

$31,957,486

$492,557,486

Constraining the Plan
The anticipated total program revenue for both
highway and transit is expected to be roughly $717
million over the 25‐year planning horizon of the MTP.
Total program costs are estimated to be about $508
million in YOE dollars. Because the total program
revenue is expected to be greater than program costs,
the Tri‐Lakes MPO 2040 Metropolitan Transportation
Plan is fiscally constrained.

Alliance Transportation Group, Inc.
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7

Fiscally Constrained Plan Projects

This chapter provides tables and maps that describe
and illustrate the package of projects included in this
MTP, as well as no‐build recommendations for the
region. The fiscally constrained projects have been
grouped by time period – Short‐Term (2016‐2020), Mid‐
Term (2021‐2030), and Long‐Term (2031‐2040).
Additionally, a list of unfunded needs has been
included; these projects are important to the region,
but are currently unfunded within the 2040 planning
horizon.

No-Build Recommendations

Strategies implemented to achieve effective access
management may include installing raised medians,
limiting residential driveways along major roadways,
limiting the number of access points per parcel and
enforcing minimum lot frontages to encourage proper
driveway spacing along busy roads, ensuring adequate
corner clearance to reduce traffic flow and safety
issues, and employing internal circulation design that
provides safe and reasonable access to and from the
street and a reasonable transition between site access
and internal circulation.

To supplement the “build” projects included in the
fiscally constrained package of projects, additional
capacity (and other benefits) can be gained through
implementing access management techniques along
strategic corridors in the study area. As discussed in
Chapter 4, access management refers to the regulation
of the number of access points between a development
and the adjacent roadway network and the interaction
of those access points and other intersecting lower
classification roadways (specifically the left turning
movements).
Most discussions of access management involve the
placement and number of driveway curb cuts, but the
application can also include the location, size, and
function of interior service roads and other factors.
Effective access management has significant
implications for mobility, accessibility, and safety by
reducing crashes, increasing capacity, reducing travel
time and delay, extending the life of the roadway, and
reducing vehicular emissions.

Corridors recommended for study in this context
include Central Avenue, Higdon Ferry Road, and Grand
Avenue. Traffic flow along these corridors could greatly
improve if effective access management strategies are
implemented.
Alliance Transportation Group, Inc.
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Specifically, assessments of Central Avenue and Higdon
Ferry Road might include:
 Studying the potential impacts of restricting and/or
combining driveways along those roadways,
 Reconfiguring internal circulation, and
 Implementing a median treatment instead of a
continuous left turn lane to reduce the number of
access points and restrict turn movements.

There are also opportunities to limit side street left
turning movements that impact overall operation and
safety of the main thoroughfare. Additionally, although
Grand Avenue is already median‐separated, the number
and locations of curb cuts could be assessed to
determine how reducing the number of driveways may
increase the roadway’s capacity. Furthermore, it would
be advisable to explore requiring any new or expanding
business seeking a driveway permit to perform a traffic
study to identify potential traffic impacts and mitigation
strategies.
While implementing traffic impact requirements is a
local and state jurisdictional issue, the MPO can play a
critical facilitation role in the execution of these
corridor studies that could lead to significant short‐ and
long‐term regional benefits.

Alliance Transportation Group, Inc.
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Roadway Projects
Short-Term
ID

Job
Number

1

2

061329

3

061203

4
5
6

Highway 7 (Park Avenue)
Highway 128 (Carpenter
Dam)
Hot Springs Creek
Greenway Trail
Hot Springs Creek
Greenway Trail

CA0606

9

061309

Highway 7

10

Highway 70/270 Bypass

11

Fox Pass Cutoff

14

CA0607

Woodlawn Avenue Bridge
over Stokes Creek
Stokes Creek Structure &
Approaches
Highway 270

15

060432

Highway 7

16

Total Year of
Expenditure Cost

STP, NHPP,
HSIP

2016‐2020

AHTD

$7,700,000

STP, NHPP

2016‐2020

AHTD

$10,000,000

STP

2016‐2020

AHTD

$4,500,000

Heritage Health to Breckling Bridge

TAP

2016‐2020

Seneca Street to Golf Links Road

TAP

2016‐2020

City Int. Imp.
Signals

2016‐2020

Golf Links Road to Heritage Health, including bridge

TAP

2016‐2020

Hot Springs to Highway 128 (Widening)
Safety improvement on selected sections from
Mitzi Parkway to Highway 290
Mill and inlay from Highway 70 (Airport) to Highway
70/70B

CAP

Re‐design of access ramps to reduce traffic backing
up onto both Expressway and Airport Road during
high‐volume periods

8

13

Responsible
Agency

MLK Expressway @
Airport Road (Highway
70/270 interchange with
Highway 70)

Hot Springs Creek
Greenway Trail
Highway 70

12

Years

Description

Weston Road

7

Funding
Category

Roadway

Line Item

Alliance Transportation Group, Inc.

Safety improvements including bike lanes and
pedestrian improvements from Highway 7 Spur
(Gulpha Gorge) to Highway 5/7.
Widen to 5 lanes from Karen Street to Highway
270B (Malvern Avenue)

Traffic signals at Albert Pike and Airport Road

AHTD/Hot
Springs
AHTD/Hot
Springs
Hot Springs

$300,000
$300,000
$500,000

2016‐2020

AHTD/Hot
Springs
AHTD

$40,000,000

HSIP, NHPP

2016‐2020

AHTD

$9,200,000

NHPP, STP

2016‐2020

AHTD

$8,200,000

Improve road including bike lanes

Locally
Funded

2016‐2020

Hot Springs

$3,800,000

0.75 miles west of junction with Summer Street

Bridge

2016‐2020

Michael Street

Bridge

2016‐2020

CAP

Highway 227 to Ouachita River (widening)
Widening from Highway 290 to Ouachita River
Bridge
State Maintenance

$300,000

2016‐2020

AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD

$13,000,000

STP, NHPP

2016‐2020

AHTD

$6,000,000

State
Maintenance

2016‐2020

AHTD

$13,000,000

$800,000
$700,000
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Mid-Term
ID

17

Job
Number

Roadway

R60016

MLK Expressway/
Highway 70/270 Bypass/
East‐West Arterial

18

19

Highway 7 (Park Avenue)

061314

Highway 88 (Higdon Ferry
Road)
MLK Expressway @
Higdon Ferry Road

20

Highway 70B/270B
(Albert Pike)
Southwest Trail

21
22
23

061440

Highway 7

24

061439

Highway 5

Description
Construct 2‐lane, controlled access roadway with
wide shoulders from Highway 70/270 junction
northward to Highway 5/7 junction north of
Fountain Lake
Safety improvements including bike lanes and
pedestrian improvements from Whittington to
Highway 7 Spur (Gulpha Gorge).
Widen and realign Highway 88 (Higdon Ferry Road)
from Crawford to Highway 7, including bike lane
(Central Avenue at Golf Links)
Re‐design of access ramps to reduce traffic backing
up onto both MLK and Higdon Ferry during high‐
volume periods
Streetscape and pedestrian and access
improvements from Ouachita to Airport Road
Grand Avenue to Norwalk
Safety improvements from Sycamore Drive to
Highway 290
Safety improvements including wide shoulders from
Highway 7 to Saline County Line

Funding
Category

Years

Responsible
Agency

Total Year of
Expenditure Cost

STP, State
Turnback

2021‐2030

AHTD/Hot
Springs

$68,700,000

HSIP, NHPP,
STP

2016‐2020

AHTD

$14,400,000

STP

2016‐2020

AHTD

$6,700,000

STP, NHPP,
HSIP

2021‐2030

AHTD

$7,400,000

TAP, NHPP,
STP
TAP

2021‐2030

AHTD/Hot
Springs
Hot Springs

HSIP, NHPP

2021‐2030

AHTD

$1,800,000

HSIP, STP

2021‐2030

AHTD

$13,900,000

TAP

2021‐2030

Hot Springs

$1,600,000

TAP

2021‐2030

Hot Springs

$1,100,000

TAP
TAP

2021‐2030
2021‐2030

Hot Springs
Hot Springs
AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD/Hot
Springs

$300,000
$200,000

2021‐2030

27
28

Gulpha Creek Corridor
Trail
Stokes Creek Greenway
Trail
Lakeshore Trail
Lakeshore Trail

29

Warren Watson Road

Bridge replacement over Cedar Creek

Bridge

2021‐2030

30

Spring Street

Bridge replacement over Gulpha Creek

Bridge

2021‐2030

31

Richard @ Stokes Creek

Replace bridge

Bridge

2021‐2030

32

Honeycutt Street over
Gulpha Creek

0.25 miles South of junction with Spring Street

Bridge

2016‐2020

33

Highway 270

West of Ouachita River to Study Area Boundary ‐
Overlay between passing lane sections

STP, State
Maintenance,
NHPP

2021‐2030

25
26

Alliance Transportation Group, Inc.

From Spring Street to Malvern Avenue (Phase I)
Mid City Loop Trail from Richard Street to
Lakeshore Drive
From Yorkshire to Grandview
From Pinehaven Place to Aberina Street

AHTD

$2,200,000
$400,000

$900,000
$900,000
$900,000
$500,000
$1,800,000
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Mid-Term
ID

Job
Number

Roadway

Description

34

Highway 70

West of Hempwallace to Study Area Boundary –
Overlay between passing lane sections

35

Highway 290

Between Highway 7 and 171 – Overlay

36

Highway 128

From Ouachita River to Highway 290 – Overlay

37

Highway 70B (E Grand
Avenue)

from Highway 270 B (Malvern Avenue) to Highway
270 (Hot Springs Bypass) – Overlay

38

Highway 270B (Malvern
Avenue)

from Highway 70B (E Grand Avenue) to Highway
70/270 (Hot Springs Bypass) – Overlay

Highway 7

Safety improvements on selected sections from
Bryant Road to Highway 298

Line Item

State Maintenance

39
40

061438

Alliance Transportation Group, Inc.

Funding
Category
STP, State
Maintenance,
NHPP
STP, State
Maintenance
STP, State
Maintenance
STP, State
Maintenance,
NHPP
STP, State
Maintenance,
NHPP

Years

Responsible
Agency

Total Year of
Expenditure Cost

2021‐2030

AHTD

$1,600,000

2021‐2030

AHTD

$3,100,000

2021‐2030

AHTD

$400,000

2021‐2030

AHTD

$3,000,000

2021‐2030

AHTD

$2,900,000

HSIP, NHPP

2021‐2030

AHTD

$15,200,000

State
Maintenance

2021‐2030

AHTD

$25,000,000
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Long-Term
ID

Job
Number

Roadway

41

Twin Points E‐W
Connector

42

Files Road

43
44

Southwest Trail
Southwest Trail

45

Highway 227

46

Belding Road

47

Weston Road/Albert Pike

48

Lakeshore Drive

49

West Belding Street

50

3rd Street ‐ North / South
Connector

51

7th Street

52

Highway 7 (Central
Avenue)

53

Buena Vista

54

Lake Hamilton Drive

55

Gulpha Creek Greenway
Trail

Alliance Transportation Group, Inc.

Description
From Twin Points at Higdon Ferry (Highway 88) to
Central Avenue (Highway 7S) at the Mehta Court
and Wal Mart Drive Intersection Traffic Signal
Widen to 3 lanes and add bike lanes from Section
Line Road to Central Avenue
Norwalk to Honeycutt
Honeycutt to Guy Street
Widen and make safety improvements from end of
4 lane (270W) to Mountain Pine
Extension from Lincoln to Highway 270 (Malvern
Avenue); and Greenwood Parkway corridor
improvements from this connection to Airport Road
via Belding, Alcorn, Greenwood, Main, Richard, and
W St. Louis
Intersection redesign ‐ access management to
collect side roads into a controlled intersection with
bike/ped crossing and traffic signal; addition of
1000 linear feet of 2‐lane roadway
Improvements from Higdon Ferry to MLK
Expressway
Bridge reconstruction with pedestrian facilities at
Hot Springs Creek
From Higdon Ferry near Alpine Street to East Grand
near Ouachita by widening streets and improving
intersections at Alpine, Bell and Third Streets, with
realignment and new construction as necessary
Widen and add bike lanes from Greenwood to
Emory
Widen to 4 lanes from Highway 70B (Grand Avenue)
to Market Street
New collector from Buena Vista to Pakis, including
bike lanes
Widen shoulders and provide safety improvements
from Central Avenue to Lakeland
Mid City Loop trail from Transportation Plaza to
Spring Street/Gulpha Creek

Funding
Category

Years

Responsible
Agency

Total Year of
Expenditure Cost

State
Turnback

2031‐2040

Hot Springs

$5,500,000

State
Turnback
TAP
TAP

2031‐2040

Hot Springs

$10,700,000

2031‐2040
2031‐2040

Hot Springs
Hot Springs

$600,000
$900,000

HSIP, STP

2031‐2040

AHTD

$29,900,000

State
Turnback

2031‐2040

Hot Springs

$2,100,000

City Int. Imp.
Signals

2031‐2040

Hot Springs

$1,100,000

STP, State
Turnback

2031‐2040

Hot Springs

$2,700,000

Bridge

2031‐2040

Hot Springs

$1,300,000

State
Turnback, STP
< 200K

2031‐2040

Hot Springs

$3,100,000

State
Turnback,
TAP

2031‐2040

Hot Springs

$2,900,000

STP

2031‐2040

AHTD/Hot
Springs

$3,600,000

State
Turnback

2031‐2040

Hot Springs

$2,000,000

HSIP

2031‐2040

Hot Springs

$3,500,000

TAP

2031‐2040

Hot Springs

$1,600,000
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Long-Term
ID
56
57
58

Job
Number

Roadway

Description

Ridgeway

Widen to 3 lanes and add bike lanes from Rhodes to
Guy

Stokes Creek Greenway
Trail
Stokes Creek Greenway
Trail

Years

Responsible
Agency

Total Year of
Expenditure Cost

2031‐2040

Hot Springs

$9,700,000

From 7th Street to Richards Street

TAP

2031‐2040

Hot Springs

$800,000

From 7th Street to 3rd Street

TAP

2031‐2040

Hot Springs

$300,000

2031‐2040

Hot Springs

$11,100,000

Widen to 3 lanes and add bike lanes from Highway
270 (Malvern) to Rhodes
Widen to 5 lanes from Saline County Line to Hot
Springs Village East Gate, including bike lanes
From San Carlos Point to Television Hill Road
New collector from Doris Court to Airport Road;
widen and add bike lanes from Albert Pike to
Highway 70
Mill and inlay from Highway 70 (Airport) to 270B
(Albert Pike)
From east end of Yorkshire Drive to west end of
Grandview Drive and from east end of Grandview
Drive to Aberina Street

59

Ridgeway

60

Highway 5

61

Lakeshore Trail

62

Hammond

63

Highway 270 Bypass

64

Lakeshore Trail

65

West St. Louis

Widen and add bike lanes from 3rd to Central

66

West St. Louis

Widen and add bike lanes from Airport Rd to
Richard

67

Shady Grove

Replace AMRR trestle

68

Hobson

Widen and add bike lanes from 3rd to Central

69

Millcreek @ Gulpha Creek

Replace bridge

70

Bayshore Drive

Shoulders and bike lanes

71

Ridgeway

New bridge between Rhodes and Guy

72

Highway 270 B (Albert
Pike)

From Highway 270 (Hot Springs Bypass) to Highway
70B (Airport Road/Albert Pike intersection) –
Overlay

Alliance Transportation Group, Inc.

Funding
Category
State
Turnback

State
Turnback
STP, State
Turnback
TAP

2031‐2040

AHTD/Hot
Springs
Hot Springs

State
Turnback

2031‐2040

Hot Springs

$1,900,000

State
Maintenance

2031‐2040

AHTD

$1,700,000

TAP

2031‐2040

Hot Springs

$100,000

2031‐2040

Hot Springs

$700,000

2031‐2040

Hot Springs

$2,500,000

2031‐2040

Hot Springs

$2,900,000

2031‐2040

Hot Springs

$1,000,000

Bridge

2031‐2040

AHTD/Hot
Springs

$1,300,000

State
Turnback,
HSIP

2031‐2040

AHTD/Hot
Springs

$2,700,000

Bridge

2031‐2040

AHTD/Hot
Springs

$1,300,000

STP

2031‐2040

AHTD

$1,800,000

State
Turnback
State
Turnback
STP Urban
<200K
State
Turnback

2031‐2040

$13,900,000
$600,000
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Long-Term
ID

Job
Number

Roadway

Description

73
74
75
76

Highway 7
Highway 227
Highway 171
Highway 7

77

Highway 70B (Grand
Avenue)

North of Highway 70/270 – Overlay
Between Highway 70 and 270 – Overlay
From Highway 290 to Diamondhead – Overlay
South of Highway 70/270 – Overlay
From Highway 7 (Central) to Highway 70B/270B
Split (Malvern) ‐ Overlay and check condition of box
culvert near railroad tracks

78

Line Item

Alliance Transportation Group, Inc.

State Maintenance

Funding
Category
STP
STP
STP
STP

2031‐2040
2031‐2040
2031‐2040
2031‐2040

Responsible
Agency
AHTD
AHTD
AHTD
AHTD

Total Year of
Expenditure Cost
$900,000
$3,500,000
$600,000
$6,100,000

State
Maintenance

2031‐2040

AHTD

$500,000

State
Maintenance

2031‐2040

AHTD

$ 30,000,000

Years
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Unfunded Needs
ID

Job
Number

Roadway

Description

79

Southwest Trail

80

Highway 7

Guy to Garland/Saline County Line
Widen to 5 lanes from Highway 5 to Hot Springs Village
Gate
From Mid America Park to Mountain Pine and Lake
Ouachita Vista Trail
Magic Springs Trail
AR Midland Safety Trail from H.S. Greenway Trail at Boy's
and Girl's Club west to Mid America Park
Missouri Pacific Trivista Neighborhood Connection Trail
From Spring Street to Malvern Avenue (Phase II)
Widen to 3 lanes and add bike lanes from Guy to
Westinghouse
From Spring St to Gulpha Gorge Campground
Eastern branch of trail from Stokes Creek Greenway Trail
along tributary at Leonard Street eastward to Higdon Ferry
just north of Printer's Place and "The Big Chill" bar
AR Midland Safety Trail from H.S. Creek Greenway Trail at
Boys & Girls Club east to Gulpha Creek Greenway Trail
Replace two bridges between Highway 5 and Hot Springs
Village
Widen and improve alignment of certain sections
Add shoulders/bicycle lanes from Highway 128 (Carpenter
Dam) to Garvan Gardens
Widen and add shoulders
Shoulders and bike lanes
Improve from Highway 7 to back gate of Hot Springs Village

84
85

Rails‐with‐Trails Railroad
Trail
Magic Springs Trail
Rails‐with‐Trails Railroad
Trail
MO Pacific Trivista
Gulpha Creek Corridor Trail

86

Ridgeway

87

Gulpha Creek Corridor Trail

88

Stokes Creek Greenway Trail
‐ Eastern Branch

89

Rails‐with‐Trails Railroad
Trail

90

Danville Road

91

West Glazypeau

92

Arkridge Road

93
94
95

South Moore Rd
Shady Grove Rd
East Glazypeau
Hollywood @ Hot Springs
Creek

81
82
83

96
97
98

99

McLeod @ Stokes Creek
MLK Expressway/ Highway
70/270 Bypass/ East‐West
Arterial
Highway 70 W (Airport
Road) @ Majestic
Lodge/Adcock

Alliance Transportation Group, Inc.

Funding
Category

Responsible
Agency

Total (2015) Cost

TAP
STP, State
Turnback

Hot Springs

$6,232,893

AHTD

$34,264,688

TAP

Hot Springs

$2,555,520

TAP

Hot Springs

$1,724,976

TAP

Hot Springs

$1,507,757

TAP
TAP

Hot Springs
Hot Springs

$1,183,525
$1,058,944

State Turnback

Hot Springs

$5,247,066

TAP

Hot Springs

$474,368

TAP

Hot Springs

$2,110,860

TAP

Hot Springs

$3,200,789

Bridge

Hot Springs

$1,815,000

State Turnback

Hot Springs

$8,154,907

State Turnback

Hot Springs

$1,079,021

State Turnback
State Turnback
State Turnback

Hot Springs
Hot Springs
Hot Springs
AHTD/Hot
Springs
AHTD/Hot
Springs

$ 4,419,835
$7,422,624
$2,583,425

Replace bridge

Bridge

Replace bridge

Bridge

Widen from 2 lanes to 4 lanes
Widen Majestic Lodge Road and Adcock Road to provide
turning lanes. Upgrade traffic signal to accommodate
additional turning movements.

$590,000
$595,000

State Turnback,
STP

AHTD/Hot
Springs

$23,915,688

STP

AHTD

$1,400,000
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Transit Projects
Short-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2016‐2020

Short‐Term

$

3,846,348

HSIT02

Capital ‐ Preventative Maintenance

Transit

2016‐2020

Short‐Term

$

1,291,020

HSIT03

Capital ‐ Paratransit Service

Transit

2016‐2020

Short‐Term

$

445,179

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2016‐2020

Short‐Term

$

311,625

Mid-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2021‐2030

Mid‐Term

$ 8,221,477

HSIT02

Capital ‐ Preventative Maintenance

Transit

2021‐2030

Mid‐Term

$ 2,759,524

HSIT03

Capital ‐ Paratransit Service

Transit

2021‐2030

Mid‐Term

$

951,560

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2021‐2030

Mid‐Term

$

666,092

Long-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2031‐2040

Long‐Term

$

8,786,606

HSIT02

Capital ‐ Preventative Maintenance

Transit

2031‐2040

Long‐Term

$

2,949,208

HSIT03

Capital ‐ Paratransit Service

Transit

2031‐2040

Long‐Term

$

1,016,968

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2031‐2040

Long‐Term

$

711,878

Alliance Transportation Group, Inc.
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Additional Statewide Transit Funding
The following types of funding are available for transit
projects in the Tri‐Lakes MPO study area by application
or by the discretion of AHTD. Generally, projects within
these funding categories are consistent with the MTP.
Fund Type

Therefore, eligible agencies within the study area are
encouraged to apply directly for these funds. The
amounts shown in the table below are federal
estimates based on the suggested average annual
growth rate of 3%; these estimates are neither limits
nor guarantees.
Estimated Statewide Total for 25-year Planning
Horizon

Section 5310 – Formula Grants for Enhanced Mobility of
Seniors and Individuals with Disabilities

$66,638,726

Section 5311 – Formula Grants for Rural Areas

$320,862,544

Section 5311 – Rural Transportation Assistance Program

$5,587,725

Section 5337 – State of Good Repair Grants

$6,281,912

Section 5339 – Bus and Bus Facilities Program

$68,181,346

Alliance Transportation Group, Inc.

7‐15

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

Appendix A
Visioning Workshop Results
Exercise 3: Ranking and Scoring Criteria
Morning Workshop
Figure App. A - 1: Table 1 Criteria Ranking Results
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Figure App. A - 2: Table 2 Criteria Ranking Results
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Figure App. A - 3: Table 3 Criteria Ranking Results
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Figure App. A - 4: Table 4 Criteria Ranking Results
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Evening Workshop
Figure App. A - 5: Table 1 Criteria Ranking Results
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Figure App. A - 6: Table 2 Criteria Ranking Results
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Figure App. A - 7: Table 3 Criteria Ranking Results
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Exercises 4 & 5: Growth Trends and Envisioning the Future Transportation
System
Morning Workshop
Figure App. A - 8: Table 1 Map and Comments

1. Gulpha Gorge: The land between State Highway 5 and State Highway 7 is not likely to be developed due to
environmental concerns and anticipated high costs.
2. Areas south of U.S. Highway 270 E are likely to have environmental constraints, which will prevent the area
from being developed.
3. Areas in southwest Hot Springs Village are not expected to increase in residents.
4. Development planned for areas south of Lake Hamilton will need improved infrastructure, such as sewer
capacities, to become industrial.
5. The corridor north between State Highway 7 and State Highway 5 has the potential for future commercial
developments, but currently the infrastructure is lacking in the area.

Alliance Transportation Group, Inc.
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6. Commercial development is likely to occur along Dr. Martin Luther King Jr. Expressway.
7. The currently urbanized areas of Hot Springs can be developed or redeveloped if the City adopts a policy of
infill development.
8. The Southwest Trail could be developed if existing environmental issues are addressed and mitigated.
9. Hot Springs Village is a planned, gated community, but should consider introducing transit services in the
future.
10. Future efforts should consider how to better connect the City of Hot Springs with Hot Springs Village.
11. Roadways should be widened and shoulders built for the entire study area.
12. Gulpha Gorge may close access points which would affect traffic on adjacent roadways.
Figure App. A - 9: Table 2 Map and Comments

1. In the next 25 years, the population of Hot Springs village is anticipated to increase by 3,000 people, with the
majority of growth occurring to the east.
2. A luxury RV community is situated along the east end of Hot Springs Village.
Alliance Transportation Group, Inc.
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3. West Hot Springs Village is beginning to house the majority of workers in the region. This area consists of
entry level housing, while more affluent residents live in East Hot Springs Village. Traffic and school
enrollments are likely to grow in East Hot Springs Village.
4. Hot Springs Village is promoting tourism to its local golf courses, entertainment venues, and natural
resources.
5. Redevelopment and growth is anticipated near Park Avenue as a result of efforts from local artists.
6. Additional housing, condominiums, and hotels are anticipated to be constructed along Central Avenue.
7. Growth is anticipated along U.S. Highway 270 W.
8. State Highway 7 South is going to be widened to the county line, and should spur population growth.
9. Future construction is needed to connect State Highway 5 with State Highway 7.
10. Widening and construction of a passing lane is needed for State Highway 5 between Hot Springs Village’s
east gate and State Highway 7.
11. A highway spur should be constructed to connect State Highway 128 to the Hot Springs Village east gate.
12. Wider lanes are needed on roadways to create space for pedestrians, bicycles, and golf carts.
13. A trolley system is needed in downtown Hot Springs.
14. Parking lots in north Oaklawn can be used in conjunction with a shuttle to provide access to downtown
destinations, particularly following racing season.
15. The use of the airport and its capacity should be increased.

Alliance Transportation Group, Inc.
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Figure App. A - 10: Table 3 Map and Comments

1. Strawberry Road (State Highway 192) is only a single lane roadway but is used by many people.
2. State Highway 7 through Park Avenue is congested, but cannot be widened due to historic preservation.
3. Drivers who need to pass slow or stalled vehicles can find it difficult on State Highway 7 because the roadway
is a single lane in each direction.
4. Traveling north to Mountain Pine on State Highway 192 is less difficult than traveling from Mountain Pine to
Hot Springs via State Highway 227.
5. Fountain Lake students boarding and alighting school buses cause significant congestion on State Highway 7.
6. Roadway paving is needed for the roadway connecting State Highway 5 and State Highway 7.
7. For the past 10 years the area near Mountain Pine Road has grown.
8. Low cost development is expected to induce increased growth in rural areas.
9. The Martin Luther King Jr. Expressway needs to be completed.

Alliance Transportation Group, Inc.
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Figure App. A - 11: Table 4 Map and Comments

1. Land for sale south of State Highway 7 has the potential for commercial development, but waste treatment
facilities are needed.
2. Hot Springs Village is anticipated to grow.
3. Increased growth is anticipated in areas north of the planning area.
4. Fountain Lake has a retirement home and a good school district. A medical facility may also be constructed in
the future.
5. Saline County is promoting Hot Springs Village as a high end bedroom community, which may lead to
increased employment and tourism.
6. There are funding obligations in the Arkansas Highway and Transportation Department’s short‐term plan to
widen and improve the interchange at State Highway 5 and State Highway 7.
7. Increased commercial development is expected along State Highway 5 and State Highway 7.
8. Commercial development and residential growth is expected along U.S. Highway 70 W once water issue is
resolved.

Alliance Transportation Group, Inc.
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9. There are plans for a regional recreation park near U.S. Highway 70, east of Hot Springs.
10. There is significant recreational traffic along State Highway 7 N.
11. In addition to significant commercial traffic, heavy traffic from recreational vehicles already occurs on U.S.
Highway 70 east of Hot Springs Village, and the proposed construction of a Southwest Trail route has the
potential to increase traffic even further.
12. U.S. Highway 270 E should be widened to a 4‐lane highway.
13. State Highway 7 S is used as a route to Arkadelphia to access schools and medical services.
14. This roadway serves as a junction to access the city of Mountain Pine.
15. A cost estimation has been completed to construct an arterial connection between State Highway 70 and
U.S. Highway 270. In addition, improvements to existing routes have been discussed.
16. A beltway is wanted to connect U.S. Highway 270 W, U.S. Highway 70 W, State Highway 7, and Interstate 30.
17. An extension is desired for Dr. Martin Luther King Jr. Expressway from State Highway 70 E to State Highway 7
N.

Alliance Transportation Group, Inc.
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Evening Workshop
Figure App. A - 12: Table 1 Map and Comments

1. Growth patterns west of Hot Springs have resulted in congestion along the bypass. A continuous turn lane
along State Highway 270 out to the new prison is desired.
2. Growth is expected increase around schools areas near Lake Hamilton.
3. There is enough anticipated growth on State Highway 7 S and the south side of Lake Hamilton to justify two
lanes.
4. Commercial growth is anticipated to occur with the construction of a connector between State Highway 5
and State Highway 7.
5. Redevelopment in downtown Hot Springs is anticipated to increase growth.
6. Growth in Hot Springs Village has resulted in the need to widen State Highway 7.
7. Closing through access near Gulpha Gorge would increase traffic on adjacent routes.
8. Completion of the bypass between the two highways is needed.

Alliance Transportation Group, Inc.
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9. Downtown parking options are needed to maximize land use.
10. Pedestrian infrastructure is needed to increase walkability in the area.
11. U.S. Highway 270/70 Business (Hobson Ave) is in poor condition and should be rebuilt.
12. The intersection at Albert Pike Road and Summer Street requires a 90 degree turn that can be dangerous
and should be reconfigured.
13. An overhead crosswalk is needed to access Oaklawn Park Race Track.
Figure App. A - 13: Table 2 Map and Comments

1. Growth is anticipated for areas near Carpenter Dam and Shady Grove Road.
2. Growth is expected for areas near Marion Anderson Road.
3. Growth is anticipated in downtown Hot Springs.
4. Growth is anticipated along Fox Pass Road.
5. Lake Hamilton schools are expected to grow and serve additional students.

Alliance Transportation Group, Inc.
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6. Fountain Lake schools are also expected to grow and serve additional students.
7. Belvedere Drive in northeast Hot Springs is anticipated to grow.
8. Growth is anticipated to occur near the Mountain Pine junction.
9. Pedestrian‐ and bicyclist‐friendly improvements are desired near populated urban areas.
10. Roadway widening is desired along Fox Pass Road.
11. The current roadway configuration of Morphew Road is dangerous and hazardous.
12. Skywalks are needed in downtown Hot Springs to connect buildings.
13. Cloverleaf on U.S. Highway 70 W at Dr. Martin Luther King Jr. Expressway.
Figure App. A - 14: Table 3 Map and Comments

1. Growth is anticipated near Fountain Lake, the city of Jessieville, and the State Highway 5 and State Highway 7
junction.
2. Growth is anticipated around the west portion of Lake Hamilton.
Alliance Transportation Group, Inc.
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3. Increased travel between Hot Springs and Hot Springs Village is anticipated.
4. The junction near Gulpha Gorge, State Highway 5, and State Highway 7 is congested.
5. Growth is anticipated on the east side of Hot Springs Village.
6. A bypass is needed west of Hot Springs for easier travel to Little Rock.
7. The U.S. Highway 270 and Mountain Pine junction is congested.
8. Additional capacity is desired on Central Avenue through downtown Hot Springs and Park Avenue into Hot
Springs Village.
9. In front of Oaklawn racetrack.
10. Expanding Higdon Ferry Road is anticipated ease congestion on Central Road.

Alliance Transportation Group, Inc.
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Appendix B
Transit Analysis Phase II

Alliance Transportation Group, Inc.
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MEMORANDUM
DATE: April 2015
TO: Robert Tucker, Richard Grandon
CC: Jim Harvey, Laurel Joseph
FROM: JD Allen
RE: TL‐MPO 2040 MTP ‐ Public Transportation Analysis Phase II

INTRODUCTION
Public transportation is a vital component of the overall transportation system, serving to increase mobility,
accessibility, and offer alternatives for the members of a community. As part of the development of the Tri‐Lakes
MPO 2040 MTP Update Alliance Transportation Group (Alliance) conducted an analysis of public transportation
services in the Tri‐Lakes MPO study area, which included a Geographic Information Systems (GIS) assessment of
Intracity Transit (IT) public transportation service in relation to its proximity to activity centers, employment
opportunities, and the general population. Additional analysis activities included identification of service gaps and
an evaluation of concept route extensions developed based on identified service gaps and feedback received
through public visioning and local stakeholder consultation meetings. This memorandum documents the results
of the Phase II analysis of concept route extensions. It is important to note that implementing any extensions to
IT’s current fixed‐route service would require both additional study and significantly increased funding.

PHASE II: ANALYSIS OF CONCEPT ROUTE EXTENSIONS
During Phase I of the transit analysis, the project team analyzed the three existing IT bus routes to determine how
well they provide access to activity centers and employment destinations, and to determine what percentage of
area residents live within walking distance (¼ mile) of the service lines. Additionally, as part of the public visioning
effort, local stakeholders and the public were consulted to gather information regarding current transportation
system needs and anticipated growth areas in the future. At the consultation meetings stakeholders advised that
public transportation services were needed in additional portions of Garland County, particularly between Hot
Springs and Hot Springs Village.
Based on local stakeholder recommendations, public feedback, and current service gaps, conceptual bus route
extensions were developed to analyze the potential impacts these extensions would have on the transit coverage
to activity centers, populations, and employment areas. The conceptual bus routes extensions are displayed below
in Figure 1.
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Figure 1: Intracity Transit Concept Bus Route Extensions

Two of the three bus routes were extended farther into Garland County; Route 2 (Red) was extended southwest
from its current southern terminus and west along US 270 and Route 3 (Green) was extended southeast along US
270 from its current southern terminus and north along SH 128 to end just outside the Hot Springs Village west
gate. There were no extensions made to Route 1 (Blue) due to limited configuration options based on the current
roadway network.

ACTIVITY CENTERS
In the initial phase of analysis all but three activity centers were located within ¼ mile of an IT bus line. The
additional analysis included the activity centers located beyond current bus routes in addition to activity centers
identified in the suggested expansion areas, as shown in Table 1.
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Table 1: Activity Centers
Name

Location

Type

Memorial Field Airport

Hot Springs

Airport

Arkansas Passport Office*

Hot Springs

Employment

Walmart*

Hot Springs/Garland County

Employment

Lake Catherine Footwear*

Hot Springs

Employment

Village Square

Hot Springs/Hot Springs Village

Employment

*Not located on current bus route.

With the conceptual route extensions, each activity center (including the additional activity centers added for the
second phase of analysis) would be within ¼ mile of an IT bus line. The conceptual routes and activity centers are
displayed in Figure 2.
Figure 2: Intracity Transit Concept Route Extensions and Activity Centers
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POPULATION
The results of the initial analysis showed that 61 and 24 percent of the City of Hot Springs and Garland County
populations, respectively, lived within ¼ mile of an IT bus route according to 2010 U.S. Census data. Using the
conceptual extended routes, the percentage of population living within ¼ mile of an IT bus route increased to 73
percent for the City of Hot Springs and 38 percent for Garland County, as shown in Figure 3. The increased
population capture could be attributed to buses accessing the areas in Hot Springs and Garland County where
growth is occurring and anticipated to increase in the future.
Figure 3: Intracity Transit Concept Route Extensions and Population
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EMPLOYMENT
Currently, individuals using IT service have access to jobs mainly within city limits of Hot Springs; 82 percent of
jobs in the city and 64 percent jobs in Garland County are within walking distance of a bus line. With the extended
routes providing access to a larger portion of Garland County, including Hot Springs Village, the percentage of jobs
within ¼ mile of a bus route would increase to 77 percent in Garland County and 90 percent in Hot Springs, as
shown in Figure 4. The increase in employment capture is due to additional access to major employers north of
Hot Springs outside Hot Springs Village southeast along U.S. 270, and southwest along U.S. 70.
Figure 4: Intracity Transit Concept Route Extensions and Employment
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SERVICE HEADWAY IMPACT
At the current service levels and configuration each stop is served once per hour. Provided additional buses are
not added to compensate for the longer routes, extending the routes in the manner illustrated above is likely to
increase headways far beyond one hour due to the larger service area. While the Blue Route would remain
unchanged, the Red Route would cover an additional 17 miles, and the Green Route would cover an additional 21
miles. Considering the existing headways traveling the current route lengths, it can be expected that it would take
approximately an additional hour to complete a full trip on the extended routes.
Typically, passengers desire shorter headways to minimize wait times; therefore to mitigate increased travel times
route extensions could be implemented as additional, separate or express routes with fewer stops. Additional, in‐
depth analysis would be needed to determine the exact route configurations, fleet sizes, and additional funding
needed to implement any extended services.

CONCLUSION
Public transportation is important to the mobility, accessibility, and economic health of a region. A public
transportation system that covers a large proportion of residents and provides access to a substantial number of
employers can help serve mobility, accessibility, and economic community goals. The analysis of IT service
revealed that the current public transportation fixed route service provides service that is accessible to a
significant portion of the population, employment, and activity centers within the City of Hot Springs. Access for
individuals and destinations outside the city limits, however, was shown to be less available.
Stakeholders and the public recommended additional areas for coverage during the visioning process and
stakeholder consultation meetings, and these recommendations mirrored gaps shown in the Phase I GIS analysis
of current bus routes. Therefore, a second phase of analysis was conducted using concept bus route extensions
based on stakeholder and public recommendations with results indicating increased access to all regional activity
centers and additional population and employment clusters. However, further analysis would be needed to
determine specific route alignments, and the financial and operational feasibility of these extensions.
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1

Introduction and Overview
of the MTP Planning Process

Introduction
This document is an update to the Tri‐Lakes
Metropolitan Transportation Plan (MTP) for the years
2015 to 2040. It was adopted September 10, 2015 by
the Tri‐Lakes Metropolitan Planning Organization (MPO)
Policy Board. The Tri‐Lakes MPO shares office space
with the West Central Arkansas Planning and
Development District (WCAPDD) in Hot Springs, and is
the official MPO for the local urbanized area. According
to Federal law, each urban area of more than 50,000
persons must have a designated MPO to coordinate
transportation planning and funding on a regional level.
The initial Hot Springs Area MPO was formed in 2003 to
develop a comprehensive long‐range transportation
plan for the area.
The Hot Springs Urbanized Area includes the most
highly populated areas of Garland County and a small
portion of Hot Spring County, and includes the city of
Hot Springs and the unincorporated area known as
Diamondhead. However, the expanded study area
included in this plan also includes the cities of Mountain
Pine and Fountain Lake and portions of the Census‐
designated place Hot Springs Village; this study area,
shown in Figure 1 ‐ 1, encompasses the portion of the
region expected to be included in the urbanized area
within the 25‐year planning horizon. The 2010
population for this area was approximately 90,500 and
it is expected to grow to around 126,500 by 2040.
The Tri‐Lakes area is the eastern gateway to the
Ouachita Mountains in Arkansas. The regional
topography is hilly and mountainous with numerous
creeks, natural drainage routes, and flood plains. This
topography results in some steep and winding
roadways, as well as many suitable areas for pedestrian
and bicycle paths. The region offers visitors and

residents a wide variety of opportunities for recreation
and leisure from natural beauty to numerous historical,
cultural, recreational, and family attractions. As its
name suggests, the Tri‐Lakes region is home to three
lakes, which provide numerous recreational
opportunities. These three lakes – Lake Ouachita, Lake
Hamilton, and Lake Catherine – are located along the
Ouachita River, and offer outdoor enthusiasts camping,
cabin, condo, and resort accommodations; as well as
hiking, fishing, boating, sailing, and other water sport
activities. The area is also home to Hot Springs National
Park, which, set aside in 1832 as Hot Springs
Reservation, was the first federally protected area
created specifically to preserve and protect its unique
geothermal springs. Furthermore, locals and visitors
enjoy the extraordinary botanical garden at Garvan
Woodland Gardens, located on a 210‐acre peninsula on
Lake Hamilton.
In addition to the natural amenities offered in the
region, the Hot Springs Civic and Convention Center is
host to myriad conventions, conferences, and shows
throughout the year from the Miss Arkansas Pageant to
the Harley Owners Group (HOG) rally. The Magic
Springs Theme Park and Crystal Falls Water Park
provides an additional venue for events at its outdoor
amphitheater in addition to its roller coaster and water
park attractions. Furthermore, visitors are attracted to
the region to visit the Mid‐America Science Museum,
attend horse racing events and participate in the wide
array of gaming opportunities at Oaklawn Park, as well
as to participate in the thriving arts community that has
developed over time.

Source: City of Hot Springs
Alliance Transportation Group, Inc.
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Figure 1 - 1: Tri-Lakes MPO Study Area

Purpose of the Plan
The MTP provides a framework for analyzing the
current and future regional travel demand and creating
a blueprint for addressing the future transportation
needs within the Tri‐Lakes MPO study area. With a
focus on the creation of a safe, accessible, equitable,
and multi‐modal transportation network, the MTP
recommendations will help reduce congestion, support
economic development, and enhance the quality of life
for those living in and travelling to the Tri‐Lakes region.
As an update to the 2035 Metropolitan Transportation
Plan, this plan will guide transportation decision‐making
through the year 2040.
The MTP is a long‐range planning document, and is
reviewed and updated every five years. Each iteration
provides a chance to reassess conditions and ensure

Alliance Transportation Group, Inc.

that the plan remains consistent with the desires and
needs of the region as it changes over time.
Development of the MTP requires the collaboration of
regional stakeholders, including local, state and federal
agencies and governing bodies, public and private
transportation providers, the business community, and
includes extensive public input. All these stakeholders
must work together so that the community’s visions
and goals coalesce into defined principles that will
guide transportation policy and investment decisions
within the Tri‐Lakes area. The resulting
recommendations and proposed improvements will
impact all aspects of transportation.

MTP Vision and Goals
The vison and goals developed for the MTP are the
result of a collaborative effort between the Policy
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Board, Technical Committee, and the public. The
following vision statement reflects a collective vision
that defines important transportation issues for the Tri‐
Lakes region.

VISION:
Plan for and implement a complete
transportation system that provides a safe
and convenient traveler experience for local
area residents and those travelling to the
region, while promoting economical
movement of goods and services.
MTP Goals

The following goals were developed to support the
2040 MTP vision. Each goal has corresponding
objectives, which are included in the MTP Vision and
Goals discussion in Chapter 2 of this document.
 Goal 1: Long‐Range Transportation – Ensure the Tri‐
Lakes Area’s existing economic vitality and support
growth by providing a safe, dependable, and
efficient multimodal transportation network for
people and goods.
 Goal 2: Regionalism – Continue to provide a
dependable local transportation network that
efficiently and logically integrates with the
transportation needs of the region.
 Goal 3: Accessibility/Safety – Provide for safe,
efficient, and accessible modes of transportation
that are consistent with the needs of both local
residents and visiting tourists.
 Goal 4: Transportation/Land Use Compatibility –
Promote consistency between the transportation
network and the use of the area it is designed to
serve.
 Goal 5: Natural and Cultural Environment – Protect
the area’s natural and cultural assets by developing
a transportation network that enhances the
landscape and provides a friendlier mode of travel.
 Goal 6: Public Participation – Provide the area the
opportunity for participation and ensure
transparency in the planning and modification of
the regional transportation network.

Alliance Transportation Group, Inc.

 Goal 7: System Management – Provide direction for
the preservation of the existing transportation
network and planning of future improvements.
 Goal 8: Complete Streets – Design streets to
accommodate all users, including motorists,
pedestrians, cyclists, transit riders, and people of all
ages and abilities.
 Goal 9: Transit – Provide safe, reliable, comfortable,
clean, efficient public transportation to the citizens
and visitors to the Tri‐Lakes metropolitan area.
 Goal 10: Non‐Motorized Modes – Ensure safe,
accessible, and convenient mobility for pedestrians
and bicyclists through an interconnected network.

Legislative Authority for the MTP
With passage of the Federal Aid Highway Act of 1962,
Congress made urban transportation planning a
condition for receipt of Federal funds for highway
projects in urban areas with a population of 50,000 or
more. That legislation encouraged a continuing,
comprehensive transportation planning process carried
out cooperatively by states and local communities. The
Federal Surface Transportation Assistance Act of 1973
required the formation of an MPO for any urbanized
area with a population of 50,000. Thus, MPOs were
designated by the governor in each state to carry out
this legislative requirement. Following that initial
Federal legislation, Congress has passed a series of
surface transportation bills that have continued to fund
transportation projects, the most recent being the
Moving Ahead for Progress in the 21st Century Act
(MAP‐21). The Tri‐Lakes 2040 MTP was developed in
compliance with this legislation.

MAP-21
MAP‐21 was signed into law in July 2012, became
effective on October 1, 2012, and currently serves as
the regulatory and funding framework for
transportation planning in metropolitan areas. MAP‐21
authorizes funds for highway, transit, bicycle,
pedestrian, and transportation‐related safety programs.
It succeeded a series of transportation legislative acts
that have drastically changed the process of planning
for transportation systems. These legislative acts
include the Intermodal Surface Transportation
Efficiency Act (ISTEA) enacted in 1991, the
Transportation Equity Act for the 21st Century (TEA‐21)
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enacted in 1998, and the Safe, Accountable, Flexible,
Efficient Transportation Equity Act – Legacy for Users
(SAFETEA‐LU) enacted in 2005. All these legislative acts
have been a direct result of the Clean Air Act
Amendments of 1990 (CAAA), which broadened the
goals of transportation system planning to include
reducing vehicle miles traveled, expanding travel mode
options, improving air quality, and integrating land use
considerations into the planning process.
Many of the highway, transit, bicycle, and pedestrian
policies established by preceding transportation laws,
and continued under SAFETEA‐LU, were expanded and
refined in MAP‐21. The eight planning factors that
guided the creation of this MTP were specifically
continued from the previous legislation. These factors
emphasize that the transportation planning process for
metropolitan areas must provide for the consideration
of projects and strategies that:
1. Support the economic vitality of the metropolitan
area, especially by enabling global competitiveness,
productivity, and efficiency;
2. Increase the safety of the transportation system for
motorized and non‐motorized users;
3. Increase the security of the transportation system
for motorized and non‐motorized users;
4. Increase the accessibility and mobility of people and
for freight;

In addition to the eight planning factors, MAP‐21
requires MPOs to develop transportation plans and
improvement programs through a performance‐based
planning process. In doing so, the planning process
must address seven national performance goals:
1. Reduce traffic fatalities and serious injuries;
2. Maintain highways in a state of good repair;

5. Protect and enhance the environment, promote
energy conservation, improve the quality of life,
and promote consistency between transportation
improvements and State and local planned growth
and economic development patterns;

3. Reduce traffic congestion;

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

6. Protect and enhance the environment; and

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

Alliance Transportation Group, Inc.

4. Improve the efficiency of the transportation
system;
5. Improve the national freight network;

7. Reduce project delivery delays.
States and urbanized areas will use these performance
measures to assist in evaluating alternative
transportation improvements and prioritizing projects
that will support national performance goals.

1‐4

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

Tri-Lakes Metropolitan Planning
Organization
The Tri‐Lakes MPO, formerly named the Hot Springs
Area MPO, was formed in 2003 to develop a
comprehensive long‐range transportation plan for the
area. The organization's Policy Board implemented the
name change to Tri‐Lakes MPO during its July 11, 2013
meeting in order to more accurately reflect the
organization’s regional service area that includes
Garland County, the City of Hot Springs, Hot Springs
Village, the City of Mountain Pine, The City of Fountain
Lake, and a small portion of Hot Spring County (see
Figure 1 ‐ 1). These jurisdictions make up the MPO local
member governments; other MPO members include
the Greater Hot Springs Chamber of Commerce, the
Arkansas State Highway and Transportation
Department (AHTD), and the Federal Highway
Administration (FHWA). It should be noted that a
portion of Hot Springs Village is included in the MPO
study area and has a significant impact on the regional
transportation network. However, Hot Springs Village is
a privately owned gated community and therefore, no
federal or state dollars can be spent on roadway or
other improvements within its boundaries.
Tri‐Lakes MPO is the official MPO for the local
urbanized area, and is responsible for planning and
developing a safe, efficient, and affordable
transportation system for the region. The MPO has five
core functions and produces three key documents
through the transportation‐planning process. The five
core functions are to:
 Establish and manage a fair and impartial setting for
effective regional transportation decision‐making;
 Evaluate available transportation alternatives given
the size, complexity, and nature of the region's
transportation system;
 Develop and update a long‐range transportation
plan for the metropolitan area that addresses
mobility and access for people and goods, efficient
system performance and preservation, and quality
of life;
 Develop a program based on the long‐range
transportation plan and designed to serve the
area's goals; and
 Involve the general public in the four core functions
listed above.

Alliance Transportation Group, Inc.

The three key documents produced by the MPO are:
 The Unified Planning Work Program (UPWP), which
is the activity and budget document for the MPO
staff and lists the transportation studies and tasks
to be performed;
 The Metropolitan Transportation Plan (MTP), which
is the strategic planning document that identifies
future investments to be made in the region's
transportation system; and
 The Transportation Improvement Program (TIP),
which is a four‐year funding program implementing
the transportation projects and strategies identified
in the MTP.

Policy Board
The Tri‐Lakes MPO is governed by its Policy Board,
which consists of representatives from the cities,
counties, agencies, and organizations within the Tri‐
Lakes MPO study area. The purpose of the Policy Board
is to serve as the decision‐making body, to determine
transportation priorities, and to adopt policies that
guide the transportation investments in the region. The
TL‐MPO Policy Board has 10 voting members and
several ex‐officio, non‐voting members as listed below:
Voting Members

 Ruth Carney, City of Hot Springs
 Judge Rick Davis, Garland County
 Mark Headley, AHTD
 Ray Owen, Jr., Garland County
 Harv Shelton, Hot Springs Village
 Suzanne Davidson, City of Hot Springs
 Jack Fields, City of Fountain Lake
 Mike Lipton, Chamber of Commerce
 Judge Bill Scrimshire, Hot Spring County
 Paul Simms, AHTD
Ex-Officio Members (Non-Voting)

 David Blakeney, FHWA
 Josie Fernandez, National Park Service
 Richard McGrew, Hot Springs Planning Commission
 David Watkins, City Manager
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 Dick Breckon, Hot Springs Village
 Jim Fram, Hot Springs Metro Partnership
 Dwayne Pratte, West Central Arkansas Planning and
Development District
 State Legislators and Federal Congressional
Delegates in the MPO Area

Technical Committee and MPO Staff
The Policy Board is supported by a Technical Committee
and the MPO staff. The Policy Board relies on the
Technical Committee and MPO staff for analysis and
recommendations regarding transportation policy
options. Robert Tucker, AICP is the MPO Study Director.
The members of the TL‐MPO Technical Committee are
listed below.

federal regulations, but the vision that drives the
process is developed locally. In order to create the MTP
for the Tri‐Lakes MPO area, the following planning
process was used by the study team, which was
comprised of TL‐MPO staff, the Technical Committee,
and the Arkansas State Highway and Transportation
Department (AHTD), and was supported by professional
planning consultants. The planning process was
conducted under the authority of the Tri‐Lakes MPO.

Visioning Process

 Gene Cox, Arkansas Midland Railroad

The first step in the planning process was the
identification of the vision that the community wished
to implement, the goals and objectives that define that
vision, and the criteria by which the community would
evaluate whether those goals and objectives were being
met. In order to develop these basic elements of the
plan, a variety of methodologies were employed in an
effort to build a strong foundation for developing the
long‐range transportation plan that would best meet
the needs of the community over the next 25 years.

 George Downie, Hot Springs Airport

Gathering Existing Data and Professional Expertise

 Tim Baber, AHTD
 David Blakeney, FHWA (Ex‐Officio)

 Jack Fields, City of Fountain Lake
 Rick Grandon, Intracity Transit (IT)
 Antonio Johnson, AHTD
 Ogden Mayhugh, Garland County
 Bill Ryan, AHTD

To kick off the process, meetings were conducted with
professional planners and engineers from the MPO and
its member agencies, State and local agencies, and
other community stakeholders. These meetings were
designed to gather all existing plans, reports, data, and
professional knowledge of ongoing projects,
development patterns, and community concerns to

 Brenda Weldon, City of Malvern
 Don Beavers, Chamber of Commerce
 Gary Carnahan, City of Hot Springs
 Judge Rick Davis, Garland County
 Josie Fernandez, National Park Service
 Jim Fram, Hot Springs Metro Partnership
 David Hair, Garland County
 Denny McPhate, City of Hot Springs
 Kathy Sellman, City of Hot Springs
 James N. Patton, Hot Springs Village

The MTP Planning Process
The planning process used to create the Metropolitan
Transportation Plan (MTP) is prescribed by state and

Alliance Transportation Group, Inc.
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create an initial framework, including an overview of
challenges and opportunities to guide the planning
process.

recommended vision, a set of goals, and a list of
evaluation criteria that were reviewed and
subsequently adopted by the MPO Policy Board.

Conducting Public Visioning Workshops

Needs Assessment

The MPO hosted two public visioning workshops to
gather information on perceived needs, community
values, and desired community growth and
development patterns. An outreach and advertising
campaign was conducted to invite a large and diverse
group of stakeholders to participate in the public
meetings and to educate the public on the metropolitan
planning process – including the public’s role in
providing community vision and values to guide the
MTP planning process. Throughout the workshop, the
public was given opportunities to inform the MPO of
the transportation needs and challenges that should be
addressed in the Tri‐Lakes MPO area, and to provide
input regarding the importance of the criteria used to
evaluate future transportation projects.
Coordinating with Other Ongoing Land Use and
Economic Development Planning Processes

Important planning guidelines mandated by MAP‐21
include the due consideration of other related planning
activities within the metropolitan area and the support
of local economic vitality as one factor by which all
transportation projects must be evaluated. Therefore,
the study team coordinated with ongoing land use,
economic development, and other ongoing planning
processes as a key element in the visioning phase of the
MTP development.
Consulting Other Agencies and Organizations

MAP‐21 requires that MPOs consult with state and local
agencies responsible for land use management, natural
resources, environmental protection, conservation, and
historic preservation concerning the development of a
long‐range transportation plan. Many of these agencies
are included in the MPO’s Technical Committee, and
MPO staff members regularly participate in
coordination processes hosted by the other agencies. In
addition to this ongoing consultation process, an effort
was made by the study team to consult with any other
agencies not regularly consulted to gather their input
regarding the transportation system.
Defining the Vision, Goals, Objectives, and
Evaluation Criteria

After the data, information, professional expertise, and
public input were collected, the study team crafted a
Alliance Transportation Group, Inc.

In order to develop feasible and beneficial
transportation solutions, it is imperative to assess the
current state of the transportation system, as well as
community growth trends. For the 2040 MTP, this
assessment included an inventory of the transportation
system; a demographic analysis to determine existing
transportation demand based on current population
levels, as well as projections of future population and
employment generating future travel demand;
roadway, transit, bicycle/pedestrian, and freight needs
analyses; and a review of existing local plans for
additional guidance and input.

Needs Plan
The next step in the planning process was to identify
potential strategies to consider for addressing regional
transportation needs.
No-Build Strategies for Meeting Needs

Building new facilities will not address all identified
transportation needs. Not only is building new
roadways expensive and funding limited, but some
identified needs are best addressed by strategies that
reduce demand and improve the operational efficiency
of the existing transportation system. Therefore, the
MTP planning process included consideration of the
preservation of the existing system through
preventative and rehabilitative maintenance; the
inclusion of access management strategies; and the
incorporation of Travel Demand Management (TDM)
and Transportation System Management and
Operations (TSM&O) strategies. These strategies are
often referred to as "no‐build" strategies because they
do not require the construction of new roadways or the
widening of existing roadways.
Project Identification and Selection Process

Once the no‐build strategies were considered, potential
projects to expand or build new facilities were
examined. The results of technical reviews, available
planning studies, highway and corridor studies,
consultation with local traffic engineers, planners, and
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other stakeholders, and a call for transportation
projects were all combined to develop a list of
candidate projects slated for further analysis.
Quantitative volume‐to‐capacity (V/C) ratios provided
through the roadway deficiencies analysis were used in
conjunction with the weighted qualitative measures
developed through the public visioning process to
create project scoring criteria. The study team
presented the list of proposed projects to the Technical
Committee members, along with the weighted criteria,
and the Technical Committee scored the projects based
on each project’s potential to meet the evaluation
criteria. The Policy Board had the opportunity to review
the project prioritization process and either accept or
reject the process used by the Technical Committee to
score the projects.
The prioritized list of projects that resulted from this
process did not incorporate financial factors or policy
constraints. Those elements were analyzed later in the
planning process.

Systems Level Analysis
Systems level analyses were used to look at how the
candidate projects would impact community issues that
are of system‐ and region‐wide concern. The study
team incorporated this planning approach into the
development of the MTP, which allowed for
prioritization of transportation investment based on
broader community issues in accordance with the
community's vision.

Environmental Mitigation Analysis

An environmental mitigation analysis was conducted
with the list of proposed projects to look for any
potentially negative impacts on environmental, cultural,
or historical resources. This was a high‐level, conceptual
analysis conducted with the intent to avoid or mitigate
any obvious environmental constraints that would
prevent the project from being implemented. Once
projects reach the implementation stage, a more
detailed environmental evaluation will be done as a
part of the pre‐construction process. The analysis also
assessed potential impacts associated with the
proposed projects on low‐income and minority
populations (also referred to as environmental justice
or EJ).
Human Services Transportation Coordination
Analysis

An analysis was conducted to determine whether the
MTP would adequately support the goals and objectives
of the regional human services transportation
coordination plan. Although the coordination plan
covers a much broader geographic area than the MTP,
it was designed to improve the quality and quantity of
services available to disadvantaged populations within
the Tri‐Lakes area.

Financial Analysis and Constraints
Fiscal feasibility is a significant priority in determining
the final list of improvements. Not only does MAP‐21
mandate that the MTP be fiscally constrained and only
include projects that can reasonably be expected to
have adequate funding, but certain projects also
require that local communities provide matching local
funds in order to receive federal funds. The process for
establishing estimated costs and revenues is critical for
the creation of a viable MTP.
Determination of Factors to be Used in Fiscal
Calculations

Source: City of Hot Springs

Alliance Transportation Group, Inc.

Before fiscal analysis can be conducted, several factors,
or ‘givens,’ to be used in the financial calculations must
be determined. For consistency purposes these factors
are often determined by the State and used in all MTPs
developed throughout the state; alternatively, the State
may provide different factors for each region in the
state. For example, the inflation cost for the calculation
of future year costs must be determined, as does the
average cost of right‐of‐way acquisition in the state.
AHTD provided information that helped develop the
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factors that were included in the financial analysis of
this plan.
Revenue Projections

A revenue projection was developed that identified the
anticipated revenue stream for local, State, and Federal
funds. This revenue stream accounts for inflation at the
anticipated year‐of‐receipt.
Project Costs

Cost is defined as the total project cost, which includes
planning elements (e.g. environmental studies and
functional studies); engineering costs (e.g. preliminary
engineering and design); preconstruction activities (e.g.
line and grade studies, right‐of‐way acquisition and
corridor preservation); construction activities; and
contingencies. Using the established factors, a cost was
calculated for each project. The resulting cost estimates
also included an inflation factor to account for the
anticipated year–of‐expenditure.
Fiscal Constraint Analysis

A fiscal constraint analysis was performed that
compared the anticipated year‐of‐expenditure costs to
the anticipated year‐of‐receipt revenues to determine if
sufficient and timely financial resources were likely to
exist to fund the proposed program of projects.

Selection of a Proposed Package of
Projects
Based on the cost and revenue projections, the package
of fiscally constrained projects, anticipated to best
accomplish community‐defined goals and objectives,
was selected by the study team and then submitted to
the Policy Board for approval.

Adoption Process
The preliminary transportation recommendations and
associated list of proposed projects resulting from the
project selection and fiscal constraint analysis, along
with the results of the technical analysis and public
input, were included in the draft 2040 Metropolitan
Transportation Plan.

Public Review of the Draft 2040
Metropolitan Transportation Plan
The proposed plan and list of projects was published for
public review and comment and community feedback
was solicited. Input from the public was considered by
the Policy Board and, as needed, appropriate
modifications to the draft plan were accomplished.

Adoption of the Final 2040
Metropolitan Transportation Plan
The final 2040 Metropolitan Transportation Plan was
presented to the Policy Board for adoption on
September 10, 2015. The Policy Board adopted a final
fiscally constrained list of the projects and approved the
MTP.

AHTD and FHWA/FTA Review and
Comment
Although state and federal partners were included in
review of the draft document, the final approved MTP
was forwarded to AHTD, the Federal Highway
Administration, and the Federal Transit Administration
for their review and comment.
ADOPTION OF
POLICY BOARD FINAL 2040 MTP
APPROVED DRAFT
PLAN

PROJECT START
PUBLIC OPEN
HOUSE

INITIAL DATA
COLLECTION

December

January

PUBLIC
VISIONING

February

STAKEHOLDER
CONSULTATION
BEGAN
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NEEDS PLAN,
SYSTEMS LEVEL
ANALYSIS

NEEDS
ASSESSMENT

March

FINANCIAL
ANALYSIS AND
CONSTRAINTS

April

May

June

PUBLIC OPEN
HOUSE

July

ADOPTION OF
DEVELOPMENT MTP GOALS
OF REGIONAL
VISION AND
PROJECT
GOALS
PRIORITIZATION

August

September

PUBLIC COMMENT
PERIOD BEGAN
PUBLC COMMENT
PERIOD ENDED
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2

Regional Visioning Process

This chapter describes the process by which the vision
and goals of the MTP planning process were
established. It also describes the process by which the
set of criteria – used to evaluate whether
recommended transportation projects support the
established vision and goals – was developed and
ranked.

study team reviewed the following state, regional, and
local planning documents:

The MTP planning process is mandated by federal
legislation and, therefore, must conform to the rules
and regulations established by governing authorities.
Nevertheless, the MTP is a local plan designed
specifically to meet local community needs and reflect
local community values. This MTP visioning process,
therefore, focused on gathering the locally generated
plans and information, as well as the knowledge and
wisdom of the local community while following the
state and federal guidelines that direct the general
planning process.

 City of Hot Springs Comprehensive Plan

Initial Data Collection Process
In order to create a baseline from which to start the
planning process, the study team gathered existing
data, plans, reports, and institutional knowledge about
land use patterns, economic development goals,
demographic trends, environmental issues, and the
study area transportation system. This information
provided a picture of current conditions in the study
area.

Review of Relevant Plans and
Programs
During the data collection process, relevant state,
regional, and local transportation and land use planning
documents were reviewed to ensure the regional
transportation planning efforts were consistent with
ongoing state and local activities. This included review
and consultation of MPO‐sponsored plans and
programs like the 2035 MTP and the most recent
Transportation Improvement Program (TIP), which lists
transportation projects in the region for which funding
has been identified and allocated. Additionally, the
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 Garland County Coordinated Transit Plan
 Tri‐Lakes MPO Bicycle and Pedestrian Master Plan
 Hot Springs Area Bicycle and Pedestrian Master
Plan
 City of Hot Springs Complete Streets Policy
 Hot Springs Village Master Plan Workbook
 Hot Springs Village Property Owners Association
Strategic Plan
 Park Whittington Neighborhood Plan
 Memorandum of Understanding for Bicycling
Projects and Activities
 Historic Design Guidelines for the Central Avenue
and Pleasant Street Historic Districts
 Arkansas Strategic Highway Safety Plan
 Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan
 Arkansas State Bicycle and Pedestrian
Transportation Plan
Each of these documents is discussed briefly below.
Garland County Coordinated Transit Plan

The MPO prepared the Garland County Coordinated
Transit Plan in 2007 through collaboration with the
public and local transportation providers. The goals of
the Garland County Coordinated Transit Plan are to:
 Develop interagency referral forms
–

Assist connecting transit dependent individuals
to the correct programs for their needs

 Maintain the existing level of service to transit
dependent individuals
–

Purchase replacement vehicles
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 Expand the existing level of service to meet the
needs of transit dependent individuals living in the
area
–

Purchase vehicles to expand service

–

Provide new service in terms of time, location,
and capacity

–

Modify existing vehicles and facilities to
enhance ADA standards

 Assist all the transit providers in the MPO area in
assessing the needs and determining solutions to
individual providers’ needs
–

Conduct planning studies

–

Evaluate policies related to drivers, insurance,
etc.

–

Identify land use issues. For example, the
location of human service offices relative to the
clients they service

 Provide more efficient and effective service delivery
–

Improve scheduling, routing, maintenance, and
equipment utilization

–

Address duplication of service

 Provide a better quality of life for public
transportation dependent persons
–

Better access to jobs and medical appointments

 Provide easier access to systems, facilities, and
services
–

Improve or develop infrastructure, vehicles, or
service

 Work with the Office of Emergency Services to
create a transportation disaster plan
With information gathered over the course of four
meetings, the plan documents the regional services
available in Garland County and discusses regional
needs.

