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HIGHWAY COMMITIEE
WENDELL C. NELSON

HERB J, SCHAEFER
JOHN J. DWYER
WILLIAM STEFFEN
JOHN D, AMES

WILMER LEAN )
HIGHWAY COMMISSIONER

Elkhorn, Wisronsin

October 10, 1972

TO: Walworth County Board of Supervisors
Southeastern Wisconsin Regional Planning Commission
State Highway Commission of Wisconsin

The Walworth County Board of Supervisors on March 19, 1968, directed that a comprehensive study be made of the
jurisdictional responsibility for the construction, maintenance, and operation of arterial streets and highways in
Walworth County and that such study culminate in the recommendation of a long-range plan for integrated state, county,
and local highway system development within the County. In order to carry out the study, an interagency planning staff
was assembled with representation of the County, the Regional Planning Commission, and the State Highway Com-
mission. In order to actually involve the local units of government within the County in this important study, a Tech-
nical Coordinating and Advisory Committee was formed to assist and advise the interagency staff, with membership
from the U. S. Department of Transportation; the Wisconsin Department of Transportation; the Regional Planning
Commission; representatives of local units of government; and interested citizens from throughout the County.

This report contains the findings and recommendations of more than three years of intensive study by the interagency
staff and the Technical Coordinating and Advisory Committee. The report sets forth a recommended plan for state
trunk highway, county trunk highway, and local trunk highway system development within Walworth County to the year
1990, and contains specific recommendations for carrying out that plan.

The findings and recommendations contained in this report were carefully reviewed and unanimously approved by the
Technical Coordinating and Advisory Committee. Adoption and implementation of the recommended plan would, in the
Committee's opinion, provide the County with an integrated highway transportation system which would effectively serve
and promote a desirable land use pattern within the County, abate traffic congestion, reduce travel time and costs, and
reduce accident exposure. It would also serve to concentrate appropriate resources and capabilities on corresponding
areas of need, assuring the most effective use of the total public resources in the provision of highway transportation
and providing a sound basis for the establishment of long-range fiscal policies and for the systematic programming of
arterial street and highway improvements within Walworth County.

This report, and the plan it represents, are the result of a most unusual intergovernmental planning effort undertaken
for the first time in a predominantly rural county within the Southeastern Wisconsin Region. The report and plan are
hereby respectfully submitted for your careful consideration and, hopefully, adoption. Favorable action on the report
and plan is respectfully urged by the interagency staff and by the Technical Coordinating and Advisory Committee.

Respectfully submitted,

Milton R. Reik, Chairman

Technical Coordinating and Advisory

Committee on Jurisdictional Highway Planning for
Walworth County
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Chapter 1

INTRODUCTION

On December 1, 1966, the Southeastern Wisconsin
Regional Planning Commission, pursuant to its
statutory responsibilities and after four years
of intensive study, adopted two key elements
of a comprehensive plan for the physical develop-
ment of the seven-county Southeastern Wisconsin
Region: a land use plan and a transportation plan.
On March 17, 1967, in accordance with its advis-
ory role, the Commission certified these plans
to the constituent counties, cities, villages, and
towns, as well as to certain state and federal
agencies, for adoption and implementation. On
March 21, 1967, after careful consideration and
upon the recommendation of the Walworth County
Highway Committee, the Walworth County Board of
Supervisors adopted the recommended transporta-
tion plan as a guide to be used in making decisions
concerning transportation facility development
within the county.

The adopted regional land use and transportation
plans, as well as the salient findings and recom-
mendations of the comprehensive regional land
use-transportation study upon which the plans are
based, are set forth in SEWRPC Planning Report
No. 7, Volume 1, Inventory Findings—1963; Vol-
ume 2, Forecasts and Alternative Plans—1990;
and Volume 3, Recommended Regional Land Use
and Transportation Plans—1990. The regional
transportation plan recommends a threefold ap-
proach to the solution of the growing transporta-
tion problems of the rapidly urbanizing Region.
First, it recommends the development of an
expanded, fully integrated regional freeway sys-
tem which would serve to remove heavy volumes
of fast, through traffic from the existing surface
arterial street and highway system. Second, it
recommends the development of an integrated
regional modified rapid transit and rapid transit
system designed to complement and supplement
the transportation services provided by the re-
gional freeway and standard arterial systems and
to provide, efficiently and economically, a high
level of transit service to the most intensely
urbanized areas of the Region. Third, and of
direct concern to this report, it recommends
improvements and additions fo the existing sur-
face arterial street and highway system in order

to provide an areawide system of standard arte-
rials properly related to the recommended free-
way and modified rapid transit and rapid transit
systems.

The regional transportation plan thus contains, as
an integral element, a functional arterial street
and highway system plan. This functional plan
consists of recommendations concerning the gen-
eral location, type, capacity, and service levels
of the arterial street and highway facilities
required to serve the rapidly developing South-
eastern Wisconsin Region to the year 1990. Except
for freeways the functional plandoes not, however,
contain recommendations as to which levels and
agencies of government should assume responsi-
bility for the construction, operation, and mainte-
nance of each of the various facilities included in
the functional plan.'

As a logical sequel to the aloption of the recom-
mended regional transporta‘ion plan and pursuant
to specific imiplementing recommendations con-
tained in that plan, the Walworth County Board of
Supervisors, on March 19, 1968, directed that the
County Highway Committee, in cooperation with
the U. S. Department of Transportation, Federal
Highway Administration; the State Highway Com-
mission of Wisconsin; the Southeastern Wisconsin
Regional Planning Commission; and the local units
of government concerned, proceed with the con-
version of the functional highway system plan con-
tained in the adopted regional transportation plan
to a jurisdictional highway system plan. The juris-
dictional highway system plan was to contain spe-
cific recommendations as to the level and agency
of government which should assume responsibility
for the construction, maintenance, and operation
of each segment of the total arterial street and
highway system. Such a plan was also to contain
concomitant recommendations for the realignment

' The regional transportation plan recommends that the
Wisconsin Department of Transportation, Division of
Highways, assume jurisdictional responsibility for
all proposed freeway facilities shown on the regional
transportation plan within Walworth County.



of the federal aid highway systems, as well as of
the state and county trunk highway systems, and,
if warranted, propose necessary changes in the
various state and federal aid formulae.

NEED FOR A COMPREHENSIVE REVISION
OF HIGHWAY JURISDICTION

Although implementation of the adopted regional
transportation plan is an important reason for
proceeding with a jurisdictional highway planning
study, other important reasons exist. Among
these is the fact that the location and extent
of the state and county trunk highway systems
in- Walworth County, as well as of the related
federal aid highway systems, are becoming in-
creasingly obsolete in light of changing areawide
land use development patterns and accompanying
areawide changes in traffic demand. The rapid
conversion of land from rural to urban use and the
rapid development of automotive transportation
within Walworth County and the Region of which
Walworth County is a part, have placed new and
greatly increased demands on the existing arterial
street and highway system in the county. As
documented in the regional land use-transportation
study, Walworth County can expect to continue to
experience residential, commercial, and industrial
growth in the next two decades; and this growth
will be accompanied by greater increases in
motor vehicle registrations and in the demand for
improved highway transportation facilities. More-
over, the changing land use pattern has brought
about, and will continue to bring about, important
changes in the manner in which the highway
system is affected by increased traffic demand
so that the existing jurisdictional highway sys-
tems may no longer function as effective sub-
systems on their present alignment and in their
present extent.

Another reason for proceeding with a jurisdic-
tional highway planning study at this time is
the fact that land use development has in some
cases affected the ability of the existing jurisdic-
tional highway systems to perform their intended
functions on their existing alignment. As land use
and traffic patterns developed over the years
within the developed areas of Walworth County,
those streets and highways which carried the
heaviest volumes of traffic have tended to attract
"strip" commercial land use development. Thus,
in some cases, a poor relationship was estab-
lished between the arterial street system and
the adjacent land uses which served not only to

increase traffic demand and impede the operating
capacity of the existing arterials but at the same
time to make major capacity improvements in the
existing facilities extremely difficult and expen-
sive. Consequently, arterial traffic is, at least
in certain urban areas of the county, confined to
facilities which were originally constructed to
provide for a much lower level of traffic demand
and which are difficult and expensive to improve.
While these conditions have not grown to the pro-
portions that exist in more highly urbanized
counties of the Region, they do exist in Walworth
County and may, in the absence of sound local
land use planning, be expected to increase as the
county continues to develop. Under these circum-
stances, either rerouting of the arterial traffic
is required or the necessary resources must be
made available to adequately improve the existing
facilities. Realignment of the jurisdictional high-
way systems is necessary to achieve subsystems
which will adequately serve the daily demand
for the movement of persons and goods without
adversely affecting desirable land use patterns.

In some instances, localized improvements - such
as adjustments in vertical and horizontal align-
ment, provision of additional pavement width,
control of access, signalization of intersections,
and the signing and marking of intersections for
channelization of traffic may provide relief from
growing traffic congestion. ' The proper integra-
tion of these improvements into a broad, area-
wide, and long-range effort to improve traffic
operations and service also demands realignment
of the existing jurisdictional highway systems into
more fully integrated subsystems.

Another very important reason for proceeding
with a jurisdictional highway planning study at this
time is to avoid the kind of fragmented deletions
from the county trunk highway system that have
been made in some other counties of the Region
as land has been converted from rural to urban
use and concomitantly incorporated and which
have complicated the construction, operation, and
maintenance of the remaining portions of the sys-
tem and have destroyed the necessary system
continuity. A need exists to assure the mainte-
nance of an integrated county trunk highway sys-
tem to serve the growing urban, as well as rural,
transportation needs of the county.

Finally, the construction of an areawide freeway
system within the Region has radically altered
traffic patterns on certain parallel and cross



arterials in and near freeway corridors. The
existing traffic patterns in Walworth County will
continue to change in the future as additional
segments of the regional freeway system are
completed and opened to traffic. Adjustment of
the jurisdictional street and highway systems to
these changes is essential if both the freeway and
the surface arterial systems are to function
properly and will require the realignment of
jurisdictional subsystems.

In summary, a jurisdictional highway planning
effort is required at this time in order to cope
with the growing and changing traffic demands;
to adjust the existing jurisdictional systems to
changes in land use development along their align-
ment; to assure the maintenance of an integrated
network of county trunk highways as urban devel-
opment proceeds within the county; and to adjust
the jurisdictional systems to reflect the major
changes in traffic patterns resulting from freeway

Figure

utilization. The need for such a jurisdictional
planning effort is, consequently, becoming in-
creasingly more urgent with Walworth County.

STUDY ORGANIZATION

Staff Requirements

The organization created for the necessary juris-
dictional highway planning study is shown in
Figure 1. Since the necessary jurisdictional
highway planning effort was preceded by an inten-
sive, comprehensive, areawide functional highway
planning study, a large staff was not required
to carry out the effort. This preceding study
provided almost all of the necessary basic plan-
ning and engineering data, as well as the basic
traffic simulation models, essential to any mean-
ingful jurisdictional highway system planning
effort. Thus, only a very small staff of experi-
enced regional transportation planning engineers
closely associated with the development of the

ORGANIZATIONAL STRUCTURE FOR THE JURISDICTIONAL HIGHWAY SYSTEM PLANNING PROGRAM
WALWORTH COUNTY, WISCONSIN

Source: SEWRPC.




functional highway system plan and having a
thorough understanding of the traffic and land use
data and simulation models used in the prepara-
tion of that plan was required to convert the
functional highway system plan to a jurisdictional
highway system plan from a technical standpoint.

Advisory Committee Structure

Because any realignment in the jurisdictional
highway systems would affect the federal, state,
and local units of government concerned in many
ways, it was considered essential to actively
involve these units of government in the jurisdic-
tional highway planning process. Such participa-
tion had been previously obtained within the
county in connection with the regional land use-
transportation study through the use of a Technical
Coordinating and Advisory Committee on Regional
Land Use-Transportation Planning, with technical
representation from the county as well as from
the federal and state levels. Consultation with
the elected heads of the local units of government
indicated that a similar arrangement for the
jurisdictional highway planning effort would be
considered desirable and that the technical, not
policy-making, local officials should be repre-
sented on the advisory committee. A Technical
Coordinating and Advisory Committee was, there-
fore, incorporated into the jurisdictional highway
planning study organization to provide guidance
and assistance to the staff during the course of the
study. Specifically, this Committee was charged
with assisting and advising the study staff on
technical methods, procedures, and interpreta-
tions; assisting in the assembly and evaluation of
planning and engineering data; assisting in the
establishment, definition, and review of criteria;
appraising alternative plans; and resolving any
conflicts which might arise in plan preparation
and selection. The Committee was intended to
be a working committee and to actively involve
the federal, state, and local technical officials
in the planning process, an objective which it has
fully met.

Membership on the Advisory Committee was
drawn to include representation from the U. S.
Department of Transportation, Federal Highway
Administration; the Wisconsin Department of
Transportation, Divisions of Highways and Plan-
ning; the Southeastern Wisconsin Regional Plan-
ning Commission; the Walworth County Highway
Department; and 12 local public officials and
citizen members who collectively represented the
interests of the four cities, seven villages, and
16 towns within Walworth County.
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A complete committee membership list is set
forth in Appendix A of this report. The Com-
mittee was responsible for the detailed review and
ultimate approval of the completed work of the
study staff and for transmittal of the recommended
jurisdictional plan to the constituent and cooperat-
ing agencies for adoption and implementation.

STUDY PURPOSE AND PLAN OBJECTIVES

The primary purpose of the jurisdictional highway
planming study was to identify, and subsequently
group into subsystems, classes of arterial streets
and highways serving similar functions and pro-
viding similar levels of service, utilizing criteria
established for this purpose, and, further, to
assign jurisdictional responsibility over the sub-
systems so established to the appropriate level of
government having the greatest basic interest so
as to achieve the following objectives:

1. Promote implementation of the adopted
regional transportation plan.

2. Provide a sound basis for the efficient
multijurisdictional management of the total
arterial street and highway system and for
the attainment of the necessary intergov-
ernmental coordination in that manage-
ment; and thereby avoid conflicts over,
and duplication in, the administration,
financing, design, construction, mainte-
nance, and operation of the individual
facilities which must comprise the total
arterial street and highway system.

3. Provide a sound basis for the efficient
design and improvement of the total arte-
rial street and highway system by com-
bining into subsystems those facilities
which, because of the type and level of
service provided, should have similar
standards for design, construction, opera-
tion, and maintenance.

4. Provide a basis for the establishment of a
sound, long-range fiscal policy and for the
systematic programming of arterial street
and highway improvements; and thereby to
assure the most effective use of the total
public resources in the provision of high-
way transportation, focusing the appro-
priate resources and capabilities on the
corresponding areas of need.



5. Provide a basis for the more equitable
distribution of highway system develop-
ment costs and revenues among the levels
and agencies of government concerned.

FORMAT OF PRESENTATION

The findings and recommendations of the jurisdic-
tional highway study, as presented in this report,
have been unanimously approved by the Technical
Coordinating and Advisory Committee on Juris-
dictional Highway Planning for Walworth County
established for the study. The report briefly

traces the historical development of the present
state trunk, county trunk, and federal aid highway
systems; describes the techniques and procedures
used to prepare a plan for the realignment of these
systems; and presents the recommended juris-
dictional highway system plan so prepared. Exist-
ing financing formulae are described; proposals
advanced for the revision of these formulae, and
the financial feasibility of the recommended plan
determined and documented. Finally, means for
implementation of the study findings are provided,
together with recommended staging of major
improvements.
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Chapter II

THE JURISDICTIONAL HIGHWAY PLANNING PROCESS

INTRODUCTION

The establishment, proper improvement, and effi-
cient operation and maintenance of an arterial
highway system are important to the orderly
growth and development of any area. Such a
system is particularly important to the orderly
growth and development of a large metropolitan
region and to the orderly growth and development
of a county, such as Walworth County, which is an
integral part of such a large metropolitan region
(see Map 1). A well-conceived arterial highway
system, delineated on the basis of sound planning
and engineering principles, will provide a frame-
work upon which good land use development can
progress and, if properly improved and main-
tained, will stimulate and foster the social and
economic, as well as the physical, development
of the county and of the entire region of which the
county is a part.

The arterial highways of an urbanizing region
must function as a single, integrated system over
the entire region; yet many levels and agencies of
government are responsible for the design, con-
struction, maintenance, and operation of various
parts of that total system. The identification of
jurisdictional subsystems within the total arterial
highway system is, therefore, essential to the
attainment of an efficient, workable, and fully
integrated highway transportation system and to
the avoidance of inefficiencies and duplication of
effort. The planning of the total arterial highway
system and the identification of the various juris-
dictional subsystems on an objective, rational
basis are highly complex, technical tasks re-
quiring not only the prerequisite planning and
engineering skills and data but also the active
participation of the several levels and agencies of
government concerned with the provision of high-
way transportation services within the urbaniz-
ing region.

BASIC CONCEPTS
Any planning for coordinated highway system

development must involve a comprehensive deter-
mination of the character of the individual facili-

ties needed to provide an adequate highway
transportation system. Such planning cannot be
done effectively on an uncoordinated, "one-road-
at-a-time" basis, since individual streets and
highways do not serve travel independently in any
significant way. Rather, most travel involves
movement through a total system of highway
facilities. Consequently, the planning of highway
system development must begin with a considera-
tion of the trips to be served by the facilities and
the land uses which generate these trips.

Since it is impossible to provide direct-line high-
way connections for all travel desires existing
within an urbanizing region, the trips must be
channelized into a system of arterial streets
and highways in a logical and efficient manner.
The functional classification of highway facilities
defines the nature of this traffic channelization
process by identifying the function which each
particular street or highway should serve in the
total highway system. The functional classifica-
tion of the total arterial street and highway sys-
tem thus becomes one of the important elements
of the comprehensive transportation planning
process. It provides the means for defining
travel paths through the total highway network and
thereby provides the basis for estimating the
amount and character of traffic which each facility
in the total system may be expected to carry. The
functional classification also provides the means
for establishing desirable levels of service to be
provided by each of the facilities comprising the
total system and a basis for determining the pre-
dominant travel distances served by various seg-
ments of the total system.

The singularly most important basic concept
underlying the jurisdictional highway planning
process, therefore, is that the jurisdictional
highway planning process must be preceded by a
functional highway planning process; that is, a
jurisdictional highway system plan must be based
upon, and derived from, a prior functional highway
system plan. The development of a sound and
viable jurisdictional highway system plan, there-
fore, can properly proceed only within the context
of a comprehensive areawide transportation plan-
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percent of the total area of the seven-county Southeastern
Wisconsin Region, contains about 4 percent of the Region's population, employs about 4 percent of
_ and contains about 5 percent of its tangible wealth.
a rich agricultural and recreational resource area within the Region,
the pressures of urban development, and with the completion of the Rock Freeway (STH 156) linking
the county to the Milwaukee urbanized area this pressure may be expected to increase.
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ning process which has identified the transporta-
tion needs of the entire urbanizing region to a
selected design year and which has provided
definitive recommendations for meeting those
needs through the improvement of both arterial
highway and mass transit facilities in the form of
a functional transportation plan.

The functional arterial street and highway sys-
tem established in the initial regional land use-
transportation study effort for the Southeastern
Wisconsin Region accordingly became the point of
departure for the preparation of the jurisdictional
highway system plan within Walworth County. The
jurisdictional highway planning problem was thus
one of identifying jurisdictional subsystems within
the total arterial system on an objective and
rational basis, with the character of the trips
served, the character of the land use activities
served, and the service level of each subsystem
becoming the basis for the subclassification.

Functional Classifications

In the initial regional land use-transportation
study effort, all of the existing streets and high-
ways within the Region were classified, on the
basis of existing function, into two categories:
arterial and all other. The latter category in-
cluded the collector and local (land access) street
subcategories. The initial classification was
based upon the function which the facilities were
actually performing at the time of the classifica-
tion in the considered opinion of experienced,
knowledgeable state and local public works engi-
neers responsible for the construction, mainte-
nance, and operation of the total street and
highway system. This initial classification was
subsequently verified by application of traffic
simulation models and comparison of the result-
ing simulated traffic flows with actual traffic
volume counts.

An arterial facility was defined, in the initial
regional land use-transportation study effort, as
a facility intended to serve the movement of heavy
volumes of through traffic. Its primary function,
therefore, must be to facilitate the expeditious
movement of vehicular traffic. A secondary func-
tion may be the provision of access to abutting
land, but this function should always be subordi-
nate to the primary function of traffic movement.
Arterial facilities include freeways, expressways,
certain types of parkways, and standard surface
arterial streets and highways. Freeways and
expressways do not provide direct access to

abutting land uses and are intended to provide
safe, convenient, economical, and expeditious
movement of the heaviest volumes of traffic
involving the longest trip lengths. The standard
arterials and certain parkways are intended to
serve through traffic, the volumes and trip length
characteristics of which do not warrant the use of
freeways or expressways.

The collector streets, which were not categorized
as arterials in the initial land use-transportation
study, provide the transitional connection from the
arterial system to the local (land access) street
system. As the name implies, the function of
collector streets is to collect and distribute
traffic, as well as to provide access to abutting
land uses. Since arterial routes serve longer
trip lengths with a higher level of service, the
traffic on a collector street will usually turn
onto an arterial wherever the collector intersects
an arterial.

In a rectangular grid street pattern, it may be
difficult to distinguish clearly between the arte-
rial and collector functions as these functions
relate to existing facilities. Straight and con-
tinuous collector streets several miles in length
may carry significant volumes of traffic, thus
appearing to serve as arterials, even though the
predominant use of the streets may be to carry
traffic to the next junction with an arterial so that
the major portion of the trip can be made over
arterial facilities. Collector streets, moreover,
may serve industrial and commercial, as well as
residential, land uses. In industrial and com-
mercial areas, the collector streets may properly
be used by both trucks and buses serving tributary
land uses. In residential areas collector streets
may properly be used by buses serving tributary
land uses. In some instances roadway widths of
some collector streets may, in response to the
character and volume of traffic, be wider than the
roadway widths of some arterials.

Functional Classification Criteria

In the delineation of an arterial system, it is
important to promote sound future land use devel-
opment or redevelopment, as well as to protect
existing desirable forms of development, by rec-
ognizing the diverse needs of the various types of
existing and proposed land use development, both
rural and urban, in the county. The proper
spacing and location of arterial facilities, existing
and proposed, are most important to the attain-
ment of this end. The majority of the existing




land uses within the county are still rural in
nature, with such urban development as exists
.occurring primarily in and around the rela-
tively small urban communities located throughout
the county.

In the rural areas of the county, as in the urban
areas, arterial facilities must be located to sup-
port the everyday activities of families residing
in these areas, including work, personal business,
shopping, recreation, and social intercourse, and,
therefore, must facilitate reasonably fast, safe,
and convenient travel between existing urban com-
munities containing commercial, industrial, insti-
tutional, and recreational, as well as residential,
. development and between farmsteads and such
communities. In rural areas, however, the arte-
rial facilities must also be located to promote the
economic viability and vitality of productive rural
enterprises. It is important to recognize that
such enterprises include active farmsteads, as
well as food processing industries, fowl and fur
farms, gravel and stone quarries, nurseries, and
orchards. Thus, farmsteads, unlike urban resi-
-dential areas, represent productive enterprises
and are only incidentally utilized as residential
areas for farmlabor and management. As produc-
tive enterprises, these farmsteads require arte-
rial facilities to be located so as to provide ready
access to sources of labor, material, and mar-
kets. The rural arterial system should also
be located to provide direct connections to the
regional freeway system in order to provide ready
access to regional commercial, industrial, and
recreational activities and to the more highly
urbanized areas of the Region. Finally, in order
to provide full flexibility to adapt to changing
conditions, arterials in rural areas should be so
located as to permit future conversion of land
from rural to urban use and, in so doing, pro-
mote the sound development of planned develop-
ment units, particularly residential neighborhood
units, at various population densities. In order to
meet this last requirement, rural arterials should
be placed no closer than two miles.

Within urban areas the penetration of residential
neighborhoods by heavy volumes of fast, through,
vehicular traffic is one of the surest means of
destroying the desirable characteristics of such
neighborhoods. Arterial routes should, therefore,
be located on the periphery of residential neigh-
borhoods. To this end the Regional Planning Com-
mission, in formulating regional development
objectives, principles, and standards, has recom-
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mended the following minimum spacings for arte-
ial routes in urban areas:

1. High-density' urban development—one-half
mile spacing.

2. Medium-density? urban development—one-
mile spacing.

3. Low-density? urban development—two-mile
spacing.

Accepting the premise that a well-planned and
properly maintained arterial street and highway
system should not only serve the traffic demands
but do so with minimal disruption of residential
development, the location and spacing of arterial
facilities becomes unusually important. The arte-
rial system should be clearly identifiable so that
it is readily apparent which routes should be
carrying the heaviest volumes of through traffic
and so that these routes can serve to provide
boundaries between planned development . units
rather than to penetrate and divide these units.
Finally, the component parts of the arterial sys-
tem should be so located that the number of inter-
sections with other arterials allows for good
traffic progression and efficient system operation.

Scenic Drives

A third category of facility, normally not con-
sidered in the jurisdictional highway planning
process but considered as both a special func-
tional and jurisdictional classification under the
Walworth County jurisdictional highway planning
program, is the scenic drive. For the purposes
of this report, a scenic drive is defined as a
marked and signed route over existing streets
and highways that traverses particularly pleasing
landscapes, including areas of topographic, vege-
tative, and geological interests and areas con-

lHigh-densi ty urban development is defined as develop-
ment at a gross density ranging from 10,000 to 25,000
persons per square mile (4.8 to 11.8 dwelling units
per gross acre).

2Medium—density urban development is defined as devel-
omment at a gross density ranging from 3,500 to 9,999
persons per square mile (1.8 to 4.7 dwelling units per
gross acre).

3Low-dens1‘ty urban development is defined as develop-
ment at a gross density ranging from 350 to 3,499
persons per square mile (0.2 to 1.7 dwelling units per
gross acre).



taining sites of scientific, cultural, or historic
interest. Such scenic drives are normally heavily
utilized only during summer weekend and holiday
periods, and are routed over existing facilities
that perform arterial, collector, and land ac-
cess functions during the remainder of the time.
Although not all, or even a majority, of the
facilities and facility mileage over which the
scenic drives are routed function as arterials with
respect to the weekday travel demand, the area-
wide nature of the recreational travel demand
served by the scenic drive facilities during sea-
sonal weekend and holiday periods dictates that
scenic drives be given careful consideration in
the jurisdictional highway planning process. The
areawide nature of the recreational travel demand
served, the need to maintain intercommunity and
intercounty continuity in the network of scenic
drives through proper marking and signing, and
the need to relate such drives properly to the
natural resource base all indicate the need for a
special functional and jurisdictional classification
relating to such drives.

FUNCTIONAL NETWORK REFINEMENT

As a prerequisite to the actual jurisdictional high-
way planning process, the functional arterial
street and highway system prepared under the
initial regional land use-transportation planning
effort was refined and updated for Walworth
County to reflect changes in traffic patterns and to
better accommodate future land use development.
This refinement and updating of the functional
arterial system included a careful review of the
existing and desirable future functions of each
route included in the original system. This review
was made in cooperation with local planning
and engineering staffs and included consideration
of existing and proposed land uses along the
facilities, as well as of the location, spacing,
and operational characteristics of the facilities
themselves.

The review indicated that the original functional
arterial system for Walworth County included
some facilities, particularly in urban areas, which
actually served collector, rather than true arte-
rial, functions, and that, particularly in rural
areas, some facilities which were originally con-
sidered as collector and local streets were actu-
ally performing an arterial function, even though
traffic volumes on such facilities were relatively
low. It indicated also that the original classifica-
tion had placed too much emphasis upon the func-
tions actually being performed by the various

components of the total street and highway system
at the time of the original classification and too
little emphasis upon the desirable changes inthese
functions over time. Just because a given street
or highway functions as an arterial at the present
time does not necessarily mean that it should, in
light of changing land use and traffic patterns,
continue to perform this function in the future.

Accordingly, certain changes in the functional
classification of the total street and highway sys-
tem within Walworth County were made. The
net result was the addition of about two miles of
facilities to the arterial system. The revised
arterial system was once more reviewed by
experienced county and municipal engineers most
intimately acquainted with the construction, main-
tenance, and operation of the total street and
highway system; and the revised arterial street
and highway system was then adopted as a basis
for the jurisdictional highway planning effort.

THE JURISDICTIONAL HIGHWAY
PLANNING PROCESS

Based upon the preceding basic concepts, a seven-
step planning process was employed in the devel-
opment of a jurisdictional highway system plan for
Walworth County. The seven steps constituting
the process were: 1) study design; 2) formula-
tion of objectives and standards; 3) inventory of
existing systems, aid formulae, and financial
resources; 4) jurisdictional systems analyses;
5) plan design; 6) plan test and evaluation; and
7) plan adoption. A brief description of each of
these seven steps follows (see Figure 2).

Study Design

Every planning program must embrace a formal
structure or study design so that the program can
be carried out in a logical, consistent, and effi-
cient manner. A statement of policy and proce-
dure, setting forth the routine for the conduct of
the study, was, therefore, prepared as the initial
work element of the Walworth County jurisdic-
tional highway planning study. This statement
provided a sequential overview of the major work
elements of the study; provided for the establish-
ment of the Technical Coordinating and Advisory
Committee necessary to assist in the conduct of
the study and in the provision of technical policy
guidance; and provided for the documentation of
the study results in detailed staff memoranda, the
minutes of the Technical Coordinating and Advi-
sory Committee meetings, and ultimately, in this
published report.

n



Figure 2

THE JURISDICTIONAL HIGHWAY SYSTEM PLANNING PROCESS FOR WALWORTH COUNTY
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Formulation of Objectives and Standards

In its most basic sense, plamning is a rational
process for establishing and meeting objectives.
The formulation of objectives is, therefore, an
essential task to be undertaken before plans can
be prepared. The basic transportation system
development objectives governing the preparation
of the jurisdictional highway plans are set forth in
the adopted regional transportation plan* and
relate to the provision of an integrated transpor-
tation system which effectively serves the existing
and proposed land use pattern; to the provision of
a balanced transportation system providing appro-
priate types and levels of transportation service
to the various subareas of the Region; to the
alleviation of traffic congestion and the reduction
of travel time; to the reduction of accident expo-
sure and the provision of increased travel safety;
to the provision of a more economical and effi-
cient transportation system; to the minimization
of disruption of desirable development and of
deterioration or destruction of the natural re-
source base; and to the promotion of a high aes-
thetic quality in the transportation system. That
the functional arterial highway system recom-
mended in the adopted regional transportation
plan, and upon which the jurisdictional plan is
based, met these objectives was demonstrated in
the regional transportation study and documented
in the planning reports issued under that study.

The conversion of the arterial highway system to
a jurisdictional system, however, required the
formulation and application of additional stan-
dards in the form of functional ecriteria for the
jurisdictional classification of highway systems.
These criteria, relating each jurisdictional sub-
classification to three basic functional charac-
teristics—trip service, land use service, and the
operational characteristics of the facilities them-
selves—formed the basis for plan preparation and
evaluation by providing a rational and objective
basis for the classification of the total arterial
street and highway system into jurisdictional
subsystems.

I;lventog

Reliable data collected on a uniform, areawide
basis are absolutely essential to the formulation
of workable development plans. Consequently,
inventory becomes the first operational step in

4See SEWRPC Planning Report No. 7, Volume 2, Forecasts
and Alternative Plans--1990, Chapter II.

any planning process, growing out of the study
design. The crucial nature of factual information
in the planning process should be evident, since
no intelligent forecasts can be made or alternative
courses of action selected without knowledge of
the current state of the system being planned.

The sound formulation of a jurisdictional highway
system plan for Walworth County required that
factual data be developed on the location and
configuration of the existing jurisdictional high-
way systems, including the supporting federal
aid routes; on the existing route mileage of each
major jurisdictional type by civil division; on the
attendant construction and maintenance aid for-
mulae and related plan implementation policies
and practices; and on historic patterns of highway
revenues and expenditures by level and agency of
government concerned. In addition, as already
noted, the functional arterial highway network and
the major land use service areas, as identified
and delineated in the initial regional land use-
transportation planning effort, were reviewed
under the inventory phase and, in some cases,
refined and detailed.

Since the jurisdictional highway planning process
in Walworth County had been preceded by a
comprehensive, areawide regional transportation
planning process, the inventory operations could
be confined to the collection of data relating
directly to jurisdictional classification. This
limited inventory operation and the economies
and efficiencies associated therewith were feasi-
ble only because the initial regional land use-
transportation study had provided the necessary
data on the existing and committed transportation
facilities and their utilization and, most impor-
tantly, had also provided data on the existing
travel habits and patterns, including a complete
origin and destination study. The initial regional
land use-transportation plan had, moreover, pro-
vided a full battery of calibrated and operable
traffic simulation models essential to the analysis
of existing and probable future traffic flows
required for proper execution of the jurisdictional
highway planning process.

Jurisdictional Systems Analyses

Inventories provide factual information about the
existing state of the system being planned, but
analyses and forecasts are necessary to provide
estimates of future needs. These future needs
are determined by a sequence of interlocking
forecasts. Economic activity and population fore-
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casts set the general scale of future growth, which
can, in turn, be translated into future demand for
land use and travel. These future demands can
then be scaled against the existing supply of land
and transportation system capacity and plans
formulated to meet any deficiencies. The neces-
sary economic activity, population, land use, and
travel demand forecasts were all prepared under
the initial regional land use-transportation plan-
ning effort. Under the jurisdictional highway
planning study, it remained only to utilize these
forecasts in the application of the jurisdictional
criteria (see Figure 3). This required analyses of
the lengths and volumes of trips to be served by
each link in the total arterial street and highway
system, an identification of the land use areas to
be served by each jurisdictional facility type, and
an investigation of the operational characteristics
of the arterial facilities themselves. Essential to
these analyses was the availability of the battery
of traffic simulation models formulated and main-
tained by the Regional Planning Commission.

Plan Design

Plan design forms the heart of the planning
process. The outputs of each of the previously
described planning operations become inputs to
the design problem of plan synthesis. No substi-
tute for intuition and professional judgment in
plan design has so far been found, much less
developed, to a practical level. Means do exist,
however, for reducing the gap between the nec-
essary - intuitive and integrative grasp of the
problem and its magnitude; and these were fully
applied in the Walworth County jurisdictional
highway planning study. They center primarily
on the application of systems engineering tech-
niques to the quantitative test of the jurisdictional
highway system plans evolved from the functional
highway network through the application of intui-
tion and professional judgment. These quantitative
tests assure the technical adequacy of the plan
design but are of limited usefulness in actual plan
synthesis. Consequently, it was still necessary
to develop the jurisdictional highway subsystem
plans by traditional graphic and analytical "cut
and try" methods, then to test quantitatively the
resulting design by application of the simulation
model techniques, and make necessary adjust-
ments in the design until a workable plan was
evolved.

In order to overcome the limitations of individual

intuitive grasp of the design problem, maximum
resort was made to team effort in the actual plan
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synthesis; and the knowledge and experience of
federal, state, and local highway engineers famil-
iar with the geographic and functional areas con-
cerned were applied to the plan synthesis process
through careful Technical Coordinating and Advi-
sory Committee review, interagency staff assign-
ments, and interagency staff conferences.  Final
determination with respect to the inclusion or
exclusion of any facilities in a jurisdictional sub-
system which met only marginally the criteria
established for that subsystem was made by the
Technical Coordinating and Advisory Committee.
The plan design procedure thus provided for care-
ful review of the application of the criteria by
local, county, regional, state, and federal techni-
cal staffs and thereby provided a practical juris-
dictional highway system delineation, as well as
a practical estimate of plan implementation costs
and feasible proposals for plan implementation.

Plan Test and Evaluation

If the plans developed in the design stage of the
planning process are to be realized in terms of
actual transportation system development, some
measures must be applied to quantitatively and
qualitatively test these plans in advance of their
adoption and implementation. The plan test and
evaluation process must ascertain whether or not
the plans are realistic in scope; consistent with
the desirable advancement of the public interest;
technically, legally, and financially feasible; and
readily comprehensible by knowledgeable elected
public officials, engineers, and technicians who
will be ultimately charged with implementation.
As already noted, simulation prerdures were
used to test and verify the technical workability
and efficiency of the proposed total arterial high-
way network. Satisfaction of objectives could be
ascertained through application of the jurisdic-
tional criteria in concert with the simulation
techniques. These simulation techniques also
permitted the determination of future link capacity
and accompanying right-of-way and curb-to-curb
pavement widths and improvement requirements.
A total plan implementation cost could then be
assigned to the resulting system configuration by
the application of unit construction and mainte-
nance costs. From a composite summary of all
existing highway aids and revenues prepared
under the planning study, a forecast of the public
financial resources available for arterial highway
improvements could be provided. By comparing
the forecast revenues with the forecast needs, the
financial feasibility of the proposed plan could be
determined and evaluated.



Figure 3
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Plan Adoption

In a practical sense, any plan is not complete
until the steps required for its implementation—
that is, the steps necessary to convert the plan
into action policies and programs—are specified.
Plan implementation must begin with plan adoption
by the responsible implementing agencies, includ-
ing particularly the Walworth County Board of
Supervisors, the Highway Commission of the Wis-
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consin Department of Transportation, and the
U. S. Department of Transportation, Federal
Highway Administration. All other implementation
recommendations, including the schedule for rea-
lignment of jurisdictional responsibilities, pro-
posals for capacity protection and right-of-way
reservation, staged construction, and capital
improvements programming must follow and flow
from such plan adoption.



Chapter I

HISTORICAL DEVELOPMENT AND PRESENT STATE
OF THE JURISDICTIONAL HIGHWAY SYSTEMS

HISTORICAL DEVELOPMENT

The earliest European settlers in southeastern
Wisconsintraveled "highways" consisting of a net-
work of Indian trails and rivers which connected
the many Indian villages in the territory. It was
near these Indian villages at strategic points along
the trails and rivers that trading posts were
established by the settlers, and many of the
present cities and villages within the Region were
built on or near the sites of these trading posts
and nearby Indian villages. As settlement became
more widespread, several forts were constructed
for frontier defense against hostile Indians within
the territory of which southeastern Wisconsin
was then a part. In order to facilitate the trans-
portation of troops and supplies between these
forts, the U. S. Army developed and constructed
a system of military roads. Map 2 depicts the two
military roads that traversed Walworth County.

One of the military roads connected what is now
the City of Racine with Sinipee (Cassville) on the
Mississippi River. The present routing of STH 11
approximates the--location of this old military

road. The second military road connected South-f,%
port, now the City of Kenosha, with Beloit. The

present routing of STH 50 follows the location of
this road as far west as Williams Bay.

In 1836 the Territorial Legislature established
a system of territorial roads. Although these
roads were surveyed and located by commissions
appointed by the Legislature, construction costs
were assumed by the towns or by local private
interests. A road tax was levied on real estate
to finance construction of these territorial roads.
Map 3 depicts the five territorial roads that
traversed Walworth County linking Mukwonago
and Fort Atkinson, Milwaukee and Janesville,
Rochester and Madison, Milwaukee and Beloit, and
Delavan and Watertown.

As shown on Map 3, the Mukwonago—Fort Atkin-

son road was located approx1mately along ‘the

alignments of what are now CTH J and USH 12;

the Madison-Rochester road .was located in,';_‘f

part, on what is now CTH D, .STH 15, .CTH Ay

CTH H, Kettle Moraine Drive, CTH O, and: USH 12;+ -

the Milwaukee-Janesville road was located on

k“Htonal roads as state roads.
‘ .smgle state road located w1thm Walworth County.
::Opened .in 1849, this road connected East Troy

a common alignment with the Mukwonago-Fort
Atkinson road as far west as present STH 67,
and approximately along present CTH A, CTHP,
and Territorial Road; the Milwaukee-Beloit road
was located along what is now STH 36, Hospital
Road, and STH 50 between Burlington and Delavan;
and the Delavan-Watertown road followed the
alignment of the Southport (Kenosha)-Beloit mili-
tary road located along what is presently STH 11
in Walworth County.

Since many of the territorial roads were poorly
constructed and did not provide the transportation
service required, demand soon developed for the
construction of plank roads. About the time Wis-
consin attained statehood in 1848, a number of

“ plank roads were chartered by the territorial and

state governments. These roads were to be con-
structed with private capital as.foll roads The
receipts from the tolls were expected to recover
the capital investment in construction, keep the
roads in repair, and pay a profit to the road-
building company. Map 4 depicts the single plank
road constructed in Walworth County. Known
as the Racine and Rock River Plank Road, it
was completed as far west as Delavan, following
approximately the alignment of present STH 11
from Spring Prairie to Delavan.

A comibination of high maintenance costs, low pro-
fits, and competition from railroads caused the
eventual abandonment of the plank roads within the
Region. In 1869 the State Legislature authorized
and directed town supervisors to declare the
remaining plank roads public highways.

After Wisconsin became a state in 1848, all public
roads laid out and opened by authorization of the
State Legislature were designated as state roads.
Commissions were appointed by the State Legisla-
ture to establish such roads and were authorized,
in addition to opening new roads, to adopt any part
of previously established town, county, or terri-
Map 3 deplcts the

with Burlington; following such present facilities

'+ as.CTH G, Honey Creek Road, Colbo Road; CTH D,

and CTH DD within’ Walworth County
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Map 2

MILITARY ROADS IN WALWORTH COUNTY: 1835-1870
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A system of military roads was built by the federal government in territorial Wisconsin to make
the transportation of troops and supplies easier between forts established to guard the develop-
ing frontier. Two of these military roads traversed Walworth County. One of the roads connected
what is now the City of Racine with Sinipee (Cassville) on the Mississippi River. The present
routing of STH || follows the location of this old military road. The other road connected South-
port, now the City of Kenosha, with Beloit. The present routing of STH 50 follows the location
of this road as far west as Williams Bay.

Source: SEWRPC.
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Map 3
STATE AND TERRITORIAL ROADS IN WALWORTH COUNTY: 1835-1855
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In 1836 the Territorial Legislature established a system of territorial roads to connect Important settle-
ments within the territory. Five territorial roads traversed Walworth County, linking Mukwonago and Fort
Atkinson, Milwaukee and Janesville, Rochester and Madison, Milwaukee and Beloit, and Delavan and Watertown.
The Mukwonago-Fort Atkinson road was located approximately along the present alignments of CTH J and USH |2;
the Milwaukee-Janesville road was located on a common alignment with the Mukwonago-Fort Atkinson road west
to present STH 67, and generally along the present alignments of CTH A, CTH P, and Territorial Road:; the
Milwaukee-Beloit road was located along the present alignments of STH 36, Hospital Road, and STH 50 between
Burlington and Delavan; the Delavan-Watertown road followed the alignment of the Southport (Kenosha)-Beloit
military road along the present location of STH Il in Walworth County; and the Madison-Rochester road was
located on the present alignments of CTH D, STH 5, CTH A, CTH H, Kettle Moraine Drive, CTH 0, and USH |2.
After Wisconsin became a state in 1848, all public roads opened by authority of the State Legislature were
designated as state roads. The single state road in Walworth County, opened in 1849, connected East Troy with
Burlington along what is now CTH G, Honey Creek Road, Colbo Road, CTH D, and CTH DD,

Source: SEWRPC.



Map U

PLANK ROADS IN WALWORTH COUNTY:
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Due to the poor construction of many of the territorial
in Walworth County,

construction of plank roads. The single plank road
Rock River Plank Road,
ment of present STH Il from Spring Prairie to Delavan.

Source: SEWRPC.
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State roads so laid out and opened were a direct
charge to the towns through which the roads
traversed because of the constitutional provision
prohibiting the state government from participa-
tion in works of internal improvement. The State
Statutes required that the right-of-way for all
state roads be established at a width of four
rods (66 feet). Later legislation also required all
county roads to be laid out with a right-of-way
width of not less than four rods. Town roads could
be laid out with right-of-way widths of three rods
(49.5 feet). The maintenance of state, county,
and fown roads was made the responsibility of
the towns., The success of the steam railroad in
the late 1800's caused highway transportation to
be neglected. Private road-building companies
passed out of existence, and since the state
could not directly participate in road construc-
tion, very little progress in highway improvement
was realized.

About the turn of the century, the motor vehicle
became a practical means of transportation and

revived the demand for improved highways to

connect and serve the growing population cen-
ters. As a result, the Legislature enacted the
first county aid highway laws in 1907. These
county aid highway laws provided that any town
could, by appropriating money from town funds,
secure matching funds fromthe county for highway
improvements; the county was to select a system
of highways on which improvements utilizing town
and county funds were to take place; and the county
was to elect a county highway commissioner to
administer the improvement of the system of
highways selected by the county.

In the general election of 1908, the people of the
state approved a constitutional amendment which
provided:

. that the State may appropriate the
money in the treasury or to be thereafter
raised by taxation for the construction or
improvement of public highways ....

In the period between 1907, when the county aid
highway laws were enacted, and 1911, when the
first state aid highway law was passed, it had
become increasingly apparent that local units of
government alone would not be able to construct
and maintain the highway facilities which were
needed and being demanded. In addition, public
opinion was becoming crystallized in favor not
only of a much higher level of highway improve-

ment but also of a more centralized regulation and
financing of highway construction and maintenance.

Under Chapter 52, Laws of Wisconsin 1911, the
State Legislature created the State Highway Com-
mission, which was given authority over all
matters pertaining to the expenditure of the state
highway fund for the improvement of public high-
ways and bridges in the state. The Highway
Commission, in turn, organized a State Highway
Department to provide the engineering staff nec-
essary for the proper performance of its duties
and functions. A chief engineer, designated the
State Highway Engineer, was appointed; and within
two years several division offices were estab-
lished throughout the state.

In 1916 the United States Congress, realizing the
necessity of a national system of highways for
interstate transportation and national economic
development, passed the first federal aid highway
law. The benefits accruing to Wisconsin under
this law made it possible for the State Highway
Commission, already a well-established agency,
to proceed with the development of an integrated
system of state highways, a vast improvement
over the aggregation of the discontinuous, and
often illogical, county highway systems then exist-
ing, One requirement of the federal aid highway
law was that the state assent to the provisions of
the federal act and provide for the maintenance of
the highways improved with state and federal aid.

The State Legislature of 1917 directed the State
Highway Commission to establish a state trunk
highway system not to exceed 5,000 miles, which
would interconnect every county seat and every
city with a population of 5,000 or more. The
system was laid out after due investigation and
public hearings by the Highway Commission. The
new law also provided for the proper marking and
signing of the system by the Highway Commission
and for the publication and sale of maps for the
guidance of travel. Maintenance of this system
was assigned to the counties under the general
supervision of the State Highway Commission.
Map 5 depicts the location and numbering of the
original state trunk highway system as established
statewide in 1918, totaling about 4,999 miles of
facilities. Map 6 depicts this system as estab-
lished in Walworth County in 1918, totaling about
90 miles of facilities.

The 1921 Federal Aid Highway Act provided that
the states could designate a system of highways,
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The original state trunk highway system in Wisconsin, asestablished in 1918, totaled 5,000 miles,

and interconnected every county seat and every city in the state with a population of 5,000 per-
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Wisconsin.

Source: SEWRPC.
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this was the only system of streets and highways for which federal
improvements was available.
ways by number and of marking the numbers on
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The system of designating state trunk high-
signs along the routes and on maps developed

Theinstallation of thousands of signs providing information on distance and direction
to motorists was completed

n



Map 6

ORIGINAL STATE TRUNK HIGHWAY SYSTEM IN WALWORTH COUNTY: 1918
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The original system of state trunk highways in Walworth County consisted of about 90 route-miles
of facilities. The location of these early state trunk highways illustrates the permanence of
highways as a feature of the landscape, with portions of the original state trunk highways being
located along present alignments of USH 12, USH 14, STH IIl, STH I5, STH 36, STH 50, STH 67, and
CTH H and CTH NN.

Source: SEWRFC.
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comprising not more than 7 percent of the total
road mileage of the state at that time, which would
be eligible for federal aid, Wisconsin acted to
designate a federal aid system in 1921. This
system consisted of a total of 5,516 route-miles
of facilities, The Federal Aid Highway Act of
1921 provided that this total mileage be divided
into two classes of routes—one known as primary,
or interstate, highways and the second known as
secondary, or intercounty, highways. The former
were not to exceed three-sevenths of the total
federal aid route mileage designated within the
state and the latter, the remaining four-sevenths
of that mileage. The primary routes were selected
by the State Highway Commission as an integrated
system of major intercity traffic carriers totaling
2,364 route-miles of facilities. The secondary
system was selected by the State Highway Com-
mission, in cooperation with local officials, and
consisted of, in addition to farm-to-market roads,
rural mail routes, rural public school routes, and
county trunk highways,and totaled 3,152 route-
miles of facilities. The total original designation
of 5,516 route-miles of federal aid primary and
secondary highways under the 1921 Federal Aid
Highway Act basically comprises the federal aid
primary system within Wisconsin today.

During the period from 1918 to 1924, in addition
to the state trunk highway system which the coun-
ties were required by law to maintain under the
supervision of the Highway Commission, each
county voluntarily assumed the responsibility for
the improvement and maintenance of an additional
number of miles of highways. This was done
through the broad statutory general powers of the
counties to construct and improve any highway
within the county boundaries. The facilities so
established were called county trunk highways.
The 1925 Legislature validated and confirmed as
county trunk highways those highways previously
selected by the county boards. These highways
were to be marked, maintained, and signed by the
counties. The county trunk highway systems were
also required to join and be continuous between
counties. A map of the selected county system
was to be filed with the county clerk and copies
forwarded to the State Highway Commission for
review and approval. After this initial system
was approved, the system could be altered only by
the county board through its highway committee,
with the approval of the State Highway Commis-
sion. Allotments were also to be set aside for the
improvement of the county trunk highway system,
including construction, repair, and maintenance of
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highways and bridges under supervision of the
county highway committee. Map 7 depicts the
system of county trunk highways in Walworth
County which was validated by the Legislature in
1925, totaling about 179 miles of facilities.

With the establishment of the county trunk highway
system in 1925, the original jurisdictional clas-
sification of highways in Walworth County was
completed. The state trunk highway system, which
by 1923 had been increased to 10,000 miles state-
wide and to approximately 155 miles within the
county, became the primary system of highways;
the county trunk highway system, which then
totaled approximately 179 miles within the county,
the secondary system; and other roads, more
local in nature, the tertiary system.

Beginning in 1933, federal aids were made avail-
able for the ad hoc improvement of farm-to-
market roads not on any federal aid system. The
Federal Aid Highway Act of 1944, recognizing the
need to improve farm-to-market roads but also
recognizing the need to integrate these roads into
a system of secondary highways, provided for the
creation of a new federal aid secondary system.
This federal aid secondary system in Wisconsin
was subsequently delineated by the State Highway
Commission in cooperation with local officials and
consisted of approximately 14, 000 miles of sec-
ondary state trunk highways and major county
trunk highways. These 14, 000 miles were desig-
nated, in addition to the original federal aid high-
ways which now became the federal aid primary
system, as the federal aid secondary system. The
1944 Federal Aid Highway Act also provided for
the establishment of a third system of highways,
known as the federal aid urban system. This sys-
tem was not a true continuous highway system, but
rather consisted of the extensions of federal aid
primary and federal aid secondary routes into
urban areas having populations of 5, 000 or more.

In 1967 the U. S. Department of Transportation,
Federal Highway Administration,initiated a pro-
gram of federal aid to urban areas having a popu-
lation of 5,000 or more persons known as TOPICS,
an .acronym standing for the compound term,
"Traffic Operations Program to Increase Capacity
and Safety." The program was developed in order
to encourage municipalities to accelerate their
efforts to reduce traffic congestion, facilitate the
flow of traffic, and reduce accidents on streets
other than those principal streets already on
the federal aid highway systems by means of



Map 7

COUNTY TRUNK HIGHWAY SYSTEM IN WALWORTH COUNTY: 1925
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The original county trunk highway system in Walworth County, established by the Wisconsin Legis=
lature and County Board in 1925, totaled about 179 route-miles of facilities, to be marked,
maintained, and signed by the county. With the establishment of the system, the original juris-
dictional classification of highways in Walworth County was completed. Portions of the original
county trunk highway system remain on the present county trunk highway system, including segments

along present alignments of CTH A, CTH B, CTH BB, CTH ¢, CTH D, CTH G, CTH J, CTH M, CTH 0, CTH P,
and CTH U.

Source: Walworth County Highway Department and SEWRPC.
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such traffic engineering techniques as intersec-
tion channelization, signalization, widening of
approaches, and upgrading of lighting.

The Wisconsin Statutes specified that the state
trunk highway system was to exclude streets or
highways in all incorporated areas having a popu-
lation of 2,500 or more by the last federal census.
However, those portions of streets or highways
along which houses were spaced at an average
distance of more than 200 feet could be included
in the state trunk highway system at the option of
the State Highway Commission. This provision of
the Wisconsin Statutes permitted the projection of
the state trunk highway system into the more
sparsely developed areas of cities of over 2,500
population to points known as the 'construction
limits."” The streets over which the state trunk
highway system was routed between the construc-
tion limits were designated ''connecting streets'
and were not legally a part of the state trunk
highway system. The cities and villages were
assigned the maintenance responsibility for the
connecting streets. The same maintenance allot-
ment was provided to the cities and villages for
the connecting streets as was provided the coun-
ties for state trunk highways. In 1943 the Legis-
lature changed the definition of the construction
limits to those points on the state trunk highways
where development had assumed 'a predominantly
urban characteristic."

From these beginnings the highway network in
Wisconsin and in Walworth County developed over
the years, with minor additions and revisions, to
the present state and county trunk systems. Table
1 sets forth highway and street mileages in Wal-
worth County at various periods of time from 1918
to 1971. The state trunk highway mileage shown
in the table includes connecting streets. Figure 4
indicates that the number of miles of each of
these three jurisdictional systems has steadily
increased to accommodate the growth in motor
vehicle registrations and vehicle miles of travel
within the county. The exceptions to this general
trend are decreases in county trunk highway mile-
age in the 1940's, when about 18 miles of county
trunk highways were removed from this system and
either placed on the state trunk highway system or
reverted to local streets; increases in the county
trunk system during the 1960's as certain state
trunk highways were reverted upon the construc-
tion of new facilities; and rapid increases in the
local street system as a result of new urban
development within the county.
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After World War II, the large increase in motor
vehicle utilization brought about a public demand
for further improvements in highway system
development. To improve the safety and level of
service on heavily traveled routes, the State
Legislature in 1949 authorized the-Highway Com-
mission to designate, as controlled-access high-
ways, rural portions of the state trunk highway
system on which the average traffic potential was
found to be in excess of 2,000 vehicles per day.
Once a highway had been so designated, the
Highway Commission could, in the public inter-
est, limit the number of driveways and other
access points to abutting land. The total statewide
controlled-access highway mileage was limited by
state statute to 1,500 miles. To date (January 1,
1971), 371 miles have been designated within the
state. However, none of the rural state trunk
highways within Walworth County have been desig-
nated as controlled-access highways.

In 1955 the State Legislature provided, in Section
84. 025 of the Wisconsin Statutes, for the creation
of the state arterial system as an integrated,
statewide, interregional, and intercommunity net-
work of highways. The purpose of the state statute
was to facilitate the improvement of the most
important portions of the total state trunk highway
system. The statute specifically designated the
arterial system by route description and limited
it to 2,200 miles. The route designated in Wal-
worth County is that 39-mile segment of USH 12
from the Illinois state line to the north county
line (see Map 8).

Aside from the requirements of public hearings
for changes, no differences significant to juris-
dictional highway system planning or plan imple-
mentation exist between ordinary state trunk

Table |

STREET AND HIGHWAY MILEAGE IN WALWORTH COUNTY
SELECTED YEARS (918-1971

STATE TRUNK HIGH-

WAYS (INCLUDES COUNTY TRUNK

CONNECTING STREETS) HIGHWAYS LOCAL STREETS

NUMBER PERCENT NUMBER | PERCENT | NUMBER | PERCENT

OF COF QF OF OF OF TOTAL

YEAR | MILES TOTAL MILES TOTAL MILES TOTAL MILES
1918 90 - - - - bt -
1925 155 - 179 - - had -
1930 158 13.8 188 16.5 196 69.7 1142
1935 159 13.9 185 16.1 804 70.0 o148
1940 166 14.4 182 15.7 807 69.9 10155
1945 166 L4a4 196 17.0 9 68.6 14153
1950 191 16.4 178 15.2 798 6£8.4 1e167
1955 191 16.4 178 15.3 195 68.3 1sl64
1960 192 16.0 178 14.9 827 69.1 19197
1965 190 15.3 178 l4.4 e710 70.3 1,238
1970 191 14.7 194 15.0 910 703 14295
1971 191 1447 194 14.9 S15 70.4 1,300

SOURCE- WISCONSIN DEPARTMENT OF TRANSPORTATION ANC SEWRPC.



Figure Y

TOTAL STREET AND HIGHWAY MILEAGE IN WALWORTH COUNTY: 1918=-197I
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highways and state arterial highways. Throughout
the remainder of this report, state arterial high-
ways will be treated as integral and ordinary
parts of the total state trunk highway system.

In 1961 the Legislature authorized the designation
of 300" miles of state trunk highways as freeways
or expressways. Those highway segments carry-
ing sufficient traffic to warrant ultimate construc-
tion of four or more moving lanes could be so
designated. To date (January 1, 1971), 292 miles
have been designated as freeways or expressways,
of which about 36 miles, comprised of the USH 12
Freeway and the proposed Rock Freeway, have

'The State Legislature recently removed the mileage
limitation on the designation of freeways and express-
ways originally contained in Section 84.295(3) of the
Wisconsin Statutes (Wis. Laws 1971, c. 252).

been so designated within Walworth County (see
Map 9). In addition, the federal system of inter-
state and national defense highways, established
in 1956, now provides for 569 miles of interstate
highways within Wisconsin which are constructed
to freeway standards. Walworth County does not
presently have, nor is it foreseen to have, any of
its arterial facilities so designated.

Subject to certain statutory limitations, changes
to the state trunk highway system may be made by
the State Highway Commission if the Commission
deems that the public interest is best served by
the changes. Procedures for making changes to
the state trunk highway system are specified in
Section 84.02(3) of the Wisconsin Statutes. The
requirements vary, depending upon the mileage
involved, whether or not federal aid systems are
involved, and whether the proposed changes are
on the state trunk highway system or the state
arterial system. Table 2 summarizes these
requirements.
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Map 8

DESIGNATED STATE ARTERIAL HIGHWAY SYSTEM IN WALWORTH COUNTY: 197
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The Wisconsin Legislature in 19556 provided for the creation of the state arterial system to
facilitate improvement of the most important portions of the total state trunk highway system.
The system within Walworth County includes a 39-mile segment of USH 12 from the Illinois state
line to the north county line.

Source: Wisconsin Department of Transportation.
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Map 9

DESIGNATED FREEWAYS IN WALWORTH COUNTY: 1971
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0f the 292 miles of state trunk highways which have been designated by the State Highway Commis-
sion as freeways or expressways in Wisconsin, about 36 miles, comprised of the USH 12 Freeway
and the proposed Rock Freeway, have been so designated in Walworth County. When the USH |2 Free-
way is completed it will connect the Chicago area with the Madison area, and when the Rock Free-
way is completed it will connect the Rockford-Beloit-Janesville area with the Milwaukee area.

Source: Wisconsin Department of Transportation.
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Table 2

LEGAL CONSTRAINTS GOVERNING CHANGES TO THE
STATE TRUNK HIGHWAY (STH) AND STATE
ARTERTAL HIGHWAY SYSTEMS

COUNTY
pPuBLIC 80ARD
STATUTORY HEARING |APPROVAL
HIGHWAY SYSTEM |REFERENCE® LENGTH CONSTRAINT REQUIRED [REQUIRED

STHecosonesoese 84.02(3)(o) |LESS THAN 2 1/2 MILES NO NO

STHevecvosoene 84.02(3)(a) |2 1/2 MILES OR MORE YES YES
STH & STATE

ARTERIALesscae 84.02¢3)(a) MORE THAN 5 MILES YES YES
STATE ARTERIAL |84.025(3) LESS THAN 5 MILES NO NO
STATE ARTERIAL [84.025(3) MORE THAN S MILES BUY YES NO

NO REMOVAL FROM STATE
TRUNK HIGHWAY SYSTEM
STAVE ARTERIAL |84.025(3) MORE THAN 5 MILES AND YES YES
ANY REMOVAL FROM
STATE TRUNK HIGHWAY
SYSTEM

“ALL REFERENCES ARE TO THE 1969 WISCONSIN STATUTES.
SOURCE~ WISCONSIN DEPARTMENT OF TRANSPORTATION AND SEWRPC.

The county board is authorized, under Section
83. 027 of the Wisconsin Statutes?, to designate as
controlled-access highways those rural portions
of the county trunk highway system having an
average traffic potential of 1,000 vehicles per day.
By cooperative agreement with city or village
governing bodies, this authority may be extended
into incorporated areas. The total mileage of
such designated controlled-access highways in
any county is limited to 35 percent of the county
trunk mileage. The Walworth County Board has
not chosen to designate any portions of the
county trunk highway system as controlled-access
facilities.

Streets within corporate areas not on the state
trunk or county trunk highway systems are under
local jurisdiction for planning, design, construc-
tion, maintenance, and operation. Responsibility
for administration of the municipal programs
generally is assigned to the city or village engi-
neer or to an engineering consultant acting in this
capacity. Those streets and highways within
unincorporated areas of the ceunty which are not
on the state trunk or county trunk highway system
are under the jurisdiction of the towns, which
either contract with the county or a consultant
for planning, design, construction, maintenance,
and operation.

?prior to the 1971 session of the State Legislature,
Section 83.027 of the Wisconsin Statutes limited the
percent of the county trunk highway system which could
be designated as controlled-access highways to 10 per-
cent of the total county trunk system, and set the
minimum average daily traffic potential of such
designated highways at 2,000 vehicles per day.
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CURRENT STATUS

Current Jurisdictional Highway Mileage

As of January 1, 1971, there were in Wisconsin
11,920 miles of state trunk highways, of which
456 miles, or 4 percent, consisted of interstate
highways; 197 miles, or 2 percent, consisted of
other freeways currently open to traffic; 10,751
miles, or 90 percent, consisted of standard arte-
rials; and 516 miles, or 4 percent, consisted of
connecting streets. In Walworth County there
were 191 miles of state trunk highways, of which
19 miles, or 10 percent, were freeways currently
open to travel; 158 miles, or 83 percent, were
standard arterials; and 14 miles, or 7 percent,
were connecting streets over which state trunk
highways were routed (see Map 10). There were
also 194 miles of county trunk highways (see Map
11) and 915 miles of local streets and highways.
Thus there were, as of January 1, 1971, a total of
1,300 miles of streets and highways open to traffic
in Walworth County. Of this total, 427 miles, or
33 percent, were determined to comprise the
functional arterial street and highway network;
and these 427 miles were jurisdictionally cate-
gorized as shown in Table 3. The configuration of
the arterial system within Walworth County is
shown on Map 12, Table 4 summarizes existing
mileages by municipality.

Current Federal Aid Mileage

As of January 1, 1971, there were a total of 387
miles of federal aid routes designated within
Walworth County. Of this total, 160 miles were
located on the federal aid primary system and
227 miles were located on the federal aid secon-
dary system. The total federalaid system mileage
open to traffic as of January 1, 1971, was 353. Of
this mileage, 128 miles consisted of federal aid
primary system mileage and 225 miles consisted
of federal aid secondary system mileage. The

Table 3

PERCENTAGE DISTRIBUTION OF EXISTING
ARTERIAL STREET AND HIGHWAY MILEAGE IN
WALWORTH COUNTY BY JURISDICTIONAL CATEGORY

JANUARY 1971
NUMBER OF PERCENT OF
JURISDICTEONAL CATEGORY MILES TOTAL
STATE TRUNK HIGHWAYSeveeeoososonaas 176.81 41.5
CONNECTING STREETSecascenscssscanss 13.81 3.2
COUNTY TRUNK HIGHWAYSaeeeoocsasanas 172.68 40.5
LOCAL ARTERIAL STREETS ANC HIGHWAYS 63.23 14.8
TOTAL 426.53 100.0

SOURCE- SEWRPC.



Map 10

STATE TRUNK HIGHWAY AND CONNECTING STREET SYSTEM IN WALWORTH COUNTY: 1971
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In Walworth County, the existing system of state trunk highways and connecting streets over which
state trunk highways are routed consists of 19| miles. Of these 191 miles, I% miles are connect-
ing streets. Connecting streets exist in four cities in Walworth County--Whitewater, Elkhorn,
Delavan, and Lake Geneva--and provide for system continuity. These connecting streets are main-
tained at the expense of the municipality in which they are located, with nominal reimbursement
for such expense from the state at the rate of $500 per mile.

Source: Wisconsin Department of Transportation.
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Map |1

COUNTY TRUNK HIGHWAY SYSTEM IN WALWORTH COUNTY: 1871
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Within Walworth County there are presently a total of 194 miles of county trunk highways, 173 miles
of which are on the existing arterial street and highway system. The county trunk highways
are discontinuous through urban areas within the county, and therefore do not form an inte-
grated system.

Source: Wisconsin Department of Transportation.
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Map 12

ARTERIAL STREET AND HIGHWAY SYSTEM IN WALWORTH COUNTY: 1971
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The 427 miles ot streets and highways shown on this map comprise the existing arterial street and
highway system in Walworth County. Of this total, 191 miles are state trunk highways and con-
necting streets, |73miles are county trunk highways, and 63 miles are local streets and highways.
Because of the nature of the local streets and highways and the piecemeal additions and deletions
which have been made in the county trunk system over time, only the state trunk highway system
represents a true, integrated system.

Source: SEWRFPC.

33



Table

EXISTING JURISDICTIONAL HIGHWAY SYSTEM MIL

y

EAGE IN WALWORTH COUNTY BY CIVIL DIVISION

JANUARY 1971
EXISTING ARTERIALS (MILES) EXISTING NONARTERIALS (MILES)
STATE TRUNK HIGHWAY
CONNECTING | COUNTY TRUNK | LOCAL TRUNK COUNTY TRUNK | LOCAL TRUNK
CIVIL CIVISION FREEWAY | NONFREEWAY STREET |  HIGHWAY HIGHWAY SUBTOTAL HIGHWAY HIGHWAY SUBTOTAL TOTAL
CITIES
CELAVAN. ceasee -- 0.75 3.26 - 1.55 5.56 - 18.96 10.96 24.52
ELKHORN<c coenee 0.74 1.63 2.80 1.72 1.10 7.99 - 17.35 17.35 25.34
LAKE GENEVA... - 1.15 3.75 1.87 1.50 8.27 - N 20.82 20.82 29.09
WHITEWATER.eae - © le68 4400 - 0.28 5.96 0.25 27.21 27.46 33.42
SUBTOTALeeee 0.74 $.21 13.81 3.59 4443 21.78 0.25 84.34 84.59 112.37
VILLAGES
OARIENcscceens - 2.20 - - - 2.20 - 3.83 3.83 6.03
- 2.77 - 0426 046 3.49 - 7.02 7.02 10.51
- 1.12 - 0.37 2.45 3,94 - 11.78 11.78 15.72
- - - 2.62 - 2.62 -~ : 4.60 4460 7.22
- - - 2.25 - 2.25 - 6.16 6.16 8.41
WALWORTHaccaue - 2.30 - 0.16 0.44 2.90 - 6.49 6.49 9.39
WILLIAMS BAY.. - 1.48 - - 1.20 2.68 - 11.76 11.76 14.44
SUBTOTALeaee - 9.87 - 5.66 4.55 20.08 - 51.64 51464 .72
TONNS
BLOOMFIELDecee 7.63 1.07 - 17.17 9.45 35.32 1.00 69.70 70.70 106.02
CARIENeecccoas - 16.87 - 4.04 2.45 23.36 6495 36,40 43.35 | 66471
DELAVAN. . - :11.06 - 8.06 6430 25.42 2.02 41.83 43.85 69.27
EAST TRQ - 14465 - 6491 3.16 24472 -- 45,47 45.47 70.19
GENEVAcieoe 6 T4 T.62 - 13.35 2.80 30.55 - 66,01 66401 96.56
LAFAYETTE.. 1.53 12.00 - 4e43 - 17.96 - 36432 36432 54.28
LA GRANGE.. - 12.36 - 6.30 -~ 18.66 3.45 55.61 59.06 17.72
LINNeeese - 5.79 - 11.78 6.62 24.15 - 4B.66 48.66 72.81
LYONS.. . 2.57 14.11 - 2.02 5.16 23.86 - 44,01 44.01 67.87
RICHNONDccaeas - 6445 - 11.57 - 18.02 2.40 46471 T49.11 67.13
SHARONeccoonoe - 2.72 - 19.54% 6.06 28.32 - 35.46 35.46 63.78
SPRING PRAIRIE - 6.28 - 17.30 1.00 24.58 - 32.34 32.34 56.92
SUGAR CREEKees [ =~ 3.49 - 17.26 - 20.75 4a42 51.15 . 55.57 76.32
TROYecooceocosne - 10.09 - 11.32 1.28 22.69 bt 32.57 32.57 55426
WALWORTHe caeee - 7.82 - 6.91 4.95 19.68 - 35.38 35.38 55.06
WHITEWATERecee - 10.14 -= S.47 5.02 20.63 0.53 37.87 38440 59.03
SUBTOTALeces | 18447 142.52 - 163.43 54.25 378467 20.77 T15.49 736426 | 14114.93
TOTAL 19.21 157.60 13.81 172.68 63.23 426453 21.02 851.47 872.49 | 1,299.02

SOURCE~ WISCONSEN DEPARTMENT OF TRANSPORTATICN ANC SEWRPC.

difference between the designated mileage on the
federal aid systems and the miles open to travel
is accounted for by new routes, primarily free-
ways, which have been officially designated as
being on federal aid systems and which are in
various stages of planning, preliminary design,
or construction but are not yet open to traffic.
The configurations of these federal aid systems
within Walworth County are shown on Map 13, the
sections on the federal aid systems which are not
open to traffic being indicated by broken lines.
Table 5 sets forth the designated federal aid sys-
tem mileages by municipality.