Tri-Lakes MPO Bicycle and Pedestrian Master Plan

The Regional Trails Committee, an MPO sub‐committee,
along with individuals from the general public
developed the Tri‐Lakes MPO Bicycle and Pedestrian
Master Plan in 2006. The plan was designed as a
guideline for implementing bicycle facilities in the City
of Hot Springs and in Garland County to create regional
connections. Bicycle facilities that resulted from the
plan were intended to be constructed from existing
infrastructures rather than through demolition and
rebuilding activities. Figure 2 ‐ 1 shows the routes
recommended by the MPO Master Plan.
The specific goals of the Tri‐Lakes MPO Bicycle and
Pedestrian Master Plan are as follows:
Goal 1 – Create an opportunity for alternative modes of
transportation.
Goal 2 – Increase opportunities to utilize trails, parks
and recreation areas.
Goal 3 – Determine future funding sources for trail
development.
Goal 4 – Increase public awareness of trails, trails users,
and safety issues.
Goal 5 – Increase tourism.
Goal 6 – Preservation.
Each of these goals was accompanied by a list of
objectives designed to support goal accomplishment.

Alliance Transportation Group, Inc.
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Figure 2 - 1: Tri-Lakes MPO Bicycle and Pedestrian Master Plan

Source: Tri‐Lakes MPO

Hot Springs Area Bicycle and Pedestrian Master
Plan

The City also recently completed a Bicycle and
Pedestrian Master Plan shown in Figure 2 ‐ 2. This plan
and the Tri‐Lakes MPO Bicycle and Pedestrian Master
Plan represent significant bicycle and pedestrian
infrastructure planning efforts that were necessary to
reference and consider during the development of the
2040 MTP. These plans were especially utilized as
important reference material for the bicycle and
pedestrian facilities needs analysis described in Chapter
3.

Alliance Transportation Group, Inc.
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Figure 2 - 2: Hot Springs Area Bicycle and Pedestrian Master Plan

Source: City of Hot Springs

Hot Springs Comprehensive Plan

In 2010, the City of Hot Springs updated its
comprehensive plan to address policy changes
proposed since the plan’s initial adoption in 1997. City
demographics, land use patterns, transportation
network, and current infrastructure were examined for
the plan, and a community vision was developed by
reviewing existing plans and feedback gathered from an
advisory committee comprised of a cross section of the
general public. The plan also included a conceptual land
use map, illustrated in Figure 2 ‐ 3.

Alliance Transportation Group, Inc.
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Figure 2 - 3: City of Hot Springs Comprehensive Plan Conceptual Land Use Map

Source: City of Hot Springs

Of particular interest to the 2040 MTP development
process are the plan’s focus areas with regard to
transportation. Identified key transportation issues
included connectivity, congestion management,
neighborhood impact, parking, safety, freight mobility,
and multiple modes. The plan also included several
important goals relevant to the MTP development
process, including:
 Maintaining and improving the safety, vitality, and
attractiveness of Hot Springs neighborhoods;
 Maintaining and improving Hot Springs’
transportation network, projecting needs and
evolving to meet plan objectives; and
 Planning for and establishing types and quantities
of land uses in Hot Springs supporting community
needs and the City’s long‐term sustainability.

all users and transportation modes, which contributes
to other possible benefits including increased health for
citizens, improved environmental conditions, urban
renewal, and economic development. The goals of this
policy include:
1. Ensuring the needs of users are considered
throughout the surface transportation network to
the greatest reasonable measure;
2. Incorporating the vision, purpose, and goals of this
Policy into the project development process for
surface transportation projects;
3. Creating a balanced, comprehensive, integrated,
fully interconnected, functional, and visually
attractive surface transportation network;

City of Hot Springs Complete Streets Policy

4. Promoting the use of the latest and best Complete
Streets design standards, principles, policies, and
guidelines within the context of the community;
and

The City of Hot Springs enacted a Complete Streets
policy in 2015 to ensure that public streets are safe for

5. Planning, designing, operating and maintaining a
network of complete streets.

Alliance Transportation Group, Inc.
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In order to meet these goals, the City outlined potential
implementation strategies, which may include policies
and procedures, street inventory and pilot projects,
training, funding, and phasing.

identified the vision and goals for redevelopment of the
Park Whittington neighborhood located in the City of
Hot Springs. The document is the result of efforts by the
Neighborhood Steering Committee. Development of
the plan involved many stakeholders, including federal,
state, and local agencies and business groups. The
public was involved in plan development by providing
feedback on community characteristics, needs, and
desires through meetings, personal contacts, and
surveys. The plan resulted in a list of major projects and
mini projects that would enhance the community. Plan
objectives most relevant to the Tri‐Lakes MPO 2040
MTP development, regional transportation planning,
community development, and regional growth are as
follows:
 Creating eastern and western gateways to the
neighborhood;

Hot Springs Village Master Plan Workbook

The Village Placemaking team, which is composed of
members from the Hot Springs Village Property Owners
Association (POA), prepared the most recent Hot
Springs Village Master Plan Workbook in 2015. The plan
outlines the overall business model with relation to
growth, monetizing opportunities, branding, marketing,
placemaking, quality control, and new context. It also
includes planning and placemaking projects and
branding and engagement strategies. Projects included
in the plan range from an improved gate system, to an
artesian motor coach complex, to a multipurpose trail
system, among other projects.

 Adding painted crosswalks at key intersections;
 Striping Park and Whittington Avenues to delineate
travel lanes, parking areas and bikeways; and
 Developing the Bill Clinton home site into a tourist
attraction and commercial generator.
This plan was amended in 2013, with a focus on the
Whittingon Valley portion of the neighborhood, to
serve as the neighborhood’s action‐oriented
development plan under the City of Hot Springs’
Community Development Block Grant (CDBG) program.

Hot Springs Village Property Owners Association
Strategic Plan

In 2010, the Hot Springs Village POA finalized the
strategic plan to support the growth and development
of Hot Springs Village. The plan was an update to
strategic plans previously completed in 2000 and 2004
and involved the Research and Special Projects
Committee, POA, and neighborhood residents. The POA
documented 31 tasks defined in the 10‐year plan. Tasks
were prioritized by start year, with projects started
within one year given the first priority, projects started
within 1‐2 years second priority, and projects beginning
3‐5 years after the plan was adopted given the third
priority. The plan also suggested the development of a
master roadway plan and a sewer infrastructure plan.
Park Whittington Neighborhood Plan

Urban Planning Associates developed the Park‐
Whittington Neighborhood Plan in 2001, which
Alliance Transportation Group, Inc.

Source: 2013 Amendment to the Park Whittington Neighborhood
Plan: The Whittington Valley

Memorandum of Understanding for Bicycling
Projects and Activities

The memorandum of understanding (MOU) is an
agreement among the following counties and cities to
develop programs and projects for developing and
implementing bicycle projects, activities, and regional
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infrastructure: Garland County (Hot Springs and
Lonsdale), Pulaski County (Little Rock), and Saline
County (Bauxite, Benton, Bryant, Haskell, and Shannon
Hills).
Activities under the MOU include coordinating
development of the Southwest Trail, completing a
master trail plan, providing technical assistance to land
managers and communities, and forming an advisory
group to make project decisions, among other activities.
Historic Design Guidelines for the Central Avenue
and Pleasant Street Historic Districts

The City of Hot Springs published design handbooks to
detail the process for guiding maintenance, repair, and
new construction within the Central Avenue and
Pleasant Street Historic Districts. These guides are
intended to preserve the historic characteristics of
these districts and cover several topics: architectural
examples, steps to gain design approval, design
standards, and regulations that have been adopted for
items in the district such as signs and billboards.
Arkansas Strategic Highway Safety Plan

In 2013, the Arkansas Highway Safety Steering
Committee updated the Strategic Highway Safety Plan
first developed in 2007. The original purpose of the plan
was to develop strategies to decrease the rate of
fatalities on Arkansas highways; in 2005 Arkansas was
eighth in the nation for highway fatalities. Since the
completion of the last plan, state legislation has been
enacted to establish driver safety and licensing
measures, safety devices have been added to roadways,
and the number of roadway fatalities decreased by 15
percent between 2007 and 2011 (from 650 to 551).
Despite progress, in 2010 Arkansas had the second‐
highest traffic fatality rate in the country, according to
the National Highway Transportation Safety
Administration (NHTSA).
Therefore, to support the vision working toward having
zero roadway fatalities in the state, the primary goal of
the plan is to reduce the annual number of roadway
fatalities in Arkansas to 400 or less by 2017.
To increase highway safety even further, the plan
introduces eight primary, seven secondary, and three
special emphasis areas where strategies can be
implemented to reduce the number of fatalities. These
emphasis areas are as follows:
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 Primary Emphasis Areas
– Roadway Departure
– Intersections
– Impaired Driving
– Aggressive Driving
– Distracted Driving
– Younger Drivers
– Safety Restraints
– Motorcycles
 Secondary Emphasis Areas
– Pedestrians
– Bicyclists
– Older Drivers
– Drowsy Driving
– Large Commercial Vehicles
– Work Zones
– Railroad Crossings
 Special Emphasis Areas
– Emergency Services Capabilities
– Traffic Data Systems
– Safety Management System

Each emphasis area has a specific goal and strategies
focused on the four “E’s” – engineering, education,
enforcement, and emergency services – along with
public policy and other strategies.
Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan

The Arkansas State Highway Safety Office published the
annual Performance Plan and Highway Safety Plan that
establishes goals and objectives for the 2015 fiscal year
(October 1 through September 30). The plan also
recommends projects for funding to reach the
established goals for specific program areas: Alcohol
and Other Drugs Countermeasures, Occupant
Protections, Speed Enforcement, Traffic Records
Roadway Safety, Motorcycle Safety, Pedestrian and
Bicycle Safety, Distracted Driving, and Teen Driver
Safety.
Arkansas State Bicycle and Pedestrian
Transportation Plan

Sponsored by the Arkansas State Highway and
Transportation Department and the Federal Highway
Administration, the Arkansas State Bicycle and
Pedestrian Transportation Plan was first completed in
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1998 and established recommendations that encourage
planning and implementing walking and bicycling
facilities for interested communities in the state. The
plan also established pedestrian and bicycle plan
recommendations and identified federal and state
funding sources, while highlighting the elements of
balanced pedestrian and bicycle programs.

population and employment, the study team collected
historical and projected population and employment
data from a variety of sources, which are listed in Table
2 ‐ 1. This information was used in the demographic
forecasting process, which will be discussed in detail in
Chapter 3.
Table 2 - 1: Demographic Data Sources

It is important to note that during document
development, the Arkansas Statewide Bicycle and
Pedestrian Transportation Plan was in the process of
being updated. The updated plan will be the result of a
collaboration of the Governor‐appointed Bicycle
Advisory Group (GBAG) and the Arkansas Bicycle
Technical Advisory Committee.

Data Type

Economic Development

Employment

The condition of a region’s transportation system has
the ability to support or hinder economic development
efforts in the community. If a region’s plans for
economic development are to succeed, they must be
supported by a strong transportation system that
moves people and goods safely, securely, and efficiently
within and through the region. Therefore, planning for
future growth in the Tri‐Lakes area should consider the
regional economy and recent and ongoing economic
development efforts. As part of the initial data
collection efforts for the visioning process, the study
team gathered available employment, freight, and
intermodal data in order to conduct related needs
analyses (described in Chapter 3). The team also
collected existing economic impact and development
plans from local jurisdictions to be used to determine
whether the future transportation projects
recommended by the MTP would support these local
economic development goals and objectives.

Demographics and Employment
Planning for a transportation system that addresses
community needs over 25 years requires understanding
how regional growth patterns will impact use of the
transportation system in the future, as the nature and
distribution of the residential population and area
employment impact how the transportation system is
used. According to the data gathered, the Tri‐Lakes
MPO area has experienced steady growth over the past
few decades and is expected to experience continued
growth, both in terms of population and economic
vitality. To create this picture of demographics in the
region, establish growth trends, and forecast 2040
Alliance Transportation Group, Inc.

Population

Source









U.S. Census Bureau
Arkansas State Data Center
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model
U.S. Census Bureau (LODES Data)
Arkansas Workforce Services
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model

Environment
Metropolitan transportation planning is not solely
concerned with the best way to move people and
goods. In addition to mobility concerns, the
transportation system also has significant impacts on
the natural and human environment, from air quality
and natural resource consumption to quality of life and
cultural resources. Great care and consideration must
be taken at each step of the planning process to ensure
that the need for increased mobility is not provided at
the expense of the natural environment, historical
resources, or environmental justice populations
(minorities or low‐income residents).
To ensure potential impacts on the natural and human
environment were considered during this planning
process, the study team gathered available information
on waterways, flood zones, endangered species
habitats, air quality, parks, cultural resources, and
environmental justice populations in order to perform a
systems‐level environmental analysis. This analysis is
described in greater detail in Chapter 5.

Transportation System
In addition to the other data collection efforts described
above, the study team created a baseline picture of all
infrastructure facilities for the various modes of
transportation. This was accomplished by compiling
available data on highways and other roadways, bicycle
and pedestrian facilities, transit, freight, rail, and
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airports. This information was utilized during the
various needs analyses described in Chapter 3.

Public Visioning Process
To gather public input regarding the planning process
for the MTP update, the study team conducted two
identical public visioning workshops (a morning session
and an evening session); one was held at Hot Springs
Village and the other at the Transportation Plaza in
downtown Hot Springs on February 10, 2015. To help
ensure that the visioning process included traditionally
underrepresented groups, supplemental visioning
meetings were conducted with United Way of Garland
County and the Gateway Neighborhood Association.
These visioning meetings solicited public input
regarding the future of the transportation system in the
Tri‐Lakes area and provided the opportunity for
stakeholders and members of the public to share their
concerns, ideas, values, and visions.

Outreach Methods
The study team utilized several outreach methods to
inform the public about the update process and the
visioning workshops. This included mailing meeting
press releases to a list of over 156 identified
stakeholders in the MPO Study Area; running notices in
the Hot Springs and Hot Springs Village newspapers, on
the City of Hot Springs government access cable TV
channel video bulletin board, and on Resort CATV public
access CATV channel; posting the notice on the City of
Hot Springs’ Facebook page, in the News Flash section
of the City of Hot Springs’ website, and on the TL‐MPO
website; and forwarding the press release to those on
the City of Hot Springs media list. These outreach
strategies were employed to meet requirements of
federal legislation, which are consistent with outreach
goals and strategies outlined in the MPO Public
Participation Plan (PPP).

Visioning Workshop Overview
The workshops began with a brief explanation of the
MPO’s role, the purpose of the MTP, and a description
of the MTP update process. Participants were
welcomed by the workshop moderator, who informed
them that the MTP update process is based largely on
the development of a shared vision for future growth
through open dialogue, collaboration, and the use of
scenario‐based planning tools.
Both workshops followed the same sequence of
activities, which included a presentation, group
discussions, and guided exercises. Each participant
received a workbook containing information about the
study area and questions designed to solicit feedback
on specific transportation issues. Other activities
included designating areas of need on large maps
located at each table, recording additional comments in
participant workbooks, ranking evaluation criteria in
both group and individual activities, and participating in
group discussions.
Throughout the workshops, the public was given
opportunities to inform the MPO of the transportation
needs and challenges that should be addressed in the
Tri‐Lakes area and to provide input regarding the
importance of the criteria used to evaluate future
transportation projects.
In addition to the two broad public visioning meetings
described above, the MPO conducted more targeted
visioning meetings with stakeholders from the Gateway
Community Association in March, 2015 and from the
United Way of Garland County in April, 2015. At these
meetings, participants were guided through a
presentation and the exercises contained in the
participant workbook, which are further described
below.
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Exercise 1: Stakeholders Present

During the first exercise, visioning participants were
asked to self‐identify the stakeholder groups to which
they belong. This information was requested to gauge
stakeholder representation during the visioning

activities and to identify stakeholder groups that were
underrepresented, so additional targeted outreach
could be done for subsequent public engagement
activities. As shown in
Table 2 ‐ 2, participants represented many important
stakeholder groups in the region.

Table 2 - 2: Stakeholder Groups Represented During Visioning Workshops
Stakeholder Groups Present During Workshops
Private Auto/SUV/Pickup User
Bicycle User
Pedestrian Facility (sidewalks, hike & bike trails, etc.)
Public Transit User of Intracity Transit
Transit for the Elderly and Disabled User
Airport User
Intercity Bus or Rail User
Responsible for Transportation of Children
Member of Community Group (such as Neighborhood
Business Owner
Association, Civic Club, etc.)
Member of Environmental Protection Organization
Member of Historic or Cultural Preservation Organization
Representative of an Agency that provides Traffic Control
Representative of an Agency that supports Ride‐Sharing
Representative of an Agency that is responsible for
Representative of an Agency that regulates Public Parking
Transportation Safety
Representative of An Agency that is responsible for Land
Representative of an Law Enforcement Agency
Use Management
Representative of an Agency that is responsible for Natural Representative of an Agency that is responsible for
Resources
Environmental Protection
Representative of an Agency that is responsible for Energy
Representative of an Agency that is responsible for Historic
Conservation
Preservation
Transit Operator
Private Transportation Provider (e.g. Taxis, Buses, etc.)
City or County Elected Official
Planning Organization Member
Member of a Population that is Traditionally Underserved
Resident of Garland or Hot Spring County
by the Transportation System

Exercise 2: Current State of the Transportation
System
The second exercise asked participants to provide their
thoughts on the current transportation system by
answering the following question:

Thinking about changes to the region and the
nation (environmental changes – gas prices –
aging baby boomers – economic change –
land use changes – etc.), are there any users
of the transportation system that will be
poorly served if there are no improvements
to the system?

Responses received from meeting participants during
the group discussions from all meetings have been
paraphrased and grouped into the following categories:
 Roadways
 Congestion
 Safety
 Mobility
 Public Transportation
 Bicycle and Pedestrian
 Air, Rail, and Freight
Roadways

Participants expressed concern over the age and
configuration of roadways. Park Avenue (State Highway
7) was repeatedly mentioned as older, uncrossable, and
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a challenge to widen due to a lack of right‐of‐way
(ROW). Additionally, Grand Avenue was identified as a
roadway that should be considered for redesign under
the City’s new Complete Streets Policy as population
and business utilization increases. Participants noted
the impact that poor roadway conditions can have on
economic development, with at least one group
discussing their tendencies to shop in communities
outside the study area because of poor road conditions.

Participants also pointed out that many roadways are
poorly maintained, signs are difficult to read, and sight
distances are short, suggesting that lighting and signage
that warns drivers of changes in roadway condition
would be beneficial. Absent shoulders and shelters on
roadways and prevalent continuous center turn lanes
were also identified by participants as safety concerns.
Participants noted that poor road maintenance and
drainage gates that run parallel to curbs pose crash
threats to bicyclists.
Mobility

Long travel times were mentioned by participants as
hindering mobility in the region. According to
participants, individuals who travel by personal vehicle
face congestion, narrow roadways, and inaccessible
areas in the region, which can increase travel times. For
some, non‐emergency medical transportation to and
from recently developed areas has been difficult.
Public Transportation

Congestion

Congestion was a concern for workshop participants.
Groups mentioned that all the major thoroughfares in
Garland and Hot Spring counties are state highways.
Several congested “choke points” were identified along
these thoroughfares, and participants discussed how
school buses intensify congestion when children board
and alight the vehicles. Participants noted that a lack of
network connectivity off of the main roads make drivers
unable to take alternate routes when school buses
disrupt traffic. Racing season also brings an influx of
tourists to the region, which heightens regional
congestion.
Safety

Participants identified driver behavior and the poor
condition of infrastructure as regional safety concerns.
According to participants, drivers often disregard traffic
laws by driving through parking lots, operating vehicles
dangerously close to pedestrians and cyclists, and
failing to utilize headlamps or turn indicators on
roadways. Participants suggested installing more speed
signs and warning lights to increase safety.
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Participants expressed concern that public
transportation is not adequately available in the region,
and that the public transportation services that are
available are difficult to access, expensive, intermittent,
and inflexible. Respondents also indicated that
improving paratransit service is critical. According to
participants, paratransit users must schedule trips up to
one day in advance, which limits their ability to make
spontaneous trips. Additional comments focused on
people with disabilities needing more responsive
options and expanded routes and times and the lack of
rural service, which affects employment options for
people living in those areas. Connector service between
Hot Springs and Malvern was suggested, as was
expanding service northeast and southwest along U.S.
Highway 70 in the future.
Bicycle and Pedestrian

Group discussions regarding bicycle and pedestrian
infrastructure generally focused on a lack of bike lanes
and crosswalks in the region, with participants
indicating a need for more bicycle and pedestrian
infrastructure in the area. Participants noted that there
is no safe connection for bicyclists and pedestrians
between Albert Pike and Airport Road along the general
route of U.S. Highway 270 and that bike lanes along
Central and Park Avenues are inadequate. Grand
Avenue was also discussed as a challenge for non‐
motorized users, and participants noted that graveled
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roadways in the region are dangerous for cyclists.
Additionally, one suggestion was made for a safe bike
trail to the college.
Air, Rail, and Freight

Participants identified the absence of available
passenger rail service as an issue. The closest service is
operated by Amtrak in Little Rock, and connects the
region to Chicago. Participants also expressed concern
over the lack of direct flights to Little Rock where they
could continue on to regional and national destinations.
Participants indicated a lack of freight or intermodal
facilities in the region during the workshop with only
the Union Pacific train lines in the region.
Exercise 3: Ranking and Scoring Criteria

Needed transportation improvements almost always
exceed available funding. Therefore, it is important to
evaluate transportation needs to ensure that funded
improvements reflect the community’s mobility
priorities. The following evaluation criteria reflect the
metropolitan planning factors defined in MAP‐21.
Exercise 3 asked participants to rank the criteria based
on their personal preferences. Participants completed
this activity both in groups and individually. This
exercise illustrates the transportation values of
visioning participants, and the results of the exercise
helped the MPO place differing weights on evaluation
criteria for project prioritization.

Improves Safety – Protects against unintentional harm
(e.g. traffic collisions)
Improves Security – Protects against intentional harm
(e.g. security threats, crime)
Protects the Environment – Reduces air and noise
pollution, protects critical habitats, avoids developing in
flood‐prone area, protects historical and cultural
resources, etc.
Reduces Congestion – Minimizes the time spent in
traffic congestion
Promotes Efficiency – Maximizes the potential of the
existing transportation system (e.g. improved signal
timing, limiting the number of driveways on certain
roads, preserving the existing system through overlays,
etc.)
Supports Land Use Goals – Coordinates plans for the
transportation system with plans for land development
Increases Street Connections – Improves circulation
within the community and to external destinations by
connecting roads to provide multiple options for
reaching destinations
Conserves Energy – Reduces the use of natural
resources
Improves Access – Balances access to land uses with the
efficient flow of traffic
Supports Economic Development Goals – Improves of
builds transportation infrastructure that increases
access to markets, attracts employers, makes
businesses more accessible, etc.
Connects Modes of Travel – Improves the ease with
which people can use multiple modes of travel to reach
destinations (e.g. ride a bike, then use a bus)
Increases Multi‐Modal Options – Provides travelers with
more options for reaching their destinations, such as
biking, walking, riding the bus, or driving a car

Evaluation Criteria Descriptions

The following criteria were developed to evaluate and
prioritize transportation projects for funding and
inclusion in the MTP. Participants were provided
explanations of the criteria to assist in the ranking
process.
Alliance Transportation Group, Inc.

Improves Quality of Life – Plans the transportation
system so it has a positive impact on the community’s
quality of life (e.g. safe routes to schools, opportunities
for recreation, etc.)
Preserves Right‐of‐Way – Plans ahead for the future
expansion of the transportation system and purchases
land before development occurs to reduce future costs
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Scoring of the Criteria

Workshop facilitators provided each participant with 24
dots to place on a board displaying the evaluation
criteria. Participants were allowed to allocate their dots
to any criterion as they saw appropriate, with each dot
acting as a “vote” of importance for the criterion to
which it was allocated. Dots were then counted to
determine the group’s ranking order.
Collectively, the visioning workshop groups ranked
improving safety, reducing congestion, improving
quality of life, and improving access as the most
important community goals related to evaluating
regional transportation projects. Conversely, supporting
land use goals, improving security, and preserving right‐
of‐way, were determined to be the least important.
In the individual workbooks, participants then scored
each criterion on a scale of 1 to 5 with “1” indicating
the criterion is “unimportant” and “5” indicating it is
“extremely important”. Individually, workshop
participants ranked improving safety, improving quality
of life, and promoting efficiency, as the most important
criteria for evaluating future transportation
improvements for inclusion in the MTP. Similar to the
group results, individuals ranked improving security,
supporting land use goals, and preserving right of ways
as the least important criteria.
Exercises 4 & 5: Growth Trends and Envisioning the
Future Transportation System

The final exercises during the public visioning meetings
were combined into one facilitator‐led group discussion
at each table following a presentation on regional
growth trends including population, employment, and
traffic flow changes, as well as bicycle and pedestrian
infrastructure. Participants were encouraged to voice
their opinions regarding future growth in the region,
and maps of the planning area were provided at each
table for participants to mark areas on the map where
future population growth is anticipated and where
possible transportation improvements are needed.
Participants were also encouraged to record anything of
particular importance to them on their participant
response sheets, which were collected and reviewed by
the project team.

Example Map Exercise

The map in Figure 2 ‐ 4 and text are an example of the
exercise. The full results of the visioning workshops are
found in Appendix A.

Alliance Transportation Group, Inc.
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Figure 2 - 4: Example Map Exercise

1. Gulpha Gorge: The land between State Highway 5
and State Highway 7 is not likely to be developed
due to environmental concerns and anticipated
high costs.
2. Areas south of U.S. Highway 270 E are likely to have
environmental constraints, which will prevent the
area from being developed.
3. Areas in southwest Hot Springs Village are not
expected to increase in residents.
4. Development planned for areas south of Lake
Hamilton will need improved infrastructure, such as
sewer capacities, to become industrial.
5. The corridor north between State Highway 7 and
State Highway 5 has the potential for future
commercial developments, but currently the
infrastructure is lacking in the area.

Alliance Transportation Group, Inc.

6. Commercial development is likely to occur along Dr.
Martin Luther King Jr. Expressway.
7. The currently urbanized areas of Hot Springs can be
developed or redeveloped if the City adopts a policy
of infill development.
8. The Southwest Trail could be developed if existing
environmental issues are addressed and mitigated.
9. Hot Springs Village is a planned, gated community,
but should consider introducing transit services in
the future.
10. Future efforts should consider how to better
connect the City of Hot Springs with Hot Springs
Village.
11. Roadways should be widened and shoulders built
for the entire study area.
12. Gulpha Gorge may close access points which would
affect traffic on adjacent roadways.
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Workshop Evaluation

At the workshop’s conclusion, participants were given
an opportunity to provide feedback regarding their
personal satisfaction with the meeting by completing a
short survey. Surveys were conducted to evaluate the
effectiveness of workshops, and to gather information

for use in developing future public participation
activities. The majority of respondents provided
favorable responses to each statement indicating a
positive experience with the workshop. The complete
list of survey results is shown in Table 2 ‐ 3.

Table 2 - 3: Public Visioning Workshop Evaluation
Strongly
Agree

Somewhat
Agree

Neither Agree
nor Disagree

Somewhat
Disagree

Strongly
Disagree

Meeting Room was easy for me to get to

87%

8%

5%

0%

0%

Meeting Room was comfortable

64%

17%

14%

6%

0%

Available parking was adequate

95%

5%

0%

0%

0%

Time of the meeting was convenient for me

72%

21%

8%

0%

0%

Day of the week of the meeting was convenient
for me

77%

15%

8%

0%

0%

Purpose of the meeting was made clear to me

64%

15%

13%

3%

5%

62%

33%

3%

3%

0%

74%

21%

3%

3%

0%

I felt my contributions were respected

82%

15%

3%

0%

0%

Facilitator at my table did a good job

92%

8%

0%

0%

0%

Materials used in the meeting were clear and
understandable

79%

18%

3%

0%

0%

Meeting met my expectations

59%

30%

5%

3%

3%

Information presented at the meeting was useful
to me
Information was presented in a clear and
understandable manner

Consultation Process
In addition to the public visioning workshops, the study
team met with representatives of local stakeholder
groups and agencies to ask them about challenges
associated with the current transportation system,
potential solutions to these challenges, and the
locations of future growth areas. Stakeholder
consultation occurred from February to April, 2015. The
various agencies and groups consulted during this
process are listed below:

 West Central Arkansas Planning and Development
District
 Hot Spring County
 Sales Tax Exploratory Committee
 National Park Service
 Arkansas Midland Railroad
 Intracity Transit
 Memorial Field Airport

 Hot Springs Village Property Owners Association
 City of Hot Springs
 Garland County
Alliance Transportation Group, Inc.
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Current State of the Transportation
System

identifying additional funding sources dedicated to
resurfacing and maintenance.

The following section summarizes stakeholder
comments regarding the current state of the
transportation system in the Tri‐Lakes MPO study area,
grouped into the following major categories:

Congestion

 Roadways
 Congestion
 Safety
 Bicycle and Pedestrian
 Public Transportation
 Passenger Air
 Freight
Roadways

Roadway capacity and condition are major challenges in
the regional transportation system for many
stakeholders. State Highways 5 and State Highway 7 are
only two lanes, with narrow or nonexistent shoulders.
This presents a safety hazard when drivers are unable
to pass slower moving vehicles and when disabled
vehicles block roadways, obscuring driver vision. The
particular configuration of these roadways may also
make it more difficult for emergency vehicles to quickly
respond to events. Stakeholders also cited declining
surface conditions on some regional roadways as a
challenge.
Stakeholders believe widening the major highways,
including U.S. Highway 270, State Highway 5, and State
Highway 7 would help relieve congestion in the region.
To upgrade road conditions, stakeholders suggested

Stakeholders identified narrow roadways as a major
contributor to congestion in the region. In addition to
State Highway 5 and State Highway 7, the Dr. Martin
Luther King Jr. Expressway and the bypass, Carpenter
Dam Road, were mentioned as being regularly
congested. The Airport Road exit from U.S. Highway 70
W can back up for up to two miles while drivers attempt
to access homes and schools. A lack of east‐west
corridors, racing season at Oaklawn Park, and tourism
related to outdoor recreation were also identified as
contributing to congestion.
To alleviate some congestion, stakeholders suggested
acquiring right‐of‐way, especially to the west, for
additional roadways, constructing continuous turn
lanes, constructing an additional north‐south corridor
west of Higdon Ferry to Birchwood Bay Road, and
constructing an east‐west corridor between Grand
Avenue and Dr. Martin Luther King Jr. Expressway.
Safety

According to stakeholders, regional congestion results
in drivers, including those in large commercial trucks,
choosing alternate routes to bypass downtown traffic.
Stakeholders mentioned concern over the likelihood of
incidents with pedestrians as a result. Stakeholders
were also concerned with limited sight distances and
inadequate lighting at intersections.
To discourage vehicle traffic downtown, Stakeholders
suggested the construction of park‐and‐ride facilities
that would get people out of vehicles, decreasing the
likelihood for collisions.
Bicycle and Pedestrian

Stakeholders described the region as “unfriendly” to
bicyclists and pedestrians. According to stakeholders,
the region lacks sidewalks, bus shelters, and other
pedestrian access facilities. The narrow roadways
increase risk for individuals who do not travel in a
vehicle, especially for those who move around in
motorized wheelchairs.
Stakeholders suggested constructing additional trail
facilities, providing bike racks on buses, limiting vehicle
traffic downtown, and linking trail networks with transit
stops as potential strategies for addressing concerns
related to regional bicycle and pedestrian facilities.
Source: City of Hot Springs
Alliance Transportation Group, Inc.
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Public Transit

Stakeholders mentioned limited service hours, a small
service area, and insufficient funding as their primary
concerns with regional public transit. Many in rural
areas are car dependent and are virtually immobile if
unable to secure a ride in a personal vehicle. Individuals
with transit access often wait for buses at unsheltered
stops. In addition, stakeholders explained that funding
shortfalls prevent the implementation of many transit‐
related initiatives.
Stakeholders believe that pursuing increased and
diverse funding sources can help solve some of the
regional transit issues. Stakeholders would like
extended service hours and the service to area colleges,
as well as service to rural parts of the counties. In
addition, stakeholders suggested smaller vehicles with
shorter routes to better serve the community.
Passenger Air

Stakeholders see Memorial Field Airport as providing
many community benefits, especially economic
benefits. Concerns with air travel centered on the lack
of TSA personnel and security at the facility, where
there have been issues in the past. Additional security
concerns at the airport included the condition of the
South Central Arkansas Transit vehicles housed at the
airport.
Stakeholders noted that a chain‐link fence was built
around the airport, private security services were
contracted, a security plan was developed, and
surveillance cameras were installed to alleviate some of
the concerns mentioned. However, stakeholders felt
concerns would be further mitigated by reestablishing a
TSA presence at the airport.
Freight

Railroad freight was described as an important
economic driver during the consultation meetings.
Stakeholders expressed concern over an overpass
trestle that crosses Hot Springs Creek. The trestle has
been hit by numerous vehicles, including police cars.
However, replacing the low hanging bridge would cost
more than a million dollars. Stakeholders also
mentioned the volume of heavy trucks that travel on
Central Avenue. Many of the local roads being used by
freight trucks are not designed for large vehicles, which
may increase safety risks for these and other drivers.
Stakeholders mentioned that while safety and security

Alliance Transportation Group, Inc.

Source: City of Hot Springs

are important, and that plans are in place to reduce
risks, heightened awareness is key.

Future Growth
When asked how quickly the region is likely to grow in
the future, stakeholders provided mixed responses.
While some stakeholders felt that the recent economic
downturn hampered future growth by reducing outside
investments in the housing market, others were more
optimistic about future growth, particularly growth in
the western portion of the study area. Other
stakeholders also highlighted the construction of large
homes in eastern Hot Springs Village as a sign that
families are relocating to the region and growth will
occur. If additional roadways are constructed, some
stakeholders believe increased mobility will encourage
a stronger downtown with additional business and
housing. Also, stakeholders noted that the completion
of the widening of the Panama Canal may induce
increased freight opportunities along Interstate
Highway 30, which may extend east to the Hot Springs
urbanized area.

Establishment of Vision and Goals
Using the detailed goals and objectives developed
during the 2035 MTP update process as a base, the
study team drew from all the input processes listed
above to develop the following vision, goals, and
objectives for the MTP planning process.

VISION:
Plan for and implement a complete
transportation system that provides a safe
and convenient traveler experience for local
area residents and those travelling to the
region, while promoting economical
movement of goods and services.
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Goals of the MTP Process
Goal 1 – Long‐Range Transportation:
Ensure the Tri‐Lakes area’s existing economic
vitality and support growth by providing a safe,
dependable, and efficient multimodal
transportation network for people and goods.
Goal 1 Objectives:

 Continue to maintain and improve the existing
transportation network inclusive of highway,
transit, rail, air, bicycle, and pedestrians.
 Be proactive with regard to preventing problems
due to increased traffic loads on existing roadways
by providing and/or improving alternate routes.
 Ensure that the existing and proposed major
roadways provide easy connection between major
entertainment areas, medical facilities, commercial
centers, business districts, and large housing
concentrations.
 Provide roadways and signage that serve the large
tourist industry that supports the area’s economy.
 Continue to maintain and update, as necessary, a
transportation master plan that provides a high
level of service while minimizing the number of
collisions.
 Provide signalization and signing to allow easy
access to the area’s major commercial,
entertainment, and business centers.
 Promote intermodal transportation, including
railway that provides opportunities for economic
site development.
 Support designation of State Scenic Highway 7 to
National Scenic Byway.
 Ensure and promote livable and sustainable
communities incorporating active transportation
through a multimodal network.
Goal 2 – Regionalism:
Continue to provide a dependable local
transportation network that efficiently and logically
integrates with the transportation needs of the
region.

Alliance Transportation Group, Inc.

Goal 2 Objectives:

 Encourage the integration of local and regional
facilities to provide a more effective transportation
network for the region.
 Support the improvement of existing local and
regional roadways to better handle and/or divert
increases in traffic flow.
 Support standardization of roadway construction
and design in the area to provide for sufficient,
reliable service as regional growth continues.
 Request and support state‐level transportation
projects that provide access to and through the Tri‐
Lakes region.
 Improve and/or construct roadways in the region to
serve as convenient corridors for commerce and
personal travel.
 Support development of rail connection to
surrounding cities.
 Encourage pedestrian and bicycle facilities to
regional destinations as identified in the Hot Springs
Master Trail Plan.

Goal 3 – Accessibility/Safety:
Provide for safe, efficient, and accessible modes of
transportation that are consistent with the needs of
both local residents and visiting tourists.
Goal 3 Objectives:

 Ensure that the connectivity and capacity of the
individual components of the transportation
network are consistent with their use.
 Standardize street signs and signals in accordance
with the latest revision of the Manual on Uniform
Traffic Control Devices (MUTCD).
 Improve and/or add signage to provide proper
information for both residents and visitors.
 Improve access to regional airports (Hot Springs
and Little Rock).
 Continue to provide a transportation network that
provides inviting access from surrounding
communities.
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 Support the development of major truck routes
that will minimize disruption to local travel as well
as improve the efficiency for the freight industry.
 Promote intermodal transportation, including
railway where practical, to all major commercial,
medical, business, and entertainment centers from
both within and outside the region.
 Encourage the effective and proper maintenance of
local and state transportation facilities.
 Encourage the coordination and integration of
existing modes of transportation.
 Utilize Intelligent Transportation Systems (ITS) and
other technologies to reduce congestion, improve
safety, improve traffic flow, and enhance public
transportation.
 Manage access to and from adjacent property on
key corridors in order to improve vehicular and
pedestrian safety and safeguard the investment in
those facilities by protecting traffic capacity.
Goal 4 – Transportation/Land Use Compatibility:
Promote consistency between the transportation
network and the use of the area it is designed to
serve.
Goal 4 Objectives:

 Improve the planning process to better incorporate
an overall street master plan with regards to future
growth.
 Facilitate the location of specific industries in
certain areas by providing a transportation network
that accommodates development.
 Continue to promote tourism by improving and
constructing efficient, appealing roadways that are
easily navigable by those not familiar to the area.

 Encourage the development of mixed use zoning
which allows residents and visitors alike to live,
work, and play without having to drive a vehicle and
which promotes bicycle and pedestrian travel.
 Encourage local governments and private
developers to consider all modes of transportation
(pedestrian, transit, and bicycle) in the
development process.
 Encourage more efficient use of the existing
transportation network through methods that
manage the flow of traffic on existing streets
(Transportation Network Management) to optimize
performance of the region’s transportation
network.
Goal 5 – Natural and Cultural Environment:
Protect the area’s natural and cultural assets by
developing a transportation network that enhances
the landscape and provides a friendlier mode of
travel.
Goal 5 Objectives:

 Support the development of a transportation
network that preserves and enhances the historic
and recreational resources of the area.
 Preserve the natural resources of the area through
protection of existing resources and mitigation of
any that are removed or affected as a result of
improvements.
 Support the design of transportation improvements
that least impact the natural environment while
providing an effective and aesthetically pleasing
means of transportation.
 Preserve and enhance scenic views of historic
cultural and other attractive features.

 Support the development of the transportation
network that minimizes the negative impact to the
area it serves and enhances the quality of life for
residents and visitors alike.

 Improve and/or provide alternate sources of
transportation such as bike lanes, sidewalks, trails,
etc. to promote reduction in traffic, CO2 emissions,
and improved health and enjoyment for residents
and visitors.

 Utilize access management techniques to
consolidate and limit the number of access points
to arterial and major collector streets to reduce
congestion and improve traffic flow.

 Improve the functionality and aesthetics of existing
roadway crossings to encourage pedestrian traffic
while providing a safe environment at such
crossings.

Alliance Transportation Group, Inc.
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 Promote additional crosswalks that provide for the
safe crossing of pedestrians that are elderly,
disabled, visually impaired, etc.
 Encourage alternate fuel sources for city operated
fleets and transit services and other vehicles to
minimize impact to the environment.
 Advocate the preservation and enhancement of
cultural, historic, and recreational resources in
developing a transportation network.

Goal 7 Objectives:

 Support the development of programs to facilitate
the maintenance of the existing transportation
network.
 Support state agencies responsible for
implementing programs to assist the region with
needed transportation improvements.
 Continue to work with local and county officials
regarding the promoting, planning, funding, and
construction of all area improvements to the
transportation network.

 Encourage the protection of wetlands and other
natural resources in the planning and design of new
transportation facilities with appropriate mitigation
to be required for unavoidable impacts.

 Promote the safety and security of the transit
network.

 Promote energy efficiency and conservation in the
movement of people and goods.

 Promote the development of intermodal facilities
for easy movement of people and goods.

Goal 6 – Public Participation:
Provide the area the opportunity for participation
and ensure transparency in the planning and
modification of the regional transportation
network.
Goal 6 Objectives:

 Operate transparently in considering proposed
changes or additions to the transportation network
through publications and public meetings and
provide them with an efficient means to respond.
 Promote neighborhood meetings when changes or
additions to the transportation network will directly
or indirectly affect the area.
 Consider the individual needs of the area based on
public comment when developing a network to
serve that area.
 Promote the development of citizen committees
that bring ideas and requests to the proper
planning authorities.
 Promote the development of a network that is
mutually beneficial to all those who utilize it,
regardless of social or economic class.
Goal 7 – System Management:
Provide direction for the preservation of the
existing transportation network and planning of
future improvements.
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 Ensure that roadways and the public transportation
network adequately connect existing employment,
medical facilities, educational institutions,
commercial centers, and housing.
 Encourage improved access to more and better
transportation choices and serve special needs for
all people, including people of all ages and abilities.
 Enhance mobility and support the use of alternative
transportation modes by encouraging improved
accessibility to public transportation, carpooling,
bicycling, and walking.
Goal 8 – Complete Streets:
Design streets to accommodate all users, including
motorists, pedestrians, cyclists, transit riders, and
people of all ages and abilities.
Goal 8 Objectives:

 Recognize that auto, transit, and bicycle users are
all pedestrians at either end of every trip. Provide
aesthetically pleasant and diverse experiences for
pedestrians.
 Promote pedestrian friendly design and the
inclusion of pedestrian facilities within land
development and redevelopment.
 Encourage compact and mixed land uses.
 Encourage neighborhood oriented commercial
uses, parks, and schools within safe and easy
bicycling or walking distance from residential areas.
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 Ensure that identified functional classification and
capacity of streets are consistent with adjacent land
use patterns.
 Design a local street network to complement
planned land uses and reduce dependence on
major streets for local circulation and on local
streets for regional travel.
 Utilize traffic calming techniques, where
appropriate, to mitigate the impact of increasing
traffic volumes and speeds on local streets.
 Encourage street connectivity to create a
comprehensive, integrated, connected network for
all modes.
 Encourage non‐motorized (active) transportation to
promote livable and sustainable neighborhoods.
Goal 9 – Transit:
Provide safe, reliable, comfortable, clean, efficient
public transportation to the citizens and visitors to
the Tri‐Lakes metropolitan area.
Goal 9 Objectives:

 Be the best small transit operation in the Federal
Transit Administration (FTA) Region 6, a five‐state
region containing Texas, Oklahoma, Arkansas,
Louisiana and New Mexico— through constant
training, updating operations, developing a modern,
updated look, and updated routing.
 Expand the operation to serve as many people as
possible.
 Improve efficiency of operation through combining
Paratransit with Fixed Route.
 Be an active proponent for high‐speed
transportation from Little Rock.
 Explore methods of providing downtown and
National Park transportation for visitors and Tri‐
Lakes area citizens.

 Major commercial, medical, and governmental
buildings should be positioned on transit routes.
 Identify opportunities and implement strategies
that encourage coordination among public and
human service providers.
Goal 10 – Non‐Motorized Modes:
Ensure safe, accessible, and convenient mobility for
pedestrians and bicyclists through an
interconnected network.
Goal 10 Objectives:

 Coordinate local (City of Hot Springs Master Trails
Plan), regional, and interstate bicycle routes
 Pursue the development of utility corridors as off
road non‐motorized transportation routes.
 Develop interconnected trails network.
 Encourage construction of sidewalks for all new
developments.
 Encourage and support amendments to the Street
Specification Standards to incorporate pedestrian
and bicycle facilities.
 Encourage bicycling and walking as safe and viable
modes of transportation.
 Encourage community participation and support of
federal and state programs which promote trails,
transit, and safe routes to school.
 Encourage compact mixed‐use land use to promote
active transportation and sustainable communities.
 Add or improve sidewalks, create safe crossings,
add ADA‐compliant ramps, and modify signalization
at intersections where needed.
 Provide safe pedestrian crossings to existing major
barriers to walking, such as drainage ditches, where
no pedestrian amenities exist.
 Improve and install adequate signage and markings
of all bike routes to minimize potential conflicts.

 Employ Intelligent Transportation Systems as they
are developed and as funding becomes available.
Present examples are; talking buses, electric
fareboxes, on‐board cameras, and swipe cards.

 Encourage facilities for bicycle storage.

 Interconnect transit system with other modes of
transportation.

 Investigate the reuse of abandoned rail corridors
for bicycle and pedestrian trails.

Alliance Transportation Group, Inc.

 Encourage employers to provide shower facilities.
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Creating Measures of Effectiveness
Establishing the vision and goals for the MTP planning
process is meaningless unless a method is put in place
to evaluate whether the chosen transportation
improvements meet the community's goals.

Project Scoring Criteria
Based on the combined results of the individual and
group criteria ranking activities described above in the
public visioning workshop discussion, a final criteria
ranking was developed for evaluating the
transportation system. These criteria not only comply
with federal and state mandates, but also reflect local
values. The final ranking is shown in Table 2 ‐ 4.
Table 2 - 4: Final Criteria Ranking
Criteria

Rank

Improve Safety

1

Improve Quality of Life

2

Reduce Congestion

3

Support Economic Goals

4

Protect Environment

5T

Promote Efficiency

5T

Improve Access

7

Increase Connections

8

Increase Multi‐Modal Options

9

Conserve Energy

10

Connect Modes of Travel

11

Improve Security

12

Support Land Use Goals

13

Preserve Right‐of‐Way

14

Based on these criteria, the study team created a set of
weighted performance criteria that were used to assess
how well the community’s vision and goals will be met
by proposed transportation improvements.

Alliance Transportation Group, Inc.
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3

Identification of Regional
Transportation Needs

In order to determine transportation needs that the
MTP would address, the study team conducted a
deficiencies analysis of the transportation system within
the Tri‐Lakes area. Current land use and economic
development plans in the region factored into the
analysis, as did information gathered from the public
visioning and engagement processes.
The needs assessment included both quantitative and
qualitative evaluation of the transportation system for
2010 as well as for the forecast year 2040. The technical
roadway analysis relied on a combination of the
Arkansas Statewide Travel Demand Model and a level of
service analysis where there was no model coverage to
identify deficiencies in the roadway network, while
quantitative and qualitative approaches were used to
analyze the non‐roadway elements of the
transportation system. As a result, this chapter is
divided into roadway and non‐roadway needs
assessments.
While the MTP update process used demographic
forecasts throughout the needs analysis, the data was
most relevant to the proper functionality of the travel
demand model. Therefore, the demographic estimation
and forecasting methodology is discussed in the
roadway needs assessment section.

Roadway Needs Assessment
Current travel patterns, in combination with defensible
assumptions regarding demographic and
socioeconomic trends, are used to create estimates of
future travel patterns. Travel demand models use
demographic forecasts and estimate future demand on
the transportation network both from vehicles as well
as alternative modes of transportation. The modeling
process identifies deficiencies on the roadway network
that are currently occurring and those that are likely to
occur in the future.
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Travel Demand Model
Travel demand forecasting quantifies the existing and
future interaction between supply and demand on the
transportation system. The supply of transportation is
represented by the characteristics of the roadway
network, while the demand for transportation is
created by the separation and intensity of urban
activities. Land use forecasts provide estimates of
where people will live and where businesses will locate
in the future. These forecasts include the intensity of
activity anticipated, such as the number of households
or employees, and socioeconomic characteristics, such
as income level and household size, which are prepared
for small geographic areas called traffic analysis zones
(TAZs). The service characteristics of the roadway and
land use forecasts are direct inputs to the travel
demand model.
The TL‐MPO 2040 MTP used the Arkansas Statewide
Travel Demand Model (AR TDM) to perform the
roadway deficiencies analysis. The AR TDM is a variation
of a traditional four‐step travel demand model that uses
separate processes for developing trip generation, trip
distribution, and mode choice for both passenger and
freight trips, and then uses a time‐of‐day assignment
procedure to generate trip tables for four time periods
(AM peak, mid‐day, PM peak, and nighttime).

Socioeconomic Data Development
Planning for a transportation system that addresses
community needs over 25 years requires an
understanding of how regional growth patterns will
impact use of the transportation system in the future.
Factors including the location of residences and
employment centers, income levels, and household size
– among others – influence the frequency with which
people use the transportation system, as well as the
patterns of travel across the region. Therefore,
forecasting these transportation needs to the 2040
horizon year is one component of the long‐range
planning effort to update the TL‐MPO MTP. The
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following section discusses the process used to forecast
regional demographics for the 2040 planning horizon
year.
Base Year

Prior to forecasting demographics (population and
employment) to the year 2040, a base year for which
existing demographic and land use data is available is
first established. The purpose of selecting the base year
is to provide a starting point from which to project
population and employment growth. For the 2040 MTP,
the year 2010 was selected as the base year.
Data Collection

After the base year was established, the project team
collected historic and projected demographic data in
order to establish growth trends. Table 3 ‐ 1 shows the
sources of information from which historical and
projected population and employment data were
collected. Data were collected at the county level and
then in later steps refined to reflect only the TL‐MPO
study area.
Table 3 - 1: Demographic Data Sources
Data Type

Population

Employment

Source









U.S. Census Bureau
Arkansas State Data Center
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model
U.S. Census Bureau (LODES Data)
Arkansas Workforce Services
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model

Census Data

The decennial census is conducted once every ten years
and represents the only complete enumeration of the
population. Data is available at a variety of geographic
levels. The smallest geographic level for which data is
available is the census block. In urbanized areas, a
census block may cover only a few city blocks, while in
rural areas where there are significantly fewer
households, a census block may cover many square
miles. Census block‐level data provides demographic
information at a level of detail appropriate for use in
metropolitan transportation planning.

Alliance Transportation Group, Inc.

Arkansas State Data Center

Each U.S. state has a State Data Center (SDC), which
serves as the official representative of the U.S. Census
Bureau. The Arkansas SDC is housed at the University of
Arkansas at Little Rock, and currently has Census 2010‐
based population projections through the year 2065 for
each county in Arkansas. The Arkansas SDC produces
three estimates of future population based on varying
confidence limits and projection techniques.
Woods and Poole Economics, Inc.

Woods and Poole Economics, Inc. is a firm specializing
in long‐term county economic and demographic
projections. The database is updated annually and
contains information and projections on more than 900
demographic variables. Each variable is projected for
each year through the year 2050.
Arkansas Workforce Services

Arkansas Workforce Services data identifies employees
by place of employment and employment type (basic,
retail, service, education). To ensure consistency, the
resulting information was compared with the other
sources of employment data.
Arkansas Statewide Travel Demand Model

The demographic inputs used in the Arkansas Statewide
Travel Demand Model (AR TDM) were prepared using
compiled required datasets and procedures to reduce
the potential for human error during estimation.
Datasets used to develop the control totals for the AR
TDM include the U.S. Census Bureau 2010 Decennial
Census, Woods and Poole Economics data, U.S. Bureau
of Labor Statistics Quarterly Census of Employment and
Wages data, and U.S. Census Bureau’s County Business
Pattern data.
Historical Trends

Demographic forecasting is dependent upon observing
and analyzing historical growth trends prior to
projecting future regional figures.
Population

Historical population data for Garland and Hot Spring
counties were gathered from the U.S. Census Bureau.
Table 3 ‐ 2 shows population totals at the county level
between 1970 and 2010. The annual growth rates for
the ten‐year periods were also analyzed, showing that
both counties have seen fluctuation in growth rates
historically, with the highest growth rates occurring
between 1970 and 1980. When compounded annually,
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growth rates for each county were between 1% and
1.5% for the entire 40‐year period.
Employment

Historical employment data from Woods & Poole dating
back to 1980 is shown in Table 3 ‐ 3. Again, the
framework that historical data provides makes it easier
to determine if future projection totals are reasonable.

Historic Census employment (LODES) data was also
reviewed. However, as the data collection and analysis
methodology differed between analysis years, the
information was only used for order‐of‐magnitude
guidance. The change in employment growth rate by
decade was reviewed and analyzed as well, showing the
highest annual employment growth rates occurred in
both counties between 1990 and 2000.

Table 3 - 2: Garland and Hot Spring County Historical Population
County

1970

1980

1990

2000

2010

Garland
Hot Spring

54,131
21,963

70,531
26,819

73,397
26,115

88,068
30,353

96,024
32,923

Table 3 - 3: Garland and Hot Spring County Historical Employment
County

1980

1990

2000

2010

Garland
Hot Spring

31,740
9,240

35,660
9,590

47,230
11,180

51,170
11,710

Geographic Data Refinement

Because the MPO study area does not include all of
Garland and Hot Spring counties, it was necessary to
refine the base year and forecasted demographic
figures to reflect the proportion of population and
employment that falls within the study area. These
figures were then analyzed to identify reasonable MPO‐
area control totals.
The AR TDM geographic and demographic data served
as the primary instruments for this process. First, the
geographic area was refined using the model’s traffic
analysis zones (TAZs) by isolating only the TAZs that
intersect the MPO boundary. For any TAZs that fall
partially within and partially beyond the boundary, the
percentage of TAZ acreage within the study area was
calculated; then a review of aerial imagery was
conducted to confirm whether the land area
percentage reasonably reflected the population and
employment estimates. If not, the imagery was used to
determine what proportion was appropriate. The
resulting percentages were applied to the TDM
demographic information and added to any applicable
special generator employment to find the AR TDM
MPO‐area population and employment control totals
for the base year.
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The county‐level data were then narrowed to the MPO‐
area using the population and employment allocation
totals. To do this, the percentage of Garland and Hot
Spring County population and employment that fall
within the MPO study area was calculated using the AR
TDM data for the base and forecast years (the results of
this step are shown in Table 3 ‐ 4). These population
and employment percentages were then applied to the
county‐level data for each county to produce
comparable base and forecast year figures from the
various data sources. These base year and forecast
scenarios by data source are shown in Figure 3 ‐ 1 and
Figure 3 ‐ 2.
Table 3 - 4: Percent of Garland and Hot Spring
County Population and Employment within
the TL-MPO Study Area
Year
2010
2020
2030
2040

Garland County
Population
93.65%
93.67%
93.68%
93.69%

Employment
97.35%
97.35%
97.34%
97.33%

Hot Spring County
Population
1.75%
1.75%
1.74%
1.74%

Employment
2.23%
2.19%
2.15%
2.11%

Base Year Population and Employment

The base year population for the MPO area, gathered
from 2010 Census data contained in the AR TDM, was
90,503. The base year employment control total, also
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gathered from the AR TDM, was 38,313. According to
the AR TDM Socio‐Economic Data Report, base year
employment was calculated using 2010 U.S. Census
County Business Pattern employment estimates, Census
farm employment estimates, and Woods and Poole
government employment estimates.
Future Year Projections and Anticipated Growth
Trends

As noted above, available demographic forecast data
were obtained from the Arkansas State Data Center,
Woods & Poole, and the Arkansas Statewide Travel
Demand Model (AR TDM). An additional set of
population projections was produced using the Census
10‐year growth rate from 2000 to 2010. Additional sets
of employment projections were calculated using the
average between Woods & Poole and AR TDM data and
using the average growth rate from 1990 to 2014 AR
Workforce Services data.

Population

Figure 3 ‐ 1 shows the population projections produced
from each of the different demographic forecasting
sources. State Data Center and Woods & Poole data
predict the anticipated population for Garland and Hot
Spring counties. Each data set was available for the
horizon year of 2040. Both data sets predict growth in
the MPO‐area, but State Data Center projections are
lower than Woods & Poole and the AR TDM.
Employment

Figure 3 ‐ 2 shows the range of employment forecasts
produced from the various data sources. The forecast
information from all data sources indicates continued
employment growth in the MPO study area through
2040. However, Woods & Poole forecasts are notably
higher than those produced using other sources.

Figure 3 - 1: TL-MPO Area Population Scenarios by Data Source

TL-MPO Area Population Scenarios by Data Source
130,000
125,000
120,000
115,000
110,000
105,000
100,000
95,000
90,000
AR TDM

2010
90,503

AR SDC

90,666

93,537

96,398

99,350

Census

90,503

101,825

113,525

125,439

WP 2014

90,687

102,620

115,009

126,827

WP 2015

90,662

99,793

112,299

124,166
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2020
102,410

2030
114,775

2040
126,569
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Figure 3 - 2: TL-MPO Area Employment Scenarios by Data Source

TL-MPO Area Employment Scenarios by Data Source
85,000
80,000
75,000
70,000
65,000
60,000
55,000
50,000
45,000
40,000
35,000
AR TDM

2010
38,313

2020
43,928

2030
50,546

2040
57,802

AR WFS

37,844

40,854

44,101

47,607

AR TDM-WP Avg

40,289

46,697

54,120

62,725

WP 2014

50,135

58,372

68,263

79,296

WP 2015

50,077

58,330

67,880

77,063

Final Control Totals

Based on analysis of the various historical and forecast
source materials and their associated growth rates and
employment/population ratios, it was determined that
the AR TDM provided the most reasonable population
and employment control totals for the TL‐MPO study
area. The methodology used to develop the AR TDM
demographic figures, having been certified and
approved by the state, provides a reasonable and
defensible process for demographic data development
for use in the TL‐MPO 2040 MTP. Table 3 ‐ 5 shows the
final base year and forecast year control totals for the
TL‐MPO study area, along with corresponding
employment to population ratios.
Table 3 - 5: TL-MPO Area Final Population and
Employment Control Totals and Ratios
Year

Population

Employment

Ratio – Emp/Pop

2010

90,503

38,313

0.4233

2020

102,410

43,928

0.4289

2030

114,775

50,546

0.4404

2040

126,569

57,802

0.4567

relatively consistent. As shown in Table 3 ‐ 5, the ratios
for the TL‐MPO area indicate employment will grow at a
slightly faster rate than population through 2040. This
was determined to be a reasonable assumption given
continued growth in the tourism, retail, and medical
sectors within the TL‐MPO area.
Areas of Anticipated Growth

Based on model projections, regional population
growth experienced over the next 25 years is expected
to concentrate in a few areas including Hot Springs
Village, eastern Hot Springs, the western edge of Hot
Springs extending into Garland County, and along U.S.
Hwy 270 near Diamondhead. Figure 3 ‐ 3 illustrates
these growth areas in terms of current and anticipated
regional population densities.
While population densities are expected to increase in
many areas outside the city limits of Hot Springs,
employment density is anticipated to increase primarily
within Hot Springs’ city limits as illustrated by Figure 3 ‐
4.

Though population and employment totals will change
over the time period studied for this MTP update, the
employment‐to‐population ratios should remain

Alliance Transportation Group, Inc.
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Figure 3 - 3: Study Area 2010 and 2040 Population Densities
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Figure 3 - 4: Study Area 2010 and 2040 Employment Densities
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Roadway Deficiencies Analysis
A deficiencies analysis is the process of identifying
future transportation infrastructure needs based on
observing how well a roadway is performing or
anticipated to perform based on available data.
Roadway level of service (LOS) is one indicator of
roadway performance, ranking the quality of the flow
rate along a given section of road using a letter‐grade
scale, with LOS A being the best flow rate and LOS F
representing completely congested flow synonymous
with system failure. LOS can be expressed through
volume to capacity (V/C) ratios; for example, if Link A
has a volume of 4,000 vehicles and a capacity of 8,000
vehicles, dividing the volume by the capacity yields a
V/C ratio of 0.50. This ratio indicates that there is
remaining capacity on Link A.
The analysis performed for this MTP update utilized V/C
ratios contained in the Arkansas Statewide Travel
Demand Model along with available volume and
capacity data for other roadways in the area. The
analysis results are illustrated in Figure 3 ‐ 5 and Figure
3 ‐ 6, and indicate congestion along key regional
roadways may increase over time if no improvements
are made to the system.

Crash Analysis

The roadway deficiencies analysis supplemented
roadway performance information described above
with data provided by AHTD’s statewide crash database
to develop a holistic analysis of roadway performance in
terms of both congestion and safety. Understanding
where crashes have occurred and what conditions may
have contributed to them can help officials develop
strategies, protocols, and modifications to
infrastructure to mitigate future incidents.

The analysis focused on the number of crashes at
individual locations, crash severity, roadway conditions,
and the involvement of speed or influence of
substances. Among other conclusions, the analysis
indicated the following:
 93% of crashes in Garland and Hot Spring counties
occurred within the city of Hot Springs.
 81% of crashes occurred under dry road conditions.
 Over 75% of crashes occurred during daylight.
 136 crashes (less than 1%) resulted in at least one
fatality; 3% resulted in an incapacitating injury.1
 About 7% of crashes involved drugs or alcohol.
Table 3 ‐ 6 and Figure 3 ‐ 7 show the top crash
intersections in the TL‐MPO area. All 20 intersections
are located in or near the city of Hot Springs, and 10 of
the 20 are located along Central Avenue.
Table 3 - 6: Top 20 Crash Intersections
Top 20 Crash Intersections
Central Ave at Crawford
US Hwy 70 at Cooper
Central Ave at Grand
Central Ave at Temperance
Avenue
Hill
Central Ave at Buena Vista
US Hwy 270 at N. Mission
Central Ave at Fountain
US Hwy 70 at Hazel
Higdon Ferry Rd at
Central Ave at Cornerstone
McCauley
Central Ave at Pakis
US Hwy 270 at Central Ave
US Hwy 270 at Carpenter
US Hwy 70 at US Hwy 270
Dam Rd
US Hwy 270 at Airport
US Hwy 70 at Adcock
Higdon Ferry Rd at
Central Ave at Mall St
Woodlawn
US Hwy 270 at Thornton
Central Ave at Werner
Ferry

Between 2008 and 2012, there were a total of 20,430
crashes in the study area. The majority of these crashes
took place between the hours of 8AM and 8PM. Angle
and rear end crashes comprised the majority of crash
types in the region. Neither adverse weather
conditions, influence of substances, nor speeding were
significant factors in most crashes. Based on this
analysis, many crashes could potentially be attributable
to traffic volumes, particularly during rush hours.

This analysis examined crashes from the years 2008
through 2012 in both Garland and Hot Spring counties.
1

An incapacitating injury is a non‐fatal injury which prevents
the injured person from walking, driving, or normally
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continuing activities the person was otherwise capable of
performing before the injury.
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Figure 3 - 5: 2010 and 2040 AM Roadway V/C Ratios
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Figure 3 - 6: 2010 and 2040 PM Roadway V/C Ratios
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Figure 3 - 7: Study Area Top Crash Intersections

US Highway 270/70 Bypass (MLK
Expressway Extension) Analysis
In addition to the roadway deficiencies analysis
described above, an analysis was conducted using the
AR TDM to determine the potential traffic impacts of
the proposed US 270/70 Bypass, which would extend
MLK Expressway north to the SH 7/SH 5 junction. The
analysis focused on traffic impacts at multiple points
within downtown, approaching downtown, and
bypassing downtown; and also examined the effect of
the bypass on travel time and vehicle delay through
downtown. These locations, along with the proposed
bypass, are shown in Figure 3 ‐ 8.
The analysis results indicate the traffic impacts listed in
Table 3 ‐ 7.
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Table 3 - 7: Bypass Traffic Impacts
For Roadways Approaching Downtown
Traffic on Gorge Rd would decrease by 20%.
Traffic on Grand Ave would decrease by 12%.
Traffic on Hwy 7 would decrease by 18%.
For Downtown Roadways
Traffic on Hwy 7 downtown would decrease by 7%.
Traffic on Central Ave downtown would decrease by 4%.
Traffic on Grand Ave downtown would decrease by 0.2%.
For Roadways Bypassing Downtown
Traffic on Hwy 7 N would increase by 11%.
Traffic on MLK Expy would increase by 29%.
The bypass would attract over 9000 vehicles daily.

Overall, analysis results show the bypass would improve
travel time in both directions through downtown Hot
Springs and reduce vehicle delay.
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Figure 3 - 8: US Highway 270/70 Bypass Analysis

The results of the roadway needs assessment indicate
that some important roadway sections are expected to
experience operational deficiencies in the future. The
analyses indicate that anticipated traffic from growth
and development will be more than the currently
committed improvements can accommodate in some
areas. There is typically a long lead‐time required to
select, prioritize, design, and build transportation
improvements to address shortcomings. Many factors
must be considered when selecting projects to mitigate
these deficiencies, and the results of the roadway needs
assessment process is only one tool to consider.
Chapter 4 will describe how these results were used to
prioritize projects for consideration in the MTP.

Non-Roadway Needs Assessment
While the travel demand model and crash data provide
quantitative tools to identify deficiencies and needs
Alliance Transportation Group, Inc.

within the roadway portion of the transportation
network, they are less effective at describing
deficiencies for other elements of the transportation
network. This section discusses the analysis methods
used to identify deficiencies and needs for the transit
system, bicycle and pedestrian network, freight users,
and interregional passenger transportation system.