SUMMARY

As of January 1, 1971, there were a total of
1,300 miles of streets and highways open to
traffic within Walworth County. Of this total,
427 miles, or 33 percent; comprised the func-
tional arterial street and highway network. The
responsibility for the design, construction, opera-
tion, and maintenance of this arterial street and
highway network rested with three levels of gov-
ernment: the state, the county, and the local
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municipalities. Approximately 191 miles, or
45 percent of the arterial street and highway
network, were under - state juxf'isdic‘tion, being
comprised of state trunk highways and connect-
ing streets. About 173 miles, or an additional
41 percent, were under county jurisdiction, being
comprised of county trunk highways; and about
63 miles, or 14 percent, were under city, village,

~ or town jurisdiction, being comprised of local

arterial streets and highways.

Superimposed on the state, county, and local trunk
highways and arterial streets were 353 miles of
federal aid routes, of which about 128 miles, or
36 percent, consisted of federal aid primary
routes and 225 miles, or 64 percent, consisted of
federal aid secondary routes.

The location and configuration of thege jurisdic-
tional highway systems and supporting aid routes
were the result of a long process of historic
evolution influenced by many complex political,
administrative, financial, and engineering con-
siderations and constraints. The state trunk and
county trunk highway networks were originally



Map |3

FEDERAL AID HIGHWAY SYSTEMS IN WALWORTH COUNTY: JANUARY 1971
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Highways designated as part of the federal aid highway systems are eligible for federal aids in
partial support of improvements. There are presently 387 miles of federal aid routes designated
within Walworth County, including 160 miles on the federal aid primary system and 227 miles on
the federal aid secondary system. The primary system includes portions of USH 12 and USH |4,
STH 11, STH |5, STH 36, STH 50, STH 59, STH 67, STH 89, and STH |20. The secondary system
includes portions of USH |2, STH I5, STH 20, STH 87, and several important county trunk highways.

Source: Wisconsin Department of Transportation.
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Table §

FEDERAL AID ROUTE MILEAGE IN WALWORTH COUNTY BY CIVIL DIVISION

JANUARY 1971
FEDERAL AID PRIMARY ROUTE MILEAGE FEDERAL AID SECONDARY ROUTE MILEAGE
STATE TRUNK HIGHWAY
STATE TRUNK
FREENAY HIGHWAY
COUNTY COUNTY
OFFICIALLY [OPEN TG| NON- |CONNECTING | TRUNK [LOCAL OFFICIALLY |OPEN TC |CONNECTING| VRUNK [LOCAL |
CIVIL DIVISION |DESIGNATED |TRAFFIC|FREEWAY| STREET MIGHWAY [ STREET| SUBTOTAL |[DESIGNATED|TRAFFIC| STREET |HIGHWAY|STREET|SUBTOTAL | TOTAL
CITIES
DELAVANe.eeae - - R 0.75 3.26 - - 4.01 -— - - - 1.71 1.71 5.72
ELKHCRNaaoooas -- 0.74 0.85 1.40 - - 2.99 -— 0.78 1.40 0.09 0.86 3.13 6.12
LAKE GENEVA,.. -- - 1.15 3,75 -- -~ 4.90 -- - -- - - - 4.90
WHITEWATERewo. - - 1.18 1.95 - - 3.13 0.20 0.50 2.05 0.25 1.31 4.31 Teb4
SUBTOTAL.... - 0.74 3.93 10.36 -- - 15.03 0.20 1.28 3445 0.34 3.88 9.15 24.18
VILLAGES
CARIEN... - - 2.20 - - -- 2.20 - - - - - - 2.20
EAST TROY - - - - - - - - 2.77 - 0.26 - 3.03 3.03
FONTANA. . - -~ 1.12 - -— - 1.12 - - - 0.37 - 0.37 1.49
GENOA CITY. -~ -~ - -~ - - - - - - 1.60 - 1.60 1.60
SHARON - -- - - - -- - - - - 1.67 - 1.67 1.67
WALWORTH e ones - - 2.30 - - - 2.30 - - - 0.16 - 0.16 2.46
WILLIAMS BAY.. - - 1.48 - - - L.48 - - - - - - 1.48
SUBTOTALeua. - - 7.10 - - - 7.10 - 2.7 - 4.06 - 6.83 13.93
TOWNS
- 7.63 1.07 -- - - 8.70 - - - 11.60 1.60| 13.20 21.90
- -~ 16,87 - - - 16.87 - -~ - 5.19 2.06 7.25 24.12
- - 9.15 - -- - 9415 - 1.91 - 10.08 4.28| 16.27 25.42
7.40 - - - - - 7.40 1.40 13.25 - 6.65 -~ 21.30 28.70
-- 6.74 5.71 -— - - 12.45 -— 1.91 - - - 1.91 14.36
LAFAYETTEweaan 7.00 1.53 5.37 - -- - 13.90 - 6.63 - 443 - 11.06 24496
LA GRANGE.een. 3.20 - - - - - 3.20 - 12.36 -- 9.7% - 22.11 25431
LINNceecesonae - - 5.79 - - - 5.79 -- - - 11.78 1.93| 13.71 19.50
LYONSeeeeonsos - 2.57 | 14.11 - - - 16.68 - - - 2.02 -- 2.02 18.70
RICHMONDesoeeo - - 6.45 - - - 6.45 - - - 11.77 -- 11.77 18.22
SHARON.eeoeean - - 2.72 - - - 2.72 - - - 12.61 - 12.61 15.33
SPRING PRAIRIE - - 6.28 - - - 6.28 - -- - 17.30 - 17.30 23.58
SUGAR CREEKs.. 5.80 -- - - - - 5.80 - 3.49 - 19.96 -— 23.45 29.25
TROYeoooaanee . 0.50 -- - - -- - 0.50 - 10.09 - 8.79 - 18.88 19.38
WALWORTHeweuee - - 7.82 -— -— - 7.82 - - - 6.91 1.26 8.17 15.99
WHITEWATER .4 7.70 - 644 - - - 14.14 0.30 3.70 - 6.00 - 10.00 24414
SUBTOTALess. 31.60 18,47 | 87.78 - - - 137.85 1.70 53.34 - 144.84 | 11.13( 211.01 | 348.86
TOTAL 31.60 19.21 | 98.81 10.36 - - 159.98 1.90 57439 3.45 |149.24 | 15.01| 226.99 | 386.97

SOURCE~ U. S. DEPARTMENT OF TRANSPORTATION, FEDERAL HIGHWAY ADMINISTRATION; WISCONSIN DEPARTMENT OF TRANSPORTATION; AND SEWRPC.

conceived by the State Legislature as integrated
highway systems and were originally so delineated
and mapped. The state trunk highway network,
however, was last studied and revised as an inte-
grated system by the State Legislature in 1923;
and the county trunk highway system was last
studied and revised by the State Highway Commis-
sion of Wisconsin and the Walworth County Board
in 1925. Many piecemeal additions and deletions
have been made to these two jurisdictional high-
way networks since 1923 and 1925. Consequently,
these two important networks no longer represent
fully integrated and continuous arterial highway
systems capable of serving, in the most efficient
manner possible, the areawide land use and
traffic service functions originally intended.
Moreover, since the federal aid highway networks
are intended to assist in implementing the state
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and county trunk highway systems and, therefore,
reflect the pattern of these systems, these federal
aid networks are also in need of revision.

It is, therefore, appropriate at this time to study
and analyze the jurisdictional highway systems
within Walworth County and, guided by the func-
tional transportation system plan prepared by the
Southeastern Wisconsin Regional Planning Com-
mission and adopted by the State Highway Com-
mission of Wisconsin and the Walworth County
Board, to recommend changes necessary to
reclassify and regroup these networks into com-
plete, fully coordinated, and continuous systems
able to meet the present and expected future
arterial highway traffic demands within Walworth
County.



Chapter IV

FUNCTIONAL CRITERIA FOR JURISDICTIONAL CLASSIFICATION

INTRODUCTION

A total street and highway system must serve
several important functions. It must provide for
the safe and efficient movement of traffic through-
out the area served, provide for the access of this
traffic to the various land uses to be served,
provide integral parts of the storm water drainage
system, provide rights-of-way for various utility
facilities, and provide space for the admittance of
light and air to individual building sites. Because
the two most important of these functions—safe
and efficient traffic movement and land access—
are basically conflicting, street and highway sys-
tems are, for planning purposes, divided into
functional subsystems according to the primary
character of service which the individual facilities
comprising the subsystems are expected to pro-
vide. This functional subdivision of street and
highway systems must be done on an areawide
basis without regard to governmental jurisdiction
or fiscal responsibility. Such a functional grouping
or classification is essential to sound transporta-
tion planning, not only because it identifies the
primary function which any particular facility
should serve, but also because it provides a
means for defining travel paths for the flow of
trips through the total system. The definition of
such paths is essential to the traffic analyses
required to determine the ability of the system to
carry existing and probable future traffic loads.

Three functional groups of street and highway
facilities are normally recognized in functional
classification for planning purposes: arterial,
collector, and local (land access). Only the first
of these groups is of direct concern in areawide
planning. The primary function of the arterial
facilities is to expedite the movement of vehicular
traffic. Access to abutting property is a sec-
ondary function of some types of arterials and
should always be subordinate to the primary
function of traffic movement. Arterial streets
and highways include freeways, expressways, and
certain parkways, as well as those facilities com-
monly termed "standard' arterials. Together the
individual arterial facilities must form an inte-
grated, areawide system, the geographic configu-

ration and capacity of which are adequate to carry
the traffic loads generated by the existing and
probable future land use pattern to be served.

Arterial street and highway facilities must form
an integrated system over relatively large areas
comprised of many local units of government, The
degree of areawide importance of the individual
facilities comprising the total system varies, with
several levels as well as many units of govern-
ment having interests in, and responsibilities
for, the planning, construction, maintenance, and
operation of the total arterial street and highway

- system. Consequently, it becomes necessary to

assign jurisdictional responsibility for the various
facilities, existing and proposed, comprising the
total system to the various levels and units of
government involved.

Just as the functional classification of highway
facilities is essential to transportation plan prep-
aration, the jurisdictional classification of such
facilities is essential to plan implementation. In
addition, the assignment of jurisdictional respon-
sibility for the various portions of the total
arterial street and highway system is essential to
achieving the important transportation objectives
already set forth in Chapter I of this report.

As previously noted, the preparation of an area-
wide plan for the physical development of the total
transportation system must necessarily precede
any assignment of jurisdictional responsibility.
A plan for the physical improvement of the trans-
portation system is required to identify the exist-
ing arterial street and highway system, determine
its existing deficiencies, and .recommend specific
additions and improvements required to serve
existing and forecast traffic demands. Such a
functional transportation plan having been pre-
pared, it then becomes necessary, as the first
step toward plan implementation, to specify the
governmental level and unit which should have
responsibility for acquiring, constructing, main-
taining, and operating each of the existing and
proposed facilities which comprise the total physi-
cal system. That is, the functional highway plan
must be converted to a jurisdictional plan if plan
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implementation is to be achieved. It, therefore,
becomes necessary to develop a set of criteria
which may be used as a basis for the assignment
of jurisdictional responsibility for the various
facilities comprising the total arterial street and
highway system. Functional variations within the
total arterial system provide a logical basis for
the establishment of such criteria.

PURPOSE AND OBJECTIVE OF THE CRITERIA

The purpose of the jurisdictional classification
criteria is to provide an objective and rational
basis for the assignment of jurisdictional respon-
sibility for the various segments of an existing
and proposed arterial street and highway system
to the various levels of government concerned.
The system is represented by an adopted func-
tional arterial street and highway system plan.
The objective of the recommended criteria is to
identify subsystems within the total arterial street
and highway system which are integral parts of
the overall system and which are, within them-
selves, continuous or are continuous in conjunc-
tion with other 'higher" subsystems but which
vary with respect to the degree of traffic mobility
provided, the types of land use areas served, and
the types of trips served. The arterial street and
highway network maps prepared by the Southeast-
ern Wisconsin Regional Planning Commission
under the regional land use-transportation study
completed in 1966 were reviewed and updated to
represent the necessary definition of the total
arterial street and highway system within Wal-
worth County to which the jurisdictional criteria
were to be applied.

ARTERIAL SUBCLASSIFICATION

Three levels of government—state, county, and
local (municipal)—have direct jurisdictional re-
sponsibility for the planning, design, construction,
operation, and maintenance of highway facilities
within Walworth County. It is, therefore, proposed
that all segments of the total (existing and pro-
posed) arterial street and . highway system be
classified into one of three categories: Type 1,
state trunk; Type I, county trunk; and Type IH,
local trunk. Two of these three categories—
Type I and Type II—were, in turn, given two sub-
categories: rural and urban. The third category—
Type Ill—was given one subcategory: urban. Urban
arterials were defined as those arterial streets
and highways located within the present corporate
limits of existing cities or villages or within the
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. recommended areas of future urban development

within the county, as shownon the adopted regional
land use plan, whichever encompasses the greater
area. All other arterials were defined as rural.

1. Type I (State Trunk) Arterials~Urban and
Rural

Type I arterials shall include all those
routes within the urban or rural areas of
the county which are intended to provide,
within each respective area, the highest
level of traffic mobility; thatis, the highest
speeds and lowest degree of traffic conges-
tion, the minimum degree of land access
service, and which must have regional or
interregional system continuity. Ideally,
‘these Type I arterials, because of their
function and statewide and regionwide im-
portance, should comprise the state trunk
highway system.

2., Type I (County Trunk) Arterials—Urban
and Rural

Type II arterials shall include all those
routes within the urban or rural areas of
the county which are intended to provide,
within each respective area, an interme-
diate level of traffic mobility and an inter-
mediate level of land access service, and
which must have intercommunity system
continuity., Ideally, these Type II arterials,
because of their function and subregional
importance, should comprise the county
trunk highway system of an area.

3. Type III (Local Trunk) Arterials—Urban

Type III arterials shall include all those
routes within the urban areas of the county
which are intended to provide the lowest
level of arterial traffic mobility and the
highest degree of arterial land access ser-
vice, and which must possess intracom-
munity system continuity. These Type III
~arterials are intended to comprise the
local arterial system of an area.

A rural subcategory for the Type III arterials was
not provided. Analysis of the average trip length
occurring on arterial highway facilities in the
rural areas of Walworth County indicated that the
"break point" for a third category of rural arte-
rial highway facilities, should such a category be



used, would occur at an average trip length of
about 10 miles (see Figure 5) and would have an
average trip length range of from 2 to 10 miles.
This fact, together with the fact that an analysis
of origin-destination data for Walworth County
indicated that 84 percent of the vehicle trips
originating in rural areas of the county have one
trip end located in a rural community (town) and
the other trip end in a small urban community
(city or village), indicates that rural travel within
Walworth County is primarily of an intercom-
munity nature. The findings reflect the socio-
economic relationships that exist between farms
which are economic enterprises as well as resi-
dences, and small urban communities which act
as farm market and service centers.

The Technical Coordinating and Advisory Com-
mittee, moreover, was of the opinion that the
township governments within the county were not
well staffed and equipped to carry out the plan-
ning, design, construction, operation, and main-
tenance of arterial highways nor should they be
required to be so staffed and equipped. Conse-
quently, the Committee concluded that the juris-
dictional responsibility for all rural arterial
highway facilities within Walworth County should
be assigned to either the Type I (state trunk) or
the Type II (county trunk) arterial street and
highway subsystems.

The urban and rural arterial subclassification
types are generally intended to correspond with
jurisdictional responsibility by the state, county,
and local levels of government. It should not be
assumed, however, that the intended correspon-
dence can be rigidly applied in all cases, since
certain factors, including legal constraints, bound-
ary line facility coordination, financial resource
capabilities, and system mileage limitations may
influence the assignment of jurisdictional respon-
sibility for certain arterials regardless of the
type of classification determined solely by strict
application of the criteria.

CRITERIA

Criteria for the functional subclassification of the
total arterial street and highway system can be
developed from three basic characteristics of the
arterial facilities: 1) the trips served, 2) the
areas served, and 3) the operational characteris-
tics of the facilities themselves. In light of the
differences between urban and rural land use
development, the differences in the characteris-
tics of the traffic generated by these two types of
land use development, and the differences between
rural and urban highway facility development,

separate jurisdictional classification criteria must
be developed for rural and urban areas. Gener-
ally, the various kinds of urban land uses are not
only more intensely developed, but areas. devoted
to different kinds of land uses are located much
closer together in urban than in rural areas.
Moreover, economically productive rural land
uses, such as extractive and agricultural opera-
tions, which by their very nature require large
land areas and a relatively small labor force and,
therefore, generate less concentrated traffic with
relatively long trip lengths and low traffic vol-
umes, nevertheless require good arterial high-
way facilities to remain economically productive
and competitive.

In Walworth County the situation is further com-
plicated by the fact that travel on urban arterial
facilities within the county is, to a great extent,
comprised of travel between the relatively small
urban communities located in the county and the
surrounding rural areas, as well as between these
urban areas and the Chicago and Milwaukee
urbanized areas. Consequently, the average trip
lengths on these urban arterials are more char-
acteristic of rural, rather than urban, travel.
Therefore, two sets of area service and opera-
tional criteria were developed, one for urban and
one for rural arterials. Only one set of trip
service criteria, however, was developed for
both urban and rural arterials.

Trip Service Criteria

Trip service criteria for a jurisdictional classi-
fication of arterials could include specific criteria
concerning trip length, trip purpose, and trip
peaking. Trip length was selected for use as being
the most significant of these three. It is, more-
over, believed that trip purpose and trip peaking
are reflected in the other criteria adopted and
should, therefore, not be explicitly considered
under criteria relating to trip service. The aver-
age trip length ranges adopted as criteria for
arterial classification are presented in Table 6.

Table 6

AVERAGE TRIP LENGTH CRITERIA FOR
ARTERIAL SUBCLASSIFICATION

AVERAGE TRIP
LENGTH

ARTERIAL TYPE (MILES)

I {STATE TRUNK)eseoeoe
II {CCUNTY TRUNK)esese
IITI (LGCAL TRUNK)escaos

21.00 OR MORE
1C.00 TO 20.99
9.99 COR LESS

SOURCE-. SEWRPC.
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The following procedure was used to develop the
recommended values for the trip service criteria.
An interzonal trip table' of trip distance volumes?
(TDV) was produced by multiplying the number of
trips expected to be made between pairs of traf-
fic analysis zones,? as contained in the regional
land use-transportation study 1990 interzonal trip
table, by the respective over-the-road distances
as measured along the least-time-paths between
the zones of origin and destination. The resulting
TDV table was assigned to the 1990 arterial net-
work on a least-time-path basis. The assigned
TDV for each link* was then divided by previously
assigned link wvolumes to obtain average trip
lengths. A curve was plotted to provide a graphi-
cal representation of the relationship existing
between the link average trip lengths and cumu-
lative arterial system mileage (see Figure 5).
Break points were identified on this curve and
used to select trip length ranges representative of
each jurisdictional classification type. The break
points identified the trip length ranges which
should be served by each facility type and did so
because they marked the points beyond which a
relatively high increase in facility type mile-
age would accommodate only a relatively small
increase in trip length range.

Area Service Criteria

Area service criteria for a jurisdictional classifi-
cation of arterials should relate to the land use
activities to be connected and served by the var-
ious arterial subclassifications. For the purpose
of such criteria, the term 'connect and serve"
was defined as follows for each of the three
arterial types:

An interzonal trip table is a table of the zone-to-zone
trip movements showing the quantity of trips by direction
between each pair of zones.

2The term “trip distance volume,” as used herein, is
synonymous with the term “volume trip length index,” as
used by the U. S. Department of Transportation, Federal
Highway Administration, in its manual entitled 1968 National
Highway Functional Classification Study Manual.

34 traffic analysis zone consists of a homogeneous grouping
of trip generation activities, such as a residential neigh-
borhood unit, a regional shopping center, or a contiguous
industrial area. Such a zone is shown on the arterial net-
work diagram by a centroid representing the point where
trips generated within the zone are assumed to enter and
leave the arterial network.

4A link consists of a section of the arterial street and
highway network, defined at each end by a node point
located at the intersection of two arterials. A link is
the smallest arterial segment used to describe the total
arterial system in the mathematical model used to simulate
traffic flows on the arterial street and highway network.
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Type I Arterials—Urban and Rural

A Type I urban arterial facility shall be con-
sidered to ''connect and serve' given land
uses when direct access from the facility to
roads serving the land use area is available
within a maximum over-the-road distance of
one mile from the main vehicular entrance to
the land use to be served.

A Type I rural arterial facility shall be con-
sidered to ''connect and serve' given land
uses when direct access from the facility to
roads serving the land use area is available
within a maximum over-the-road distance of
two miles from the main vehicular entrance
to the land use to be served.

Type O Arterials—Urban and Rural

A Type II urban arterial facility shall be con-
sidered to ''comnect and serve'" given land
uses when direct access from the facility to
roads serving the land use area is available
within 2 maximum over-the-road distance of
one-half mile of the main vehicular entrance
to the land use to be served.

A Type I rural arterial facility shall be con-
sidered to ''connect and serve'" given land
uses when direct access from the facility to
roads serving the land use area is available
within 2 maximum over-the-road distance of
one mile of the main vehicular entrance to the
land use to be served.

Type II Arterials—Urban

A Type III urban arterial facility shall be
considered to 'connect and serve' given land
uses when direct access from the facility to
roads serving the land use area is available
within a maximum over-the-road distance of
one-quarter mile of the main vehicular en-
trance to the land use to be served.

The land use activities to be considered as
properly influencing jurisdictional classification
to arterial highway systems should be those
which, either through their individual or aggre-
gate effects, interact strongly with the need
for transportation facilities and which, by their
nature, #re normally grouped into concentrations
which form major traffic generators. These
include major transportation terminals, major
recreational facilities, regional commercial cen-



Figure 5

RELATIONSHIP BETWEEN AVERAGE TRIP LENGTH AND CUMULATIVE ARTERIAL MILEAGE
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ters, major industrial centers, certain types of
institutional uses, and urban areas. The following
criteria, with respect to each of these land use
classifications, were adopted for the Walworth
County jurisdictional highway planning study.

1. Transportation Terminals®

Type I Arterials—Urban and Rural

Type I arterial facilities shall connect
and serve interregional rail, bus, and
major truck terminals;® and air-carrier
airports.’

Type II Arterials—Urban and Rural

Type II arterial facilities shall connect and
serve freeway interchanges, general-avia-
tion airports,) pipeline {ferminals, and
major intraregional truck terminals® not
served by Type I arterials.

54 transportation terminal is herein defined as a complex
of contiguous, concentrated land uses the purpose of which
is to effect a change of transportation mode or a trans-
shipment of goods.

4 major interregional truck terminal is herein defined as
a complex of contiguous, concentrated land uses generating
250 or more interregional truck trips per average weekday.

“An air-carrier airport is herein defined as a public air-
port intended to serve primarily commercial local service
and trunk-line air-carrier aircraft providing service to
the general public on a regularly scheduled basis between
major cities of the country.

BA general -aviation airport is herein defined as an air-
port, either publicly or privately owned, open to public
use and intended to serve smaller training, business,
charter, agricultural, recreation, and air-taxi aircraft.

9A major intraregional truck terminal is herein defined as
a complex of contiguous, concentrated land uses generating
250 or more intraregional truck trips per average weekday.
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Type III Arterials—Urban

Type II arterial facilities shall connect
and serve truck terminals generating 50 or
more truck trips per average weekday and
off-street parking facilities having a mini-
mum of 50 parking spaces not served by
Type I and Type II arterials.

2. Recreational Facilities

Type I Arterials—Urban and Rural

Type I arterial facilities shall connect and
serve all state parks and those public and
private recreational facilities of inter-
regional and statewide importance with a
gross site area of 500 acres or more.

Type II Arterials—Urban and Rural

Type II arterial facilities shall connect and
serve those public and private recreational
facilities of regional and countywide im-
portance not served by Type I arterials,

Type I Arterials—Urban

Type III arterial facilities shall connect
and serve community parks'® not served by
Type I and Type II arterials.

3. Commercial Centers

Type I Arterials—Urban and Rural

Type I arterial facilities shall connect and
serve major retail and service (regional
shopping) centers."

104 community park is herein defined as an outdoor recrea-
tion area having a broad range of recreational facili-
ties on one site having a gross size ranging from 30 to
250 acres.

Ty major retail and service center is herein defined as an
existing or officially designated concentration of retail
and service uses having a minimum gross site area of
60 acres, intended to serve areawide retail and service
needs for a multi-community population ranging from 75,000
to 150,000 persons located within a 10-mile radius. The
term “officially designated,” as applied to coricentrations
of various land uses, is herein defined as an area shown on
adopted regional or local land use plans or recognized in
local zoning district maps.
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Type II Arterials—Urban and Rural

Type II arterial facilities shall connect and
serve community retail and service cen-
ters'? not served by Type I arterials.

Type IO Arterials—Urban

Type I arterial facilities shall connect
and serve neighborhood retail and service
commercial centers’ not served by Type 1
and Type II arterials.

4, Industrial Centers

Type I Arterials—Urban and Rural
Type I arterial facilities shall connect and
serve regional industrial centers.'

Type I Arterials—Urban and Rural

Type II arterial facilities shall connect and
serve major community industrial cen-
ters'® not served by Type I arterials.

Type III Arterials—Urban

Type III arterial facilities shall connect
and serve minor community industrial
centers'® not served by Type I and Type II
arterials.

l2A community retail and service center is herein defined
as an existing or officially designated concentration of
retail and service uses having a gross site area ranging
in size from 20 to 60 acres, intended to serve the retail
and service use needs of a tributary area with a population
of from two to five residential neighborhoods.

134 neighborhood retail and service commercial center is
herein defined as an existing or officially designated
concentration of retail and service uses having a gross
site area ranging in size from 5 to 20 acres intended to
serve the retail and service needs of the population of one
residential neighborhood.

14y regional industrial center is herein defined as an
existing or officially designated concentration of manu-
facturing, wholesaling, and related=use establishments
having a minimum gross site area of 320 acres or providing
employment for over 5,000 persons.

154 major community industrial center is herein defined as
an existing or officially designated concentration of manu-
facturing, wholesaling, and related use establishments
having a gross site area ranging in size from 100 to 320
acres or providing employment for 1,500 to 5,000 persons.

A minor community industrial center is herein defined as
an existing or designated concentration of manufacturing,
wholesaling, and related-use establishments ranging in size
from 20 to 100 acres or providing employment for 300 to
1,500 persons.



5. Institutional

Type I Arterials—Urban and Rural

Type I arterial facilities shall connect and
serve universities, county seats, and state
institutions.

Type I Arterials—Urban and Rural

Type II arterial facilities shall connect
and serve county institutions; accredited,
degree-granting colleges; public vocational
schools; and community hospitals not served
by Type I arterials.

Type I Arterials—Urban

Type IO arterial facilities shall connect
and serve city and village halls and high
schools not served by Type I and Type I
arterials.

6. Urban Concentrations

Type I Arterials—Rural

Type I rural arterial facilities shall con-
nect and serve urban concentrations of
2,500 or more population.

Type II Arterials—Rural
Type II rural arterial facilities shall con-
nect and serve urban concentrations of
500 or more population.

Criteria Relating to Operational Characteristics
Criteria for a functional subclassification of arte-
rials relating to operational characteristics in-
clude consideration of system continuity, facility
spacing, traffic volume, traffic mobility, and
land access.

1. System Continuity

The various arterial subsystems shall
form integrated systems within themselves
or in conjunction with the other subsys-
tems. The individual facilities comprising
any given subsystem shall be directly
routed between facility termini so as to
provide the shortest travel paths practi-
cable through the arterial network. The
following criteria, with respect to system
continuity, were adopted for the Wal-
worth County jurisdictional highway plan-
ning study:

Type I Arterials—Urban and Rural

Type I arterial facilities shall have inter-
regional or regional continnity comprising
total systems at the regional and state
level.

Type I Arterials—Urban and Rural

Type II arterial facilities shall have inter-
municipality and intercounty continuity
comprising integrated systems at the county
level,

Type II Arterials—Urban

Type III arterial facilities shall have intra-
community continuity comprising an inte-
grated system at the city or village level.

. Spacing

The location and geometric configuration
of highway systems must be properly
related to the land uses to be served and
should be determined from areawide traffic
analyses which consider both existing and
probable future traffic loadings derived
from existing and proposed land use pat-
terns. Nevertheless, some general cri-
teria may be established with respect to
the minimum spacing of various types of
facilities based upon good land use plan-
ning principles, as well as operational
characteristics and engineering constraints.
The following criteria, with respect to
minimum spacing, were adopted for the
Walworth County jurisdictional highway
planning study.

Type I Arterials—Urban and Rural

Type I arterial facilities shall generally
be located no closer than two miles to,
and approximately parallel with, another
Type I facility.

Type II Arterials—Urban and Rural
Type II arterial facilities shall generally
be located no closer than one mile to,
and approximately parallel with, a Type I
facility or another Type II facility.

Type II Arterials—Urban

Type III arterial facilities shall generally
be located no closer than one-half mile to,
and approximately parallel with, a Type I,
Type I, or another Type II facility.
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3.

Volume

Although traffic volume alone provides
little indication of the function of an arte-
rial facility, it can, in conjunction with
other criteria, become an important juris-
dictional criteria. It is important, when
considering volume as a criteria for a
jurisdictional subclassification of arterials,
to recognize that both existing and probable
future traffic volumes must be considered,
with the latter being given the most weight
in the classification process. Table 7
summarizes the criteria, with respect to
future (1990) traffic volume, expressed as
vehicles per average weekday, adopted for
the Walworth County jurisdictional highway
planning study.

Future potential traffic volumes were
derived from a system traffic assignment
based on an areawide land use plan or pro-
jection. Such a traffic assignment exists
for Walworth County as a part of the South-
eastern Wisconsin regional transportation
plan and reflects anticipated 1990 average
weekday traffic volumes.

The following procedure was used to de-
velop the recommended values for the
traffic volume criteria. The regional land
use-transportation study traffic assign-
ment link volumes for 1990 were first
arrayed in descending rank order, and a
cumulative sum of link length computed for
each link place in the descending rank
order. From these data a curve was
plotted to provide a graphical representa-
tion of the relationship existing between
traffic volume and cumulative arterial
system mileage (see Figure 6). Break
points were identified on this curve and
used to select traffic volume ranges rep-
resentative of each jurisdictional classifi-
cation type. The break points identified on
the traffic volume curves tended to sub-
stantiate, in terms of cumulative jurisdic-
tional subsystem mileage, the trip length
criteria previously established.

Traffic Mobility

Traffic mobility criteria for a functional
subclassification of arterials could be
established in terms of speed, volume-to-
capacity ratios, or other measures of

Table 7

TRAFFIC VOLUME CRITERIA FOR
ARTERIAL SUBCLASSIFICATION

AVERAGE WEEKDAY
TRAFFIC VOLUME
ARTERIAL TYPE (VEHICLES)

I (STATE TRUNK)eeooseoe 3,000 OR MORE
II {CCUNTY TRUNK)ecees 800 TO 24999
II1 (LCCAL TRUNK)eoeoo 799 OR LESS

SOURCE~ SEWRPC.

traffic density. In recognition of the fact
that the longer the trip the more criti-
cal the time of travel, however, it is
an accepted practice to provide higher
speeds on the routes of highest arterial
function. As a result, the following cri-
teria with respect to traffic mobility, as
shown in Table 8, were adopted for the
Walworth County jurisdictional highway
planning study.

5. Land Access

It has already been noted that two of the
basic functions performed by street sys-
tems—namely, traffic mobility and land
access—are basically conflicting, and that
the land access function of arterial facili-
ties must be subordinate to the traffic
mobility function. Therefore, a degree of
access control which is related to the
subclassification of the arterial facility
should be exercised over arterials by
means of some restriction of direct ac-
cess. The following criteria with respect
to land access control were adopted for
the Walworth County jurisdictional highway
planning study:

Type I Arterials—Urban and Rural

All Type I arterials shall have full or par-

tial control of access.”:'8

V7 Full control of access is herein defined as the exercise
of eminent domain or police power to control access so as
to give preference to the movement of through traffic by
providing access comnections only at selected public roads
via grade-separated interchanges.

8 partial control of access is herein defined as the
exercise of eminent domain or police power to control
access so as to give preference to the movement of through
traffic to a degree that, in addition to access connections
at selected public roads, there may be some direct access
to abutting land uses, with generally one point of reason- -
ably direct access to each parcel of abutting land as these
parcels existed at the time of an official declaration that
partial control of access shall be exercised.