Transit Deficiencies Analysis
Public transportation is a vital component of the
transportation system, serving to increase mobility,
enhance accessibility, and offer transportation
alternatives to members of the community. This section
describes the process of using a Geographic
Information System (GIS) assessment to explore the
current state of transit in the Tri‐Lakes MPO study area,
focusing on regional public transportation service in
relation to the location of activity centers, employment
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opportunities, and population concentrations. The
analysis identified service gaps based on the results of
the spatial analysis as well as feedback received during
the public visioning and local stakeholder consultation
meetings.
Existing System

Intracity Transit (IT) is the public transportation
provider serving the City of Hot Springs. The service is
owned and operated by the city, while First Transit, LLC
manages the contract. IT provides fixed‐route and
paratransit services in compliance with the Americans
with Disabilities Act (ADA) of 1990.
Fixed-Route Service

Fixed‐route transit service refers to buses that operate
on schedules along pre‐defined routes. Passengers get
on and off buses at designated stops along each route.
Three fixed routes serve the IT service area: Route One
(Blue), Two (Red), and Three (Green). Each route begins
and ends at the Transportation Plaza in downtown Hot
Springs.
 Route One (Blue) – The Blue route operates south
of the Transportation Plaza along Central Avenue
and Higdon Ferry Rd. The southernmost stop on the
route is at Hot Springs Mall. As it moves north along
Central Avenue, it serves several destinations
including Walmart and Market Place before
returning to the Transportation Plaza.
 Route Two (Red) – The Red route operates east to
west beginning at the Transportation Plaza. The
westernmost stop on the Red route is at Mid‐
America Park. The route has five additional stops
heading east before returning to the Transportation
Plaza. Of the three routes, this is the only one that
extends beyond the city limits of Hot Springs into
Garland County.
 Route Three (Green) – The Green route is the most
complex of the three fixed routes, but generally
serves areas north and east of downtown Hot
Springs. It begins at the Transportation Plaza, heads
to its northernmost stop on Park Ave, heads west to
Whittington/Woodfin, returns east and then moves
southwest to National Park Medical Center before
returning to the Transportation Plaza.
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Figure 3 ‐ 9 shows the layout of the three routes and
stops along each in relation to major destinations. Small
route deviations, which extend the service areas, are
available upon request. Each IT route operates on an
hourly headway, meaning each stop is served once per
hour during regular service operation. According to the
National Transit Database, IT provided 175,752 one‐way
trips on its fixed route service in 2013, the most recent
year for which data was available at the time of writing
this document.
Fixed‐route weekday service operates Monday through
Friday between 6:10 AM and 6:00 PM. Weekend service
operates Saturday between 10:10 AM and 6:00 PM.
Buses do not operate on Sundays or on the following
holidays: New Year’s Day, Memorial Day, Independence
Day, Labor Day, Thanksgiving Day, and Christmas Day.
Table 3 ‐ 8 shows the fare structure used on IT’s fixed‐
route service. IT offers single ride fares, monthly passes,
and coupon books arranged on a sliding fee scale
dependent upon a rider’s age or disability status. Single
fares are good for a one‐way trip and transfers are free
upon request to the bus driver. Monthly passes are
valid for 30 consecutive days from the date of issuance.
Coupon books contain coupons for ten rides.
Table 3 - 8: Intracity Transit Fare Schedule
Passenger
Single Ride
Adult / Youth (Age 7‐61)
Senior (Age 62 and older) / Individual with
Disability
Medicare Cardholder
Preschooler
Monthly Passes
Adult
Youth
Senior / Individual with Disability
Medicare Cardholder
Coupon Book
Adult
Youth
Senior / Individual with Disability
Medicare Cardholder

Price
$1.25
$0.50
$0.50
Free
$41.25
$27.50
$22.00
$22.00
$9.25
$6.25
$5.00
$5.00
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Figure 3 - 9: Intracity Transit Route Map

Source: Intracity Transit

Paratransit Service

IT also provides paratransit services to individuals with
disabilities under the Americans with Disabilities Act
(ADA). Curb‐to‐curb trips are provided to all origins and
destinations within the Hot Springs city limits and the IT
service area.
Individuals who request use of the service must live
within the IT service area, fill out an application form,
and be certified by IT to qualify for the service. Rides
must be requested at least one day in advance by
calling the reservation hotline, and trips are scheduled
on a first‐come, first‐served basis.
The one‐way fare for a paratransit trip is $2.50. Coupon
books containing ten rides are also available for $25.

2

http://www.cadc.com/sites/default/files/content/services/Tr
ansportation%20Brochure%202015.pdf
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Rural and Other Transit Providers

Central Arkansas Development Council

Outside the IT service area, transportation services are
provided by Central Arkansas Development Corporation
(CADC), which operates an on‐demand public
transportation service referred to as South Central
Arkansas Transportation (SCAT). The full range of SCAT
service is available in the portion of the TL‐MPO area
that falls within Hot Spring County.2
Additionally, CADC partners with the nonprofit Hot
Springs Village Transportation Group to provide
demand‐responsive transit service in Hot Springs
Village. The service operates three vans and rides cost
$4.00 each way.3

3

http://www.cadc.com/sites/default/files/content/services/
Volunteers%20Make%20the%20Difference%20in%20Transp
ortation.pdf
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Community Services Office

Community Services Office provides non‐emergency
medical transportation to older adults over the age of
65. Riders may receive transportation to doctor’s offices
within the City of Hot Springs. Transportation may also
be provided to offices just outside of Hot Springs city
limits on a preapproved basis.
Service Analysis

The transit deficiencies analysis explored the three
existing IT bus routes to determine how well they
provide access to activity centers and employment
destinations, and to determine what percentage of area
residents live within walking distance (1/4 mile) of the
service.

Table 3 - 9: Activity Centers
Name

Address

Destination
Type

CHI St. Vincent

300 Werner

Healthcare

National Park Medical Center

1910 Malvern

Healthcare

Levi Hospital

300 Prospect

Healthcare

St. Joseph's Mercy Health
Center
Central Arkansas Veterans
Healthcare System
National Park Community
College

200 McAuley

Healthcare

177 Sawtooth
Oak

Healthcare

101 College

College

Henderson State University

201 Market St

College

Hot Springs Mall

4501 Central

Shopping

Oaklawn Park

2705 Central

Recreation

1601 Albert Pike
Walmart

4019 Central
36041 N. Hwy 7

City of Hot Springs

133 Convention

Hot Springs School District

400 Linwood

Employment

ACCENT Marketing Services

1321 Albert Pike

Employment

Xerox Document Imaging

3315 Central

Employment

Berry Plastics Corporation

106 Delta

Employment

Garland County

649 Ouachita

Employment

Triumph Fabrications

1923 Central
4407 Central

Kroger

Activity Centers

The goal of a public transportation system is to increase
the mobility and accessibility of the residents in the
community. It is important, then, that the public
transportation system connects residents to popular
activity centers, which are destinations that attract a
large number of travelers. Activity centers include
employers, shopping centers, medical facilities, and
entertainment destinations, among other locations.
Table 3 ‐ 9 lists major activity centers in the TL‐MPO
area.
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Employment/
Shopping
Employment/
Shopping
Employment/
Shopping
Government
Services

3341 Central
215 Airport

Employment
Employment/
Shopping
Employment/
Shopping
Employment/
Shopping

Lake Catherine Footwear /
Munro Corporation

190 Elmwood

Employment

US Forest Service

100 Reserve

Employment

AAR Aircraft Services

525 Airport

Employment

Arkansas Career Training

1055 Reserve

Employment

Arlington Hotel and Spa

239 Central

Employment

CGI/Arkansas Passport
Center

191 Office Park

Employment

Triumph Airborne Structures

115 Centennial

Employment

Magic Springs Water and
Theme Park

1701 East Grand

Recreation

Summit Arena

134 Convention

Recreation
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These activity centers were mapped along with the
existing bus routes and a ¼ mile walking distance buffer
surrounding each route. As shown in Figure 3 ‐ 10, 28
out of the 29 major activity centers identified in the city
of Hot Springs are located within ¼ mile of a public
transportation route, with the only exception being the

Arkansas Passport office. Two other activity centers not
located within walking distance of a bus line are located
in Garland County – a Walmart north of Hot Springs on
State Highway 7 (not shown on the map) and Lake
Catherine Footwear, located near Spencer Bay.

Figure 3 - 10: Current Route Service Area Activity Center Coverage

Population and Employment

The same buffer analysis technique was used to
determine the how well IT served the population base
within Hot Springs. The GIS analysis revealed that
21,516 people live within ¼ mile of the fixed route bus
service, meaning that 61% of the population of Hot
Springs lives within walking distance of transit. Given
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that the 2010 population of Garland County was
96,024, only 24% of all Garland County residents live
within walking distance of fixed‐route transit (it should
be noted, though that not all of Garland County falls
within the MPO study area). Figure 3 ‐ 11 shows the
spatial distribution of population density in relation to
IT’s bus routes.
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Figure 3 - 11: Current Route Service Area Population Coverage

According to the Census data, the city of Hot Springs
had a total employment of 25,816 jobs in 2010, while
Garland County had 35,252 jobs in 2010. The number of
jobs that fall within the ¼ mile buffer of fixed‐route
transit is 21,172, meaning that 82% of jobs in Hot

Alliance Transportation Group, Inc.

Springs and 64% of jobs in Garland County are
accessible by public transportation. Figure 3 ‐ 12 shows
the distribution of employment density in relation to
IT’s fixed‐route bus service.
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Figure 3 - 12: Current Route Service Area Employment Coverage

 Neighborhoods and employers south of the Green
route along US 270;

Based on local stakeholder recommendations, public
feedback, and current service gaps, conceptual bus
route extensions were developed to analyze the
potential impacts these extensions would have on the
transit coverage to activity centers, populations, and
employment areas. This analysis is provided in Appendix
B. It is important to note that extending the current
routes in any manner would require both additional
study and also significantly increased funding.

 Extreme northern and southern portions of Hot
Springs;

Bike and Pedestrian Facilities

 Hot Springs Village; and

The most productive transportation systems are those
that provide mobility options for all members of the
community. A truly multimodal transportation system
that accommodates pedestrians and bicyclists enhances
mobility for people of all ages and abilities and
promotes more active and healthy communities. In
order to identify strategies to enhance active

Public Transit Challenges and Opportunities

While the majority of Hot Springs residents and jobs are
located within ¼ mile of a bus route, there are areas of
population and employment density that do not have
direct access to public transportation. These service
gaps include:

 South of Lake Hamilton in Garland County.
In addition to these service gaps, other challenges
facing the transit system include improving paratransit
services and individual stop accessibility.

Alliance Transportation Group, Inc.
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transportation options in the Tri‐Lakes region, it is
important to first have a clear understanding of existing
conditions in the region. To this end, an assessment of
existing infrastructure and previous pedestrian and
bicycling planning efforts was undertaken for this study.
Additionally, deficiencies in the pedestrian and bicycling
network were identified through conversations with the
public and stakeholders in the active transportation
community, and an assessment of on‐the‐ground
conditions was conducted for 100 randomly‐chosen
locations throughout the region. The results of this
analysis are presented in this section.
Existing Conditions
Plans and Policies

A review of previously adopted plans and policies, as
well as ongoing planning efforts, related to pedestrians
and bicycling was undertaken for this study. These plans
are listed below; refer to Chapter 2 for a summary of
each plan.

National Park and across the Talimena National Scenic
Byway.
Existing and Planned Facilities

The Tri‐Lakes region has over 1,600 miles of roadways.
Of these, only a small percentage of roads have
dedicated bicycling and pedestrian facilities. Below is a
highlight of a few of the existing and planned bicycle
and pedestrian facilities in the region.
Bicycle Facilities

In Hot Springs:
 Central Avenue between Market Street and Park
Avenue includes shared‐lane markings (i.e.
“sharrows”), both northbound and southbound.
 Bike lanes on W. St. Louis Street between Central
Avenue and 3rd Street
 Bike lanes on Convention Boulevard between Grand
Avenue and Malvern Avenue.

 Hot Springs Area Bicycle and Pedestrian Master
Plan (2001)
 Tri‐Lakes MPO Bicycle and Pedestrian Master Plan
(2006)
 City of Hot Springs Comprehensive Plan Update
(2009)
 Hot Springs Area Metropolitan Planning
Organization 2035 Long Range Transportation Plan
(2010)
 AHTD Statewide Bicycle and Pedestrian Plan Update
 Memorandum of Understanding for Bicycling
Projects and Activities
 City of Hot Springs Complete Streets Policy (2015)
Additionally the study team reviewed plans for
implementation of the Southwest Trail, which is part of
the United States Bicycle Route System (USBRS), which
is a proposed network of bicycle routes to connect
urban, suburban and rural areas of the United States.
Plans for the Southwest Trail are currently being
developed through collaboration between city and
county governments, TL‐MPO, the Central Arkansas
Area Regional Transportation Study (CARTS), and AHTD.
The proposed trail stretches from Little Rock to Hot
Springs, crossing Garland, Saline and Pulaski counties.
Also included in the USBRS is Route 80, which will
eventually connect to Oklahoma through Hot Springs

Alliance Transportation Group, Inc.

Trails

The Tri‐Lakes region has a renowned trails system that
is enjoyed by both locals and tourists. Below is a
highlight of some of the trails in the region.
 Approximately 2.5 miles of the 4.2‐mile Hot Springs
Creek Greenway Trail have been constructed. The
trail is comprised of a series of trail segments
including the Valley Street Creekwalk, Jaycee and
Friendship Trail and Hollywood Trail, as well as
other planned segments.
 Entergy Park trails
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 Hot Springs National Park includes an extensive
network of hiking trails, including the Falls Branch
Trail and the Sunset Loop Trail. Bicycling is
prohibited on these trails.
Needs Identification
Public Visioning and Stakeholder Consultation

A series of public visioning workshops and stakeholder
consultation meetings were held during the
development of this plan in order to gain an in‐depth
understanding of the region’s needs, including those
related to pedestrian and bicycling conditions. A diverse
set of stakeholders participated in these discussions,
with individuals representing pedestrians, recreational
and commuter cyclists, business owners, the elderly,
and elected officials, among others. Read more about
the public visioning process in Chapter 2 of this
document.
Main takeaways from the visioning workshops and
stakeholder consultation meetings as they relate to
pedestrian and bicycling conditions are summarized
below. A more complete discussion can be found in
Chapter 2.
 Participants suggested installing more speed signs
and warning lights, and limiting vehicle traffic
downtown to help improve safety.
 Group discussions regarding bicycling and
pedestrian infrastructure generally focused on a
lack of bike lanes and crosswalks in the region.
 Participants indicated that the infrastructure that
does exist is in poor condition.
 Road user behavior was identified as a safety
concern for the region.
 Lack of accessibility was also identified as a major
challenge for the transportation system.
 Stakeholders expressed concern over the likelihood
of incidents with pedestrians as a result of drivers
choosing alternate routes to bypass downtown
traffic.
 Stakeholders suggested constructing additional trail
facilities.
Pedestrian and Bicycling Conditions Assessment

To supplement the information gathered through the
public visioning workshops and stakeholder
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consultation meetings, a physical assessment of the
pedestrian and bicycling environment in the region was
undertaken through an evaluation of 100 randomly‐
chosen locations in the region representing diverse area
types (urban, suburban, rural, etc.) and a wide range of
street types (major arterials, neighborhood streets,
etc.). The results of this analysis, which are described
below, provide a high‐level summary of pedestrian and
bicycling deficiencies in the region.
Pedestrian Assessment

Pedestrian conditions for the 100 randomly‐chosen
locations in the Tri Lakes region were assessed using
evaluation criteria adopted from the Pedestrian
Environmental Quality Index (PEQI), a planning tool
developed by the San Francisco Department of Public
Health that allows planners to assign scores to locations
on the street network based on environmental variables
that either enhance or detract from favorable walking
conditions.
The PEQI utilizes a combination of qualitative and
quantitative indicators related to street and
intersection design, safety features, and adjacent land
uses to assign an overall PEQI score to the chosen
locations. Each location is then categorized by the
quality of its pedestrian conditions as either highest
quality, high quality, average quality, low quality or poor
quality. Figure 3 ‐ 13 below shows the results of the
PEQI assessment for the 100 locations in the Tri Lakes
region.
Results from the PEQI assessment suggest that the Tri
Lakes transportation system offers average conditions
for pedestrians. In fact, 62 of the 100 observed
locations returned a rating of "Average Quality", which
is defined as, "pedestrian conditions present but room
for improvement", by the PEQI methodology. In
addition, 24 of the locations received a "Low Quality"
rating, signaling that there were "minimal (pedestrian)
conditions" present.
Conditions frequently observed that detract from Tri‐
Lakes pedestrian environment include an incomplete or
missing sidewalk network, a lack of traffic calming
features or crosswalks, little to no pedestrian‐scale
lighting, and a lack of signage alerting drivers about
pedestrian crossings. Positive factors for walkability that
were observed include good overall tree coverage,
relatively low traffic volumes and quality pavement
conditions on sidewalks where they exist.
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Figure 3 - 13: Pedestrian Environmental Quality Index Analysis Results

Bicycling Assessment

Bicycling conditions for the 100 randomly‐chosen
locations in the Tri Lakes region were assessed using
evaluation criteria adopted from the Bicycling
Environmental Quality Index (BEQI), which was also
developed by the San Francisco Department of Public
Health. Similar to the PEQI, the BEQI utilizes a
combination of qualitative and quantitative indicators –
including presence of dedicated bicycling facilities,
pavement condition and vehicle speeds ‐ to assign an
overall score representing the quality of the bicycling
environment for individual locations. Figure 3 ‐ 14
below shows the results of the BEQI assessment for the
100 locations in the Tri Lakes region.
Results from the BEQI assessment suggest that the Tri
Lakes transportation network offers average to below
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average bicycling conditions, with 54 of the 100
locations returning an "Average Quality" BEQI rating.
"Average Quality", according the BEQI methodology, is
defined as, "bicycle conditions present but room for
improvement". In addition, 37 of the locations received
a "Low Quality" rating, signaling that there were
"minimal bicycle conditions" present.
Conditions frequently observed that detract from the
bicycling environment in the Tri Lakes transportation
system include a lack of bike lanes or other dedicated
facilities, a lack of bicycle parking at major destinations
and poor roadway visibility. Good tree coverage and
relatively smooth pavement conditions are factors that
contribute to a positive bicycling environment. While
elevation changes do exist, they are generally not
significant enough to detract from a positive bicycling
experience for most users.
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Figure 3 - 14: Bicycle Environmental Quality Index Analysis Results

Intermodal Freight Analysis
A healthy transportation system not only moves people
using roads, public transit, and non‐motorized
transportation, but it also moves goods efficiently
throughout the region. Intermodal transportation
facilities are key to the economic success of and quality
of life in the TL‐MPO study area. This section discusses
the current state of intermodal freight transportation in
the Tri‐Lakes region.
The majority of freight movement into and within the
Tri‐Lakes area is performed by heavy trucks, which is a
trend that is consistent with the rest of the state of
Arkansas and much of the country. As such, efficient
freight movement by truck is essential to the region and
the state. In addition to truck traffic, rail and air
transportation play a role in regional freight mobility.

Alliance Transportation Group, Inc.

Existing Conditions and Facilities
Truck Facilities

There are four interstate common truck carriers
operating in the region according to the Hot Springs
Metro Partnership. These carriers use the network of
state and federal highways to access regional
destinations as well as connect to nearby Interstate 30
to send and receive goods throughout the nation. Key
freight corridors include US Highways 70 and 270, as
well as State Highways 5, 7, 88, 128, 192, and 227.
As the TL‐MPO area continues to grow, so too will the
volume of trucks accessing regional roadways and
highways. Figure 3 ‐ 15 and Figure 3 ‐ 16 compare the
2010 and 2040 AM and PM peak total truck volumes
along major regional corridors as provided by the AR
TDM.
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Figure 3 - 15: 2010 and 2040 AM Truck Volumes
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Figure 3 - 16: 2010 and 2040 PM Truck Volumes
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The Arkansas Midland Railroad (AKMD) is a Class III
railroad owned by Genesee & Wyoming Inc. (G&W) that
operates between Mountain Pine and Malvern,
Arkansas. In addition to other G&W railroads in the
state, the AKMD railroad hauls approximately 35,000
carloads each year of a variety of commodities including
aluminum, forest products, aggregates, fuel, and carton
board.4 The AKMD branch serving Hot Springs and
Garland County offers a seamless connection to Union
Pacific’s primary Arkansas trunk line in Malvern,
offering access to the largest railroad network in the
country.

identify major freight generators in the region. These
consist of major distribution centers, mining operations,
and manufacturing companies with at least 100
employees, all of which are likely to generate large
volumes of freight traffic. The locations of shipping
entities – including FedEx, UPS, and the United States
Post Office – were also explored, as these locations are
likely to generate a significant amount of truck traffic.
Finally, given the ability of freight to be shipped by both
air and bus, Memorial Field Airport and the Greyhound
bus station in Downtown Hot Springs were included in
the analysis to form a multi‐modal understanding of
freight demand. Table 3 ‐ 10 and Figure 3 ‐ 17 display
the major freight generators in the TL‐MPO area.

Air Facilities

Table 3 - 10: Regional Freight Generators

Rail Facilities

Memorial Field Airport is a general aviation airport with
two asphalt runways located southwest of downtown
Hot Springs near Lake Hamilton. According to the
Federal Aviation Administration, Memorial Field Airport
had 2,904 enplanements in 2013. The airport is host to
100 based aircraft occupying 70 hangars, while the
airport’s 77 tenants represent an annual payroll of
more than $6.5 million.5

Business Name
Munro &
Company
Delta Rexam, Inc.
United States
Postal Service
Alliance Rubber
Company, Inc.

Intermodal facilities are those where people or goods
transfer between modes, such as rail‐to‐truck transfer
facilities. Intermodal connectivity results in a seamless
transportation system where people and goods can
travel in the most efficient manner possible. According
to a survey published by the Federal Highway
Administration (FHWA), the Hot Springs Urbanized Area
(which comprises a significant portion of the MPO study
area) does not have any major intermodal facilities.6

Postal Service

406

United Parcel
Service
FedEx Freight, Inc.

General Freight

Window Mart, Inc.
Triumph
Fabrications
U.S. Natural
Resources, Inc.

Freight Generators

Employees

Rubber Product
Manufacturing
Aluminum Rolling
and Drawing
Plastics
Manufacturing
Aircraft Part
Manufacturing
Sawmill and
Woodworking
Machinery
Manufacturing
Messenger and
Delivery Service

Reynolds Foil, Inc.

Intermodal Facilities

Industry
Footwear
Manufacturing
Plastic Manufacturing

800
400

170
166
166
100

100

40
12

In order to understand the unique demands placed on
the transportation system by freight, it is important to

4

http://www.gwrr.com/operations/railroads/north_america/
arkansas‐midland‐railroad
5
City of Hot Springs, www.hotspringsairport.net/125/Airport
Alliance Transportation Group, Inc.

6

http://www.fhwa.dot.gov/planning/national_highway_syste
m/nhs_maps/arkansas/hotsprings_ar.pdf
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Figure 3 - 17: Regional Freight Generators

Freight Generators and Congestion

While congestion on the roadway network can be
detrimental to all users, it is particularly harmful to
freight traffic as increased travel times may lead to
higher costs of goods or decreased likelihood that
companies choose to locate facilities in the region. The
freight analysis explored the relationship between the
locations of major freight generators and congested
roadways in the region. This was done by overlaying the
locations of freight generators with the map of V/C
ratios explored in the roadway deficiencies analysis.
Figure 3 ‐ 18 and Figure 3 ‐ 19 show the proximity of
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freight generators to congested roads in both the AM
and PM peaks for 2010 and 2040.
Although at present the vast majority of freight
generators are located along uncongested portions of
the roadway network, future congestion in key areas
throughout the network may pose a challenge to
existing freight facilities. These include U.S. Highway
270 just east of U.S. Natural Resources, Inc.; Carpenter
Dam Road just south of Alliance Rubber Company, Inc.;
and roads near Window Mart, Inc. and Triumph
Fabrications.
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Figure 3 - 18: 2010 and 2040 AM Peak Freight Generators and V/C Ratios
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Figure 3 - 19: 2010 and 2040 PM Peak Freight Generators and V/C Ratios
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Crash Locations

Highways and railroads account for nearly all fatalities
and injuries involving freight transportation. Most of
these fatalities involve individuals outside of the freight
transportation industry, such as trespassers at railroad
facilities and occupants of other vehicles killed in
crashes involving large trucks. According to FHWA,
approximately 12% of all highway related fatalities in
2012 involved large trucks; however, freight‐related
fatalities have largely remained stable or declined
despite an increase in freight activity in recent
decades.7

which are all routes that also contain heavy volumes of
truck traffic. Although the crash data does not indicate
the types of vehicles involved in accidents, it is likely
that a notable portion of the crashes on these corridors
involve heavy commercial trucks.

Because the overwhelming majority of freight
transportation in the TL‐MPO area is conducted by
truck, the location of heavy truck traffic was explored in
relation to the location of observed crash hot spots.
Table 3 ‐ 11 shows the roadways in the region with the
highest volumes of truck traffic.
Table 3 - 11: Roadways with Heavy Truck
Volumes in 2010
Roadway
Grand Avenue (U.S. 70)
Park
Airport Road (U.S. 70)
State Highway 7
Malvern Avenue (U.S. 270)
Albert Pike (U.S. 270)
Higdon Ferry (State Highway
88)
U.S. Route 270
Central Avenue (State
Highway 7)
Summer Street
Dr. Martin Luther King
Expressway (U.S. 70/270)
Gorge Road (State Highway
7)
Carpenter Dam Road (State
Highway 128)
Mountain Pine Road (State
Highway 227)
State Highway 88

Peak Period
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning
Morning
Evening
Evening
Evening
Evening
Evening
Evening
Evening

As explored earlier, the 20 most common crash
intersections in Garland County are located along State
Highways 7 and 88 as well as US Highways 70 and 270,

Future Needs
Growth and increased freight movement are
anticipated to continue in the TL‐MPO area. During
public outreach for the 2040 MTP, concerned citizens
and local stakeholders noted several concerns related
to freight transportation consistent with the results of
the freight analysis. Concerns voiced during the
visioning process included the lack of intermodal
facilities and rail lines in the region and incompatibility
between local roads and large commercial trucks, and
the associated safety risks. In particular, trucks are in
conflict with the pedestrian and park atmosphere
downtown and on Central Avenue, and with campers
on Gorge Road. Therefore, it is a regional priority to find
another route for through truck traffic in the future.

7

http://ops.fhwa.dot.gov/freight/freight_analysis/nat_freight
_stats/docs/13factsfigures/pdfs/fff2013_ch5.pdf
Alliance Transportation Group, Inc.
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Interregional Passenger
Transportation

southeast of Hot Springs, just outside the MPO
boundary.

Interregional passenger transportation in the TL‐MPO
area is limited given the relatively small size of the
urban area and its proximity to larger regional hubs in
Little Rock.

Air Facilities

Memorial Field Airport currently offers daily passenger
air service to both Memphis and Dallas‐Fort Worth.
Charter and general aviation services are available as
well. The TL‐MPO area is within a one‐hour drive of
Little Rock National Airport, which offers daily non‐stop
service to 16 U.S. metropolitan areas.

Future Needs
Stakeholders and the public expressed concern about
the lack of interregional transportation facilities in the
TL‐MPO area. Specifically, stakeholders were concerned
about the lack of both passenger rail in the region and
direct air flights to Little Rock National, which would
greatly expand the number of national destinations that
could be reached by air from Hot Springs.
Additional concerns with air travel centered on the lack
of TSA personnel and security at the facility, where
there have been issues in the past. Additional security
concerns at the airport included the condition of the
South Central Arkansas Transit vehicles housed at the
airport. Several measures have been taken to alleviate
some of these security concerns, but stakeholders feel
concerns would be further mitigated by reestablishing a
TSA presence at the airport.

Source: City of Hot Springs

Existing Conditions and Facilities
Bus Facilities

Greyhound operates intercity bus service to Benton and
Little Rock from the Transportation Plaza in downtown
Hot Springs.
Rail Facilities

Although Amtrak does not offer passenger rail service
to the TL‐MPO area, the Malvern Amtrak station along
the Texas Eagle line is located less than one hour

Alliance Transportation Group, Inc.
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4

Needs Plan (Unconstrained)

It is virtually impossible to build added capacity projects
to address every need identified in the region. This is
the case not only because of funding constraints, but
also because some identified needs are best met
through the adoption of “no‐build” strategies.
Therefore, the MTP planning process included the
consideration of no‐build strategies such as travel
demand management, transportation system
management and operations, in addition to facility
construction projects.
This chapter provides a description of the process used
to develop a fiscally unconstrained plan for meeting the
transportation needs of the community. Given the
limited availability of funding to meet all of the needs
identified in the Regional Needs chapter, both “build”
and “no‐build” strategies to address unmet needs are
considered in the unconstrained plan. Applying fiscal
constraints to the process and creating a financially
constrained plan are described in Chapter 6.

No-Build Strategies to Address
Unmet Needs
Building new roads and adding capacity to existing
roadways not only come with high price tags, but these
projects often take years to go through the planning,
environmental, design, and construction phases. Given
the limited availability of funding for transportation
projects and rising congestion levels, state, regional,
and local agencies are increasingly relying on travel
demand management (TDM), transportation system
management and operations (TSM&O), and “Complete
Streets” strategies to improve the performance of
existing roadways. These strategies do not require the
construction of new roadways or additional lanes of
capacity, and therefore are often referred to as “no‐
build” strategies.
The following sections highlight regional TDM, TSM&O,
and Complete Streets efforts to date and provide
recommendations for incorporating best practices into
the transportation planning process. While the Tri‐Lakes
MPO is not directly responsible for implementing
transportation projects, it works closely with local
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member jurisdictions to explore and evaluate the
appropriateness of these strategies for reducing
congestion and improving the performance of the
existing transportation system.

Travel Demand Management
Travel demand management (TDM) strategies seek to
reduce congestion on existing roadways by reducing the
overall number of cars using roads or by redistributing
cars away from congested areas and peak periods of
travel. Encouraging the use of alternative modes of
transportation (such as transit, biking, or walking) and
increasing the number of travelers in each vehicle are
the primary ways in which TDM strategies reduce
single‐occupant vehicle demand on existing roadways.
Simply put, travel demand can be managed by providing
travelers with a wide range of choices for reaching their
destination.
With fewer funds available to address congestion
through new roadway capacity, TDM is a cost effective
means to improve use of the transportation system.
TDM strategies are designed to accomplish the
following:
 Improve mobility and accessibility by expanding and
enhancing the range and quality of available travel
choices;
 Reduce congestion and improve system reliability by
decreasing the number of vehicles using the
roadway system and by redistributing demand
away from peak periods and existing bottlenecks;
 Increase safety by addressing congestion, which is
generally related to higher occurrences of traffic
incidents; and
 Improve air quality by reducing the number of
vehicle miles traveled, thereby saving energy, and
decreasing the number of short trips that are
largely responsible for the proportion of emissions
generated from cold starts.
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Tri-Lakes Area Travel Demand Management
Strategies

One of the most emphasized TDM strategies underway
in the Tri‐Lakes area is the effort to coordinate local and
regional trails plans and implementation to create an
interconnected system of bicycle and pedestrian
facilities throughout the region to encourage more
residents and visitors to use those modes of
transportation. Additionally, residents of Garland
County are eligible to participate in the arkRide.com
ridesharing program if their final destination is within
Pulaski, Saline, Lonoke, or Faulkner County. Commuters
originating in any of those four counties who may work
in the Tri‐Lakes area are also eligible to use the service.
arkRide.com provides ride matching to facilitate both
carpools and vanpools within the service area. Also,
given the high concentration of resorts in the Hot
Springs area, charter and hotel‐specific tourist shuttles
also serve as de‐facto carpools/vanpools for regional
trips that would otherwise be taken by private
automobile.
Best Practices

Although no coordinated TDM strategies are currently
implemented in the Tri‐Lakes area, there are best
practices that have been successful in managing
demand on transportation facilities in similar areas. As
the regional transportation planning organization for
the Tri‐Lakes area, the TL‐MPO can work to educate its
planning partners on available TDM strategies and
associated benefits to encourage strong consideration
of TDM strategies before investing in new construction
projects.
Strategies to Increase Vehicle Occupancy

bicycle, or walking generally focus on the following
objectives:
 Expand the service area of the transit system and
connect infrastructure, which can reach more
people and connect them to a greater number of
destinations within the region;
 Improve the quality of the service, which increases
the convenience, comfort, ease of access, and
affordability of the mode and makes people more
willing to choose it; and
 Educate the public on the availability of the various
non‐auto transportation options and services, and
provide resources to help travelers navigate the
region.
The following sections detail mode‐specific strategies
that could be considered for implementation in the Tri‐
Lakes area.
Transit Strategies

While traveling by car offers the ease and convenience
of being able to “come and go as one pleases,” traveling
by transit – particularly by bus – generally requires
longer travel time and less flexibility in reaching one’s
destination. Improving the quality of transit services
involves strategies that shorten the overall travel times,
increase traveler’s comfort both while waiting for the
bus and when on‐board, and provide added flexibility
with travel time and destinations. While certain aspects
of travel by bus will always be less convenient than
travel by car, there are a number of improvements that
can be made to significantly improve the quality of the
experience.

Carpool, vanpool, and school‐pool programs encourage
travelers with common destinations, particularly
employment and school destinations, to share vehicles.
These can be based on informal arrangements between
individuals or formally arranged through ride‐matching
services. Available research indicates that improving
awareness, trust, and willingness to ride with strangers,
as well as flexibility in scheduling, may help to increase
carpool use. Incentives are another effective tool for
encouraging ride‐sharing.
Strategies to Increase Travel by Transit, Bicycle, or
Walking

In order to reduce the number of trips by private
automobile, strategies to increase travel by transit,
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Bicycle Strategies

One of the primary concerns for cyclists (and those who
may be considering biking as a form of basic, every‐day
transportation) is safety. Additional considerations
include integration with other modes, continuity of the
bicycle facility network, availability of bicycle parking or
storage, and availability of other amenities such as on‐
site showers.
Pedestrian Strategies

Improving the quality of the pedestrian experience
involves addressing both real and perceived safety
concerns and upgrading pedestrian facilities to make
sure they are contiguous and comfortable. Additionally,
promoting development at a more “human scale”
encourages pedestrian activity by improving
perceptions of safety and creating a visually interesting
environment at street level. Examples of enhanced
pedestrian strategies include:
 Provide buffers between sidewalks and automobile
traffic;
 Enhance the visibility of crosswalks;
 Provide midblock pedestrian crossings; and
 Improve comfort of the walking public through
street level amenities.

trips, shifting work trips from peak hours, and reducing
work travel times and the number of overall trips. The
Tri‐Lakes area has several large employment centers
that generate significant travel on the area’s roadways.
Additionally, approximately 80% of commuters in
Garland County drive to work alone according to the
Census Bureau’s Journey to Work data.
Employer‐based TDM strategies fall into four separate
categories:
 Encouraging employees to travel by alternative
modes;
 Shifting trips from peak periods of travel and
reducing the total number of trips;
 Providing route information to divert commuters
from congested routes; and
 Using location‐specific solutions to shorten the work
commute and reduce the need for midday trips.
Parking Management and Incentives

Parking management strategies and incentives
encourage the use of alternative modes and can be
implemented by both local jurisdictions and employers.
These strategies typically rely on dis‐incentivizing travel
by single occupant vehicle by passing along more of the
cost of parking to employees and/or limiting the
availability of parking.
Land Use Considerations

Employer-based Tools and Incentives

The commute to and from work is a significant
contributor to traffic congestion along area roadways,
particularly during peak travel times. TDM strategies
that focus on employer‐based tools and incentives can
be an effective way to reduce travel by single occupant
vehicles by coordinating ride‐sharing among employees,
encouraging the use of alternative modes for work
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Typical development patterns have generally
encouraged a separation of land uses. Additionally,
there has been an overall trend toward less dense
development, particularly in the planning and design of
suburban neighborhoods. These land use factors
significantly impact travel, requiring more trips to be
made by automobile due to the increased distances
between origins and destinations. The TL‐MPO can
work with local planning partners to encourage land use
policies that facilitate the use of alternative modes of
transportation and reduce the number of automobile
trips.
Traveler Information Systems

Traveler information systems use technology to detect,
analyze, and disseminate traffic and transit conditions
to travelers so that they may choose the best means for
reaching their destination. Traditional traveler
information systems such as radio and TV broadcasts
are now being supplemented by websites, real‐time
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roadside and transit displays, and e‐mail and text
message alerts. Traveler information systems assist
drivers in making informed choices before and during
trips.

Transportation System Management
and Operations
Transportation System Management and Operations
(TSM&O) strategies seek to improve the performance
of existing roadways through increased efficiency and
throughput of vehicles on roadways. TSM&O strategies
not only rely on traffic engineering solutions (such as
signal synchronization and access management) to
optimize the existing system but also rely on resource
utilization, infrastructure, personnel, and data
management strategies to extend the useful life of the
existing transportation system and improve its
reliability.
The following section provides a brief outline of the
TSM&O strategies implemented in the Tri‐Lakes area
and lists additional strategies for consideration that can
improve the performance of the existing transportation
system.
Tri-Lakes Area Transportation System Management
and Operations Strategies
Arkansas State Highway and Transportation
Department

In January 2008, AHTD published the Hot Springs
Regional Intelligent Transportation System (ITS)
Architecture and Deployment Plan. ITS projects
integrate advanced communications technologies with
transportation infrastructure and the vehicles using it to
help improve mobility, safety, and efficiency of the
transportation system. This plan was developed in
coordination with the MPO with significant input from
local, state, and federal officials, as well as other
stakeholders. It provides a framework for planning and
implementing ITS projects in the region, focusing on a
20‐year regional vision.

traffic information on its website. Additionally, the City
continues to utilize its curb cut and driveways ordinance
to stipulate the construction guidelines for these
roadway elements, which impacts local access
management and provides a reference for further
access management policies and practices. However,
additional research on access management through
corridor studies, etc. could provide benefits to the
region by identifying corridors that would most benefit
from a stronger access plan to address traffic flow
issues.
Best Practices

In addition to the TSM&O strategies implemented in
the region, other strategies employed successfully in
other cities serve as best practices for optimizing the
performance of the existing transportation systems to
reduce congestion and improve safety.
Maintenance

Infrastructure maintenance is a critical aspect of
transportation system management and operations.
Most infrastructure management agencies prefer to
schedule routine repairs and inspections instead of
embarking on ad‐hoc patching and repairing. Schedule
management for inspection and street repairs will
enable city and county personnel to efficiently use
limited resources. A calendar for repairs and reviews
will also provide valuable information to concerned
citizens.
Regularly scheduled roadway resurfacing is necessary to
provide uniform improvements to the existing
roadways and to extend their useful life. Older roads,
especially those built according to discontinued
standards, should be reviewed with an eye towards
upgrading deficient sections to modern criteria.

City of Hot Springs

The City of Hot Springs Public Works Department hosts
a webpage devoted to informing the public of major
right‐of‐way (ROW) projects by maintenance zone.
“Normal” ROW maintenance is not listed; however,
based on the Regional ITS Architecture and Deployment
Plan, in the future the city may include real‐time
construction, work zone, special event, incident, and

Alliance Transportation Group, Inc.
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Traffic Signal and Intersection Improvements

Medians

Roadway users encounter traffic control signage and
intersection signals on nearly every route they travel.
While the primary function of intersection traffic
control is to improve safety at intersections, it is also
often a significant source of delay. Improper signage
and poor signal timing results in unnecessarily long
queues and impacts the reliability of the transportation
system. Improving signage, signal timing, and
equipment is a cost‐effective way to facilitate traffic
flow along a corridor. The MPO can work with its
planning partners to identify corridors which would
benefit from traffic signal improvements and to
prioritize projects.

Raised medians on collector and arterial roadways
decrease the potential for accidents by restricting
turning movements. Although land access is thereby
limited, raised medians provide a refuge area for
pedestrians or turning vehicles and reduce mid‐block
accidents. Medians can also be used as part of an
overall corridor access management strategy to reduce
vehicle conflicts, increase capacity, and reduce
accidents at intersections.

Access Management

Access management refers to the regulation of the
number of access points between a development and
the adjacent roadway network. Most discussions of
access management involve the placement and number
of driveway curb cuts, although the application can also
include the location, size, and function of interior
service roads.

It is important to provide for left turn maneuvers at
downstream intersections or strategically placed
median breaks when medians are used for access
management. Medians, which function to restrict left
turn movements, can be relatively narrow and still
provide the necessary channelization. Medians at
critical intersections can have a specialized dropped,
low curb to ensure access for emergency services
equipment and personnel.
Landscaped medians provide an aesthetic separation
between travel lanes. Adequate room for tree growth
must be provided. The width of landscaped medians is
variable, depending on the varieties of trees and shrubs
planted. Prior to the construction of extensively
landscaped medians, the maintenance and upkeep of
the shrubbery should be evaluated.

Effective access management has significant
implications for mobility, accessibility, and safety by
reducing crashes, increasing capacity, reducing travel
time and delay, extending the life of the roadway, and
reducing vehicular emissions. The MPO can work with
local jurisdictions to identify roadways with congestion
and/or safety issues that may be effectively addressed
using one of the following access management
strategies:

Alliance Transportation Group, Inc.
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Driveway Location and Design

Corner Clearance

Residential driveways along major roadways can cause
critical conflicts between fast‐moving traffic and slower
traffic entering and exiting the driveways. If the number
of residential driveways increases, the roadway will
function as a high‐speed residential street – which can
be extremely dangerous. This situation can be avoided
if subdivisions are designed so that lots which face a
major roadway have access provided by a residential
street at the back of the lot, or by incorporating a
reverse frontage road. Residential driveways with
shared access to the major roadway provide another
method of managing access in this situation.

Corner clearance is defined as the minimum distance
required between an intersection and an adjacent
driveway along an arterial road or collector street.
According to the National Cooperative Highway
Research Report 420, inadequate corner clearance
results in traffic flow and safety problems, including:
 Traffic being blocked by vehicles waiting to enter
driveways;
 Right or left turns out of driveways being blocked;
 Rear‐end and broadside collisions caused by
inadequate time for motorists to react to vehicles
entering and exiting driveways; and
 Driver confusion about where it is permissible to
enter and exit driveways.1
Internal Site Circulation

Most access management strategies are limited to the
roadway right‐of‐way, but movement of traffic into and
out of properties can be dramatically affected by the
design of on‐site circulation. Typical designs for internal
circulation are concerned with the orientation of the
buildings, the parking areas, and the highway access
points. The optimal internal circulation design approach
includes:
 Providing safe and reasonable access to and from
the street to motorists, bicyclists, and pedestrians;
and

Driveway Spacing

 Providing a reasonable transition between the
access and the internal circulation, especially by
ensuring that driveways are wide and long enough.2

When too many access points are allowed, especially
near an intersection, conflicting vehicle movements
result. In the interest of providing safe and reasonable
access to a site, planners and engineers should review
the impacts of a development with respect to the entire
corridor, not just the site itself.
Wherever possible, cooperation and consultation
between adjacent landowners is encouraged to avoid
conflicting designs. Limiting the number of access
points per parcel and enforcing minimum lot frontages
encourage proper driveway spacing along busy roads.

1http://www.spcregion.org/pdf/ops/420NCHRP_AccessMana

gementImpacts.pdf
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2

Center for Transportation Research and Education at Iowa
State University (n.d.). Access Management Toolkit. Available:
http://www.ctre.iastate.edu/research/access/toolkit/23.pdf.
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Targeted Traffic Enforcement

Roundabouts

Consistent and reliable enforcement of traffic laws
helps address public concerns about traffic issues. In
areas with complaints about speeding and reckless or
inconsiderate driving, responsive law enforcement staff
can do much towards gaining the public’s trust and
compliance. Focused speed studies (using radar trailers
and traffic counters) can be employed to discourage
speeding on residential streets.

These require entering traffic to yield to vehicles
already in the intersection and to travel counter‐
clockwise around the device. Roundabouts have proven
effective in reducing neighborhood speeds and
discouraging through traffic without compromising
throughput. They can also lead to enhanced safety
when implemented at intersections that were
previously signalized.

Traffic Calming

Centerline Medians

Because there are many instances where the number of
aggressive drivers is greater than human resources can
address, many cities and counties have implemented
various “self‐enforcing” speed and volume control
devices. The majority of these measures are referred to
as “traffic calming.” These physical devices can assist
law enforcement in influencing driver behavior.

Centerline medians are resigned to reinforce lane
assignments, especially along constrained roadways.
These medians can serve as general speed reduction
devices or to discourage speeding in specific areas.
Medians can be placed near or at intersections to
enhance pedestrian accessibility. For wide intersections,
the location of a dividing median in combination with a
crosswalk can play a large role in reducing the risk
associated with pedestrian crossings.

Traffic calming is often controversial and can be
challenging to discuss. Most traffic calming measures
are applied to residential streets, though certain
measures can be applied to higher volume roadways as
well. Broadly defined, the goals of traffic calming
measures are:
 To slow down the average vehicle speeds for a
particular roadway;
 To address excessive volumes for a particular
roadway; and
 To remind drivers of or reinforce the residential
nature of specific roadways.
Traffic calming measures are designed to slow down or
impact all vehicles. In practice, this can lead to reduced
access and response times for emergency and law
enforcement personnel. Careful consideration must be
given to any proposed traffic calming device, especially
if the roadway under review provides critical access for
emergency personnel. Representatives of fire, police,
and emergency services departments should be
involved in the review of proposed traffic calming
devices. The TL‐MPO can work with its planning
partners and emergency response agencies to identify
locations suitable for traffic calming implementation.
Common traffic calming measures include:

Speed Humps

These are designed to cause driver discomfort when
traversed at speeds higher than the posted speed limit.
The hump approaches can be altered to create more or
less severe slopes, resulting in greater reduction in
travel speeds.

Forced Turn Islands

Forced turn islands require that vehicles entering an
intersection perform a designated movement.

Alliance Transportation Group, Inc.
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Curb Extensions

Curb extensions physically and visually narrow the
street space, leading to a reduction in vehicle speeds, as
well as shorter crossing distances and heightened
visibility for pedestrians. Sometimes referred to as
“bulb‐outs,” they can be implemented at intersections
of streets with on‐street parking, at mid‐block (to
provide additional pedestrian crossings), at transit
stops, or alternating in a way that forces vehicles to
move laterally (also referred to as “chicanes.”)

Complete Streets
The concept of “Complete Streets” is rooted in the idea
that roads should be built with all users in mind, not just
the private automobile. While Complete Streets
principles include many TDM and TSM&O strategies,
the concept focuses less on improving traffic conditions
and more on the livability of places. Complete Streets
strategies address the needs of all users of the
transportation system, including the young and the old,
the disabled, and users of transit or non‐motorized
forms of transportation. They yield a wide range of
benefits such as improved safety, equity and access,
economic development, air quality, health, and
livability. While policies adopted by local governments
represent the majority of Complete Streets policies
adopted nationwide, MPOs can be integral partners in
promoting and implementing Complete Streets
strategies. The following section discusses some of the
common features of Complete Streets, their benefits,
state‐ and local‐level policies for implementation, and
recommendations for how the MPO can encourage
local governments to adopt a Complete Streets
approach.
Common Features of Complete Streets

Traffic Incident Management

Traffic Incident Management (TIM) consists of a
planned and coordinated process to detect, respond to,
and quickly clear traffic incidents so that traffic flow
may be restored as safely and quickly as possible.
Effective TIM strategies reduce the duration and
impacts of traffic incidents and improve the safety of
motorists, crash victims, and emergency responders.
Traffic incident management involves coordination
among a number of public and private sector partners,
including:
 Law enforcement
 Fire and rescue

 Emergency
Management and
preparedness

 EMS

 Towing and recovery

 Transportation
departments

 Hazardous materials
contractors

 Public safety
communications

 Traffic information
media

Alliance Transportation Group, Inc.

Complete Streets incorporate physical improvements
that enhance the reliability, safety, and convenience of
all modes of transportation, so users can select the best
way to reach their destination based on their needs –
whether by car, transit, bicycle, or foot. Physical
improvements range from providing specific facilities
such as bike lanes, to incorporating features intended
to slow the speed of automobile traffic to improve
safety. There are a wide range of design elements that
planners and engineers should consider when
implementing a Complete Street. The final design,
however, will depend both on the needs of the end
users and the context of the street.
Pedestrian Features

Some of the features of Complete Streets that enhance
the environment for pedestrians and encourage walking
include:
 Sidewalks and buffers. Sidewalks should be provided
on both sides of the street, should be as wide as
possible, and should ideally be buffered from
automobile traffic through a method such as
planting strips or on‐street parking.
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 High‐visibility crosswalks. Strategies to heighten the
visibility of crosswalks include pedestrian hybrid
beacons, flashing pedestrian lights, pedestrian
crossing signage, in‐road crosswalk lighting systems,
and varying paving materials.

Complete Streets approach in rural areas, where
vehicular traffic volumes are lower and opportunities
for conflict are fewer.

 Bulb‐outs, pedestrian refuge island, and medians.
Whenever possible, the crossing distance of the
roadway should be decreased or a mid‐crossing
pedestrian refuge provided (especially on wide
roads).
 Street trees and lighting. These amenities enhance
safety and comfort for pedestrians during the day
(through shade) and at night (through lighting).
 Americans with Disabilities Act (ADA) compliant curb
ramps. Providing ADA‐compliant ramps at
intersections ensures that the street is accessible to
individuals with a wide range of physical
capabilities. This is a legal requirement for all new
and reconstructed streets.
Bicycle Features

There are many design improvements that enhance
safety for cyclists by increasing visibility or providing
separate facilities. These can include:
 Shared lanes (“sharrows”). Sharrows use pavement
markings to remind motorists that bicyclists are
permitted to use the full lane.
 Dedicated bike lanes. Lanes of traffic exclusively for
cyclists are usually delineated with a single or
double white line and are sometimes painted a
solid color (most commonly green) to further
differentiate the road space allocated to bikes.
There are several methods for changing the
pavement markings at points where vehicles may
need to cross the bike lane.
 Protected bike lanes and cycle tracks. These are the
most advanced type of on‐road bike facility. These
dedicated lanes are separated from traffic with
some sort of barrier (typically either parked cars or
flexible plastic bollards).
 Bicycle signals. On some streets with dedicated or
protected bike lanes, a traffic signal with a cycle
exclusively for bicyclists may be provided to
improve safety.
Additionally, the use of wide shoulders to provide safe
accommodation of cyclists may be considered a

Alliance Transportation Group, Inc.

Transit Features

The provision of transit features on complete streets
should be supplemented with the provision of high‐
quality pedestrian and bicycling infrastructure, as non‐
motorized access to transit increases the overall quality
of the service. Once pedestrian and bicycle
infrastructure is in place, additional strategies to
accommodate and enhance transit include:
 Transit stop amenities. The quality of transit stops
can be greatly improved with amenities such as
shelters, lighting, benches, and trash cans. Maps
and schedules, real‐time transit monitoring, and
Wi‐Fi can further enhance the experience of those
waiting for transit.
 Dedicated bus lanes. In places where transit use is
high and traffic congestion presents obstacles to
maintaining on‐time performance, dedicated bus
lanes can offer significant reliability improvements
and travel‐time savings, and can increase the
overall person‐throughput of congested stretches
of roads.
 Queue‐jump lanes. In places where demand may
not justify or space may not be available for
dedicated bus lanes, queue‐jump lanes can allow
buses to bypass traffic at a stoplight to improve
travel time.
 Signal prioritization. Optimization of traffic signal
cycles, either through active detection and
adjustment or through pre‐determined signal
synchronization, can help improve reliability along
highly used transit corridors.
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Traffic Calming

In addition to providing more options for people to
walk, bike, or take transit, Complete Streets strategies
often incorporate features to slow vehicle speeds
where appropriate. Traffic calming techniques are
frequently implemented near crosswalks or in
residential areas. The traffic calming methods discussed
earlier in this chapter are all common strategies to
ensure that vehicle speeds are context appropriate.
Complete Streets Policies

Complete Streets policies can be adopted by states,
regional governing agencies, counties, or local
jurisdictions. Policies embody a wide range of
approaches, including:
 Resolutions;

and phases, exceptions, and other agencies the City
may work with to complete relevant projects. The
policy is designed to be flexible and adaptable based on
Complete Streets best practices and encourages the
consideration of a project’s context early in the process.
Additionally, the City has identified several performance
measures to use to assess the success of the policy,
including:
 Total miles of new bike lanes;
 Linear feet of new pedestrian accommodation;
 Number of new curb ramps installed along city
streets;
 Crosswalk and intersection improvements;

 Ordinances passed by City Councils;

 Percentage of transit stops accessible via sidewalks
and curb ramps; and

 Executive orders from a mayor’s office;

 Rate of crashes, injuries, and fatalities by mode.

 Comprehensive plans and transportation plans;

Among other implementation strategies, the city will
commit 20% of its street paving budget to fund
Complete Street projects/elements in addition to
utilizing other funding opportunities for these projects.4

 Internal policies within a department; and
 Design guidelines.
Nearly half of Complete Streets policies are resolutions
and approximately 1‐in‐5 are legally binding ordinances.
Policies adopted by local governments represent the
majority of Complete Streets policies adopted
nationwide.3 However, MPOs can still be an integral
partner in promoting and implementing Complete
Streets strategies. The following section discusses
existing local‐ and state‐level Complete Streets policies.
City of Hot Springs

On February 17, 2015 the City of Hot Springs passed its
first Complete Streets Policy. This policy was developed
through the city’s Complete Street Initiative, which
involved the commitment of many individuals,
partnering with the Arkansas Coalition for Obesity
Prevention (ArCOP) and Growing Healthy Communities
in 2013, as well as the City’s selection for free technical
assistance training from Smart Growth America in 2014.
The policy document includes the City’s vision and the
purpose and goals of the Complete Streets Policy. It also
documents the applicable users and modes, projects
3

Smart Growth America. 2013. Complete Streets Local Policy
Workbook. Available:
http://www.smartgrowthamerica.org/documents/cs‐local‐
policy‐workbook.pdf
Alliance Transportation Group, Inc.

4

City of Hot Springs. 2015. Complete Streets Policy. Available:
http://www.cityhs.net/DocumentCenter/View/3870
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No-Build Recommendations
The following no‐build recommendations are listed in
no particular order:
 Encourage continued coordination of the
metropolitan transportation planning process with
the development of local transportation and
comprehensive plans to promote the inclusion of
facilities and systems related to transit, biking, and
walking.
 Encourage transportation planning partners to
consider cost‐effective, no‐build strategies, such as
TDM, TSM&O, and Complete Streets design prior to
investing in roadway capacity improvements.
 Work with large area employers to explore and
implement employer‐based TDM tools and
incentives.
 Consider giving funding preference to projects that
incorporate TDM and TSM&O strategies, reflect
Complete Streets design principles, or set regional
multi‐modal transportation goals and objectives
through a robust public involvement process.

Safety and Security
Moving Ahead for Progress in the 21st Century (MAP‐21)
requires that the transportation planning process
address both the safety and security of the
transportation system for motorized and non‐
motorized users. Federal guidelines define safety as
“freedom from unintentional harm,” and define
security as “freedom from intentional harm.” Strategies
to address safety and security will at times differ
significantly from one another and require coordination
between different agencies but will more often overlap
and involve members of the same agencies. Therefore,
the 2040 MTP considers safety and security both
simultaneously and individually.
The TL‐MPO is responsible for addressing safety and
security through the programming of transportation
improvements. The MPO’s role in implementing specific
safety and security measures may be limited, but its
role in coordinating regional transportation needs
between the various local, state, and federal
transportation agencies is vital to creating successful
safety and security policies. By integrating the safety
and security goals and objectives of regional
stakeholders into the transportation planning process,

Alliance Transportation Group, Inc.

the MPO can ensure that its plans and studies are
consistent with and help support safety and security
planning in the Tri‐Lakes area.
The following sections discuss the various agencies
involved in safety and security planning in the Tri‐Lakes
area and present local, regional, and state plans and
programs that are currently in place.

Safety
“Safety” in the transportation planning context typically
refers to the mitigation of traffic crashes, transit
accidents, and other unintentional events resulting in
fatalities, injuries, or loss of property on the
transportation network. MAP‐21 identifies a national
goal for safety to significantly reduce fatalities and
injuries on all public roadways. The U.S. Department of
Transportation (USDOT) published a related Notice of
Proposed Rulemaking (NPRM) in March 2014 proposing
that safety targets and progress towards their
achievement be measured as 5‐year rolling averages for
fatalities and serious injuries, as well as their respective
rates for every 100 million vehicle miles traveled (VMT).
The final rule is scheduled for publication in September,
2015.
Safety planning, reducing the number of crashes, and
decreasing the amount of fatalities and injuries on the
transportation network involves several different
projects and programs, ranging from improving the
operational efficiency of the transportation network to
influence driver behavior. AHTD and TL‐MPO play the
lead roles in transportation safety planning, but several
non‐traditional stakeholders should be included in the
transportation safety planning process, including:
 State agencies responsible for safety data collection
and management (AHTD, Arkansas State Police –
Highway Safety Office);
 Regional and local transportation agencies;
 First responders, fire and rescue, and EMS;
 State and local law enforcement;
 Transit agencies;
 Motor vehicle departments;
 Federal agencies; and
 The non‐governmental highway safety community
(e.g. AAA).
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Review of Agencies and Programs
Arkansas Strategic Highway Safety Plan (SHSP)

Adopted in 2013, the Arkansas SHSP’s primary goal “is
to reduce the annual number of roadway fatalities in
Arkansas to 400 or less by 2017.” The SHSP also adopts
a “Towards Zero Deaths” (TZD) vision consistent with
the TZD National Strategy sponsored by the Federal
Highway Administration (FHWA), National Highway
Traffic Safety Administration (NHTSA), American
Association of State Highway and Transportation
Officials (AASHTO), and the Governors Highway Safety
Association (GHSA).

projects based on the goals and objectives outlined in
the SHSP. AHTD’s most significant work to date has
involved the installation of median cable barriers on
divided roadways to reduce roadway departure crashes.

The plan identifies safety concerns and classifies them
into primary, secondary, and special emphasis areas.
The plan describes the trends in fatalities within each
emphasis area, defines a specific target for 2017, and
suggests strategies that should be undertaken to
achieve the performance targets that are tailored to the
unique circumstances of crashes within each emphasis
area.
The strategies recommended in the SHSP should
provide the basis for countermeasures that the MPO
considers to address crash types and locations, as well
as driving behaviors, that are responsible for the
greatest number of crashes in the Tri‐Lakes area –
particularly those resulting in serious injuries or
fatalities. A discussion of crash types, contributing
factors, and hotspot locations is located in Chapter 3.
Highway Safety Improvement Program (HSIP)

The HSIP is a Federal‐aid funding program administered
by state DOTs. Its goal is to achieve a significant
reduction in traffic fatalities and serious injuries on all
public roads, including non‐State‐owned public roads
and roads on tribal lands. The program must be
consistent with the Arkansas SHSP, and report annually
on the following:
 HSIP program structure;
 Progress towards implanting HSIP‐funded projects;
 Progress made in achieving safety performance
targets; and

Source: Arkansas Highway Safety Office

Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan

The Arkansas State Highway Safety Office published the
annual Performance Plan and Highway Safety Plan that
establishes goals and objectives for the 2015 fiscal year
(October 1 through September 30). The plan also
recommends projects for funding to reach the
established goals for the following program areas:
 Alcohol and other drug countermeasures;
 Occupant protections;
 Speed Enforcement;
 Motorcycle safety;

 Assessment of the effectiveness of implemented
improvements.

 Pedestrian safety;

AHTD selects projects for implementation through HSIP
following a data‐driven approach that identifies safety
problems in a systemic manner, identifies
countermeasures to address them, and prioritizes

 Traffic records.

Alliance Transportation Group, Inc.

 Teen driver safety; and
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Hot Springs Comprehensive Plan

The 2009 City of Hot Springs Comprehensive Plan
identifies transportation safety as a top priority for the
city. The plan proposes an approach to transportation
safety that emphasizes slower driver speeds and
pedestrian safety rather than designing “forgiving”
roadways that improve driver safety at the detriment of
other roadway users by encouraging faster driving
speeds.
Recommendations

Under MAP‐21, states and MPOs are required to adopt
a performance‐ and outcome‐based approach to
transportation planning that relies heavily on existing
and projected data to evaluate the effectiveness of
strategies in addressing goals and objectives, including
those related to safety. The crash analysis provided in
Chapter 3 provides a basis for the safety planning
element and the following recommendations will help
the MPO comply with final safety performance
management requirements:
 Identify measurable safety goals and objectives;
 Transition to a more data‐driven, strategic
approach to safety planning;
 Collaborate with key safety stakeholders;
 Coordinate closely with the State in the
development, evaluation, and reporting of
performance targets that support the statewide
safety goals and objectives, as well as regional and
local safety goals; and
 Provide training opportunities for MPO staff to
increase their knowledge related to transportation
safety planning.

Security
Planning for transportation security seeks to mitigate or
avoid harm to the transportation network inflicted
either intentionally by people (such as terrorist acts or
criminal activities), or circumstantially through natural
disasters such as hurricanes, earthquakes, or other
weather events. Security planning is carried out by
multiple levels of government and involves all four
phases of emergency management: preparedness,
response, recovery, and mitigation.
In support of state, regional, and local security goals
and objectives, the primary role of the MPO is to
facilitate coordination between agencies responsible for
Alliance Transportation Group, Inc.

transportation security, including law enforcement,
emergency response, transit agencies, and homeland
security departments.
Review of Agencies and Programs
Arkansas Department of Emergency Management

The Arkansas Department of Emergency Management
(ADEM) develops and maintains state‐level emergency
plans, distributes state standards for and assists
jurisdictions in developing local emergency
management plans, and reviews those plans for
conformance with state planning standards. The
department also serves as Arkansas’ Homeland Security
Agency.
Updated in 2014, the Arkansas Comprehensive
Emergency Management Plan (ARCEMP) describes how
the State will mitigate the effects of, prepare for,
respond to, and recover from hazards to public health
and safety, including natural disasters, technological
accidents, homeland security threats, and other
emergency situations. The plan designates AHTD as the
State agency responsible for coordinating all
transportation related emergency management
activities, which include:
 Clearing routes and temporarily restoring public
facilities;
 Assisting with damage assessment of transportation
infrastructure;
 Assisting state and local government entities in
determining the most viable transportation
networks to, from, and within disaster areas; and
 Providing assistance to other state and local
government agencies in the transport of urgent
supplies to impacted areas.
The plan also identifies key agencies and organizations
that will support AHTD’s emergency management
responsibilities, and outlines each entity’s role in or
resource contribution to transportation‐related
emergency management activities.
West Central Arkansas Planning and Development
District

The West Central Arkansas Planning and Development
District (WCAPDD) facilitates regional emergency
management planning through several programs. The
organization is also a member of the Arkansas
Floodplain Management Association and retains a
certified Floodplain Manager on staff.
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Disaster Relief Grants

WCAPDD helps coordinate local grant management of
Community Development Block Grant (CDBG) Disaster
Funds administered through the Arkansas Economic
Development Commission. Communities become
eligible to receive these funds following a Presidential
disaster declaration. WCAPDD also provides technical
assistance for communities wishing to address long‐
term disaster planning through competitive grants
administered by the Department of Commerce’s
Economic Development Administration.
FEMA Hazard Mitigation Plans

The purpose of FEMA’s Hazard Mitigation Grant
Program (HMGP) is to “help communities implement
hazard mitigation measures following a Presidential
major disaster declaration.”5 All counties in WCAPDD –
except Garland and Perry counties – have completed a
FEMA‐approved Hazard Mitigation Plan.

 Collaborate with security and emergency response
professionals and organizations on an ongoing
basis; and
 Provide training opportunities for MPO staff to
increase their knowledge related to transportation
security planning.

Build Strategies to address Unmet
Needs
This section builds upon the work completed as part of
the needs analyses discussed in Chapter 3, to identify
deficiencies in the Tri‐Lake area’s transportation
network. This section outlines the steps taken to
address or mitigate the deficiencies identified by
developing an unconstrained list of possible
improvements to the transportation network, and then
developing a project prioritization process and ranking
those improvements according to community values.

Arkansas Continuity of Operations Program (ACOOP)

Continuity of Operations Plans (COOPs) focus state
energy and resources on plans that minimize the impact
of natural and man‐made disasters on state operations.
WCAPDD provides technical assistance to local agencies
or organizations wishing to establish a COOP plan.
Recommendations

The following recommendations, shown in no particular
order, are designed to strengthen transportation
security planning in the Tri‐Lakes area and should be
coupled with elements of the final rules as published by
the FHWA and disseminated by AHTD:
 Create a local definition of security;
 Continue to assess the most significant threats,
high‐potential targets, and least hardened
infrastructure elements within the Tri‐Lakes area;
 Work with federal, state, regional, and local
jurisdictions and transportation providers to
develop evacuation plans for the “transportation
disadvantaged;”
 Establish a COOP plan for the entire Tri‐Lakes area;
 When eligible, establish a FEMA‐approved Hazard
Mitigation Plan for Garland County;

Source: City of Hot Springs

Project Identification
Once the no‐build strategies were considered, potential
projects to expand or build new facilities were
examined. The results of technical reviews, available
planning studies, highway and corridor studies,
consultation with local traffic engineers, planners, and
other stakeholders, and a call for transportation
projects were all combined to develop a list of
candidate projects slated for further consideration.

5

FEMA. 2015. Hazard Mitigation Plan. “Program Overview.”
Available: https://www.fema.gov/hazard‐mitigation‐grant‐
program
Alliance Transportation Group, Inc.
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Project Prioritization
The project prioritization process used a project scoring
tool which combined input gathered from the public
during the visioning process, outputs from the roadway
deficiencies analysis (volume to capacity (V/C) ratios),
and the expertise of Technical Committee members to
assess the community benefits of proposed
transportation projects.
The process resulted in a prioritized list of short‐, mid‐,
and long‐term transportation improvements planned
for implementation. Based on this multi‐faceted
process, the listing of transportation projects is not only
reflective of the community’s vision, responsive to
mobility needs, and technically sound, but it also
complies with federal requirements for metropolitan
transportation planning.
Planning Factors and Project Criteria

MAP‐21 requires the transportation planning process
for metropolitan areas to consider strategies and
projects that address eight planning factors:
 Support the economic vitality of the
metropolitan area, especially by enabling
global competitiveness;
 Increase the safety of the transportation
system for motorized and non‐motorized
users;
 Increase security of the transportation system
for motorized and non‐motorized users;
 Increase accessibility and mobility of people
and freight;
 Protect and enhance the environment,
promote energy conservation, improve the
quality of life, and promote consistency
between transportation improvements and
State and local planned growth and economic
development patterns;
 Enhance the integration and connectivity of
the transportation system, across and
between modes, for people and freight;
 Promote efficient system management and
operation; and
 Emphasize the preservation of the existing
transportation system.

Based on these planning factors, a set of project
evaluation criteria was developed to ensure each aspect
Alliance Transportation Group, Inc.

of the factors was taken into consideration in assessing
the merits of the proposed projects. The criteria are:
 Improves safety – protects against unintentional
harm (e.g. traffic collisions)
 Protects the environment – reduces air and noise
pollution, protects critical habitats, avoids
developing in flood‐prone areas, protects historical
and cultural resources, etc.
 Promotes efficiency – maximizes the potential of
the existing transportation system (e.g. improved
signal timing, limiting the number of driveways on
certain roads, preserving the existing system
through overlays, etc.)
 Supports land use goals – coordinates plans for the
transportation system with plans for land
development
 Increases street connections – improves circulation
within the community and to external destinations
by connecting roads to provide multiple options for
reaching destinations
 Conserves energy – reduces the use of natural
resources
 Improves access – balances access to land uses with
the efficient flow of traffic
 Improves security – protects against intentional
harm (e.g. security threats)
 Reduces congestion – minimizes the time spent in
traffic congestion
 Supports economic development goals – improves
or builds transportation infrastructure that
increases access to markets, attracts employers,
makes businesses more accessible, etc.
 Connect modes of travel – improves the ease with
which people can use multiple modes of travel to
reach destinations (e.g. ride a bike to a bus stop)
 Increases multi‐modal options – provides travelers
with more options for reaching their destinations,
such as biking, walking, riding the bus, or driving a
car
 Improves quality of life – ensures the transportation
system has a positive impact on the community’s
standard of living (e.g. safe routes to schools,
recreation, etc.)
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 Preserves right‐of‐way – plans ahead for the future
expansion of the transportation system and
guarantees land will be available before
development occurs to reduce future costs
Visioning Workshop Rankings of Evaluation Criteria

During the visioning process the public was asked to
rank the criteria based on their personal preferences.
The results were combined to assign a final ranking of
the evaluation criteria based on community values. The
following table presents the final criteria ranking and
the resulting weighting value used to compute the final
project prioritization list:
Criteria

Public Ranking

Weight

Improve Safety

1

2.0

Improve Quality of Life

2

1.9

Reduce Congestion

3

1.8

Support Economic
Goals

4

1.7

Protect Environment

5

1.6

Promote Efficiency

5

1.5

Improve Access

7

1.4

Increase Connections

8

1.3

Increase Multi‐modal
Options

9

1.2

Conserve Energy

10

1.1

Connect Modes of
Travel

11

1.0

Improve Security

12

0.9

Support Land Use
Goals

13

0.8

Preserve Right‐of‐Way

14

0.7

Project Scoring

The project scoring process combined the results of the
deficiencies analysis with the weighted evaluation
criteria to arrive at a final list of prioritized projects that
resulted from both qualitative and quantitative
evaluation metrics.
Travel Demand Model Scoring

Each project was assigned a “reduces congestion”
criterion score based on the project’s location in
relation to roadways that have a high V/C ratio
according to the roadway deficiencies analysis results.

Alliance Transportation Group, Inc.

Technical Committee Project Scoring

Each member of the Technical Committee was asked to
score each project based on how well it aligns with, or
contributes to, achieving the community’s
transportation vision. Members assigned one, two, or
three points per criterion for every project based on the
degree to which they felt the project addressed the
criteria (see scoring sheet example below).
 Projects with a high direct correlation to the
criterion were assigned three points;
 Projects with medium influence on the criterion
were assigned two points; and
 Projects with minimal to no impact on the criterion
were assigned one point.

For example, if a project was thought to have a
significant impact on safety, the project would be
assigned three points for the “Improves Safety”
criterion. If the project did nothing to increase multi‐
modal options, it would be assigned one point for that
criterion. Short‐, mid‐, and long‐term projects were
scored at the same time and then separated into
separate, ranked lists.
Committee members were able to use their technical
expertise and local knowledge to adjust the criteria
weights to best meet regional transportation goals and
needs.
Policy Board Adoption of Prioritized Project List

Once the Technical Committee completed their portion
of the scoring process, the final scores and list of
prioritized projects were sent to the Policy Board for
approval. The Policy Board was then able to accept or
reject the list. The Policy Board approved the prioritized
list at their July 2, 2015 meeting. If they had rejected it,
the projects would have been re‐scored by the
Technical Committee and the final rankings would be
updated to reflect the new scores.
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5

Systems Level Analysis of Proposed
Projects

Metropolitan transportation planning is not solely
concerned with the best way to move people and
goods. In addition to mobility concerns, the planning
process also examines the interaction of proposed
transportation improvements with the natural and
human environment. For the purposes of the
metropolitan transportation plan, potential impacts on
environmental resources and quality of life in the region
are evaluated at a system‐wide level. A more detailed
analysis of the specific impacts associated with a project
is typically performed later in the project development
process to fulfill requirements under the National
Environmental Protection Act (NEPA).
The primary goal of the systems‐level analysis is to
evaluate whether the proposed program of
unconstrained potential transportation improvements
may negatively impact the environment or result in
disparate impacts to certain populations. It is intended
to serve as a guide for implementing agencies and
elected officials as projects progress through the
development process. While it is not always possible to
avoid negative impacts to environmentally sensitive
areas, the goal of the environmental mitigation analysis
is to balance the need for transportation improvements
with environmental protection and quality of life
considerations and, where possible, to increase access
to natural and cultural resources in the region.
Mitigation activities should be considered during all
phases of project planning, design, construction, and
maintenance.
In addition to environmental and cultural resources, the
systems‐level analysis addresses environmental justice
considerations to ensure both the benefits and the
burdens of the transportation system are distributed
equitably across the region. The term environmental
justice first emerged in the metropolitan transportation
planning discussion in 1994 with the issuance of
Executive Order 12898: Federal Actions to Address
Environmental Justice in Minority Populations and Low‐
Income Populations. The executive order was based

Alliance Transportation Group, Inc.

upon Title VI of the Civil Rights Act and required that all
federal actions comply with three primary principles:
1. To avoid, minimize, or mitigate disproportionately
high and adverse impacts to human health and
environmental effects, including social and
economic effects, on minority and low‐income
populations;
2. To ensure the full and fair participation by all
potentially affected communities in the
transportation decision‐making process; and
3. To prevent the denial of, reduction in, or significant
delay in the receipt of benefits by minority and low‐
income populations.
Identifying potential impacts on the environment, as
well as low‐income and minority populations, involves a
three step process that includes:
 Defining and developing an inventory of
environmental resources/minority and low‐income
populations;
 Identifying and assessing the potential impacts of
proposed transportation improvements on these
resources; and
 Addressing possible mitigation activities at a
system‐wide level.

Environmental Mitigation Analysis
As the eastern gateway to the Ouachita Mountains in
Arkansas, the Tri‐Lakes region is characterized by hilly
and mountainous terrain with numerous creeks, natural
drainages, and flood plains. Hot Springs is flanked, to
the south and west, by Lakes Hamilton and Catherine,
with Lake Ouachita thirty minutes from downtown to
the northwest. These three lakes anchor the Tri‐Lakes
area and are part of the larger Diamond Lakes region of
southwest Arkansas. This region also includes Lake
DeGray and Lake Greeson, located further south and
southwest of the Hot Springs metropolitan area,
respectively.
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Hot Springs National Park, located north of Hot Springs,
is the oldest Federal Reserve in the nation and was
created specifically to preserve and protect its unique
geothermal springs. The region is also home to the
Ouachita National Forest, two State Parks – Lake
Ouachita State Park and Lake Catherine State Park –
and numerous locally maintained parks and trails that
provide unique opportunities for hiking, running,
walking, and bicycling throughout the area. In addition
to the wide variety of opportunities for recreation and
leisure, the region boasts numerous historical and
cultural attractions, including the Garvan Woodland
Gardens, an extraordinary botanical garden located on
a 210‐acre peninsula on Lake Hamilton in the
southernmost point of Hot Springs.

The location of the region’s environmental and cultural
resources including lakes and streams, wetlands,
floodplains, parks, open space, recreational areas, and
historic sites, were first inventoried as part of the
environmental analysis. The data and information used
to conduct the analysis included flood plain maps from
the Federal Emergency Management Agency (FEMA);
wetlands maps from the State; parks and land use data
from the City of Hot Springs; historic sites from the
National Register of Historic Places; and state and
federal wildlife and environmental protection
resources.
Figure 5 ‐ 1 shows the environmental, historical, and
cultural resources in the region that were inventoried
as part of the environmental mitigation analysis.

Figure 5 - 1: Environmental, Historical, and Cultural Resources

Alliance Transportation Group, Inc.
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Using a GIS methodology developed by the Southeast
Michigan Council of Governments1 that was designated
as an effective practice by the Federal Highway
Administration (FHWA),2 proposed transportation
projects were mapped and buffered according to
project type. Six project types were identified, including
bridges, congestion capacity, congestion non‐capacity,
non‐motorized, pavement, and rail projects. Table 5 ‐ 1
summarizes the total number of proposed projects for
each project type included in the systems level analysis.
This total does not represent the total number of
projects listed in the 2040 MTP as particular projects
were not analyzed due to the exclusionary nature of the
project type (e.g. overlays, etc.).
Table 5 - 1: Project Types Analyzed
Total Number Proposed
Project Types Analyzed

Project Type
Bridge

12

Congestion Capacity

24

Congestion Non‐Capacity

14

Non‐motorized

26

Pavement

2

Rail

1

Total

79

Source: City of Hot Springs

In determining buffer sizes, both project type and the
environmental resource being examined were taken
into consideration. Certain project types, such as non‐
motorized trail projects, were assigned smaller “areas
of influence” based on the assumption that the
potential impacts of these types of projects would not
extend as far as other project types, such as roadway
construction projects. Similarly, buffer sizes varied
according to the environmental resource being
examined. While some environmental resources may
only be impacted by the adjacency of proposed
projects, for example, recreation areas and historic
sites, others – such as water resources ‐‐ may still be
impacted by a project even when there is considerable
distance between the resource and the project. Table 5
‐ 2 summarizes the buffer sizes assigned to each project
type according to the environmental resource being
examined.

Table 5 - 2: Project Buffer Sizes
Environmental
Resource

Bridges

Congestion
Capacity

Congestion
Non-Capacity

Nonmotorized

Pavement

Rail

Lakes and Streams

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

Wetlands

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

100‐Year Flood Plain

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

Parks and Recreation
Areas

250’

250’

250’

250’

250’

250’

Historic Sites

250’

250’

250’

250’

250’

250’

Project buffers and environmentally sensitive resources
were then mapped to identify overlapping areas. Where
a project buffer and an environmentally sensitive
resource intersect, an impact is considered possible.

Figure 5 ‐ 2 provides an example of the buffer analysis,
showing proposed projects, parks, open space, and
recreation areas, and areas of possible project impacts.

1

2

http://www.swmpc.org/downloads/enviro_transpo_guidan
ce.pdf
Alliance Transportation Group, Inc.

http://environment.fhwa.dot.gov/integ/case_semcog.asp
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Figure 5 - 2: Example Buffer Analysis

Table 5 ‐ 3 quantifies the number of possible impacts to
the inventoried environmental resources for each
project type. The risk to flood prone areas is the
greatest, with 71 proposed projects having a potential
impact on a 100‐year floodplain. The list of proposed
potential improvements presents few concerns
regarding parks and recreation areas or historic sites,
with only eight projects located within close proximity

of a park and four projects within close proximity of a
historic site. Moreover, five of the eight projects located
within close proximity of a park are non‐motorized trail
projects that will likely enhance access to these
important community resources. Table 5 ‐ 4 lists the
historic sites and parks that may be impacted by the
proposed transportation improvements.

Table 5 - 3: Number of Possible Impacts to Inventoried Environmental Resources
Project Type
Bridges
Congestion Capacity
Congestion Non Capacity
Non‐motorized
Pavement
Rail
Total

Alliance Transportation Group, Inc.

Water
Resources
0
5
5
9
2
0
21

Wetlands
1
14
10
3
2
0
30

100-Year
Flood Plain
11
22
11
24
2
1
71

Parks and
Recreation Areas
0
0
3
5
0
0
8

Historic Sites
0
2
1
1
0
0
4
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Table 5 - 4: Historic Sites That May Be Impacted By Proposed Projects
Proposed Project

Resource

Gulpha Creek Corridor Trail

Hot Springs National Park
Missouri‐‐Pacific Railroad Depot‐‐Hot Springs

Gulpha Creek Greenway Trail
Riviera Hotel
Hobson

Jones School

Hwy 7 (Central Ave)

Hot Springs Confederate Monument
Langdon Filling Station
Taylor Rosamond Motel Historic District
Butchie's Drive‐In
Cottage Courts Historic District
Bellaire Court Historic District
Parkway Courts Historic District
Cove Tourist Court
Short‐Dodson House
Wildwood
Wheatley Courts

Hwy 7 (Park Ave)
Stitt House
Lynwood Tourist Court Historic District
Fordyce House
Passmore House
Opal's Steak House
Mountainaire Hotel Historic District
Perry Plaza Court Historic District
Clinton, Bill, Boyhood Home
Hot Springs National Park
Belvedere Country Club
Magic Springs Trail
Missouri Pacific Trivista Neighborhood Connection Trail

Hot Springs National Park
Jaycee Park
Hot Springs Country Club

Shady Grove Road
Jaycee Park

Alliance Transportation Group, Inc.
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The information presented as part of the systems‐level
analysis is intended to serve as a guide to implementing
agencies and elected officials. Further project‐level
analysis will need to be performed in order to
determine the likely impacts of proposed projects. It
should be noted that simply because a project buffer
intersects an environmental resource, it does not mean
the resource will be impacted, nor does the absence of
an intersection mean a project will not have any
impacts on environmental resources.

Potential Mitigation Activities
Federal regulations require the metropolitan planning
process to include “a discussion of types of potential
environmental mitigation activities and potential areas
to carry out these activities, including activities that may
have the greatest potential to restore and maintain the
environmental functions affected by the plan.”3 FHWA
recommends an ordered approach to mitigation known
as “sequencing” that involves understanding the
affected environment and assessing transportation
effects through project development. This ordered
approach involves:
 Avoiding the impact altogether by not taking a
certain action or parts of an action;
 Minimizing impacts by limiting the degree or
magnitude of the action and its implementation;
 Rectifying the impact by repairing, rehabilitating, or
restoring the affected environment;
 Reducing or eliminating the impact over time by
preservation and maintenance operations during
the life of the action; or
 Compensating for the impact by replacing or
providing substitute resources or environments.

Source: City of Hot Springs

3

Recognizing that the type and the level of mitigation
activities will vary depending on the scope of the
project, the Tri‐Lakes MPO proposes a toolbox of
mitigation measures and general areas where these
activities can be implemented. These measures, listed
in Table 5 ‐ 5, are intended to be regional in scope and
may not necessarily address potential project‐level
impacts. As proposed projects progress through the
project development process, mitigation should be an
integral part of alternatives development and the
analysis process from the start in order to maximize
effectiveness.

23 CFR 450.322(f)(7)

Alliance Transportation Group, Inc.
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Table 5 - 5: Mitigation Measures Toolbox
Resource

Wetlands or water resources

Forested and other natural areas

Agricultural areas

Endangered and threatened species

Ambient air quality

Cultural resources

Parks and recreation areas

Air Quality
Improving regional air quality and maintaining
compliance with federal air quality standards is a
fundamental consideration in the metropolitan
transportation planning process. The construction of
new transportation infrastructure increases the
capacity for vehicles on regional roadways, which has
the potential to increase traffic‐related air pollutants in
the Tri‐Lakes Area.

Alliance Transportation Group, Inc.

Mitigation Measures
 Avoidance, minimization, compensation
– Preservation
– Creation
– Restoration
– In‐lieu fees
– Riparian buffers
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Replacement property for open space easements to be of
equal fair market value and of equivalent usefulness
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Time‐of‐year restrictions
 Construction sequencing
 Design exceptions and variances
 Species research
 Species fact sheets
 Memoranda of Agreements for species management
 Environmental compliance monitoring
 Transportation control measures
 Transportation emission reduction measures
 Avoidance, minimization
 Landscaping for historic properties
 Preservation in place or excavation for archeological sites
 Memoranda of Agreement with the Department of
Historic Resources
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization, mitigation
 Design exceptions and variances
 Environmental compliance monitoring

In 1963, in response to increasing air pollution, the U.S.
Congress passed the original Clean Air Act which
established a federal program for researching
techniques to monitor and control air pollution. The
Clean Air Act of 1970 increased federal enforcement
authority and authorized the development of national
ambient air quality standards to limit common and
widespread pollutants. These standards, known as the
National Ambient Air Quality Standards (NAAQS), define
the allowable concentration of pollution in the air for six
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"criteria" pollutants, including carbon monoxide, lead,
nitrogen dioxide, particulate matter, ozone, and sulfur
dioxide.
The Clean Air Act identifies two types of national
ambient air quality standards:
 Primary standards provide public health protection,
including protecting the health of "sensitive"
populations such as asthmatics, children, and the
elderly.
 Secondary standards provide public welfare
protection, including protection against decreased
visibility and damage to animals, crops, vegetation,
and buildings.

The existing standards for each of the six "criteria"
pollutants are listed in Table 5 ‐ 6. The units of measure
for the standards are parts per million (ppm) by volume,
parts per billion (ppb) by volume, and micrograms per
cubic meter of air (µg/m3). The existing standard for
Ozone was established by a 2008 Final Rule. In
November, 2014 the EPA proposed to revise the
primary and secondary standards to somewhere within
the range of 0.065 and 0.070 ppm. After the proposed
rule was published in December, 2014 the EPA
accepted written comments on the proposed rule until
March 17, 2015. The EPA is scheduled to issue the Final
Rule on this standard in November, 2015.

Table 5 - 6: Existing Standards for Criteria Pollutants
Pollutant

Primary/
Secondary

Carbon Monoxide4

Primary

Lead5
Nitrogen Dioxide

Primary and
Secondary
Primary6
Primary and
Secondary7

PM2.5
Particle
Pollution9
PM10

Level

Form

8‐hour

9 ppm

1‐hour

35 ppm

Not to be exceeded more than once per
year

Rolling 3‐month
average
1‐hour

0.15 µg/m3

Not to be exceeded

100 ppb

98th percentile, averaged over 3 years

Annual

53 ppb

Annual mean

8‐hour

0.075 ppm

Annual
Annual

12 µg/m3
15 µg/m3

Annual fourth‐highest maximum daily 8‐
hour concentration, averaged over 3
years
Annual mean, averaged over 3 years
Annual mean, averaged over 3 years

24‐hour

35 µg/m3

98th percentile, averaged over 3 years

Primary and
Secondary

24‐hour

150 µg/m3

Not to be exceeded more than once per
year, averaged over 3 years

Primary10

1‐hour

75 ppb

Secondary11

3‐hour

0.5 ppm

Primary and
Secondary

Ozone8

Averaging Time

Primary
Secondary
Primary and
Secondary

Sulfur Dioxide

Regions are designated by the EPA as either in
attainment or nonattainment for NAAQS. Attainment
means the concentration of each pollutant does not
exceed NAAQS. Non‐attainment means the

concentration of at least one pollutant exceeds the
maximum defined threshold. If an area is designated as
non‐attainment, the State must develop and submit a
State Implementation Plan (SIP). The SIP addresses each

4

8

5

9

76 FR 54294, Aug 31, 2011
73 FR 66964, Nov 12, 2008
6
75 FR 6474, Feb 9, 2010
7
61 FR 52852, Oct 8, 1996
Alliance Transportation Group, Inc.

9th percentile of daily 1‐hour maximum,
averaged over 3 years
Not to be exceeded more than once per
year

73 FR 16436, Mar 27, 2008
Dec 14, 2012
10
75 FR 35520, Jun 22, 2010
11
38 FR 25678, Sept 14, 1973
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pollutant that exceeds NAAQS and establishes an
overall regional plan to reduce air pollution emission
levels, designed to return the area to, and maintain,
attainment status. Once a nonattainment area meets
the standards, EPA will designate the area to
attainment as a "maintenance area." Maintenance
areas are required to have a Maintenance Plan in place
to ensure continued attainment of the respective air
quality standard. The Clean Air Act defines specific
timetables to attain air quality standards, and requires
non‐attainment areas to demonstrate reasonable
progress in reducing air pollutants until the area
achieves attainment.

Air Quality in the Tri-Lakes Region
The Tri‐Lakes Area is home to one air quality monitoring
site as part of Arkansas’ monitoring network. This site
monitors fine particulate matter (PM2.5) using the
Federal Reference Method (FRM) and is shown below in
Figure 5 ‐ 3 along with all the other monitoring network
sites in the state. Ambient air monitoring is overseen by
the Arkansas Department of Environmental Quality
(ADEQ) Air Division.

Figure 5 - 3: Arkansas Ambient Air Quality Monitoring Network

Source: Arkansas Department of Environmental Quality, Monitoring Network

maintain regional air quality include reducing the
number of vehicle miles traveled, idling time, and
improving access to transit and non‐motorized modes
of transportation. These factors were considered as
part of the project selection process used to prioritize
projects for inclusion in the 2040 MTP.

Arkansas is one of the few states that has never had a
county designated as nonattainment for sulfur dioxide,
particulates, nitrogen oxides, hydrocarbons, and lead.
One county in Arkansas, Crittenden, has been
designated as a nonattainment area for ozone under
both the 1997 and 2008 standards. The Tri‐Lakes Area,
however, has consistently maintained an attainment
designation.

Environmental Justice Analysis

Although the Tri‐Lakes area is an air quality attainment
area, maintaining attainment status is a community
priority. Transportation‐related strategies that help to

As noted above, the term environmental justice first
emerged into the discussion of metropolitan
transportation planning in 1994 with the issuance of

Alliance Transportation Group, Inc.
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Executive Order 12898. Based upon Title VI of the Civil
Rights Act, the executive order required that all federal
actions comply with three primary principals:
1. To avoid, minimize, or mitigate disproportionately
high and adverse impacts to human health and
environmental effects, including social and
economic effects, on minority and low‐income
populations;
2. To ensure the full and fair participation by all
potentially affected communities in the
transportation decision‐making process; and
3. To prevent the denial of, reduction in, or significant
delay in the receipt of benefits by minority and low‐
income populations.

5. Using socio‐economic data layers from the US
Census, transit system route layers from local
transit providers, and geographic layers with the
locations of major trip destinations, the study team
performed a spatial analysis of the market coverage
provided by the current transit system and
identified potential gaps in service; and
6. The study team focused on developing a
multimodal transportation system that served
diverse travel markets and supported the trip
purposes of various transportation consumers,
including the identified environmental justice
population.

The passage of the SAFETEA‐LU transportation
legislation in 2005 specifically codified the
environmental justice goal of including low‐income and
minority populations in the decision‐making process.
These requirements were continued under the most
recent transportation bill, MAP‐21. Using the guidance
contained in the metropolitan planning regulations, the
study team incorporated environmental justice
considerations into the development of the 2040 MTP
through the following steps:
1. The study team identified and mapped the
locations of minority and low‐income populations
and performed a GIS‐based analysis of the
proximity of proposed transportation
improvements to environmental justice
communities;
2. Using the MPO’s adopted public participation plan
as a guide, the study team designed and
implemented an early and meaningful public
participation program that provided an opportunity
for the public to be partners in the planning
process;
3. In the development of the 2040 MTP, at least one
public involvement meeting per round was held in
an area defined by the 2010 census as being of low
to moderate income or having a predominantly
minority population;
4. The study team ensured that public transportation
providers, upon which the environmental justice
community is most dependent, were strong
partners in the planning process;

Alliance Transportation Group, Inc.

Identifying potential impacts on environmental justice
communities involves a three‐step process similar to
the one used for the environmental mitigation analysis,
including:
 Defining and developing an inventory of minority
and low‐income populations;
 Identifying and assessing the potential impacts of
proposed transportation improvements on these
communities; and
 Addressing possible mitigation activities at a
system‐wide level.
TL‐MPO identified the locations of minority and low‐
income environmental justice population
concentrations using appropriate U.S. Census data.
These populations were identified at the census block
group level (based on 2009‐2013 American Community
Survey data). A block group is considered a minority
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census block group when the minority population of the
block group is at least 50 percent of the total
population. Out of the planning area's census block
groups, five have a minority population equal to or
greater than 50 percent and, therefore, are considered
minority, environmental justice populations. The
concentrations of minority, environmental justice
populations are generally located within the City of Hot
Springs.
The Department of Housing and Urban Development
defines low‐income as “a family whose annual income

does not exceed 80 percent of the median income for
the area.” Based on the 2009‐2013 American
Community Survey data, the median household income
in Garland County is $39,162. Therefore, any census
block group with a median household income equal to
or less than $31,330 is considered to be a low‐income,
environmental justice population. Of the planning
area's census block groups, there are 20 block groups
considered low‐income, environmental justice areas.
Figure 5 ‐ 4 shows the location of minority and low‐
income populations in the Tri‐Lakes region in relation to
the unconstrained program of potential projects.

Figure 5 - 4: Environmental Justice Populations

Minority and low‐income populations are closely
related and concentrated in central Hot Springs.
Although there are low‐income areas outside central
Hot Springs, the Tri‐Lakes area largely follows spatial
patterns common to the majority of United States
cities, where low‐income individuals and minorities
Alliance Transportation Group, Inc.

reside near the city core, while more affluent and
mostly white individuals live in the outlying suburbs. At
the systems level, proposed projects appear to be fairly
distributed across the region, with 85% of the proposed
projects intersecting either a low‐income or minority
population. Over 60% of the proposed projects
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intersect a low‐income population, and just over 20% of
proposed projects are within close proximity of a
minority population. Table 5 ‐ 7 summarizes the results
of the environmental justice analysis. A 250 foot buffer
was used for all project types.

modes of transportation are given appropriate
consideration in the planning process. Nearly a third of
the proposed projects in the 2040 MTP are non‐
motorized projects that will directly benefit individuals
with no or limited access to a personal vehicle.

Table 5 - 7: Summary of EJ Analysis Results

The key consideration in determining unintended
consequences or disparate impacts to environmental
justice populations is how the project objectives match
the community's transportation needs. The Tri‐Lakes
MPO is committed to working with project sponsors to
mitigate negative impacts on environmental justice
communities using measures such as impact avoidance
or minimization and context sensitive solutions
(appropriate functional and/or aesthetic design
features).

Minority

Percent
Analyzed
Projects

Low
Income

Percent
Analyzed
Projects

2

16.7%

4

33.3%

3

12.5%

15

62.5%

1

7.1%

10

71.4%

10

38.5%

17

65.4%

0

0.0%

1

50.0%

Rail

0

0.0%

1

100.0%

Total

16

20.3%

48

60.8%

Project
Type
Bridges
Congestion
Capacity
Congestion
Non
Capacity
Non‐
motorized
Pavement

Similar to the environmental mitigation analysis, a more
detailed, project‐level analysis will need to be
performed to better understand the likely impacts of
transportation improvements on environmental justice
populations. The proximity of projects to environmental
justice populations may have both positive and negative
impacts. For example, it is assumed that the mobility,
access, and safety benefits of most projects accrue
most strongly to those areas in close proximity to the
project. Therefore, if the project objectives are
consistent with the travel market needs of adjacent
communities, the project is viewed as having a positive
impact.
On the other hand, the physical impacts of project
construction and footprint also have the greatest
negative impacts on adjacent communities. Large
infrastructure projects whose objectives are not
consistent with community needs represent potential
negative impacts. Examples include the construction of
a new railway line that may create safety and noise
pollution concerns, the construction of a new roadway
that divides an existing community or creates barriers
to other resources and/or activities, or improvements
that may increase freight traffic or the movement of
hazardous materials through low‐income areas.
In determining unintended consequences or disparate
impacts to environmental justice populations, the Tri‐
Lakes MPO also considers the distribution of
improvements across modes to ensure non‐motorized
Alliance Transportation Group, Inc.

Human Service Transportation
Coordination Analysis
An analysis was conducted to determine whether the
MTP adequately supports the goals and objectives of
the regional human services transportation
coordination plan. The Garland County Coordinated
Transit Plan was adopted on June 6, 2007 and is
designed to improve the quality and quantity of services
available to the elderly, handicapped, and
disadvantaged populations in the region. The goals of
the plan are outlined in Chapter 2 and summarized
below.
 Develop interagency referral forms;
 Maintain the existing level of service to transit
dependent individuals;
 Expand the existing level of service to meet the
needs of transit dependent individuals in the
service area;
 Assist all the transit providers in the Tri‐Lakes MPO
area in assessing the needs and determining
solutions to individual provider’s needs;
 Provide more efficient and effective service
delivery;
 Provide a better quality of life for public
transportation dependent persons;
 Provide easier access to systems, facilities, and
services; and
 Work with the Office of Emergency Services to
create a transportation disaster plan.
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One key area in which this MTP supports the goals of
the Human Services Transportation Plan is through the
transit analysis that was conducted during the needs
assessment phase of MTP development. The analysis of
existing conditions was described in Chapter 3 and an
assessment of conceptual bus route extensions and
their impact on transit access to population,
employment, and activity centers in the region is
provided in Appendix B. This analysis can be used by
transit providers to help assess regional needs and
potential solutions to improve access to key
destinations in the region, and, if significant funding
increases occur, may assist transit providers with
expanding the existing level of service in an efficient
and effective manner to meet the needs of transit
dependent individuals in the service area.
Coordination between the various transit providers in
the region, as well as between transit providers and
human services providers in the region can help to
increase the efficiency and effectiveness of service
delivery without the high costs associated with
expanding fixed route service. Through close
coordination, transit providers and human services
providers can:
1. Identify what services exist;
2. Identify what services are needed; and
3. Leverage resources to fill identified gaps.
The MPO is a key facilitator in these coordination
efforts by championing the implementation of the
strategies identified in the human services
transportation coordination plan. The MPO will
periodically revisit and evaluate the plan to ensure
strategies continue to address the needs of the
community.

Alliance Transportation Group, Inc.
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6

Financial Analysis and Fiscal Constraint

According to federal regulations, transportation
improvement projects included in a metropolitan
transportation plan (MTP) must fall within the financial
capabilities of the community. The final project list
included in the MTP must therefore be fiscally
constrained – i.e., the amount of revenues available for
projects must be greater than or equal to the
anticipated cost of the projects.

70 Business, State Highway 7, and the Martin Luther
King Expressway are the only roads in the TL‐MPO area
that are eligible for this type of funding. In 2015, AHTD
estimated that $2.739 million was available for the TL‐
MPO area in this category.

This chapter includes a list of funding sources and dollar
amounts anticipated to be available to fund projects
included in the Tri‐Lakes 2040 MTP. It also outlines the
process by which historic trends in funding were
assessed and funding levels were forecast to determine
the amount of funds available.
Because federal regulations stipulate that the financial
forecast take into account the change in value of the
dollar due to inflation, revenues and costs discussed in
this chapter were calculated in year‐of‐receipt and
year‐of‐expenditure dollars, respectively.

Calculating Revenues
Roadway Revenue
The following programs were considered when
calculating the total amount of roadway revenue
available for the 2040 MTP. The amount of funding
estimated to be available for projects in the TL‐MPO
area in 2015 are listed for each category. These
estimates were used to form the base year revenues
that were extrapolated to complete the funding
forecast for the duration of the MTP.
Federal Revenue Sources
National Highway System (NHS)

This category provides federal funds for improvements
to the existing pavement condition of routes on the
National Highway System (NHS). These projects
improve the ride quality or extend the life of pavement
on the system. Projects that increase lane and/or
shoulder widths to current standards are eligible for this
type of funding, while projects that add capacity to
existing NHS roads are ineligible. U.S. Highway 270, U.S.
Highway 270 Business, U.S. Highway 70, U.S. Highway

Alliance Transportation Group, Inc.

Source: City of Hot Springs

Highway Bridge Replacement and Rehabilitation
Program

This program funds the replacement or rehabilitation of
eligible state‐ or county‐owned bridges. Projects in this
category may include increasing lane and/or shoulder
widths to current standards, but may not add additional
capacity. In 2015, AHTD estimated that $1.23 million
was available for the TL‐MPO area in this category.
Surface Transportation Program (STP)

This program provides flexible funding that may be used
by States and other localities for projects on any
Federal‐aid highway (including National Highway
System routes), bridge projects on any public road,
transit capital projects, and intracity and intercity bus
terminals and facilities. AHTD tracks the amount of STP
funds within two distinct categories: state and local
funds, further separated into bridge and non‐bridge
funding. In 2015, AHTD estimated that $3.654 million
was available for state STP non‐bridge projects and
$182,000 was available for state STP bridge projects.
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Surface Transportation Program – Urban Projects in
Areas < 200,000

This program targets STP funds to urbanized areas with
populations greater than 5,000 but less than 200,000 –
which includes the Tri‐Lakes area. Projects in this
category include intersection signalization, signal
upgrades, signal coordination, and the addition of turn
lanes to improve the flow of traffic through
intersections. Projects in this category require the
approval and concurrence of the MPO. In 2015, AHTD
estimated that $156,000 was available for intersection
improvement projects in the TL‐MPO area, while
$13,000 was available for bridge projects in the TL‐MPO
area in this category.
Highway Safety Improvement Program (HSIP)

This program funds highway safety improvement
projects that are consistent with the State Strategic
Highway Safety Plan (SHSP). Projects in this category
correct or improve hazardous road locations or
features, or address a highway safety problem. Projects
are selected based on rank of priority in a manner
consistent with FHWA guidelines. In 2015, AHTD
estimated that $762,000 was available in this category
in the TL‐MPO area.

School. TAP funds programs and projects defined as
“transportation alternatives,” including, but not limited
to:
 On‐ and off‐road trail facilities for pedestrians,
bicyclists, and other non‐motorized transportation;
 Infrastructure‐related projects that provide safe
routes for non‐drivers, including children, older
adults, and individuals with disabilities to access
daily needs;
 Rails‐to‐trails projects;
 Environmental mitigation activities; and
 Activities that would otherwise be eligible under
the Recreational Trails Program (RTP)1 or the Safe
Routes to School program.
TAP funds are distributed on both a statewide basis and
specifically for urbanized areas with populations greater
than 200,000. TL‐MPO is eligible to receive an allocation
of statewide TAP funds, which in 2015 was estimated to
be $233,000.
State Maintenance

This category provides federal funding for routine
maintenance on the state highway system. The amount
allocated from each Highway District to its subareas is a
function of the area’s share of the number of lane‐miles
on the State Highway system and the area’s percentage
of District VMT. In 2015, this formula resulted in an
estimated $2.506 million for the TL‐MPO area in this
category.
State Revenue Sources (State Turnback Programs)

Source: City of Hot Springs

Transportation Alternatives Program (TAP)

TAP was created to replace funding from distinct pre‐
MAP‐21 funding categories including Transportation
Enhancements, Recreational Trails, and Safe Routes to
1

Projects eligible for RTP funding are funded through a
portion of TAP funds set aside specifically for recreational
trails. Arkansas disburses these funds through a competitive

Alliance Transportation Group, Inc.

Funding provided exclusively by the state of Arkansas is
referred to as “turnback” funding because it is collected
at the state level but then allocated – “turned back” –
to local governments. This funding is administered
through two separate channels: general highway‐user
revenue turnback funds and the Connecting Arkansas
Program. The total revenue available for the region
from both categories was estimated to be $3.872
million in 2015.
General Highway-User Revenue Turnback

Revenue obtained through dedicated road user fees
(motor fuel taxes, motor vehicle registration fees, title
grant program administered on a statewide basis. In 2015,
$1.479 million was estimated to be available in this category.
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transfer fees, etc.) are used for maintenance,
construction, and reconstruction of city and county
roads and bridges, and parking for specified county
facilities. Funds are allocated to each municipality based
on a population apportionment from the most recent
census, while funds allocated to each county are
allocated based on a formula that factors county area
(31%), license fees collected (17.5%), total population
(17.5%), rural population (13.5%), and an equal
distribution of total revenues collected (20.0%). In
2015, this formula resulted in an estimated $2.745
million in User Revenue Turnback funding available for
the TL‐MPO area.
Connecting Arkansas Program (CAP)

The Connecting Arkansas Program is the largest
highway construction program ever undertaken by
AHTD, funding 35 projects in 19 major corridors
throughout the state including the U.S. Highway 70 and
U.S. Highway 270 corridors within the TL‐MPO area. The

CAP is funded through a 10‐year sales tax that was
approved by Arkansas voters in 2012 and went into
effect on July 1, 2013. 70% of the sales tax revenue is
dedicated to fund an estimated $1.8 billion in roadway
widening projects, while the remaining 30% will be
reallocated to local governments for road and street
construction projects (15% each for cities and counties).
The amount of revenue resulting from the turnback
allocation is estimated to be $1.128 million for the TL‐
MPO area in 2015.
Roadway Revenue Overview

Table 6 ‐ 1 shows the total roadway revenue estimated
to be available for 2015 from all sources. Including local
matching funds, the total amount of roadway revenue
estimated to be available for the TL‐MPO area was
$17.484 million. This figure was used as the base year
amount for projecting the total amount of revenue that
will be available throughout the planning horizon of the
MTP.

Table 6 - 1: 2015 Roadway Revenue (All Sources)
2014 Revenue Estimate

Local Match Required

Federal Share

Total

NHS

$

2,739,000

$

684,750

80%

$

3,423,750

NHPP Bridge

$

1,230,000

$

307,500

80%

$

1,537,500

STP

$

3,654,000

$

913,500

80%

$

4,567,500

STP Bridge

$

182,000

$

45,500

80%

$

227,500

City Bridge

$

13,000

$

3,250

80%

$

16,250

City Int Imp. Signals

$

156,000

$

39,000

80%

$

195,000

Hwy Safety Imp Program

$

762,000

$

84,667

90%

$

846,667

<200K TAP

$

233,000

$

58,250

80%

$

291,250

State Maintenance

$

2,506,000

$

‐

100%

$

2,506,000

Total Federal

$

11,475,000

$

2,136,417

‐

$

13,611,417

Road User

$

2,744,813

$

‐

‐

$

2,744,813

CAP

$

1,127,891

$

‐

‐

$

1,127,891

State Turnback Funds

$

3,872,703

$

‐

‐

$

3,872,703

TOTAL

$

15,347,703

$

2,136,417

‐

$

17,484,120

Calculating Transit Revenues
The following programs were considered when
calculating the total amount of transit revenue available
for the 2040 MTP. The amount of funding estimated to

Alliance Transportation Group, Inc.

be available for projects in the TL‐MPO area for 2014
are listed for each category. These estimates were used
to form the 2015 base year revenues that were
extrapolated to complete the funding forecast for the
duration of the MTP.
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Federal Revenue Sources
Section 5307 Urbanized Area Formula Program

Section 5307, the Urbanized Area Formula program (49
U.S.C. 5307) makes federal funding available to
urbanized areas for transit capital and operating
assistance and for transit related planning activities.
Funding for the formula program is determined based
on the level of transit service provision, population, and
other factors. Section 5307 provides all of Intracity
Transit’s federal revenue. In 2014, the total amount of
federal funding estimated to be available in the TL‐MPO
area was $769,544.
Other Revenue Sources
Arkansas State Transit Trust Fund

Transit Revenue Overview

Table 6 ‐ 2 shows the total transit revenue estimated to
be available for 2014 from all sources. Including local
matching funds, the total amount of transit revenue
estimated to be available for the TL‐MPO area was
$1.496 million. This figure was used to develop the
2015 base year figure used to project the total amount
of revenue that will be available throughout the
duration of the MTP. The 2015 base year revenue
amount (approximately $1.491 million) was calculated
by subtracting nonrecurring revenue (e.g. insurance
settlement revenue) from the total 2014 revenue
figure.
Table 6 - 2: 2014 Transit Revenue (All Sources)

In 2001, the Arkansas State Senate passed a bill that
dedicated the first $2.85 million from the rental vehicle
tax to be deposited in the Arkansas Public Transit Trust
Fund. The funds are distributed to nonurban, urbanized,
and human service transit providers for both operating
and capital assistance. In 2014, the amount of funding
estimated to be available to the TL‐MPO area was
$175,926 from the Transit Trust Fund.

2014 Revenue Estimate
Federal

$

769,544

Local

$

337,252

City GF Match

$

389,540

TOTAL

$

1,496,336

Revenue Forecast

Local Revenue

Local revenue is derived primarily from user fees in the
form of bus fares and coupon pass sales, but also comes
from advertising and other miscellaneous revenue
sources. The total amount of local revenue estimated to
be available in the TL‐MPO area was $337,252 in 2014.
Additionally, the city of Hot Springs contributed
$389,540 from its general fund to supplement the local
match for Federal funding.

Using 2015 as the base year, revenues were forecast to
the year 2040 for roadways using a 3% per year
inflation rate and for transit using a 0.5% per year
inflation rate to estimate the total amount of funding
available throughout the planning horizon of the MTP.
However, CAP funding was not included in the forecast
after 2023, when the sales tax that funds the program is
set to expire. Table 6 ‐ 3 shows the total revenue
forecast for the short‐term (2016‐2020), mid‐term
(2021‐2030), and long‐term (2031‐2040) time periods.

Table 6 - 3: 2040 Revenue Forecast (All Sources)
Roadway

Transit

Total

$17,184,120

$1,491,669

$18,675,789

Short‐Term (2016‐2020)

$148,610,333

$7,570,968

$156,181,301

Mid‐Term (2021‐2030)

$228,054,477

$15,720,293

$243,774,770

Long‐Term (2031‐2040)

$300,891,824

$16,524,231

$317,416,055

TOTAL (2016‐2040)

$677,556,634

$39,815,492

$717,372,126

Base Year (2015)
2

2

The short‐term roadway funding forecast includes $53 million in anticipated contributions from the statewide pool of
Connecting Arkansas Program funds. This one‐time funding allocation was not factored into the rest of the forecast.
Alliance Transportation Group, Inc.
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transportation infrastructure was estimated on a
system‐wide level.

Calculating Costs

 Whenever a detailed engineering estimate for a
particular project was not available, generalized
planning‐level cost figures were used to assess the
cost of each of the project’s elements. These
generalized cost figures were based on estimates
provided by AHTD and other available resources.

Federal regulations define “total project cost” for the
purpose of estimating fiscal constraint in the MTP to
include:
 Planning elements (e.g. environmental studies and
functional studies);
 Engineering costs (e.g. preliminary engineering and
design);

 In the absence of detailed, local inflation
information for construction related activities, an
annual inflation rate of 4% was used for roadway
project cost estimation based on AHTD guidance.

 Preconstruction activities (e.g. ROW acquisition);
 Construction activities; and

 Transit project costs were calculated using an
annual inflation rate of 0.667% based on AHTD
guidance.

 Contingencies.
The following assumptions helped guide the
development of cost estimates for the proposed
projects in the MTP as well as the maintenance and
operation of the existing transportation system.
 Because federal regulations do not require that the
cost of maintenance and operations activities be
computed for individual projects, the funding
needed for maintenance and operation of the
Table 6 - 4: Typical Improvement Costs by Type

Table 6 ‐ 4 shows the typical planning‐level
improvement costs for different types of transportation
improvements based on estimates provided by AHTD.
These figures do not include other associated project
costs like engineering and ROW acquisition, as those
costs are typically project‐ and location‐specific.

Improvement

Unit

Average Cost per Unit (Urban)

Average Cost per Unit (Rural)

New 4 Lane Freeway

Mile

$8,800,000

$6,750,000

New 4 Lane Arterial

Mile

$5,675,000

$4,725,000

New 2 Lane Roadway

Mile

$2,100,000

$1,700,000

Sq. Ft Deck Area

$121

$121

Mile

$4,450,000

$3,175,000

Reconstruction

Lane Mile

$1,650,000

$1,500,000

Roadway Rehabilitation

Lane Mile

$895,000

$895,000

Asphalt Overlay

Lane Mile

$16,000

$16,000

Each

$9,450,000

$9,450,000

Intersection

$180,000

$180,000

Cable Barrier Projects

Mile

$190,000

$190,000

Bicycle Lanes

Mile

$265,000

$265,000

New Bridge
Road Widening (2LN‐4LN)

New Interchanges
Signals

Both typical improvement costs and local knowledge of
other project costs were used to develop cost estimates
Alliance Transportation Group, Inc.

for the projects considered for the MTP. In keeping with
federal regulations, cost estimates were computed in
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year‐of‐expenditure (YOE) dollars using the inflation
factors outlined above in accordance with FHWA and
AHTD guidance for project costs. Table 6 ‐ 5 displays the
aggregate total estimated project costs for each time
period addressed by the MTP. Each time period figure

accounts for general system maintenance and
operation costs. The complete list of projects
considered for inclusion in the MTP, along with
estimated YOE costs, can be found in Chapter 7.

Table 6 - 5: 2040 Cost Forecast (All Projects)
Roadway

Transit

Total

Short‐Term (2016‐2020)

$118,300,000

$5,894,173

$139,694,173

Mid‐Term (2021‐2030)

$174,900,000

$12,598,653

$187,498,653

Long‐Term (2031‐2040)

$167,400,000

$13,464,660

$180,864,660

TOTAL

$460,600,000

$31,957,486

$492,557,486

Constraining the Plan
The anticipated total program revenue for both
highway and transit is expected to be roughly $717
million over the 25‐year planning horizon of the MTP.
Total program costs are estimated to be about $508
million in YOE dollars. Because the total program
revenue is expected to be greater than program costs,
the Tri‐Lakes MPO 2040 Metropolitan Transportation
Plan is fiscally constrained.

Alliance Transportation Group, Inc.
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7

Fiscally Constrained Plan Projects

This chapter provides tables and maps that describe
and illustrate the package of projects included in this
MTP, as well as no‐build recommendations for the
region. The fiscally constrained projects have been
grouped by time period – Short‐Term (2016‐2020), Mid‐
Term (2021‐2030), and Long‐Term (2031‐2040).
Additionally, a list of unfunded needs has been
included; these projects are important to the region,
but are currently unfunded within the 2040 planning
horizon.

No-Build Recommendations

Strategies implemented to achieve effective access
management may include installing raised medians,
limiting residential driveways along major roadways,
limiting the number of access points per parcel and
enforcing minimum lot frontages to encourage proper
driveway spacing along busy roads, ensuring adequate
corner clearance to reduce traffic flow and safety
issues, and employing internal circulation design that
provides safe and reasonable access to and from the
street and a reasonable transition between site access
and internal circulation.

To supplement the “build” projects included in the
fiscally constrained package of projects, additional
capacity (and other benefits) can be gained through
implementing access management techniques along
strategic corridors in the study area. As discussed in
Chapter 4, access management refers to the regulation
of the number of access points between a development
and the adjacent roadway network and the interaction
of those access points and other intersecting lower
classification roadways (specifically the left turning
movements).
Most discussions of access management involve the
placement and number of driveway curb cuts, but the
application can also include the location, size, and
function of interior service roads and other factors.
Effective access management has significant
implications for mobility, accessibility, and safety by
reducing crashes, increasing capacity, reducing travel
time and delay, extending the life of the roadway, and
reducing vehicular emissions.

Corridors recommended for study in this context
include Central Avenue, Higdon Ferry Road, and Grand
Avenue. Traffic flow along these corridors could greatly
improve if effective access management strategies are
implemented.
Alliance Transportation Group, Inc.
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Specifically, assessments of Central Avenue and Higdon
Ferry Road might include:
 Studying the potential impacts of restricting and/or
combining driveways along those roadways,
 Reconfiguring internal circulation, and
 Implementing a median treatment instead of a
continuous left turn lane to reduce the number of
access points and restrict turn movements.

There are also opportunities to limit side street left
turning movements that impact overall operation and
safety of the main thoroughfare. Additionally, although
Grand Avenue is already median‐separated, the number
and locations of curb cuts could be assessed to
determine how reducing the number of driveways may
increase the roadway’s capacity. Furthermore, it would
be advisable to explore requiring any new or expanding
business seeking a driveway permit to perform a traffic
study to identify potential traffic impacts and mitigation
strategies.
While implementing traffic impact requirements is a
local and state jurisdictional issue, the MPO can play a
critical facilitation role in the execution of these
corridor studies that could lead to significant short‐ and
long‐term regional benefits.

Alliance Transportation Group, Inc.
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Roadway Projects
Short-Term
ID

Job
Number

1

2

061329

3

061203

4
5
6

Highway 7 (Park Avenue)
Highway 128 (Carpenter
Dam)
Hot Springs Creek
Greenway Trail
Hot Springs Creek
Greenway Trail

CA0606

9

061309

Highway 7

10

Highway 70/270 Bypass

11

Fox Pass Cutoff

14

CA0607

Woodlawn Avenue Bridge
over Stokes Creek
Stokes Creek Structure &
Approaches
Highway 270

15

060432

Highway 7

16

Total Year of
Expenditure Cost

STP, NHPP,
HSIP

2016‐2020

AHTD

$7,700,000

STP, NHPP

2016‐2020

AHTD

$10,000,000

STP

2016‐2020

AHTD

$4,500,000

Heritage Health to Breckling Bridge

TAP

2016‐2020

Seneca Street to Golf Links Road

TAP

2016‐2020

City Int. Imp.
Signals

2016‐2020

Golf Links Road to Heritage Health, including bridge

TAP

2016‐2020

Hot Springs to Highway 128 (Widening)
Safety improvement on selected sections from
Mitzi Parkway to Highway 290
Mill and inlay from Highway 70 (Airport) to Highway
70/70B

CAP

Re‐design of access ramps to reduce traffic backing
up onto both Expressway and Airport Road during
high‐volume periods

8

13

Responsible
Agency

MLK Expressway @
Airport Road (Highway
70/270 interchange with
Highway 70)

Hot Springs Creek
Greenway Trail
Highway 70

12

Years

Description

Weston Road

7

Funding
Category

Roadway

Line Item

Alliance Transportation Group, Inc.

Safety improvements including bike lanes and
pedestrian improvements from Highway 7 Spur
(Gulpha Gorge) to Highway 5/7.
Widen to 5 lanes from Karen Street to Highway
270B (Malvern Avenue)

Traffic signals at Albert Pike and Airport Road

AHTD/Hot
Springs
AHTD/Hot
Springs
Hot Springs

$300,000
$300,000
$500,000

2016‐2020

AHTD/Hot
Springs
AHTD

$40,000,000

HSIP, NHPP

2016‐2020

AHTD

$9,200,000

NHPP, STP

2016‐2020

AHTD

$8,200,000

Improve road including bike lanes

Locally
Funded

2016‐2020

Hot Springs

$3,800,000

0.75 miles west of junction with Summer Street

Bridge

2016‐2020

Michael Street

Bridge

2016‐2020

CAP

Highway 227 to Ouachita River (widening)
Widening from Highway 290 to Ouachita River
Bridge
State Maintenance

$300,000

2016‐2020

AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD

$13,000,000

STP, NHPP

2016‐2020

AHTD

$6,000,000

State
Maintenance

2016‐2020

AHTD

$13,000,000

$800,000
$700,000
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Mid-Term
ID

17

Job
Number

Roadway

R60016

MLK Expressway/
Highway 70/270 Bypass/
East‐West Arterial

18

19

Highway 7 (Park Avenue)

061314

Highway 88 (Higdon Ferry
Road)
MLK Expressway @
Higdon Ferry Road

20

Highway 70B/270B
(Albert Pike)
Southwest Trail

21
22
23

061440

Highway 7

24

061439

Highway 5

Description
Construct 2‐lane, controlled access roadway with
wide shoulders from Highway 70/270 junction
northward to Highway 5/7 junction north of
Fountain Lake
Safety improvements including bike lanes and
pedestrian improvements from Whittington to
Highway 7 Spur (Gulpha Gorge).
Widen and realign Highway 88 (Higdon Ferry Road)
from Crawford to Highway 7, including bike lane
(Central Avenue at Golf Links)
Re‐design of access ramps to reduce traffic backing
up onto both MLK and Higdon Ferry during high‐
volume periods
Streetscape and pedestrian and access
improvements from Ouachita to Airport Road
Grand Avenue to Norwalk
Safety improvements from Sycamore Drive to
Highway 290
Safety improvements including wide shoulders from
Highway 7 to Saline County Line

Funding
Category

Years

Responsible
Agency

Total Year of
Expenditure Cost

STP, State
Turnback

2021‐2030

AHTD/Hot
Springs

$68,700,000

HSIP, NHPP,
STP

2016‐2020

AHTD

$14,400,000

STP

2016‐2020

AHTD

$6,700,000

STP, NHPP,
HSIP

2021‐2030

AHTD

$7,400,000

TAP, NHPP,
STP
TAP

2021‐2030

AHTD/Hot
Springs
Hot Springs

HSIP, NHPP

2021‐2030

AHTD

$1,800,000

HSIP, STP

2021‐2030

AHTD

$13,900,000

TAP

2021‐2030

Hot Springs

$1,600,000

TAP

2021‐2030

Hot Springs

$1,100,000

TAP
TAP

2021‐2030
2021‐2030

Hot Springs
Hot Springs
AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD/Hot
Springs

$300,000
$200,000

2021‐2030

27
28

Gulpha Creek Corridor
Trail
Stokes Creek Greenway
Trail
Lakeshore Trail
Lakeshore Trail

29

Warren Watson Road

Bridge replacement over Cedar Creek

Bridge

2021‐2030

30

Spring Street

Bridge replacement over Gulpha Creek

Bridge

2021‐2030

31

Richard @ Stokes Creek

Replace bridge

Bridge

2021‐2030

32

Honeycutt Street over
Gulpha Creek

0.25 miles South of junction with Spring Street

Bridge

2016‐2020

33

Highway 270

West of Ouachita River to Study Area Boundary ‐
Overlay between passing lane sections

STP, State
Maintenance,
NHPP

2021‐2030

25
26

Alliance Transportation Group, Inc.

From Spring Street to Malvern Avenue (Phase I)
Mid City Loop Trail from Richard Street to
Lakeshore Drive
From Yorkshire to Grandview
From Pinehaven Place to Aberina Street

AHTD

$2,200,000
$400,000

$900,000
$900,000
$900,000
$500,000
$1,800,000
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Mid-Term
ID

Job
Number

Roadway

Description

34

Highway 70

West of Hempwallace to Study Area Boundary –
Overlay between passing lane sections

35

Highway 290

Between Highway 7 and 171 – Overlay

36

Highway 128

From Ouachita River to Highway 290 – Overlay

37

Highway 70B (E Grand
Avenue)

from Highway 270 B (Malvern Avenue) to Highway
270 (Hot Springs Bypass) – Overlay

38

Highway 270B (Malvern
Avenue)

from Highway 70B (E Grand Avenue) to Highway
70/270 (Hot Springs Bypass) – Overlay

Highway 7

Safety improvements on selected sections from
Bryant Road to Highway 298

Line Item

State Maintenance

39
40

061438

Alliance Transportation Group, Inc.

Funding
Category
STP, State
Maintenance,
NHPP
STP, State
Maintenance
STP, State
Maintenance
STP, State
Maintenance,
NHPP
STP, State
Maintenance,
NHPP

Years

Responsible
Agency

Total Year of
Expenditure Cost

2021‐2030

AHTD

$1,600,000

2021‐2030

AHTD

$3,100,000

2021‐2030

AHTD

$400,000

2021‐2030

AHTD

$3,000,000

2021‐2030

AHTD

$2,900,000

HSIP, NHPP

2021‐2030

AHTD

$15,200,000

State
Maintenance

2021‐2030

AHTD

$25,000,000
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Long-Term
ID

Job
Number

Roadway

41

Twin Points E‐W
Connector

42

Files Road

43
44

Southwest Trail
Southwest Trail

45

Highway 227

46

Belding Road

47

Weston Road/Albert Pike

48

Lakeshore Drive

49

West Belding Street

50

3rd Street ‐ North / South
Connector

51

7th Street

52

Highway 7 (Central
Avenue)

53

Buena Vista

54

Lake Hamilton Drive

55

Gulpha Creek Greenway
Trail

Alliance Transportation Group, Inc.

Description
From Twin Points at Higdon Ferry (Highway 88) to
Central Avenue (Highway 7S) at the Mehta Court
and Wal Mart Drive Intersection Traffic Signal
Widen to 3 lanes and add bike lanes from Section
Line Road to Central Avenue
Norwalk to Honeycutt
Honeycutt to Guy Street
Widen and make safety improvements from end of
4 lane (270W) to Mountain Pine
Extension from Lincoln to Highway 270 (Malvern
Avenue); and Greenwood Parkway corridor
improvements from this connection to Airport Road
via Belding, Alcorn, Greenwood, Main, Richard, and
W St. Louis
Intersection redesign ‐ access management to
collect side roads into a controlled intersection with
bike/ped crossing and traffic signal; addition of
1000 linear feet of 2‐lane roadway
Improvements from Higdon Ferry to MLK
Expressway
Bridge reconstruction with pedestrian facilities at
Hot Springs Creek
From Higdon Ferry near Alpine Street to East Grand
near Ouachita by widening streets and improving
intersections at Alpine, Bell and Third Streets, with
realignment and new construction as necessary
Widen and add bike lanes from Greenwood to
Emory
Widen to 4 lanes from Highway 70B (Grand Avenue)
to Market Street
New collector from Buena Vista to Pakis, including
bike lanes
Widen shoulders and provide safety improvements
from Central Avenue to Lakeland
Mid City Loop trail from Transportation Plaza to
Spring Street/Gulpha Creek

Funding
Category

Years

Responsible
Agency

Total Year of
Expenditure Cost

State
Turnback

2031‐2040

Hot Springs

$5,500,000

State
Turnback
TAP
TAP

2031‐2040

Hot Springs

$10,700,000

2031‐2040
2031‐2040

Hot Springs
Hot Springs

$600,000
$900,000

HSIP, STP

2031‐2040

AHTD

$29,900,000

State
Turnback

2031‐2040

Hot Springs

$2,100,000

City Int. Imp.
Signals

2031‐2040

Hot Springs

$1,100,000

STP, State
Turnback

2031‐2040

Hot Springs

$2,700,000

Bridge

2031‐2040

Hot Springs

$1,300,000

State
Turnback, STP
< 200K

2031‐2040

Hot Springs

$3,100,000

State
Turnback,
TAP

2031‐2040

Hot Springs

$2,900,000

STP

2031‐2040

AHTD/Hot
Springs

$3,600,000

State
Turnback

2031‐2040

Hot Springs

$2,000,000

HSIP

2031‐2040

Hot Springs

$3,500,000

TAP

2031‐2040

Hot Springs

$1,600,000
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Long-Term
ID
56
57
58

Job
Number

Roadway

Description

Ridgeway

Widen to 3 lanes and add bike lanes from Rhodes to
Guy

Stokes Creek Greenway
Trail
Stokes Creek Greenway
Trail

Years

Responsible
Agency

Total Year of
Expenditure Cost

2031‐2040

Hot Springs

$9,700,000

From 7th Street to Richards Street

TAP

2031‐2040

Hot Springs

$800,000

From 7th Street to 3rd Street

TAP

2031‐2040

Hot Springs

$300,000

2031‐2040

Hot Springs

$11,100,000

Widen to 3 lanes and add bike lanes from Highway
270 (Malvern) to Rhodes
Widen to 5 lanes from Saline County Line to Hot
Springs Village East Gate, including bike lanes
From San Carlos Point to Television Hill Road
New collector from Doris Court to Airport Road;
widen and add bike lanes from Albert Pike to
Highway 70
Mill and inlay from Highway 70 (Airport) to 270B
(Albert Pike)
From east end of Yorkshire Drive to west end of
Grandview Drive and from east end of Grandview
Drive to Aberina Street

59

Ridgeway

60

Highway 5

61

Lakeshore Trail

62

Hammond

63

Highway 270 Bypass

64

Lakeshore Trail

65

West St. Louis

Widen and add bike lanes from 3rd to Central

66

West St. Louis

Widen and add bike lanes from Airport Rd to
Richard

67

Shady Grove

Replace AMRR trestle

68

Hobson

Widen and add bike lanes from 3rd to Central

69

Millcreek @ Gulpha Creek

Replace bridge

70

Bayshore Drive

Shoulders and bike lanes

71

Ridgeway

New bridge between Rhodes and Guy

72

Highway 270 B (Albert
Pike)

From Highway 270 (Hot Springs Bypass) to Highway
70B (Airport Road/Albert Pike intersection) –
Overlay

Alliance Transportation Group, Inc.

Funding
Category
State
Turnback

State
Turnback
STP, State
Turnback
TAP

2031‐2040

AHTD/Hot
Springs
Hot Springs

State
Turnback

2031‐2040

Hot Springs

$1,900,000

State
Maintenance

2031‐2040

AHTD

$1,700,000

TAP

2031‐2040

Hot Springs

$100,000

2031‐2040

Hot Springs

$700,000

2031‐2040

Hot Springs

$2,500,000

2031‐2040

Hot Springs

$2,900,000

2031‐2040

Hot Springs

$1,000,000

Bridge

2031‐2040

AHTD/Hot
Springs

$1,300,000

State
Turnback,
HSIP

2031‐2040

AHTD/Hot
Springs

$2,700,000

Bridge

2031‐2040

AHTD/Hot
Springs

$1,300,000

STP

2031‐2040

AHTD

$1,800,000

State
Turnback
State
Turnback
STP Urban
<200K
State
Turnback

2031‐2040

$13,900,000
$600,000
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Long-Term
ID

Job
Number

Roadway

Description

73
74
75
76

Highway 7
Highway 227
Highway 171
Highway 7

77

Highway 70B (Grand
Avenue)

North of Highway 70/270 – Overlay
Between Highway 70 and 270 – Overlay
From Highway 290 to Diamondhead – Overlay
South of Highway 70/270 – Overlay
From Highway 7 (Central) to Highway 70B/270B
Split (Malvern) ‐ Overlay and check condition of box
culvert near railroad tracks

78

Line Item

Alliance Transportation Group, Inc.

State Maintenance

Funding
Category
STP
STP
STP
STP

2031‐2040
2031‐2040
2031‐2040
2031‐2040

Responsible
Agency
AHTD
AHTD
AHTD
AHTD

Total Year of
Expenditure Cost
$900,000
$3,500,000
$600,000
$6,100,000

State
Maintenance

2031‐2040

AHTD

$500,000

State
Maintenance

2031‐2040

AHTD

$ 30,000,000

Years
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Unfunded Needs
ID

Job
Number

Roadway

Description

79

Southwest Trail

80

Highway 7

Guy to Garland/Saline County Line
Widen to 5 lanes from Highway 5 to Hot Springs Village
Gate
From Mid America Park to Mountain Pine and Lake
Ouachita Vista Trail
Magic Springs Trail
AR Midland Safety Trail from H.S. Greenway Trail at Boy's
and Girl's Club west to Mid America Park
Missouri Pacific Trivista Neighborhood Connection Trail
From Spring Street to Malvern Avenue (Phase II)
Widen to 3 lanes and add bike lanes from Guy to
Westinghouse
From Spring St to Gulpha Gorge Campground
Eastern branch of trail from Stokes Creek Greenway Trail
along tributary at Leonard Street eastward to Higdon Ferry
just north of Printer's Place and "The Big Chill" bar
AR Midland Safety Trail from H.S. Creek Greenway Trail at
Boys & Girls Club east to Gulpha Creek Greenway Trail
Replace two bridges between Highway 5 and Hot Springs
Village
Widen and improve alignment of certain sections
Add shoulders/bicycle lanes from Highway 128 (Carpenter
Dam) to Garvan Gardens
Widen and add shoulders
Shoulders and bike lanes
Improve from Highway 7 to back gate of Hot Springs Village

84
85

Rails‐with‐Trails Railroad
Trail
Magic Springs Trail
Rails‐with‐Trails Railroad
Trail
MO Pacific Trivista
Gulpha Creek Corridor Trail

86

Ridgeway

87

Gulpha Creek Corridor Trail

88

Stokes Creek Greenway Trail
‐ Eastern Branch

89

Rails‐with‐Trails Railroad
Trail

90

Danville Road

91

West Glazypeau

92

Arkridge Road

93
94
95

South Moore Rd
Shady Grove Rd
East Glazypeau
Hollywood @ Hot Springs
Creek

81
82
83

96
97
98

99

McLeod @ Stokes Creek
MLK Expressway/ Highway
70/270 Bypass/ East‐West
Arterial
Highway 70 W (Airport
Road) @ Majestic
Lodge/Adcock

Alliance Transportation Group, Inc.