Figure 6

RELATIONSHIP BETWEEN AVERAGE WEEKDAY VEHICLE VOLUME AND CUMULATIVE ARTERIAL MILEAGE
WALWORTH COUNTY ARTERIAL STREET AND HIGHWAY SYSTEM: 1990

25 T . 25

== _T_.. -u%, d i IEE] s J I

] HH ‘ - T H
0 HHHHHHHHH 1 : i -
g 20 T e e I 20 B
q I W 2al =4
] - ! )
3 T . ® 5
(o] 1] o]
3 T = ] T
4 — - g =
EE I { S Ez
w SESccssses H ] ”
§ ] n | DD fiia] g
3 - o ‘ 2
o T T l g
Z 10 1 1 _ L=
0 T un d
: EESREEERESEE HEH £
] TYPE-HT—— |- ‘ w
§ RIAL SYSTEM , 2 Z

5 T VL

o %Tmmj, NESS: - e

= mmEsZs mas

| : | !
isEsaw 1 T
(o] 5 (11 [ o
o] 80 160 240 400 480 560 640

1990 CUMULATIVE ARTERIAL SYSTEM MILEAGE

Source: SEWRPC.

Table 8

TRAFFIC MOBILITY CRITERIA FOR
ARTERIAL SUBCLASSIFICATION

AVERAGE OVERALL TRAVEL SPEED {MILES PER HOURY

ARTERIAL TYPE URBAN AREA RURAL AREA
1 {STATE TRUNK)eooewon 30 10 T0 40 T0 70
1[I [CCUNTY TRUNK)ussss 25 10 50 30 TO &0
TIT1 (LOCAL TRUNK)2wuse 20 7O 40 -—b

SAVERAGE OVERALL TRAVEL SPEED IS THE TOTAL OF THE CISTANCES TRAVELED BY
ALL VEHICLES USING A GIVEN SECTION OF HIGHMAY DURING AN AVERAGE WEEKDAY,
DIVIDED BY THE TOTAL OF THE ACTUAL TRAVEL TIMES, INCLUDING TRAFFIC DE-
LAYS. AVERAGE OVERALL TRAVEL SPEEDS HAVE THE FOLLOHWING APPROXIMATE RE-
LATIONSHIPS TO AVERAGE OPERATING SPEEDS-

EQUIVALENT AVERAGE
OPERATING SPEED

AVERAGE OVERALL
TRAVEL SPEED

20 MPH 10 MPH

30 MPH 21 MPH
40 HPH 32 MPH
S0 MPH . 43 MPH
60 MPH 54 MPH
70 MPH &5 MPH

by RURAL SUBCATEGORY FCR TYPE 1[I ARTERI1ALS IS NOT PROVIDED.

SOLRCE- SEWRPC.

Type II Arterials—Urban and Rural
All Type II arterials shall have at least
partial control of access.”

¥See definition of partial control of access, as stated in
Footnote 18.

Type IIT Arterials—Urban
All Type II arterials shall have at least
minimum control of access.?

Table 9 summarizes the functional criteria used
for the jurisdictional classification of arterial
highways in Walworth County.

OTHER FACTORS

In the application of the foregoing criteria to the
delineation of a jurisdictional highway system,
several other factors must be considered, par-
ticularly legal and financial constraints. Federal,
state, county, and local legislative and financial
resource limitations limit the mileage allotment
available for state trunk, county trunk, and related
federal aid routes and must, therefore, be con-

20 yinimum control of access is herein defined as the exer-
cise of eminent domain or police power to regulate the
placement and geometrics of direct access roadway connec-
tions as necessary for safety.
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Table 9

SUMMARY OF FUNCTIONAL CRITERIA FOREJURISDICTIONAL
CLASSIFICATION OF ARTERIAL HIGHWAYS IN WALWORTH COUNTY

ARTERIAL TYPE

CRITERIA I (STATE TRUNK} IT (COUNTY TRUNK) 111 (LOCAL TRUNK)®
S|AVERAGE TRIP LENGTH (MILES)| URBANPAND RURAL® URBAN®AND RURAL® URBANb
TE
R R MORE THAN 21 10 TO 21 2 70 10
1V
P1
C
3
TRANSPORTATION TERMINALS URBAN AND RURAL URBAN AND RURAL URBAN
CONNECT AND SERVE INTERREGIONAL | CONNECT AND SERVE FREEWAY INTER- CONNECT AND SERVE TRUCK TERMINALS
RAILy BUS, AND MAJOR TRUCK CHANGES, GENERAL AVIATION AIR- GENERATING 50 DR MORE TRUCK TRIPS PER
TERMINALS? AND AIR-CARRIER AIR- | PORYS, PIPELINE TERMINALS, MAJOR AVERAGE WEEKDAY, AND OFF-STREET
PORTS INTRAREGIONAL TRUCK TERMINALS, PARKING FACILITIES HAVING A MINIMUM OF
AND RAPID TRANSIT AND MODIFIED 50 PARKING SPACES NOT SERVED BY TYPE I
RAPIO TRANSIT SYSTEM LOADING AND AND II ARTERIALS
UNLOADING POINTS NOT SERVED BY
TYPE 1 ARTERIALS
RECREATIONAL FACILITIES URBAN AND RURAL URBAN AND RURAL URBAN
CONNECT AND SERVE ALL STATE CONNECT AND SERVE REGIONAL PARKS CONNECT AND SERVE COMMUNITY PARKS NOT
PARKS HAVING A GROSS AREA OF AND SPECIAL RECREATIONAL USE AREAS| SERVED BY TYPE I AND Il ARTERIALS
L 500 ACRES OR MORE OF COUNTY-WIDE SIGNIFICANCE
A
N
D COMMERCIAL CENTERS URBAN AND RURAL URBAN AND RURAL URBAN
CONNECT AND SERVE MAJOR RETAIL CONNECT AND SERVE COMMUNITY RETAIL| CONNECT AND SERVE NEIGHBORHUOD RETAIL
AND SERVICE CENTERS AND SERVICE CENTERS NOT SERVED BY AND SERVICE COMMERCIAL CENTERS NOT
v TYPE [ ARTERIALS SERVED BY TYPE I AND Il ARTERIALS
S -
€ INDUSTRIAL CENTERS URBAN AND RURAL URBAN AND RURAL URBAN
CONNECT AND SERVE MAJOR REGION- | CONNECT AND SERVE MAJOR COMMUNITY'| CONNECT AND SERVE MINUR COMMUNITY
At INDUSTRIAL CENTERS INDUSTRIAL CENTERS NOT SERVED BY INDUSTRIAL CENTERS NOT SERVED BY TYPE
s TYPE [ ARTERIALS I AND Ii ARTERIALS
E
R INSTITUTIONAL URBAN AND RURAL URBAN AND RURAL URBAN
v )
1 CONNECT AND SERVE UNIVERSITIES, | CONNECT AND SERVE COUNTY INSTITU- CONNECT AND SERVE CITY AND VILLAGE
c COUNTY SEATS, AND STATE INSTI- TIONS; ACCREDITED, DEGREE-GRANTING| HALLS AND HIGH SCHOOLS NOT SERVED BY
E TUTIONS COLLEGES; PUBLIC VOCATIONAL TYPE I AND [I ARTERIALS

SCHOOLS3 AND COMMUNITY HOSPITALS
NOT SERVED BY TYPE I ARTERIALS

URBAN AREAS RURAL RURAL
CONNECT AND SERVE URBAN AREAS CONNECY AND SERVE DEVELOPED AREAS _—
OF 2,500 OR MORE POPULATION OF 500 OR MORE POPULATIGN
a SYSTEM CONTINUITY URBAN AND RURAL URBAN_AND RURAL URBAN
P
[3 INTERREGIONAL OR REGIONAL CON~- INTERMUNICIPALITY AND INVERCOUNTY INTRACOMMUNITY CONTINUITY COMPRISING
R TINUITY COMPRISING TOTAL SYS- CONTINUITY COMPRISING INTEGRATED AN INTEGRATED SYSTEM AT THE CLTY,
A TEMS AT THE REGIONAL AND STATE SYSTEMS AT THE COUNTY LEVEL VILLAGEs OR TOWN LEVEL
¥ LEVEL
1
0 SPACING URBAN AND RURAL URBAN AND RURAL URBAN
N
A MINIMUM 2 MILES MINIMUM 1 MILE MINIMUM 0.5 MILE
L
VOLUME URBAN AND RURAL URBAN AND RURAL URBAN
c e —_— - .
H MINIMUM 3,000 VEHICLES PER . 800 70 3,000 VEHICLES PER AVERAGE LESS THAN 800 VEHICLES PER AVERAGE
A AVERAGE WEEKDAY (1990 FORE- WEEKDAY {1990 FORECAST) WEEKDAY {1990 FORECAST)
R CAST)
A
[+ TRAFFIC MOBILITY URBAN URBAN . URBAN
T
€ AVERAGE OVERALL TRAVEL SPEEDY AVERAGE OVERALL TRAVEL SPEEDY25 AVERAGE OVERALL TRAVEL SPEED®20 TO 40
R 30 TO 70 MILES PER HOUR TO 50 MILES PER HOUR MILES PER HOUR
¢
s RURAL RURAL
¥
1 AVERAGE OVERALL TRAVEL SPEED AVERAGE OVERALL TRAVEL SPEED 30
c 40 TO 70 MILES PER HOUR TO 60 MILES PER HOUR : o
S g g
LAND ACCESS CONTROL FULL OR PARTIAL CONTROL OF®f PARTIAL CONTROL OF AGCESS' MINIMUM CONTROL OF ACCESS®
ACCESS

©A RURAL SUBCATEGORY FOR TYPE III ARTERIALS IS NOT PROVIDED.

bURBAN ARTERIAL FACILITIES ARE CONSIDERED TO **CONNECT AND SERVE'® GIVEN LAND USES WHEN DIRECT ACCESS FROM THE FACILITY TU ROADS SERVING THE
LAND USE AREA IS AVAILABLE WITHIN THE FOLLOWING MAXIMUM OVER-THE-ROAD DISTANCES FROM THE MAIN VERICULAR ENTRANCE TO THE: LAND USE TO BE
SERVED- TYPE I ARTERIAL FACILITY, 1 MILEs TYPE 11 ARTERIAL FACILITY, 0.5 MILE, TYPE IIl ARTERIAL FACILITY, 0.25 MILE.

©RURAL ARTERIAL FACILITIES ARE CONSIDERED TO *°®CONNECT AND SERVE®®' GIVEN LAND USES WHEN DIRECT ACCESS FROM THE FACILITY TU ROADS SERVING THE
LAND USE AREA IS AVAILABLE WITHIN THE FOLLOWING MAXIMUM OVER-THE-ROAD DISTANCES FROM THE MAIN VEHICULAR ENTRANCE TO THE LAND USE TO BE
SERVED- TYPE I ARTERIAL FACILITY, 2 MILES, TYPE 11 ARTERIAL FACILITY, 1 MILE.

JdAVERAGE OVERALL TRAVEL SPEED IS DEFINED AS THE SUM OF THE DISTANCES TRAVELLED BY ALL VEHICLES USING A GIVEN SECTION OF HIGHWAY DURING AN
AVERAGE WEEKDAY DIVIDED BY THE SUM OF THE ACTUAL TRAVEL TIMES, INCLUDING TRAFFIC DELAYS.

eFULL CONTROL OF ACCESS IS DEFINED AS THE EXERCISE OF EMINENT DOMAIN OR POLICE POWER TO CONTROL ACCESS SO AS TO GIVE PREFERENCE TO MOVEMENT
OF THROUGH TRAFFIC BY PROVIDING ACCESS CONNECTIONS ONLY AT SELECTED PUBLIC ROADS VIA GRADE-SEPARATED INTERCHANGES.

fPARTIAL CONTROL OF ACCESS [S DEFINED AS THE EXERCISE OF EMINENT DOMAIN OR POLICE POWER TG CONTROL ACCESS SO AS TO GIVE PREFERENCE TO THE
MOVEMENT OF THROUGH TRAFFIC TO A DEGREE THAT, IN ADDITION TO ACCESS CONNECTIONS AT SELECTED: PUBLIC ROADS,y THERE MAY BE SOME DIRECT ACCESS
TO ABUTTING LAND USES WITH GENERALLY ONE POINT OF REASONABLY DIRECT ACCESS TO EACH PARCEL OF ABUTTING LAND AS THESE PARCELS EX[STED AT THE
TIME OF AN OFFICIAL DECLARATION THAT PARTIAL CONTROL OF ACCESS SHALL BE EXERCISED.

SMINIMUM CONTROL OF ACCESS IS DEFINED AS THE EXERCISE OF EMINENT DOMAIN OR POLICE POWER TO REGULATE THE PLACEMENT AND GEOMETRICS OF DIRECY
ACCESS ROADWAY CONNECTIONS AS NECESSARY FOR SAFETY.

SOURCE~ SEWRPC.




sidered as important constraints on any jurisdic-
tional classification scheme. Evaluation of these
legal and financial constraints may show that the
jurisdiction for certain facility types must be
assumed by a different level of government than
might otherwise be indicated by type classification
alone, It must also be recognized that certain

intergovernmental coordination requirements nec-
essitated by road location along or across civil
division boundaries may require, as practical
plan implementation measures, the assumption of
jurisdictional responsibility for certain facilities
by a higher level of government than might other-
wise be indicated by type classification alone.
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Chapter V

APPLICATION OF FUNCTIONAL CRITERIA
TO DEVELOP JURISDICTIONAL SYSTEMS

INTRODUCTION

In Chapter II of this report, it was indicated that
the preparation of a jurisdictional highway system
plan for Walworth County involved a seven-step
planning process. The fourth step in this process
consisted of the application of functional criteria
specifically developed for this purpose in order to
separate the total functional arterial street and
highway system into rational jurisdictional sub-
systems. The criteria were applied to the total
arterial street and highway system for Walworth
County, as proposed in the adopted regional trans-
portation plan, and refined through a careful
review of the arterial system conducted as a part
of the planning process by experienced public
works engineers responsible for the design, con-~
struction, operation, and maintenance of arterial
highway facilities within the county. The total
functional system of arterial street and highway
facilities to which the classification criteria were
applied is shown on Map 14.

The application of the functional criteria for jur-
isdictional highway classification, as set forth in
Chapter IV of this report, required an analysis of
the trip lengths and traffic volumes to be served
by each link in the total arterial system, an inven-
tory of the existing and proposed land uses to be
served by each of the jurisdictional subsystems,
and an investigation of the operational charac-
teristics of the arterial facilities themselves.
The procedure developed to establish the juris-
dictional classification of each arterial street and
highway facility in Walworth County involved three
major steps.

In the first step, each arterial facility was clas-
sified in terms of the trip service criteria previ-
ously established. Three trip service subsystems
were thus identified, each related to a jurisdic-
tional classification. In the second step, each
arterial facility was classified in terms of the
land use criteria previously established. Three
land use service subsystems were thus identified,
each related to a jurisdictional classification.
Finally, these two sets of jurisdictional sub-

systems were combined and refined through the
application of system continuity and facility spac-
ing criteria to produce apreliminary jurisdictional
highway system plan. The preliminary jurisdic-
tional classification of the arterial facilities was
thus further refined by staff and Committee con-
sideration and evaluation of the administrative,
financial, and legal factors concerned. This entire
classification process is illustrated in Figure 3.

TRIP SERVICE JURISDICTIONAL SUBSYSTEMS

It was stated earlier that the functional arte-
rial street and highway system proposed in the
adopted regional transportation plan was refined
and updated in order both to incorporate the
effects of any changes in land use and highway
system development which had occurred within
Walworth County since the adoption of the func-
tional plan and to incorporate certain changes in
the functional plan indicated to be desirable since
its adoption. For this reason it was necessary to

modify the computer description of that portion
of the regional arterial network affected by
these changes before average trip lengths could
be determined for each link in the functional
system. Both the structure and the operational
characteristics of the arterial network descrip-
tion were analyzed by plotting and checking the
minimum time travel paths connecting selected
major trip generators located both inside and
outside Walworth County with all traffic analysis
zone centroids affected by the network modifica-
tion. Once this network editing was completed and
the computer description of the system deemed
satisfactory, the effect of the forecast 1990
travel demand on the network was simulated by
a computer traffic assignment of the 1990 inter-
zonal trip table, developed in the regional land
use-transportation study, to the 1990 interzonal
least-time-travel paths through the arterial net-
work. The accumulated forecast 1990 volumes on
each section of the arterial system resulting from
the traffic assignment were then analyzed on a
link-by-link basis for reasonableness by compari-
son with existing traffic volumes and previous
assignments of forecast traffic volumes.
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In the development of the trip service subsystems,
the average trip length which could be expected to
occur on each link was calculated in the manner
previously described in Chapter IV of this report.
Using the calculated trip length data, each link
was classified as a Type I, Type II, or Type III
arterial facility, in accordance with the previously
established trip service criteria. The resulting
subsystems are shown on Map 15, the jurisdic-
tional classification for each link being indicated
by color code. Continuous segments of lengths of
the same color tended to focus attention to routes
of similar function which could be combined to
form jurisdictional subsystems.

It should be noted that the average trip length for
those arterial facilities which cross the southern
and western boundaries of Walworth County were
increased subsequent to a review of the 1963 travel
survey data. These adjustments were deemed
necessary to reflect that portion of the trips on
these arterials which involve out-of-region travel,
thus providing a more accurate representation of
the trip service provided by those arterial facili-
ties carrying travel into and out of the Region.

The subsystems delineated by the application of
the trip service criteria were found generally to
parallel the stratification of the total arterial
system into subsystems by relative levels of ser-
vice. For example, the arterial facilities pro-
viding the highest level of service, characterized
by free-flow traffic conditions—that is, the free-
ways—exhibited the longest average trip lengths,
ranging from 21 miles up to 50 miles, and were,
therefore, classified into the highest trip service
facility type. Similarly, the facilities providing
the lowest level of service—that is, the at-grade
arterials in areas with high land use intensities—
exhibited the shortest average trip lengths, less
than 3 miles, and were, therefore, classified into
the lowest trip service facility type.

LAND USE SERVICE
JURISDICTIONAL SUBSYSTEMS

In preparation for the development of the land use
service jurisdictional subsystems, the existing
and proposed Type I, Type II, and Type III land
use areas, as defined in the previously established
criteria, were delineated on a county base map.
The existing transportation terminals, recrea-
tional facilities, commercial centers, industrial
centers, and institutional land uses were identi-
fied from existing land use inventories and cate-

gorized, through application of the criteria, by the
study staff and then reviewed by knowledgeable
local planners and engineers. Future land uses
were identified from the adopted regional land use
plan, adopted community land use plans and zoning
ordinances, and current planning data provided by
local planners and engineers and similarly cate-
gorized by application of the criteria. The land
use areas for Type I, Type II, and Type III juris-
dictional categories, as delineated for the study,
are shown on Map 16.

Utilizing the resulting land use patterns and the
land use service criteria previously developed,
the total arterial street and highway system was
classified into three land use service subsystems.
This was accomplished through a series of system
classifications. First, those arterial facilities
which best connected and served each of the Type I
land use areas were carefully determined and
delineated to form a continuous Type I subsystem.
A second arterial subsystem was then established
to interconnect with the Type I land use service
subsystem and to provide the service required by
the established criteria for all Type II land use
areas not already served by the Type I arterial
highway system. The remaining arterial facilities
were classified into a third subsystem to serve
the Type Il land uses. The resulting jurisdic-
tional subsystems are also shown on Map 16.

DEVELOPMENT OF THE JURISDICTIONAL
HIGHWAY SYSTEM PLAN

Through the procedures previously described, two
separate groups of Type I, Type II, and Type III
subsystems were established—one group devel-
oped by application of the trip service criteria and
the other by application of the land use service
criteria. Generally, the same individual facilities
were found to be included within each of the cor-
responding subsystems. Further refinement of the
jurisdictional classification of the total arterial
street and highway system was necessary, how-
ever, to establish a recommended jurisdictional
highway system plan. This refinement was accom-
plished through the application of the previously
established criteria relating to the operational
characteristics of each facility, including system
continuity, facility spacing, traffic volume, traffic
mobility, and land access, to the two groups of
subsystems. Other factors considered in this
synthesis were legal and financial constraints and
intergovernmental coordination requirements.
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AND HIGHWAY SYSTEM IN WALWORTH COUNTY BASED ON AVERAGE TRIP LENGTH:
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In order to facilitate the application of the traffic
volume criteria, a third group of subsystems,
shown on Map 17, was identified by application of
the traffic volume criteria previously established.
This third group of subsystems, based only upon
traffic volume considerations, together with the
system continuity and facility spacing criteria,
was found to be most useful in the refinement of
the application of the trip service and land use
service criteria necessary to develop the final
classification of the entire arterial system into
recommended jurisdictional systems.

By comparing the three separate groups of sub-
systems—trip service, land use service, and
volume—most of the arterial facilities were found
to fall clearly into one of the three jurisdictional
type categories—Type 1, state trunk; Type I,
county trunk; and Type HI, local trunk—by virtue
of meeting all of these criteria for a majority of
the route length. Some judgment, however, had to

Table

be exercised in the case of a limited number of
marginal facilities which did not fall clearly into
one category or another because not all of the
criteria were met for the majority of the route
length. These marginal facilities are listed in
Table 10, together with a summary of the manner
in which they met the established criteria. Final
determination with respect to the inclusion or
exclusion of these marginal facilities was made by
the Technical Coordinating and Advisory Commit-
tee, and this disposition is also noted in Table 10.

As shown on Map 18, the total arterial street and
highway system was thus objectively and rationally
classified into Type I, state trunk; Type II, county
trunk; and Type I, local trunk subsystems; which
are integral parts of the overall system and which
are within themselves continuous but which vary
with respect to the types of trip lengths served,
the types of land use areas served, and the degree
of traffic mobility provided.

10

SUMMARY OF TECHNICAL COORDINATING AND ADVISORY COMMITTEE ACTION
CONCERNING MARG!INAL FACILITIES AND SYSTEM MODIFICATION

PROPOSED CHANGE CONSIDERATIONS

STUDY STAFF ACTION COMMITTEE ACTION

RECLASSIFY STH 36 AS A TYPE 1}
FACILITY FROM USH 12 TO GEOWEILL
STREEY, CITY OF LAKE GENEVA

CRITERIA FCR VOLUME, TRIP LENGTH,

THIS ARTERIAL FACILITY, MEETING THE YYPE | ARTVERIAL
AND AREA SERVICE FOR
67 PERCENT, O PERCENT, AND 100 PERCENT OF ITS LENGTH,
RESPECTIVELY. DUPLICATES TYPE 1 SERVICE PROVIDED 8Y
OTHER ARTERIALS IN THE CITY OF LAKE GENEVA.

RECOMMENDED APPROVAL APPROVED

CLASSIFY STH 50 AS A TYPE |
LINE TO THE ROCK FREEWAY

INTERCOUNTY CONTINUITY.

THIS ARTERIAL FACILITY, MEETING THE TYPE I ARTERIAL
FACILETY FROM THE KENCSHA COUNTY CRITERIA FOR VOLUME, TRIP LENGTH, AND AREA SERVICE FOR
54 PERCENT, 31 PERCENT, AND 100 PERCENT OF ITS LENGTH,
RESPECTIVELY, PROVIDES FOR THE NECESSARY CONNECTION
AND SERVICE FOR URBAN AREAS WITHIN THE COUNTY AND

RECOMMENDED APPROVAL APPROVED

CLASSIFY FREMONT STREEY FROM

JEFFERSON COUNTY TO WHITEWATER
STREET, WHITEWAYER STREET FROM
FREMONT STREET TO JANESVILLE

ROAD, AND JANESVILLE ROAD FROM
WHITEWATER STREET TO ROCK CCUNTY COUNTIES.
LINE AS A TYPE 1 ARTERIAL

THIS SEGMENT OF ARTERIAL, MEETING THE TYPE I ARTERIAL
CRITERIA FOR YOLUME, TRIP LENGTH, AND AREA SERVICE FOR
28 PERCENT, 35 PERCENY, AND 100 PERCENT OF ITS LENGTH,
RESPECTIVELY, PROVIDES THE REQUIRED CONTINUITY FOR
STATE TRUNK HIGHWAYS WITHIN JEFFERSON AND ROCK

RECOMMENCED APPROVAL APPROVED

CLASSIFY STH 67 AS A TYPE 1
ARTERIAL FROM USH 14 TO THE
WAUKESHA COUNTY LEINE

CRITERIA FOR VOLUME, TRIP LENGTH,

COUNTY CONTINUITY.

THIS ARTERIAL FACILITY, MEETING THE TYPE 1 ARTERIAL
AND AREA SERVICE FOR
33 PERCENT, 39 PERCENT, ANDC 100 PERCENT OF ITS LENGTH,
RESPECTIVELY, PROVIDES THE NECESSARY CONNECTION AND
SERVICE FOR URBAN AREAS WITHIN THE COUNTY AND INTER-

RECOMMENDED APPROVAL APPROVED WITH THE EXCEPTION
OF GENEVA STREET AND WI1S-
CONSIN AVENUE IN THE CITY OF
ELKHORNy WHICH WERE PROPOSED
TO REVERT TO LOCAL JURIS~
DICTION, AND LINCOLN STREET,
WHICH IS RECOMMENDED FOR THE
ROUTING OF STH &7

NEW FACILITY CONNECTING STARIN
ROAD ANC MAIN STREET, CITY CF

111 ARTER]AL
A TYPE II1 ARTERIAL FACILITY.

THIS ARTERIAL FACILEITY, MEETING THE TYPE 11 ARTERIAL

CRITERIA FCR VOLUME, TRIP LENGTH, AND AREA SERVICE FOR
WHITEWATER, CLASSIFIED AS A TYPE 100 PERCENT, 100 PERCENT, AND O PERCENT OF ITS LENGTH,
RESPECTIVELY, PROVIDES DESIRABLE SYSTEM CONTINUITY FOR

RECOMMENDED APPROVAL APPROVED

EXISTING STH 11 FROM THE RACINE
COUNTY LINE TO THE PROPOSED STH
11 TG REMAIN AS A TYPE I FACILITY | NONE OF ITS LENGTH IN ALL CASES,

COUNTY,

THIS ARTERIAL FACILITY, MEETING TYPE I ARTERIAL
CRITERIA FOR VOLUME, TRIP LENGTH, AND AREA SERVICE FOR
WAS RECOMMENOED TO
RENMAIN A TYPE I ARTERIAL FACILITY TO MAINTAIN CON-
TINUITY WITH THE STATE TRUNK HIGHWAY SYSTEM IN RACINE

RECOMMENDED APPROVAL APPROVEC

SOURCE- SEWRPC.
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Map |7

JURISDICTIONAL CLASSIFICATION OF THE ARTERIAL STREET AND
HIGHWAY SYSTEM IN WALWORTH COUNTY BASED ON VEHICLE VOLUME: (990
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Application of the vehicle volume criteria alone resulted in the classification of the total arte-
rial highway system into the three jurisdictional subsystems shown on this map. The configuration
of the system again indicates the importance of freeways in serving the highest traffic volume.
This third group of subsystems, based only on traffic volume considerations, together with the
system continuity and facility spacing criteria, was found to be most useful in the refinement
of the application of trip service and land use service criteria necessary to develop the final
classification of the entire arterial system into recommended jurisdictional subsystems.

Source: SEWRPC.
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Map |8

PROPOSED JURISDICTIONAL CLASSIFICATION OF THE ARTERIAL
STREET AND HIGHWAY SYSTEM IN WALWORTH COUNTY: 1990
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The proposed jurisdictional street and highway system shown on this map represents a synthesis of
the trip length, land use, and vehicle volume jurisdictional subsystems shown on Maps 15, 16, and
|7 into three individual but integrated, continuous jurisdictional highway systems. These sys-
tems consist of the Type | (state trunk), the Type Il (county trunk), and the Type |1l (local
trunk) highway subsystems. The Type | highway system carries the greatest traffic volumes, serves
the longest trips, and connects the most significant land uses both within Walworth County and
within the adjacent counties. The Type |l highway system serves primarily intracounty trips,
while the Type |11 highway system serves primarily intracommunity trips.

Source: SEWRPC.
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Chapter VI

THE RECOMMENDED JURISDICTIONAL HIGHWAY SYSTEM PLAN

INTRODUCTION

Previous chapters of this report have described
the jurisdictional highway planning process, the
criteria developed for this process, and the appli~
cation of these criteria to develop a jurisdictional
highway system plan for Walworth County. This
chapter describes the resulting recommended
jurisdictional highway systems—Type I, state
trunk; Type II, county trunk; and Type III, local
trunk—which together comprise the total arterial
street and highway system required to serve the
growing travel demands within Walworth County
and its constituent cities, villages, and towns
through the plan design year of 1990. The recom-
mended jurisdictional highway system plan recom-
mends an alignment of governmental responsibility
for each of the various facilities comprising the
total arterial street and highway system in the
plan design year, including an alignment of the
federal aid highway systems. The recommended
plan also constitutes a refinement of the functional
arterial street and highway system plan prepared
by the Southeastern Wisconsin Regional Planning
Commission under the initial regional land use-
transportation study and, as such, is intended
upon its adoption to constitute a functional, as
well as a jurisdictional, arterial street and high-
way system plan for Walworth County to the plan
design year 1990,

Because certain major arterial street and high-
way facilities proposed in the functional arterial
street and highway system will not be constructed
and operative until some time beyond the year
in which the plan may be expected to be adopted
and its implementation initiated, the jurisdic-
tional plan has been staged to the plan design
year 1990 through the interim years of 1975 and
1980. The effect of this staging has been to
retain temporarily on the proposed Type I (state
trunk) arterial system certain routes proposed
as Type II (county trunk) routes. Four of these
routes—USH 12, STH 11, STH 15, and STH 24 —gen-
erally parallel proposed freeways, and the higher
jurisdictional classification is proposed to be
retained for these existing standard arterials until
such time as the recommended paralleling free-

ways are constructed in the corridors served. To
avoid duplication of facilities and service, it is
proposed that these state trunk highway facilities
revert to Type II facilities at such time as the
recommended paralleling freeways have been
completed and opened to traffic. The other two
such Type I routes—STH 59 and STH 120—are
proposed to be retained on the existing routing
until such time as the facilities proposed for
their new routing can be reconstructed to ade-
quately serve the anticipated Type I arterial
travel demand.

The staging of the Type II arterial street and
highway system anticipates such facilities as
Hodunk Road (Town of Lafayette), Hospital Road
(Towns of Lafayette and Geneva), Krueger Road
(Town of Geneva), Lake Geneva Road and Mari-
nette Road (Town of Bloomfield), and Willow Road
(Town of Linn) being retained on the town road
system as nonarterial facilities, until such time
as the construction of links integrating these
facilities into the remainder of the arterial high-
way system is imminent. At that time the juris-
diction of these facilities would be changed from
the nonarterial town road classification to the
Type II arterial classification, and the improve-
ments and extensions effected. This staging is
intended to provide the best possible trip service,
land use service, and system continuity during
the interim period required to fully implement
the highway system plan as well as to assign
the responsibility for the arterial improvements
required to the appropriate level of government.

The jurisdictional highway systems within Wal-
worth County, as these systems are anticipated to
exist by 1975, are shown on Map 13. The proposed
configuration of these systems by 1980, shown on
Map 20, reflects the completion of the Rock Free-
way from the Waukesha County line to the Rock
County line and the concomitant changes in the
jurisdictional classifications of STH 11, STH 15,
and of Racine Street (City of Delavan) and Wal-
worth Avenue (City of Elkhorn). The recom-
mended jurisdictional highway system plan for
the year 1990 is shown on Map B-1 contained in
Appendix B to this report. The proposed con-
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Map

19

RECOMMENDED JURISDICTIONAL HIGHWAY SYSTEM PLAN FOR WALWORTH COUNTY
1975 STAGE
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The 1975 stage of the recommended jurisdictional highway system plan for Walworth County, repre-

senting the first stage
prised of present USH 12 from the Village of Genoa City to STH 67,
from the Waukesha County line to present USH
addition of CTH G,

trunk highway system.

Source:
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SEWRPC.

in the

implementation of the

12.

Recommended changes
from STH 36 to the Village of East Troy,
the rerouting of STH 67 through the City of Elkhorn;

1990 plan,

includes a freeway system com=-
and the proposed Rock Freeway
in jurisdiction

include the

to the state trunk highway system;

and the reversion of STH 24 to the county




Map 20

RECOMMENDED JURISDICTIONAL HIGHWAY SYSTEM PLAN FOR WALWORTH COUNTY
1980 STAGE
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The proposed 1980 stage of the recommended jurisdictional highway system plan anticipates the
completion of the Rock Freeway from present USH 12 to the Rock County line, and the reversion of
STH 11 and STH 15, from the City of Delavan to the City of Elkhorn, to the county trunk highway
system. With respect to the Type | arterial system, freeway mileage within the county is expected
to increase between |975 and 1980 by about 15 miles, while the number of miles of standard sur-
face arterials is expected to decrease about |4 miles, for a net change of about one mile. The
Type Il arterial system is expected to increase by about |5 miles, and the Type Il arterial
system, by about three miles, during the same time period.

Source: SEWRFPC.
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figuration of the jurisdictional systems in 1990
reflects the completion of the USH 12 Freeway
from its present terminus at STH 67 to the Rock
County line and the concomitant change in the
jurisdictional classification of present USH 12
from a point approximately one-quarter mile west
of North 12th Place (City of Whitewater) to the
Jefferson County line, and CTH S from the White-
water city limits to the Rock County line; and
the completion of the proposed extension of
STH 120 between CTH H and STH 36 and the con-
comitant change in the jurisdictional classifica-
tion of CTH H, Broad Street, Springfield Road,
and Williams Street (City of Lake Geneva). The
proposed construction of new links to integrate
existing town roads into the proposed Type Ilarte-
rial system is shown on Map B-1, with the con-
comitant change in the jurisdiction of such town
roads as Hodunk Road (Town of Lafayette), Hos-
pital Road (Towns of Lafayette and Geneva),
Krueger Road (Town of Geneva), Lake Geneva
Road and Marinette Road (Town of Bloomfield),
and Willow Road (Town of Linn). In addition, it is
proposed that the following county trunk highways
be reverted to the town road system: CTH B, from
CTH C to the Rock County line (Town of Sharon);
CTH BB, from Willow Road to present STH 120
(Town of Linn); CTH C, from USH 14 to present
STH 11 (Town of Darien); CTH M (Towns of Darien
and Richmond); CTH N, from the present routing
of STH 15 to STH 20 (Town of Troy); and CTH O,
from present STH 11 north to present USH 12
(Towns of Delavan, Sugar Creek, and LaGrange).