Funding
Category

Responsible
Agency

Total (2015) Cost

TAP
STP, State
Turnback

Hot Springs

$6,232,893

AHTD

$34,264,688

TAP

Hot Springs

$2,555,520

TAP

Hot Springs

$1,724,976

TAP

Hot Springs

$1,507,757

TAP
TAP

Hot Springs
Hot Springs

$1,183,525
$1,058,944

State Turnback

Hot Springs

$5,247,066

TAP

Hot Springs

$474,368

TAP

Hot Springs

$2,110,860

TAP

Hot Springs

$3,200,789

Bridge

Hot Springs

$1,815,000

State Turnback

Hot Springs

$8,154,907

State Turnback

Hot Springs

$1,079,021

State Turnback
State Turnback
State Turnback

Hot Springs
Hot Springs
Hot Springs
AHTD/Hot
Springs
AHTD/Hot
Springs

$ 4,419,835
$7,422,624
$2,583,425

Replace bridge

Bridge

Replace bridge

Bridge

Widen from 2 lanes to 4 lanes
Widen Majestic Lodge Road and Adcock Road to provide
turning lanes. Upgrade traffic signal to accommodate
additional turning movements.

$590,000
$595,000

State Turnback,
STP

AHTD/Hot
Springs

$23,915,688

STP

AHTD

$1,400,000
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Transit Projects
Short-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2016‐2020

Short‐Term

$

3,846,348

HSIT02

Capital ‐ Preventative Maintenance

Transit

2016‐2020

Short‐Term

$

1,291,020

HSIT03

Capital ‐ Paratransit Service

Transit

2016‐2020

Short‐Term

$

445,179

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2016‐2020

Short‐Term

$

311,625

Mid-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2021‐2030

Mid‐Term

$ 8,221,477

HSIT02

Capital ‐ Preventative Maintenance

Transit

2021‐2030

Mid‐Term

$ 2,759,524

HSIT03

Capital ‐ Paratransit Service

Transit

2021‐2030

Mid‐Term

$

951,560

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2021‐2030

Mid‐Term

$

666,092

Long-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2031‐2040

Long‐Term

$

8,786,606

HSIT02

Capital ‐ Preventative Maintenance

Transit

2031‐2040

Long‐Term

$

2,949,208

HSIT03

Capital ‐ Paratransit Service

Transit

2031‐2040

Long‐Term

$

1,016,968

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2031‐2040

Long‐Term

$

711,878

Alliance Transportation Group, Inc.
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Additional Statewide Transit Funding
The following types of funding are available for transit
projects in the Tri‐Lakes MPO study area by application
or by the discretion of AHTD. Generally, projects within
these funding categories are consistent with the MTP.
Fund Type

Therefore, eligible agencies within the study area are
encouraged to apply directly for these funds. The
amounts shown in the table below are federal
estimates based on the suggested average annual
growth rate of 3%; these estimates are neither limits
nor guarantees.
Estimated Statewide Total for 25-year Planning
Horizon

Section 5310 – Formula Grants for Enhanced Mobility of
Seniors and Individuals with Disabilities

$66,638,726

Section 5311 – Formula Grants for Rural Areas

$320,862,544

Section 5311 – Rural Transportation Assistance Program

$5,587,725

Section 5337 – State of Good Repair Grants

$6,281,912

Section 5339 – Bus and Bus Facilities Program

$68,181,346

Alliance Transportation Group, Inc.
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Appendix A
Visioning Workshop Results
Exercise 3: Ranking and Scoring Criteria
Morning Workshop
Figure App. A - 1: Table 1 Criteria Ranking Results

Alliance Transportation Group, Inc.
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Figure App. A - 2: Table 2 Criteria Ranking Results
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Figure App. A - 3: Table 3 Criteria Ranking Results
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Figure App. A - 4: Table 4 Criteria Ranking Results
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Evening Workshop
Figure App. A - 5: Table 1 Criteria Ranking Results
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Figure App. A - 6: Table 2 Criteria Ranking Results
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Figure App. A - 7: Table 3 Criteria Ranking Results
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Exercises 4 & 5: Growth Trends and Envisioning the Future Transportation
System
Morning Workshop
Figure App. A - 8: Table 1 Map and Comments

1. Gulpha Gorge: The land between State Highway 5 and State Highway 7 is not likely to be developed due to
environmental concerns and anticipated high costs.
2. Areas south of U.S. Highway 270 E are likely to have environmental constraints, which will prevent the area
from being developed.
3. Areas in southwest Hot Springs Village are not expected to increase in residents.
4. Development planned for areas south of Lake Hamilton will need improved infrastructure, such as sewer
capacities, to become industrial.
5. The corridor north between State Highway 7 and State Highway 5 has the potential for future commercial
developments, but currently the infrastructure is lacking in the area.

Alliance Transportation Group, Inc.
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6. Commercial development is likely to occur along Dr. Martin Luther King Jr. Expressway.
7. The currently urbanized areas of Hot Springs can be developed or redeveloped if the City adopts a policy of
infill development.
8. The Southwest Trail could be developed if existing environmental issues are addressed and mitigated.
9. Hot Springs Village is a planned, gated community, but should consider introducing transit services in the
future.
10. Future efforts should consider how to better connect the City of Hot Springs with Hot Springs Village.
11. Roadways should be widened and shoulders built for the entire study area.
12. Gulpha Gorge may close access points which would affect traffic on adjacent roadways.
Figure App. A - 9: Table 2 Map and Comments

1. In the next 25 years, the population of Hot Springs village is anticipated to increase by 3,000 people, with the
majority of growth occurring to the east.
2. A luxury RV community is situated along the east end of Hot Springs Village.
Alliance Transportation Group, Inc.

App. A‐9

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

3. West Hot Springs Village is beginning to house the majority of workers in the region. This area consists of
entry level housing, while more affluent residents live in East Hot Springs Village. Traffic and school
enrollments are likely to grow in East Hot Springs Village.
4. Hot Springs Village is promoting tourism to its local golf courses, entertainment venues, and natural
resources.
5. Redevelopment and growth is anticipated near Park Avenue as a result of efforts from local artists.
6. Additional housing, condominiums, and hotels are anticipated to be constructed along Central Avenue.
7. Growth is anticipated along U.S. Highway 270 W.
8. State Highway 7 South is going to be widened to the county line, and should spur population growth.
9. Future construction is needed to connect State Highway 5 with State Highway 7.
10. Widening and construction of a passing lane is needed for State Highway 5 between Hot Springs Village’s
east gate and State Highway 7.
11. A highway spur should be constructed to connect State Highway 128 to the Hot Springs Village east gate.
12. Wider lanes are needed on roadways to create space for pedestrians, bicycles, and golf carts.
13. A trolley system is needed in downtown Hot Springs.
14. Parking lots in north Oaklawn can be used in conjunction with a shuttle to provide access to downtown
destinations, particularly following racing season.
15. The use of the airport and its capacity should be increased.

Alliance Transportation Group, Inc.
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Figure App. A - 10: Table 3 Map and Comments

1. Strawberry Road (State Highway 192) is only a single lane roadway but is used by many people.
2. State Highway 7 through Park Avenue is congested, but cannot be widened due to historic preservation.
3. Drivers who need to pass slow or stalled vehicles can find it difficult on State Highway 7 because the roadway
is a single lane in each direction.
4. Traveling north to Mountain Pine on State Highway 192 is less difficult than traveling from Mountain Pine to
Hot Springs via State Highway 227.
5. Fountain Lake students boarding and alighting school buses cause significant congestion on State Highway 7.
6. Roadway paving is needed for the roadway connecting State Highway 5 and State Highway 7.
7. For the past 10 years the area near Mountain Pine Road has grown.
8. Low cost development is expected to induce increased growth in rural areas.
9. The Martin Luther King Jr. Expressway needs to be completed.

Alliance Transportation Group, Inc.
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Figure App. A - 11: Table 4 Map and Comments

1. Land for sale south of State Highway 7 has the potential for commercial development, but waste treatment
facilities are needed.
2. Hot Springs Village is anticipated to grow.
3. Increased growth is anticipated in areas north of the planning area.
4. Fountain Lake has a retirement home and a good school district. A medical facility may also be constructed in
the future.
5. Saline County is promoting Hot Springs Village as a high end bedroom community, which may lead to
increased employment and tourism.
6. There are funding obligations in the Arkansas Highway and Transportation Department’s short‐term plan to
widen and improve the interchange at State Highway 5 and State Highway 7.
7. Increased commercial development is expected along State Highway 5 and State Highway 7.
8. Commercial development and residential growth is expected along U.S. Highway 70 W once water issue is
resolved.

Alliance Transportation Group, Inc.
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9. There are plans for a regional recreation park near U.S. Highway 70, east of Hot Springs.
10. There is significant recreational traffic along State Highway 7 N.
11. In addition to significant commercial traffic, heavy traffic from recreational vehicles already occurs on U.S.
Highway 70 east of Hot Springs Village, and the proposed construction of a Southwest Trail route has the
potential to increase traffic even further.
12. U.S. Highway 270 E should be widened to a 4‐lane highway.
13. State Highway 7 S is used as a route to Arkadelphia to access schools and medical services.
14. This roadway serves as a junction to access the city of Mountain Pine.
15. A cost estimation has been completed to construct an arterial connection between State Highway 70 and
U.S. Highway 270. In addition, improvements to existing routes have been discussed.
16. A beltway is wanted to connect U.S. Highway 270 W, U.S. Highway 70 W, State Highway 7, and Interstate 30.
17. An extension is desired for Dr. Martin Luther King Jr. Expressway from State Highway 70 E to State Highway 7
N.

Alliance Transportation Group, Inc.
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Evening Workshop
Figure App. A - 12: Table 1 Map and Comments

1. Growth patterns west of Hot Springs have resulted in congestion along the bypass. A continuous turn lane
along State Highway 270 out to the new prison is desired.
2. Growth is expected increase around schools areas near Lake Hamilton.
3. There is enough anticipated growth on State Highway 7 S and the south side of Lake Hamilton to justify two
lanes.
4. Commercial growth is anticipated to occur with the construction of a connector between State Highway 5
and State Highway 7.
5. Redevelopment in downtown Hot Springs is anticipated to increase growth.
6. Growth in Hot Springs Village has resulted in the need to widen State Highway 7.
7. Closing through access near Gulpha Gorge would increase traffic on adjacent routes.
8. Completion of the bypass between the two highways is needed.

Alliance Transportation Group, Inc.
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9. Downtown parking options are needed to maximize land use.
10. Pedestrian infrastructure is needed to increase walkability in the area.
11. U.S. Highway 270/70 Business (Hobson Ave) is in poor condition and should be rebuilt.
12. The intersection at Albert Pike Road and Summer Street requires a 90 degree turn that can be dangerous
and should be reconfigured.
13. An overhead crosswalk is needed to access Oaklawn Park Race Track.
Figure App. A - 13: Table 2 Map and Comments

1. Growth is anticipated for areas near Carpenter Dam and Shady Grove Road.
2. Growth is expected for areas near Marion Anderson Road.
3. Growth is anticipated in downtown Hot Springs.
4. Growth is anticipated along Fox Pass Road.
5. Lake Hamilton schools are expected to grow and serve additional students.

Alliance Transportation Group, Inc.
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6. Fountain Lake schools are also expected to grow and serve additional students.
7. Belvedere Drive in northeast Hot Springs is anticipated to grow.
8. Growth is anticipated to occur near the Mountain Pine junction.
9. Pedestrian‐ and bicyclist‐friendly improvements are desired near populated urban areas.
10. Roadway widening is desired along Fox Pass Road.
11. The current roadway configuration of Morphew Road is dangerous and hazardous.
12. Skywalks are needed in downtown Hot Springs to connect buildings.
13. Cloverleaf on U.S. Highway 70 W at Dr. Martin Luther King Jr. Expressway.
Figure App. A - 14: Table 3 Map and Comments

1. Growth is anticipated near Fountain Lake, the city of Jessieville, and the State Highway 5 and State Highway 7
junction.
2. Growth is anticipated around the west portion of Lake Hamilton.
Alliance Transportation Group, Inc.
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3. Increased travel between Hot Springs and Hot Springs Village is anticipated.
4. The junction near Gulpha Gorge, State Highway 5, and State Highway 7 is congested.
5. Growth is anticipated on the east side of Hot Springs Village.
6. A bypass is needed west of Hot Springs for easier travel to Little Rock.
7. The U.S. Highway 270 and Mountain Pine junction is congested.
8. Additional capacity is desired on Central Avenue through downtown Hot Springs and Park Avenue into Hot
Springs Village.
9. In front of Oaklawn racetrack.
10. Expanding Higdon Ferry Road is anticipated ease congestion on Central Road.

Alliance Transportation Group, Inc.
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Appendix B
Transit Analysis Phase II
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MEMORANDUM
DATE: April 2015
TO: Robert Tucker, Richard Grandon
CC: Jim Harvey, Laurel Joseph
FROM: JD Allen
RE: TL‐MPO 2040 MTP ‐ Public Transportation Analysis Phase II

INTRODUCTION
Public transportation is a vital component of the overall transportation system, serving to increase mobility,
accessibility, and offer alternatives for the members of a community. As part of the development of the Tri‐Lakes
MPO 2040 MTP Update Alliance Transportation Group (Alliance) conducted an analysis of public transportation
services in the Tri‐Lakes MPO study area, which included a Geographic Information Systems (GIS) assessment of
Intracity Transit (IT) public transportation service in relation to its proximity to activity centers, employment
opportunities, and the general population. Additional analysis activities included identification of service gaps and
an evaluation of concept route extensions developed based on identified service gaps and feedback received
through public visioning and local stakeholder consultation meetings. This memorandum documents the results
of the Phase II analysis of concept route extensions. It is important to note that implementing any extensions to
IT’s current fixed‐route service would require both additional study and significantly increased funding.

PHASE II: ANALYSIS OF CONCEPT ROUTE EXTENSIONS
During Phase I of the transit analysis, the project team analyzed the three existing IT bus routes to determine how
well they provide access to activity centers and employment destinations, and to determine what percentage of
area residents live within walking distance (¼ mile) of the service lines. Additionally, as part of the public visioning
effort, local stakeholders and the public were consulted to gather information regarding current transportation
system needs and anticipated growth areas in the future. At the consultation meetings stakeholders advised that
public transportation services were needed in additional portions of Garland County, particularly between Hot
Springs and Hot Springs Village.
Based on local stakeholder recommendations, public feedback, and current service gaps, conceptual bus route
extensions were developed to analyze the potential impacts these extensions would have on the transit coverage
to activity centers, populations, and employment areas. The conceptual bus routes extensions are displayed below
in Figure 1.
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Figure 1: Intracity Transit Concept Bus Route Extensions

Two of the three bus routes were extended farther into Garland County; Route 2 (Red) was extended southwest
from its current southern terminus and west along US 270 and Route 3 (Green) was extended southeast along US
270 from its current southern terminus and north along SH 128 to end just outside the Hot Springs Village west
gate. There were no extensions made to Route 1 (Blue) due to limited configuration options based on the current
roadway network.

ACTIVITY CENTERS
In the initial phase of analysis all but three activity centers were located within ¼ mile of an IT bus line. The
additional analysis included the activity centers located beyond current bus routes in addition to activity centers
identified in the suggested expansion areas, as shown in Table 1.
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Table 1: Activity Centers
Name

Location

Type

Memorial Field Airport

Hot Springs

Airport

Arkansas Passport Office*

Hot Springs

Employment

Walmart*

Hot Springs/Garland County

Employment

Lake Catherine Footwear*

Hot Springs

Employment

Village Square

Hot Springs/Hot Springs Village

Employment

*Not located on current bus route.

With the conceptual route extensions, each activity center (including the additional activity centers added for the
second phase of analysis) would be within ¼ mile of an IT bus line. The conceptual routes and activity centers are
displayed in Figure 2.
Figure 2: Intracity Transit Concept Route Extensions and Activity Centers
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POPULATION
The results of the initial analysis showed that 61 and 24 percent of the City of Hot Springs and Garland County
populations, respectively, lived within ¼ mile of an IT bus route according to 2010 U.S. Census data. Using the
conceptual extended routes, the percentage of population living within ¼ mile of an IT bus route increased to 73
percent for the City of Hot Springs and 38 percent for Garland County, as shown in Figure 3. The increased
population capture could be attributed to buses accessing the areas in Hot Springs and Garland County where
growth is occurring and anticipated to increase in the future.
Figure 3: Intracity Transit Concept Route Extensions and Population
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EMPLOYMENT
Currently, individuals using IT service have access to jobs mainly within city limits of Hot Springs; 82 percent of
jobs in the city and 64 percent jobs in Garland County are within walking distance of a bus line. With the extended
routes providing access to a larger portion of Garland County, including Hot Springs Village, the percentage of jobs
within ¼ mile of a bus route would increase to 77 percent in Garland County and 90 percent in Hot Springs, as
shown in Figure 4. The increase in employment capture is due to additional access to major employers north of
Hot Springs outside Hot Springs Village southeast along U.S. 270, and southwest along U.S. 70.
Figure 4: Intracity Transit Concept Route Extensions and Employment
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SERVICE HEADWAY IMPACT
At the current service levels and configuration each stop is served once per hour. Provided additional buses are
not added to compensate for the longer routes, extending the routes in the manner illustrated above is likely to
increase headways far beyond one hour due to the larger service area. While the Blue Route would remain
unchanged, the Red Route would cover an additional 17 miles, and the Green Route would cover an additional 21
miles. Considering the existing headways traveling the current route lengths, it can be expected that it would take
approximately an additional hour to complete a full trip on the extended routes.
Typically, passengers desire shorter headways to minimize wait times; therefore to mitigate increased travel times
route extensions could be implemented as additional, separate or express routes with fewer stops. Additional, in‐
depth analysis would be needed to determine the exact route configurations, fleet sizes, and additional funding
needed to implement any extended services.

CONCLUSION
Public transportation is important to the mobility, accessibility, and economic health of a region. A public
transportation system that covers a large proportion of residents and provides access to a substantial number of
employers can help serve mobility, accessibility, and economic community goals. The analysis of IT service
revealed that the current public transportation fixed route service provides service that is accessible to a
significant portion of the population, employment, and activity centers within the City of Hot Springs. Access for
individuals and destinations outside the city limits, however, was shown to be less available.
Stakeholders and the public recommended additional areas for coverage during the visioning process and
stakeholder consultation meetings, and these recommendations mirrored gaps shown in the Phase I GIS analysis
of current bus routes. Therefore, a second phase of analysis was conducted using concept bus route extensions
based on stakeholder and public recommendations with results indicating increased access to all regional activity
centers and additional population and employment clusters. However, further analysis would be needed to
determine specific route alignments, and the financial and operational feasibility of these extensions.
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Introduction and Overview
of the MTP Planning Process

Introduction
This document is an update to the Tri‐Lakes
Metropolitan Transportation Plan (MTP) for the years
2015 to 2040. It was adopted September 10, 2015 by
the Tri‐Lakes Metropolitan Planning Organization (MPO)
Policy Board. The Tri‐Lakes MPO shares office space
with the West Central Arkansas Planning and
Development District (WCAPDD) in Hot Springs, and is
the official MPO for the local urbanized area. According
to Federal law, each urban area of more than 50,000
persons must have a designated MPO to coordinate
transportation planning and funding on a regional level.
The initial Hot Springs Area MPO was formed in 2003 to
develop a comprehensive long‐range transportation
plan for the area.
The Hot Springs Urbanized Area includes the most
highly populated areas of Garland County and a small
portion of Hot Spring County, and includes the city of
Hot Springs and the unincorporated area known as
Diamondhead. However, the expanded study area
included in this plan also includes the cities of Mountain
Pine and Fountain Lake and portions of the Census‐
designated place Hot Springs Village; this study area,
shown in Figure 1 ‐ 1, encompasses the portion of the
region expected to be included in the urbanized area
within the 25‐year planning horizon. The 2010
population for this area was approximately 90,500 and
it is expected to grow to around 126,500 by 2040.
The Tri‐Lakes area is the eastern gateway to the
Ouachita Mountains in Arkansas. The regional
topography is hilly and mountainous with numerous
creeks, natural drainage routes, and flood plains. This
topography results in some steep and winding
roadways, as well as many suitable areas for pedestrian
and bicycle paths. The region offers visitors and

residents a wide variety of opportunities for recreation
and leisure from natural beauty to numerous historical,
cultural, recreational, and family attractions. As its
name suggests, the Tri‐Lakes region is home to three
lakes, which provide numerous recreational
opportunities. These three lakes – Lake Ouachita, Lake
Hamilton, and Lake Catherine – are located along the
Ouachita River, and offer outdoor enthusiasts camping,
cabin, condo, and resort accommodations; as well as
hiking, fishing, boating, sailing, and other water sport
activities. The area is also home to Hot Springs National
Park, which, set aside in 1832 as Hot Springs
Reservation, was the first federally protected area
created specifically to preserve and protect its unique
geothermal springs. Furthermore, locals and visitors
enjoy the extraordinary botanical garden at Garvan
Woodland Gardens, located on a 210‐acre peninsula on
Lake Hamilton.
In addition to the natural amenities offered in the
region, the Hot Springs Civic and Convention Center is
host to myriad conventions, conferences, and shows
throughout the year from the Miss Arkansas Pageant to
the Harley Owners Group (HOG) rally. The Magic
Springs Theme Park and Crystal Falls Water Park
provides an additional venue for events at its outdoor
amphitheater in addition to its roller coaster and water
park attractions. Furthermore, visitors are attracted to
the region to visit the Mid‐America Science Museum,
attend horse racing events and participate in the wide
array of gaming opportunities at Oaklawn Park, as well
as to participate in the thriving arts community that has
developed over time.

Source: City of Hot Springs
Alliance Transportation Group, Inc.
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Figure 1 - 1: Tri-Lakes MPO Study Area

Purpose of the Plan
The MTP provides a framework for analyzing the
current and future regional travel demand and creating
a blueprint for addressing the future transportation
needs within the Tri‐Lakes MPO study area. With a
focus on the creation of a safe, accessible, equitable,
and multi‐modal transportation network, the MTP
recommendations will help reduce congestion, support
economic development, and enhance the quality of life
for those living in and travelling to the Tri‐Lakes region.
As an update to the 2035 Metropolitan Transportation
Plan, this plan will guide transportation decision‐making
through the year 2040.
The MTP is a long‐range planning document, and is
reviewed and updated every five years. Each iteration
provides a chance to reassess conditions and ensure

Alliance Transportation Group, Inc.

that the plan remains consistent with the desires and
needs of the region as it changes over time.
Development of the MTP requires the collaboration of
regional stakeholders, including local, state and federal
agencies and governing bodies, public and private
transportation providers, the business community, and
includes extensive public input. All these stakeholders
must work together so that the community’s visions
and goals coalesce into defined principles that will
guide transportation policy and investment decisions
within the Tri‐Lakes area. The resulting
recommendations and proposed improvements will
impact all aspects of transportation.

MTP Vision and Goals
The vison and goals developed for the MTP are the
result of a collaborative effort between the Policy
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Board, Technical Committee, and the public. The
following vision statement reflects a collective vision
that defines important transportation issues for the Tri‐
Lakes region.

VISION:
Plan for and implement a complete
transportation system that provides a safe
and convenient traveler experience for local
area residents and those travelling to the
region, while promoting economical
movement of goods and services.
MTP Goals

The following goals were developed to support the
2040 MTP vision. Each goal has corresponding
objectives, which are included in the MTP Vision and
Goals discussion in Chapter 2 of this document.
 Goal 1: Long‐Range Transportation – Ensure the Tri‐
Lakes Area’s existing economic vitality and support
growth by providing a safe, dependable, and
efficient multimodal transportation network for
people and goods.
 Goal 2: Regionalism – Continue to provide a
dependable local transportation network that
efficiently and logically integrates with the
transportation needs of the region.
 Goal 3: Accessibility/Safety – Provide for safe,
efficient, and accessible modes of transportation
that are consistent with the needs of both local
residents and visiting tourists.
 Goal 4: Transportation/Land Use Compatibility –
Promote consistency between the transportation
network and the use of the area it is designed to
serve.
 Goal 5: Natural and Cultural Environment – Protect
the area’s natural and cultural assets by developing
a transportation network that enhances the
landscape and provides a friendlier mode of travel.
 Goal 6: Public Participation – Provide the area the
opportunity for participation and ensure
transparency in the planning and modification of
the regional transportation network.

Alliance Transportation Group, Inc.

 Goal 7: System Management – Provide direction for
the preservation of the existing transportation
network and planning of future improvements.
 Goal 8: Complete Streets – Design streets to
accommodate all users, including motorists,
pedestrians, cyclists, transit riders, and people of all
ages and abilities.
 Goal 9: Transit – Provide safe, reliable, comfortable,
clean, efficient public transportation to the citizens
and visitors to the Tri‐Lakes metropolitan area.
 Goal 10: Non‐Motorized Modes – Ensure safe,
accessible, and convenient mobility for pedestrians
and bicyclists through an interconnected network.

Legislative Authority for the MTP
With passage of the Federal Aid Highway Act of 1962,
Congress made urban transportation planning a
condition for receipt of Federal funds for highway
projects in urban areas with a population of 50,000 or
more. That legislation encouraged a continuing,
comprehensive transportation planning process carried
out cooperatively by states and local communities. The
Federal Surface Transportation Assistance Act of 1973
required the formation of an MPO for any urbanized
area with a population of 50,000. Thus, MPOs were
designated by the governor in each state to carry out
this legislative requirement. Following that initial
Federal legislation, Congress has passed a series of
surface transportation bills that have continued to fund
transportation projects, the most recent being the
Moving Ahead for Progress in the 21st Century Act
(MAP‐21). The Tri‐Lakes 2040 MTP was developed in
compliance with this legislation.

MAP-21
MAP‐21 was signed into law in July 2012, became
effective on October 1, 2012, and currently serves as
the regulatory and funding framework for
transportation planning in metropolitan areas. MAP‐21
authorizes funds for highway, transit, bicycle,
pedestrian, and transportation‐related safety programs.
It succeeded a series of transportation legislative acts
that have drastically changed the process of planning
for transportation systems. These legislative acts
include the Intermodal Surface Transportation
Efficiency Act (ISTEA) enacted in 1991, the
Transportation Equity Act for the 21st Century (TEA‐21)
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enacted in 1998, and the Safe, Accountable, Flexible,
Efficient Transportation Equity Act – Legacy for Users
(SAFETEA‐LU) enacted in 2005. All these legislative acts
have been a direct result of the Clean Air Act
Amendments of 1990 (CAAA), which broadened the
goals of transportation system planning to include
reducing vehicle miles traveled, expanding travel mode
options, improving air quality, and integrating land use
considerations into the planning process.
Many of the highway, transit, bicycle, and pedestrian
policies established by preceding transportation laws,
and continued under SAFETEA‐LU, were expanded and
refined in MAP‐21. The eight planning factors that
guided the creation of this MTP were specifically
continued from the previous legislation. These factors
emphasize that the transportation planning process for
metropolitan areas must provide for the consideration
of projects and strategies that:
1. Support the economic vitality of the metropolitan
area, especially by enabling global competitiveness,
productivity, and efficiency;
2. Increase the safety of the transportation system for
motorized and non‐motorized users;
3. Increase the security of the transportation system
for motorized and non‐motorized users;
4. Increase the accessibility and mobility of people and
for freight;

In addition to the eight planning factors, MAP‐21
requires MPOs to develop transportation plans and
improvement programs through a performance‐based
planning process. In doing so, the planning process
must address seven national performance goals:
1. Reduce traffic fatalities and serious injuries;
2. Maintain highways in a state of good repair;

5. Protect and enhance the environment, promote
energy conservation, improve the quality of life,
and promote consistency between transportation
improvements and State and local planned growth
and economic development patterns;

3. Reduce traffic congestion;

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

6. Protect and enhance the environment; and

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

Alliance Transportation Group, Inc.

4. Improve the efficiency of the transportation
system;
5. Improve the national freight network;

7. Reduce project delivery delays.
States and urbanized areas will use these performance
measures to assist in evaluating alternative
transportation improvements and prioritizing projects
that will support national performance goals.
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Tri-Lakes Metropolitan Planning
Organization
The Tri‐Lakes MPO, formerly named the Hot Springs
Area MPO, was formed in 2003 to develop a
comprehensive long‐range transportation plan for the
area. The organization's Policy Board implemented the
name change to Tri‐Lakes MPO during its July 11, 2013
meeting in order to more accurately reflect the
organization’s regional service area that includes
Garland County, the City of Hot Springs, Hot Springs
Village, the City of Mountain Pine, The City of Fountain
Lake, and a small portion of Hot Spring County (see
Figure 1 ‐ 1). These jurisdictions make up the MPO local
member governments; other MPO members include
the Greater Hot Springs Chamber of Commerce, the
Arkansas State Highway and Transportation
Department (AHTD), and the Federal Highway
Administration (FHWA). It should be noted that a
portion of Hot Springs Village is included in the MPO
study area and has a significant impact on the regional
transportation network. However, Hot Springs Village is
a privately owned gated community and therefore, no
federal or state dollars can be spent on roadway or
other improvements within its boundaries.
Tri‐Lakes MPO is the official MPO for the local
urbanized area, and is responsible for planning and
developing a safe, efficient, and affordable
transportation system for the region. The MPO has five
core functions and produces three key documents
through the transportation‐planning process. The five
core functions are to:
 Establish and manage a fair and impartial setting for
effective regional transportation decision‐making;
 Evaluate available transportation alternatives given
the size, complexity, and nature of the region's
transportation system;
 Develop and update a long‐range transportation
plan for the metropolitan area that addresses
mobility and access for people and goods, efficient
system performance and preservation, and quality
of life;
 Develop a program based on the long‐range
transportation plan and designed to serve the
area's goals; and
 Involve the general public in the four core functions
listed above.

Alliance Transportation Group, Inc.

The three key documents produced by the MPO are:
 The Unified Planning Work Program (UPWP), which
is the activity and budget document for the MPO
staff and lists the transportation studies and tasks
to be performed;
 The Metropolitan Transportation Plan (MTP), which
is the strategic planning document that identifies
future investments to be made in the region's
transportation system; and
 The Transportation Improvement Program (TIP),
which is a four‐year funding program implementing
the transportation projects and strategies identified
in the MTP.

Policy Board
The Tri‐Lakes MPO is governed by its Policy Board,
which consists of representatives from the cities,
counties, agencies, and organizations within the Tri‐
Lakes MPO study area. The purpose of the Policy Board
is to serve as the decision‐making body, to determine
transportation priorities, and to adopt policies that
guide the transportation investments in the region. The
TL‐MPO Policy Board has 10 voting members and
several ex‐officio, non‐voting members as listed below:
Voting Members

 Ruth Carney, City of Hot Springs
 Judge Rick Davis, Garland County
 Mark Headley, AHTD
 Ray Owen, Jr., Garland County
 Harv Shelton, Hot Springs Village
 Suzanne Davidson, City of Hot Springs
 Jack Fields, City of Fountain Lake
 Mike Lipton, Chamber of Commerce
 Judge Bill Scrimshire, Hot Spring County
 Paul Simms, AHTD
Ex-Officio Members (Non-Voting)

 David Blakeney, FHWA
 Josie Fernandez, National Park Service
 Richard McGrew, Hot Springs Planning Commission
 David Watkins, City Manager
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 Dick Breckon, Hot Springs Village
 Jim Fram, Hot Springs Metro Partnership
 Dwayne Pratte, West Central Arkansas Planning and
Development District
 State Legislators and Federal Congressional
Delegates in the MPO Area

Technical Committee and MPO Staff
The Policy Board is supported by a Technical Committee
and the MPO staff. The Policy Board relies on the
Technical Committee and MPO staff for analysis and
recommendations regarding transportation policy
options. Robert Tucker, AICP is the MPO Study Director.
The members of the TL‐MPO Technical Committee are
listed below.

federal regulations, but the vision that drives the
process is developed locally. In order to create the MTP
for the Tri‐Lakes MPO area, the following planning
process was used by the study team, which was
comprised of TL‐MPO staff, the Technical Committee,
and the Arkansas State Highway and Transportation
Department (AHTD), and was supported by professional
planning consultants. The planning process was
conducted under the authority of the Tri‐Lakes MPO.

Visioning Process

 Gene Cox, Arkansas Midland Railroad

The first step in the planning process was the
identification of the vision that the community wished
to implement, the goals and objectives that define that
vision, and the criteria by which the community would
evaluate whether those goals and objectives were being
met. In order to develop these basic elements of the
plan, a variety of methodologies were employed in an
effort to build a strong foundation for developing the
long‐range transportation plan that would best meet
the needs of the community over the next 25 years.

 George Downie, Hot Springs Airport

Gathering Existing Data and Professional Expertise

 Tim Baber, AHTD
 David Blakeney, FHWA (Ex‐Officio)

 Jack Fields, City of Fountain Lake
 Rick Grandon, Intracity Transit (IT)
 Antonio Johnson, AHTD
 Ogden Mayhugh, Garland County
 Bill Ryan, AHTD

To kick off the process, meetings were conducted with
professional planners and engineers from the MPO and
its member agencies, State and local agencies, and
other community stakeholders. These meetings were
designed to gather all existing plans, reports, data, and
professional knowledge of ongoing projects,
development patterns, and community concerns to

 Brenda Weldon, City of Malvern
 Don Beavers, Chamber of Commerce
 Gary Carnahan, City of Hot Springs
 Judge Rick Davis, Garland County
 Josie Fernandez, National Park Service
 Jim Fram, Hot Springs Metro Partnership
 David Hair, Garland County
 Denny McPhate, City of Hot Springs
 Kathy Sellman, City of Hot Springs
 James N. Patton, Hot Springs Village

The MTP Planning Process
The planning process used to create the Metropolitan
Transportation Plan (MTP) is prescribed by state and
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create an initial framework, including an overview of
challenges and opportunities to guide the planning
process.

recommended vision, a set of goals, and a list of
evaluation criteria that were reviewed and
subsequently adopted by the MPO Policy Board.

Conducting Public Visioning Workshops

Needs Assessment

The MPO hosted two public visioning workshops to
gather information on perceived needs, community
values, and desired community growth and
development patterns. An outreach and advertising
campaign was conducted to invite a large and diverse
group of stakeholders to participate in the public
meetings and to educate the public on the metropolitan
planning process – including the public’s role in
providing community vision and values to guide the
MTP planning process. Throughout the workshop, the
public was given opportunities to inform the MPO of
the transportation needs and challenges that should be
addressed in the Tri‐Lakes MPO area, and to provide
input regarding the importance of the criteria used to
evaluate future transportation projects.
Coordinating with Other Ongoing Land Use and
Economic Development Planning Processes

Important planning guidelines mandated by MAP‐21
include the due consideration of other related planning
activities within the metropolitan area and the support
of local economic vitality as one factor by which all
transportation projects must be evaluated. Therefore,
the study team coordinated with ongoing land use,
economic development, and other ongoing planning
processes as a key element in the visioning phase of the
MTP development.
Consulting Other Agencies and Organizations

MAP‐21 requires that MPOs consult with state and local
agencies responsible for land use management, natural
resources, environmental protection, conservation, and
historic preservation concerning the development of a
long‐range transportation plan. Many of these agencies
are included in the MPO’s Technical Committee, and
MPO staff members regularly participate in
coordination processes hosted by the other agencies. In
addition to this ongoing consultation process, an effort
was made by the study team to consult with any other
agencies not regularly consulted to gather their input
regarding the transportation system.
Defining the Vision, Goals, Objectives, and
Evaluation Criteria

After the data, information, professional expertise, and
public input were collected, the study team crafted a
Alliance Transportation Group, Inc.

In order to develop feasible and beneficial
transportation solutions, it is imperative to assess the
current state of the transportation system, as well as
community growth trends. For the 2040 MTP, this
assessment included an inventory of the transportation
system; a demographic analysis to determine existing
transportation demand based on current population
levels, as well as projections of future population and
employment generating future travel demand;
roadway, transit, bicycle/pedestrian, and freight needs
analyses; and a review of existing local plans for
additional guidance and input.

Needs Plan
The next step in the planning process was to identify
potential strategies to consider for addressing regional
transportation needs.
No-Build Strategies for Meeting Needs

Building new facilities will not address all identified
transportation needs. Not only is building new
roadways expensive and funding limited, but some
identified needs are best addressed by strategies that
reduce demand and improve the operational efficiency
of the existing transportation system. Therefore, the
MTP planning process included consideration of the
preservation of the existing system through
preventative and rehabilitative maintenance; the
inclusion of access management strategies; and the
incorporation of Travel Demand Management (TDM)
and Transportation System Management and
Operations (TSM&O) strategies. These strategies are
often referred to as "no‐build" strategies because they
do not require the construction of new roadways or the
widening of existing roadways.
Project Identification and Selection Process

Once the no‐build strategies were considered, potential
projects to expand or build new facilities were
examined. The results of technical reviews, available
planning studies, highway and corridor studies,
consultation with local traffic engineers, planners, and
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other stakeholders, and a call for transportation
projects were all combined to develop a list of
candidate projects slated for further analysis.
Quantitative volume‐to‐capacity (V/C) ratios provided
through the roadway deficiencies analysis were used in
conjunction with the weighted qualitative measures
developed through the public visioning process to
create project scoring criteria. The study team
presented the list of proposed projects to the Technical
Committee members, along with the weighted criteria,
and the Technical Committee scored the projects based
on each project’s potential to meet the evaluation
criteria. The Policy Board had the opportunity to review
the project prioritization process and either accept or
reject the process used by the Technical Committee to
score the projects.
The prioritized list of projects that resulted from this
process did not incorporate financial factors or policy
constraints. Those elements were analyzed later in the
planning process.

Systems Level Analysis
Systems level analyses were used to look at how the
candidate projects would impact community issues that
are of system‐ and region‐wide concern. The study
team incorporated this planning approach into the
development of the MTP, which allowed for
prioritization of transportation investment based on
broader community issues in accordance with the
community's vision.

Environmental Mitigation Analysis

An environmental mitigation analysis was conducted
with the list of proposed projects to look for any
potentially negative impacts on environmental, cultural,
or historical resources. This was a high‐level, conceptual
analysis conducted with the intent to avoid or mitigate
any obvious environmental constraints that would
prevent the project from being implemented. Once
projects reach the implementation stage, a more
detailed environmental evaluation will be done as a
part of the pre‐construction process. The analysis also
assessed potential impacts associated with the
proposed projects on low‐income and minority
populations (also referred to as environmental justice
or EJ).
Human Services Transportation Coordination
Analysis

An analysis was conducted to determine whether the
MTP would adequately support the goals and objectives
of the regional human services transportation
coordination plan. Although the coordination plan
covers a much broader geographic area than the MTP,
it was designed to improve the quality and quantity of
services available to disadvantaged populations within
the Tri‐Lakes area.

Financial Analysis and Constraints
Fiscal feasibility is a significant priority in determining
the final list of improvements. Not only does MAP‐21
mandate that the MTP be fiscally constrained and only
include projects that can reasonably be expected to
have adequate funding, but certain projects also
require that local communities provide matching local
funds in order to receive federal funds. The process for
establishing estimated costs and revenues is critical for
the creation of a viable MTP.
Determination of Factors to be Used in Fiscal
Calculations

Source: City of Hot Springs
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Before fiscal analysis can be conducted, several factors,
or ‘givens,’ to be used in the financial calculations must
be determined. For consistency purposes these factors
are often determined by the State and used in all MTPs
developed throughout the state; alternatively, the State
may provide different factors for each region in the
state. For example, the inflation cost for the calculation
of future year costs must be determined, as does the
average cost of right‐of‐way acquisition in the state.
AHTD provided information that helped develop the
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factors that were included in the financial analysis of
this plan.
Revenue Projections

A revenue projection was developed that identified the
anticipated revenue stream for local, State, and Federal
funds. This revenue stream accounts for inflation at the
anticipated year‐of‐receipt.
Project Costs

Cost is defined as the total project cost, which includes
planning elements (e.g. environmental studies and
functional studies); engineering costs (e.g. preliminary
engineering and design); preconstruction activities (e.g.
line and grade studies, right‐of‐way acquisition and
corridor preservation); construction activities; and
contingencies. Using the established factors, a cost was
calculated for each project. The resulting cost estimates
also included an inflation factor to account for the
anticipated year–of‐expenditure.
Fiscal Constraint Analysis

A fiscal constraint analysis was performed that
compared the anticipated year‐of‐expenditure costs to
the anticipated year‐of‐receipt revenues to determine if
sufficient and timely financial resources were likely to
exist to fund the proposed program of projects.

Selection of a Proposed Package of
Projects
Based on the cost and revenue projections, the package
of fiscally constrained projects, anticipated to best
accomplish community‐defined goals and objectives,
was selected by the study team and then submitted to
the Policy Board for approval.

Adoption Process
The preliminary transportation recommendations and
associated list of proposed projects resulting from the
project selection and fiscal constraint analysis, along
with the results of the technical analysis and public
input, were included in the draft 2040 Metropolitan
Transportation Plan.

Public Review of the Draft 2040
Metropolitan Transportation Plan
The proposed plan and list of projects was published for
public review and comment and community feedback
was solicited. Input from the public was considered by
the Policy Board and, as needed, appropriate
modifications to the draft plan were accomplished.

Adoption of the Final 2040
Metropolitan Transportation Plan
The final 2040 Metropolitan Transportation Plan was
presented to the Policy Board for adoption on
September 10, 2015. The Policy Board adopted a final
fiscally constrained list of the projects and approved the
MTP.

AHTD and FHWA/FTA Review and
Comment
Although state and federal partners were included in
review of the draft document, the final approved MTP
was forwarded to AHTD, the Federal Highway
Administration, and the Federal Transit Administration
for their review and comment.
ADOPTION OF
POLICY BOARD FINAL 2040 MTP
APPROVED DRAFT
PLAN

PROJECT START
PUBLIC OPEN
HOUSE

INITIAL DATA
COLLECTION

December

January

PUBLIC
VISIONING

February

STAKEHOLDER
CONSULTATION
BEGAN

Alliance Transportation Group, Inc.

NEEDS PLAN,
SYSTEMS LEVEL
ANALYSIS

NEEDS
ASSESSMENT

March

FINANCIAL
ANALYSIS AND
CONSTRAINTS

April

May

June

PUBLIC OPEN
HOUSE

July

ADOPTION OF
DEVELOPMENT MTP GOALS
OF REGIONAL
VISION AND
PROJECT
GOALS
PRIORITIZATION

August

September

PUBLIC COMMENT
PERIOD BEGAN
PUBLC COMMENT
PERIOD ENDED
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2

Regional Visioning Process

This chapter describes the process by which the vision
and goals of the MTP planning process were
established. It also describes the process by which the
set of criteria – used to evaluate whether
recommended transportation projects support the
established vision and goals – was developed and
ranked.

study team reviewed the following state, regional, and
local planning documents:

The MTP planning process is mandated by federal
legislation and, therefore, must conform to the rules
and regulations established by governing authorities.
Nevertheless, the MTP is a local plan designed
specifically to meet local community needs and reflect
local community values. This MTP visioning process,
therefore, focused on gathering the locally generated
plans and information, as well as the knowledge and
wisdom of the local community while following the
state and federal guidelines that direct the general
planning process.

 City of Hot Springs Comprehensive Plan

Initial Data Collection Process
In order to create a baseline from which to start the
planning process, the study team gathered existing
data, plans, reports, and institutional knowledge about
land use patterns, economic development goals,
demographic trends, environmental issues, and the
study area transportation system. This information
provided a picture of current conditions in the study
area.

Review of Relevant Plans and
Programs
During the data collection process, relevant state,
regional, and local transportation and land use planning
documents were reviewed to ensure the regional
transportation planning efforts were consistent with
ongoing state and local activities. This included review
and consultation of MPO‐sponsored plans and
programs like the 2035 MTP and the most recent
Transportation Improvement Program (TIP), which lists
transportation projects in the region for which funding
has been identified and allocated. Additionally, the

Alliance Transportation Group, Inc.

 Garland County Coordinated Transit Plan
 Tri‐Lakes MPO Bicycle and Pedestrian Master Plan
 Hot Springs Area Bicycle and Pedestrian Master
Plan
 City of Hot Springs Complete Streets Policy
 Hot Springs Village Master Plan Workbook
 Hot Springs Village Property Owners Association
Strategic Plan
 Park Whittington Neighborhood Plan
 Memorandum of Understanding for Bicycling
Projects and Activities
 Historic Design Guidelines for the Central Avenue
and Pleasant Street Historic Districts
 Arkansas Strategic Highway Safety Plan
 Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan
 Arkansas State Bicycle and Pedestrian
Transportation Plan
Each of these documents is discussed briefly below.
Garland County Coordinated Transit Plan

The MPO prepared the Garland County Coordinated
Transit Plan in 2007 through collaboration with the
public and local transportation providers. The goals of
the Garland County Coordinated Transit Plan are to:
 Develop interagency referral forms
–

Assist connecting transit dependent individuals
to the correct programs for their needs

 Maintain the existing level of service to transit
dependent individuals
–

Purchase replacement vehicles
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 Expand the existing level of service to meet the
needs of transit dependent individuals living in the
area
–

Purchase vehicles to expand service

–

Provide new service in terms of time, location,
and capacity

–

Modify existing vehicles and facilities to
enhance ADA standards

 Assist all the transit providers in the MPO area in
assessing the needs and determining solutions to
individual providers’ needs
–

Conduct planning studies

–

Evaluate policies related to drivers, insurance,
etc.

–

Identify land use issues. For example, the
location of human service offices relative to the
clients they service

 Provide more efficient and effective service delivery
–

Improve scheduling, routing, maintenance, and
equipment utilization

–

Address duplication of service

 Provide a better quality of life for public
transportation dependent persons
–

Better access to jobs and medical appointments

 Provide easier access to systems, facilities, and
services
–

Improve or develop infrastructure, vehicles, or
service

 Work with the Office of Emergency Services to
create a transportation disaster plan
With information gathered over the course of four
meetings, the plan documents the regional services
available in Garland County and discusses regional
needs.

Tri-Lakes MPO Bicycle and Pedestrian Master Plan

The Regional Trails Committee, an MPO sub‐committee,
along with individuals from the general public
developed the Tri‐Lakes MPO Bicycle and Pedestrian
Master Plan in 2006. The plan was designed as a
guideline for implementing bicycle facilities in the City
of Hot Springs and in Garland County to create regional
connections. Bicycle facilities that resulted from the
plan were intended to be constructed from existing
infrastructures rather than through demolition and
rebuilding activities. Figure 2 ‐ 1 shows the routes
recommended by the MPO Master Plan.
The specific goals of the Tri‐Lakes MPO Bicycle and
Pedestrian Master Plan are as follows:
Goal 1 – Create an opportunity for alternative modes of
transportation.
Goal 2 – Increase opportunities to utilize trails, parks
and recreation areas.
Goal 3 – Determine future funding sources for trail
development.
Goal 4 – Increase public awareness of trails, trails users,
and safety issues.
Goal 5 – Increase tourism.
Goal 6 – Preservation.
Each of these goals was accompanied by a list of
objectives designed to support goal accomplishment.

Alliance Transportation Group, Inc.
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Figure 2 - 1: Tri-Lakes MPO Bicycle and Pedestrian Master Plan

Source: Tri‐Lakes MPO

Hot Springs Area Bicycle and Pedestrian Master
Plan

The City also recently completed a Bicycle and
Pedestrian Master Plan shown in Figure 2 ‐ 2. This plan
and the Tri‐Lakes MPO Bicycle and Pedestrian Master
Plan represent significant bicycle and pedestrian
infrastructure planning efforts that were necessary to
reference and consider during the development of the
2040 MTP. These plans were especially utilized as
important reference material for the bicycle and
pedestrian facilities needs analysis described in Chapter
3.

Alliance Transportation Group, Inc.

2‐3

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

Figure 2 - 2: Hot Springs Area Bicycle and Pedestrian Master Plan

Source: City of Hot Springs

Hot Springs Comprehensive Plan

In 2010, the City of Hot Springs updated its
comprehensive plan to address policy changes
proposed since the plan’s initial adoption in 1997. City
demographics, land use patterns, transportation
network, and current infrastructure were examined for
the plan, and a community vision was developed by
reviewing existing plans and feedback gathered from an
advisory committee comprised of a cross section of the
general public. The plan also included a conceptual land
use map, illustrated in Figure 2 ‐ 3.

Alliance Transportation Group, Inc.

2‐4

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

Figure 2 - 3: City of Hot Springs Comprehensive Plan Conceptual Land Use Map

Source: City of Hot Springs

Of particular interest to the 2040 MTP development
process are the plan’s focus areas with regard to
transportation. Identified key transportation issues
included connectivity, congestion management,
neighborhood impact, parking, safety, freight mobility,
and multiple modes. The plan also included several
important goals relevant to the MTP development
process, including:
 Maintaining and improving the safety, vitality, and
attractiveness of Hot Springs neighborhoods;
 Maintaining and improving Hot Springs’
transportation network, projecting needs and
evolving to meet plan objectives; and
 Planning for and establishing types and quantities
of land uses in Hot Springs supporting community
needs and the City’s long‐term sustainability.

all users and transportation modes, which contributes
to other possible benefits including increased health for
citizens, improved environmental conditions, urban
renewal, and economic development. The goals of this
policy include:
1. Ensuring the needs of users are considered
throughout the surface transportation network to
the greatest reasonable measure;
2. Incorporating the vision, purpose, and goals of this
Policy into the project development process for
surface transportation projects;
3. Creating a balanced, comprehensive, integrated,
fully interconnected, functional, and visually
attractive surface transportation network;

City of Hot Springs Complete Streets Policy

4. Promoting the use of the latest and best Complete
Streets design standards, principles, policies, and
guidelines within the context of the community;
and

The City of Hot Springs enacted a Complete Streets
policy in 2015 to ensure that public streets are safe for

5. Planning, designing, operating and maintaining a
network of complete streets.

Alliance Transportation Group, Inc.
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In order to meet these goals, the City outlined potential
implementation strategies, which may include policies
and procedures, street inventory and pilot projects,
training, funding, and phasing.

identified the vision and goals for redevelopment of the
Park Whittington neighborhood located in the City of
Hot Springs. The document is the result of efforts by the
Neighborhood Steering Committee. Development of
the plan involved many stakeholders, including federal,
state, and local agencies and business groups. The
public was involved in plan development by providing
feedback on community characteristics, needs, and
desires through meetings, personal contacts, and
surveys. The plan resulted in a list of major projects and
mini projects that would enhance the community. Plan
objectives most relevant to the Tri‐Lakes MPO 2040
MTP development, regional transportation planning,
community development, and regional growth are as
follows:
 Creating eastern and western gateways to the
neighborhood;

Hot Springs Village Master Plan Workbook

The Village Placemaking team, which is composed of
members from the Hot Springs Village Property Owners
Association (POA), prepared the most recent Hot
Springs Village Master Plan Workbook in 2015. The plan
outlines the overall business model with relation to
growth, monetizing opportunities, branding, marketing,
placemaking, quality control, and new context. It also
includes planning and placemaking projects and
branding and engagement strategies. Projects included
in the plan range from an improved gate system, to an
artesian motor coach complex, to a multipurpose trail
system, among other projects.

 Adding painted crosswalks at key intersections;
 Striping Park and Whittington Avenues to delineate
travel lanes, parking areas and bikeways; and
 Developing the Bill Clinton home site into a tourist
attraction and commercial generator.
This plan was amended in 2013, with a focus on the
Whittingon Valley portion of the neighborhood, to
serve as the neighborhood’s action‐oriented
development plan under the City of Hot Springs’
Community Development Block Grant (CDBG) program.

Hot Springs Village Property Owners Association
Strategic Plan

In 2010, the Hot Springs Village POA finalized the
strategic plan to support the growth and development
of Hot Springs Village. The plan was an update to
strategic plans previously completed in 2000 and 2004
and involved the Research and Special Projects
Committee, POA, and neighborhood residents. The POA
documented 31 tasks defined in the 10‐year plan. Tasks
were prioritized by start year, with projects started
within one year given the first priority, projects started
within 1‐2 years second priority, and projects beginning
3‐5 years after the plan was adopted given the third
priority. The plan also suggested the development of a
master roadway plan and a sewer infrastructure plan.
Park Whittington Neighborhood Plan

Urban Planning Associates developed the Park‐
Whittington Neighborhood Plan in 2001, which
Alliance Transportation Group, Inc.

Source: 2013 Amendment to the Park Whittington Neighborhood
Plan: The Whittington Valley

Memorandum of Understanding for Bicycling
Projects and Activities

The memorandum of understanding (MOU) is an
agreement among the following counties and cities to
develop programs and projects for developing and
implementing bicycle projects, activities, and regional
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infrastructure: Garland County (Hot Springs and
Lonsdale), Pulaski County (Little Rock), and Saline
County (Bauxite, Benton, Bryant, Haskell, and Shannon
Hills).
Activities under the MOU include coordinating
development of the Southwest Trail, completing a
master trail plan, providing technical assistance to land
managers and communities, and forming an advisory
group to make project decisions, among other activities.
Historic Design Guidelines for the Central Avenue
and Pleasant Street Historic Districts

The City of Hot Springs published design handbooks to
detail the process for guiding maintenance, repair, and
new construction within the Central Avenue and
Pleasant Street Historic Districts. These guides are
intended to preserve the historic characteristics of
these districts and cover several topics: architectural
examples, steps to gain design approval, design
standards, and regulations that have been adopted for
items in the district such as signs and billboards.
Arkansas Strategic Highway Safety Plan

In 2013, the Arkansas Highway Safety Steering
Committee updated the Strategic Highway Safety Plan
first developed in 2007. The original purpose of the plan
was to develop strategies to decrease the rate of
fatalities on Arkansas highways; in 2005 Arkansas was
eighth in the nation for highway fatalities. Since the
completion of the last plan, state legislation has been
enacted to establish driver safety and licensing
measures, safety devices have been added to roadways,
and the number of roadway fatalities decreased by 15
percent between 2007 and 2011 (from 650 to 551).
Despite progress, in 2010 Arkansas had the second‐
highest traffic fatality rate in the country, according to
the National Highway Transportation Safety
Administration (NHTSA).
Therefore, to support the vision working toward having
zero roadway fatalities in the state, the primary goal of
the plan is to reduce the annual number of roadway
fatalities in Arkansas to 400 or less by 2017.
To increase highway safety even further, the plan
introduces eight primary, seven secondary, and three
special emphasis areas where strategies can be
implemented to reduce the number of fatalities. These
emphasis areas are as follows:

Alliance Transportation Group, Inc.

 Primary Emphasis Areas
– Roadway Departure
– Intersections
– Impaired Driving
– Aggressive Driving
– Distracted Driving
– Younger Drivers
– Safety Restraints
– Motorcycles
 Secondary Emphasis Areas
– Pedestrians
– Bicyclists
– Older Drivers
– Drowsy Driving
– Large Commercial Vehicles
– Work Zones
– Railroad Crossings
 Special Emphasis Areas
– Emergency Services Capabilities
– Traffic Data Systems
– Safety Management System

Each emphasis area has a specific goal and strategies
focused on the four “E’s” – engineering, education,
enforcement, and emergency services – along with
public policy and other strategies.
Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan

The Arkansas State Highway Safety Office published the
annual Performance Plan and Highway Safety Plan that
establishes goals and objectives for the 2015 fiscal year
(October 1 through September 30). The plan also
recommends projects for funding to reach the
established goals for specific program areas: Alcohol
and Other Drugs Countermeasures, Occupant
Protections, Speed Enforcement, Traffic Records
Roadway Safety, Motorcycle Safety, Pedestrian and
Bicycle Safety, Distracted Driving, and Teen Driver
Safety.
Arkansas State Bicycle and Pedestrian
Transportation Plan

Sponsored by the Arkansas State Highway and
Transportation Department and the Federal Highway
Administration, the Arkansas State Bicycle and
Pedestrian Transportation Plan was first completed in
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1998 and established recommendations that encourage
planning and implementing walking and bicycling
facilities for interested communities in the state. The
plan also established pedestrian and bicycle plan
recommendations and identified federal and state
funding sources, while highlighting the elements of
balanced pedestrian and bicycle programs.

population and employment, the study team collected
historical and projected population and employment
data from a variety of sources, which are listed in Table
2 ‐ 1. This information was used in the demographic
forecasting process, which will be discussed in detail in
Chapter 3.
Table 2 - 1: Demographic Data Sources

It is important to note that during document
development, the Arkansas Statewide Bicycle and
Pedestrian Transportation Plan was in the process of
being updated. The updated plan will be the result of a
collaboration of the Governor‐appointed Bicycle
Advisory Group (GBAG) and the Arkansas Bicycle
Technical Advisory Committee.

Data Type

Economic Development

Employment

The condition of a region’s transportation system has
the ability to support or hinder economic development
efforts in the community. If a region’s plans for
economic development are to succeed, they must be
supported by a strong transportation system that
moves people and goods safely, securely, and efficiently
within and through the region. Therefore, planning for
future growth in the Tri‐Lakes area should consider the
regional economy and recent and ongoing economic
development efforts. As part of the initial data
collection efforts for the visioning process, the study
team gathered available employment, freight, and
intermodal data in order to conduct related needs
analyses (described in Chapter 3). The team also
collected existing economic impact and development
plans from local jurisdictions to be used to determine
whether the future transportation projects
recommended by the MTP would support these local
economic development goals and objectives.

Demographics and Employment
Planning for a transportation system that addresses
community needs over 25 years requires understanding
how regional growth patterns will impact use of the
transportation system in the future, as the nature and
distribution of the residential population and area
employment impact how the transportation system is
used. According to the data gathered, the Tri‐Lakes
MPO area has experienced steady growth over the past
few decades and is expected to experience continued
growth, both in terms of population and economic
vitality. To create this picture of demographics in the
region, establish growth trends, and forecast 2040
Alliance Transportation Group, Inc.

Population

Source









U.S. Census Bureau
Arkansas State Data Center
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model
U.S. Census Bureau (LODES Data)
Arkansas Workforce Services
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model

Environment
Metropolitan transportation planning is not solely
concerned with the best way to move people and
goods. In addition to mobility concerns, the
transportation system also has significant impacts on
the natural and human environment, from air quality
and natural resource consumption to quality of life and
cultural resources. Great care and consideration must
be taken at each step of the planning process to ensure
that the need for increased mobility is not provided at
the expense of the natural environment, historical
resources, or environmental justice populations
(minorities or low‐income residents).
To ensure potential impacts on the natural and human
environment were considered during this planning
process, the study team gathered available information
on waterways, flood zones, endangered species
habitats, air quality, parks, cultural resources, and
environmental justice populations in order to perform a
systems‐level environmental analysis. This analysis is
described in greater detail in Chapter 5.

Transportation System
In addition to the other data collection efforts described
above, the study team created a baseline picture of all
infrastructure facilities for the various modes of
transportation. This was accomplished by compiling
available data on highways and other roadways, bicycle
and pedestrian facilities, transit, freight, rail, and
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airports. This information was utilized during the
various needs analyses described in Chapter 3.

Public Visioning Process
To gather public input regarding the planning process
for the MTP update, the study team conducted two
identical public visioning workshops (a morning session
and an evening session); one was held at Hot Springs
Village and the other at the Transportation Plaza in
downtown Hot Springs on February 10, 2015. To help
ensure that the visioning process included traditionally
underrepresented groups, supplemental visioning
meetings were conducted with United Way of Garland
County and the Gateway Neighborhood Association.
These visioning meetings solicited public input
regarding the future of the transportation system in the
Tri‐Lakes area and provided the opportunity for
stakeholders and members of the public to share their
concerns, ideas, values, and visions.

Outreach Methods
The study team utilized several outreach methods to
inform the public about the update process and the
visioning workshops. This included mailing meeting
press releases to a list of over 156 identified
stakeholders in the MPO Study Area; running notices in
the Hot Springs and Hot Springs Village newspapers, on
the City of Hot Springs government access cable TV
channel video bulletin board, and on Resort CATV public
access CATV channel; posting the notice on the City of
Hot Springs’ Facebook page, in the News Flash section
of the City of Hot Springs’ website, and on the TL‐MPO
website; and forwarding the press release to those on
the City of Hot Springs media list. These outreach
strategies were employed to meet requirements of
federal legislation, which are consistent with outreach
goals and strategies outlined in the MPO Public
Participation Plan (PPP).

Visioning Workshop Overview
The workshops began with a brief explanation of the
MPO’s role, the purpose of the MTP, and a description
of the MTP update process. Participants were
welcomed by the workshop moderator, who informed
them that the MTP update process is based largely on
the development of a shared vision for future growth
through open dialogue, collaboration, and the use of
scenario‐based planning tools.
Both workshops followed the same sequence of
activities, which included a presentation, group
discussions, and guided exercises. Each participant
received a workbook containing information about the
study area and questions designed to solicit feedback
on specific transportation issues. Other activities
included designating areas of need on large maps
located at each table, recording additional comments in
participant workbooks, ranking evaluation criteria in
both group and individual activities, and participating in
group discussions.
Throughout the workshops, the public was given
opportunities to inform the MPO of the transportation
needs and challenges that should be addressed in the
Tri‐Lakes area and to provide input regarding the
importance of the criteria used to evaluate future
transportation projects.
In addition to the two broad public visioning meetings
described above, the MPO conducted more targeted
visioning meetings with stakeholders from the Gateway
Community Association in March, 2015 and from the
United Way of Garland County in April, 2015. At these
meetings, participants were guided through a
presentation and the exercises contained in the
participant workbook, which are further described
below.

Alliance Transportation Group, Inc.
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Exercise 1: Stakeholders Present

During the first exercise, visioning participants were
asked to self‐identify the stakeholder groups to which
they belong. This information was requested to gauge
stakeholder representation during the visioning

activities and to identify stakeholder groups that were
underrepresented, so additional targeted outreach
could be done for subsequent public engagement
activities. As shown in
Table 2 ‐ 2, participants represented many important
stakeholder groups in the region.

Table 2 - 2: Stakeholder Groups Represented During Visioning Workshops
Stakeholder Groups Present During Workshops
Private Auto/SUV/Pickup User
Bicycle User
Pedestrian Facility (sidewalks, hike & bike trails, etc.)
Public Transit User of Intracity Transit
Transit for the Elderly and Disabled User
Airport User
Intercity Bus or Rail User
Responsible for Transportation of Children
Member of Community Group (such as Neighborhood
Business Owner
Association, Civic Club, etc.)
Member of Environmental Protection Organization
Member of Historic or Cultural Preservation Organization
Representative of an Agency that provides Traffic Control
Representative of an Agency that supports Ride‐Sharing
Representative of an Agency that is responsible for
Representative of an Agency that regulates Public Parking
Transportation Safety
Representative of An Agency that is responsible for Land
Representative of an Law Enforcement Agency
Use Management
Representative of an Agency that is responsible for Natural Representative of an Agency that is responsible for
Resources
Environmental Protection
Representative of an Agency that is responsible for Energy
Representative of an Agency that is responsible for Historic
Conservation
Preservation
Transit Operator
Private Transportation Provider (e.g. Taxis, Buses, etc.)
City or County Elected Official
Planning Organization Member
Member of a Population that is Traditionally Underserved
Resident of Garland or Hot Spring County
by the Transportation System

Exercise 2: Current State of the Transportation
System
The second exercise asked participants to provide their
thoughts on the current transportation system by
answering the following question:

Thinking about changes to the region and the
nation (environmental changes – gas prices –
aging baby boomers – economic change –
land use changes – etc.), are there any users
of the transportation system that will be
poorly served if there are no improvements
to the system?

Responses received from meeting participants during
the group discussions from all meetings have been
paraphrased and grouped into the following categories:
 Roadways
 Congestion
 Safety
 Mobility
 Public Transportation
 Bicycle and Pedestrian
 Air, Rail, and Freight
Roadways

Participants expressed concern over the age and
configuration of roadways. Park Avenue (State Highway
7) was repeatedly mentioned as older, uncrossable, and
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2‐10

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

a challenge to widen due to a lack of right‐of‐way
(ROW). Additionally, Grand Avenue was identified as a
roadway that should be considered for redesign under
the City’s new Complete Streets Policy as population
and business utilization increases. Participants noted
the impact that poor roadway conditions can have on
economic development, with at least one group
discussing their tendencies to shop in communities
outside the study area because of poor road conditions.

Participants also pointed out that many roadways are
poorly maintained, signs are difficult to read, and sight
distances are short, suggesting that lighting and signage
that warns drivers of changes in roadway condition
would be beneficial. Absent shoulders and shelters on
roadways and prevalent continuous center turn lanes
were also identified by participants as safety concerns.
Participants noted that poor road maintenance and
drainage gates that run parallel to curbs pose crash
threats to bicyclists.
Mobility

Long travel times were mentioned by participants as
hindering mobility in the region. According to
participants, individuals who travel by personal vehicle
face congestion, narrow roadways, and inaccessible
areas in the region, which can increase travel times. For
some, non‐emergency medical transportation to and
from recently developed areas has been difficult.
Public Transportation

Congestion

Congestion was a concern for workshop participants.
Groups mentioned that all the major thoroughfares in
Garland and Hot Spring counties are state highways.
Several congested “choke points” were identified along
these thoroughfares, and participants discussed how
school buses intensify congestion when children board
and alight the vehicles. Participants noted that a lack of
network connectivity off of the main roads make drivers
unable to take alternate routes when school buses
disrupt traffic. Racing season also brings an influx of
tourists to the region, which heightens regional
congestion.
Safety

Participants identified driver behavior and the poor
condition of infrastructure as regional safety concerns.
According to participants, drivers often disregard traffic
laws by driving through parking lots, operating vehicles
dangerously close to pedestrians and cyclists, and
failing to utilize headlamps or turn indicators on
roadways. Participants suggested installing more speed
signs and warning lights to increase safety.

Alliance Transportation Group, Inc.

Participants expressed concern that public
transportation is not adequately available in the region,
and that the public transportation services that are
available are difficult to access, expensive, intermittent,
and inflexible. Respondents also indicated that
improving paratransit service is critical. According to
participants, paratransit users must schedule trips up to
one day in advance, which limits their ability to make
spontaneous trips. Additional comments focused on
people with disabilities needing more responsive
options and expanded routes and times and the lack of
rural service, which affects employment options for
people living in those areas. Connector service between
Hot Springs and Malvern was suggested, as was
expanding service northeast and southwest along U.S.
Highway 70 in the future.
Bicycle and Pedestrian

Group discussions regarding bicycle and pedestrian
infrastructure generally focused on a lack of bike lanes
and crosswalks in the region, with participants
indicating a need for more bicycle and pedestrian
infrastructure in the area. Participants noted that there
is no safe connection for bicyclists and pedestrians
between Albert Pike and Airport Road along the general
route of U.S. Highway 270 and that bike lanes along
Central and Park Avenues are inadequate. Grand
Avenue was also discussed as a challenge for non‐
motorized users, and participants noted that graveled
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roadways in the region are dangerous for cyclists.
Additionally, one suggestion was made for a safe bike
trail to the college.
Air, Rail, and Freight

Participants identified the absence of available
passenger rail service as an issue. The closest service is
operated by Amtrak in Little Rock, and connects the
region to Chicago. Participants also expressed concern
over the lack of direct flights to Little Rock where they
could continue on to regional and national destinations.
Participants indicated a lack of freight or intermodal
facilities in the region during the workshop with only
the Union Pacific train lines in the region.
Exercise 3: Ranking and Scoring Criteria

Needed transportation improvements almost always
exceed available funding. Therefore, it is important to
evaluate transportation needs to ensure that funded
improvements reflect the community’s mobility
priorities. The following evaluation criteria reflect the
metropolitan planning factors defined in MAP‐21.
Exercise 3 asked participants to rank the criteria based
on their personal preferences. Participants completed
this activity both in groups and individually. This
exercise illustrates the transportation values of
visioning participants, and the results of the exercise
helped the MPO place differing weights on evaluation
criteria for project prioritization.

Improves Safety – Protects against unintentional harm
(e.g. traffic collisions)
Improves Security – Protects against intentional harm
(e.g. security threats, crime)
Protects the Environment – Reduces air and noise
pollution, protects critical habitats, avoids developing in
flood‐prone area, protects historical and cultural
resources, etc.
Reduces Congestion – Minimizes the time spent in
traffic congestion
Promotes Efficiency – Maximizes the potential of the
existing transportation system (e.g. improved signal
timing, limiting the number of driveways on certain
roads, preserving the existing system through overlays,
etc.)
Supports Land Use Goals – Coordinates plans for the
transportation system with plans for land development
Increases Street Connections – Improves circulation
within the community and to external destinations by
connecting roads to provide multiple options for
reaching destinations
Conserves Energy – Reduces the use of natural
resources
Improves Access – Balances access to land uses with the
efficient flow of traffic
Supports Economic Development Goals – Improves of
builds transportation infrastructure that increases
access to markets, attracts employers, makes
businesses more accessible, etc.
Connects Modes of Travel – Improves the ease with
which people can use multiple modes of travel to reach
destinations (e.g. ride a bike, then use a bus)
Increases Multi‐Modal Options – Provides travelers with
more options for reaching their destinations, such as
biking, walking, riding the bus, or driving a car

Evaluation Criteria Descriptions

The following criteria were developed to evaluate and
prioritize transportation projects for funding and
inclusion in the MTP. Participants were provided
explanations of the criteria to assist in the ranking
process.
Alliance Transportation Group, Inc.

Improves Quality of Life – Plans the transportation
system so it has a positive impact on the community’s
quality of life (e.g. safe routes to schools, opportunities
for recreation, etc.)
Preserves Right‐of‐Way – Plans ahead for the future
expansion of the transportation system and purchases
land before development occurs to reduce future costs
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Scoring of the Criteria

Workshop facilitators provided each participant with 24
dots to place on a board displaying the evaluation
criteria. Participants were allowed to allocate their dots
to any criterion as they saw appropriate, with each dot
acting as a “vote” of importance for the criterion to
which it was allocated. Dots were then counted to
determine the group’s ranking order.
Collectively, the visioning workshop groups ranked
improving safety, reducing congestion, improving
quality of life, and improving access as the most
important community goals related to evaluating
regional transportation projects. Conversely, supporting
land use goals, improving security, and preserving right‐
of‐way, were determined to be the least important.
In the individual workbooks, participants then scored
each criterion on a scale of 1 to 5 with “1” indicating
the criterion is “unimportant” and “5” indicating it is
“extremely important”. Individually, workshop
participants ranked improving safety, improving quality
of life, and promoting efficiency, as the most important
criteria for evaluating future transportation
improvements for inclusion in the MTP. Similar to the
group results, individuals ranked improving security,
supporting land use goals, and preserving right of ways
as the least important criteria.
Exercises 4 & 5: Growth Trends and Envisioning the
Future Transportation System

The final exercises during the public visioning meetings
were combined into one facilitator‐led group discussion
at each table following a presentation on regional
growth trends including population, employment, and
traffic flow changes, as well as bicycle and pedestrian
infrastructure. Participants were encouraged to voice
their opinions regarding future growth in the region,
and maps of the planning area were provided at each
table for participants to mark areas on the map where
future population growth is anticipated and where
possible transportation improvements are needed.
Participants were also encouraged to record anything of
particular importance to them on their participant
response sheets, which were collected and reviewed by
the project team.

Example Map Exercise

The map in Figure 2 ‐ 4 and text are an example of the
exercise. The full results of the visioning workshops are
found in Appendix A.

Alliance Transportation Group, Inc.
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Figure 2 - 4: Example Map Exercise

1. Gulpha Gorge: The land between State Highway 5
and State Highway 7 is not likely to be developed
due to environmental concerns and anticipated
high costs.
2. Areas south of U.S. Highway 270 E are likely to have
environmental constraints, which will prevent the
area from being developed.
3. Areas in southwest Hot Springs Village are not
expected to increase in residents.
4. Development planned for areas south of Lake
Hamilton will need improved infrastructure, such as
sewer capacities, to become industrial.
5. The corridor north between State Highway 7 and
State Highway 5 has the potential for future
commercial developments, but currently the
infrastructure is lacking in the area.

Alliance Transportation Group, Inc.

6. Commercial development is likely to occur along Dr.
Martin Luther King Jr. Expressway.
7. The currently urbanized areas of Hot Springs can be
developed or redeveloped if the City adopts a policy
of infill development.
8. The Southwest Trail could be developed if existing
environmental issues are addressed and mitigated.
9. Hot Springs Village is a planned, gated community,
but should consider introducing transit services in
the future.
10. Future efforts should consider how to better
connect the City of Hot Springs with Hot Springs
Village.
11. Roadways should be widened and shoulders built
for the entire study area.
12. Gulpha Gorge may close access points which would
affect traffic on adjacent roadways.
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Workshop Evaluation

At the workshop’s conclusion, participants were given
an opportunity to provide feedback regarding their
personal satisfaction with the meeting by completing a
short survey. Surveys were conducted to evaluate the
effectiveness of workshops, and to gather information

for use in developing future public participation
activities. The majority of respondents provided
favorable responses to each statement indicating a
positive experience with the workshop. The complete
list of survey results is shown in Table 2 ‐ 3.

Table 2 - 3: Public Visioning Workshop Evaluation
Strongly
Agree

Somewhat
Agree

Neither Agree
nor Disagree

Somewhat
Disagree

Strongly
Disagree

Meeting Room was easy for me to get to

87%

8%

5%

0%

0%

Meeting Room was comfortable

64%

17%

14%

6%

0%

Available parking was adequate

95%

5%

0%

0%

0%

Time of the meeting was convenient for me

72%

21%

8%

0%

0%

Day of the week of the meeting was convenient
for me

77%

15%

8%

0%

0%

Purpose of the meeting was made clear to me

64%

15%

13%

3%

5%

62%

33%

3%

3%

0%

74%

21%

3%

3%

0%

I felt my contributions were respected

82%

15%

3%

0%

0%

Facilitator at my table did a good job

92%

8%

0%

0%

0%

Materials used in the meeting were clear and
understandable

79%

18%

3%

0%

0%

Meeting met my expectations

59%

30%

5%

3%

3%

Information presented at the meeting was useful
to me
Information was presented in a clear and
understandable manner

Consultation Process
In addition to the public visioning workshops, the study
team met with representatives of local stakeholder
groups and agencies to ask them about challenges
associated with the current transportation system,
potential solutions to these challenges, and the
locations of future growth areas. Stakeholder
consultation occurred from February to April, 2015. The
various agencies and groups consulted during this
process are listed below:

 West Central Arkansas Planning and Development
District
 Hot Spring County
 Sales Tax Exploratory Committee
 National Park Service
 Arkansas Midland Railroad
 Intracity Transit
 Memorial Field Airport

 Hot Springs Village Property Owners Association
 City of Hot Springs
 Garland County
Alliance Transportation Group, Inc.
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Current State of the Transportation
System

identifying additional funding sources dedicated to
resurfacing and maintenance.

The following section summarizes stakeholder
comments regarding the current state of the
transportation system in the Tri‐Lakes MPO study area,
grouped into the following major categories:

Congestion

 Roadways
 Congestion
 Safety
 Bicycle and Pedestrian
 Public Transportation
 Passenger Air
 Freight
Roadways

Roadway capacity and condition are major challenges in
the regional transportation system for many
stakeholders. State Highways 5 and State Highway 7 are
only two lanes, with narrow or nonexistent shoulders.
This presents a safety hazard when drivers are unable
to pass slower moving vehicles and when disabled
vehicles block roadways, obscuring driver vision. The
particular configuration of these roadways may also
make it more difficult for emergency vehicles to quickly
respond to events. Stakeholders also cited declining
surface conditions on some regional roadways as a
challenge.
Stakeholders believe widening the major highways,
including U.S. Highway 270, State Highway 5, and State
Highway 7 would help relieve congestion in the region.
To upgrade road conditions, stakeholders suggested

Stakeholders identified narrow roadways as a major
contributor to congestion in the region. In addition to
State Highway 5 and State Highway 7, the Dr. Martin
Luther King Jr. Expressway and the bypass, Carpenter
Dam Road, were mentioned as being regularly
congested. The Airport Road exit from U.S. Highway 70
W can back up for up to two miles while drivers attempt
to access homes and schools. A lack of east‐west
corridors, racing season at Oaklawn Park, and tourism
related to outdoor recreation were also identified as
contributing to congestion.
To alleviate some congestion, stakeholders suggested
acquiring right‐of‐way, especially to the west, for
additional roadways, constructing continuous turn
lanes, constructing an additional north‐south corridor
west of Higdon Ferry to Birchwood Bay Road, and
constructing an east‐west corridor between Grand
Avenue and Dr. Martin Luther King Jr. Expressway.
Safety

According to stakeholders, regional congestion results
in drivers, including those in large commercial trucks,
choosing alternate routes to bypass downtown traffic.
Stakeholders mentioned concern over the likelihood of
incidents with pedestrians as a result. Stakeholders
were also concerned with limited sight distances and
inadequate lighting at intersections.
To discourage vehicle traffic downtown, Stakeholders
suggested the construction of park‐and‐ride facilities
that would get people out of vehicles, decreasing the
likelihood for collisions.
Bicycle and Pedestrian

Stakeholders described the region as “unfriendly” to
bicyclists and pedestrians. According to stakeholders,
the region lacks sidewalks, bus shelters, and other
pedestrian access facilities. The narrow roadways
increase risk for individuals who do not travel in a
vehicle, especially for those who move around in
motorized wheelchairs.
Stakeholders suggested constructing additional trail
facilities, providing bike racks on buses, limiting vehicle
traffic downtown, and linking trail networks with transit
stops as potential strategies for addressing concerns
related to regional bicycle and pedestrian facilities.
Source: City of Hot Springs
Alliance Transportation Group, Inc.
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Public Transit

Stakeholders mentioned limited service hours, a small
service area, and insufficient funding as their primary
concerns with regional public transit. Many in rural
areas are car dependent and are virtually immobile if
unable to secure a ride in a personal vehicle. Individuals
with transit access often wait for buses at unsheltered
stops. In addition, stakeholders explained that funding
shortfalls prevent the implementation of many transit‐
related initiatives.
Stakeholders believe that pursuing increased and
diverse funding sources can help solve some of the
regional transit issues. Stakeholders would like
extended service hours and the service to area colleges,
as well as service to rural parts of the counties. In
addition, stakeholders suggested smaller vehicles with
shorter routes to better serve the community.
Passenger Air

Stakeholders see Memorial Field Airport as providing
many community benefits, especially economic
benefits. Concerns with air travel centered on the lack
of TSA personnel and security at the facility, where
there have been issues in the past. Additional security
concerns at the airport included the condition of the
South Central Arkansas Transit vehicles housed at the
airport.
Stakeholders noted that a chain‐link fence was built
around the airport, private security services were
contracted, a security plan was developed, and
surveillance cameras were installed to alleviate some of
the concerns mentioned. However, stakeholders felt
concerns would be further mitigated by reestablishing a
TSA presence at the airport.
Freight

Railroad freight was described as an important
economic driver during the consultation meetings.
Stakeholders expressed concern over an overpass
trestle that crosses Hot Springs Creek. The trestle has
been hit by numerous vehicles, including police cars.
However, replacing the low hanging bridge would cost
more than a million dollars. Stakeholders also
mentioned the volume of heavy trucks that travel on
Central Avenue. Many of the local roads being used by
freight trucks are not designed for large vehicles, which
may increase safety risks for these and other drivers.
Stakeholders mentioned that while safety and security
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Source: City of Hot Springs

are important, and that plans are in place to reduce
risks, heightened awareness is key.

Future Growth
When asked how quickly the region is likely to grow in
the future, stakeholders provided mixed responses.
While some stakeholders felt that the recent economic
downturn hampered future growth by reducing outside
investments in the housing market, others were more
optimistic about future growth, particularly growth in
the western portion of the study area. Other
stakeholders also highlighted the construction of large
homes in eastern Hot Springs Village as a sign that
families are relocating to the region and growth will
occur. If additional roadways are constructed, some
stakeholders believe increased mobility will encourage
a stronger downtown with additional business and
housing. Also, stakeholders noted that the completion
of the widening of the Panama Canal may induce
increased freight opportunities along Interstate
Highway 30, which may extend east to the Hot Springs
urbanized area.

Establishment of Vision and Goals
Using the detailed goals and objectives developed
during the 2035 MTP update process as a base, the
study team drew from all the input processes listed
above to develop the following vision, goals, and
objectives for the MTP planning process.

VISION:
Plan for and implement a complete
transportation system that provides a safe
and convenient traveler experience for local
area residents and those travelling to the
region, while promoting economical
movement of goods and services.
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Goals of the MTP Process
Goal 1 – Long‐Range Transportation:
Ensure the Tri‐Lakes area’s existing economic
vitality and support growth by providing a safe,
dependable, and efficient multimodal
transportation network for people and goods.
Goal 1 Objectives:

 Continue to maintain and improve the existing
transportation network inclusive of highway,
transit, rail, air, bicycle, and pedestrians.
 Be proactive with regard to preventing problems
due to increased traffic loads on existing roadways
by providing and/or improving alternate routes.
 Ensure that the existing and proposed major
roadways provide easy connection between major
entertainment areas, medical facilities, commercial
centers, business districts, and large housing
concentrations.
 Provide roadways and signage that serve the large
tourist industry that supports the area’s economy.
 Continue to maintain and update, as necessary, a
transportation master plan that provides a high
level of service while minimizing the number of
collisions.
 Provide signalization and signing to allow easy
access to the area’s major commercial,
entertainment, and business centers.
 Promote intermodal transportation, including
railway that provides opportunities for economic
site development.
 Support designation of State Scenic Highway 7 to
National Scenic Byway.
 Ensure and promote livable and sustainable
communities incorporating active transportation
through a multimodal network.
Goal 2 – Regionalism:
Continue to provide a dependable local
transportation network that efficiently and logically
integrates with the transportation needs of the
region.
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Goal 2 Objectives:

 Encourage the integration of local and regional
facilities to provide a more effective transportation
network for the region.
 Support the improvement of existing local and
regional roadways to better handle and/or divert
increases in traffic flow.
 Support standardization of roadway construction
and design in the area to provide for sufficient,
reliable service as regional growth continues.
 Request and support state‐level transportation
projects that provide access to and through the Tri‐
Lakes region.
 Improve and/or construct roadways in the region to
serve as convenient corridors for commerce and
personal travel.
 Support development of rail connection to
surrounding cities.
 Encourage pedestrian and bicycle facilities to
regional destinations as identified in the Hot Springs
Master Trail Plan.

Goal 3 – Accessibility/Safety:
Provide for safe, efficient, and accessible modes of
transportation that are consistent with the needs of
both local residents and visiting tourists.
Goal 3 Objectives:

 Ensure that the connectivity and capacity of the
individual components of the transportation
network are consistent with their use.
 Standardize street signs and signals in accordance
with the latest revision of the Manual on Uniform
Traffic Control Devices (MUTCD).
 Improve and/or add signage to provide proper
information for both residents and visitors.
 Improve access to regional airports (Hot Springs
and Little Rock).
 Continue to provide a transportation network that
provides inviting access from surrounding
communities.
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 Support the development of major truck routes
that will minimize disruption to local travel as well
as improve the efficiency for the freight industry.
 Promote intermodal transportation, including
railway where practical, to all major commercial,
medical, business, and entertainment centers from
both within and outside the region.
 Encourage the effective and proper maintenance of
local and state transportation facilities.
 Encourage the coordination and integration of
existing modes of transportation.
 Utilize Intelligent Transportation Systems (ITS) and
other technologies to reduce congestion, improve
safety, improve traffic flow, and enhance public
transportation.
 Manage access to and from adjacent property on
key corridors in order to improve vehicular and
pedestrian safety and safeguard the investment in
those facilities by protecting traffic capacity.
Goal 4 – Transportation/Land Use Compatibility:
Promote consistency between the transportation
network and the use of the area it is designed to
serve.
Goal 4 Objectives:

 Improve the planning process to better incorporate
an overall street master plan with regards to future
growth.
 Facilitate the location of specific industries in
certain areas by providing a transportation network
that accommodates development.
 Continue to promote tourism by improving and
constructing efficient, appealing roadways that are
easily navigable by those not familiar to the area.

 Encourage the development of mixed use zoning
which allows residents and visitors alike to live,
work, and play without having to drive a vehicle and
which promotes bicycle and pedestrian travel.
 Encourage local governments and private
developers to consider all modes of transportation
(pedestrian, transit, and bicycle) in the
development process.
 Encourage more efficient use of the existing
transportation network through methods that
manage the flow of traffic on existing streets
(Transportation Network Management) to optimize
performance of the region’s transportation
network.
Goal 5 – Natural and Cultural Environment:
Protect the area’s natural and cultural assets by
developing a transportation network that enhances
the landscape and provides a friendlier mode of
travel.
Goal 5 Objectives:

 Support the development of a transportation
network that preserves and enhances the historic
and recreational resources of the area.
 Preserve the natural resources of the area through
protection of existing resources and mitigation of
any that are removed or affected as a result of
improvements.
 Support the design of transportation improvements
that least impact the natural environment while
providing an effective and aesthetically pleasing
means of transportation.
 Preserve and enhance scenic views of historic
cultural and other attractive features.

 Support the development of the transportation
network that minimizes the negative impact to the
area it serves and enhances the quality of life for
residents and visitors alike.

 Improve and/or provide alternate sources of
transportation such as bike lanes, sidewalks, trails,
etc. to promote reduction in traffic, CO2 emissions,
and improved health and enjoyment for residents
and visitors.

 Utilize access management techniques to
consolidate and limit the number of access points
to arterial and major collector streets to reduce
congestion and improve traffic flow.

 Improve the functionality and aesthetics of existing
roadway crossings to encourage pedestrian traffic
while providing a safe environment at such
crossings.

Alliance Transportation Group, Inc.

2‐19

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

 Promote additional crosswalks that provide for the
safe crossing of pedestrians that are elderly,
disabled, visually impaired, etc.
 Encourage alternate fuel sources for city operated
fleets and transit services and other vehicles to
minimize impact to the environment.
 Advocate the preservation and enhancement of
cultural, historic, and recreational resources in
developing a transportation network.

Goal 7 Objectives:

 Support the development of programs to facilitate
the maintenance of the existing transportation
network.
 Support state agencies responsible for
implementing programs to assist the region with
needed transportation improvements.
 Continue to work with local and county officials
regarding the promoting, planning, funding, and
construction of all area improvements to the
transportation network.

 Encourage the protection of wetlands and other
natural resources in the planning and design of new
transportation facilities with appropriate mitigation
to be required for unavoidable impacts.

 Promote the safety and security of the transit
network.

 Promote energy efficiency and conservation in the
movement of people and goods.

 Promote the development of intermodal facilities
for easy movement of people and goods.

Goal 6 – Public Participation:
Provide the area the opportunity for participation
and ensure transparency in the planning and
modification of the regional transportation
network.
Goal 6 Objectives:

 Operate transparently in considering proposed
changes or additions to the transportation network
through publications and public meetings and
provide them with an efficient means to respond.
 Promote neighborhood meetings when changes or
additions to the transportation network will directly
or indirectly affect the area.
 Consider the individual needs of the area based on
public comment when developing a network to
serve that area.
 Promote the development of citizen committees
that bring ideas and requests to the proper
planning authorities.
 Promote the development of a network that is
mutually beneficial to all those who utilize it,
regardless of social or economic class.
Goal 7 – System Management:
Provide direction for the preservation of the
existing transportation network and planning of
future improvements.
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 Ensure that roadways and the public transportation
network adequately connect existing employment,
medical facilities, educational institutions,
commercial centers, and housing.
 Encourage improved access to more and better
transportation choices and serve special needs for
all people, including people of all ages and abilities.
 Enhance mobility and support the use of alternative
transportation modes by encouraging improved
accessibility to public transportation, carpooling,
bicycling, and walking.
Goal 8 – Complete Streets:
Design streets to accommodate all users, including
motorists, pedestrians, cyclists, transit riders, and
people of all ages and abilities.
Goal 8 Objectives:

 Recognize that auto, transit, and bicycle users are
all pedestrians at either end of every trip. Provide
aesthetically pleasant and diverse experiences for
pedestrians.
 Promote pedestrian friendly design and the
inclusion of pedestrian facilities within land
development and redevelopment.
 Encourage compact and mixed land uses.
 Encourage neighborhood oriented commercial
uses, parks, and schools within safe and easy
bicycling or walking distance from residential areas.
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 Ensure that identified functional classification and
capacity of streets are consistent with adjacent land
use patterns.
 Design a local street network to complement
planned land uses and reduce dependence on
major streets for local circulation and on local
streets for regional travel.
 Utilize traffic calming techniques, where
appropriate, to mitigate the impact of increasing
traffic volumes and speeds on local streets.
 Encourage street connectivity to create a
comprehensive, integrated, connected network for
all modes.
 Encourage non‐motorized (active) transportation to
promote livable and sustainable neighborhoods.
Goal 9 – Transit:
Provide safe, reliable, comfortable, clean, efficient
public transportation to the citizens and visitors to
the Tri‐Lakes metropolitan area.
Goal 9 Objectives:

 Be the best small transit operation in the Federal
Transit Administration (FTA) Region 6, a five‐state
region containing Texas, Oklahoma, Arkansas,
Louisiana and New Mexico— through constant
training, updating operations, developing a modern,
updated look, and updated routing.
 Expand the operation to serve as many people as
possible.
 Improve efficiency of operation through combining
Paratransit with Fixed Route.
 Be an active proponent for high‐speed
transportation from Little Rock.
 Explore methods of providing downtown and
National Park transportation for visitors and Tri‐
Lakes area citizens.

 Major commercial, medical, and governmental
buildings should be positioned on transit routes.
 Identify opportunities and implement strategies
that encourage coordination among public and
human service providers.
Goal 10 – Non‐Motorized Modes:
Ensure safe, accessible, and convenient mobility for
pedestrians and bicyclists through an
interconnected network.
Goal 10 Objectives:

 Coordinate local (City of Hot Springs Master Trails
Plan), regional, and interstate bicycle routes
 Pursue the development of utility corridors as off
road non‐motorized transportation routes.
 Develop interconnected trails network.
 Encourage construction of sidewalks for all new
developments.
 Encourage and support amendments to the Street
Specification Standards to incorporate pedestrian
and bicycle facilities.
 Encourage bicycling and walking as safe and viable
modes of transportation.
 Encourage community participation and support of
federal and state programs which promote trails,
transit, and safe routes to school.
 Encourage compact mixed‐use land use to promote
active transportation and sustainable communities.
 Add or improve sidewalks, create safe crossings,
add ADA‐compliant ramps, and modify signalization
at intersections where needed.
 Provide safe pedestrian crossings to existing major
barriers to walking, such as drainage ditches, where
no pedestrian amenities exist.
 Improve and install adequate signage and markings
of all bike routes to minimize potential conflicts.

 Employ Intelligent Transportation Systems as they
are developed and as funding becomes available.
Present examples are; talking buses, electric
fareboxes, on‐board cameras, and swipe cards.

 Encourage facilities for bicycle storage.

 Interconnect transit system with other modes of
transportation.

 Investigate the reuse of abandoned rail corridors
for bicycle and pedestrian trails.
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 Encourage employers to provide shower facilities.
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Creating Measures of Effectiveness
Establishing the vision and goals for the MTP planning
process is meaningless unless a method is put in place
to evaluate whether the chosen transportation
improvements meet the community's goals.

Project Scoring Criteria
Based on the combined results of the individual and
group criteria ranking activities described above in the
public visioning workshop discussion, a final criteria
ranking was developed for evaluating the
transportation system. These criteria not only comply
with federal and state mandates, but also reflect local
values. The final ranking is shown in Table 2 ‐ 4.
Table 2 - 4: Final Criteria Ranking
Criteria

Rank

Improve Safety

1

Improve Quality of Life

2

Reduce Congestion

3

Support Economic Goals

4

Protect Environment

5T

Promote Efficiency

5T

Improve Access

7

Increase Connections

8

Increase Multi‐Modal Options

9

Conserve Energy

10

Connect Modes of Travel

11

Improve Security

12

Support Land Use Goals

13

Preserve Right‐of‐Way

14

Based on these criteria, the study team created a set of
weighted performance criteria that were used to assess
how well the community’s vision and goals will be met
by proposed transportation improvements.

Alliance Transportation Group, Inc.
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3

Identification of Regional
Transportation Needs

In order to determine transportation needs that the
MTP would address, the study team conducted a
deficiencies analysis of the transportation system within
the Tri‐Lakes area. Current land use and economic
development plans in the region factored into the
analysis, as did information gathered from the public
visioning and engagement processes.
The needs assessment included both quantitative and
qualitative evaluation of the transportation system for
2010 as well as for the forecast year 2040. The technical
roadway analysis relied on a combination of the
Arkansas Statewide Travel Demand Model and a level of
service analysis where there was no model coverage to
identify deficiencies in the roadway network, while
quantitative and qualitative approaches were used to
analyze the non‐roadway elements of the
transportation system. As a result, this chapter is
divided into roadway and non‐roadway needs
assessments.
While the MTP update process used demographic
forecasts throughout the needs analysis, the data was
most relevant to the proper functionality of the travel
demand model. Therefore, the demographic estimation
and forecasting methodology is discussed in the
roadway needs assessment section.

Roadway Needs Assessment
Current travel patterns, in combination with defensible
assumptions regarding demographic and
socioeconomic trends, are used to create estimates of
future travel patterns. Travel demand models use
demographic forecasts and estimate future demand on
the transportation network both from vehicles as well
as alternative modes of transportation. The modeling
process identifies deficiencies on the roadway network
that are currently occurring and those that are likely to
occur in the future.
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Travel Demand Model
Travel demand forecasting quantifies the existing and
future interaction between supply and demand on the
transportation system. The supply of transportation is
represented by the characteristics of the roadway
network, while the demand for transportation is
created by the separation and intensity of urban
activities. Land use forecasts provide estimates of
where people will live and where businesses will locate
in the future. These forecasts include the intensity of
activity anticipated, such as the number of households
or employees, and socioeconomic characteristics, such
as income level and household size, which are prepared
for small geographic areas called traffic analysis zones
(TAZs). The service characteristics of the roadway and
land use forecasts are direct inputs to the travel
demand model.
The TL‐MPO 2040 MTP used the Arkansas Statewide
Travel Demand Model (AR TDM) to perform the
roadway deficiencies analysis. The AR TDM is a variation
of a traditional four‐step travel demand model that uses
separate processes for developing trip generation, trip
distribution, and mode choice for both passenger and
freight trips, and then uses a time‐of‐day assignment
procedure to generate trip tables for four time periods
(AM peak, mid‐day, PM peak, and nighttime).

Socioeconomic Data Development
Planning for a transportation system that addresses
community needs over 25 years requires an
understanding of how regional growth patterns will
impact use of the transportation system in the future.
Factors including the location of residences and
employment centers, income levels, and household size
– among others – influence the frequency with which
people use the transportation system, as well as the
patterns of travel across the region. Therefore,
forecasting these transportation needs to the 2040
horizon year is one component of the long‐range
planning effort to update the TL‐MPO MTP. The
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following section discusses the process used to forecast
regional demographics for the 2040 planning horizon
year.
Base Year

Prior to forecasting demographics (population and
employment) to the year 2040, a base year for which
existing demographic and land use data is available is
first established. The purpose of selecting the base year
is to provide a starting point from which to project
population and employment growth. For the 2040 MTP,
the year 2010 was selected as the base year.
Data Collection

After the base year was established, the project team
collected historic and projected demographic data in
order to establish growth trends. Table 3 ‐ 1 shows the
sources of information from which historical and
projected population and employment data were
collected. Data were collected at the county level and
then in later steps refined to reflect only the TL‐MPO
study area.
Table 3 - 1: Demographic Data Sources
Data Type

Population

Employment

Source









U.S. Census Bureau
Arkansas State Data Center
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model
U.S. Census Bureau (LODES Data)
Arkansas Workforce Services
Woods and Poole Economics
Arkansas Statewide Travel Demand
Model

Census Data

The decennial census is conducted once every ten years
and represents the only complete enumeration of the
population. Data is available at a variety of geographic
levels. The smallest geographic level for which data is
available is the census block. In urbanized areas, a
census block may cover only a few city blocks, while in
rural areas where there are significantly fewer
households, a census block may cover many square
miles. Census block‐level data provides demographic
information at a level of detail appropriate for use in
metropolitan transportation planning.

Alliance Transportation Group, Inc.

Arkansas State Data Center

Each U.S. state has a State Data Center (SDC), which
serves as the official representative of the U.S. Census
Bureau. The Arkansas SDC is housed at the University of
Arkansas at Little Rock, and currently has Census 2010‐
based population projections through the year 2065 for
each county in Arkansas. The Arkansas SDC produces
three estimates of future population based on varying
confidence limits and projection techniques.
Woods and Poole Economics, Inc.

Woods and Poole Economics, Inc. is a firm specializing
in long‐term county economic and demographic
projections. The database is updated annually and
contains information and projections on more than 900
demographic variables. Each variable is projected for
each year through the year 2050.
Arkansas Workforce Services

Arkansas Workforce Services data identifies employees
by place of employment and employment type (basic,
retail, service, education). To ensure consistency, the
resulting information was compared with the other
sources of employment data.
Arkansas Statewide Travel Demand Model

The demographic inputs used in the Arkansas Statewide
Travel Demand Model (AR TDM) were prepared using
compiled required datasets and procedures to reduce
the potential for human error during estimation.
Datasets used to develop the control totals for the AR
TDM include the U.S. Census Bureau 2010 Decennial
Census, Woods and Poole Economics data, U.S. Bureau
of Labor Statistics Quarterly Census of Employment and
Wages data, and U.S. Census Bureau’s County Business
Pattern data.
Historical Trends

Demographic forecasting is dependent upon observing
and analyzing historical growth trends prior to
projecting future regional figures.
Population

Historical population data for Garland and Hot Spring
counties were gathered from the U.S. Census Bureau.
Table 3 ‐ 2 shows population totals at the county level
between 1970 and 2010. The annual growth rates for
the ten‐year periods were also analyzed, showing that
both counties have seen fluctuation in growth rates
historically, with the highest growth rates occurring
between 1970 and 1980. When compounded annually,
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growth rates for each county were between 1% and
1.5% for the entire 40‐year period.
Employment

Historical employment data from Woods & Poole dating
back to 1980 is shown in Table 3 ‐ 3. Again, the
framework that historical data provides makes it easier
to determine if future projection totals are reasonable.

Historic Census employment (LODES) data was also
reviewed. However, as the data collection and analysis
methodology differed between analysis years, the
information was only used for order‐of‐magnitude
guidance. The change in employment growth rate by
decade was reviewed and analyzed as well, showing the
highest annual employment growth rates occurred in
both counties between 1990 and 2000.

Table 3 - 2: Garland and Hot Spring County Historical Population
County

1970

1980

1990

2000

2010

Garland
Hot Spring

54,131
21,963

70,531
26,819

73,397
26,115

88,068
30,353

96,024
32,923

Table 3 - 3: Garland and Hot Spring County Historical Employment
County

1980

1990

2000

2010

Garland
Hot Spring

31,740
9,240

35,660
9,590

47,230
11,180

51,170
11,710

Geographic Data Refinement

Because the MPO study area does not include all of
Garland and Hot Spring counties, it was necessary to
refine the base year and forecasted demographic
figures to reflect the proportion of population and
employment that falls within the study area. These
figures were then analyzed to identify reasonable MPO‐
area control totals.
The AR TDM geographic and demographic data served
as the primary instruments for this process. First, the
geographic area was refined using the model’s traffic
analysis zones (TAZs) by isolating only the TAZs that
intersect the MPO boundary. For any TAZs that fall
partially within and partially beyond the boundary, the
percentage of TAZ acreage within the study area was
calculated; then a review of aerial imagery was
conducted to confirm whether the land area
percentage reasonably reflected the population and
employment estimates. If not, the imagery was used to
determine what proportion was appropriate. The
resulting percentages were applied to the TDM
demographic information and added to any applicable
special generator employment to find the AR TDM
MPO‐area population and employment control totals
for the base year.
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The county‐level data were then narrowed to the MPO‐
area using the population and employment allocation
totals. To do this, the percentage of Garland and Hot
Spring County population and employment that fall
within the MPO study area was calculated using the AR
TDM data for the base and forecast years (the results of
this step are shown in Table 3 ‐ 4). These population
and employment percentages were then applied to the
county‐level data for each county to produce
comparable base and forecast year figures from the
various data sources. These base year and forecast
scenarios by data source are shown in Figure 3 ‐ 1 and
Figure 3 ‐ 2.
Table 3 - 4: Percent of Garland and Hot Spring
County Population and Employment within
the TL-MPO Study Area
Year
2010
2020
2030
2040

Garland County
Population
93.65%
93.67%
93.68%
93.69%

Employment
97.35%
97.35%
97.34%
97.33%

Hot Spring County
Population
1.75%
1.75%
1.74%
1.74%

Employment
2.23%
2.19%
2.15%
2.11%

Base Year Population and Employment

The base year population for the MPO area, gathered
from 2010 Census data contained in the AR TDM, was
90,503. The base year employment control total, also
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gathered from the AR TDM, was 38,313. According to
the AR TDM Socio‐Economic Data Report, base year
employment was calculated using 2010 U.S. Census
County Business Pattern employment estimates, Census
farm employment estimates, and Woods and Poole
government employment estimates.
Future Year Projections and Anticipated Growth
Trends

As noted above, available demographic forecast data
were obtained from the Arkansas State Data Center,
Woods & Poole, and the Arkansas Statewide Travel
Demand Model (AR TDM). An additional set of
population projections was produced using the Census
10‐year growth rate from 2000 to 2010. Additional sets
of employment projections were calculated using the
average between Woods & Poole and AR TDM data and
using the average growth rate from 1990 to 2014 AR
Workforce Services data.

Population

Figure 3 ‐ 1 shows the population projections produced
from each of the different demographic forecasting
sources. State Data Center and Woods & Poole data
predict the anticipated population for Garland and Hot
Spring counties. Each data set was available for the
horizon year of 2040. Both data sets predict growth in
the MPO‐area, but State Data Center projections are
lower than Woods & Poole and the AR TDM.
Employment

Figure 3 ‐ 2 shows the range of employment forecasts
produced from the various data sources. The forecast
information from all data sources indicates continued
employment growth in the MPO study area through
2040. However, Woods & Poole forecasts are notably
higher than those produced using other sources.

Figure 3 - 1: TL-MPO Area Population Scenarios by Data Source

TL-MPO Area Population Scenarios by Data Source
130,000
125,000
120,000
115,000
110,000
105,000
100,000
95,000
90,000
AR TDM

2010
90,503

AR SDC

90,666

93,537

96,398

99,350

Census

90,503

101,825

113,525

125,439

WP 2014

90,687

102,620

115,009

126,827

WP 2015

90,662

99,793

112,299

124,166
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2020
102,410

2030
114,775

2040
126,569
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Figure 3 - 2: TL-MPO Area Employment Scenarios by Data Source

TL-MPO Area Employment Scenarios by Data Source
85,000
80,000
75,000
70,000
65,000
60,000
55,000
50,000
45,000
40,000
35,000
AR TDM

2010
38,313

2020
43,928

2030
50,546

2040
57,802

AR WFS

37,844

40,854

44,101

47,607

AR TDM-WP Avg

40,289

46,697

54,120

62,725

WP 2014

50,135

58,372

68,263

79,296

WP 2015

50,077

58,330

67,880

77,063

Final Control Totals

Based on analysis of the various historical and forecast
source materials and their associated growth rates and
employment/population ratios, it was determined that
the AR TDM provided the most reasonable population
and employment control totals for the TL‐MPO study
area. The methodology used to develop the AR TDM
demographic figures, having been certified and
approved by the state, provides a reasonable and
defensible process for demographic data development
for use in the TL‐MPO 2040 MTP. Table 3 ‐ 5 shows the
final base year and forecast year control totals for the
TL‐MPO study area, along with corresponding
employment to population ratios.
Table 3 - 5: TL-MPO Area Final Population and
Employment Control Totals and Ratios
Year

Population

Employment

Ratio – Emp/Pop

2010

90,503

38,313

0.4233

2020

102,410

43,928

0.4289

2030

114,775

50,546

0.4404

2040

126,569

57,802

0.4567

relatively consistent. As shown in Table 3 ‐ 5, the ratios
for the TL‐MPO area indicate employment will grow at a
slightly faster rate than population through 2040. This
was determined to be a reasonable assumption given
continued growth in the tourism, retail, and medical
sectors within the TL‐MPO area.
Areas of Anticipated Growth

Based on model projections, regional population
growth experienced over the next 25 years is expected
to concentrate in a few areas including Hot Springs
Village, eastern Hot Springs, the western edge of Hot
Springs extending into Garland County, and along U.S.
Hwy 270 near Diamondhead. Figure 3 ‐ 3 illustrates
these growth areas in terms of current and anticipated
regional population densities.
While population densities are expected to increase in
many areas outside the city limits of Hot Springs,
employment density is anticipated to increase primarily
within Hot Springs’ city limits as illustrated by Figure 3 ‐
4.

Though population and employment totals will change
over the time period studied for this MTP update, the
employment‐to‐population ratios should remain
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Figure 3 - 3: Study Area 2010 and 2040 Population Densities
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Figure 3 - 4: Study Area 2010 and 2040 Employment Densities
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Roadway Deficiencies Analysis
A deficiencies analysis is the process of identifying
future transportation infrastructure needs based on
observing how well a roadway is performing or
anticipated to perform based on available data.
Roadway level of service (LOS) is one indicator of
roadway performance, ranking the quality of the flow
rate along a given section of road using a letter‐grade
scale, with LOS A being the best flow rate and LOS F
representing completely congested flow synonymous
with system failure. LOS can be expressed through
volume to capacity (V/C) ratios; for example, if Link A
has a volume of 4,000 vehicles and a capacity of 8,000
vehicles, dividing the volume by the capacity yields a
V/C ratio of 0.50. This ratio indicates that there is
remaining capacity on Link A.
The analysis performed for this MTP update utilized V/C
ratios contained in the Arkansas Statewide Travel
Demand Model along with available volume and
capacity data for other roadways in the area. The
analysis results are illustrated in Figure 3 ‐ 5 and Figure
3 ‐ 6, and indicate congestion along key regional
roadways may increase over time if no improvements
are made to the system.

Crash Analysis

The roadway deficiencies analysis supplemented
roadway performance information described above
with data provided by AHTD’s statewide crash database
to develop a holistic analysis of roadway performance in
terms of both congestion and safety. Understanding
where crashes have occurred and what conditions may
have contributed to them can help officials develop
strategies, protocols, and modifications to
infrastructure to mitigate future incidents.

The analysis focused on the number of crashes at
individual locations, crash severity, roadway conditions,
and the involvement of speed or influence of
substances. Among other conclusions, the analysis
indicated the following:
 93% of crashes in Garland and Hot Spring counties
occurred within the city of Hot Springs.
 81% of crashes occurred under dry road conditions.
 Over 75% of crashes occurred during daylight.
 136 crashes (less than 1%) resulted in at least one
fatality; 3% resulted in an incapacitating injury.1
 About 7% of crashes involved drugs or alcohol.
Table 3 ‐ 6 and Figure 3 ‐ 7 show the top crash
intersections in the TL‐MPO area. All 20 intersections
are located in or near the city of Hot Springs, and 10 of
the 20 are located along Central Avenue.
Table 3 - 6: Top 20 Crash Intersections
Top 20 Crash Intersections
Central Ave at Crawford
US Hwy 70 at Cooper
Central Ave at Grand
Central Ave at Temperance
Avenue
Hill
Central Ave at Buena Vista
US Hwy 270 at N. Mission
Central Ave at Fountain
US Hwy 70 at Hazel
Higdon Ferry Rd at
Central Ave at Cornerstone
McCauley
Central Ave at Pakis
US Hwy 270 at Central Ave
US Hwy 270 at Carpenter
US Hwy 70 at US Hwy 270
Dam Rd
US Hwy 270 at Airport
US Hwy 70 at Adcock
Higdon Ferry Rd at
Central Ave at Mall St
Woodlawn
US Hwy 270 at Thornton
Central Ave at Werner
Ferry

Between 2008 and 2012, there were a total of 20,430
crashes in the study area. The majority of these crashes
took place between the hours of 8AM and 8PM. Angle
and rear end crashes comprised the majority of crash
types in the region. Neither adverse weather
conditions, influence of substances, nor speeding were
significant factors in most crashes. Based on this
analysis, many crashes could potentially be attributable
to traffic volumes, particularly during rush hours.

This analysis examined crashes from the years 2008
through 2012 in both Garland and Hot Spring counties.
1

An incapacitating injury is a non‐fatal injury which prevents
the injured person from walking, driving, or normally
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continuing activities the person was otherwise capable of
performing before the injury.
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Figure 3 - 5: 2010 and 2040 AM Roadway V/C Ratios
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Figure 3 - 6: 2010 and 2040 PM Roadway V/C Ratios
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Figure 3 - 7: Study Area Top Crash Intersections

US Highway 270/70 Bypass (MLK
Expressway Extension) Analysis
In addition to the roadway deficiencies analysis
described above, an analysis was conducted using the
AR TDM to determine the potential traffic impacts of
the proposed US 270/70 Bypass, which would extend
MLK Expressway north to the SH 7/SH 5 junction. The
analysis focused on traffic impacts at multiple points
within downtown, approaching downtown, and
bypassing downtown; and also examined the effect of
the bypass on travel time and vehicle delay through
downtown. These locations, along with the proposed
bypass, are shown in Figure 3 ‐ 8.
The analysis results indicate the traffic impacts listed in
Table 3 ‐ 7.
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Table 3 - 7: Bypass Traffic Impacts
For Roadways Approaching Downtown
Traffic on Gorge Rd would decrease by 20%.
Traffic on Grand Ave would decrease by 12%.
Traffic on Hwy 7 would decrease by 18%.
For Downtown Roadways
Traffic on Hwy 7 downtown would decrease by 7%.
Traffic on Central Ave downtown would decrease by 4%.
Traffic on Grand Ave downtown would decrease by 0.2%.
For Roadways Bypassing Downtown
Traffic on Hwy 7 N would increase by 11%.
Traffic on MLK Expy would increase by 29%.
The bypass would attract over 9000 vehicles daily.

Overall, analysis results show the bypass would improve
travel time in both directions through downtown Hot
Springs and reduce vehicle delay.
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Figure 3 - 8: US Highway 270/70 Bypass Analysis

The results of the roadway needs assessment indicate
that some important roadway sections are expected to
experience operational deficiencies in the future. The
analyses indicate that anticipated traffic from growth
and development will be more than the currently
committed improvements can accommodate in some
areas. There is typically a long lead‐time required to
select, prioritize, design, and build transportation
improvements to address shortcomings. Many factors
must be considered when selecting projects to mitigate
these deficiencies, and the results of the roadway needs
assessment process is only one tool to consider.
Chapter 4 will describe how these results were used to
prioritize projects for consideration in the MTP.

Non-Roadway Needs Assessment
While the travel demand model and crash data provide
quantitative tools to identify deficiencies and needs
Alliance Transportation Group, Inc.

within the roadway portion of the transportation
network, they are less effective at describing
deficiencies for other elements of the transportation
network. This section discusses the analysis methods
used to identify deficiencies and needs for the transit
system, bicycle and pedestrian network, freight users,
and interregional passenger transportation system.

Transit Deficiencies Analysis
Public transportation is a vital component of the
transportation system, serving to increase mobility,
enhance accessibility, and offer transportation
alternatives to members of the community. This section
describes the process of using a Geographic
Information System (GIS) assessment to explore the
current state of transit in the Tri‐Lakes MPO study area,
focusing on regional public transportation service in
relation to the location of activity centers, employment
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opportunities, and population concentrations. The
analysis identified service gaps based on the results of
the spatial analysis as well as feedback received during
the public visioning and local stakeholder consultation
meetings.
Existing System

Intracity Transit (IT) is the public transportation
provider serving the City of Hot Springs. The service is
owned and operated by the city, while First Transit, LLC
manages the contract. IT provides fixed‐route and
paratransit services in compliance with the Americans
with Disabilities Act (ADA) of 1990.
Fixed-Route Service

Fixed‐route transit service refers to buses that operate
on schedules along pre‐defined routes. Passengers get
on and off buses at designated stops along each route.
Three fixed routes serve the IT service area: Route One
(Blue), Two (Red), and Three (Green). Each route begins
and ends at the Transportation Plaza in downtown Hot
Springs.
 Route One (Blue) – The Blue route operates south
of the Transportation Plaza along Central Avenue
and Higdon Ferry Rd. The southernmost stop on the
route is at Hot Springs Mall. As it moves north along
Central Avenue, it serves several destinations
including Walmart and Market Place before
returning to the Transportation Plaza.
 Route Two (Red) – The Red route operates east to
west beginning at the Transportation Plaza. The
westernmost stop on the Red route is at Mid‐
America Park. The route has five additional stops
heading east before returning to the Transportation
Plaza. Of the three routes, this is the only one that
extends beyond the city limits of Hot Springs into
Garland County.
 Route Three (Green) – The Green route is the most
complex of the three fixed routes, but generally
serves areas north and east of downtown Hot
Springs. It begins at the Transportation Plaza, heads
to its northernmost stop on Park Ave, heads west to
Whittington/Woodfin, returns east and then moves
southwest to National Park Medical Center before
returning to the Transportation Plaza.
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Figure 3 ‐ 9 shows the layout of the three routes and
stops along each in relation to major destinations. Small
route deviations, which extend the service areas, are
available upon request. Each IT route operates on an
hourly headway, meaning each stop is served once per
hour during regular service operation. According to the
National Transit Database, IT provided 175,752 one‐way
trips on its fixed route service in 2013, the most recent
year for which data was available at the time of writing
this document.
Fixed‐route weekday service operates Monday through
Friday between 6:10 AM and 6:00 PM. Weekend service
operates Saturday between 10:10 AM and 6:00 PM.
Buses do not operate on Sundays or on the following
holidays: New Year’s Day, Memorial Day, Independence
Day, Labor Day, Thanksgiving Day, and Christmas Day.
Table 3 ‐ 8 shows the fare structure used on IT’s fixed‐
route service. IT offers single ride fares, monthly passes,
and coupon books arranged on a sliding fee scale
dependent upon a rider’s age or disability status. Single
fares are good for a one‐way trip and transfers are free
upon request to the bus driver. Monthly passes are
valid for 30 consecutive days from the date of issuance.
Coupon books contain coupons for ten rides.
Table 3 - 8: Intracity Transit Fare Schedule
Passenger
Single Ride
Adult / Youth (Age 7‐61)
Senior (Age 62 and older) / Individual with
Disability
Medicare Cardholder
Preschooler
Monthly Passes
Adult
Youth
Senior / Individual with Disability
Medicare Cardholder
Coupon Book
Adult
Youth
Senior / Individual with Disability
Medicare Cardholder

Price
$1.25
$0.50
$0.50
Free
$41.25
$27.50
$22.00
$22.00
$9.25
$6.25
$5.00
$5.00
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Figure 3 - 9: Intracity Transit Route Map

Source: Intracity Transit

Paratransit Service

IT also provides paratransit services to individuals with
disabilities under the Americans with Disabilities Act
(ADA). Curb‐to‐curb trips are provided to all origins and
destinations within the Hot Springs city limits and the IT
service area.
Individuals who request use of the service must live
within the IT service area, fill out an application form,
and be certified by IT to qualify for the service. Rides
must be requested at least one day in advance by
calling the reservation hotline, and trips are scheduled
on a first‐come, first‐served basis.
The one‐way fare for a paratransit trip is $2.50. Coupon
books containing ten rides are also available for $25.

2

http://www.cadc.com/sites/default/files/content/services/Tr
ansportation%20Brochure%202015.pdf
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Rural and Other Transit Providers

Central Arkansas Development Council

Outside the IT service area, transportation services are
provided by Central Arkansas Development Corporation
(CADC), which operates an on‐demand public
transportation service referred to as South Central
Arkansas Transportation (SCAT). The full range of SCAT
service is available in the portion of the TL‐MPO area
that falls within Hot Spring County.2
Additionally, CADC partners with the nonprofit Hot
Springs Village Transportation Group to provide
demand‐responsive transit service in Hot Springs
Village. The service operates three vans and rides cost
$4.00 each way.3

3

http://www.cadc.com/sites/default/files/content/services/
Volunteers%20Make%20the%20Difference%20in%20Transp
ortation.pdf
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Community Services Office

Community Services Office provides non‐emergency
medical transportation to older adults over the age of
65. Riders may receive transportation to doctor’s offices
within the City of Hot Springs. Transportation may also
be provided to offices just outside of Hot Springs city
limits on a preapproved basis.
Service Analysis

The transit deficiencies analysis explored the three
existing IT bus routes to determine how well they
provide access to activity centers and employment
destinations, and to determine what percentage of area
residents live within walking distance (1/4 mile) of the
service.

Table 3 - 9: Activity Centers
Name

Address

Destination
Type

CHI St. Vincent

300 Werner

Healthcare

National Park Medical Center

1910 Malvern

Healthcare

Levi Hospital

300 Prospect

Healthcare

St. Joseph's Mercy Health
Center
Central Arkansas Veterans
Healthcare System
National Park Community
College

200 McAuley

Healthcare

177 Sawtooth
Oak

Healthcare

101 College

College

Henderson State University

201 Market St

College

Hot Springs Mall

4501 Central

Shopping

Oaklawn Park

2705 Central

Recreation

1601 Albert Pike
Walmart

4019 Central
36041 N. Hwy 7

City of Hot Springs

133 Convention

Hot Springs School District

400 Linwood

Employment

ACCENT Marketing Services

1321 Albert Pike

Employment

Xerox Document Imaging

3315 Central

Employment

Berry Plastics Corporation

106 Delta

Employment

Garland County

649 Ouachita

Employment

Triumph Fabrications

1923 Central
4407 Central

Kroger

Activity Centers

The goal of a public transportation system is to increase
the mobility and accessibility of the residents in the
community. It is important, then, that the public
transportation system connects residents to popular
activity centers, which are destinations that attract a
large number of travelers. Activity centers include
employers, shopping centers, medical facilities, and
entertainment destinations, among other locations.
Table 3 ‐ 9 lists major activity centers in the TL‐MPO
area.

Alliance Transportation Group, Inc.

Employment/
Shopping
Employment/
Shopping
Employment/
Shopping
Government
Services

3341 Central
215 Airport

Employment
Employment/
Shopping
Employment/
Shopping
Employment/
Shopping

Lake Catherine Footwear /
Munro Corporation

190 Elmwood

Employment

US Forest Service

100 Reserve

Employment

AAR Aircraft Services

525 Airport

Employment

Arkansas Career Training

1055 Reserve

Employment

Arlington Hotel and Spa

239 Central

Employment

CGI/Arkansas Passport
Center

191 Office Park

Employment

Triumph Airborne Structures

115 Centennial

Employment

Magic Springs Water and
Theme Park

1701 East Grand

Recreation

Summit Arena

134 Convention

Recreation
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These activity centers were mapped along with the
existing bus routes and a ¼ mile walking distance buffer
surrounding each route. As shown in Figure 3 ‐ 10, 28
out of the 29 major activity centers identified in the city
of Hot Springs are located within ¼ mile of a public
transportation route, with the only exception being the

Arkansas Passport office. Two other activity centers not
located within walking distance of a bus line are located
in Garland County – a Walmart north of Hot Springs on
State Highway 7 (not shown on the map) and Lake
Catherine Footwear, located near Spencer Bay.

Figure 3 - 10: Current Route Service Area Activity Center Coverage

Population and Employment

The same buffer analysis technique was used to
determine the how well IT served the population base
within Hot Springs. The GIS analysis revealed that
21,516 people live within ¼ mile of the fixed route bus
service, meaning that 61% of the population of Hot
Springs lives within walking distance of transit. Given
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that the 2010 population of Garland County was
96,024, only 24% of all Garland County residents live
within walking distance of fixed‐route transit (it should
be noted, though that not all of Garland County falls
within the MPO study area). Figure 3 ‐ 11 shows the
spatial distribution of population density in relation to
IT’s bus routes.
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Figure 3 - 11: Current Route Service Area Population Coverage

According to the Census data, the city of Hot Springs
had a total employment of 25,816 jobs in 2010, while
Garland County had 35,252 jobs in 2010. The number of
jobs that fall within the ¼ mile buffer of fixed‐route
transit is 21,172, meaning that 82% of jobs in Hot

Alliance Transportation Group, Inc.

Springs and 64% of jobs in Garland County are
accessible by public transportation. Figure 3 ‐ 12 shows
the distribution of employment density in relation to
IT’s fixed‐route bus service.
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Figure 3 - 12: Current Route Service Area Employment Coverage

 Neighborhoods and employers south of the Green
route along US 270;

Based on local stakeholder recommendations, public
feedback, and current service gaps, conceptual bus
route extensions were developed to analyze the
potential impacts these extensions would have on the
transit coverage to activity centers, populations, and
employment areas. This analysis is provided in Appendix
B. It is important to note that extending the current
routes in any manner would require both additional
study and also significantly increased funding.

 Extreme northern and southern portions of Hot
Springs;

Bike and Pedestrian Facilities

 Hot Springs Village; and

The most productive transportation systems are those
that provide mobility options for all members of the
community. A truly multimodal transportation system
that accommodates pedestrians and bicyclists enhances
mobility for people of all ages and abilities and
promotes more active and healthy communities. In
order to identify strategies to enhance active

Public Transit Challenges and Opportunities

While the majority of Hot Springs residents and jobs are
located within ¼ mile of a bus route, there are areas of
population and employment density that do not have
direct access to public transportation. These service
gaps include:

 South of Lake Hamilton in Garland County.
In addition to these service gaps, other challenges
facing the transit system include improving paratransit
services and individual stop accessibility.

Alliance Transportation Group, Inc.
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transportation options in the Tri‐Lakes region, it is
important to first have a clear understanding of existing
conditions in the region. To this end, an assessment of
existing infrastructure and previous pedestrian and
bicycling planning efforts was undertaken for this study.
Additionally, deficiencies in the pedestrian and bicycling
network were identified through conversations with the
public and stakeholders in the active transportation
community, and an assessment of on‐the‐ground
conditions was conducted for 100 randomly‐chosen
locations throughout the region. The results of this
analysis are presented in this section.
Existing Conditions
Plans and Policies

A review of previously adopted plans and policies, as
well as ongoing planning efforts, related to pedestrians
and bicycling was undertaken for this study. These plans
are listed below; refer to Chapter 2 for a summary of
each plan.

National Park and across the Talimena National Scenic
Byway.
Existing and Planned Facilities

The Tri‐Lakes region has over 1,600 miles of roadways.
Of these, only a small percentage of roads have
dedicated bicycling and pedestrian facilities. Below is a
highlight of a few of the existing and planned bicycle
and pedestrian facilities in the region.
Bicycle Facilities

In Hot Springs:
 Central Avenue between Market Street and Park
Avenue includes shared‐lane markings (i.e.
“sharrows”), both northbound and southbound.
 Bike lanes on W. St. Louis Street between Central
Avenue and 3rd Street
 Bike lanes on Convention Boulevard between Grand
Avenue and Malvern Avenue.

 Hot Springs Area Bicycle and Pedestrian Master
Plan (2001)
 Tri‐Lakes MPO Bicycle and Pedestrian Master Plan
(2006)
 City of Hot Springs Comprehensive Plan Update
(2009)
 Hot Springs Area Metropolitan Planning
Organization 2035 Long Range Transportation Plan
(2010)
 AHTD Statewide Bicycle and Pedestrian Plan Update
 Memorandum of Understanding for Bicycling
Projects and Activities
 City of Hot Springs Complete Streets Policy (2015)
Additionally the study team reviewed plans for
implementation of the Southwest Trail, which is part of
the United States Bicycle Route System (USBRS), which
is a proposed network of bicycle routes to connect
urban, suburban and rural areas of the United States.
Plans for the Southwest Trail are currently being
developed through collaboration between city and
county governments, TL‐MPO, the Central Arkansas
Area Regional Transportation Study (CARTS), and AHTD.
The proposed trail stretches from Little Rock to Hot
Springs, crossing Garland, Saline and Pulaski counties.
Also included in the USBRS is Route 80, which will
eventually connect to Oklahoma through Hot Springs
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Trails

The Tri‐Lakes region has a renowned trails system that
is enjoyed by both locals and tourists. Below is a
highlight of some of the trails in the region.
 Approximately 2.5 miles of the 4.2‐mile Hot Springs
Creek Greenway Trail have been constructed. The
trail is comprised of a series of trail segments
including the Valley Street Creekwalk, Jaycee and
Friendship Trail and Hollywood Trail, as well as
other planned segments.
 Entergy Park trails
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 Hot Springs National Park includes an extensive
network of hiking trails, including the Falls Branch
Trail and the Sunset Loop Trail. Bicycling is
prohibited on these trails.
Needs Identification
Public Visioning and Stakeholder Consultation

A series of public visioning workshops and stakeholder
consultation meetings were held during the
development of this plan in order to gain an in‐depth
understanding of the region’s needs, including those
related to pedestrian and bicycling conditions. A diverse
set of stakeholders participated in these discussions,
with individuals representing pedestrians, recreational
and commuter cyclists, business owners, the elderly,
and elected officials, among others. Read more about
the public visioning process in Chapter 2 of this
document.
Main takeaways from the visioning workshops and
stakeholder consultation meetings as they relate to
pedestrian and bicycling conditions are summarized
below. A more complete discussion can be found in
Chapter 2.
 Participants suggested installing more speed signs
and warning lights, and limiting vehicle traffic
downtown to help improve safety.
 Group discussions regarding bicycling and
pedestrian infrastructure generally focused on a
lack of bike lanes and crosswalks in the region.
 Participants indicated that the infrastructure that
does exist is in poor condition.
 Road user behavior was identified as a safety
concern for the region.
 Lack of accessibility was also identified as a major
challenge for the transportation system.
 Stakeholders expressed concern over the likelihood
of incidents with pedestrians as a result of drivers
choosing alternate routes to bypass downtown
traffic.
 Stakeholders suggested constructing additional trail
facilities.
Pedestrian and Bicycling Conditions Assessment

To supplement the information gathered through the
public visioning workshops and stakeholder
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consultation meetings, a physical assessment of the
pedestrian and bicycling environment in the region was
undertaken through an evaluation of 100 randomly‐
chosen locations in the region representing diverse area
types (urban, suburban, rural, etc.) and a wide range of
street types (major arterials, neighborhood streets,
etc.). The results of this analysis, which are described
below, provide a high‐level summary of pedestrian and
bicycling deficiencies in the region.
Pedestrian Assessment

Pedestrian conditions for the 100 randomly‐chosen
locations in the Tri Lakes region were assessed using
evaluation criteria adopted from the Pedestrian
Environmental Quality Index (PEQI), a planning tool
developed by the San Francisco Department of Public
Health that allows planners to assign scores to locations
on the street network based on environmental variables
that either enhance or detract from favorable walking
conditions.
The PEQI utilizes a combination of qualitative and
quantitative indicators related to street and
intersection design, safety features, and adjacent land
uses to assign an overall PEQI score to the chosen
locations. Each location is then categorized by the
quality of its pedestrian conditions as either highest
quality, high quality, average quality, low quality or poor
quality. Figure 3 ‐ 13 below shows the results of the
PEQI assessment for the 100 locations in the Tri Lakes
region.
Results from the PEQI assessment suggest that the Tri
Lakes transportation system offers average conditions
for pedestrians. In fact, 62 of the 100 observed
locations returned a rating of "Average Quality", which
is defined as, "pedestrian conditions present but room
for improvement", by the PEQI methodology. In
addition, 24 of the locations received a "Low Quality"
rating, signaling that there were "minimal (pedestrian)
conditions" present.
Conditions frequently observed that detract from Tri‐
Lakes pedestrian environment include an incomplete or
missing sidewalk network, a lack of traffic calming
features or crosswalks, little to no pedestrian‐scale
lighting, and a lack of signage alerting drivers about
pedestrian crossings. Positive factors for walkability that
were observed include good overall tree coverage,
relatively low traffic volumes and quality pavement
conditions on sidewalks where they exist.
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Figure 3 - 13: Pedestrian Environmental Quality Index Analysis Results

Bicycling Assessment

Bicycling conditions for the 100 randomly‐chosen
locations in the Tri Lakes region were assessed using
evaluation criteria adopted from the Bicycling
Environmental Quality Index (BEQI), which was also
developed by the San Francisco Department of Public
Health. Similar to the PEQI, the BEQI utilizes a
combination of qualitative and quantitative indicators –
including presence of dedicated bicycling facilities,
pavement condition and vehicle speeds ‐ to assign an
overall score representing the quality of the bicycling
environment for individual locations. Figure 3 ‐ 14
below shows the results of the BEQI assessment for the
100 locations in the Tri Lakes region.
Results from the BEQI assessment suggest that the Tri
Lakes transportation network offers average to below
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average bicycling conditions, with 54 of the 100
locations returning an "Average Quality" BEQI rating.
"Average Quality", according the BEQI methodology, is
defined as, "bicycle conditions present but room for
improvement". In addition, 37 of the locations received
a "Low Quality" rating, signaling that there were
"minimal bicycle conditions" present.
Conditions frequently observed that detract from the
bicycling environment in the Tri Lakes transportation
system include a lack of bike lanes or other dedicated
facilities, a lack of bicycle parking at major destinations
and poor roadway visibility. Good tree coverage and
relatively smooth pavement conditions are factors that
contribute to a positive bicycling environment. While
elevation changes do exist, they are generally not
significant enough to detract from a positive bicycling
experience for most users.
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Figure 3 - 14: Bicycle Environmental Quality Index Analysis Results

Intermodal Freight Analysis
A healthy transportation system not only moves people
using roads, public transit, and non‐motorized
transportation, but it also moves goods efficiently
throughout the region. Intermodal transportation
facilities are key to the economic success of and quality
of life in the TL‐MPO study area. This section discusses
the current state of intermodal freight transportation in
the Tri‐Lakes region.
The majority of freight movement into and within the
Tri‐Lakes area is performed by heavy trucks, which is a
trend that is consistent with the rest of the state of
Arkansas and much of the country. As such, efficient
freight movement by truck is essential to the region and
the state. In addition to truck traffic, rail and air
transportation play a role in regional freight mobility.

Alliance Transportation Group, Inc.