THE RECOMMENDED TYPE I (STATE
TRUNK) ARTERIAL HIGHWAY SYSTEM

The arterial street and highway system recom-
mended to serve the arterial traffic demand in
Walworth County through the plan design year of
1990 totals 489 route-miles of facilities, or about
34 percent of the 1,440 route-miles of facilities
expected to comprise the total street and highway
system within the county in 1990. Of this total
arterial system, 217 route-miles, or about 44 per-
cent, are proposed to comprise the Type I (state
trunk) arterial highway system. This represents
a 26-mile increase in the existing state trunk
highway and connecting street mileage within Wal-
worth County. The recommended Type I system
includes 151 miles of standard arterial facilities,
as well as all of the 66 miles of existing, com-
mitted, and proposed freeways serving Walworth
County through the plan design year 1990 (see
Table 11).

60

The proposed Type I (state trunk) arterial system
for 1990 is shown on Map B-1 in Appendix B to
this report. The recommended Type I arterial
system includes the following standard arterials
in addition to the USH 12 and Rock Freeways:

1. USH 14 from the Illinois state line north
over the present routing of USH 14, over
South Main Street and Madison Street (Vil-
lage of Walworth), northwest on the pres-
ent routing of USH 14, over the Chicago-
Madison Road (Village of Darien), and over
present USH 14 to the Rock County line.

2. STH 11 over its present alignment from the
Racine County line and over Court Street
(City of Elkhorn) to Lincoln Street, the
proposed routing of STH 67.

3. STH 11 over the new alignment from the
Racine County line to the present align-
ment of STH 11 at the proposed alignment
of CTH DD.

4, STH 20 over its present routing from
the Racine County line, over North Street
(Village of East Troy), and over present
routing to STH 67; west on the present
routing of USH 12 and over Elkhorn Street,
Milwaukee Street, Main Street, and the
proposed extension of Main Street (City
of Whitewater) to the proposed USH 12
Freeway.

5. STH 36 from the Racine County line over
the reconsiructed alignment of present
STH 36 to a point on present STH 36 one
mile south of the intersection of the pres-

Table 11

FUNCTIONAL COMPOSITION OF RECOMMENDED
TYPE | (STATE TRUNK) ARTERIAL HIGHWAY SYSTEM

IN WALWORTH COUNTY: 1990
NUMBER OF PERCENT OF
FUNCTICNAL FACILITY TYPE MILES TOTAL
FREEWAYS
EXISTING 19.21 8.8
COMMITTED.. 4.1¢ 1.9
PROPCSED 42.44 19.6
SUBTOTALeseesasasnncas 65.75 30.3
STANCARD ‘SURFACE ARTERIALS - |.
EXISTINGesacecsaocacnasas 133.C7 61.3
COMMITTEDauasaceosacacas -— -
PROPOSEDcessosasaccnsans 18.15 8.4
SUBTCTALcocssaconsnans 151.22 65.7
TOTAL ' 216.97 1€0.0

_SOURCE~-WISCONSIN DEPARTMENT OF TRANSPORTATICN ANC SEWRPC.



ent CTH G and present STH 36, and south
over the present routing of STH 36 to
a point about one-quarter mile west of the
USH 12 Freeway.

6. STH 50 over new alignment from the Keno-
sha County line to approximately 1 mile
east of the USH 12 Freeway; west on the
present routing of STH 50, over Main
Street (City of Lake Geneva); west over the
present routing of STH 50; over E. Geneva
Street, 7th Street, and Walworth Avenue
(City of Delavan); and west over the pres-
ent routing of STH 11 to USH 14.

7. STH 59 from the Jefferson County line on
new routing over North and South Fremont
Streets, Janesville Road, and Whitewater
Street (City of Whitewater); and south-
west over its present routing to the Rock
County line.

8. STH 67 from USH 14 over Kenosha Road
(Village of Walworth), over present rout-
ing of STH 67 through the Villages of
Fontana and Williams Bay, north over
present routing to W. Geneva Street and
on new routing over Lincoln Street (City
of Elkhorn), to present STH 67 and north
over its present routing to the Waukesha
County line.

9. STH 89 over its present routing from the
present routing of USH 14 north to the
present routing of STH 59.

10. STH 120 from the Illinois state line on
its present routing to present CTH BB,
and the proposed extension of STH 120
east and north on new alignment to pres-
ent STH 36 to a point southwest of the
USH 12 Freeway.

11. A new state trunk highway facility from
present STH 36 north over present CTH G
and over Church Street and its proposed
extension over Grove Alley (Village of
East Troy) to present STH 20.

A total of 26 of the 27 municipalities within Wal-
worth County would be connected and served by
the proposed Type I arterial system as the term
''connect and serve' is defined in Chapter IV of
this report, although not all such municipalities
would necessarily have Type I facilities located

within their corporate limits. The Village of
Sharon, located in the southwestern corner of
Walworth County, would not be connected and
served by the proposed Type I arterial system,
nor is the village presently served by a state
trunk highway. The application of the criteria
to the arterial facilities serving the Village of
Sharon—present CTH B and CTH C—indicated that
both the forecast average trip lengths and traffic
volumes on these two facilities would not meet the
criteria for reclassification of these facilities as
Type 1 arterial facilities. Moreover, in order to
serve the village with a Type I facility while main-
taining the necessary system continuity, a Type I
facility over the present routing of CTH B would
have to extend from present USH 14 to present
STH 140, thereby increasing the Type I arterial
system mileage by 9 miles, or about 4 percent,
within Walworth County, an increase which could
not be justified on the basis of land use service
alone., The recommended mileage of the Type I
arterial system within each municipality for
the years 1975, 1980, and 1990 is indicated in
Table 12.

The recommended Type I arterial system is
intended to provide the basic framework of the
total arterial street and highway system required
to serve the existing and probable future traffic
demand within Walworth County to the plan design
year of 1990. The relative degree of efficiency
with which each link in the proposed Type I arte-
rial system accomplishes its intended function
will, therefore, significantly affect the total
operation of the entire arterial street and highway
system. Code numbers indicating typical roadway
cross sections having right-of-way and pavement
widths adequate to serve the forecast 1990 traffic
demand for each segment of facility in the recom-
mended Type I arterial system are shown on
the plan map contained in Appendix B of this
report. The cross sections related to each code
number are set forth in Figure B-1 of Appendix B,
and contain, in addition to the recommended typi-
cal dimensions, estimated representative unit
construction and maintenance costs and service
volume ranges at various levels of service.

The typical cross sections recommended in the
plan are based upon analyses of land use impacts
as well as upon analyses of forecast traffic
volumes; upon desirable levels of service; and
upon an assessment of the probable development
cost, including cost of right-of-way acquisition.
As such, the suggested cross sections will pro-
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Table

RECOMMENDED DISTRIBUTION OF TYPE |

12

(STATE TRUNK) ARTER{AL

SYSTEM MILEAGE IN WALWORTH COUNTY BY CIVIL DIVISION

1975, 1980, and (990
1975 1980 1990
NUMBER OF MILES NUMBER OF MILES NUMBER OF MILES
CIVIL DIVISION FREEWAY |STANDARD ARTERIALS | TOTAL | FREEWAY |STANDARD ARTERIALS | TOTAL| FREEWAY | STANDARD ARTERIALS | TOTAL
CITIES
CELAVAN.cvesas - 4.01 4.01 0.C0 2.47 2.47 0.00 2.62 2.62
ELKHORNesoanss 0.74 4.31 5.05 2.38 3.28 5.66 2.38 3.28 5.66
LAKE GENEVA... -~ 4.90 4.90 - 5.64 5.64 0.00 3.78 3.78
WHITEWATER e u™ - 5.68 5.68 - 5.27 5.27 0.00 5.27 5.27
SUBTCTALesow 0.74 18.90 19.64 2.38 16.66 19.04 2.38 14.95 17.33
VILLAGES
CARIENecscanea -- 2.20 2.20 -—- l.12 1.12 - 1.12 1.12
EAST TROYeuwes -- 2.05 2.05 - 2.05 2.05 - 1.99 1.99
FONTANAc.ccaae - -- 1.12 1.12 - 1.12 1.12 -- 1.25 1.25
GENCA CITYeewo - 0.G0 0.00 - 0.00 0.00 - 0.00 0.00
RLET v, PP - C.C0 0.CO -- - - - 0.00 0.00
WALNCRTHeweeas - 2.30 2.30 - 2.30 2.30 - 2.30 2.30
WILLIAMS BAY.. - 1.48 1.48 - 3.02 3.02 - 3.02 3.02
SUBTCTAL.... - 9.15 9.15 - 9.61 9.61 - 9.74 9.74
TOWNS
BLOOMFIELDeaee T.63 1.07 8.70 7.63 2.09 9.72 7.93 1.60 9.53
- 16.87 16.87 6.60 12.18 18.78 6.60 12.03 18.63
- 11.06 11.06 6.70 6.87 13.57 6.7C 6.87 13.57
T7.40 6.80 14.20 1.40 6-80 14.20 T.40 6.80 14.20
6.74 7.55 14.29 6.74 5.53 12.27 6.74 5.53 12.27
8.53 6.95 15.48 8.53 6.95 15.48 8.53 6.95 15.48
- 12.36 12.36 - 12.36 12.36 3.20 12.36 15.56
- 5.83 5.83 -- 5.50 5.50 - 5.50 5.50
LYCNSceeaanass 2.57 16.13 18.70 2.57 16.13 18.70 2.57 19.88 22.45
RICHMOND.eaoae - 6.45 6445 - 6.45 6.45 - 6.45 6.45
SHARCN.cevaees - 2.72 2.72 -- 1.56 1.56 - 1.56 1.56
SPRING PRAIRIE -~ 12.38 12.38 - 12.38 12.38 - 13.60 13.60
SUGAR CREEK... - 3.49 3.49 - 3.49 3.49 5.80 3.49 9.29
TROYeoesaeanee 0.50 7.05 T7.55 0.50 7.05 T.55 0.50 7.05 7.55
WALWCRTH.eae e - 7.82 T.82 - T.32 7.32 - 7.19 7.18
WHITEWATER.... - 10.14 10.14 - 10.14 10.14 T+40 9.73 17.13
SUBTOTAL...e 33.37 134.67 168.04 46.67 122.80 169.47 63.37 126.29 189.96
TaTAL 34.11 162.72 196.83 49.05 149.07 198.12 65.75 151.22 216.97
SOQURCE~ WISCONSIN CEPARTMENT OF TRANSPORTATION AND SEWRPC.

vide the traffic capacities required to meet the
forecast travel demand at the level of service
indicated in the cross-sectional code shown on the
plan map. The Type I arterial facilities con-
structed to such cross sections will thus form
a workable subsystem able to carry satisfactorily
the existing and probable future traffic demand,
and will be properly related to the other arterial
subsystems and to existing and probable future
land use development within the county and within
the Region of which the county is a part. Further
consideration and refinement of the suggested
typical cross sections, in light of changing geo-
metric and structural design standards as well as
changing traffic and land use patterns, will be
required as each segment of the system is con-
siderea for actual improvement.

THE RECOMMENDED TYPE II (COUNTY
TRUNK) ARTERIAL HIGHWAY SYSTEM

The proposed Type II (county trunk) arterial
system includes 258 route-miles of facilities or

about 53 percent of the total arterial mileage
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proposed to serve Walworth County by the plan
design year of 1990. The proposed Type I arte-
rial system is comprised entirely of standard
arterials, since all freeways are included in the
proposed Type I arterial system. The total of
258 route-miles of proposed county trunk high-
ways represents an increase of 64 miles over the
existing county trunk mileage and is shown on
Map B-1of Appendix B to this report. The dis-
tribution of the Type II arterial system mileage
within each municipality for the years 1975, 1980,
and 1990 is indicated in Table 13.

As shown on Map B-1, all of the standard arte-
rials connecting to the freeway interchanges are
included in either the Type I or Type II arterial
systems. The adequate improvement, mainte-
nance, and operation of these routes connecting
to freeway interchanges is essential to the proper
operation of the freeway system. These routes
include the following existing and proposed Type I
arterial facilities: USH 14, STH 11, STH 20,
STH 50, STH 67, STH 89, and present CTH G
proposed to be added to the Type Iarterial system;



Table 13

RECOMMENDED DISTRIBUTION OF TYPE 11
(COUNTY TRUNK) ARTERIAL SYSTEM MILEAGE
IN WALWORTH COUNTY BY CIVIL DIVISION
1975, 1980, and 1990

STANCARD SURFACE ARTERIAL {MILES}

CIVIL OIVISION 1975 1980 1590
CITIES

CELAVANevassasanea 1.55 3.09 3.09

ELKHORNe voeecocacn 2.13 2.98 2.98

LAKE GENEVAescecens 1.87 Q.65 4.23

WHITEWATERc e eeesoe 1.67 1.67 Q.87

'SUBTOTALecovenes T.22 8.39 11.17

VILLAGES ‘

CAR[ENcececaconcee G.CO 1.08 1.08

EAST TROYeseeoooee 1.75 1.75 1.81

FONTANAcceseecanna 0.37 0.37 0.37

GENCA CITYeoovones 2.€2 2.62 2.62

SHARON+ceececnanen 2.25 2.25 2.25

WALWORTHacoconssee 0.16 0.16 0.16

WILLIAMS BAYeecaoo -~ - C.00

SUBTCTALeecncees 7.15 8.23 8.29
TOWNS

24.62 27.29 30.03

7.96 12.65 12.65

11.23 14.99 14.99

15.65 15.65 15.77

16.15 16.15 18.70

9.86 9.86 14.97

9.29 9.29 $.29

11.49 11.49 12.49

5.09 5.09 5.58

11.57 11.57 11.40

19.47 20.63 20.63

11.70 11.70 11.51

18.28 18.28 17.94

15.47 15.47 15.47

10.65 10.65 10.65

WHITEWATERcceeeaas 15.63 16.16 16.54

SUBTOTALeecccans 214.11 226.92 238.61

TOTAL 228.48 243.54 258.07

SOURCE~ WISCONSIN DEPARTMENT OF TRANSPORTATION AND SEWRPC. '

and the following existing and proposed Type II
arterial facilities: present STH 15 which is pro-
posed to revert to the Type II arterial system,
CTH A, CTH H, CTH NN, CTH O, CTH P, Bowers
Road (Town of Lafayette), Krueger Road (Towns
of Geneva and Lyons), Marinette Road (Town of
Bloomfield), and that portion of the proposed
extension of Main Street in the City of Whitewater
from the USH 12 Freeway to the Rock County
line, the latter four facilities being existing town
roads and a proposed facility to be added to the
Type II arterial system.

In addition, certain roads of countywide signifi-
cance, including both roads formerly designated
as state trunk highways and existing town roads,
are recommended for inclusion in the proposed
- Type II system. Facilities in the former category
include existing USH 12 from a point approxi-
mately one~quarter mile west of North 12th Place
to the Jefferson County line, existing STH 11 from
the proposed routing of STH 67 to the present
STH 50 in the City of Delavan, existing STH 15

from the Waukesha County line to the Rock County
line, and existing STH 24 from the Racine County
line to STH 20. Facilities in the latter category
include Anderson Road (Town of Whitewater),
North Bloomfield Road (Town bf Bloomfield),
Briggs Road (Towns of Delavan and Sugar Creek),
Clover Valley Road (Town of Whitewater), Cobbie
Road (Town of Sugar Creek), Foundry Road (Town
of Darien), Granville Road (Town of Sugar Creek),
Haf's Road (Town of Bloomfield), Hodunk Road
(Town of Lafayette), Honey Creek Road (Town
of Spring Prairie), Hospital Road (Towns of
Geneva and Lafayette), Kettle Moraine Drive
(Towns of Whitewater and LaGrange), Krueger
Road (Town of Geneva), Lake Geneva Road (Town
>f Bloomfield), Marinette Road (Town of Bloom-
field), Palmer Road (Town of Geneva), South Road
(Towns of Bloomfield and Lyons), Town Hall Road
(Town of Delavan), Town Line Road (Town of
Sharon), North Walworth Road (Town of Wal-
worth), Warner Road (Town of Whitewater), Willis
Ray Road (Town of Whitewater), and Willow Road
(Town of Linn).

The recommended Type II arterial system com-
plements the recommended Type I system and
is intended, together with the latter system, to
include all major arterials within Walworth County
having areawide significance. In addition, the
recommended Type II arterial system is, in the
rural areas of the county, intended to serve all of
the arterial travel demand which is not served by
the Type I arterial system.

Code numbers indicating typical roadway cross
sections with right-of-way and pavement widths
adequate to serve the forecast 1990 traffic demand
for each segment of facility in the recommended
Type II arterial system are shown on the plan map
contained in Appendix B of this report. The typi-
cal cross sections related to each code number
are set forth in Figure B-1 of Appendix B and
contain, in addition to the recommended typical
dimensions, estimated representative construction
and maintenance unit costs and service volume
ranges at various levels of service. The typical
cross sections recommended in the plan are based
upon analyses of land use impacts, as well as
upon analyses of forecast traffic volumes, desir-
able levels of service, and an assessment of
the probable development cost, including costs of
right-of-way acquisition. As such, the suggested
cross sections will provide the traffic capacities
required to meet the forecast travel demand at the
level of service indicated in the cross-sectional
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code shown on the plan map. The Type II arterial
facilities constructed to such cross sections will
thus form a workable subsystem able to carry
satisfactorily the existing and probable future
travel demand and will be properly related to the
other arterial subsystems and to existing and
probable future land use development within the
county and within the Region of which the county
is a part. Reconsideration and refinement of the
suggested typical cross sections will be required
in light of changing geometric and structural
design standards, as well as of changing land
use and traffic patterns, as each segment of
facility in the system is considered for actual
improvement.

THE RECOMMENDED TYPE I (LOCAL
TRUNK) ARTERIAL HIGHWAY SYSTEM

The proposed Type II (local trunk) arterial high-
way system includes 14 route-miles of facilities,
or about 3 percent of the total arterial mileage
proposed to serve Walworth County in the plan
design year of 1990. The proposed system is
shown on Map B-1 of Appendix B, and the distri-
bution by municipality for the years 1975, 1980,
and 1990 is indicated in Table 14, The proposed
Type III arterial system is intended to serve the
lowest level of arterial traffic demand within the
urban areas of Walworth County and, as such, to
complement the proposed Type I and Type II sub-
systems. Even though the Type III system is
intended to serve primarily local arterial street
and highway needs, this subsystem must, never-
theless, perform efficiently as an integral part
of the total arterial street and highway system if
that total system is to properly serve the growing
traffic demand within the county. The location
and configuration of the recommended Type II
system, when considered in conjunction with the
recommended Type I and Type II systems, are
such as to generally permit sound urban land use
development to proceed in the form of planned
residential development units without penetration
of the units by arterial streets and highways.

Code numbers indicating typical cross sections
with right-of-way and pavement widths adequate
to serve the forecast 1990 traffic demand for each
link in the recommended Type Il arterial system
are shown on the plan map contained in Appen-
dix B to this report. The typical cross sections
related to each code number are set forth in
Figure B-1 of Appendix B and contain, in addition
to recommended typical dimensions, estimated
representative construction and maintenance unit
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costs and service volume ranges at various levels
of service. The typical cross sections suggested
in the plan are based upon analyses of land use
impacts, as well as analyses of forecast traffic
volume, desirable level of service, and prelimi-
nary assessment of the probable development
cost, including cost of right-of-way acquisition.
As such, the suggested cross sections will provide
the traffic capacity required to meet the forecast
travel demand at the level of service indicated in
the cross-sectional code shown on the plan map.
The Type IOI arterial facilities constructed to such’
cross sections will thus provide a workable sub-
system able to carry satisfactorily the existing
and probable future traffic demand and will be
properly related to the other arterial subsys-
tems and to existing and probable future land
use development within the county and the Region
of which the county is a part. Further considera-
tion and refinement or the suggested typical cross
sections, in light of changing geometric and
structural design standards and changing traffic
and land use patterns, will be required as each
segment of facility in the system is considered
for improvement.

Table 14

RECOMMENDED DISTRIBUTION OF TYPE {11

{LOCAL TRUNK) ARTERIAL SYSTEM MILEAGE

IN WALWORTH COUNTY BY CIVIL DIVISION
1975, 1980, and 1990

STANCARD SURFACE ARTERJAL (MILES)
CEVIL DIVISION 1875 1980 1990
CITIES
CELAVAN:2ooosocens C.C0 0.00 0.00
ELKHCRNeceecneosee 1.66 1.66 4.59
LAKE GENEVAceoeaan - 2.30 2.30
WHITEWATEResaneeae 0.56 0.89 2.67
SUBTOTALeceveeas 2.22 4.85 9.56
VILLAGES
CARIENecccscscsneaas - - -
EASYT TROYeccecooss - - -
FONTANAcccccaenane - - et
GENCA CITYeceeoe .e - - -
SHARCNccansacceeas -- - -
WALWORTHeeseevoens - - 1.40
WILLIAMS BAYeeaeoso - - 0.50
SUBTOTALeaeaasae - et 1.90
TOWNS
BLCOMFIELDeecacese - - -
[1.1.3 § 3, PR PO - - -
CELAVAN.ccaccccnes - - 1.50
EAST TROYeccssesen - - -
GENEVAsccocsoosnnes - d -
LAFAYETTE - - -
LA GRANGE -— - -
LINNeceooeo - -— -
LYONSeoese - - -
RICHMONC.. - -— -
SHARCNsseeo esen - - -
SPRING PRAIRIE«ses - - -
SUGAR CREEKaceeess - - 0.55
TROYesoseecesecnse - - -
RALWORTH s e vecones - - -
WHITEWATERcaocaass - - 0.78
SUBTOTALscscacee - - 2.83
TCTAL 2.22 4.85 14.29

SOLRCE~ WISCONSEN DEPARTMENT OF TRANSPORTATION AND SEWRPC.



Scenic Drives

One of the most popular outdoor recreational
activities within Walworth County and within the
Region of which Walworth County is a part is plea-
sure driving, as evidenced by the estimated 45,000
average seasonal Sunday participants insuch plea-
sure driving in Walworth County in 1970. Fore-
casts indicate that a substantial increase in the
demand for this recreational pursuit may be
expected, with the average seasonal Sunday par-
ticipation within the county increasing to over
80,000 by 1990. To provide facilities for this
activity, a system of scenic drives could be
marked and signed over existing roadways, con-
sisting of arterial collector and land access
facilities within the county. The location and
configuration of such a scenic drive system should
be based on an analysis of the recreational and
natural resource base of the county, and should
connect all existing county and state parks as well
as important sites of cultural, historic, and scien-

tific interest within Walworth County. Although -

the Technical Coordinating and Advisory Com-
mittee recognized the need for such a marked and
signed system of scenic drives within the county,
the Committee believed that action to delineate
and recommend such a system within Walworth
County should involve broader community partici-
pation with concerned citizen and business groups
not now represented on the Technical Coordi-
nating and Advisory Committee, such as the State
Department of Natural Resources, the County
Park and Planning Commission, the County His-
torical Society, garden and women's clubs, and
recreation-oriented business associations, and
should therefore be deferred.

EVALUATION OF THE PROPOSED
JURISDICTIONAL HIGHWAY SYSTEMS

One of the most important objectives of the juris-
dictional highway planning process is to attain the
most effective use of the total public resources in
the provision of highway transportation by focus-
ing the appropriate resources and capabilities on
corresponding areas of need. That the recom-
mended jurisdictional highway system plan accom-
plishes this objective is indicated by the fact
that the proposed Type I arterial system may be
expected to carry approximately 1.91 million of
the 2.58 million arterial miles of travel antici-
pated to occur daily within Walworth County by
1990. Thus, approximately 44 percent of the total
arterial street and highway mileage within the
county may be expected to carry approximately

74 percent of the total arterial travel demand.
The proposed Type II arterial system may be
expected to carry an additional 630,000 arterial
vehicle miles of travel. Thus, an additional
53 percent of the total arterial street and highway
mileage may be expected to carry am additional
24 percent of the total arterial travel demand.
The remaining 40,000 arterial vehicle miles of
travel, or 2 percent of the total demand, would be
carried on the proposed Type II arterial system.

- Thus, the proposed Type I and Type H systems

combined may be expected to carry approximately
98 percent of the total arterial vehicle miles of
travel expected to take place within the county by
the year 1990, leaving only 2 percent to be carried
by Type III arterials. This concentration of travel
demand on the various arterial subsystems is
indicated in Figure 7.

The total vehicle miles of travel which may be
expected to occur daily on all streets and high-
ways within Walworth County by the year 1990 is
similarly estimated at 2. 81 million vehicle miles.
The proportionate share of this total load which
each of the recommended jurisdictional subsys-
teme may be expected to carry by 1990 is summa-
rized in Table 15 and in Figure 8. The proposed
jurisdictional systems thus clearly focus the
available resources on the areas of greater need,
and their adoption and improvement should serve
to relieve the local units of government of muth
of the cost attendant to the movement of heavy
volumes of fast, through traffic of areawide
importance within the county.

STAGING OF THE PROPOSED
JURISDICTIONAL HIGHWAY SYSTEMS

As indicated earlier, not all of the arterial facili-
ties comprising the functional system considered
in the jurisdictional classification will be open to
traffic by 1975. In order to accommodate traffic
demand in corridors to be served by freeways
proposed for construction after 1975, it is rec-
ommended that certain arterial facilities which
should ultimately be designated as Type II routes
be maintained as Type I routes until such time as
the paralleling freeways intended to serve the
corridors are constructed. Upon completion of
these freeways, the interim Type I facilities would
revert to Type II facilities. This staged develop=-
ment, in addition to providing improved traffic
service, would facilitate system continuity and
arterial route marking during the interim plan
implementation period.
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Figure 7

RELATIONSHIP BETWEEN PERCENT OF ARTERIAL VEHICLE MILES OF TRAVEL AND CUMULATIVE

ARTERIAL MILEAGE, RECOMMENDED WALWORTH COUNTY JURISDICTIONAL HIGHWAY SYSTEM:

ON THE TYPE I, TYPEIL, AND TYPE II ARTERIAL SYSTEMS
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Figure 8

RELAT IONSHIP BETWEEN PERCENT OF TOTAL VEHICLE MILES OF TRAVEL AND CUMULATIVE TOTAL MILEAGE
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Table 15

ANTICIPATED DISTRIBUTION OF TRAVEL ON THE
TOTAL STREET AND HIGHWAY SYSTEM
IN WALWORTH COUNTY: 1990

Table 16

PROPOSED FREEWAYS AND TEMPORARY ALTERNATE
ROUTING OVER STATE TRUNK HIGHWAYS
IN WALWORTH COUNTY: 1972-1990

MILES TRAVEL CEMAND SERVED

bEHCENT MILLICKS CF |PERCENT
CF VEFICLE MILES CF

TYPE CF STREET OR HIGHWAY| NUNBER | TCTAL PER CAY ToTAL
ARTERTAL
TYPE I (STATE TRUNK)...| 21Z:9%| 15.1 1.51 68.0
TYPE 11 (COUNTY TRUNK).| 258.0%( 17.9 0.63 22.4
TYPE TI1 (LCCAL TRUNK). 14.29 1.0 C.C4 1.4

SLBTCTALecossnnanasae 489.33 34.0 2.58 91.8

EXISTING ANC PROPOSED
CCLLECTCR AND MINCR
STREETSuceosoanecnecven §5C.§3| 66.0 0.23 8.2

TCTAL 1,44C.99| 1€C.0 2.81 1¢0.0

SOLRCE- SEWRPC.

A summary of the proposed freeway construction
as set forth in the adopted regional transporta-
tion plan is presented in Table 16, together with
a listing of the corresponding surface arterials
required to fulfill the Type I needs in the corridor
on an interim basis. Existing STH 15 from the
proposed routing of STH 67 to the Rock County
line, and the concurrent routing of existing STH 11
from the proposed routing of STH 67 to present
STH 50 are recommended to retain their Type I
(state trunk) classification until 1980. With the
completion of the Rock Freeway from Elkhorn to
the Rock County line, these facilities would revert

to the Type II (county trunk) arterial system. .

Existing USH 12 from a point approximately one-
quarter mile west of North 12th Place to the
Jefferson County line is recommended to remain
a Type I arterial until the USH 12 Freeway is open
to traffic between the City of Elkhorn and Rock
County, sometime between 1980 and 1990. Exist-
ing STH 59 from  Jefferson County to Fremont
Street (City of Whitewater) is recommended to
remain on its existing alignment until such time
as CTH U in Jefferson County and North Fremont
Street in both Jefferson County and the City of
Whitewater can be reconstructed to STH stan-
dards, which is anticipated to occur prior to
1980. Existing STH 24 from the Racine County
line to STH 20 is recommended to remain on the
Type I (state trunk) highway system until it has
been resurfaced. Subsequent to resurfacing which
is anticipated to occur between 1976 and 1980,
STH 24 is recommended to revert to the Type II
(county trunk) highway system. Existing STH 120
is recommended to remain on its existing align-
ment until a new facility can be constructed south
of Big Foot Beach .State Park, connecting to
STH 120 and CTH H. Itis further recommended
that subsequent to such construction, which is
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PROPOSED FREEWAY TEMPORARY ALTERNATE ROUTING

ROCK FREEWAY FROM WAUKESHA OVER PRESENT STH 15 FROM WAUKESHA
COUNTY LINE TO ROCK COUNTY COUNTY LINE TO ROCK COUNTY LINE
LINE

USH 12 FREEWAY FROM STH 15~ OVER PRESENT USH 12 FROM USH 12
TO ROCK COUNTY LINE FREEWAY TO ROCK COUNTY LINE

SOURCE- WISCONSIN DEPARTMENT OF TRANSPORTATION ANO SEWRPC,

anticipated before 1980, STH 120 be rerouted over
the new facility to existing CTH H, then north on
CTH H to STH 50, with existing STH 120 from
about CTH BB to STH 50 reverting to the local
street system. It is recommended that upon con-
struction of a new facility from CTH H to STH 36
east of the City of Lake Geneva, anticipated to
occur prior to 1990, that portion of STH 120 routed
over existing CTH H revert to the county trunk
highway system. It is further recommended that
that portion of existing STH 36 between STH 50
and USH 12 routed over Broad Street, Springfield
Road, and William Street (Lake Geneva) revert to
the Type II arterial system. Finally, the proposed
new state trunk highway facility over CTH G and
Church Street is recommended to be routed over
Main and Division Streets (Village of East Troy)
until such time as a new facility extending Church
Street over Grove Alley to STH 20 can be con-
structed. It is recommended that subsequent to
such construction, which is anticipated to occur
after 1985, Main Street between Church and Divi-
sion Streets and Division Street between N. Main
and S. Main Streets revert to the Type II arterial
system and Division Street between N. Main Street
and STH 20 revert to the local street system.

Approximately 11 miles of town roads are recom-
mended to be added to the Type II arterial system
at such time as segments of new arterial facility
have been constructed providing continuity in
the existing roadway system. These town roads
and the new construction required prior to their
addition to the Type II system consist of the fol-
lowing facilities:

1. Hospital Road (Towns of Geneva and
Lafayette) from CTH NN to Bray Road,
and Hodunk Road (Town of Lafayette) from
Potters Road to CTH D, with the construc-
tion of a new facility linking Hospital Road
and Hodunk Road between Bray Road and
Potters Road. '



2. Krueger Road (Towns of Geneva and
Lyons) between STH 36 and CTH NN, with
the construction of an interchange on
USH 12 and the connection of that inter-
change with CTH H.

3. Willow Road (Town of Linn) from STH 120,
to West Side Road; Lake Geneva Road and
Marinette Road (Town of Bloomfield) with
the construction of a new facility linking
Willow Road and Lake Geneva Road from
West Side Road to CTH H.

The proposed Type I system is recommended to
include 197 route-miles of facilities in 1975, and
the proposed Type Il system, 228 route-miles.
Thus, the total mileage for the combined Type I
and Type II systems in 1975 is 425 miles, some-
what less than the proposed 1980 and 1990 equi-
valent mileages, as shown in Tables 12 and 13. In
1980 the proposed Type I system is recommended
to include 198 route-miles of facilities, comple-
mented by a proposed Type II system comprised
of 244 route-miles of standard arterials. With
the completion of the freeway system by 1990,
the proposed Type I system is recommended to
include 217 route-miles of facilities; and the pro-
posed Type II system is recommended to include
258 route-miles of facilities.

SUMMARY

This chapter has described the recommended jur-
isdictional highway plan developed for Walworth
County. The plan provides for three jurisdictional
highway systems—Type I, state trunk; Type II,
county trunk; and Type III, local trunk—which
together comprise the total arterial street and
highway system required to serve the growing
travel demands in Walworth County and its con-
stituent cities, villages, and towns to the plan
design year 1990. The recommended plan also
constitutes a refinement of the functional arterial
street and highway system plan prepared by the
Southeastern Wisconsin Regional Planning Com-
mission under the initial regional land use-
transportation study and, as such, is intended
upon its adoption to constitute a functional, as well
as a jurisdictional, arterial street and highway
system plan for Walworth County to the plan
design year 1990,

The arterial street and highway system recom-
mended to serve the traffic demand within Wal-
worth County through the plan design year 1990

totals 489 route-miles of facilities, or about
34 percent of the estimated 1,440 route-miles of
facilities expected to comprise the total street and
highway system within the county in 1990. Of this
total arterial system, 217 route-miles, or about
44 percent, are proposed to comprise the Type I,
or state trunk highway system, an increase of
26 miles over the present system. This Type I
system is anticipated to carry approximately
74 percent of the arterial travel demand and
approximately 68 percent of the total travel
demand expected to be generated in the county
by the year 1990. The Type I system is recom-
mended to include all of the existing, committed,
and proposed freeway facilities within Walworth
County, as well as certain important standard
arterials and, as such, to comprise the basic
framework of the total highway transportation
system for the county.

The recommended plan further proposed a Type II,
or county trunk highway system, consisting of
258 route-miles of arterial facilities, or an addi-
tional 53 percent of the total arterial mileage
required to serve Walworth County in the plan
design year 1990. This Type II system represents
an increase of 64 route-miles over the present
system; would serve to complement the recom-
mended Type I, or state trunk, system; is intended
to include all major arterial facilities having
areawide significance; and is intended to provide
for all arterial travel demand generated within the
rural areas of the county not served by the Type I
system. The Type II system could be expected
to carry an additional 24 percent of the arterial
travel demand and an additional 22 percent of the
total travel demand expected to be generated
within Walworth County by the year 1990,

The Type III, or local trunk highway, system rec-
ommended in the plan consists of the remaining
14 route-miles of arterial facilities, or about
3 percent of the total arterial mileage proposed
to serve Walworth County in the plan design year
1990. This Type IO system is intended to pri-
marily serve the local arterial street and highway
needs of the urbanized areas of Walworth County,
while comprising an integral part of the total
arterial street and highway system.