Existing Conditions and Facilities
Truck Facilities

There are four interstate common truck carriers
operating in the region according to the Hot Springs
Metro Partnership. These carriers use the network of
state and federal highways to access regional
destinations as well as connect to nearby Interstate 30
to send and receive goods throughout the nation. Key
freight corridors include US Highways 70 and 270, as
well as State Highways 5, 7, 88, 128, 192, and 227.
As the TL‐MPO area continues to grow, so too will the
volume of trucks accessing regional roadways and
highways. Figure 3 ‐ 15 and Figure 3 ‐ 16 compare the
2010 and 2040 AM and PM peak total truck volumes
along major regional corridors as provided by the AR
TDM.
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Figure 3 - 15: 2010 and 2040 AM Truck Volumes
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Figure 3 - 16: 2010 and 2040 PM Truck Volumes
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The Arkansas Midland Railroad (AKMD) is a Class III
railroad owned by Genesee & Wyoming Inc. (G&W) that
operates between Mountain Pine and Malvern,
Arkansas. In addition to other G&W railroads in the
state, the AKMD railroad hauls approximately 35,000
carloads each year of a variety of commodities including
aluminum, forest products, aggregates, fuel, and carton
board.4 The AKMD branch serving Hot Springs and
Garland County offers a seamless connection to Union
Pacific’s primary Arkansas trunk line in Malvern,
offering access to the largest railroad network in the
country.

identify major freight generators in the region. These
consist of major distribution centers, mining operations,
and manufacturing companies with at least 100
employees, all of which are likely to generate large
volumes of freight traffic. The locations of shipping
entities – including FedEx, UPS, and the United States
Post Office – were also explored, as these locations are
likely to generate a significant amount of truck traffic.
Finally, given the ability of freight to be shipped by both
air and bus, Memorial Field Airport and the Greyhound
bus station in Downtown Hot Springs were included in
the analysis to form a multi‐modal understanding of
freight demand. Table 3 ‐ 10 and Figure 3 ‐ 17 display
the major freight generators in the TL‐MPO area.

Air Facilities

Table 3 - 10: Regional Freight Generators

Rail Facilities

Memorial Field Airport is a general aviation airport with
two asphalt runways located southwest of downtown
Hot Springs near Lake Hamilton. According to the
Federal Aviation Administration, Memorial Field Airport
had 2,904 enplanements in 2013. The airport is host to
100 based aircraft occupying 70 hangars, while the
airport’s 77 tenants represent an annual payroll of
more than $6.5 million.5

Business Name
Munro &
Company
Delta Rexam, Inc.
United States
Postal Service
Alliance Rubber
Company, Inc.

Intermodal facilities are those where people or goods
transfer between modes, such as rail‐to‐truck transfer
facilities. Intermodal connectivity results in a seamless
transportation system where people and goods can
travel in the most efficient manner possible. According
to a survey published by the Federal Highway
Administration (FHWA), the Hot Springs Urbanized Area
(which comprises a significant portion of the MPO study
area) does not have any major intermodal facilities.6

Postal Service

406

United Parcel
Service
FedEx Freight, Inc.

General Freight

Window Mart, Inc.
Triumph
Fabrications
U.S. Natural
Resources, Inc.

Freight Generators

Employees

Rubber Product
Manufacturing
Aluminum Rolling
and Drawing
Plastics
Manufacturing
Aircraft Part
Manufacturing
Sawmill and
Woodworking
Machinery
Manufacturing
Messenger and
Delivery Service

Reynolds Foil, Inc.

Intermodal Facilities

Industry
Footwear
Manufacturing
Plastic Manufacturing

800
400

170
166
166
100

100

40
12

In order to understand the unique demands placed on
the transportation system by freight, it is important to

4

http://www.gwrr.com/operations/railroads/north_america/
arkansas‐midland‐railroad
5
City of Hot Springs, www.hotspringsairport.net/125/Airport
Alliance Transportation Group, Inc.

6

http://www.fhwa.dot.gov/planning/national_highway_syste
m/nhs_maps/arkansas/hotsprings_ar.pdf
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Figure 3 - 17: Regional Freight Generators

Freight Generators and Congestion

While congestion on the roadway network can be
detrimental to all users, it is particularly harmful to
freight traffic as increased travel times may lead to
higher costs of goods or decreased likelihood that
companies choose to locate facilities in the region. The
freight analysis explored the relationship between the
locations of major freight generators and congested
roadways in the region. This was done by overlaying the
locations of freight generators with the map of V/C
ratios explored in the roadway deficiencies analysis.
Figure 3 ‐ 18 and Figure 3 ‐ 19 show the proximity of
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freight generators to congested roads in both the AM
and PM peaks for 2010 and 2040.
Although at present the vast majority of freight
generators are located along uncongested portions of
the roadway network, future congestion in key areas
throughout the network may pose a challenge to
existing freight facilities. These include U.S. Highway
270 just east of U.S. Natural Resources, Inc.; Carpenter
Dam Road just south of Alliance Rubber Company, Inc.;
and roads near Window Mart, Inc. and Triumph
Fabrications.
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Figure 3 - 18: 2010 and 2040 AM Peak Freight Generators and V/C Ratios
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Figure 3 - 19: 2010 and 2040 PM Peak Freight Generators and V/C Ratios
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Crash Locations

Highways and railroads account for nearly all fatalities
and injuries involving freight transportation. Most of
these fatalities involve individuals outside of the freight
transportation industry, such as trespassers at railroad
facilities and occupants of other vehicles killed in
crashes involving large trucks. According to FHWA,
approximately 12% of all highway related fatalities in
2012 involved large trucks; however, freight‐related
fatalities have largely remained stable or declined
despite an increase in freight activity in recent
decades.7

which are all routes that also contain heavy volumes of
truck traffic. Although the crash data does not indicate
the types of vehicles involved in accidents, it is likely
that a notable portion of the crashes on these corridors
involve heavy commercial trucks.

Because the overwhelming majority of freight
transportation in the TL‐MPO area is conducted by
truck, the location of heavy truck traffic was explored in
relation to the location of observed crash hot spots.
Table 3 ‐ 11 shows the roadways in the region with the
highest volumes of truck traffic.
Table 3 - 11: Roadways with Heavy Truck
Volumes in 2010
Roadway
Grand Avenue (U.S. 70)
Park
Airport Road (U.S. 70)
State Highway 7
Malvern Avenue (U.S. 270)
Albert Pike (U.S. 270)
Higdon Ferry (State Highway
88)
U.S. Route 270
Central Avenue (State
Highway 7)
Summer Street
Dr. Martin Luther King
Expressway (U.S. 70/270)
Gorge Road (State Highway
7)
Carpenter Dam Road (State
Highway 128)
Mountain Pine Road (State
Highway 227)
State Highway 88

Peak Period
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning and Evening
Morning
Morning
Evening
Evening
Evening
Evening
Evening
Evening
Evening

As explored earlier, the 20 most common crash
intersections in Garland County are located along State
Highways 7 and 88 as well as US Highways 70 and 270,

Future Needs
Growth and increased freight movement are
anticipated to continue in the TL‐MPO area. During
public outreach for the 2040 MTP, concerned citizens
and local stakeholders noted several concerns related
to freight transportation consistent with the results of
the freight analysis. Concerns voiced during the
visioning process included the lack of intermodal
facilities and rail lines in the region and incompatibility
between local roads and large commercial trucks, and
the associated safety risks. In particular, trucks are in
conflict with the pedestrian and park atmosphere
downtown and on Central Avenue, and with campers
on Gorge Road. Therefore, it is a regional priority to find
another route for through truck traffic in the future.

7

http://ops.fhwa.dot.gov/freight/freight_analysis/nat_freight
_stats/docs/13factsfigures/pdfs/fff2013_ch5.pdf
Alliance Transportation Group, Inc.
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Interregional Passenger
Transportation

southeast of Hot Springs, just outside the MPO
boundary.

Interregional passenger transportation in the TL‐MPO
area is limited given the relatively small size of the
urban area and its proximity to larger regional hubs in
Little Rock.

Air Facilities

Memorial Field Airport currently offers daily passenger
air service to both Memphis and Dallas‐Fort Worth.
Charter and general aviation services are available as
well. The TL‐MPO area is within a one‐hour drive of
Little Rock National Airport, which offers daily non‐stop
service to 16 U.S. metropolitan areas.

Future Needs
Stakeholders and the public expressed concern about
the lack of interregional transportation facilities in the
TL‐MPO area. Specifically, stakeholders were concerned
about the lack of both passenger rail in the region and
direct air flights to Little Rock National, which would
greatly expand the number of national destinations that
could be reached by air from Hot Springs.
Additional concerns with air travel centered on the lack
of TSA personnel and security at the facility, where
there have been issues in the past. Additional security
concerns at the airport included the condition of the
South Central Arkansas Transit vehicles housed at the
airport. Several measures have been taken to alleviate
some of these security concerns, but stakeholders feel
concerns would be further mitigated by reestablishing a
TSA presence at the airport.

Source: City of Hot Springs

Existing Conditions and Facilities
Bus Facilities

Greyhound operates intercity bus service to Benton and
Little Rock from the Transportation Plaza in downtown
Hot Springs.
Rail Facilities

Although Amtrak does not offer passenger rail service
to the TL‐MPO area, the Malvern Amtrak station along
the Texas Eagle line is located less than one hour

Alliance Transportation Group, Inc.
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4

Needs Plan (Unconstrained)

It is virtually impossible to build added capacity projects
to address every need identified in the region. This is
the case not only because of funding constraints, but
also because some identified needs are best met
through the adoption of “no‐build” strategies.
Therefore, the MTP planning process included the
consideration of no‐build strategies such as travel
demand management, transportation system
management and operations, in addition to facility
construction projects.
This chapter provides a description of the process used
to develop a fiscally unconstrained plan for meeting the
transportation needs of the community. Given the
limited availability of funding to meet all of the needs
identified in the Regional Needs chapter, both “build”
and “no‐build” strategies to address unmet needs are
considered in the unconstrained plan. Applying fiscal
constraints to the process and creating a financially
constrained plan are described in Chapter 6.

No-Build Strategies to Address
Unmet Needs
Building new roads and adding capacity to existing
roadways not only come with high price tags, but these
projects often take years to go through the planning,
environmental, design, and construction phases. Given
the limited availability of funding for transportation
projects and rising congestion levels, state, regional,
and local agencies are increasingly relying on travel
demand management (TDM), transportation system
management and operations (TSM&O), and “Complete
Streets” strategies to improve the performance of
existing roadways. These strategies do not require the
construction of new roadways or additional lanes of
capacity, and therefore are often referred to as “no‐
build” strategies.
The following sections highlight regional TDM, TSM&O,
and Complete Streets efforts to date and provide
recommendations for incorporating best practices into
the transportation planning process. While the Tri‐Lakes
MPO is not directly responsible for implementing
transportation projects, it works closely with local
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member jurisdictions to explore and evaluate the
appropriateness of these strategies for reducing
congestion and improving the performance of the
existing transportation system.

Travel Demand Management
Travel demand management (TDM) strategies seek to
reduce congestion on existing roadways by reducing the
overall number of cars using roads or by redistributing
cars away from congested areas and peak periods of
travel. Encouraging the use of alternative modes of
transportation (such as transit, biking, or walking) and
increasing the number of travelers in each vehicle are
the primary ways in which TDM strategies reduce
single‐occupant vehicle demand on existing roadways.
Simply put, travel demand can be managed by providing
travelers with a wide range of choices for reaching their
destination.
With fewer funds available to address congestion
through new roadway capacity, TDM is a cost effective
means to improve use of the transportation system.
TDM strategies are designed to accomplish the
following:
 Improve mobility and accessibility by expanding and
enhancing the range and quality of available travel
choices;
 Reduce congestion and improve system reliability by
decreasing the number of vehicles using the
roadway system and by redistributing demand
away from peak periods and existing bottlenecks;
 Increase safety by addressing congestion, which is
generally related to higher occurrences of traffic
incidents; and
 Improve air quality by reducing the number of
vehicle miles traveled, thereby saving energy, and
decreasing the number of short trips that are
largely responsible for the proportion of emissions
generated from cold starts.
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Tri-Lakes Area Travel Demand Management
Strategies

One of the most emphasized TDM strategies underway
in the Tri‐Lakes area is the effort to coordinate local and
regional trails plans and implementation to create an
interconnected system of bicycle and pedestrian
facilities throughout the region to encourage more
residents and visitors to use those modes of
transportation. Additionally, residents of Garland
County are eligible to participate in the arkRide.com
ridesharing program if their final destination is within
Pulaski, Saline, Lonoke, or Faulkner County. Commuters
originating in any of those four counties who may work
in the Tri‐Lakes area are also eligible to use the service.
arkRide.com provides ride matching to facilitate both
carpools and vanpools within the service area. Also,
given the high concentration of resorts in the Hot
Springs area, charter and hotel‐specific tourist shuttles
also serve as de‐facto carpools/vanpools for regional
trips that would otherwise be taken by private
automobile.
Best Practices

Although no coordinated TDM strategies are currently
implemented in the Tri‐Lakes area, there are best
practices that have been successful in managing
demand on transportation facilities in similar areas. As
the regional transportation planning organization for
the Tri‐Lakes area, the TL‐MPO can work to educate its
planning partners on available TDM strategies and
associated benefits to encourage strong consideration
of TDM strategies before investing in new construction
projects.
Strategies to Increase Vehicle Occupancy

bicycle, or walking generally focus on the following
objectives:
 Expand the service area of the transit system and
connect infrastructure, which can reach more
people and connect them to a greater number of
destinations within the region;
 Improve the quality of the service, which increases
the convenience, comfort, ease of access, and
affordability of the mode and makes people more
willing to choose it; and
 Educate the public on the availability of the various
non‐auto transportation options and services, and
provide resources to help travelers navigate the
region.
The following sections detail mode‐specific strategies
that could be considered for implementation in the Tri‐
Lakes area.
Transit Strategies

While traveling by car offers the ease and convenience
of being able to “come and go as one pleases,” traveling
by transit – particularly by bus – generally requires
longer travel time and less flexibility in reaching one’s
destination. Improving the quality of transit services
involves strategies that shorten the overall travel times,
increase traveler’s comfort both while waiting for the
bus and when on‐board, and provide added flexibility
with travel time and destinations. While certain aspects
of travel by bus will always be less convenient than
travel by car, there are a number of improvements that
can be made to significantly improve the quality of the
experience.

Carpool, vanpool, and school‐pool programs encourage
travelers with common destinations, particularly
employment and school destinations, to share vehicles.
These can be based on informal arrangements between
individuals or formally arranged through ride‐matching
services. Available research indicates that improving
awareness, trust, and willingness to ride with strangers,
as well as flexibility in scheduling, may help to increase
carpool use. Incentives are another effective tool for
encouraging ride‐sharing.
Strategies to Increase Travel by Transit, Bicycle, or
Walking

In order to reduce the number of trips by private
automobile, strategies to increase travel by transit,
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Bicycle Strategies

One of the primary concerns for cyclists (and those who
may be considering biking as a form of basic, every‐day
transportation) is safety. Additional considerations
include integration with other modes, continuity of the
bicycle facility network, availability of bicycle parking or
storage, and availability of other amenities such as on‐
site showers.
Pedestrian Strategies

Improving the quality of the pedestrian experience
involves addressing both real and perceived safety
concerns and upgrading pedestrian facilities to make
sure they are contiguous and comfortable. Additionally,
promoting development at a more “human scale”
encourages pedestrian activity by improving
perceptions of safety and creating a visually interesting
environment at street level. Examples of enhanced
pedestrian strategies include:
 Provide buffers between sidewalks and automobile
traffic;
 Enhance the visibility of crosswalks;
 Provide midblock pedestrian crossings; and
 Improve comfort of the walking public through
street level amenities.

trips, shifting work trips from peak hours, and reducing
work travel times and the number of overall trips. The
Tri‐Lakes area has several large employment centers
that generate significant travel on the area’s roadways.
Additionally, approximately 80% of commuters in
Garland County drive to work alone according to the
Census Bureau’s Journey to Work data.
Employer‐based TDM strategies fall into four separate
categories:
 Encouraging employees to travel by alternative
modes;
 Shifting trips from peak periods of travel and
reducing the total number of trips;
 Providing route information to divert commuters
from congested routes; and
 Using location‐specific solutions to shorten the work
commute and reduce the need for midday trips.
Parking Management and Incentives

Parking management strategies and incentives
encourage the use of alternative modes and can be
implemented by both local jurisdictions and employers.
These strategies typically rely on dis‐incentivizing travel
by single occupant vehicle by passing along more of the
cost of parking to employees and/or limiting the
availability of parking.
Land Use Considerations

Employer-based Tools and Incentives

The commute to and from work is a significant
contributor to traffic congestion along area roadways,
particularly during peak travel times. TDM strategies
that focus on employer‐based tools and incentives can
be an effective way to reduce travel by single occupant
vehicles by coordinating ride‐sharing among employees,
encouraging the use of alternative modes for work

Alliance Transportation Group, Inc.

Typical development patterns have generally
encouraged a separation of land uses. Additionally,
there has been an overall trend toward less dense
development, particularly in the planning and design of
suburban neighborhoods. These land use factors
significantly impact travel, requiring more trips to be
made by automobile due to the increased distances
between origins and destinations. The TL‐MPO can
work with local planning partners to encourage land use
policies that facilitate the use of alternative modes of
transportation and reduce the number of automobile
trips.
Traveler Information Systems

Traveler information systems use technology to detect,
analyze, and disseminate traffic and transit conditions
to travelers so that they may choose the best means for
reaching their destination. Traditional traveler
information systems such as radio and TV broadcasts
are now being supplemented by websites, real‐time
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roadside and transit displays, and e‐mail and text
message alerts. Traveler information systems assist
drivers in making informed choices before and during
trips.

Transportation System Management
and Operations
Transportation System Management and Operations
(TSM&O) strategies seek to improve the performance
of existing roadways through increased efficiency and
throughput of vehicles on roadways. TSM&O strategies
not only rely on traffic engineering solutions (such as
signal synchronization and access management) to
optimize the existing system but also rely on resource
utilization, infrastructure, personnel, and data
management strategies to extend the useful life of the
existing transportation system and improve its
reliability.
The following section provides a brief outline of the
TSM&O strategies implemented in the Tri‐Lakes area
and lists additional strategies for consideration that can
improve the performance of the existing transportation
system.
Tri-Lakes Area Transportation System Management
and Operations Strategies
Arkansas State Highway and Transportation
Department

In January 2008, AHTD published the Hot Springs
Regional Intelligent Transportation System (ITS)
Architecture and Deployment Plan. ITS projects
integrate advanced communications technologies with
transportation infrastructure and the vehicles using it to
help improve mobility, safety, and efficiency of the
transportation system. This plan was developed in
coordination with the MPO with significant input from
local, state, and federal officials, as well as other
stakeholders. It provides a framework for planning and
implementing ITS projects in the region, focusing on a
20‐year regional vision.

traffic information on its website. Additionally, the City
continues to utilize its curb cut and driveways ordinance
to stipulate the construction guidelines for these
roadway elements, which impacts local access
management and provides a reference for further
access management policies and practices. However,
additional research on access management through
corridor studies, etc. could provide benefits to the
region by identifying corridors that would most benefit
from a stronger access plan to address traffic flow
issues.
Best Practices

In addition to the TSM&O strategies implemented in
the region, other strategies employed successfully in
other cities serve as best practices for optimizing the
performance of the existing transportation systems to
reduce congestion and improve safety.
Maintenance

Infrastructure maintenance is a critical aspect of
transportation system management and operations.
Most infrastructure management agencies prefer to
schedule routine repairs and inspections instead of
embarking on ad‐hoc patching and repairing. Schedule
management for inspection and street repairs will
enable city and county personnel to efficiently use
limited resources. A calendar for repairs and reviews
will also provide valuable information to concerned
citizens.
Regularly scheduled roadway resurfacing is necessary to
provide uniform improvements to the existing
roadways and to extend their useful life. Older roads,
especially those built according to discontinued
standards, should be reviewed with an eye towards
upgrading deficient sections to modern criteria.

City of Hot Springs

The City of Hot Springs Public Works Department hosts
a webpage devoted to informing the public of major
right‐of‐way (ROW) projects by maintenance zone.
“Normal” ROW maintenance is not listed; however,
based on the Regional ITS Architecture and Deployment
Plan, in the future the city may include real‐time
construction, work zone, special event, incident, and

Alliance Transportation Group, Inc.

Source: City of Hot Springs
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Traffic Signal and Intersection Improvements

Medians

Roadway users encounter traffic control signage and
intersection signals on nearly every route they travel.
While the primary function of intersection traffic
control is to improve safety at intersections, it is also
often a significant source of delay. Improper signage
and poor signal timing results in unnecessarily long
queues and impacts the reliability of the transportation
system. Improving signage, signal timing, and
equipment is a cost‐effective way to facilitate traffic
flow along a corridor. The MPO can work with its
planning partners to identify corridors which would
benefit from traffic signal improvements and to
prioritize projects.

Raised medians on collector and arterial roadways
decrease the potential for accidents by restricting
turning movements. Although land access is thereby
limited, raised medians provide a refuge area for
pedestrians or turning vehicles and reduce mid‐block
accidents. Medians can also be used as part of an
overall corridor access management strategy to reduce
vehicle conflicts, increase capacity, and reduce
accidents at intersections.

Access Management

Access management refers to the regulation of the
number of access points between a development and
the adjacent roadway network. Most discussions of
access management involve the placement and number
of driveway curb cuts, although the application can also
include the location, size, and function of interior
service roads.

It is important to provide for left turn maneuvers at
downstream intersections or strategically placed
median breaks when medians are used for access
management. Medians, which function to restrict left
turn movements, can be relatively narrow and still
provide the necessary channelization. Medians at
critical intersections can have a specialized dropped,
low curb to ensure access for emergency services
equipment and personnel.
Landscaped medians provide an aesthetic separation
between travel lanes. Adequate room for tree growth
must be provided. The width of landscaped medians is
variable, depending on the varieties of trees and shrubs
planted. Prior to the construction of extensively
landscaped medians, the maintenance and upkeep of
the shrubbery should be evaluated.

Effective access management has significant
implications for mobility, accessibility, and safety by
reducing crashes, increasing capacity, reducing travel
time and delay, extending the life of the roadway, and
reducing vehicular emissions. The MPO can work with
local jurisdictions to identify roadways with congestion
and/or safety issues that may be effectively addressed
using one of the following access management
strategies:

Alliance Transportation Group, Inc.
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Driveway Location and Design

Corner Clearance

Residential driveways along major roadways can cause
critical conflicts between fast‐moving traffic and slower
traffic entering and exiting the driveways. If the number
of residential driveways increases, the roadway will
function as a high‐speed residential street – which can
be extremely dangerous. This situation can be avoided
if subdivisions are designed so that lots which face a
major roadway have access provided by a residential
street at the back of the lot, or by incorporating a
reverse frontage road. Residential driveways with
shared access to the major roadway provide another
method of managing access in this situation.

Corner clearance is defined as the minimum distance
required between an intersection and an adjacent
driveway along an arterial road or collector street.
According to the National Cooperative Highway
Research Report 420, inadequate corner clearance
results in traffic flow and safety problems, including:
 Traffic being blocked by vehicles waiting to enter
driveways;
 Right or left turns out of driveways being blocked;
 Rear‐end and broadside collisions caused by
inadequate time for motorists to react to vehicles
entering and exiting driveways; and
 Driver confusion about where it is permissible to
enter and exit driveways.1
Internal Site Circulation

Most access management strategies are limited to the
roadway right‐of‐way, but movement of traffic into and
out of properties can be dramatically affected by the
design of on‐site circulation. Typical designs for internal
circulation are concerned with the orientation of the
buildings, the parking areas, and the highway access
points. The optimal internal circulation design approach
includes:
 Providing safe and reasonable access to and from
the street to motorists, bicyclists, and pedestrians;
and

Driveway Spacing

 Providing a reasonable transition between the
access and the internal circulation, especially by
ensuring that driveways are wide and long enough.2

When too many access points are allowed, especially
near an intersection, conflicting vehicle movements
result. In the interest of providing safe and reasonable
access to a site, planners and engineers should review
the impacts of a development with respect to the entire
corridor, not just the site itself.
Wherever possible, cooperation and consultation
between adjacent landowners is encouraged to avoid
conflicting designs. Limiting the number of access
points per parcel and enforcing minimum lot frontages
encourage proper driveway spacing along busy roads.

1http://www.spcregion.org/pdf/ops/420NCHRP_AccessMana

gementImpacts.pdf
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2

Center for Transportation Research and Education at Iowa
State University (n.d.). Access Management Toolkit. Available:
http://www.ctre.iastate.edu/research/access/toolkit/23.pdf.
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Targeted Traffic Enforcement

Roundabouts

Consistent and reliable enforcement of traffic laws
helps address public concerns about traffic issues. In
areas with complaints about speeding and reckless or
inconsiderate driving, responsive law enforcement staff
can do much towards gaining the public’s trust and
compliance. Focused speed studies (using radar trailers
and traffic counters) can be employed to discourage
speeding on residential streets.

These require entering traffic to yield to vehicles
already in the intersection and to travel counter‐
clockwise around the device. Roundabouts have proven
effective in reducing neighborhood speeds and
discouraging through traffic without compromising
throughput. They can also lead to enhanced safety
when implemented at intersections that were
previously signalized.

Traffic Calming

Centerline Medians

Because there are many instances where the number of
aggressive drivers is greater than human resources can
address, many cities and counties have implemented
various “self‐enforcing” speed and volume control
devices. The majority of these measures are referred to
as “traffic calming.” These physical devices can assist
law enforcement in influencing driver behavior.

Centerline medians are resigned to reinforce lane
assignments, especially along constrained roadways.
These medians can serve as general speed reduction
devices or to discourage speeding in specific areas.
Medians can be placed near or at intersections to
enhance pedestrian accessibility. For wide intersections,
the location of a dividing median in combination with a
crosswalk can play a large role in reducing the risk
associated with pedestrian crossings.

Traffic calming is often controversial and can be
challenging to discuss. Most traffic calming measures
are applied to residential streets, though certain
measures can be applied to higher volume roadways as
well. Broadly defined, the goals of traffic calming
measures are:
 To slow down the average vehicle speeds for a
particular roadway;
 To address excessive volumes for a particular
roadway; and
 To remind drivers of or reinforce the residential
nature of specific roadways.
Traffic calming measures are designed to slow down or
impact all vehicles. In practice, this can lead to reduced
access and response times for emergency and law
enforcement personnel. Careful consideration must be
given to any proposed traffic calming device, especially
if the roadway under review provides critical access for
emergency personnel. Representatives of fire, police,
and emergency services departments should be
involved in the review of proposed traffic calming
devices. The TL‐MPO can work with its planning
partners and emergency response agencies to identify
locations suitable for traffic calming implementation.
Common traffic calming measures include:

Speed Humps

These are designed to cause driver discomfort when
traversed at speeds higher than the posted speed limit.
The hump approaches can be altered to create more or
less severe slopes, resulting in greater reduction in
travel speeds.

Forced Turn Islands

Forced turn islands require that vehicles entering an
intersection perform a designated movement.

Alliance Transportation Group, Inc.
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Curb Extensions

Curb extensions physically and visually narrow the
street space, leading to a reduction in vehicle speeds, as
well as shorter crossing distances and heightened
visibility for pedestrians. Sometimes referred to as
“bulb‐outs,” they can be implemented at intersections
of streets with on‐street parking, at mid‐block (to
provide additional pedestrian crossings), at transit
stops, or alternating in a way that forces vehicles to
move laterally (also referred to as “chicanes.”)

Complete Streets
The concept of “Complete Streets” is rooted in the idea
that roads should be built with all users in mind, not just
the private automobile. While Complete Streets
principles include many TDM and TSM&O strategies,
the concept focuses less on improving traffic conditions
and more on the livability of places. Complete Streets
strategies address the needs of all users of the
transportation system, including the young and the old,
the disabled, and users of transit or non‐motorized
forms of transportation. They yield a wide range of
benefits such as improved safety, equity and access,
economic development, air quality, health, and
livability. While policies adopted by local governments
represent the majority of Complete Streets policies
adopted nationwide, MPOs can be integral partners in
promoting and implementing Complete Streets
strategies. The following section discusses some of the
common features of Complete Streets, their benefits,
state‐ and local‐level policies for implementation, and
recommendations for how the MPO can encourage
local governments to adopt a Complete Streets
approach.
Common Features of Complete Streets

Traffic Incident Management

Traffic Incident Management (TIM) consists of a
planned and coordinated process to detect, respond to,
and quickly clear traffic incidents so that traffic flow
may be restored as safely and quickly as possible.
Effective TIM strategies reduce the duration and
impacts of traffic incidents and improve the safety of
motorists, crash victims, and emergency responders.
Traffic incident management involves coordination
among a number of public and private sector partners,
including:
 Law enforcement
 Fire and rescue

 Emergency
Management and
preparedness

 EMS

 Towing and recovery

 Transportation
departments

 Hazardous materials
contractors

 Public safety
communications

 Traffic information
media

Alliance Transportation Group, Inc.

Complete Streets incorporate physical improvements
that enhance the reliability, safety, and convenience of
all modes of transportation, so users can select the best
way to reach their destination based on their needs –
whether by car, transit, bicycle, or foot. Physical
improvements range from providing specific facilities
such as bike lanes, to incorporating features intended
to slow the speed of automobile traffic to improve
safety. There are a wide range of design elements that
planners and engineers should consider when
implementing a Complete Street. The final design,
however, will depend both on the needs of the end
users and the context of the street.
Pedestrian Features

Some of the features of Complete Streets that enhance
the environment for pedestrians and encourage walking
include:
 Sidewalks and buffers. Sidewalks should be provided
on both sides of the street, should be as wide as
possible, and should ideally be buffered from
automobile traffic through a method such as
planting strips or on‐street parking.
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 High‐visibility crosswalks. Strategies to heighten the
visibility of crosswalks include pedestrian hybrid
beacons, flashing pedestrian lights, pedestrian
crossing signage, in‐road crosswalk lighting systems,
and varying paving materials.

Complete Streets approach in rural areas, where
vehicular traffic volumes are lower and opportunities
for conflict are fewer.

 Bulb‐outs, pedestrian refuge island, and medians.
Whenever possible, the crossing distance of the
roadway should be decreased or a mid‐crossing
pedestrian refuge provided (especially on wide
roads).
 Street trees and lighting. These amenities enhance
safety and comfort for pedestrians during the day
(through shade) and at night (through lighting).
 Americans with Disabilities Act (ADA) compliant curb
ramps. Providing ADA‐compliant ramps at
intersections ensures that the street is accessible to
individuals with a wide range of physical
capabilities. This is a legal requirement for all new
and reconstructed streets.
Bicycle Features

There are many design improvements that enhance
safety for cyclists by increasing visibility or providing
separate facilities. These can include:
 Shared lanes (“sharrows”). Sharrows use pavement
markings to remind motorists that bicyclists are
permitted to use the full lane.
 Dedicated bike lanes. Lanes of traffic exclusively for
cyclists are usually delineated with a single or
double white line and are sometimes painted a
solid color (most commonly green) to further
differentiate the road space allocated to bikes.
There are several methods for changing the
pavement markings at points where vehicles may
need to cross the bike lane.
 Protected bike lanes and cycle tracks. These are the
most advanced type of on‐road bike facility. These
dedicated lanes are separated from traffic with
some sort of barrier (typically either parked cars or
flexible plastic bollards).
 Bicycle signals. On some streets with dedicated or
protected bike lanes, a traffic signal with a cycle
exclusively for bicyclists may be provided to
improve safety.
Additionally, the use of wide shoulders to provide safe
accommodation of cyclists may be considered a

Alliance Transportation Group, Inc.

Transit Features

The provision of transit features on complete streets
should be supplemented with the provision of high‐
quality pedestrian and bicycling infrastructure, as non‐
motorized access to transit increases the overall quality
of the service. Once pedestrian and bicycle
infrastructure is in place, additional strategies to
accommodate and enhance transit include:
 Transit stop amenities. The quality of transit stops
can be greatly improved with amenities such as
shelters, lighting, benches, and trash cans. Maps
and schedules, real‐time transit monitoring, and
Wi‐Fi can further enhance the experience of those
waiting for transit.
 Dedicated bus lanes. In places where transit use is
high and traffic congestion presents obstacles to
maintaining on‐time performance, dedicated bus
lanes can offer significant reliability improvements
and travel‐time savings, and can increase the
overall person‐throughput of congested stretches
of roads.
 Queue‐jump lanes. In places where demand may
not justify or space may not be available for
dedicated bus lanes, queue‐jump lanes can allow
buses to bypass traffic at a stoplight to improve
travel time.
 Signal prioritization. Optimization of traffic signal
cycles, either through active detection and
adjustment or through pre‐determined signal
synchronization, can help improve reliability along
highly used transit corridors.
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Traffic Calming

In addition to providing more options for people to
walk, bike, or take transit, Complete Streets strategies
often incorporate features to slow vehicle speeds
where appropriate. Traffic calming techniques are
frequently implemented near crosswalks or in
residential areas. The traffic calming methods discussed
earlier in this chapter are all common strategies to
ensure that vehicle speeds are context appropriate.
Complete Streets Policies

Complete Streets policies can be adopted by states,
regional governing agencies, counties, or local
jurisdictions. Policies embody a wide range of
approaches, including:
 Resolutions;

and phases, exceptions, and other agencies the City
may work with to complete relevant projects. The
policy is designed to be flexible and adaptable based on
Complete Streets best practices and encourages the
consideration of a project’s context early in the process.
Additionally, the City has identified several performance
measures to use to assess the success of the policy,
including:
 Total miles of new bike lanes;
 Linear feet of new pedestrian accommodation;
 Number of new curb ramps installed along city
streets;
 Crosswalk and intersection improvements;

 Ordinances passed by City Councils;

 Percentage of transit stops accessible via sidewalks
and curb ramps; and

 Executive orders from a mayor’s office;

 Rate of crashes, injuries, and fatalities by mode.

 Comprehensive plans and transportation plans;

Among other implementation strategies, the city will
commit 20% of its street paving budget to fund
Complete Street projects/elements in addition to
utilizing other funding opportunities for these projects.4

 Internal policies within a department; and
 Design guidelines.
Nearly half of Complete Streets policies are resolutions
and approximately 1‐in‐5 are legally binding ordinances.
Policies adopted by local governments represent the
majority of Complete Streets policies adopted
nationwide.3 However, MPOs can still be an integral
partner in promoting and implementing Complete
Streets strategies. The following section discusses
existing local‐ and state‐level Complete Streets policies.
City of Hot Springs

On February 17, 2015 the City of Hot Springs passed its
first Complete Streets Policy. This policy was developed
through the city’s Complete Street Initiative, which
involved the commitment of many individuals,
partnering with the Arkansas Coalition for Obesity
Prevention (ArCOP) and Growing Healthy Communities
in 2013, as well as the City’s selection for free technical
assistance training from Smart Growth America in 2014.
The policy document includes the City’s vision and the
purpose and goals of the Complete Streets Policy. It also
documents the applicable users and modes, projects
3

Smart Growth America. 2013. Complete Streets Local Policy
Workbook. Available:
http://www.smartgrowthamerica.org/documents/cs‐local‐
policy‐workbook.pdf
Alliance Transportation Group, Inc.

4

City of Hot Springs. 2015. Complete Streets Policy. Available:
http://www.cityhs.net/DocumentCenter/View/3870
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No-Build Recommendations
The following no‐build recommendations are listed in
no particular order:
 Encourage continued coordination of the
metropolitan transportation planning process with
the development of local transportation and
comprehensive plans to promote the inclusion of
facilities and systems related to transit, biking, and
walking.
 Encourage transportation planning partners to
consider cost‐effective, no‐build strategies, such as
TDM, TSM&O, and Complete Streets design prior to
investing in roadway capacity improvements.
 Work with large area employers to explore and
implement employer‐based TDM tools and
incentives.
 Consider giving funding preference to projects that
incorporate TDM and TSM&O strategies, reflect
Complete Streets design principles, or set regional
multi‐modal transportation goals and objectives
through a robust public involvement process.

Safety and Security
Moving Ahead for Progress in the 21st Century (MAP‐21)
requires that the transportation planning process
address both the safety and security of the
transportation system for motorized and non‐
motorized users. Federal guidelines define safety as
“freedom from unintentional harm,” and define
security as “freedom from intentional harm.” Strategies
to address safety and security will at times differ
significantly from one another and require coordination
between different agencies but will more often overlap
and involve members of the same agencies. Therefore,
the 2040 MTP considers safety and security both
simultaneously and individually.
The TL‐MPO is responsible for addressing safety and
security through the programming of transportation
improvements. The MPO’s role in implementing specific
safety and security measures may be limited, but its
role in coordinating regional transportation needs
between the various local, state, and federal
transportation agencies is vital to creating successful
safety and security policies. By integrating the safety
and security goals and objectives of regional
stakeholders into the transportation planning process,
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the MPO can ensure that its plans and studies are
consistent with and help support safety and security
planning in the Tri‐Lakes area.
The following sections discuss the various agencies
involved in safety and security planning in the Tri‐Lakes
area and present local, regional, and state plans and
programs that are currently in place.

Safety
“Safety” in the transportation planning context typically
refers to the mitigation of traffic crashes, transit
accidents, and other unintentional events resulting in
fatalities, injuries, or loss of property on the
transportation network. MAP‐21 identifies a national
goal for safety to significantly reduce fatalities and
injuries on all public roadways. The U.S. Department of
Transportation (USDOT) published a related Notice of
Proposed Rulemaking (NPRM) in March 2014 proposing
that safety targets and progress towards their
achievement be measured as 5‐year rolling averages for
fatalities and serious injuries, as well as their respective
rates for every 100 million vehicle miles traveled (VMT).
The final rule is scheduled for publication in September,
2015.
Safety planning, reducing the number of crashes, and
decreasing the amount of fatalities and injuries on the
transportation network involves several different
projects and programs, ranging from improving the
operational efficiency of the transportation network to
influence driver behavior. AHTD and TL‐MPO play the
lead roles in transportation safety planning, but several
non‐traditional stakeholders should be included in the
transportation safety planning process, including:
 State agencies responsible for safety data collection
and management (AHTD, Arkansas State Police –
Highway Safety Office);
 Regional and local transportation agencies;
 First responders, fire and rescue, and EMS;
 State and local law enforcement;
 Transit agencies;
 Motor vehicle departments;
 Federal agencies; and
 The non‐governmental highway safety community
(e.g. AAA).
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Review of Agencies and Programs
Arkansas Strategic Highway Safety Plan (SHSP)

Adopted in 2013, the Arkansas SHSP’s primary goal “is
to reduce the annual number of roadway fatalities in
Arkansas to 400 or less by 2017.” The SHSP also adopts
a “Towards Zero Deaths” (TZD) vision consistent with
the TZD National Strategy sponsored by the Federal
Highway Administration (FHWA), National Highway
Traffic Safety Administration (NHTSA), American
Association of State Highway and Transportation
Officials (AASHTO), and the Governors Highway Safety
Association (GHSA).

projects based on the goals and objectives outlined in
the SHSP. AHTD’s most significant work to date has
involved the installation of median cable barriers on
divided roadways to reduce roadway departure crashes.

The plan identifies safety concerns and classifies them
into primary, secondary, and special emphasis areas.
The plan describes the trends in fatalities within each
emphasis area, defines a specific target for 2017, and
suggests strategies that should be undertaken to
achieve the performance targets that are tailored to the
unique circumstances of crashes within each emphasis
area.
The strategies recommended in the SHSP should
provide the basis for countermeasures that the MPO
considers to address crash types and locations, as well
as driving behaviors, that are responsible for the
greatest number of crashes in the Tri‐Lakes area –
particularly those resulting in serious injuries or
fatalities. A discussion of crash types, contributing
factors, and hotspot locations is located in Chapter 3.
Highway Safety Improvement Program (HSIP)

The HSIP is a Federal‐aid funding program administered
by state DOTs. Its goal is to achieve a significant
reduction in traffic fatalities and serious injuries on all
public roads, including non‐State‐owned public roads
and roads on tribal lands. The program must be
consistent with the Arkansas SHSP, and report annually
on the following:
 HSIP program structure;
 Progress towards implanting HSIP‐funded projects;
 Progress made in achieving safety performance
targets; and

Source: Arkansas Highway Safety Office

Arkansas Highway Safety Office Fiscal Year 2015
Performance Plan and Highway Safety Plan

The Arkansas State Highway Safety Office published the
annual Performance Plan and Highway Safety Plan that
establishes goals and objectives for the 2015 fiscal year
(October 1 through September 30). The plan also
recommends projects for funding to reach the
established goals for the following program areas:
 Alcohol and other drug countermeasures;
 Occupant protections;
 Speed Enforcement;
 Motorcycle safety;

 Assessment of the effectiveness of implemented
improvements.

 Pedestrian safety;

AHTD selects projects for implementation through HSIP
following a data‐driven approach that identifies safety
problems in a systemic manner, identifies
countermeasures to address them, and prioritizes

 Traffic records.

Alliance Transportation Group, Inc.

 Teen driver safety; and
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Hot Springs Comprehensive Plan

The 2009 City of Hot Springs Comprehensive Plan
identifies transportation safety as a top priority for the
city. The plan proposes an approach to transportation
safety that emphasizes slower driver speeds and
pedestrian safety rather than designing “forgiving”
roadways that improve driver safety at the detriment of
other roadway users by encouraging faster driving
speeds.
Recommendations

Under MAP‐21, states and MPOs are required to adopt
a performance‐ and outcome‐based approach to
transportation planning that relies heavily on existing
and projected data to evaluate the effectiveness of
strategies in addressing goals and objectives, including
those related to safety. The crash analysis provided in
Chapter 3 provides a basis for the safety planning
element and the following recommendations will help
the MPO comply with final safety performance
management requirements:
 Identify measurable safety goals and objectives;
 Transition to a more data‐driven, strategic
approach to safety planning;
 Collaborate with key safety stakeholders;
 Coordinate closely with the State in the
development, evaluation, and reporting of
performance targets that support the statewide
safety goals and objectives, as well as regional and
local safety goals; and
 Provide training opportunities for MPO staff to
increase their knowledge related to transportation
safety planning.

Security
Planning for transportation security seeks to mitigate or
avoid harm to the transportation network inflicted
either intentionally by people (such as terrorist acts or
criminal activities), or circumstantially through natural
disasters such as hurricanes, earthquakes, or other
weather events. Security planning is carried out by
multiple levels of government and involves all four
phases of emergency management: preparedness,
response, recovery, and mitigation.
In support of state, regional, and local security goals
and objectives, the primary role of the MPO is to
facilitate coordination between agencies responsible for
Alliance Transportation Group, Inc.

transportation security, including law enforcement,
emergency response, transit agencies, and homeland
security departments.
Review of Agencies and Programs
Arkansas Department of Emergency Management

The Arkansas Department of Emergency Management
(ADEM) develops and maintains state‐level emergency
plans, distributes state standards for and assists
jurisdictions in developing local emergency
management plans, and reviews those plans for
conformance with state planning standards. The
department also serves as Arkansas’ Homeland Security
Agency.
Updated in 2014, the Arkansas Comprehensive
Emergency Management Plan (ARCEMP) describes how
the State will mitigate the effects of, prepare for,
respond to, and recover from hazards to public health
and safety, including natural disasters, technological
accidents, homeland security threats, and other
emergency situations. The plan designates AHTD as the
State agency responsible for coordinating all
transportation related emergency management
activities, which include:
 Clearing routes and temporarily restoring public
facilities;
 Assisting with damage assessment of transportation
infrastructure;
 Assisting state and local government entities in
determining the most viable transportation
networks to, from, and within disaster areas; and
 Providing assistance to other state and local
government agencies in the transport of urgent
supplies to impacted areas.
The plan also identifies key agencies and organizations
that will support AHTD’s emergency management
responsibilities, and outlines each entity’s role in or
resource contribution to transportation‐related
emergency management activities.
West Central Arkansas Planning and Development
District

The West Central Arkansas Planning and Development
District (WCAPDD) facilitates regional emergency
management planning through several programs. The
organization is also a member of the Arkansas
Floodplain Management Association and retains a
certified Floodplain Manager on staff.
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Disaster Relief Grants

WCAPDD helps coordinate local grant management of
Community Development Block Grant (CDBG) Disaster
Funds administered through the Arkansas Economic
Development Commission. Communities become
eligible to receive these funds following a Presidential
disaster declaration. WCAPDD also provides technical
assistance for communities wishing to address long‐
term disaster planning through competitive grants
administered by the Department of Commerce’s
Economic Development Administration.
FEMA Hazard Mitigation Plans

The purpose of FEMA’s Hazard Mitigation Grant
Program (HMGP) is to “help communities implement
hazard mitigation measures following a Presidential
major disaster declaration.”5 All counties in WCAPDD –
except Garland and Perry counties – have completed a
FEMA‐approved Hazard Mitigation Plan.

 Collaborate with security and emergency response
professionals and organizations on an ongoing
basis; and
 Provide training opportunities for MPO staff to
increase their knowledge related to transportation
security planning.

Build Strategies to address Unmet
Needs
This section builds upon the work completed as part of
the needs analyses discussed in Chapter 3, to identify
deficiencies in the Tri‐Lake area’s transportation
network. This section outlines the steps taken to
address or mitigate the deficiencies identified by
developing an unconstrained list of possible
improvements to the transportation network, and then
developing a project prioritization process and ranking
those improvements according to community values.

Arkansas Continuity of Operations Program (ACOOP)

Continuity of Operations Plans (COOPs) focus state
energy and resources on plans that minimize the impact
of natural and man‐made disasters on state operations.
WCAPDD provides technical assistance to local agencies
or organizations wishing to establish a COOP plan.
Recommendations

The following recommendations, shown in no particular
order, are designed to strengthen transportation
security planning in the Tri‐Lakes area and should be
coupled with elements of the final rules as published by
the FHWA and disseminated by AHTD:
 Create a local definition of security;
 Continue to assess the most significant threats,
high‐potential targets, and least hardened
infrastructure elements within the Tri‐Lakes area;
 Work with federal, state, regional, and local
jurisdictions and transportation providers to
develop evacuation plans for the “transportation
disadvantaged;”
 Establish a COOP plan for the entire Tri‐Lakes area;
 When eligible, establish a FEMA‐approved Hazard
Mitigation Plan for Garland County;

Source: City of Hot Springs

Project Identification
Once the no‐build strategies were considered, potential
projects to expand or build new facilities were
examined. The results of technical reviews, available
planning studies, highway and corridor studies,
consultation with local traffic engineers, planners, and
other stakeholders, and a call for transportation
projects were all combined to develop a list of
candidate projects slated for further consideration.

5

FEMA. 2015. Hazard Mitigation Plan. “Program Overview.”
Available: https://www.fema.gov/hazard‐mitigation‐grant‐
program
Alliance Transportation Group, Inc.
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Project Prioritization
The project prioritization process used a project scoring
tool which combined input gathered from the public
during the visioning process, outputs from the roadway
deficiencies analysis (volume to capacity (V/C) ratios),
and the expertise of Technical Committee members to
assess the community benefits of proposed
transportation projects.
The process resulted in a prioritized list of short‐, mid‐,
and long‐term transportation improvements planned
for implementation. Based on this multi‐faceted
process, the listing of transportation projects is not only
reflective of the community’s vision, responsive to
mobility needs, and technically sound, but it also
complies with federal requirements for metropolitan
transportation planning.
Planning Factors and Project Criteria

MAP‐21 requires the transportation planning process
for metropolitan areas to consider strategies and
projects that address eight planning factors:
 Support the economic vitality of the
metropolitan area, especially by enabling
global competitiveness;
 Increase the safety of the transportation
system for motorized and non‐motorized
users;
 Increase security of the transportation system
for motorized and non‐motorized users;
 Increase accessibility and mobility of people
and freight;
 Protect and enhance the environment,
promote energy conservation, improve the
quality of life, and promote consistency
between transportation improvements and
State and local planned growth and economic
development patterns;
 Enhance the integration and connectivity of
the transportation system, across and
between modes, for people and freight;
 Promote efficient system management and
operation; and
 Emphasize the preservation of the existing
transportation system.

Based on these planning factors, a set of project
evaluation criteria was developed to ensure each aspect
Alliance Transportation Group, Inc.

of the factors was taken into consideration in assessing
the merits of the proposed projects. The criteria are:
 Improves safety – protects against unintentional
harm (e.g. traffic collisions)
 Protects the environment – reduces air and noise
pollution, protects critical habitats, avoids
developing in flood‐prone areas, protects historical
and cultural resources, etc.
 Promotes efficiency – maximizes the potential of
the existing transportation system (e.g. improved
signal timing, limiting the number of driveways on
certain roads, preserving the existing system
through overlays, etc.)
 Supports land use goals – coordinates plans for the
transportation system with plans for land
development
 Increases street connections – improves circulation
within the community and to external destinations
by connecting roads to provide multiple options for
reaching destinations
 Conserves energy – reduces the use of natural
resources
 Improves access – balances access to land uses with
the efficient flow of traffic
 Improves security – protects against intentional
harm (e.g. security threats)
 Reduces congestion – minimizes the time spent in
traffic congestion
 Supports economic development goals – improves
or builds transportation infrastructure that
increases access to markets, attracts employers,
makes businesses more accessible, etc.
 Connect modes of travel – improves the ease with
which people can use multiple modes of travel to
reach destinations (e.g. ride a bike to a bus stop)
 Increases multi‐modal options – provides travelers
with more options for reaching their destinations,
such as biking, walking, riding the bus, or driving a
car
 Improves quality of life – ensures the transportation
system has a positive impact on the community’s
standard of living (e.g. safe routes to schools,
recreation, etc.)
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 Preserves right‐of‐way – plans ahead for the future
expansion of the transportation system and
guarantees land will be available before
development occurs to reduce future costs
Visioning Workshop Rankings of Evaluation Criteria

During the visioning process the public was asked to
rank the criteria based on their personal preferences.
The results were combined to assign a final ranking of
the evaluation criteria based on community values. The
following table presents the final criteria ranking and
the resulting weighting value used to compute the final
project prioritization list:
Criteria

Public Ranking

Weight

Improve Safety

1

2.0

Improve Quality of Life

2

1.9

Reduce Congestion

3

1.8

Support Economic
Goals

4

1.7

Protect Environment

5

1.6

Promote Efficiency

5

1.5

Improve Access

7

1.4

Increase Connections

8

1.3

Increase Multi‐modal
Options

9

1.2

Conserve Energy

10

1.1

Connect Modes of
Travel

11

1.0

Improve Security

12

0.9

Support Land Use
Goals

13

0.8

Preserve Right‐of‐Way

14

0.7

Project Scoring

The project scoring process combined the results of the
deficiencies analysis with the weighted evaluation
criteria to arrive at a final list of prioritized projects that
resulted from both qualitative and quantitative
evaluation metrics.
Travel Demand Model Scoring

Each project was assigned a “reduces congestion”
criterion score based on the project’s location in
relation to roadways that have a high V/C ratio
according to the roadway deficiencies analysis results.

Alliance Transportation Group, Inc.

Technical Committee Project Scoring

Each member of the Technical Committee was asked to
score each project based on how well it aligns with, or
contributes to, achieving the community’s
transportation vision. Members assigned one, two, or
three points per criterion for every project based on the
degree to which they felt the project addressed the
criteria (see scoring sheet example below).
 Projects with a high direct correlation to the
criterion were assigned three points;
 Projects with medium influence on the criterion
were assigned two points; and
 Projects with minimal to no impact on the criterion
were assigned one point.

For example, if a project was thought to have a
significant impact on safety, the project would be
assigned three points for the “Improves Safety”
criterion. If the project did nothing to increase multi‐
modal options, it would be assigned one point for that
criterion. Short‐, mid‐, and long‐term projects were
scored at the same time and then separated into
separate, ranked lists.
Committee members were able to use their technical
expertise and local knowledge to adjust the criteria
weights to best meet regional transportation goals and
needs.
Policy Board Adoption of Prioritized Project List

Once the Technical Committee completed their portion
of the scoring process, the final scores and list of
prioritized projects were sent to the Policy Board for
approval. The Policy Board was then able to accept or
reject the list. The Policy Board approved the prioritized
list at their July 2, 2015 meeting. If they had rejected it,
the projects would have been re‐scored by the
Technical Committee and the final rankings would be
updated to reflect the new scores.
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5

Systems Level Analysis of Proposed
Projects

Metropolitan transportation planning is not solely
concerned with the best way to move people and
goods. In addition to mobility concerns, the planning
process also examines the interaction of proposed
transportation improvements with the natural and
human environment. For the purposes of the
metropolitan transportation plan, potential impacts on
environmental resources and quality of life in the region
are evaluated at a system‐wide level. A more detailed
analysis of the specific impacts associated with a project
is typically performed later in the project development
process to fulfill requirements under the National
Environmental Protection Act (NEPA).
The primary goal of the systems‐level analysis is to
evaluate whether the proposed program of
unconstrained potential transportation improvements
may negatively impact the environment or result in
disparate impacts to certain populations. It is intended
to serve as a guide for implementing agencies and
elected officials as projects progress through the
development process. While it is not always possible to
avoid negative impacts to environmentally sensitive
areas, the goal of the environmental mitigation analysis
is to balance the need for transportation improvements
with environmental protection and quality of life
considerations and, where possible, to increase access
to natural and cultural resources in the region.
Mitigation activities should be considered during all
phases of project planning, design, construction, and
maintenance.
In addition to environmental and cultural resources, the
systems‐level analysis addresses environmental justice
considerations to ensure both the benefits and the
burdens of the transportation system are distributed
equitably across the region. The term environmental
justice first emerged in the metropolitan transportation
planning discussion in 1994 with the issuance of
Executive Order 12898: Federal Actions to Address
Environmental Justice in Minority Populations and Low‐
Income Populations. The executive order was based

Alliance Transportation Group, Inc.

upon Title VI of the Civil Rights Act and required that all
federal actions comply with three primary principles:
1. To avoid, minimize, or mitigate disproportionately
high and adverse impacts to human health and
environmental effects, including social and
economic effects, on minority and low‐income
populations;
2. To ensure the full and fair participation by all
potentially affected communities in the
transportation decision‐making process; and
3. To prevent the denial of, reduction in, or significant
delay in the receipt of benefits by minority and low‐
income populations.
Identifying potential impacts on the environment, as
well as low‐income and minority populations, involves a
three step process that includes:
 Defining and developing an inventory of
environmental resources/minority and low‐income
populations;
 Identifying and assessing the potential impacts of
proposed transportation improvements on these
resources; and
 Addressing possible mitigation activities at a
system‐wide level.

Environmental Mitigation Analysis
As the eastern gateway to the Ouachita Mountains in
Arkansas, the Tri‐Lakes region is characterized by hilly
and mountainous terrain with numerous creeks, natural
drainages, and flood plains. Hot Springs is flanked, to
the south and west, by Lakes Hamilton and Catherine,
with Lake Ouachita thirty minutes from downtown to
the northwest. These three lakes anchor the Tri‐Lakes
area and are part of the larger Diamond Lakes region of
southwest Arkansas. This region also includes Lake
DeGray and Lake Greeson, located further south and
southwest of the Hot Springs metropolitan area,
respectively.

5‐1

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

Hot Springs National Park, located north of Hot Springs,
is the oldest Federal Reserve in the nation and was
created specifically to preserve and protect its unique
geothermal springs. The region is also home to the
Ouachita National Forest, two State Parks – Lake
Ouachita State Park and Lake Catherine State Park –
and numerous locally maintained parks and trails that
provide unique opportunities for hiking, running,
walking, and bicycling throughout the area. In addition
to the wide variety of opportunities for recreation and
leisure, the region boasts numerous historical and
cultural attractions, including the Garvan Woodland
Gardens, an extraordinary botanical garden located on
a 210‐acre peninsula on Lake Hamilton in the
southernmost point of Hot Springs.

The location of the region’s environmental and cultural
resources including lakes and streams, wetlands,
floodplains, parks, open space, recreational areas, and
historic sites, were first inventoried as part of the
environmental analysis. The data and information used
to conduct the analysis included flood plain maps from
the Federal Emergency Management Agency (FEMA);
wetlands maps from the State; parks and land use data
from the City of Hot Springs; historic sites from the
National Register of Historic Places; and state and
federal wildlife and environmental protection
resources.
Figure 5 ‐ 1 shows the environmental, historical, and
cultural resources in the region that were inventoried
as part of the environmental mitigation analysis.

Figure 5 - 1: Environmental, Historical, and Cultural Resources

Alliance Transportation Group, Inc.
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Using a GIS methodology developed by the Southeast
Michigan Council of Governments1 that was designated
as an effective practice by the Federal Highway
Administration (FHWA),2 proposed transportation
projects were mapped and buffered according to
project type. Six project types were identified, including
bridges, congestion capacity, congestion non‐capacity,
non‐motorized, pavement, and rail projects. Table 5 ‐ 1
summarizes the total number of proposed projects for
each project type included in the systems level analysis.
This total does not represent the total number of
projects listed in the 2040 MTP as particular projects
were not analyzed due to the exclusionary nature of the
project type (e.g. overlays, etc.).
Table 5 - 1: Project Types Analyzed
Total Number Proposed
Project Types Analyzed

Project Type
Bridge

12

Congestion Capacity

24

Congestion Non‐Capacity

14

Non‐motorized

26

Pavement

2

Rail

1

Total

79

Source: City of Hot Springs

In determining buffer sizes, both project type and the
environmental resource being examined were taken
into consideration. Certain project types, such as non‐
motorized trail projects, were assigned smaller “areas
of influence” based on the assumption that the
potential impacts of these types of projects would not
extend as far as other project types, such as roadway
construction projects. Similarly, buffer sizes varied
according to the environmental resource being
examined. While some environmental resources may
only be impacted by the adjacency of proposed
projects, for example, recreation areas and historic
sites, others – such as water resources ‐‐ may still be
impacted by a project even when there is considerable
distance between the resource and the project. Table 5
‐ 2 summarizes the buffer sizes assigned to each project
type according to the environmental resource being
examined.

Table 5 - 2: Project Buffer Sizes
Environmental
Resource

Bridges

Congestion
Capacity

Congestion
Non-Capacity

Nonmotorized

Pavement

Rail

Lakes and Streams

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

Wetlands

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

100‐Year Flood Plain

250’

0.25 mile

0.25 mile

250’

0.25 mile

0.25 mile

Parks and Recreation
Areas

250’

250’

250’

250’

250’

250’

Historic Sites

250’

250’

250’

250’

250’

250’

Project buffers and environmentally sensitive resources
were then mapped to identify overlapping areas. Where
a project buffer and an environmentally sensitive
resource intersect, an impact is considered possible.

Figure 5 ‐ 2 provides an example of the buffer analysis,
showing proposed projects, parks, open space, and
recreation areas, and areas of possible project impacts.

1

2

http://www.swmpc.org/downloads/enviro_transpo_guidan
ce.pdf
Alliance Transportation Group, Inc.

http://environment.fhwa.dot.gov/integ/case_semcog.asp

5‐3

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

Figure 5 - 2: Example Buffer Analysis

Table 5 ‐ 3 quantifies the number of possible impacts to
the inventoried environmental resources for each
project type. The risk to flood prone areas is the
greatest, with 71 proposed projects having a potential
impact on a 100‐year floodplain. The list of proposed
potential improvements presents few concerns
regarding parks and recreation areas or historic sites,
with only eight projects located within close proximity

of a park and four projects within close proximity of a
historic site. Moreover, five of the eight projects located
within close proximity of a park are non‐motorized trail
projects that will likely enhance access to these
important community resources. Table 5 ‐ 4 lists the
historic sites and parks that may be impacted by the
proposed transportation improvements.

Table 5 - 3: Number of Possible Impacts to Inventoried Environmental Resources
Project Type
Bridges
Congestion Capacity
Congestion Non Capacity
Non‐motorized
Pavement
Rail
Total

Alliance Transportation Group, Inc.

Water
Resources
0
5
5
9
2
0
21

Wetlands
1
14
10
3
2
0
30

100-Year
Flood Plain
11
22
11
24
2
1
71

Parks and
Recreation Areas
0
0
3
5
0
0
8

Historic Sites
0
2
1
1
0
0
4
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Table 5 - 4: Historic Sites That May Be Impacted By Proposed Projects
Proposed Project

Resource

Gulpha Creek Corridor Trail

Hot Springs National Park
Missouri‐‐Pacific Railroad Depot‐‐Hot Springs

Gulpha Creek Greenway Trail
Riviera Hotel
Hobson

Jones School

Hwy 7 (Central Ave)

Hot Springs Confederate Monument
Langdon Filling Station
Taylor Rosamond Motel Historic District
Butchie's Drive‐In
Cottage Courts Historic District
Bellaire Court Historic District
Parkway Courts Historic District
Cove Tourist Court
Short‐Dodson House
Wildwood
Wheatley Courts

Hwy 7 (Park Ave)
Stitt House
Lynwood Tourist Court Historic District
Fordyce House
Passmore House
Opal's Steak House
Mountainaire Hotel Historic District
Perry Plaza Court Historic District
Clinton, Bill, Boyhood Home
Hot Springs National Park
Belvedere Country Club
Magic Springs Trail
Missouri Pacific Trivista Neighborhood Connection Trail

Hot Springs National Park
Jaycee Park
Hot Springs Country Club

Shady Grove Road
Jaycee Park

Alliance Transportation Group, Inc.
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The information presented as part of the systems‐level
analysis is intended to serve as a guide to implementing
agencies and elected officials. Further project‐level
analysis will need to be performed in order to
determine the likely impacts of proposed projects. It
should be noted that simply because a project buffer
intersects an environmental resource, it does not mean
the resource will be impacted, nor does the absence of
an intersection mean a project will not have any
impacts on environmental resources.

Potential Mitigation Activities
Federal regulations require the metropolitan planning
process to include “a discussion of types of potential
environmental mitigation activities and potential areas
to carry out these activities, including activities that may
have the greatest potential to restore and maintain the
environmental functions affected by the plan.”3 FHWA
recommends an ordered approach to mitigation known
as “sequencing” that involves understanding the
affected environment and assessing transportation
effects through project development. This ordered
approach involves:
 Avoiding the impact altogether by not taking a
certain action or parts of an action;
 Minimizing impacts by limiting the degree or
magnitude of the action and its implementation;
 Rectifying the impact by repairing, rehabilitating, or
restoring the affected environment;
 Reducing or eliminating the impact over time by
preservation and maintenance operations during
the life of the action; or
 Compensating for the impact by replacing or
providing substitute resources or environments.

Source: City of Hot Springs

3

Recognizing that the type and the level of mitigation
activities will vary depending on the scope of the
project, the Tri‐Lakes MPO proposes a toolbox of
mitigation measures and general areas where these
activities can be implemented. These measures, listed
in Table 5 ‐ 5, are intended to be regional in scope and
may not necessarily address potential project‐level
impacts. As proposed projects progress through the
project development process, mitigation should be an
integral part of alternatives development and the
analysis process from the start in order to maximize
effectiveness.

23 CFR 450.322(f)(7)

Alliance Transportation Group, Inc.
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Table 5 - 5: Mitigation Measures Toolbox
Resource

Wetlands or water resources

Forested and other natural areas

Agricultural areas

Endangered and threatened species

Ambient air quality

Cultural resources

Parks and recreation areas

Air Quality
Improving regional air quality and maintaining
compliance with federal air quality standards is a
fundamental consideration in the metropolitan
transportation planning process. The construction of
new transportation infrastructure increases the
capacity for vehicles on regional roadways, which has
the potential to increase traffic‐related air pollutants in
the Tri‐Lakes Area.

Alliance Transportation Group, Inc.

Mitigation Measures
 Avoidance, minimization, compensation
– Preservation
– Creation
– Restoration
– In‐lieu fees
– Riparian buffers
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Replacement property for open space easements to be of
equal fair market value and of equivalent usefulness
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization
 Time‐of‐year restrictions
 Construction sequencing
 Design exceptions and variances
 Species research
 Species fact sheets
 Memoranda of Agreements for species management
 Environmental compliance monitoring
 Transportation control measures
 Transportation emission reduction measures
 Avoidance, minimization
 Landscaping for historic properties
 Preservation in place or excavation for archeological sites
 Memoranda of Agreement with the Department of
Historic Resources
 Design exceptions and variances
 Environmental compliance monitoring
 Avoidance, minimization, mitigation
 Design exceptions and variances
 Environmental compliance monitoring

In 1963, in response to increasing air pollution, the U.S.
Congress passed the original Clean Air Act which
established a federal program for researching
techniques to monitor and control air pollution. The
Clean Air Act of 1970 increased federal enforcement
authority and authorized the development of national
ambient air quality standards to limit common and
widespread pollutants. These standards, known as the
National Ambient Air Quality Standards (NAAQS), define
the allowable concentration of pollution in the air for six
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"criteria" pollutants, including carbon monoxide, lead,
nitrogen dioxide, particulate matter, ozone, and sulfur
dioxide.
The Clean Air Act identifies two types of national
ambient air quality standards:
 Primary standards provide public health protection,
including protecting the health of "sensitive"
populations such as asthmatics, children, and the
elderly.
 Secondary standards provide public welfare
protection, including protection against decreased
visibility and damage to animals, crops, vegetation,
and buildings.

The existing standards for each of the six "criteria"
pollutants are listed in Table 5 ‐ 6. The units of measure
for the standards are parts per million (ppm) by volume,
parts per billion (ppb) by volume, and micrograms per
cubic meter of air (µg/m3). The existing standard for
Ozone was established by a 2008 Final Rule. In
November, 2014 the EPA proposed to revise the
primary and secondary standards to somewhere within
the range of 0.065 and 0.070 ppm. After the proposed
rule was published in December, 2014 the EPA
accepted written comments on the proposed rule until
March 17, 2015. The EPA is scheduled to issue the Final
Rule on this standard in November, 2015.