Finally, the Technical Coordinating and Advisory
Committee recognized the need for the marking
and signing of a system of scenic drives within the
county. The Committee, however, believed that
the delineation of such a system would be best
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accomplished by a broad-based committee of Wal-
worth County citizens involved with the promotion
of cultural, historic, scenic, and scientific areas
within the county.

The jurisdictional designation for each segment of
the recommended 1990 Walworth County arterial
street and highway system is shown on Map B-1
included in Appendix B. Typical cross sections
designating right-of-way and pavement widths
adequate to serve the forecast 1990 traffic demand
for each arterial link in the system are shown in
Figure B-1 included in Appendix B. Finally, the
recommended staging for implementation of the
changes in the jurisdictional subsystems within
the county for the years 1975 and 1980, as related
to programmed facility construction, are shown
on Maps 19 and 20.

Adoption and implementation of the jurisdictional
highway system plan recommended in this report
would serve to concentrate appropriate resources
and capabilities on corresponding areas of need,
assuring a more effective use of the total public
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resources in the provision of highway transporta-
tion; and would serve to provide a sound basis for
the establishment of long-range fiscal policies and
for the systematic programming of arterial street
and highway improvements within Walworth County.
It would also provide abasis for the more efficient
planning and design of the total arterial street and
highway system by combining into subsystems
those facilities which should, because of the type
and extent of service provided, have similar stan-
dards for design, construction, operation, and
maintenance. The adoption and implementation of
the jurisdictional highway system plan recom-
mended in this report should provide a sound basis
for the efficient multijurisdictional management
of the total arterial street and highway system and
for the attainment of the intergovernmental coor-
dination necessary to the cooperative development
of this system. Finally, it should, as demon-
strated in a following chapter of this report, pro-
vide a more equitable distribution of highway
improvement, maintenance, and operating costs
among the various levels and agencies of govern-
ment concerned,



Chapter VI

FINANCIAL EVALUATION

INTRODUCTION

In order to assure practicality and acceptability,
any plan must be evaluated on the basis of finan-
cial feasibility. Such an evaluation may show that
attainment of the objectives expressed through one
or more of the criteria used to prepare the plan
are beyond the financial reach of implementing
agencies. Under such circumstances it would be
necessary to either revise the criteria on which
the plan is based and thereby revise the plan, or
seek new means of financing plan implementation.

To this end, a careful evaluation was made of the
financial feasibility of the jurisdictional highway
system plan as produced by application of the
planning criteria set forth in this report. Total
plan construction and maintenance costs were
estimated and compared to anticipated revenues
over a 20-year plan implementation period. As
a necessary part of this analysis of financial
feasibility, the existing structure of highway reve-
nues and expenditures was examined and con-
struction and maintenance formulae and policies
were analyzed.

EXISTING HIGHWAY AID STRUCTURE

Federal Aids for Highways

Federal aids for highway construction are derived
from federal highway user excise taxes and the
federal motor fuel tax, presently established at
four cents per gallon, and are administered by
the U. S. Department of Transportation, Federal
Highway Administration, as a segregated fund
which can be used only for highway and highway-
related purposes. In Walworth County, federal
aids are provided for approved improvement
projects on the federal aid primary and secondary
systems and extensions of these two systems
through urban areas of over 5,000 population.

'Federal aids are also provided elsewhere in the
Region for approved improvement projects on the inter-
state system and on a newly established urban aid
system, which urban aid system is to be designated
within the urbanized areas of all U. S. Bureau of the

Census-defined Standard Metropolitan Statistical Areas.

Walworth County does not presently (1972) have, nor is
the county expected to have in the near future, facil-
ities eligible for funding under these two federal
aid systems.

These three categories of federal aid systems—
primary, secondary, and the urban extensions
of these systems—are commonly called the "ABC"
systems.

Federal aid primary funds, or '"A" funds, are
apportioned to the states on the basis of the fol-
lowing formula:

One-third in the ratio which the area of each
State bears to the total area of all the States;
one-third in the ratio which the population of
each State bears to the total population -of all
the States as shown by the latest available
Federal census; one-third in the ratio which
the mileage of rural delivery routes and
star routes? in each State bears to the total
mileage of rural delivery and star routes in
all the States at the close of the next pre-
ceding calendar year, as shown by a certifi-
cate of the Postmaster General, which he is
directed to make and furnish annually to the
Secretary. No State shall receive less than
one-half of 1 per centum of each year's
apportionment.’

Federal aid secondary funds, or "B'" funds, are
apportioned to the states on the basis of the fol-
lowing formula:

One-third in the ratio.which the area of each
State bears to the total area of all the States;
one-third in the ratio which the rural pop-
lation of each State bears to the total rural
population of all the States as shown by the
latest available Federal census; and one-
third in the ratio which the mileage of rural
delivery and star routes, certified as above
provided, in each State bears to the total
mileage of rural delivery and star routes in

2A “star route” is defined by Title 23, United States

Code, 104, as any route, usually in a thinly populated
region, other than railroad, steamboat, and rural ser-
vice routes, over which mail is carried under contract;
so-called from the star or asterisk used to designate
these routes in postal publications.

3Title 23, United States Code, 104.
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all the States. No State shall receive less
than one-half of 1 per centum of each year's
apportionment.*

Federal aid funds for improvements on extensions
of the federal aid primary and secondary systems
into urban areas, or "C" funds, are apportioned
to the states on the basis of the following formula:

In the ratio which the population in munici-
palities and other urban places of five thou-
sand or more in each State bears to the total
population in municipalities and other urban
places of five thousand or more in all the
States, as shown by the latest available
Federal censusJ

In addition to the aforementioned federal aid
systems, the Congress in 1967 authorized the
U. S. Department of Transportation, Federal High-
way Administration, to initiate a program known
as TOPICS, utilizing presently available highway
funds to provide additional federal aid to urban
areas having a population of 5,000 or more
persons®! TOPICS is an acronym for '"Traffic
Operations Program to Increase Capacity and
Safety.” Federal aid funds authorized by Con-
gress for TOPICS are apportioned to the states on
the same basis as federal aid funds for improve-
ments on extensions of the federal aid primary
and secondary systems into urban areas, or
"C" funds.”

As a counterpart of the newly established, urban-
oriented TOPICS program, the Congress in 1967
authorized the U. S. Department of Transportation,
Federal Highway Administration, to initiate a
special rural aid program utilizing presently
available highway funds. Federal aid funds for
this special rural aid program are apportioned to
the states on the same basis as regular federal
aid primary and secondary funds, and must be
expended for projects on the federal aid primary
and secondary systems, exclusive of these sys-
tems' extensions into urban areas.

41bid.
SIbid.
STitle 23, United States Code, 135.

7Ibid.
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Revenues From Federal Aids for Highways: Fed-
eral aid funds are received from the Federal
Highway Administration by the Wisconsin Depart-
ment of TranSportatiori, Division of Highways, as
reimbursements for the previously expended funds
on approved federal aid projects. Federal aid
may be used for preliminary engineering surveys,
design, right-of-way acquisition, and construc-
tion. Federal funds may not be used for main-
tenance or administration. Table 17 indicates
federal aid apportionments to Wisconsin during
the 10 years from fiscal year 1961 through fiscal
year 1970.

Disbursements of Federal Aids for Highways: The
federal aids received into the State Highway Fund
are administered by the Wisconsin Department of
Transportation, Division of Highways. Federal
aid primary funds, including rural primary funds,
received by Wisconsin are distributed on the basis
of statewide highway construction needs as deter-
mined by the State Highway Commission. Since
construction is scheduled on a statewide basis
and varies annually on a county basis, Walworth
County has received varying annual amounts of
such aids. Table 18 sets forth the annual amounts
of federal aid primary funds expended in Walworth
County during the fiscal years 1961 through 1970.

The distribution of federal aid secondary funds,
including the rural secondary funds, received by
Wisconsin is made to the 72 counties on the basis
of the following formula: 60 percent on the basis
of the rural federal aid secondary miles in the
county compared with the total statewide rural
federal aid secondary mileage, and 40 percent on
the basis of the number of motor vehicles regis-
tered within the county compared with the total
number of motor vehicles registered within the
state. Based on this formula, Walworth County
has received about $86,000 annually, or about
1 percent of the total federal aid secondary funds
received annually by the state. If a county does
not utilize its federal aid secondary apportion-
ment, the funds revert to the State Highway
Commission and may be reapportioned to other
counties which apply for such funds or may be
used by the State Highway Commission at its dis-
cretion anywhere in the state on the federal aid
secondary system. Walworth County along with
other populous counties in the state has received
such reverted funds. The annual amounts of
federal aid secondary funds expended in Walworth
County during the fiscal years 1961 through 1970
are shown in Table 18.
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17

FEDERAL HIGHWAY AiID APPORTIONMENTS :TO WISCONSIN BY AID CATEGORY

FISCAL YEARS 1961-1970
AID CATEGORY
INTERSTATE PRIMARY SECONDARY

FISCAL PERCENT OF TOTAL ‘ PERCENT OF TOTAL PERCENT OF TOTAL
YEAR APPURTIONMENT | APPORTIONMENTS | APPORTIONMENT | APPORTIONMENTS | APPORTIONMENT | APPORTIONMENTS
196lace | $ 18,764,460 49.8 $ 8,651,381 23.0 $ 5,957,388 . 15.8
1962... 22,804,031 S54.6 8,688,009 20.8 690344452 14.4
1963... 21,164,100 S51.4 9,109,799 22.1 6+431,738 15.6
1964... 22,927,175 5245 9,484,657 21.7 6+690,955 15.3
196544 23,689,058 53.0 9,592,323 21.4 6,770,585 15.1
1966440 24,691,450 52.6 10,230,422 21.8 742074143 15.3
1967a.. 24,733,350 52.3 10,390,974 22.0 7+313,176 15.5
1968... 284144,962 55.3 104491,840 20.6 7+381,920 1445
19690 31,408,425 58.1 10+436,973 19.3 74¢344,879 13.6
1970e.. 34,435,600 52.1 13,176,715 19.9 9,273,485 14.0

TOTAL | $252.763,211 -- $100,253,093 - $704405,721 -
10- YEAR
AVERAGE $ 25,276,321 - $ 10,025,309 - $ 7:060,572 -=
AIC CATEGORY
URBAN ToPiCS®

FISCAL PERCENT OF TOTAL PERCENT OF TOTAL TOTAL
YEAR APPURT IONMENT APPORTIONMENTS APPORT IONMENT APPORTIONMENTS APPORTIONMENTS
19614a. $ 4,298,531 11.4 s  -- - $ 37,671,760
1962¢.. 44264,732 10.2 -- - . 4197914224
19634.. 44471,619 10.9 - -— 414177,256
1964... 44588,651 10.5 - - 43,692,038
1965¢e. 4,685,560 10.5 - - 44,737,526
196644 4,849,228 10.3 - - 4699784243
1967... 44,836,951 10.2 - = 4742744451
1968... 4,856,594 9.6 - - 5048754316
1969... 4,849,228 9.0 -— - 54,039,505
1970... 513201646 8.1 3,869,561 5.9 66,076,007

TOTAL $47,021,740 - - $3,869,561 - $474,313,326

10- YEAR

AVERAGE $ 4,702,174 - $3,869,561 -— $ 50,913,937
°TOPICS, AN ACRONYM FOR *TRAFFIC OPERATIONS PROGRAM TO INCREASE CAPACITY AND SAFETY,* WAS FIRST FUNDED

UNDER THE FEDERAL AID HIGHWAY ACT OF 1968.

" SOURCE-~ WISCONSIN DEPARTMENT OF TRANSPORTATION.

Federal aid funds to be used on the extensions of
federal aid primary and secondary routes within
urban areas (""C" funds) are distributed throughout
the state on the basis of need, as determined by
the State Highway Commission. During the fiscal
years 1961 through 1970, Walworth County re-
ceived no such federal aid funds.

Federal aid funds for TOPICS received by Wis-
consin are apportioned by the State Highway Com-
mission to cities and villages with a population of
5,000 or more on the basis of population. For
eligibility in the program, a city or village must
have a population of 5,000 persons or more and
must prepare a plan documenting the operational
improvements required to improve the safety and

capacity of the existing arterial street and high-
way system. Presently, only the Cities of Delavan
and Whitewater within Walworth County would be
eligible for TOPICS aid. Table 19 indicates the
amounts of such aid which would become available
annually should these cities choose to participate
in the program.

State Aids For Highways

State highway aids for constructlon, operation,
and maintenance are derived from the state motor
vehicle fuel taxes, motor vehicle registration and
driver licensing fees, and motor carrier fees.
These funds are administered by the Wisconsin
Department of Transportation, Division of High-
ways, as a segregated fund which can be used only
for highway and highway-related purposes.
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FEDERAL HIGHWAY AID ALLOTTED TO WALWORTH COUNTY BY AID CATEGORY

FISCAL YEARS 1961-1970
AID CATEGORY
PRIMARY SECONCARY FEDERAL HIGHWAY AID
APPORTIONED TO WISCONSIN
PERCENT OF PERCENT OF
FISCAL TCTAL TOTAL TOTAL PERCENT RECEIVED 8Y
YEAR ALLOTMENT ALLOTMENT ALLOTMENT | ALLOTMENT ALLOTMENT TOTAL WALWORTH CCUNTY
196l.e0 | $ - - $116,192 100.0 $ 1169192 |3 3746714760 0.3
1962... 385,000 S4.4 23,202 5.6 412,202 41,791,224 1.0
1563... 45,000 29.4 107,830 70.6 152,830 41,177,256 Ca4a
19644 .. 369.CC0 98.8 4,328 1.2 373,328 43,692,038 0.9
19654« 1,348,000 100.0 - - 1+348,000 4447374526 3.0
156600 25,000 100.0 -- -- 25,C00 46,978,243 0.1
1967+ 32,000 100.0 -— -- 32,000 47492744451 0.1
1968... 24929,000 96.5 106,080 3.5 3,035,080 5048754316 6.0
196940 1,644,000 100.0 - - 19644,000 5440394505 3.0
1970 .. 144284C00 100.0 -= - 1+428,C00 664076,0C7 2.2
TOTAL $8,2C9,000 -- $357,632 -- $895664632 | $4744313+326 --
10- YEAR
AVERAGE $ 820,900 95.8 $ 35,763 4.2 $ 8564663 | 8 50,913,937 1.7
SOURCE~ SEWRPC.
Table 19

FEDERAL HIGHWAY AID APPORTIONED TO URBAN

AREAS IN WALWORTH COUNTY FOR TOPICS PROGRAM
FISCAL YEARS 1970-1973
MUNICIPALITY

FISCAL “CITY OF CITY OF
YEAR DELAVAN WHITEWATER TOTAL
1970... $ — $15,400 $154400
1971... -- 154400 159400
1972... 3,800 8,400 1242C0
1573... 3,800 8,400 12+260

ToTAL $7.600 $47,600 $55.200
SOURCE- WISCONSIN CEPARTMENT OF TRANSPURTATION.

Revenues From State Aids for Highways: The state
motor fuel tax, accounting for almost two-thirds
of total motor vehicle tax revenues, was initiated
in 1925 at two cents per gallon. It increased to
four cents in 1931, six cents in 1955, and to seven
cents per gallon in 1966. The second largest
source of motor vehicle tax revenues are the
fees collected for motor vehicle registration and
operator licensing, which contribute almost all of
the remaining one-third of the revenues. Motor
carrier fees imposed on owners of trucks and
buses for regulatory purposes amount to less than
1 percent of the state motor vehicle revenues.
Table 20 indicates the state motor vehicle reve-
nues collected in Wisconsin during the fiscal
years 1961 through 1970.
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Disbursement of State Aids for Highways: The
total annual net motor vehicle revenues, a result
of deducting the annual collection and enforce-
ment expenses from the total annual gross motor
vehicle revenues, are distributed by the Wisconsin
Department of Transportation, Division of High-
ways, in accordance with the provisions of Sec-
tion 20.395 and Chapters 83, 84, and 86 of the
Wisconsin Statutes. Table 21 indicates the state-
wide distribution of net motor vehicle revenues
for the fiscal years 1961 through 1970. It may be
noted from this table that for the fiscal year 1970,
about 50 percent of the net motor vehicle revenues
were allocated to state trunk highways; about
44 percent was returned to local units of govern-
ment, including counties, cities, villages, and
towns; and about 6 percent were utilized for
miscellaneous purposes, such as administrative
expenses of the Division of Highways; topographic
maps; institution roads; bridge maintenance and
operation; special bridges not on the state trunk
highway system; state park, forest, and access
roads; roadside improvements; and railroad grade
crossing protection.

Of the approximately 44 percent returned to local
units of government, nearly one-fourth, or 12 per-
cent of the total state highway aids, was distri-
buted to the counties within the state. Annually
on June 30, a fixed sum of $3,500,000 is appor-
tioned among the counties, 60 percent on the basis



Table 20

WISCONSIN MOTOR VEHICLE REVENUES

FISCAL YEARS 196i-1970
REVENUE SOURCE COLLECTION EXPENSES TOTAL NET
FISCAL TOTAL GROSS AND FIRST CHARGES REVENUES TO
YEAR LICENSE FEES FUEL TAXES CARRIER FEES ADJUSTMENTS® REVENUES OF OTHER AGENCIESP | BE DISTRIBUTED
1961ae [ $ 444151,641 $ 754185,674 $ 555,014 $ 360306 $ 119,928,635 $ 8,321,038 $ 111,607,597
1962. . 444,049,978 7549055152 4TE4666 1,520 120+433,316 8,417,874 112,0154442
1563.. 4749554404 78+527,005 594,285 11,886 127,088,580 9,771,451 117,317,129
1964. . 48,714,763 81,009,598 571,404 79+118 130,4374,883 1046515603 119,723,280
1965. . 5146974661 84,934,763 600,815 2C¢490 137,253,729 11,421,211 125,832,518
16€6.. 544762¢427 90,054,602 58C4363 288 145,397,680 11,139,515 134,258,165
1967.. 60,304,239 108,385,059 6224716 - 169+312,014 15,992,722 153,319,292
1968. . 644111,550 115,395,320 641,279 428 180,148,4577 16,443,408 163,705,169
1969. . 67+062,072 122,142,203 635,072 642 189,839,989 18+¢948,360 170.891+629
1670. . 71,083,902 130,512,312 661,238 39,685 20242974137 26,281,057 176,016,080
TOTAL $553,893,637 $962,051,688 $5,938,852 $150, 363 $1+522,074+540 $137,388,239 $1+384,686,301
10-YEAR
AVERAGE | $ 55,389,364 $ 964205,169 $ 593,885 $ 19,036 $ 152,207,454 $ 13,738,824 $ 138,468,630

®ADJUSTMENTS INCLUDE SURPLUS FUNDS AND AIDS WITHHELD PURSUANT TO SECTION 84.01(25)(D) OF THE WISCONSIN STATUTES.

bCCLLECTION EXPENSES AND FIRST CHARGES OF OTHER AGENCIES INCLUDE CHARGES FOR THE FOLLOWING-

THE ADMINISTRATION AND

CCLLECTION COSTS CF THE MOTCR VEHICLE DEPARTMENT, THE DEPARTMENT OF TAXATION MOTCR FUEL TAX, AND THE PUBLIC SERVICE
COMMISSION; LEGISLATIVE COUNCIL HIGHWAY STUDIES: DEPARTMENT OF PUBLIC INSTRUCTION, DRIVER EDUCATION} CONSERVATION FUND
ADVERTISING OF WISCONSIN RECREATICNAL FACILITIES; THE AERCNAUTICS COMMISSION} LEGISLATIVE AWARDS FOR CLAIMSS AND THE

EXECUTIVE DEPARTMENT.

SQURCE-

WISCONSIN CEPARTMENT OF TRANSPORTATICN.

Table 21

PERCENTAGE DISTRIBUTION OF NET MOTOR VEHICLE REVENUES BY THE STATE OF WISCONSIN

FISCAL YEARS 1961-1970
1970
ANNUAL PERCENT DISTRIBUTED DISTRIBUTION
NET MOTOR VEHICLE REVENUE
DISTRIBUTION 1961 1962 1963 1964 1965 1966 1967 1968 1969 AMOUNT PERCENT
ALLOTTED AND APPORVIONED TO
LOCAL UNITS OF GOVERNMENY
COUNTIESsenceccccancncone l4.1 14.1 14.2 l4.1 1 l4.1 12.5 12.4 12.4 $ 21,605,128 12.3
CITIESecececoenccacnasces 16.7 16.7 16.8 17.0 1 17.2 15.6 15.5 15.6 27,127,032 15.4
VILLAGESeccccecaaasccsane 3.1 3.1 3.2 3.2 .2 3.2 3.0 3.0 3.0 5¢3864251 3.1
TOWNSecececncccasancananse 15.0 15.0 15.1 15.1 1 15.1 13.6 13.5 13.7 23,558,800 13.4
FLCOD DAMAGE AlDceccasces 0.1 0.1 0.1 0.0 [+} 0.0 0.0 0.0 0.0 - 0.0
SUBTOTAL.cccvcaccacccae 49.0 49.0 49.4 49.4 5 49.6 44.7 44.4 44.7 774726,504 44,2
ALLOTTED AND APPORTICNED FOR
STATE TRUNK HIGHWAYS
CONSTRUCTIONeesvecsananes 19.9 17.3 19.3 20.4 19.5 20.1 25.3 31.1 28.1 $ 44,666,768 25.4
URBAN STREET
IMPROVEMENTesenocaccnas 3.4 3.4 3.2 3.2 0 2.8 2.5 2.3 2.2 3,800,000 2.1
BOND RETIREMENT AND
IMPROVEMENTcecacoocacce 7.2 T.2 6.9 6.7 4 6.0 5.2 4.9 4.7 84052,724 4.6
MAINTENANCE, TRAFFIC
SERVICE.seecaacacncecae 12.1 11.6 11.6 11.3 11.2 11.1 10.7 10.1 10.6 20,600,000 11.7
SNOW REMOVALecccsoccccoas 3.3 6.2 4.5 3.5 4.6 3.7 4.7 - 2.6 7+700,000 4ot
SAFETY IMPROVEMENTeeecess 0.0 0.0 0.0 0.0 0.0 0.9 1.4 l.4 l.4 29525,034 1.4
SUBTOTALcacececacccanee 45.9 45.7 45.5 45.1 4o 7 44.6 49.8 49.8 49.6 8713444526 49.6
MISCELLANEQUS ALLOTMENTS...? S5e1 5.3 5.1 5.5 5.8 5.8 5.5 5.8 5.7 $ 10,945,050 6.2
TOTAL 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 $176,016,080 100.0

“MISCELLANEOUS ALLOTMENTS INCLUDE APPROPRIATICNS FOR ADMINISTRATIVE EXPENSES OF THE DIVISION OF HIGHWAYSS TOPGGRAPHIC MAPSS
INSTITUTION ROADS; BRIDGE MAINTENANCE AND OPERATION; SPECIAL BRIDGESNOT ON THE STATE TRUNK HIGHWAY SYSTEM; STATE PARK,
FOREST, AND ACCESS ROADS; ROADSIDE IMPROVEMENTSS AND RAILROAD GRADE CROSSING PROTECTION.

SOURCE- WISCONSIN DEPARTMENT OF TRANSPORTATION AND SEWRPC.

of the proportion which the total highway mileage
within the county, exclusive of city and village
streets, comprises of the total of such mileage
within the state;® and 40 percent on the basis of

8Count ies having a. population of 500,000 or more may
include 25 percent of the city and village street
mileage within the county in computing the total high-
way mileage within the county for the purpose of
apportioning the $2,100,000 allotment.

the proportion which the motor vehicles registered
within the county comprise of the total motor
vehicles registered with the state. In addition,
each county receives an annual allotment of $65
per mile of county trunk highway. Finally, at the
close of each fiscal year, supplemental aids con-
sisting of 15 percent of the revenue raised by the
two-cent-a-gallon increase effected in 1955 and
18 percent of the net motor carrier fees and
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original four-cent-a~-gallon motor fuel tax which
remain after the payment of previously committed
allotments are apportioned among the counties on
the basis of the annual county trunk allotment.

Of the 44 percent of the motor fuel revenues
returned to local units of government, approxi-
mately three-fourths, or 32 percent of the total
state highway aids, was returned to local munici-
palities on the following basis: about 13 percent to
towns, about 3 percent to villages, and about
15 percent to cities. This return comprises the
local road and street allotment and supplemental
aids. The basic local road and street allotment,
made annually on March 10 to the towns, villages,
and cities, is apportioned on the basis of a fixed
rate per mile for the number of miles of local
roads and streets—exclusive of state trunk high-
ways, county trunk highways, and connecting
streets—which are open and used for travel.
Table 22 shows the rate per mile at which the
towns, villages, and cities are paid their respec-
tive local road and street allotments. The supple-
mental aids consist of 35 percent of the revenue
raised by the two-cent-a-gallon gas tax increase
effected in 1955, and 42 percent of the net motor
carrier fees and original four-cent-a-gallon motor
fuel tax which remain after the payment of all
previously committed allotments., The former
amount is distributed as follows: 43 percent to
towns, 21 percent to villages and cities with a
population of 10,000 or less, and 36 percent to
cities with a population over 10,000; while the
latter amount is distributed as follows: 43 percent
to towns, 21 percent to villages and cities with a
population of 10,000 or less, and 36 percent to
cities with a population over 10, 000. The supple-
mental aids are apportioned on the basis of the
amount of the local road and street allotments to
the towns and cities with a population over 10, 000.
Supplemental aids to villages and cities with a
population of 10,000 or less are apportioned on
the basis of local road mileage,

Finally, on December 15 there is allotted to each
town, village, and city in the state an amount
equal to 11 percent of the net registration fees
collected from commercial vehicles and 20 per-
cent of the net registration fees from all other
motor vehicles customarily kept in such towns,
villages, or cities. This allotment, known as the
privilege highway tax allotment, is supplemented
by an additional 40 cents per registered vehicle
which resulted from the $2.00 increase in fees
effected in 1966, and is apportioned on the basis
of motor vehicle registrations.’
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Table 22

LOCAL ROAD AND STREET ALLOTMENTS TO TOWNS,
VILLAGES, AND CITIES IN WALWORTH COUNTY®

LEVEL OF GOVERNMENT RATE PER MILE

TOWNSeeeaosctsscananncacncen $ 65
VEILLAGESesesscacccescncacnaen &5
CITIES WITH POPULATION OF:?
0 - 130

10,001 - 35,000... 260
35,001 - 1505000... 390
150,001 OR MORE 520

@ THE LOCAL ROAD AND STREET ALLOTMENT 1S MADE CN
MARCH 10 TO TOWNS, VILLAGES, AND CITIES PUR-
SUANT TO SEC. 20.395 (2){wWB)» SEC. 86.31 OF THE
1969 WISCONSIN STATUTES.

SOURCE~ 1969 WISCONSIN STATUTES.

State Trunk Highway Improvement

and Maintenance Funding

Revenues: Revenues for the construction and main-
tenance of state trunk highways and the construc-
tion of connecting streets are derived from two
principal sources: federal aids and state sources.
State sources can further be divided into two
categories: apportionments made directly from
the net motor vehicle revenues and bonds issued
for construction. Table 23 indicates the combined
state and federal aid funds allocated to Walworth
County for the fiscal years 1961 through 1970 for
the construction and maintenance of state trunk
highways and connecting streets.

Expenditures: In rural areas, construction expen-
ditures on state trunk highways which are not on
the federal aid systems are funded entirely from
state revenues. Construction expenditures on fed-
eral aid systems are funded on a fifty-fifty match-
ing revenue basis on federal aid primary and
secondary routes.

In urban areas, construction expenditures on state
trunk highways and connecting streets which are
not on the federal aid systems are usually funded
with 85 percent state and 15 percent city or vil-
lage monies. Such expenditures on state trunk

9Subsequent to the completion of the financial analy-
ses for this study, the Wisconsin Legislature enacted
Chapter 125 of the Wisconsin Laws of 1971 which modi-
fied Sections 86.35(1) and 20.395(2)wd of the Wiscon-
sin Statutes relating to the privilege highway tax
allotment and its supplement, respectively, such that
the revenues associated with these two sections of the
Statutes are no longer paid directly to the respective
cities, villages, and towns, but are placed in the
municipal and county shared tax account for distribu-
tion essentially on a per capita basis pursuant to
Chapter 79 of the Wisconsin Statutes.




Table 23

STATE OF WISCONSIN EXPENDITURES AND REVENUES FOR HIGHWAY AND HIGHWAY-RELATED PURPOSES

IN WALWORTH COUNTY:

FISCAL YEARS 1961~-1970

EXPENDITURES @ REVENUES®

FISCAL

YEAR MAINTENANCE CONSTRUCTION TOTAL STATE FUNDS® FEDERAL AIDS TOTAL
19615, $ 167,464 $ 4369800 $ 6044264 | $ 604,264 $ - $ 604,264
1962.. 180,282 1,606,500 1,786,782 1,397,782 389,000 1,786,782
1963.. 189,229 254,900 4444129 399,129 45,000 4444129
1964.. 190,924 1,267,100 19458,024 1,089,024 369,000 1,458,024
1965.. 221,880 3,673,300 3,895,180 2¢547,180 1+348,000 3,895,180
1966.. 237,698 521400 759,098 734,098 25,000 759,098
1967.. 240,802 2+196,4500 244374302 294054302 32,000 2¢437,302
1968.. 275,188 T¢271,000 T+546,188 49617,188 2,929,000 T7+546,4188
1969.. 319,908 3,710,400 4,030,308 243864308 19644, 000 44,030,308
1970.. 344,967 3,232,300 34577,267 29149,267 1,428,000 345774267

TOTAL $253684342 $24¢170,200 $26+538+542 | $184329,542 $8,209,000 $2636389542

10-YEAR

AVERAGE $ 236,834 $ 2+417,020 $ 24653,854 | $ 1,832,954 $ 820,900 $ 246634854

®THE ACCOUNTING PROCEDURE USED IN THE JURISDICTIONAL HIGHWAY SYSTEM PLANNING PROGRAM ASSUMED THAT

TOTAL REVENUES WERE EQUAL TO TOTAL EXPENDITURES.

bTHE STATE FISCAL YEAR 1961 EXTENDS FROM JULY ly 1960 THROUGH JUNE 30, 1961.

SDUE TO THE ACCOUNTING OF STATE MONIES ON A STATEWIDE BASIS, STATE FUNDS IN WALWORTH COUNTY WERE
SET EQUAL TO THE DIFFERENCE BETWEEN TOTAL REVENUES AND FEDERAL AIDS.

SOURCE- WISCONSIN DEPARTMENT OF TRANSPORTATION,

highways and connecting streets, which are also
on the federal aid primary or secondary systems,
are usually funded with 50 percent federal, 35
percent state, and 15 percent city or village
monies. In either instance, the amount of the
local contribution is determined as 15 percent of
the "participating" construction costs, which costs
are, in turn, determined for each individual proj-
ect on the basis of the cost of the participating or
eligible items, as negotiated and agreed upon
between the Wisconsin Department of Transporta-
tion, Division of Highways, and the local unit
of government. The participating items usually,
but not always, include right-of-way acquisiiion;
grading; construction of the pavement base and
surface, culverts and bridges, curb and gutter,
and inlets for surface water drainage with connec-
tions to storm sewers; and engineering services.
The Wisconsin Department of Transportation,
Division of Highways, will, in addition, place and
maintain signs and markers for approved detours
and maintain such detours during the construction
period. The city or village must bear the cost of
all utility relocation and storm sewer construction
costs not required for purely highway drainage
purposes. Therefore, the total contribution by the
city or village to a state trunk highway or con-
necting street improvement project, whether on
a federal aid system or not, may actually vary
from less than 15 percent to more than 50 percent
of the total project cost, depending on the relative

WALWORTH COUNTY HIGHWAY DEPARTMENT, AND SEWRPC.

costs of the various items on the project and the
agreement arrived at between the state and local
unit of government concerning the definition of
participating items.

Maintenance expenditures on the state trunk high-
way system have increased steadily over the past
10 years and now exceed 16 percent of the net
motor vehicle revenues. Maintenance costs for
state trunk highways are borne entirely by the
state, although most of the maintenance work is
actually performed by the county forces under
contract to the state. For facilities on the con-
necting street system, the state partially reim-
burses the local municipality which is responsible
for performing such maintenance. This reim-
bursement is made at the rate of $500 per mile
per year, an amount substantially less than the
actual cost of maintenance.

Table 23 summarizes state expenditures in Wal-
worth County for the construction and operation
and maintenance of the state trunk highway and
connecting street systems for the fiscal years
1961 through 1970.

County Trunk Highway Funding

Revenues: Counties in Wisconsin receive highway
revenues from three principal sources: federal
aids, state aids, and county property taxes. In
addition, counties are authorized by Section 67.04
of the Wisconsin Statutes to issue general obliga-
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tion bonds for highway construction purposes.
Walworth County, however, has not to date utilized
bonding for highway purposes. Local property
taxes for highway purposes may not execeed two
mills (0. 002 percent) per dollar of assessed valu-
ation and are paid into the county road and bridge
fund. Although the proportion of county highway
revenues derived from federal aids, state aids,
and local sources varies greatly from county to
county and from year to year, an average county
within Wisconsin received about 10 percent of its
total highway revenues from federal aid, about
36 percent from state aid, and about 54 percent
from local sources. Table 24 indicates the reve-
nues received by Walworth County for highway
purposes for the fiscal years 1961 through 1970.

Expenditures: Construction expenditures on the
county trunk highway system consist of direct
expenditures of county funds by the respective
counties, administered through the county highway
committees of the county boards; and federal aid
funds matched by county funds, administered by
the State Highway Commission on those county
trunk highways which are also on the federal
aid system. Construction expenditures on county
trunk highways which are also federal aid routes
are usually financed with 50 percent federal funds
and 50 percent county funds. The amount of the
county contribution is determined as 50 percent of
the construction costs, which costs are, in turn,

determined by the cost of the participating or
eligible items. These participating items are set
by federal policy and generally include right-of-
way acquisition; grading; construction of the pave-
ment base and surface, culverts and bridges,
curb and gutter, outlets for surface drainage, and
storm sewer mains adequate for drainage of the
pavement surfaces and right-of-way; replacement
of walks and private driveways; repair of damages
to other roads by reason of their use in hauling
materials needed for the improvement; and engi-
neering services. Construction expenditures for
county trunk highways which are not on the federal
aid system are usually financed entirely with
county funds.

The cost to the county for the construction of
county trunk highways through cities and villages
is determined on the basis of the width of the
proposed construction, the county being respon-
sible for the full cost of 18 feet of the width plus
a portion of the cost of the balance of the width,
to be determined by dividing the cost of the
width exceeding 18 feet by the total width of the
improvement and multiplying by 18, as provided
for in Section 83. 05(2) of the Wisconsin Statutes.

Maintenance and operation costs for the county
trunk highway system are paid for by the county,
and maintenance is performed by county forces.
Table 24 indicates the county highway funds ex-

Table 24

WALWORTH COUNTY EXPENDITURES AND REVENUES FOR HIGHWAY AND HIGHWAY-RELATED PURPOSES

FISCAL YEARS 1961-1970
EXPENDITURES® REVENUES®
FISCAL
YEAR MAINTENANCE CONSTRUCTION TOTAL LOCAL FUNDS STATE AIDS FEDERAL AIDS TOTAL
19618, $ 179,191 $ 381,999 $ 561,190 $ 248,742 $ 196,256 $1164192 $ 561+190
1962. 210,435 2774150 487,585 268,647 195,736 23,202 487,585
1963. « 1564479 199,783 3561262 41,560 206,872 107.830 3564262
1964. « 171,365 113,209 2844574 69,989 2104257 49328 2844574
1965. . 250,814 224234 273,048 52,086 2209962 - 2734048
1966+ « 2554434 300,922 5564356 319,210 2374146 - 556,356
1967. « 3074628 311,711 619,339 3764875 2424464 - 619,339
1968. « 219,311 240,853 4604164 97,955 2564129 106,080 460,164
1969. « 2674307 48,901 316,208 48,137 268,071 - 316,208
1970« » 397.271 111,399 508,670 231,563 2774107 - 508,670
ToTAL $2,415,235 $2,008,161 $4,423,396 $1,754,764 $24311,000 $357,632 $44423,396
10-YEAR
AVERAGE $ 241,524 $ 200,816 $ 442,340 $ 175,477 $ 231,100 $ 35,763 $ 442,340

@THE ACCOUNTING PROCEDURE USED IN THE JURISDICTIONAL
NUES WERE EQUAL TO TOTAL EXPENDITURES.

HIGHWAY SYSTEM PLANNING PROGRAM ASSUMED THAT TOTAL REVE-~

bTHE COUNTY FISCAL YEAR 1961 EXTENDS FROM JANUARY 1y 1961 THROUGH DECEMBER 31, 1961.

€DUE TO THE ACCOUNTING METHODS UTILIZED BY THE COUNTY, LOCAL FUNDS WERE ASSUMED TO EQUAL THE DIFFERENCE BE-
TWEEN TOTAL REVENUES AND THE SUM OF STATE AND FEDERAL AIDS.

SOURCE-
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pended by Walworth County for highway construc-
tion and maintenance and operation during the
fiscal years 1961 through 1970.

Local Street and Highway Funding

Revenues: Like counties, local units of govern-
ment receive highway revenues from three princi-
pal sources: federal aids, state aids, and local
revenues. Although the proportion of highway
revenues received from each source will vary
from municipality to municipality and from year
to year, the average city, village, or town in
Wisconsin receives about 17 percent of its total
highway revenues from federal aids, about 43
percent from state aids, and about 40 percent
from local revenues., The local revenues are
derived from local tax receipts, which account for
approximately 77 percent and include special
assessments, property taxes from the general
fund, and miscellaneous sources; and bonding,
which accounts for about 23 percent. Tables 25,
26, and 27 indicate the highway and highway-
related revenues for cities, villages, and towns,
respectively, in Walworth County for the fiscal
years 1961 through 1970. It is significant to note
that, unlike towns in certain other counties within
Wisconsin, towns within Walworth County do not

receive aid from the county for construction or
reconstruction of bridges or highways.

Expenditures: Construction costs for streets and
highways under the jurisdiction of a city, village,
or town are paid for entirely by the respective
unit of government unless the local street is on
a federal aid route. Maintenance and operation
costs for all city ard village streets and town
roads, regardless of federal aid designation, are
also paid for by the respective unit of government,
with the unit of government involved generally
performing its own maintenance work. Tables 25,
26, and 27 summarize the expenditures for con-
struction, operation, and maintenance by all cities,
villages, and towns, respectively, in Walworth
County for the fiscal years 1961 through 1970.

Summary of Expenditures

Table 28 provides a summary of all expenditures
for highway construction, operation, and main-
tenance in Walworth County for the calendar years
1961 through 1970. The present participation of
the various levels of government in highway con-
struction and maintenance costs is summarized in
Table 29. It should be noted that, as explained

Table 25

CITY EXPENDITURES AND REVENUES FOR HIGHWAY AND HIGHWAY-RELATED PURPOSES IN WALWORTH COUNTY

FISCAL YEARS 1961-1970
EXPENDITURES® REVENUES®

FISCAL

YEAR MAINTENANCE CONSTRUCTION TOTAL LOCAL FUNDSS STATE AIDS TOTAL
1961%. | s 340,600 $ 2224347 $ 562,947 | $ 414,196 $ 148,751 $ 562,947
1962.. 255,000 210,346 465,346 318,859 146,487 465,346
1963.. 344,615 73,827 418,442 268,354 150,088 418,442
1964.. 340,449 178,738 519,187 361,336 157,851 519,187
1965.. 431,205 126,450 5574655 398,826 158,829 557,655
19664, 470,835 117,088 587,923 405,979 181,944 587,923
1967.. 484,439 106,010 590,449 398,446 192,003 590,449
1968.. 4664175 180,756 6464931 449,560 197,371 646,931
1969.. 418,961 358,253 717,214 558,947 218,267 717:214
1970.. 439,073 245,525 684,598 467,669 216,929 684,598

TOTAL $3,991,352 $ 1,819,340 $ 598104692 | § 440424172 $1,768,520 $ 5,810,692

10-YEAR

AVERAGE $ 399,135 $ 181,934 $ 581,069 | $ 404,217 $ 176+852 $ 581,069

° THE ACCOUNTING PROCEDURE USED IN THE JURISDICTIONAL HIGHWAY SYSTEM PLANNING PROGRAM ASSUMED THAT

TOTAL REVENUES WERE EQUAL TO TOTAL EXPENDITURES.

YTHE CITY FISCAL YEAR 1961 EXTENDS FROM JANUARY 1, 1961 THROUGH DECEMBER 31, 1961

€DUE TO THE ACCOUNTING METHODS UTILIZED BY INDIVIDUAL MUNICIPALITIES, LOCAL FUNDS WERE ASSUMED TO
EQUAL THE DIFFERENCE BETWEEN TOTAL REVENUES AND STATE AIDS.

SOURCE- WISCONSIN DEPARTMENT OF ADMINISTRATION AND SEWRPC.
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Table 26

VILLAGE EXPENDITURES AND REVENUES FOR HIGHWAY AND HIGHWAY-RELATED PURPOSES IN WALWORTH COUNTY
FISCAL YEARS 196i-1970 ’

EXPENDITURES® REVENUES®

FISCAL

YEAR MAINTENANCE CONSTRUCT ION TOTAL LOCAL FUNDSS STATE AIDS TOTAL
19612, $ 137,811 $ 80,934 $ 218745 | $ 138,653 $ 80,092 $ 2184745
1962.. 108,636 69,687 1784323 97,192 81,131 178,323
1963.. 163,747 77,692 2414439 1654942 755497 2414439
1964.. 115,083 37,771 152,854 624952 89,902 152,854
1965.. 1414419 164379 157,798 63,220 94,578 157,798
19664, 1224413 464678 169,091 68,632 100,459 169,091
1967.. 158,086 27,1788 185,874 144700 111,174 185,874
1968.. 164,128 314649 195,777 B8y 745 107,032 195,777
1969.. 183,889 211648 2054537 85,775 119,762 205,537
1970.. 220,709 284264 248,973 125,833 123,140 248,973

TOTAL $14515,921 $ 438,490 $ 129544411 | $ 9714644 $ 982,767 $ 14954411

10-YEAR

AVERAGE $ 151,592 $ 43,849 $ 1954441 | $ 974164 $ 98,277 $ 195,441

@ THE ACCOUNTING PROCEDURE USED IN THE JURISDICTIONAL HIGHWAY SYSTEM PLANNING PROGRAM ASSUMED THAT
TOTAL REVENUES WERE EQUAL TO TOTAL EXPENDITURES.

P THE VILLAGE FISCAL YEAR 1961 EXTENDS FROM JANUARY 1, 1961 THROUGH DECEMBER 31, 196l.

©DUE TO THE ACCOUNTING METHODS UTILIZED 8Y INDIVIDUAL MUNICIPALITIES, LOCAL FUNDS WERE ASSUMED TO
ECUAL THE DIFFERENCE BETWEEN TOTAL REVENUES AND STATE AIDS.

SOURCE-  WISCONSIN DEPARTMENT UF ADMINISTRATION AND SEWRPC.

Table 27

TOWN EXPENDITURES AND REVENUES FOR H!GHWAY AND H!GHWAY-RELATED PURPOSES IN WALWORTH COUNTY
FISCAL YEARS 1961-1970

EXPENDITURES® REVENUES @
FISCAL
YEAR MAINTENANCE CONSTRUCTION TOTAL LOCAL FUNDS® STATE AIDS TOTAL

1961%. | § 492,379 $ 270,481 $ 7624860 | $ 500,562 $ 262,298 $ 762,860
1962.. 460,207 132,714 5924921 364,529 228,392 5924921
1963.. 505,591 515606 557,197 292,258 264,939 537,197
1964ea 524,473 53,302 ST72775 287,856 289,919 577,775
1965.. 618,296 92,776 711,072 432,958 278,114 711,072
1966.. 649,721 112,388 762,109 450,377 311,732 7624109
1967 1,009,864 148,029 1,157,893 833,801 324,092 1,157,893
1968.. 613,966 305,357 919,323 595,049 3244274 919,323
1969.. 751,134 208,846 959,980 632,738 3274242 959,980
1970.. 828,212 82,417 9104629 5834662 3260967 9104629

TOTAL $64453,843 $ 1,457,916 $ 72911759 | $ 4,973,790 $2+937,969 $ 7,911,759

10-YEAR

AVERAGE $ 645,384 $ 145,792 $ 791,176 | $ 497,379 $ 293,797 $ 7914176

° THE ACCOUNTING PROCEDURE USED IN THE JURISOICTIONAL HIGHWAY SYSTEM PLANNING PROGRAM ASSUMED THAT
TOTAL REVENUES WERE EQUAL YO TOTAL EXPENDITURES.

b THE TOWN FISCAL YEAR 1961 EXTENDS FROM APRIL 1, 1960 THROUGH MARCH 31, 1961.

€DUE TO THE ACCOUNTING METHODS UTILIZED BY INDIVIDUAL MUNICIPALITIES, LOCAL FUNDS WERE ASSUMED TO
EQUAL THE DIFFERENCE BETWEEN TOTAL REVENUES AND STATE AIDS.

SOURCE-~ WISCONSIN DEPARTMENT OF ADMINISTRATION AND SEWRPC. -
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above, the actual local share of the construction definition of participating or eligible work items.

costs of state trunk highways and connecting Local participation in past construction projects
streets, although nominally set at 15 percent of within Walworth County has varied from zero to
the cost, may vary considerably depending on the as high as 50 percent of the total cost.

Table 28

EXPENDITURES BY FEDERAL, STATE, COUNTY, AND LOCAL GOVERNMENTS FOR
HIGHWAY CONSTRUCTION, OPERATION, AND MAINTENANCE IN WALWORTH COUNTY

1961-1970
LEVEL OF GOVERNMENT
FEDERAL STATE

CALENDAR o/ OPERATION AND OPERATIGN AND
YEAR CONSTRUCTION MAINTENANCED TOTAL CONSTRUCTION®| MAINTENANCED TOTAL
196leceece $ 398,501 $ - $ 398,501 $ 436,800 $ 1644927 $ 601,727
1962ecece 2644197 - 2644197 1,021,650 195,637 1¢217,287
1963cecse 282,516 - 2824516 930,700 182,820 1,113,520
1964%cceee 263,281 -- 263,281 761,000 199,028 960,028
1965¢ccee 860,766 - 8609766 2+597,650 244,732 29842,382
15660csce 686,507 - 686,507 24097,350 2304664 2,328,014
1967ecees 281665 - 284665 14358,950 250,939 1,609,889
1968cceae 1+533,598 - 1¢533,598 44733,450 2994436 5,032,886
1969 cace 293394540 - 293394540 594904400 340,380 5,830,780
1970cccee 14536,000 -= 1+536,000 7+106,550 349,553 7+456,103
TOTAL $8,193,571 $ - $8,193,571 $2649534,500 $ 2+458,116 $28,992,616

10- YEAR . .

AVERAGE $ 819,357 $ - $ 819,357 $ 296534450 $ 2454812 $ 2,899,262

LEVEL OF GOVERNMENT
COUNTY LOCAL

CALENDAR OPERATION AND OPERATION AND
YEAR CONSTRUCTION® MAINTENANCE® TOTAL CONSTRUCTION®| MAINTENANCE® TOTAL
196lecese $ 265,807 $ 179,191 $ 444,998 $ 4604321 $ 998,064 $ 1,458,385
1962eccee 253,948 210+435 464,383 516,072 847,972 113644044
19630ccee 91,953 156,479 248,432 2634956 979,915 1,243,871
1964cccss 108,881 1714365 2804246 268,539 965,843 1912344382
1965ccacs 224234 250,814 273,048 206,000 1,120,553 193264553
1566ccece 300,922 255,434 5564356 2614445 1,219,400 1,4804845
196Teceee 311,711 307,628 619,339 255,096 1,3824282 1,637,378
1968ccaca 134,773 219,311 354,084 399,766 1,541,193 1,940,959
1969%.ccee 48,901 267,307 3164208 661,130 1,251,108 1,912,238
1970eceee 1114399 397,271 508,670 451,028 1,430,186 1,881,214
TOTAL $1,6504+529 $2,415+235 $4,065,764 $ 3,743,353 $11,736,516 $15,479,869

10 - YEAR

AVERAGE $ 165,053 $ 241,523 $ 406,576 $ 374,335 $ 1,173,651 $ 1,547,986

S CCONSTRUCTION INCLUDES SUCH ITEMS AS EXPENDITURES FOR ENGINEERING COSTS, RIGHT-OF-WAY ACQUISI-
TION, CURB AND GUTTER, SIDEWALKS, STORM SEWERS, INTEREST ON BOND PROCEEDS USED FOR CONSTRUC-
TION PURPOSESs AND QUTLAYS FOR ROADS AND STREETS AND BRIDGES AND CULVERTS.

bTHE OPERATION AND MAINTENANCE CATEGORY INCLUDES SUCH ITEMS AS EXPENDITURES FOR ROAD AND STREET
EXPENSE, BRIDGE AND CULVERT EXPENSE, STREET CLEANING, OILINGy AND SPRINKLING, SNOW AND ICE
REMOVAL, STREET MACHINERY, GENERAL ADMINISTRATION, SIGNS AND GUIDE BOARDS, AND TRAFFIC CONTROL
AND REGULATION DEVICES.

SOURCE- WISCONSIN DEPARTMENT QOF ADMINISTRATION, WISCONSIN DEPARTMENT OF TRANSPORTATION, AND
SEWRPC.
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Table 29

RELATIONSHIP BEIWEEN JURISDICTIONAL HIGHWAY CLASSIFICATION AND AID FORMULAE

FOR CONSTRUCTION AND MAINTENANCE

IN WALWORTH COUNTY:

1971

JURISDICTIONAL NUMBER OF PERCENT OF PARTICIPATION IN PARTICIPATION IN
CLASSIFICATION MILES (1971} TOTAL MILES CONSTRUCTION COSTS MAINTENANCE COSTS
STATE TRUNK HIGHWAYSceceoovessse 176.81 13.70 FREEWAYS AND RURAL 100 PERCENT STATE UNDER CONTRACT WITH
{EXCLUDES CONNECTING STREETS) HIGHWAYS - 100 PER- THE COUNTY, COUNTY [S REIMBURSED ON
CENT STATE BASIS OF ACTUAL MACHINE RENTAL, LABOR,
AND MATERIAL COSTS INCURRED
URBAN HIGHWAYS - 85
PERCENT STATE AND 15
PERCENT CITY OR VIL-
LAGE
CONNECTING STREETSecavccccoccacae 13.81 1.07 85 PERCENT STATE, 15 STATE AID AT THE RATE OF $500 PER MILE
{PORTIONS OF THE STATE TRUNK PERCENT CITY OR VIL- TO THE MAINTAINING MUNICIPALITY, WITH
SYSTEM IN URBAN MUNICIPALITIES) LAGE SATISFACTORY DOCUMENTATION OF MAINTE-
NANCE AND BALANCE OF COST BORNE B8Y MUNIC-
IPALITY
COUNTY TRUNK HIGHWAYScaceevecsse 193.70 15.01 RURAL HIGHWAYS - 100 RURAL HIGHWAYS ~ STATE AID CONSISTING OF
PERCENT COUNTY BASIC $65 PER MILE, ANNUAL APPORT IONMENT
OF $3,500,000 ON BASIS OF MOTOR VEHICLE
REGISTRATEONS AND NONCITY, NONVILLAGE
MILEAGE, AND SUPPLEMENTAL AIDS APPORTION-
ED ON THE BASIS OF AFOREMENTIONED AIDS,
WITH COUNTY FUNDS PROVIDING THE BALANCE
OF COSTS
URBAN HIGHWAYS - 100 URBAN HIGHWAYS - STATE AIDS AS NOTED
PERCENT OF 18 FEET ABOVEs WITH CITY OR VILLAGE MAINTAINING
PLUS A SHARE OF ANY WIDTH IN EXCESS OF THAT WHICH EXISTS ON
ADDITIONAL WIDTH RE- HIGHWAY OUTSIDE OF CORPORATE LIMITS
QUIRED BY THE CITY OR
VILLAGE THROUGH WHICH
SUCH CONSTRUCTION
TAKES PLACE BY COUNTY,
WITH REMAINDER BY CITY
OR VILLAGE
LOCAL STREETS AND ROADSeecscccee 914,70 70.22 100 PERCENT MUNICIPAL STATE ALID PROVIDED AT VARIABLE RATE
FUNDS BASED ON SIZE AND CLASS OF MUNICIPALITY
TOTAL 1,299.02 100.00 - -
FEDERAL AID NUMBER OF PERCENT OF PARTICIPATION IN PARTICIPATION (N
CLASSIFICATION MILES {1971) TOTAL MILES CONSTRUCTION COSTS MAINTENANCE COSTS®

INTERSTATE cacececocsnansesssacen
{PRESENTLY NO ROUTES EXISTING
OR PLANNED WITHIN WALWORTH
COUNTY)

90 PERCENT FEDERAL,
10 PERCENT STATE

100 PERCENT NONFEDERAL

PRIMARY SYSTEMeececeocescconcans
{INCLUDES 67 PERCENT OF STATE
TRUNK HIGHWAY MILEAGE IN WAL~
WORTH COUNTY)

128.38

50 PERCENT FEDERAL.
50 PERCENT NONFEDERAL®

100 PERCENT NONFEDERAL

SECONDARY SYSTEMecescecscccscvan
(INCLUDES 33 PERCENT OF THE
STATE TRUNK HIGHWAY MILEAGE,
T7 PERCENT OF THE COUNTY
TRUNK HIGHWAY MILEAGE, AND 2
PERCENT OF THE LOCAL STREET
AND ROAD MILEAGE)

225.09

17.44

50 PERCENT FEDERAL,
50 PERCENT NONFEDERAL®

100 PERCENT NONFEDERAL

TOPICSececcceccscconvocacssncsce
(AT THE PRESENT TIME NO CITY
OR VILLAGE WITHIN WALWORTH
COUNTY 1S PARTICIPATING IN
THE TOPICS PROGRAM)

50 PERCENT FEDERAL,
50 PERCENT CITY OR
VILLAGE

100 PERCENT NONFEDERAL

TOTAL

353.47

27.39

© FEDERAL AIOS ARE NOT AVAILABLE FOR MAINTENANCE PURPOSES.

BASED ON THE JURISDICTIONAL CLASSIFICATION OF THOSE ROUTES.

PARTICIPATION IN MAINTENANCE FOR ROUTES ON THE FEDERAL AID SYSTEMS IS

b PARTICIPATION IN CONSTRUCTION COSTS IS BASED ON THE JURISDICTIONAL CLASSIFICATION OF THE ROUTE, WITH THE FEDERAL SHARE BEING AP-
PLIED YO THE PARTICIPATION OF THE UNIT OF GOVERNMENT UNDER WHOSE JURISDICTION THE FACILITY LIES.

SOURCE-~
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PLAN RECOMMENDATIONS
AFFECTING HIGHWAY FINANCING

Analysis of the existing highway aid policies and
formulae indicates that two major revisions in
these policies and formulae would be desirable in
order to meet certain basic objectives of the
jurisdictional highway planning effort, namely
abolition of the connecting street concept and
establishment of uniform construction aid for-
mulae and policies. These revisions would affect
any financial analysis of a jurisdictional highway
system plan and, therefore, are considered here.

Proposed Abolition of Connecting Streets

If each of the jurisdictional highway systems is to
function as an integrated subsystem, then the
responsibility for the operation and maintenance
of each of the individual facilities comprising the
subsystem, as well as the design and construction
of these facilities, must ultimately rest with the
level and agency of government having the greatest
basic interest in these facilities. It was, there-
fore, considered essential that the state and
county trunk highway systems each be made con-
tinuous throughout the county and its incorporated
municipalities. The attainment of this subsystem
continuity and the attendant unification of opera-
tion and maintenance, as well as design and con-
struction responsibilities, dictated the need for
abandoning the connecting street concept. In addi-
tion to introducing undesirable discontinuities into
the state trunk highway system and thereby violat-
ing the principles of sound system management,
the connecting street concept creates inequities
in the distribution of maintenance costs. These
inequities result in a shift from the state to the
local units of government of nearly the full burden
of maintaining facilities designed to serve heavy
volumes of fast, through traffic.

The concept of a connecting street dates back to
1917, when a special committee of the State
Legislature was appointed by the Governor to
establish a state trunk highway system. At this
time, the law required 'the system to be laid out
exclusive of any street and road in a municipality
having a population of 2,500 or more by the last
federal census, except that portion of any such
street or highway along which the houses averaged
more than 200 feet apart." Through this provi-
sion, the state trunk highway system was made
continuous through cities and villages with a popu-
lation of less than 2, 500 but not through cities and
villages having a population greater than 2,500,

extending into such cities and villages only to the
point where residential structures existed at an
average spacing of less than 200 feet. Thus these
arterial streets, while being marked and signed
as routes for state trunk highways and carrying
heavy volumes of primarily through traffic, are
not a part of the state trunk highway system within
the more densely populated portions of such cities
in Walworth County as Delavan, Lake Geneva,
Whitewater, and Elkhorn.

Those streets which form the connections between
state trunk highways through cities and villages
are entitled to receive certain allotments from
the net motor vehicles. These allotments were
originally intended as a reimbursement to cities
and villages for the expenses incurred in main-
taining the connecting streets. In 1929, the
amount of the allotment for the maintenance
of connecting streets was established by the
State Legislature at $500 per mile for any por-
tion of a connecting street on the original 1921
federal aid primary system, $400 per mile for
any portion of a connecting street on the original
1921 federal aid secondary system, and $300 per
mile for all other connecting streets. In 1943,
the Legislature established the present allotment
rate of $500 per mile for all connecting streets
regardless of classification. While the cost of
maintaining connecting streets within Walworth
County has increased on an average to more than
six times the $500 allotment over the past 25
years, the maintenance allotment rate per mile
has remained the same. Thus, a major portion of
the burden of maintaining facilities of areawide
importance has been shifted to the local units
of government.

All of the four cities within Walworth County have
connecting street mileage. Of the 11 cities and
villages, 10 have state trunk highway mileage,
with the Village of Sharon having no such mileage.
Table 4 indicates the present distribution of state
trunk highway and connecting street mileage within
Walworth County by municipality. State trunk
highways within Walworth County are maintained
by the county under a maintenance contract with
the state, and all maintenance costs actually
incurred are reimbursed by the state. All con-
necting streets within Walworth County are main-
tained by the local municipality, and as already
noted, an allotment of $500 per mile is paid to the
municipality by the state upon submittal of proper
evidence of maintenance expenditures.
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In the previous chapter, the establishment within
Walworth County of a Type I arterial highway sys-
tem totaling 217 route-miles is recommended. Of
this total, approximately 66 miles would consist
of freeways and the remaining 151 miles of stan-
dard arterials. It is proposed that all Type I
arterials which are also freeways be classified as
state trunk highways, and therefore be maintained
by Walworth County for the Wisconsin Department
of Transportation, Division of Highways. The
remaining proposed Type I arterials should be
constructed and maintained so that adequate capac-
ity, desirable operating conditions, and respon-
sible control of access are provided and preserved
on a regionwide or statewide basis. Toward this
end and in order to ensure a continuous, uniformly
desirable cross section and operating conditions
along all Type I arterials, it is recommended that
the ultimate responsibility for the maintenance
and operation of the Type I arterials rest with the
Wisconsin Department of Transportation, Division
of Highways. All operations or actions that will
have a long-term effect on the traffic capacity and
level of service should be encompassed within
this responsibility.

It is, therefore, recommended that the state trunk
highway system be made continuous through all
incorporated areas within the county and that the
connecting street concept be abandoned. Under
this proposal the State Highway Commission would
continue to contract with the county for mainte-
nance of Type I facilities, with the added option of
contracting directly with the cities and villages
concerned for Type I nonfreeway facility main-
tenance. It is further recommended that the
state reimburse the county, city, or village on
a contractual basis for the cost of the following
"eligible'" maintenance items on the Type I high-
way facilities:

1. Physical maintenance of the roadway pave-
ment surfaces and structures, including
crack sealing, patching, resurfacing, and
curb and gutter repair.

2. Physical maintenance of storm sewers
located within the highway right-of-way,
including cleaning.

3. Snow plowing and ice control between
curbs, including removal of snow at bus
stops, intersections, and at other locations
as required to maintain traffic service.
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4. Physical maintenance of traffic control
devices, including signs, signals, safety
lights, and pavement markings. The cost
of maintaining safety lighting shall be
determined by a proration of costs based
upon the proration of fixtures installed for
traffic service at intersections of two
Type I facilities or at intersections of
Type I and Type II facilities to the total
fixtures along the Type I route.

5. Physical maintenance of existing trees
located within the highway right-of-way,
and mowing grass on medians.

The state would not participate in the maintenance
of sidewalks or driveways, the care of new trees
planted under permit, the care of ornamental
flowers and shrubs, nor in the maintenance of
sprinkler systems or attendant water service.

It is also recommended that the state assume or
continue direct administration of the following
operational control devices on Type I highway
facilities:

1. Issuance of driveway permits.
2. Control of advertising signs.
3. Maintenance of route signs.

4. Establishment of speed zoning.
5. Issuance of special permits.

6. Prohibition of parking, as required, to
provide necessary traffic capacity.

7. Installation of traffic control signals.

The state may, at its option, delegate the admin-
istration of these operational controls to the local
municipalities concerned. Such delegation would
normally parallel contracting for maintenance
service.

Implementation of these recommendations would
not only provide for a more equitable distribution
of the burden of maintaining arterial facilities of
areawide importance, but would also place the
operational control of these facilities in the level
and agency of government that has the greatest
interest in, and the resources available for, these



facilities. In all cases, the decision to delegate
operational and maintenance responsibilities and
authority on the Type I arterial system should
rest with the State Highway Commission.

Because of the close parallel which exists between
the function of the Type I and Type II arterial
systems, it is recommended that county trunk
highways also be made continuous through all
incorporated areas. The county would continue to
maintain the Type II facilities, with the option of
contracting with the cities and villages concerned
for such maintenance on a full-cost reimburse-
ment basis. Eligible maintenance items and oper-
ational control devices would be identical to those
set forth above for the Type I arterials, with the
decision to delegate responsibilities and authority
on the Type II arterial system resting with the
County Highway Committee,

Proposed Revision of Construction Aid

Formulae and Policies

Analysis of the existing aid policies and formulae
also revealed certain inconsistencies and inequi-
ties in the financing of state and county trunk
highway construction projects. As noted previ-
ously, these inconsistencies and inequities relate
to the definition of construction items eligible for
federal and state aids and, in effect, serve to
create varying local cost participation rates for
identical facility-type construction projects. It is,
therefore, considered desirable to modify existing
construction aid policies in order to obtain a uni-
form and more equitable cost-sharing between the
various levels and units of government concerned.

Recognizing that urban municipalities, due to the
character of urban land use development, gen-
erally realize certain nontransportation-related
benefits from the construction or reconstruction
of Type I or Type II highway facilities located
within their boundaries, and recognizing that a
greater proportion of the travel on such urban
facilities will be of an intracommunity nature than
in rural areas, it is considered equitable to
require the cities and villages to participate in
the cost of both state and county trunk highway
improvements. Conversely, because rural munic-
ipalities, due to the character of rural land use
development, generally do not realize the same
nontransportation-related benefits from Type I
and Type I highway facilities located within their
boundaries, and because a greater proportion of
the travel on such rural facilities is of an inter-
community nature, it is not considered neces-

sarily equitable to require such communities to
participate in the cost of state aid county trunk
highway improvements.

It is further considered desirable, in the interest
of equity and sound management practices, to
establish the local participation rate within the
cities and villages of Walworth County at the same
fixed percentage level for both state trunk non-
freeway and county trunk facility construction and
to determine eligible work items on a uniform
basis throughout the county. These modifications
would not only result in a more equitable distri-
bution of construction costs, but would also serve
to simplify programming, scheduling, and financ-
ing of improvements, and would assist city and
village units of government in budgeting for major
highway improvements.

Thus, after careful consideration of alternatives,
it is recommended that a uniform policy of con-
struction aid be adopted for both the Type I and
Type II highway facilities within cities and vil-
lages. This policy should provide for a fixed city
or village contribution of 15 percent of the cost of
all state and county trunk highway construction
projects, with the cost of the construction project
being determined on the basis of the following
participating work items:

1. Right-of-way acquisition.
2. Grading.

3. Construction of pavement base and sur-
face, curb and gutter, retaining walls, and
culverts and bridges.

4. Construction of inlets for surface water
drainage, together with connection to storm
sewer mains.

5. Construction of storm sewer mains nec-
essary for pavement and right-of-way
drainage.

6. Engineering services.
Furthermore, it is recommended that the cost
of construction of the Type I and Type I high-
way facilities in unincorporated areas be borne

entirely by the state and county, respectively.

These recommendations are based, however, on
the assumption that all state and county trunk
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highways in cities and villages will be constructed
or improved utilizing urban cross sections, while
all such highways in towns will be constructed or
improved utilizing rural cross sections. Any
departure from this assumption will require an
adjustment in the recommended policy concerning
local contribution, that is, cities and villages
would not be required to contribute to the cost of
the construction of state and county trunk highways
having rural cross sections within their corporate
limits. Conversely, the construction of state and
county trunk highways having urban cross sections
within a town would require that the town contri-
bute 15 percent of the participating cost of the
improvement.

FINANCIAL ANALYSIS AND FEASIBILITY

Financial Analysis

Having determined that two basic changes in high-
way aid policies and formulae were necessary to
achieve the basic objectives of the jurisdictional
highway planning effort, a detailed financial anal-
ysis of the recommended jurisdictional highway
system plan was made based upon the assumption
that these changes would be effected. The analysis
included consideration of the effects of the pro-
posed plan on highway aids and allotments to the
municipalities comprising Walworth County, as
well as consideration of the costs of plan imple-
mentation and the total revenues which may be
expected to become available over the plan imple-
mentation period.

The Wisconsin Statutes provide for the payment of
certain basic aids and allotments to counties and
municipalities for street and highway purposes.
These are apportioned on the basis of formulae,
involving the type of incorporated area, population,
jurisdictional and total streetand highway mileage,
and motor vehicle registration. The proposed
realignment of the jurisdictional highway systems
in Walworth County will affect the mileage of
state trunk and county trunk facilities within each
municipality in Walworth County, and will conse-
quently result in changes in the basic aids and
allotments for street and highway purposes paid to
each municipality and to the county itself.

The effect of the proposed realignment of the
jurisdictional highway systems within Walworth
County on highway aids and allotments is sum-
marized in Table 30, This table indicates the
recommended change in jurisdictional highway
mileage within each municipality within the county,
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the corresponding changes in basic aids and
allotments, and the changes resulting from the
proposed abandonment of the connecting street
concept. It should be noted that the table provides
comparative data for the existing 1971 situation
and for the existing street and highway system as
the implementation of the jurisdictional highway
system plan would have affected the distribution of
state aids in 1971. The table also shows com-
parative figures for the final (1990) stage in the
implementation of the recommended jurisdictional
highway system plan, and includes estimates of
the probable effects of anticipated increases in
local street mileage resulting from new land use
development within the county and of anticipated
increases in motor vehicle registrations.

Table 30 indicates that, as a result of the recom-
mended jurisdictional realignment for 1973 as the
initial step toward the 1975 stage of the plan, a
reduction in the local street aids and allotments
paid to units of government in Walworth County of
approximately $31,200 per year could be expected.
This reduction in aids and allotments is due to a
3.93-mile reduction in city and village street
mileage, the result of recommended 3.43-mile
and 0.50-mile increases in the county and state
trunk highway system mileages, respectively,
within those cities and villages; a decrease of
22.21 miles of town roads, the result of recom-
mended 16.17-mile and 6. 04-mile increases in
the county and state trunk highway system mile-
ages, respectively, within the towns; and a rec-
ommended 13.81-mile increase in the state trunk
highway system mileage with a concomitant reduc-
tion of the amount of money available for supple-
mental aids and allotments due to the statewide
effect of abolishing the connecting street concept
and the corresponding increase in state main-
tenance costs. The proposed abolition of the
connecting street system would result in the elim-
ination of the connecting street allotment of $500
per mile, or a further reduction of aids and allot-
ments paid to the municipalities in Walworth
County of approximately $6,900 per year. The
proposed jurisdictional realignment would thus
result in a total decrease in state aids paid to
municipalities of about $38, 100 per year.