Table 5 - 6: Existing Standards for Criteria Pollutants
Pollutant

Primary/
Secondary

Carbon Monoxide4

Primary

Lead5
Nitrogen Dioxide

Primary and
Secondary
Primary6
Primary and
Secondary7

PM2.5
Particle
Pollution9
PM10

Level

Form

8‐hour

9 ppm

1‐hour

35 ppm

Not to be exceeded more than once per
year

Rolling 3‐month
average
1‐hour

0.15 µg/m3

Not to be exceeded

100 ppb

98th percentile, averaged over 3 years

Annual

53 ppb

Annual mean

8‐hour

0.075 ppm

Annual
Annual

12 µg/m3
15 µg/m3

Annual fourth‐highest maximum daily 8‐
hour concentration, averaged over 3
years
Annual mean, averaged over 3 years
Annual mean, averaged over 3 years

24‐hour

35 µg/m3

98th percentile, averaged over 3 years

Primary and
Secondary

24‐hour

150 µg/m3

Not to be exceeded more than once per
year, averaged over 3 years

Primary10

1‐hour

75 ppb

Secondary11

3‐hour

0.5 ppm

Primary and
Secondary

Ozone8

Averaging Time

Primary
Secondary
Primary and
Secondary

Sulfur Dioxide

Regions are designated by the EPA as either in
attainment or nonattainment for NAAQS. Attainment
means the concentration of each pollutant does not
exceed NAAQS. Non‐attainment means the

concentration of at least one pollutant exceeds the
maximum defined threshold. If an area is designated as
non‐attainment, the State must develop and submit a
State Implementation Plan (SIP). The SIP addresses each

4

8

5

9

76 FR 54294, Aug 31, 2011
73 FR 66964, Nov 12, 2008
6
75 FR 6474, Feb 9, 2010
7
61 FR 52852, Oct 8, 1996
Alliance Transportation Group, Inc.

9th percentile of daily 1‐hour maximum,
averaged over 3 years
Not to be exceeded more than once per
year

73 FR 16436, Mar 27, 2008
Dec 14, 2012
10
75 FR 35520, Jun 22, 2010
11
38 FR 25678, Sept 14, 1973
5‐8

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

pollutant that exceeds NAAQS and establishes an
overall regional plan to reduce air pollution emission
levels, designed to return the area to, and maintain,
attainment status. Once a nonattainment area meets
the standards, EPA will designate the area to
attainment as a "maintenance area." Maintenance
areas are required to have a Maintenance Plan in place
to ensure continued attainment of the respective air
quality standard. The Clean Air Act defines specific
timetables to attain air quality standards, and requires
non‐attainment areas to demonstrate reasonable
progress in reducing air pollutants until the area
achieves attainment.

Air Quality in the Tri-Lakes Region
The Tri‐Lakes Area is home to one air quality monitoring
site as part of Arkansas’ monitoring network. This site
monitors fine particulate matter (PM2.5) using the
Federal Reference Method (FRM) and is shown below in
Figure 5 ‐ 3 along with all the other monitoring network
sites in the state. Ambient air monitoring is overseen by
the Arkansas Department of Environmental Quality
(ADEQ) Air Division.

Figure 5 - 3: Arkansas Ambient Air Quality Monitoring Network

Source: Arkansas Department of Environmental Quality, Monitoring Network

maintain regional air quality include reducing the
number of vehicle miles traveled, idling time, and
improving access to transit and non‐motorized modes
of transportation. These factors were considered as
part of the project selection process used to prioritize
projects for inclusion in the 2040 MTP.

Arkansas is one of the few states that has never had a
county designated as nonattainment for sulfur dioxide,
particulates, nitrogen oxides, hydrocarbons, and lead.
One county in Arkansas, Crittenden, has been
designated as a nonattainment area for ozone under
both the 1997 and 2008 standards. The Tri‐Lakes Area,
however, has consistently maintained an attainment
designation.

Environmental Justice Analysis

Although the Tri‐Lakes area is an air quality attainment
area, maintaining attainment status is a community
priority. Transportation‐related strategies that help to

As noted above, the term environmental justice first
emerged into the discussion of metropolitan
transportation planning in 1994 with the issuance of

Alliance Transportation Group, Inc.
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Executive Order 12898. Based upon Title VI of the Civil
Rights Act, the executive order required that all federal
actions comply with three primary principals:
1. To avoid, minimize, or mitigate disproportionately
high and adverse impacts to human health and
environmental effects, including social and
economic effects, on minority and low‐income
populations;
2. To ensure the full and fair participation by all
potentially affected communities in the
transportation decision‐making process; and
3. To prevent the denial of, reduction in, or significant
delay in the receipt of benefits by minority and low‐
income populations.

5. Using socio‐economic data layers from the US
Census, transit system route layers from local
transit providers, and geographic layers with the
locations of major trip destinations, the study team
performed a spatial analysis of the market coverage
provided by the current transit system and
identified potential gaps in service; and
6. The study team focused on developing a
multimodal transportation system that served
diverse travel markets and supported the trip
purposes of various transportation consumers,
including the identified environmental justice
population.

The passage of the SAFETEA‐LU transportation
legislation in 2005 specifically codified the
environmental justice goal of including low‐income and
minority populations in the decision‐making process.
These requirements were continued under the most
recent transportation bill, MAP‐21. Using the guidance
contained in the metropolitan planning regulations, the
study team incorporated environmental justice
considerations into the development of the 2040 MTP
through the following steps:
1. The study team identified and mapped the
locations of minority and low‐income populations
and performed a GIS‐based analysis of the
proximity of proposed transportation
improvements to environmental justice
communities;
2. Using the MPO’s adopted public participation plan
as a guide, the study team designed and
implemented an early and meaningful public
participation program that provided an opportunity
for the public to be partners in the planning
process;
3. In the development of the 2040 MTP, at least one
public involvement meeting per round was held in
an area defined by the 2010 census as being of low
to moderate income or having a predominantly
minority population;
4. The study team ensured that public transportation
providers, upon which the environmental justice
community is most dependent, were strong
partners in the planning process;

Alliance Transportation Group, Inc.

Identifying potential impacts on environmental justice
communities involves a three‐step process similar to
the one used for the environmental mitigation analysis,
including:
 Defining and developing an inventory of minority
and low‐income populations;
 Identifying and assessing the potential impacts of
proposed transportation improvements on these
communities; and
 Addressing possible mitigation activities at a
system‐wide level.
TL‐MPO identified the locations of minority and low‐
income environmental justice population
concentrations using appropriate U.S. Census data.
These populations were identified at the census block
group level (based on 2009‐2013 American Community
Survey data). A block group is considered a minority
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census block group when the minority population of the
block group is at least 50 percent of the total
population. Out of the planning area's census block
groups, five have a minority population equal to or
greater than 50 percent and, therefore, are considered
minority, environmental justice populations. The
concentrations of minority, environmental justice
populations are generally located within the City of Hot
Springs.
The Department of Housing and Urban Development
defines low‐income as “a family whose annual income

does not exceed 80 percent of the median income for
the area.” Based on the 2009‐2013 American
Community Survey data, the median household income
in Garland County is $39,162. Therefore, any census
block group with a median household income equal to
or less than $31,330 is considered to be a low‐income,
environmental justice population. Of the planning
area's census block groups, there are 20 block groups
considered low‐income, environmental justice areas.
Figure 5 ‐ 4 shows the location of minority and low‐
income populations in the Tri‐Lakes region in relation to
the unconstrained program of potential projects.

Figure 5 - 4: Environmental Justice Populations

Minority and low‐income populations are closely
related and concentrated in central Hot Springs.
Although there are low‐income areas outside central
Hot Springs, the Tri‐Lakes area largely follows spatial
patterns common to the majority of United States
cities, where low‐income individuals and minorities
Alliance Transportation Group, Inc.

reside near the city core, while more affluent and
mostly white individuals live in the outlying suburbs. At
the systems level, proposed projects appear to be fairly
distributed across the region, with 85% of the proposed
projects intersecting either a low‐income or minority
population. Over 60% of the proposed projects
5‐11

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

intersect a low‐income population, and just over 20% of
proposed projects are within close proximity of a
minority population. Table 5 ‐ 7 summarizes the results
of the environmental justice analysis. A 250 foot buffer
was used for all project types.

modes of transportation are given appropriate
consideration in the planning process. Nearly a third of
the proposed projects in the 2040 MTP are non‐
motorized projects that will directly benefit individuals
with no or limited access to a personal vehicle.

Table 5 - 7: Summary of EJ Analysis Results

The key consideration in determining unintended
consequences or disparate impacts to environmental
justice populations is how the project objectives match
the community's transportation needs. The Tri‐Lakes
MPO is committed to working with project sponsors to
mitigate negative impacts on environmental justice
communities using measures such as impact avoidance
or minimization and context sensitive solutions
(appropriate functional and/or aesthetic design
features).

Minority

Percent
Analyzed
Projects

Low
Income

Percent
Analyzed
Projects

2

16.7%

4

33.3%

3

12.5%

15

62.5%

1

7.1%

10

71.4%

10

38.5%

17

65.4%

0

0.0%

1

50.0%

Rail

0

0.0%

1

100.0%

Total

16

20.3%

48

60.8%

Project
Type
Bridges
Congestion
Capacity
Congestion
Non
Capacity
Non‐
motorized
Pavement

Similar to the environmental mitigation analysis, a more
detailed, project‐level analysis will need to be
performed to better understand the likely impacts of
transportation improvements on environmental justice
populations. The proximity of projects to environmental
justice populations may have both positive and negative
impacts. For example, it is assumed that the mobility,
access, and safety benefits of most projects accrue
most strongly to those areas in close proximity to the
project. Therefore, if the project objectives are
consistent with the travel market needs of adjacent
communities, the project is viewed as having a positive
impact.
On the other hand, the physical impacts of project
construction and footprint also have the greatest
negative impacts on adjacent communities. Large
infrastructure projects whose objectives are not
consistent with community needs represent potential
negative impacts. Examples include the construction of
a new railway line that may create safety and noise
pollution concerns, the construction of a new roadway
that divides an existing community or creates barriers
to other resources and/or activities, or improvements
that may increase freight traffic or the movement of
hazardous materials through low‐income areas.
In determining unintended consequences or disparate
impacts to environmental justice populations, the Tri‐
Lakes MPO also considers the distribution of
improvements across modes to ensure non‐motorized
Alliance Transportation Group, Inc.

Human Service Transportation
Coordination Analysis
An analysis was conducted to determine whether the
MTP adequately supports the goals and objectives of
the regional human services transportation
coordination plan. The Garland County Coordinated
Transit Plan was adopted on June 6, 2007 and is
designed to improve the quality and quantity of services
available to the elderly, handicapped, and
disadvantaged populations in the region. The goals of
the plan are outlined in Chapter 2 and summarized
below.
 Develop interagency referral forms;
 Maintain the existing level of service to transit
dependent individuals;
 Expand the existing level of service to meet the
needs of transit dependent individuals in the
service area;
 Assist all the transit providers in the Tri‐Lakes MPO
area in assessing the needs and determining
solutions to individual provider’s needs;
 Provide more efficient and effective service
delivery;
 Provide a better quality of life for public
transportation dependent persons;
 Provide easier access to systems, facilities, and
services; and
 Work with the Office of Emergency Services to
create a transportation disaster plan.
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One key area in which this MTP supports the goals of
the Human Services Transportation Plan is through the
transit analysis that was conducted during the needs
assessment phase of MTP development. The analysis of
existing conditions was described in Chapter 3 and an
assessment of conceptual bus route extensions and
their impact on transit access to population,
employment, and activity centers in the region is
provided in Appendix B. This analysis can be used by
transit providers to help assess regional needs and
potential solutions to improve access to key
destinations in the region, and, if significant funding
increases occur, may assist transit providers with
expanding the existing level of service in an efficient
and effective manner to meet the needs of transit
dependent individuals in the service area.
Coordination between the various transit providers in
the region, as well as between transit providers and
human services providers in the region can help to
increase the efficiency and effectiveness of service
delivery without the high costs associated with
expanding fixed route service. Through close
coordination, transit providers and human services
providers can:
1. Identify what services exist;
2. Identify what services are needed; and
3. Leverage resources to fill identified gaps.
The MPO is a key facilitator in these coordination
efforts by championing the implementation of the
strategies identified in the human services
transportation coordination plan. The MPO will
periodically revisit and evaluate the plan to ensure
strategies continue to address the needs of the
community.

Alliance Transportation Group, Inc.
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6

Financial Analysis and Fiscal Constraint

According to federal regulations, transportation
improvement projects included in a metropolitan
transportation plan (MTP) must fall within the financial
capabilities of the community. The final project list
included in the MTP must therefore be fiscally
constrained – i.e., the amount of revenues available for
projects must be greater than or equal to the
anticipated cost of the projects.

70 Business, State Highway 7, and the Martin Luther
King Expressway are the only roads in the TL‐MPO area
that are eligible for this type of funding. In 2015, AHTD
estimated that $2.739 million was available for the TL‐
MPO area in this category.

This chapter includes a list of funding sources and dollar
amounts anticipated to be available to fund projects
included in the Tri‐Lakes 2040 MTP. It also outlines the
process by which historic trends in funding were
assessed and funding levels were forecast to determine
the amount of funds available.
Because federal regulations stipulate that the financial
forecast take into account the change in value of the
dollar due to inflation, revenues and costs discussed in
this chapter were calculated in year‐of‐receipt and
year‐of‐expenditure dollars, respectively.

Calculating Revenues
Roadway Revenue
The following programs were considered when
calculating the total amount of roadway revenue
available for the 2040 MTP. The amount of funding
estimated to be available for projects in the TL‐MPO
area in 2015 are listed for each category. These
estimates were used to form the base year revenues
that were extrapolated to complete the funding
forecast for the duration of the MTP.
Federal Revenue Sources
National Highway System (NHS)

This category provides federal funds for improvements
to the existing pavement condition of routes on the
National Highway System (NHS). These projects
improve the ride quality or extend the life of pavement
on the system. Projects that increase lane and/or
shoulder widths to current standards are eligible for this
type of funding, while projects that add capacity to
existing NHS roads are ineligible. U.S. Highway 270, U.S.
Highway 270 Business, U.S. Highway 70, U.S. Highway

Alliance Transportation Group, Inc.

Source: City of Hot Springs

Highway Bridge Replacement and Rehabilitation
Program

This program funds the replacement or rehabilitation of
eligible state‐ or county‐owned bridges. Projects in this
category may include increasing lane and/or shoulder
widths to current standards, but may not add additional
capacity. In 2015, AHTD estimated that $1.23 million
was available for the TL‐MPO area in this category.
Surface Transportation Program (STP)

This program provides flexible funding that may be used
by States and other localities for projects on any
Federal‐aid highway (including National Highway
System routes), bridge projects on any public road,
transit capital projects, and intracity and intercity bus
terminals and facilities. AHTD tracks the amount of STP
funds within two distinct categories: state and local
funds, further separated into bridge and non‐bridge
funding. In 2015, AHTD estimated that $3.654 million
was available for state STP non‐bridge projects and
$182,000 was available for state STP bridge projects.
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Surface Transportation Program – Urban Projects in
Areas < 200,000

This program targets STP funds to urbanized areas with
populations greater than 5,000 but less than 200,000 –
which includes the Tri‐Lakes area. Projects in this
category include intersection signalization, signal
upgrades, signal coordination, and the addition of turn
lanes to improve the flow of traffic through
intersections. Projects in this category require the
approval and concurrence of the MPO. In 2015, AHTD
estimated that $156,000 was available for intersection
improvement projects in the TL‐MPO area, while
$13,000 was available for bridge projects in the TL‐MPO
area in this category.
Highway Safety Improvement Program (HSIP)

This program funds highway safety improvement
projects that are consistent with the State Strategic
Highway Safety Plan (SHSP). Projects in this category
correct or improve hazardous road locations or
features, or address a highway safety problem. Projects
are selected based on rank of priority in a manner
consistent with FHWA guidelines. In 2015, AHTD
estimated that $762,000 was available in this category
in the TL‐MPO area.

School. TAP funds programs and projects defined as
“transportation alternatives,” including, but not limited
to:
 On‐ and off‐road trail facilities for pedestrians,
bicyclists, and other non‐motorized transportation;
 Infrastructure‐related projects that provide safe
routes for non‐drivers, including children, older
adults, and individuals with disabilities to access
daily needs;
 Rails‐to‐trails projects;
 Environmental mitigation activities; and
 Activities that would otherwise be eligible under
the Recreational Trails Program (RTP)1 or the Safe
Routes to School program.
TAP funds are distributed on both a statewide basis and
specifically for urbanized areas with populations greater
than 200,000. TL‐MPO is eligible to receive an allocation
of statewide TAP funds, which in 2015 was estimated to
be $233,000.
State Maintenance

This category provides federal funding for routine
maintenance on the state highway system. The amount
allocated from each Highway District to its subareas is a
function of the area’s share of the number of lane‐miles
on the State Highway system and the area’s percentage
of District VMT. In 2015, this formula resulted in an
estimated $2.506 million for the TL‐MPO area in this
category.
State Revenue Sources (State Turnback Programs)

Source: City of Hot Springs

Transportation Alternatives Program (TAP)

TAP was created to replace funding from distinct pre‐
MAP‐21 funding categories including Transportation
Enhancements, Recreational Trails, and Safe Routes to
1

Projects eligible for RTP funding are funded through a
portion of TAP funds set aside specifically for recreational
trails. Arkansas disburses these funds through a competitive

Alliance Transportation Group, Inc.

Funding provided exclusively by the state of Arkansas is
referred to as “turnback” funding because it is collected
at the state level but then allocated – “turned back” –
to local governments. This funding is administered
through two separate channels: general highway‐user
revenue turnback funds and the Connecting Arkansas
Program. The total revenue available for the region
from both categories was estimated to be $3.872
million in 2015.
General Highway-User Revenue Turnback

Revenue obtained through dedicated road user fees
(motor fuel taxes, motor vehicle registration fees, title
grant program administered on a statewide basis. In 2015,
$1.479 million was estimated to be available in this category.
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transfer fees, etc.) are used for maintenance,
construction, and reconstruction of city and county
roads and bridges, and parking for specified county
facilities. Funds are allocated to each municipality based
on a population apportionment from the most recent
census, while funds allocated to each county are
allocated based on a formula that factors county area
(31%), license fees collected (17.5%), total population
(17.5%), rural population (13.5%), and an equal
distribution of total revenues collected (20.0%). In
2015, this formula resulted in an estimated $2.745
million in User Revenue Turnback funding available for
the TL‐MPO area.
Connecting Arkansas Program (CAP)

The Connecting Arkansas Program is the largest
highway construction program ever undertaken by
AHTD, funding 35 projects in 19 major corridors
throughout the state including the U.S. Highway 70 and
U.S. Highway 270 corridors within the TL‐MPO area. The

CAP is funded through a 10‐year sales tax that was
approved by Arkansas voters in 2012 and went into
effect on July 1, 2013. 70% of the sales tax revenue is
dedicated to fund an estimated $1.8 billion in roadway
widening projects, while the remaining 30% will be
reallocated to local governments for road and street
construction projects (15% each for cities and counties).
The amount of revenue resulting from the turnback
allocation is estimated to be $1.128 million for the TL‐
MPO area in 2015.
Roadway Revenue Overview

Table 6 ‐ 1 shows the total roadway revenue estimated
to be available for 2015 from all sources. Including local
matching funds, the total amount of roadway revenue
estimated to be available for the TL‐MPO area was
$17.484 million. This figure was used as the base year
amount for projecting the total amount of revenue that
will be available throughout the planning horizon of the
MTP.

Table 6 - 1: 2015 Roadway Revenue (All Sources)
2014 Revenue Estimate

Local Match Required

Federal Share

Total

NHS

$

2,739,000

$

684,750

80%

$

3,423,750

NHPP Bridge

$

1,230,000

$

307,500

80%

$

1,537,500

STP

$

3,654,000

$

913,500

80%

$

4,567,500

STP Bridge

$

182,000

$

45,500

80%

$

227,500

City Bridge

$

13,000

$

3,250

80%

$

16,250

City Int Imp. Signals

$

156,000

$

39,000

80%

$

195,000

Hwy Safety Imp Program

$

762,000

$

84,667

90%

$

846,667

<200K TAP

$

233,000

$

58,250

80%

$

291,250

State Maintenance

$

2,506,000

$

‐

100%

$

2,506,000

Total Federal

$

11,475,000

$

2,136,417

‐

$

13,611,417

Road User

$

2,744,813

$

‐

‐

$

2,744,813

CAP

$

1,127,891

$

‐

‐

$

1,127,891

State Turnback Funds

$

3,872,703

$

‐

‐

$

3,872,703

TOTAL

$

15,347,703

$

2,136,417

‐

$

17,484,120

Calculating Transit Revenues
The following programs were considered when
calculating the total amount of transit revenue available
for the 2040 MTP. The amount of funding estimated to

Alliance Transportation Group, Inc.

be available for projects in the TL‐MPO area for 2014
are listed for each category. These estimates were used
to form the 2015 base year revenues that were
extrapolated to complete the funding forecast for the
duration of the MTP.
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Federal Revenue Sources
Section 5307 Urbanized Area Formula Program

Section 5307, the Urbanized Area Formula program (49
U.S.C. 5307) makes federal funding available to
urbanized areas for transit capital and operating
assistance and for transit related planning activities.
Funding for the formula program is determined based
on the level of transit service provision, population, and
other factors. Section 5307 provides all of Intracity
Transit’s federal revenue. In 2014, the total amount of
federal funding estimated to be available in the TL‐MPO
area was $769,544.
Other Revenue Sources
Arkansas State Transit Trust Fund

Transit Revenue Overview

Table 6 ‐ 2 shows the total transit revenue estimated to
be available for 2014 from all sources. Including local
matching funds, the total amount of transit revenue
estimated to be available for the TL‐MPO area was
$1.496 million. This figure was used to develop the
2015 base year figure used to project the total amount
of revenue that will be available throughout the
duration of the MTP. The 2015 base year revenue
amount (approximately $1.491 million) was calculated
by subtracting nonrecurring revenue (e.g. insurance
settlement revenue) from the total 2014 revenue
figure.
Table 6 - 2: 2014 Transit Revenue (All Sources)

In 2001, the Arkansas State Senate passed a bill that
dedicated the first $2.85 million from the rental vehicle
tax to be deposited in the Arkansas Public Transit Trust
Fund. The funds are distributed to nonurban, urbanized,
and human service transit providers for both operating
and capital assistance. In 2014, the amount of funding
estimated to be available to the TL‐MPO area was
$175,926 from the Transit Trust Fund.

2014 Revenue Estimate
Federal

$

769,544

Local

$

337,252

City GF Match

$

389,540

TOTAL

$

1,496,336

Revenue Forecast

Local Revenue

Local revenue is derived primarily from user fees in the
form of bus fares and coupon pass sales, but also comes
from advertising and other miscellaneous revenue
sources. The total amount of local revenue estimated to
be available in the TL‐MPO area was $337,252 in 2014.
Additionally, the city of Hot Springs contributed
$389,540 from its general fund to supplement the local
match for Federal funding.

Using 2015 as the base year, revenues were forecast to
the year 2040 for roadways using a 3% per year
inflation rate and for transit using a 0.5% per year
inflation rate to estimate the total amount of funding
available throughout the planning horizon of the MTP.
However, CAP funding was not included in the forecast
after 2023, when the sales tax that funds the program is
set to expire. Table 6 ‐ 3 shows the total revenue
forecast for the short‐term (2016‐2020), mid‐term
(2021‐2030), and long‐term (2031‐2040) time periods.

Table 6 - 3: 2040 Revenue Forecast (All Sources)
Roadway

Transit

Total

$17,184,120

$1,491,669

$18,675,789

Short‐Term (2016‐2020)

$148,610,333

$7,570,968

$156,181,301

Mid‐Term (2021‐2030)

$228,054,477

$15,720,293

$243,774,770

Long‐Term (2031‐2040)

$300,891,824

$16,524,231

$317,416,055

TOTAL (2016‐2040)

$677,556,634

$39,815,492

$717,372,126

Base Year (2015)
2

2

The short‐term roadway funding forecast includes $53 million in anticipated contributions from the statewide pool of
Connecting Arkansas Program funds. This one‐time funding allocation was not factored into the rest of the forecast.
Alliance Transportation Group, Inc.
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transportation infrastructure was estimated on a
system‐wide level.

Calculating Costs

 Whenever a detailed engineering estimate for a
particular project was not available, generalized
planning‐level cost figures were used to assess the
cost of each of the project’s elements. These
generalized cost figures were based on estimates
provided by AHTD and other available resources.

Federal regulations define “total project cost” for the
purpose of estimating fiscal constraint in the MTP to
include:
 Planning elements (e.g. environmental studies and
functional studies);
 Engineering costs (e.g. preliminary engineering and
design);

 In the absence of detailed, local inflation
information for construction related activities, an
annual inflation rate of 4% was used for roadway
project cost estimation based on AHTD guidance.

 Preconstruction activities (e.g. ROW acquisition);
 Construction activities; and

 Transit project costs were calculated using an
annual inflation rate of 0.667% based on AHTD
guidance.

 Contingencies.
The following assumptions helped guide the
development of cost estimates for the proposed
projects in the MTP as well as the maintenance and
operation of the existing transportation system.
 Because federal regulations do not require that the
cost of maintenance and operations activities be
computed for individual projects, the funding
needed for maintenance and operation of the
Table 6 - 4: Typical Improvement Costs by Type

Table 6 ‐ 4 shows the typical planning‐level
improvement costs for different types of transportation
improvements based on estimates provided by AHTD.
These figures do not include other associated project
costs like engineering and ROW acquisition, as those
costs are typically project‐ and location‐specific.

Improvement

Unit

Average Cost per Unit (Urban)

Average Cost per Unit (Rural)

New 4 Lane Freeway

Mile

$8,800,000

$6,750,000

New 4 Lane Arterial

Mile

$5,675,000

$4,725,000

New 2 Lane Roadway

Mile

$2,100,000

$1,700,000

Sq. Ft Deck Area

$121

$121

Mile

$4,450,000

$3,175,000

Reconstruction

Lane Mile

$1,650,000

$1,500,000

Roadway Rehabilitation

Lane Mile

$895,000

$895,000

Asphalt Overlay

Lane Mile

$16,000

$16,000

Each

$9,450,000

$9,450,000

Intersection

$180,000

$180,000

Cable Barrier Projects

Mile

$190,000

$190,000

Bicycle Lanes

Mile

$265,000

$265,000

New Bridge
Road Widening (2LN‐4LN)

New Interchanges
Signals

Both typical improvement costs and local knowledge of
other project costs were used to develop cost estimates
Alliance Transportation Group, Inc.

for the projects considered for the MTP. In keeping with
federal regulations, cost estimates were computed in
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year‐of‐expenditure (YOE) dollars using the inflation
factors outlined above in accordance with FHWA and
AHTD guidance for project costs. Table 6 ‐ 5 displays the
aggregate total estimated project costs for each time
period addressed by the MTP. Each time period figure

accounts for general system maintenance and
operation costs. The complete list of projects
considered for inclusion in the MTP, along with
estimated YOE costs, can be found in Chapter 7.

Table 6 - 5: 2040 Cost Forecast (All Projects)
Roadway

Transit

Total

Short‐Term (2016‐2020)

$118,300,000

$5,894,173

$139,694,173

Mid‐Term (2021‐2030)

$174,900,000

$12,598,653

$187,498,653

Long‐Term (2031‐2040)

$167,400,000

$13,464,660

$180,864,660

TOTAL

$460,600,000

$31,957,486

$492,557,486

Constraining the Plan
The anticipated total program revenue for both
highway and transit is expected to be roughly $717
million over the 25‐year planning horizon of the MTP.
Total program costs are estimated to be about $508
million in YOE dollars. Because the total program
revenue is expected to be greater than program costs,
the Tri‐Lakes MPO 2040 Metropolitan Transportation
Plan is fiscally constrained.

Alliance Transportation Group, Inc.
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7

Fiscally Constrained Plan Projects

This chapter provides tables and maps that describe
and illustrate the package of projects included in this
MTP, as well as no‐build recommendations for the
region. The fiscally constrained projects have been
grouped by time period – Short‐Term (2016‐2020), Mid‐
Term (2021‐2030), and Long‐Term (2031‐2040).
Additionally, a list of unfunded needs has been
included; these projects are important to the region,
but are currently unfunded within the 2040 planning
horizon.

No-Build Recommendations

Strategies implemented to achieve effective access
management may include installing raised medians,
limiting residential driveways along major roadways,
limiting the number of access points per parcel and
enforcing minimum lot frontages to encourage proper
driveway spacing along busy roads, ensuring adequate
corner clearance to reduce traffic flow and safety
issues, and employing internal circulation design that
provides safe and reasonable access to and from the
street and a reasonable transition between site access
and internal circulation.

To supplement the “build” projects included in the
fiscally constrained package of projects, additional
capacity (and other benefits) can be gained through
implementing access management techniques along
strategic corridors in the study area. As discussed in
Chapter 4, access management refers to the regulation
of the number of access points between a development
and the adjacent roadway network and the interaction
of those access points and other intersecting lower
classification roadways (specifically the left turning
movements).
Most discussions of access management involve the
placement and number of driveway curb cuts, but the
application can also include the location, size, and
function of interior service roads and other factors.
Effective access management has significant
implications for mobility, accessibility, and safety by
reducing crashes, increasing capacity, reducing travel
time and delay, extending the life of the roadway, and
reducing vehicular emissions.

Corridors recommended for study in this context
include Central Avenue, Higdon Ferry Road, and Grand
Avenue. Traffic flow along these corridors could greatly
improve if effective access management strategies are
implemented.
Alliance Transportation Group, Inc.
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Specifically, assessments of Central Avenue and Higdon
Ferry Road might include:
 Studying the potential impacts of restricting and/or
combining driveways along those roadways,
 Reconfiguring internal circulation, and
 Implementing a median treatment instead of a
continuous left turn lane to reduce the number of
access points and restrict turn movements.

There are also opportunities to limit side street left
turning movements that impact overall operation and
safety of the main thoroughfare. Additionally, although
Grand Avenue is already median‐separated, the number
and locations of curb cuts could be assessed to
determine how reducing the number of driveways may
increase the roadway’s capacity. Furthermore, it would
be advisable to explore requiring any new or expanding
business seeking a driveway permit to perform a traffic
study to identify potential traffic impacts and mitigation
strategies.
While implementing traffic impact requirements is a
local and state jurisdictional issue, the MPO can play a
critical facilitation role in the execution of these
corridor studies that could lead to significant short‐ and
long‐term regional benefits.

Alliance Transportation Group, Inc.
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Roadway Projects
Short-Term
ID

Job
Number

1

2

061329

3

061203

4
5
6

Highway 7 (Park Avenue)
Highway 128 (Carpenter
Dam)
Hot Springs Creek
Greenway Trail
Hot Springs Creek
Greenway Trail

CA0606

9

061309

Highway 7

10

Highway 70/270 Bypass

11

Fox Pass Cutoff

14

CA0607

Woodlawn Avenue Bridge
over Stokes Creek
Stokes Creek Structure &
Approaches
Highway 270

15

060432

Highway 7

16

Total Year of
Expenditure Cost

STP, NHPP,
HSIP

2016‐2020

AHTD

$7,700,000

STP, NHPP

2016‐2020

AHTD

$10,000,000

STP

2016‐2020

AHTD

$4,500,000

Heritage Health to Breckling Bridge

TAP

2016‐2020

Seneca Street to Golf Links Road

TAP

2016‐2020

City Int. Imp.
Signals

2016‐2020

Golf Links Road to Heritage Health, including bridge

TAP

2016‐2020

Hot Springs to Highway 128 (Widening)
Safety improvement on selected sections from
Mitzi Parkway to Highway 290
Mill and inlay from Highway 70 (Airport) to Highway
70/70B

CAP

Re‐design of access ramps to reduce traffic backing
up onto both Expressway and Airport Road during
high‐volume periods

8

13

Responsible
Agency

MLK Expressway @
Airport Road (Highway
70/270 interchange with
Highway 70)

Hot Springs Creek
Greenway Trail
Highway 70

12

Years

Description

Weston Road

7

Funding
Category

Roadway

Line Item

Alliance Transportation Group, Inc.

Safety improvements including bike lanes and
pedestrian improvements from Highway 7 Spur
(Gulpha Gorge) to Highway 5/7.
Widen to 5 lanes from Karen Street to Highway
270B (Malvern Avenue)

Traffic signals at Albert Pike and Airport Road

AHTD/Hot
Springs
AHTD/Hot
Springs
Hot Springs

$300,000
$300,000
$500,000

2016‐2020

AHTD/Hot
Springs
AHTD

$40,000,000

HSIP, NHPP

2016‐2020

AHTD

$9,200,000

NHPP, STP

2016‐2020

AHTD

$8,200,000

Improve road including bike lanes

Locally
Funded

2016‐2020

Hot Springs

$3,800,000

0.75 miles west of junction with Summer Street

Bridge

2016‐2020

Michael Street

Bridge

2016‐2020

CAP

Highway 227 to Ouachita River (widening)
Widening from Highway 290 to Ouachita River
Bridge
State Maintenance

$300,000

2016‐2020

AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD

$13,000,000

STP, NHPP

2016‐2020

AHTD

$6,000,000

State
Maintenance

2016‐2020

AHTD

$13,000,000

$800,000
$700,000
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Mid-Term
ID

17

Job
Number

Roadway

R60016

MLK Expressway/
Highway 70/270 Bypass/
East‐West Arterial

18

19

Highway 7 (Park Avenue)

061314

Highway 88 (Higdon Ferry
Road)
MLK Expressway @
Higdon Ferry Road

20

Highway 70B/270B
(Albert Pike)
Southwest Trail

21
22
23

061440

Highway 7

24

061439

Highway 5

Description
Construct 2‐lane, controlled access roadway with
wide shoulders from Highway 70/270 junction
northward to Highway 5/7 junction north of
Fountain Lake
Safety improvements including bike lanes and
pedestrian improvements from Whittington to
Highway 7 Spur (Gulpha Gorge).
Widen and realign Highway 88 (Higdon Ferry Road)
from Crawford to Highway 7, including bike lane
(Central Avenue at Golf Links)
Re‐design of access ramps to reduce traffic backing
up onto both MLK and Higdon Ferry during high‐
volume periods
Streetscape and pedestrian and access
improvements from Ouachita to Airport Road
Grand Avenue to Norwalk
Safety improvements from Sycamore Drive to
Highway 290
Safety improvements including wide shoulders from
Highway 7 to Saline County Line

Funding
Category

Years

Responsible
Agency

Total Year of
Expenditure Cost

STP, State
Turnback

2021‐2030

AHTD/Hot
Springs

$68,700,000

HSIP, NHPP,
STP

2016‐2020

AHTD

$14,400,000

STP

2016‐2020

AHTD

$6,700,000

STP, NHPP,
HSIP

2021‐2030

AHTD

$7,400,000

TAP, NHPP,
STP
TAP

2021‐2030

AHTD/Hot
Springs
Hot Springs

HSIP, NHPP

2021‐2030

AHTD

$1,800,000

HSIP, STP

2021‐2030

AHTD

$13,900,000

TAP

2021‐2030

Hot Springs

$1,600,000

TAP

2021‐2030

Hot Springs

$1,100,000

TAP
TAP

2021‐2030
2021‐2030

Hot Springs
Hot Springs
AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD/Hot
Springs
AHTD/Hot
Springs

$300,000
$200,000

2021‐2030

27
28

Gulpha Creek Corridor
Trail
Stokes Creek Greenway
Trail
Lakeshore Trail
Lakeshore Trail

29

Warren Watson Road

Bridge replacement over Cedar Creek

Bridge

2021‐2030

30

Spring Street

Bridge replacement over Gulpha Creek

Bridge

2021‐2030

31

Richard @ Stokes Creek

Replace bridge

Bridge

2021‐2030

32

Honeycutt Street over
Gulpha Creek

0.25 miles South of junction with Spring Street

Bridge

2016‐2020

33

Highway 270

West of Ouachita River to Study Area Boundary ‐
Overlay between passing lane sections

STP, State
Maintenance,
NHPP

2021‐2030

25
26

Alliance Transportation Group, Inc.

From Spring Street to Malvern Avenue (Phase I)
Mid City Loop Trail from Richard Street to
Lakeshore Drive
From Yorkshire to Grandview
From Pinehaven Place to Aberina Street

AHTD

$2,200,000
$400,000

$900,000
$900,000
$900,000
$500,000
$1,800,000
7‐5

Tri‐Lakes Metropolitan Transportation Plan 2040
Adopted September 10, 2015

Mid-Term
ID

Job
Number

Roadway

Description

34

Highway 70

West of Hempwallace to Study Area Boundary –
Overlay between passing lane sections

35

Highway 290

Between Highway 7 and 171 – Overlay

36

Highway 128

From Ouachita River to Highway 290 – Overlay

37

Highway 70B (E Grand
Avenue)

from Highway 270 B (Malvern Avenue) to Highway
270 (Hot Springs Bypass) – Overlay

38

Highway 270B (Malvern
Avenue)

from Highway 70B (E Grand Avenue) to Highway
70/270 (Hot Springs Bypass) – Overlay

Highway 7

Safety improvements on selected sections from
Bryant Road to Highway 298

Line Item

State Maintenance

39
40

061438

Alliance Transportation Group, Inc.

Funding
Category
STP, State
Maintenance,
NHPP
STP, State
Maintenance
STP, State
Maintenance
STP, State
Maintenance,
NHPP
STP, State
Maintenance,
NHPP

Years

Responsible
Agency

Total Year of
Expenditure Cost

2021‐2030

AHTD

$1,600,000

2021‐2030

AHTD

$3,100,000

2021‐2030

AHTD

$400,000

2021‐2030

AHTD

$3,000,000

2021‐2030

AHTD

$2,900,000

HSIP, NHPP

2021‐2030

AHTD

$15,200,000

State
Maintenance

2021‐2030

AHTD

$25,000,000
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Long-Term
ID

Job
Number

Roadway

41

Twin Points E‐W
Connector

42

Files Road

43
44

Southwest Trail
Southwest Trail

45

Highway 227

46

Belding Road

47

Weston Road/Albert Pike

48

Lakeshore Drive

49

West Belding Street

50

3rd Street ‐ North / South
Connector

51

7th Street

52

Highway 7 (Central
Avenue)

53

Buena Vista

54

Lake Hamilton Drive

55

Gulpha Creek Greenway
Trail

Alliance Transportation Group, Inc.

Description
From Twin Points at Higdon Ferry (Highway 88) to
Central Avenue (Highway 7S) at the Mehta Court
and Wal Mart Drive Intersection Traffic Signal
Widen to 3 lanes and add bike lanes from Section
Line Road to Central Avenue
Norwalk to Honeycutt
Honeycutt to Guy Street
Widen and make safety improvements from end of
4 lane (270W) to Mountain Pine
Extension from Lincoln to Highway 270 (Malvern
Avenue); and Greenwood Parkway corridor
improvements from this connection to Airport Road
via Belding, Alcorn, Greenwood, Main, Richard, and
W St. Louis
Intersection redesign ‐ access management to
collect side roads into a controlled intersection with
bike/ped crossing and traffic signal; addition of
1000 linear feet of 2‐lane roadway
Improvements from Higdon Ferry to MLK
Expressway
Bridge reconstruction with pedestrian facilities at
Hot Springs Creek
From Higdon Ferry near Alpine Street to East Grand
near Ouachita by widening streets and improving
intersections at Alpine, Bell and Third Streets, with
realignment and new construction as necessary
Widen and add bike lanes from Greenwood to
Emory
Widen to 4 lanes from Highway 70B (Grand Avenue)
to Market Street
New collector from Buena Vista to Pakis, including
bike lanes
Widen shoulders and provide safety improvements
from Central Avenue to Lakeland
Mid City Loop trail from Transportation Plaza to
Spring Street/Gulpha Creek

Funding
Category

Years

Responsible
Agency

Total Year of
Expenditure Cost

State
Turnback

2031‐2040

Hot Springs

$5,500,000

State
Turnback
TAP
TAP

2031‐2040

Hot Springs

$10,700,000

2031‐2040
2031‐2040

Hot Springs
Hot Springs

$600,000
$900,000

HSIP, STP

2031‐2040

AHTD

$29,900,000

State
Turnback

2031‐2040

Hot Springs

$2,100,000

City Int. Imp.
Signals

2031‐2040

Hot Springs

$1,100,000

STP, State
Turnback

2031‐2040

Hot Springs

$2,700,000

Bridge

2031‐2040

Hot Springs

$1,300,000

State
Turnback, STP
< 200K

2031‐2040

Hot Springs

$3,100,000

State
Turnback,
TAP

2031‐2040

Hot Springs

$2,900,000

STP

2031‐2040

AHTD/Hot
Springs

$3,600,000

State
Turnback

2031‐2040

Hot Springs

$2,000,000

HSIP

2031‐2040

Hot Springs

$3,500,000

TAP

2031‐2040

Hot Springs

$1,600,000
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Long-Term
ID
56
57
58

Job
Number

Roadway

Description

Ridgeway

Widen to 3 lanes and add bike lanes from Rhodes to
Guy

Stokes Creek Greenway
Trail
Stokes Creek Greenway
Trail

Years

Responsible
Agency

Total Year of
Expenditure Cost

2031‐2040

Hot Springs

$9,700,000

From 7th Street to Richards Street

TAP

2031‐2040

Hot Springs

$800,000

From 7th Street to 3rd Street

TAP

2031‐2040

Hot Springs

$300,000

2031‐2040

Hot Springs

$11,100,000

Widen to 3 lanes and add bike lanes from Highway
270 (Malvern) to Rhodes
Widen to 5 lanes from Saline County Line to Hot
Springs Village East Gate, including bike lanes
From San Carlos Point to Television Hill Road
New collector from Doris Court to Airport Road;
widen and add bike lanes from Albert Pike to
Highway 70
Mill and inlay from Highway 70 (Airport) to 270B
(Albert Pike)
From east end of Yorkshire Drive to west end of
Grandview Drive and from east end of Grandview
Drive to Aberina Street

59

Ridgeway

60

Highway 5

61

Lakeshore Trail

62

Hammond

63

Highway 270 Bypass

64

Lakeshore Trail

65

West St. Louis

Widen and add bike lanes from 3rd to Central

66

West St. Louis

Widen and add bike lanes from Airport Rd to
Richard

67

Shady Grove

Replace AMRR trestle

68

Hobson

Widen and add bike lanes from 3rd to Central

69

Millcreek @ Gulpha Creek

Replace bridge

70

Bayshore Drive

Shoulders and bike lanes

71

Ridgeway

New bridge between Rhodes and Guy

72

Highway 270 B (Albert
Pike)

From Highway 270 (Hot Springs Bypass) to Highway
70B (Airport Road/Albert Pike intersection) –
Overlay

Alliance Transportation Group, Inc.

Funding
Category
State
Turnback

State
Turnback
STP, State
Turnback
TAP

2031‐2040

AHTD/Hot
Springs
Hot Springs

State
Turnback

2031‐2040

Hot Springs

$1,900,000

State
Maintenance

2031‐2040

AHTD

$1,700,000

TAP

2031‐2040

Hot Springs

$100,000

2031‐2040

Hot Springs

$700,000

2031‐2040

Hot Springs

$2,500,000

2031‐2040

Hot Springs

$2,900,000

2031‐2040

Hot Springs

$1,000,000

Bridge

2031‐2040

AHTD/Hot
Springs

$1,300,000

State
Turnback,
HSIP

2031‐2040

AHTD/Hot
Springs

$2,700,000

Bridge

2031‐2040

AHTD/Hot
Springs

$1,300,000

STP

2031‐2040

AHTD

$1,800,000

State
Turnback
State
Turnback
STP Urban
<200K
State
Turnback

2031‐2040

$13,900,000
$600,000
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Long-Term
ID

Job
Number

Roadway

Description

73
74
75
76

Highway 7
Highway 227
Highway 171
Highway 7

77

Highway 70B (Grand
Avenue)

North of Highway 70/270 – Overlay
Between Highway 70 and 270 – Overlay
From Highway 290 to Diamondhead – Overlay
South of Highway 70/270 – Overlay
From Highway 7 (Central) to Highway 70B/270B
Split (Malvern) ‐ Overlay and check condition of box
culvert near railroad tracks

78

Line Item

Alliance Transportation Group, Inc.

State Maintenance

Funding
Category
STP
STP
STP
STP

2031‐2040
2031‐2040
2031‐2040
2031‐2040

Responsible
Agency
AHTD
AHTD
AHTD
AHTD

Total Year of
Expenditure Cost
$900,000
$3,500,000
$600,000
$6,100,000

State
Maintenance

2031‐2040

AHTD

$500,000

State
Maintenance

2031‐2040

AHTD

$ 30,000,000

Years
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Unfunded Needs
ID

Job
Number

Roadway

Description

79

Southwest Trail

80

Highway 7

Guy to Garland/Saline County Line
Widen to 5 lanes from Highway 5 to Hot Springs Village
Gate
From Mid America Park to Mountain Pine and Lake
Ouachita Vista Trail
Magic Springs Trail
AR Midland Safety Trail from H.S. Greenway Trail at Boy's
and Girl's Club west to Mid America Park
Missouri Pacific Trivista Neighborhood Connection Trail
From Spring Street to Malvern Avenue (Phase II)
Widen to 3 lanes and add bike lanes from Guy to
Westinghouse
From Spring St to Gulpha Gorge Campground
Eastern branch of trail from Stokes Creek Greenway Trail
along tributary at Leonard Street eastward to Higdon Ferry
just north of Printer's Place and "The Big Chill" bar
AR Midland Safety Trail from H.S. Creek Greenway Trail at
Boys & Girls Club east to Gulpha Creek Greenway Trail
Replace two bridges between Highway 5 and Hot Springs
Village
Widen and improve alignment of certain sections
Add shoulders/bicycle lanes from Highway 128 (Carpenter
Dam) to Garvan Gardens
Widen and add shoulders
Shoulders and bike lanes
Improve from Highway 7 to back gate of Hot Springs Village

84
85

Rails‐with‐Trails Railroad
Trail
Magic Springs Trail
Rails‐with‐Trails Railroad
Trail
MO Pacific Trivista
Gulpha Creek Corridor Trail

86

Ridgeway

87

Gulpha Creek Corridor Trail

88

Stokes Creek Greenway Trail
‐ Eastern Branch

89

Rails‐with‐Trails Railroad
Trail

90

Danville Road

91

West Glazypeau

92

Arkridge Road

93
94
95

South Moore Rd
Shady Grove Rd
East Glazypeau
Hollywood @ Hot Springs
Creek

81
82
83

96
97
98

99

McLeod @ Stokes Creek
MLK Expressway/ Highway
70/270 Bypass/ East‐West
Arterial
Highway 70 W (Airport
Road) @ Majestic
Lodge/Adcock

Alliance Transportation Group, Inc.

Funding
Category

Responsible
Agency

Total (2015) Cost

TAP
STP, State
Turnback

Hot Springs

$6,232,893

AHTD

$34,264,688

TAP

Hot Springs

$2,555,520

TAP

Hot Springs

$1,724,976

TAP

Hot Springs

$1,507,757

TAP
TAP

Hot Springs
Hot Springs

$1,183,525
$1,058,944

State Turnback

Hot Springs

$5,247,066

TAP

Hot Springs

$474,368

TAP

Hot Springs

$2,110,860

TAP

Hot Springs

$3,200,789

Bridge

Hot Springs

$1,815,000

State Turnback

Hot Springs

$8,154,907

State Turnback

Hot Springs

$1,079,021

State Turnback
State Turnback
State Turnback

Hot Springs
Hot Springs
Hot Springs
AHTD/Hot
Springs
AHTD/Hot
Springs

$ 4,419,835
$7,422,624
$2,583,425

Replace bridge

Bridge

Replace bridge

Bridge

Widen from 2 lanes to 4 lanes
Widen Majestic Lodge Road and Adcock Road to provide
turning lanes. Upgrade traffic signal to accommodate
additional turning movements.

$590,000
$595,000

State Turnback,
STP

AHTD/Hot
Springs

$23,915,688

STP

AHTD

$1,400,000
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Transit Projects
Short-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2016‐2020

Short‐Term

$

3,846,348

HSIT02

Capital ‐ Preventative Maintenance

Transit

2016‐2020

Short‐Term

$

1,291,020

HSIT03

Capital ‐ Paratransit Service

Transit

2016‐2020

Short‐Term

$

445,179

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2016‐2020

Short‐Term

$

311,625

Mid-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2021‐2030

Mid‐Term

$ 8,221,477

HSIT02

Capital ‐ Preventative Maintenance

Transit

2021‐2030

Mid‐Term

$ 2,759,524

HSIT03

Capital ‐ Paratransit Service

Transit

2021‐2030

Mid‐Term

$

951,560

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2021‐2030

Mid‐Term

$

666,092

Long-Term
ID

Total Year of
Expenditure Cost

Job Number

Description

Category

Years

Time Frame

HSIT01

Operating Assistance

Transit

2031‐2040

Long‐Term

$

8,786,606

HSIT02

Capital ‐ Preventative Maintenance

Transit

2031‐2040

Long‐Term

$

2,949,208

HSIT03

Capital ‐ Paratransit Service

Transit

2031‐2040

Long‐Term

$

1,016,968

HSIT04

Capital Rolling Stock/Support Equipment

Transit

2031‐2040

Long‐Term

$

711,878

Alliance Transportation Group, Inc.
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Additional Statewide Transit Funding
The following types of funding are available for transit
projects in the Tri‐Lakes MPO study area by application
or by the discretion of AHTD. Generally, projects within
these funding categories are consistent with the MTP.
Fund Type

Therefore, eligible agencies within the study area are
encouraged to apply directly for these funds. The
amounts shown in the table below are federal
estimates based on the suggested average annual
growth rate of 3%; these estimates are neither limits
nor guarantees.
Estimated Statewide Total for 25-year Planning
Horizon

Section 5310 – Formula Grants for Enhanced Mobility of
Seniors and Individuals with Disabilities

$66,638,726

Section 5311 – Formula Grants for Rural Areas

$320,862,544

Section 5311 – Rural Transportation Assistance Program

$5,587,725

Section 5337 – State of Good Repair Grants

$6,281,912

Section 5339 – Bus and Bus Facilities Program

$68,181,346

Alliance Transportation Group, Inc.
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Appendix A
Visioning Workshop Results
Exercise 3: Ranking and Scoring Criteria
Morning Workshop
Figure App. A - 1: Table 1 Criteria Ranking Results

Alliance Transportation Group, Inc.
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Figure App. A - 2: Table 2 Criteria Ranking Results
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Figure App. A - 3: Table 3 Criteria Ranking Results
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Figure App. A - 4: Table 4 Criteria Ranking Results
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Evening Workshop
Figure App. A - 5: Table 1 Criteria Ranking Results
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Figure App. A - 6: Table 2 Criteria Ranking Results
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Figure App. A - 7: Table 3 Criteria Ranking Results
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Exercises 4 & 5: Growth Trends and Envisioning the Future Transportation
System
Morning Workshop
Figure App. A - 8: Table 1 Map and Comments

1. Gulpha Gorge: The land between State Highway 5 and State Highway 7 is not likely to be developed due to
environmental concerns and anticipated high costs.
2. Areas south of U.S. Highway 270 E are likely to have environmental constraints, which will prevent the area
from being developed.
3. Areas in southwest Hot Springs Village are not expected to increase in residents.
4. Development planned for areas south of Lake Hamilton will need improved infrastructure, such as sewer
capacities, to become industrial.
5. The corridor north between State Highway 7 and State Highway 5 has the potential for future commercial
developments, but currently the infrastructure is lacking in the area.

Alliance Transportation Group, Inc.
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6. Commercial development is likely to occur along Dr. Martin Luther King Jr. Expressway.
7. The currently urbanized areas of Hot Springs can be developed or redeveloped if the City adopts a policy of
infill development.
8. The Southwest Trail could be developed if existing environmental issues are addressed and mitigated.
9. Hot Springs Village is a planned, gated community, but should consider introducing transit services in the
future.
10. Future efforts should consider how to better connect the City of Hot Springs with Hot Springs Village.
11. Roadways should be widened and shoulders built for the entire study area.
12. Gulpha Gorge may close access points which would affect traffic on adjacent roadways.
Figure App. A - 9: Table 2 Map and Comments

1. In the next 25 years, the population of Hot Springs village is anticipated to increase by 3,000 people, with the
majority of growth occurring to the east.
2. A luxury RV community is situated along the east end of Hot Springs Village.
Alliance Transportation Group, Inc.
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3. West Hot Springs Village is beginning to house the majority of workers in the region. This area consists of
entry level housing, while more affluent residents live in East Hot Springs Village. Traffic and school
enrollments are likely to grow in East Hot Springs Village.
4. Hot Springs Village is promoting tourism to its local golf courses, entertainment venues, and natural
resources.
5. Redevelopment and growth is anticipated near Park Avenue as a result of efforts from local artists.
6. Additional housing, condominiums, and hotels are anticipated to be constructed along Central Avenue.
7. Growth is anticipated along U.S. Highway 270 W.
8. State Highway 7 South is going to be widened to the county line, and should spur population growth.
9. Future construction is needed to connect State Highway 5 with State Highway 7.
10. Widening and construction of a passing lane is needed for State Highway 5 between Hot Springs Village’s
east gate and State Highway 7.
11. A highway spur should be constructed to connect State Highway 128 to the Hot Springs Village east gate.
12. Wider lanes are needed on roadways to create space for pedestrians, bicycles, and golf carts.
13. A trolley system is needed in downtown Hot Springs.
14. Parking lots in north Oaklawn can be used in conjunction with a shuttle to provide access to downtown
destinations, particularly following racing season.
15. The use of the airport and its capacity should be increased.

Alliance Transportation Group, Inc.
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Figure App. A - 10: Table 3 Map and Comments

1. Strawberry Road (State Highway 192) is only a single lane roadway but is used by many people.
2. State Highway 7 through Park Avenue is congested, but cannot be widened due to historic preservation.
3. Drivers who need to pass slow or stalled vehicles can find it difficult on State Highway 7 because the roadway
is a single lane in each direction.
4. Traveling north to Mountain Pine on State Highway 192 is less difficult than traveling from Mountain Pine to
Hot Springs via State Highway 227.
5. Fountain Lake students boarding and alighting school buses cause significant congestion on State Highway 7.
6. Roadway paving is needed for the roadway connecting State Highway 5 and State Highway 7.
7. For the past 10 years the area near Mountain Pine Road has grown.
8. Low cost development is expected to induce increased growth in rural areas.
9. The Martin Luther King Jr. Expressway needs to be completed.

Alliance Transportation Group, Inc.
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Figure App. A - 11: Table 4 Map and Comments

1. Land for sale south of State Highway 7 has the potential for commercial development, but waste treatment
facilities are needed.
2. Hot Springs Village is anticipated to grow.
3. Increased growth is anticipated in areas north of the planning area.
4. Fountain Lake has a retirement home and a good school district. A medical facility may also be constructed in
the future.
5. Saline County is promoting Hot Springs Village as a high end bedroom community, which may lead to
increased employment and tourism.
6. There are funding obligations in the Arkansas Highway and Transportation Department’s short‐term plan to
widen and improve the interchange at State Highway 5 and State Highway 7.
7. Increased commercial development is expected along State Highway 5 and State Highway 7.
8. Commercial development and residential growth is expected along U.S. Highway 70 W once water issue is
resolved.

Alliance Transportation Group, Inc.
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9. There are plans for a regional recreation park near U.S. Highway 70, east of Hot Springs.
10. There is significant recreational traffic along State Highway 7 N.
11. In addition to significant commercial traffic, heavy traffic from recreational vehicles already occurs on U.S.
Highway 70 east of Hot Springs Village, and the proposed construction of a Southwest Trail route has the
potential to increase traffic even further.
12. U.S. Highway 270 E should be widened to a 4‐lane highway.
13. State Highway 7 S is used as a route to Arkadelphia to access schools and medical services.
14. This roadway serves as a junction to access the city of Mountain Pine.
15. A cost estimation has been completed to construct an arterial connection between State Highway 70 and
U.S. Highway 270. In addition, improvements to existing routes have been discussed.
16. A beltway is wanted to connect U.S. Highway 270 W, U.S. Highway 70 W, State Highway 7, and Interstate 30.
17. An extension is desired for Dr. Martin Luther King Jr. Expressway from State Highway 70 E to State Highway 7
N.

Alliance Transportation Group, Inc.
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Evening Workshop
Figure App. A - 12: Table 1 Map and Comments

1. Growth patterns west of Hot Springs have resulted in congestion along the bypass. A continuous turn lane
along State Highway 270 out to the new prison is desired.
2. Growth is expected increase around schools areas near Lake Hamilton.
3. There is enough anticipated growth on State Highway 7 S and the south side of Lake Hamilton to justify two
lanes.
4. Commercial growth is anticipated to occur with the construction of a connector between State Highway 5
and State Highway 7.
5. Redevelopment in downtown Hot Springs is anticipated to increase growth.
6. Growth in Hot Springs Village has resulted in the need to widen State Highway 7.
7. Closing through access near Gulpha Gorge would increase traffic on adjacent routes.
8. Completion of the bypass between the two highways is needed.
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9. Downtown parking options are needed to maximize land use.
10. Pedestrian infrastructure is needed to increase walkability in the area.
11. U.S. Highway 270/70 Business (Hobson Ave) is in poor condition and should be rebuilt.
12. The intersection at Albert Pike Road and Summer Street requires a 90 degree turn that can be dangerous
and should be reconfigured.
13. An overhead crosswalk is needed to access Oaklawn Park Race Track.
Figure App. A - 13: Table 2 Map and Comments

1. Growth is anticipated for areas near Carpenter Dam and Shady Grove Road.
2. Growth is expected for areas near Marion Anderson Road.
3. Growth is anticipated in downtown Hot Springs.
4. Growth is anticipated along Fox Pass Road.
5. Lake Hamilton schools are expected to grow and serve additional students.

Alliance Transportation Group, Inc.
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6. Fountain Lake schools are also expected to grow and serve additional students.
7. Belvedere Drive in northeast Hot Springs is anticipated to grow.
8. Growth is anticipated to occur near the Mountain Pine junction.
9. Pedestrian‐ and bicyclist‐friendly improvements are desired near populated urban areas.
10. Roadway widening is desired along Fox Pass Road.
11. The current roadway configuration of Morphew Road is dangerous and hazardous.
12. Skywalks are needed in downtown Hot Springs to connect buildings.
13. Cloverleaf on U.S. Highway 70 W at Dr. Martin Luther King Jr. Expressway.
Figure App. A - 14: Table 3 Map and Comments

1. Growth is anticipated near Fountain Lake, the city of Jessieville, and the State Highway 5 and State Highway 7
junction.
2. Growth is anticipated around the west portion of Lake Hamilton.
Alliance Transportation Group, Inc.
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3. Increased travel between Hot Springs and Hot Springs Village is anticipated.
4. The junction near Gulpha Gorge, State Highway 5, and State Highway 7 is congested.
5. Growth is anticipated on the east side of Hot Springs Village.
6. A bypass is needed west of Hot Springs for easier travel to Little Rock.
7. The U.S. Highway 270 and Mountain Pine junction is congested.
8. Additional capacity is desired on Central Avenue through downtown Hot Springs and Park Avenue into Hot
Springs Village.
9. In front of Oaklawn racetrack.
10. Expanding Higdon Ferry Road is anticipated ease congestion on Central Road.

Alliance Transportation Group, Inc.
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Appendix B
Transit Analysis Phase II

Alliance Transportation Group, Inc.

App. B ‐ 0

MEMORANDUM
DATE: April 2015
TO: Robert Tucker, Richard Grandon
CC: Jim Harvey, Laurel Joseph
FROM: JD Allen
RE: TL‐MPO 2040 MTP ‐ Public Transportation Analysis Phase II

INTRODUCTION
Public transportation is a vital component of the overall transportation system, serving to increase mobility,
accessibility, and offer alternatives for the members of a community. As part of the development of the Tri‐Lakes
MPO 2040 MTP Update Alliance Transportation Group (Alliance) conducted an analysis of public transportation
services in the Tri‐Lakes MPO study area, which included a Geographic Information Systems (GIS) assessment of
Intracity Transit (IT) public transportation service in relation to its proximity to activity centers, employment
opportunities, and the general population. Additional analysis activities included identification of service gaps and
an evaluation of concept route extensions developed based on identified service gaps and feedback received
through public visioning and local stakeholder consultation meetings. This memorandum documents the results
of the Phase II analysis of concept route extensions. It is important to note that implementing any extensions to
IT’s current fixed‐route service would require both additional study and significantly increased funding.

PHASE II: ANALYSIS OF CONCEPT ROUTE EXTENSIONS
During Phase I of the transit analysis, the project team analyzed the three existing IT bus routes to determine how
well they provide access to activity centers and employment destinations, and to determine what percentage of
area residents live within walking distance (¼ mile) of the service lines. Additionally, as part of the public visioning
effort, local stakeholders and the public were consulted to gather information regarding current transportation
system needs and anticipated growth areas in the future. At the consultation meetings stakeholders advised that
public transportation services were needed in additional portions of Garland County, particularly between Hot
Springs and Hot Springs Village.
Based on local stakeholder recommendations, public feedback, and current service gaps, conceptual bus route
extensions were developed to analyze the potential impacts these extensions would have on the transit coverage
to activity centers, populations, and employment areas. The conceptual bus routes extensions are displayed below
in Figure 1.
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Figure 1: Intracity Transit Concept Bus Route Extensions

Two of the three bus routes were extended farther into Garland County; Route 2 (Red) was extended southwest
from its current southern terminus and west along US 270 and Route 3 (Green) was extended southeast along US
270 from its current southern terminus and north along SH 128 to end just outside the Hot Springs Village west
gate. There were no extensions made to Route 1 (Blue) due to limited configuration options based on the current
roadway network.

ACTIVITY CENTERS
In the initial phase of analysis all but three activity centers were located within ¼ mile of an IT bus line. The
additional analysis included the activity centers located beyond current bus routes in addition to activity centers
identified in the suggested expansion areas, as shown in Table 1.
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Table 1: Activity Centers
Name

Location

Type

Memorial Field Airport

Hot Springs

Airport

Arkansas Passport Office*

Hot Springs

Employment

Walmart*

Hot Springs/Garland County

Employment

Lake Catherine Footwear*

Hot Springs

Employment

Village Square

Hot Springs/Hot Springs Village

Employment

*Not located on current bus route.

With the conceptual route extensions, each activity center (including the additional activity centers added for the
second phase of analysis) would be within ¼ mile of an IT bus line. The conceptual routes and activity centers are
displayed in Figure 2.
Figure 2: Intracity Transit Concept Route Extensions and Activity Centers
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POPULATION
The results of the initial analysis showed that 61 and 24 percent of the City of Hot Springs and Garland County
populations, respectively, lived within ¼ mile of an IT bus route according to 2010 U.S. Census data. Using the
conceptual extended routes, the percentage of population living within ¼ mile of an IT bus route increased to 73
percent for the City of Hot Springs and 38 percent for Garland County, as shown in Figure 3. The increased
population capture could be attributed to buses accessing the areas in Hot Springs and Garland County where
growth is occurring and anticipated to increase in the future.
Figure 3: Intracity Transit Concept Route Extensions and Population
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EMPLOYMENT
Currently, individuals using IT service have access to jobs mainly within city limits of Hot Springs; 82 percent of
jobs in the city and 64 percent jobs in Garland County are within walking distance of a bus line. With the extended
routes providing access to a larger portion of Garland County, including Hot Springs Village, the percentage of jobs
within ¼ mile of a bus route would increase to 77 percent in Garland County and 90 percent in Hot Springs, as
shown in Figure 4. The increase in employment capture is due to additional access to major employers north of
Hot Springs outside Hot Springs Village southeast along U.S. 270, and southwest along U.S. 70.
Figure 4: Intracity Transit Concept Route Extensions and Employment
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SERVICE HEADWAY IMPACT
At the current service levels and configuration each stop is served once per hour. Provided additional buses are
not added to compensate for the longer routes, extending the routes in the manner illustrated above is likely to
increase headways far beyond one hour due to the larger service area. While the Blue Route would remain
unchanged, the Red Route would cover an additional 17 miles, and the Green Route would cover an additional 21
miles. Considering the existing headways traveling the current route lengths, it can be expected that it would take
approximately an additional hour to complete a full trip on the extended routes.
Typically, passengers desire shorter headways to minimize wait times; therefore to mitigate increased travel times
route extensions could be implemented as additional, separate or express routes with fewer stops. Additional, in‐
depth analysis would be needed to determine the exact route configurations, fleet sizes, and additional funding
needed to implement any extended services.

CONCLUSION
Public transportation is important to the mobility, accessibility, and economic health of a region. A public
transportation system that covers a large proportion of residents and provides access to a substantial number of
employers can help serve mobility, accessibility, and economic community goals. The analysis of IT service
revealed that the current public transportation fixed route service provides service that is accessible to a
significant portion of the population, employment, and activity centers within the City of Hot Springs. Access for
individuals and destinations outside the city limits, however, was shown to be less available.
Stakeholders and the public recommended additional areas for coverage during the visioning process and
stakeholder consultation meetings, and these recommendations mirrored gaps shown in the Phase I GIS analysis
of current bus routes. Therefore, a second phase of analysis was conducted using concept bus route extensions
based on stakeholder and public recommendations with results indicating increased access to all regional activity
centers and additional population and employment clusters. However, further analysis would be needed to
determine specific route alignments, and the financial and operational feasibility of these extensions.
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Appendix C
Comments on Draft Plan
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August 24, 2015 Public Meeting
Sign-In Sheets
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Comments
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Additional Unconstrained Project Request

Alliance Transportation Group, Inc.

App. C‐5