It should be noted, however, that the transfer of
arterial mileage from the local trunk highway
system to the county and state trunk highway
systems, while reducing the amount of local street
aids and allotments to local units of government,
also reduces the financial responsibilities of the



Table 30

HIGHWAY AND HIGHWAY-RELATED AIDS AND ALLOTMENTS RETURNED TO MUNICIPALITIES IN WALWORTH COUNTY
1971, 1973, and 1990

CURRENT JURISDICTIONAL HIGHWAY SYSTEM— 1971

NUMBER OF MILES
STATE TRUNK CONNECTING
CONNECTING | COUNTY LOCAL | LOCAL STREET AIDS PRIVILEGE STREET STATE TRUNK HIGHWAY
CIVIL DIVISION FREEWAY | NON-FREEWAY STREET TRUNK | STREET AND ALLOTMENTS HIGHWAY TAX | ALLOTMENTS MAINTENANCE
CITIES
DELAVANGceanaas - 0.75 3.26 - 20.51 $ 38,142 $ 13,281 $14630 $ --
ELKHORN<scaavae 0.74 1.63 2.80 1.72 18.45 34,312 14,898 1,400 -
LAKE GENEVA«ee. - 1.15 3.75 1.87 22.52 414509 14,123 1+875 -
WHITEWATER cceas - l.68 4.00 0.25 27.49 50,622 154628 24000 -
SUBTOTALaeess 0.74 5.21 13.81 3.84 88.97 164,585 574930 64905 -
VILLAGES
DARIEN.cccnacaae - 2.20 - - 3.83 $ 62874 $ 2,799 $ - s -
EAST TRO - 2.77 - 026 T.48 134424 Se160 - -
FONTANA... - 1.12 - 0.37 14.23 254539 3,624 -= -
GENDA C17Y - - - 2.62 460 85256 4,051 - -
SHARON.a o - - - 2425 6.16 11055 2612 - it
WALWGRTH. . - 2.30 - 0.16 6.93 12,437 449515 et -
WILL{AMS BAY... - 1.48 - - 12.96 23,259 4,180 - -
SUBTOTAL.eewes - 9.87 - 5.66 56.19 100,844 264941 - -
TOWNS
BLOOMFIELDeesee 7.63 1.07 - 18.17 77.50 $ 28,407 $ 5,842 $ - $ --
DARIENeaecacecns - 16.87 - 10.99 38.58 144142 3,887 - -
- 11.06 - 10.08 47.48 17,403 84534 - -
- 14.65 - 6.91 48.11 17,634 54540 - -
b.74 7.62 - 13.35 67.52 24,4749 65347 -- -
1.53 12.00 - 4e43 36.15 13,251 3,631 - -
LA GRANGE.. - 12.36 - 9.75 55.10 20,197 34147 - -
LiNNeeocaae - 5.79 - 11.78 54.45 19,958 41807 - -
LYONS.eus 2.57 l4.11 - 2.02 48.68 17,843 54622 - -
RICHMOND. - 6.45 - 13.97 46.20 164935 3,269 - -
SHARONa s seeoees - 2.72 - 19.54 41.20 15,101 22647 - -
SPRING PRAIRIE. - 6.28 - 17.30 33.15 124151 3,367 - -
SUGAR CREEK.sss - 3.49 - 21.68 50.53 18,521 54592 - -
TROYeseae - - 10.09 - 11.32 33.62 12,323 2,978 - -
WALWORTH. yeaeae - 7.82 - 6.91 40.11 14,702 39544 - -
WHITEWATERe s ea™ - 10.14 - 6.00 42,55 154597 24865 - -
SUBTOTALecoes 18.47 142,52 - 184.20 | 760.93 278,914 714619 - -
WALWORTH
COUNTYe.veurasns - - - - - $ 287,758 s - $ -- $380+936
TOTAL 19.21 157.60 13.81 193.70 | 906.09 $ 832,101 $156,490 $64905 $380,936
INITIAL JURISDICTIONAL REALIGNMENT- 1973
NUMBER OF MILES
STATE TRUNK CONNECTING
CONNECTING | COUNTY LOCAL | LOCAL STREEY AIDS PRIVILEGE STREET STATE TRUNK HIGHWAY
CIVIL DIVISION FREEWAY | NON-FREEWAY STREET TRUNK | STREET AND ALLOTMENTS HIGHWAY TAX | ALLOTMENTS MAINTENANCE
CITIES
DELAVAN G cececaas - 4.01 - 1.55 18.96 $ 34,4199 $ 13,281 $ - $ 154650
ELKHORN.scaswee 0.74 4.21 - 2.13 18.26 32,936 14,898 - 12,380
LAKE GENEVA.... - 4.90 - 1.87 22.32 40,260 144123 - 18,000
WHITEWATER. . - 5.68 - 1.67 26.07 469729 15,628 - 19,200
SUBTOTALeeees 0.74 18.80 - T.22 85.61 154,124 57,930 - 6549230
VILLAGES
DARIEN... - 2.20 - 0.00 3.83 $ 61659 $ 2,799 $ -- $ -
EAST TROY .. - 3.49 i 0.31 6.71 11,666 5+160 - -
FONTANAccecnenn - 1.12 - 0.37 14.23 244741 3,624 - -
GENGA CITY..... - C.00 -- 2.62 4460 74998 4,051 - -
SHARON... - 0.00 - 2.25 6.16 10,710 2,612 - -
WALWORTHawww - 2.30 - 0.16 6.93 12,049 4,515 - -
WILLIAMS BAY - l.48 - 0.00 12.96 22,532 44180 - -
SUBTOTALecnee - 10.59 - 5.71 55.42 96+355 264941 - -
TOWNS
BLOOMFIELDecaes T7.63 1.07 - 24.62 71.05 $ 25,386 $ 5,842 $ - s -
- 16.87 - 7.96 4l.61 144867 3,887 - -
- 11.06 - 11.23 46433 16,554 8,534 - -
4.30 12.60 - 1G.38 46.69 16,682 5¢540 -- -
6.74 7.55 - 16.15 64,79 23,149 69347 - -
1.53 12.00 - Het3 36.15 12,916 3,631 - -
- 12.36 - 9.29 55.56 19,852 3,147 - -
- 5.83 - 11.49 54.70 19,544 49807 -- -
2457 16,13 - 5.09 43.59 15,575 54622 - -
- 6.45 - 11.57 48.60 174365 3,269 - -
SHARONeveononee - 2.72 - 19.47 41.27 14,746 24647 - -
SPRING PRAIRIE. - 12.38 - 11.70 32.65 11,666 34367 - -
SUGAR CREEK. et 3.49 - 18.28 53.93 19,269 54592 - -
TROYeoosoas - 10.09 - 12.43 32.5% 11,616 2,978 -- -
WALWORTH.. W - T.82 - 10.65 36437 12,995 3,544 - -
WHITEWATER<.w - 10.14 - 15.63 32.92 11,762 24865 - -
SUBTOTAL.. 22.77 148.50 - 200.37 | 738.72 263,944 714619 - -
WALWORTH
COUNTY o novanes - - - - - $ 2864496 5 - $ -- $3804+936
TOTAL 23.51 177.95 - 213.30 | 879.75 $ 800,919 $1564490 $ - $4464 166
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Table 30 (continued)

RECOMMENDED JURISDICTIONAL HIGHWAY SYSTEM- 1990

NUMBER OF MILES
STATE TRUNK CONNECT ING
CONNECTING | COUNTY LOCAL | LOCAL STREET AlOS PRIVILEGE STREET STATE TRUNK HIGHWAY
CIVIL DIVISION FREEWAY | NON-FREEWAY STREET TRUNK | STREET AND ALLOTMENTS HIGHWAY TAX [ ALLOTMENTS MAINTENANCE
CITIES
CELAVAN. - 2.62 - 3.09 24485 $ 73,822 $ 24,720 s $ 12,226
ELKHORNeeccnoen 2.38 3.28 - 2.98 27.87 82,799 22,344 144679
LAKE GENEVA.... - 3.78 - 4.23 40.83 1214322 25,364 184535
WHITEWATER v e0e - 5.27 - 0.87 32.66 T1:496 184635 23,299
SUBTOTAL...we 2.38 14.95 - 11.17 | 126.21 349,439 91,063 - 68,739
VILLAGES
DARIENeccescnesns - 1.12 - 1.08 6.83 $ 194661 $ T.611 $ - $ -
EAST TROYeoenea - 2.05 - 1.75 10.11 29,103 9,712 -- -
FONTANAcesoceee - 125 - 0.37 17.20 494513 Teb4? - ~-=
GENDA CITY..... - - - 2.62 5.70 164408 44992 - -
SHARON«ceccraase - - -— 2.25 B.66 244929 69956 - -
WALWORTHevoenas - 2.30 - - 12.63 364357 10,885 - -
WILLIAMS BAY... - 3.02 - O.16 23.36 6€Ty245 10,421 - -
SUBTOTAL.eaes - 9.74 - 8.23 84.49 263,216 584024 - -
TOWNS
BLOOMFIELDeness 7.93 1.60 - 30.03 71.84 s 404542 $ 64499 $ -- $ -~
DARIENesaccenas 6.60 12.03 - 12.65 41.72 23,544 2,367 - -
DELAVANscaacese 6.70 6.87 b 14.99 48.23 27,218 8,124 - -
EAST TROYeeaoaeo 7.40 6.80 - 15.77 47.62 264874 6,081 - -
GENEVAcwoecnaana 6,74 553 - 18.70 61.10 34,481 51524 - -
LAFAYETTEccaeae 8.53 6.95 - 14.97 33.38 18,838 2,321 - -
LA GRANGE 3.20 12.36 - 9.29 56.07 31,642 3,249 - -
LINN.. - 5.50 - 12.49 53.86 304395 5:617 gl bl
LYONS..3 2.57 19.88 - 5.58 48459 27,421 49456 - -
RICHMOND - 6.45 - 11.40 49.58 274980 3,017 - -
SHARON. . . -— 1.56 - 20.63 41.59 23,471 2,321 - -
SPRING PRAIRIE. - 13,60 - 11.51 33.73 19,035 2,785 - -
SUGAR CREEK 5.80 3.49 - 17.94 59.43 33,539 59570 - -
TROYeaseo 0.50 7.05 - 15.47 32.74 18+476 2,785 - -
WALWORTH. . - 7.19 - 10.65 35.78 20,192 2,321 - -
WHITEWATEReeese T.40 9.73 - 16.54 39.44 22,258 42990 - -
SUBTOTAL.cee. 63.37 126.59 - 238.61 | 754.70 425,906 68,027 - -
WALWORTH
COUNTY......... - - - - - $ 488,019 s - $ - $569,+351
TOTAL 65.75 151.28 -— 258.01 | 965.40 $1+506,580 $2179114 $ -- $6384 090

‘Beginning in 1972 that allotment known as the privilege highway tax no longer will be returned directly to the city, village, or town in which the
vehicle for which licensing fees are paid is garaged, but rather will be co-mingled in the municipal and county shared tax account with other shared
taxes for distribution as a shared revenue essentially on a per capita basis. It is estimated in 1973 that the net effect of this change in the
method of distributing the privilege highway tax will result in a slight reduction--about 6 percent--in the amount of aid from this source received
by Walworth County and its constituent local units of government. This reduction is due to the fact that the distribution of population throughout
the state is not identical to the distribution of motor vehicles. By 1990 it is estimated that this change in the method of distributing the
privilege highway tax will result in a net loss of about 8.5 percent to the county and its communities. Inaddition, these funds will be co-mingled
with other revenue sharing funds and will not, therefore, be specifically identified as the local government share of the privilege highway tax.
The effect of this change in the method of distributing the privilege highway tax should not substantially affect the financial analyses relating
to the Walworth County jurisdictional highway system plan presented in this chapter. The amounts shown for the privilegde highway tax in this table
are based upon the old method of distributing this tax, and can be expected to vary slightly as the new method is implemented.

SOURCE~ WISCONSIN DEPARTMENT OF TRANSPORTATION AND SEWRPC.

local units of government for the planning, design, It was recognized that policy change affecting the
construction, operation, and maintenance of the status of the connecting streets would have to be
transferred arterial facilities. administratively feasible on a statewide basis. In

order for the state to reimburse the maintaining
The abandonment of the connecting street concept agencies for actual maintenance costs on all state
and the establishment of a continuous state trunk trunk highways, sufficient monies for this purpose
highway system through incorporated areas, how- would have to be withheld prior to the allotment of
ever, would allow the state to reimburse the supplemental aids. Figure 9 provides a graphic
maintaining agencies for the actual costs incurred summary of the distribution of total motor vehicle
in the maintenance of state trunk highways. Table revenues in Wisconsin as provided by the state
30 indicates that the increase in maintenance aids statutes. It is evident from this diagram that,
which may be expected to accrue to municipalities with the exception of a portion of the supplemental
in Walworth County as a result would be approxi- motor fuel tax,'® the supplemental aids are appor-

mately $65,200 per year. Thus, implementation
of the recommended jurisdictional highway system

1 . . . .
lan could be expected to result in a net increase O‘Sectzon 20.420 of the Wisconsin Statutes provides
p ou Xpec 0 ulil in nc that 50 percent of the net receipts of the two-cent-

of highway aids and allotments paid to municipali- a-gallon supplementary motor fuel tax enacted in 1955
ties within Walworth County of approximately be apportioned to local units of government as a part
$27, 100 per year for the year 1973. of the supplemental aids.
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Figure 9

DISTRIBUTIOR OF TOTAL MOTOR VEHICLE REVENUE IN WISCONSIN: 1970
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9@ Beginning in 1972, those portions of the motor vehicle registration fees historically returned to local units of government known as “privilege

highway taxes” will be placed in the municipal and county shared tax account for distribution essentially on a per capita basis pursuant to formulas
set forth in Chapter 79 of the Wisconsin Statutes.

Source: Wisconsin Department of Transportation.




tioned after all other disbursements from the total
highway fund have been made. Thus, the portion
of the supplemental aids affected by changes in the
connecting street concept actually consist of the
remainder of highway revenues after all other
statutory disbursements have been made and,
as such, are shown as disbursements from the
bottom of the pooled revenue depository. It is
further evident from the diagram that, as changes
in other statutory disbursements are made, the
resulting remainder available for distribution will
change. The effect of such changes on the aids
and allotments available to municipalities in Wal-
worth County may be expected to result in a
reduction of $21, 800 per year in local street aids
and allotments. Because this process of redis-
tribution provides for the withholding of suffi-
cient funds to reimburse actual maintenance costs
accrued on all state trunk highways, however, the
net effect of the plan recommendations on Wal-
worth County would be to increase aids by $27, 100
per year, as previously stated.

It should be noted that the forecast of aids and
allotments returned to municipalities, as shown in
Table 30, for 1990 are based upon forecast 1990
city and village corporate limits and a conserva-
tive estimate of expected increases in motor fuel
taxes collected due to increased travel within
the state.

Financial Feasibility

The financial feasibility of the recommended
jurisdictional highway system plan was evaluated
by comparing estimated plan implementation costs
with anticipated highway revenues. The evaluation
was based upon three assumptions: that the pre-
ceding recommendations concerning the abandon-
ment of the connecting street concept will be
adopted and implemented, that the preceding rec-
ommendations concerning the adoption of uniform
construction aid formulae and policies will be
adopted and implemented, and that the recom-
mendations concerning the realignment of the
federal aid systems set forth in Chapter VI of this
report will be adopted and implemented.

Estimates of the cost of constructing and main-
taining the total street and highway system within
Walworth County through the plan design year of
1990 were prepared by applying unit improvement
and maintenance costs to the existing and pro-
posed arterial, collector, and local (land access)
street mileage, These cost estimates were then
compared with a forecast of highway revenues
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which could reasonably be expected to be received
over the plan implementation period. The revenue
forecasts were based upon an extrapolation of
historic highway expenditures within Walworth
County. Because the historic record of highway
expenditures at the local level did not permit
accurate separation of the costs attendant to the
construction and maintenance of arterial facilities
from those attendant to nonarterial facilities, con-
struction and maintenance costs for nonarterial
facilities were estimated and included in the total
plan implementation cost.

Estimated Cost of Arterial System: As described
in Chapter VI of this report, the jurisdictional
highway system plan set forth in this report rec-
ommends a typical cross section for each link in
the total arterial street and highway system.
Representative unit construction and maintenance
costs were prepared for each typical cross sec-
tion used, as shown in Appendix B of this report.
The jurisdictional highway system plan, by incor-
poration of these recommended typical cross sec-
tions, reflects estimated arterial highway needs
through the plan design year of 1990. The total
cost of plan implementation could thus be calcu-
lated by totaling, from the coded network maps,
the route mileage of each typical cross section
included in the plan, multiplying this mileage by
the unit construction and maintenance costs atten-
dant to the typical cross sections, as shown on the
jurisdictional highway system plan map.

The unit cost data for each typical cross section
were developed from analyses of actual cost data
provided by the District Office of the Division of
Highways, and reflect recent experience in areas
of development similar to Walworth County. It
should be noted that these unit costs, in 1970
dollars, range from 15 percent to 35 percent less
than comparable unit costs adjusted to 1970 dol-
lars for construction and maintenance of com-
parable cross sections in Milwaukee County, as
shown in Appendix A of SEWRPC Planning Report
No. 11, A Jurisdictional Highway System Plan for
Milwaukee County. The principal reasons for
these lower unit costs in Walworth County are
lower traffic volumes resulting in lower mainte-
nance costs, and lower right-of-way acquisition,
utility relocation, labor, and material costs en-
countered in the construction of new facilities or
in the improvement of existing facilities. It should
be further noted that the cost of resurfacing
the minimum two-lane rural cross section (see
Appendix B) has been adjusted to include minor




reconstruction for spot improvement of horizontal
and vertical alignment and of intersections.

The resulting total arterial plan implementation
costs are summarized by jurisdictional subsystem
in Table 31. The plan implementation costs are
expressed in terms of 1970 unit prices and total
approximately $112 million for the entire arterial
system, including approximately $93 million for
construction and $19 million for maintenance
costs. The breakdown of these costs by level of
government is shown in Table 32. Appreciating
these costs at a rate of 4 percent per year to 1990

Table 31

PLAN IMPLEMENTATION COSTS FOR THE
WALWORTH COUNTY JURISDICTIONAL HIGHWAY
SYSTEM PLAN BY JURISDICTIONAL SUBSYSTEM

1970-1990

PLAN IMPLEMENTATION COSTS

JURISOICTICNAL

SUBSYSTEM CONSTRUCTICON | MAINTENANCE TOTAL

ARTERIAL
TYPE | {STATE TRUNK)eooan $ 74,142,000 [ $11,841,700 |$ 85,983,700
TYPE Il (COUNTY TRUNK)... 14+890,9C0 740864500 2149774400
TYPE 1I1 (LOCAL TRUNK)a.. 34598,400 4664100 490644500

SUBTOTALccecesnccncccns 924631,300 194394300 | 112,025+600

NONARTERIALecoccsscccncccna |$ 1259104400 | $215441,200 |$ 34,351,600

TOTAL STREET ANC

HIGHWAY SYSTEM $1059541,700 | $40,835,500 [$146,377,200

SOURCE~ SEWRPC.

Table 32

PLAN IMPLEMENTATION COSTS FOR THE
WALWORTH COUNTY JURISDICTICONAL HIGHWAY
SYSTEM PLAN BY LEVEL OF GOVERNMENT
1970-1990

in order to allow for rising land, labor, and
material costs results in a total estimated arterial -
plan implementation costof $167 million, including
construction costs of $138 million and maintenance
costs of $29 million.

Estimated Cost of Nonarterial System: Construc-
tion and maintenance needs for nonarterial streets
and highways and collector and local (land access)
streets over the plan implementation period were
also estimated, utilizing unit construction and
maintenance cost data developed from information
provided by local units of government. These unit
cost data were expressed separately for the urban
(cities and villages) and rural (towns) areas of the
county, as shown in the typical cross sections for
urban and rural nonarterials in Appendix B. The
mileage of new facilities was calculated by apply-
ing the appropriate factors representing the por-
tion of land normally devoted to collector and
local'? streets under good land subdivision prac~
tice to the total land area to be converted from
rural to urban use within each municipality in
Walworth County over the plan design period.
Since there is relatively no difference between
collector and local street cross sections in rural
areas, the same unit costs were utilized for
the aggregate of all rural nonarterial mileage.
Although different collector and local street cross
sections are used within the various cities and
villages in Walworth County, these differences
were not considered significant, and the same unit
costs were utilized for the aggregate of all urban
nonarterial mileage.

PLAN IMPLEMENTATION COSTS

LEVEL OF GOVERNMENT CCNSTRUCTION | MATINTENANCE TOTAL

ARTERIAL SYSTEM
STATE
TYPE 1 (STATE TRUNK).oeoo|$ 7248705400 | $11,841,700(3 84,712,100

TYPE 11 {CCUNTY TRUNKJ... 1,195,000 - 141954600
SUBTOTAL.cees esessvecns 74,0654400 11+841,700 85,907,1CC
COUNTY
TYPE IT {COUNTY TRUNK)e..|$ 13,058,000 |$ 7,086,5C0($ 20,144,5C0
CiTy .
TYPE 1 (STATE TRUNK)aseas |$ 739,200 (s - $ 739,200
TYPE 11 (COUNTY TRUNK}... 473,800 - 473,800
TYPE 111 (LOCAL TRUNK)... 24865,400 448,C00 35343,400
SUBTOTALecenenccanaana . 4,108,400 448,C00 4+556,400
VILLAGE
TYPE | (STATE TRUNK}asaeo $ 532,400 | 8 - $ 532,400
TYPE II {COUNTY TRUNK}e.a 164,100 - 164,100
TYPE I1I (LOCAL TRUNK)... 703,0C0 18,100 721,100
SUBTCTALeceseveccnencae 14399500 184100 1,417,600
TCTAL $ 924631,300 | $19,394,300|$112,025,600
NONARTERIAL SYSTEM
[ § B B R P ssescee |$ 29683,600 ($ 5463994008 8,323,C00
VILLAGEeceascene 14769,700 3+809+600 5¢579+300
TOWNecaeaasavecnnes By45741C0 114992,200 2044495300
TOTAL $ 12,910+400 | $21+441.+2C0| % 34,351,600

TOVAL STREET AND

HIGHWAY SYSTEM $1054541,700 | $40,835,500|$146,377,2C0

SOURCE- SEWRPC.

11Cb11ector streets were assumed to occupy 2.3 percent
of high-density and 1.5 percent of medium- and low-
density, fully developed urban areas, and have a rec-
ommended right-of-way width of 80 feet. Accordingly,
a factor of 1.5 miles per square mile was applied to
anticipated new high-density development, and 1.0 mile
per square mile to anticipated new medium- and low-
density development to obtain corresponding collector
street mileage.

12Local (land access) streets were assumed to occupy
17.8 percent of high-density, 17.0 percent of medium-
density, and 14.2 percent of low-density, fully devel-
oped urban areas, and have a recommended right-of-way
width of 60 feet. Accordingly, factors of 15.7 miles
per square mile, 15.0 miles per square mile, and
12.5 miles per square mile were applied to anticipated
new high-, medium-, and low-density development,
respectively, to obtain corresponding local (land
access) street mileage.
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The construction cost estimates for nonarterial
streets within cities and villages were based on
the following assumptions: all new nonarterial
facilities would be constructed at the cost of the
developer, approximately 10 percent of all exist-
ing nonarterial facilities would require recon-
struction, approximately 40 percent of the existing
nonarterial mileage would require resurfacing,
and the remaining 50 percent would require main-
tenance only during the planning period.

The assumptions upon which estimates of con-
struction costs for nonarterial streets and high-
ways within the towns were based are as follows:
all new nonarterial facilities would be constructed
at the cost of the developer, approximately 10
percent of all existing nonarterial facilities would
require reconstruction, approximately 40 percent
of all existing nonarterial facilities would require
resurfacing, and 50 percent would require only
maintenance during the planning period.

The estimated construction and maintenance costs
for new and existing nonarterial facilities through
the plan design year of 1990 are summarized in
Table 31. Expressed in terms of 1970 prices,
costs total approximately $34 million, of which
$13 million is for construction and $21 million is
for maintenance. The breakdown of these costs
by level of government is shown in Table 32.
Appreciating these costs to the year 1990 at a rate
of 4 percent per year to allow for rising land,
labor, and material costs results in a total esti-
mated nonarterial improvement implementation
cost of $50 million, including construction costs of
$19 million and maintenance costs of $31 million.

Thus, the total cost of full plan implementation
over the 20-year plan implementation period
extending from 1970 to 1990 was estimated at
$146 million based on 1970 prices, of which
$105 million was for construction and $41 million
for maintenance. The corresponding inflated total
implementation cost is $217 million, of which
approximately $157 million is for construction and
$60 million for maintenance.

Estimated Revenues: Anticipated revenues avail-
able for highway purposes within Walworth County
over the plan implementation period were esti-
mated from an analysis of the rate of expenditure
for highway and highway-related purposes within
Walworth County from 1961 through 1970. A sum-
mary of the 10-year expenditures for highway
construction and maintenance within Walworth
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County was presented in Table 28 of this report.
An estimate of anticipated revenues was prepared
by projecting the current rate of expenditure, as
developed for local sources on a per capita basis,
over the plan implementation period. Assuming
that no new revenue sources would become avail-
able for highway purposes, it was estimated
that $148" million could be expected to become
available for highway purposes over the plan
implementation period. Since the total costs of
implementing the street and highway plan were
estimated to be $146 million, it was concluded that
implementation of the recommended jurisdictional -
highway system plan was financially feasible.

It should be noted, however, that with the recom-
mended transfer of local trunk arterial street and
highway system mileage to the county and state
trunk highway systems, thereby reducing the local
responsibility for highway facility design, con-
struction, operation, and maintenance, a concomi-
tant adjustment of highway revenue distribution
will be required.

It should also be noted that neither appre-
ciated plan implementation costs nor appreciated
revenues were used in the comparison; a valid
procedure, since any inflation of implementa-
tion costs may be expected to be offset by a cor-
responding inflation in revenues. The amount
of monies available for highway expenditures
may be expected to increase, not only because

13 1t should be noted that the portion of estimated
revenues for the 20-year plan implementation period
which are comprised of state aids were based on the
motor vehicle distribution formulae in effect as of
January 1, 1971, and as such include an estimate of
the privilege highway tax which could be anticipated
to be returned to municipalities within Walworth
County. Subsequent to the financial analyses for this
study, the Wisconsin Legislature enacted Chapter 125
of the Wisconsin Laws of 1971 which directs that the
privilege highway tax no longer be allotted directly

to the unit of government from which the motor vehicle
registration and licensing fees were derived, but
rather be placed in the county and municipal shared
tax account for distribution essentially on a per
capita basis. The estimated net effect of this change
to Walworth County, based on the method for the dis-
tribution of shared revenues (Chapter 79, Wisconsin
Statutes) would be a reduction of about $300, 000, or
about 0.2 percent of the total anticipated revenues,
over the 20-year plan implementation period, totaling
about $15,000 per year.



of the effects of inflation but also because of
increasing motor vehicle registrations and motor
vehicle utilization,

SUMMARY

This chapter has explored the financial feasi-
bility of the recommended jurisdictional highway
plan for Walworth County. This exploration has
required a description of the existing highway aid
structure and the two major revisions in this
structure being recommended in order to meet
the basic objectives of the jurisdictional highway
planning effort; namely, the abandonment of the
connecting street concept and the adoption of uni-
form construction aid formulae and policies for
state and county trunk highways. The analysis
indicated that the recommended plan is financially
feasible without new sources of highway revenues
for the county as a whole.

Total plan implementation costs, including con-
struction and maintenance of collector and minor
land access as well as arterial facilities, was
estimated at $146 million over the 20-year plan
implementation period. Anticipated revenues for
highway purposes over this same period were
estimated at $148' million, leaving $2 million for
other street and highway purposes such as mass
transit system development, highway landscaping
and beautification programs, safety improvement
programs, automated and computerized traffic
operation, communication and control systems,

" Ibid,

lighting, parking, and administrative costs, none
of which are included in the plan implementation
cost estimates.

It should be further noted in this respect that it is
extremely difficult to forecast revenues which
may become available for highway purposes over
the 20-~year plan implementation period. This
difficulty is due not only to the length of the fore-
cast period involved and the unpredictable changes
which may occur during this period in such impor-
tant factors affecting highway revenues as the
general level of economic activity, a shifting of
priorities in the expenditures of public funds to
such items as housing and mass transit, and
major changes in the structure of highway aid
formulae which will come about upon expiration
of the massive interstate highway construction
program; but also the changing of corporate limits
and concomitant changes of responsibilities for
those existing town roads which would fall within
the new city or village corporate limits. Because
of these difficulties, the historic trend of expen-
ditures for highway purposes within Walworth
County had to be used to forecast future revenues.
On this basis, the historic participation at the
federal level in construction aids for secondary
and primary federal aid routes was incorporated
in the forecasts.

It should be noted that while the financial analysis
of the plan is feasible for the county as a whole,
some disparity in the distribution of resources
may exist initially between the county and local
levels of government relating to the transfer of
local trunk facilities to the county trunk system,
and relating primarily to the nonarterial streets
and highways within the municipality and the level
af service required by its populace.
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Chapter VIII

PLAN IMPLEMENTATION

INTRODUCTION

Implementation of the recommended jurisdictional
highway system plan described in the preceding
chapters of this report would provide Walworth
County with integrated state, county, and local
trunk highway systems able to effectively meet
existing and anticipated future travel demands at
an adequate level of service. It would, in addition,
assist in achieving a more efficient design, con-
struction, maintenance, and operation of the total
arterial street and highway system; a more equi-
table distribution of highway improvement and
maintenance costs; and the intergovernmental
coordination necessary to the efficient and effec-
tive provision of highway transportation facilities
and services within Walworth County.

In a practical sense, the recommended plan is not
complete until the steps required for its imple-
mentation are specified. This chapter, therefore,
is presented as a guide for use in the implementa-
tion of the recommended jurisdictional highway
system plan. Basically, it outlines the actions
which must be taken by the various levels and
agencies of government concerned if the recom-
mended jurisdictional highway system plan is to
be fully carried out. Those units and agencies of
government which have plan adoption and plan
implementation powers applicable to the recom-
mended plan are identified, necessary formal
plan adoption actions are specified, and specific
implementation actions are recommended with
respect to development of the jurisdictional sub-
systems comprising the total arterial street and
highway system within Walworth County.

The plan implementation recommendations are, to
the maximum extent possible, based upon and
related to existing governmental programs and
predicated upon existing state enabling legiglation.
Certain changes in the state enabling legislation,
however, are recommended as deemed neces-
sary to implement fully the recommended plan.
Because of the ever-present possibility of unfore-
seen changes in economic conditions, state and
federal enabling legislation, and governmental and

fiscal policies, it is not possible to declare once
and for all time exactly how a process as com-
plex as highway plan implementation should be
administered and financed. It will, therefore, be
necessary to update periodically not only the
recommended jurisdictional highway system plan
itself but the recommendations contained herein
for implementation of this plan.

BASIC PRINCIPLES AND CONCEPTS

It is important to recognize that plan implementa-
tion measures must grow out of adopted plans.
Thus, action policies and programs must be pre-
ceded by plan adoption and should emphasize the
most important and essential elements of the
plan and those areas of action which will have
the greatest impact on achieving the objectives
expressed in the plan. With respect to the rec-
ommended jurisdictional highway system plan,
primary attention in plan implementation should
accordingly be focused upon coordinated develop-
ment of the Type I (state trunk) highway and
Type II (county trunk) highway networks. These
two arterial subsystems together provide the
basic framework for the provision of essential
highway transportation services within Walworth
County, not only satisfying almost 90 percent of
the total traffic demand within the county but also
providing the highest level of highway transporta-
tion service and accommodating the longest trips.
Plan implementation, therefore, should focus pri-
marily on these two subsystems, particularly with
respect to the attainment of the recommended
location, capacity, and timing of improvements,
leaving implementation of the Type III (local
trunk) system to the local units of government.
This is not to be interpreted, however, to mean
that improvement of the Type I (local trunk)
facilities need not be fully coordinated with devel-
opment of the Type I (state trunk) and Type U
(county trunk) highway systems, but only that
primary attention in plan implementation should
be focused on facilities of areawide importance—
the state and county trunk highways—leaving
greater flexibility for the improvement of facili-
ties of primarily local importance.
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PLAN IMPLEMENTATION ORGANIZATIONS

Full implementation of the recommended jurisdic-
tional highway system plan will be dependent upon
coordinated action by 30 agencies of government:
the U. S. Department of Transportation, Federal
Highway Administration; the Wisconsin Depart-
ment of Transportation; the Walworth County
Board; and the governing bodies of the 27 cities,
villages, and towns located within Walworth
County. Substantial implementation of the recom-
mended plan, however, in the form of integrated
state and county trunk highway system develop-
ment, will involve only three agencies of govern-
ment: the U. S. Department of Transportation,
Federal Highway Administration; the Wisconsin
Department of Transportation; and the Walworth
County Board. A brief discussion of the duties
and functions of these three agencies as they
relate to the jurisdictional highway system plan
implementation follows. Although the three agen-
cies are for convenience discussed separately, the
interdependence between the various levels of
government represented and the need for close
interagency cooperation cannot be overemphasized.

U. S. Department of Transportation,

Federal Highway Administration

The U. S. Department of Transportation, Federal
Highway Administration, administers all federal
highway aid programs, working through the Wis-
consin Department of Transportation, Division of
Highways. The Federal Highway Administration
must approve all changes in the federal aid sys-
tems and will, in this respect, have an impor-
tant role in implementation of the recommended
jurisdictional highway system plan for Walworth
County.

Wisconsin Department of Transportation

The Highway Commission of the Wisconsin De-
partment of Transportation, Division of Highways,
is broadly empowered to provide the state with a
highway transportation system. The State Highway
Commission is charged with responsibility for
administering all state and federal aids for highway
improvements; for the planning, design, construc-
tion, and maintenance of all state trunk highways;
and for planning, laying out, revising, construct-
ing, reconstructing, and maintaining the national
system of interstate and defense highways, the
federal aid primary system, the federal aid sec-
ondary system, and federal aid urban system, and
the TOPICS systems, the latter five functions all
being subject to federal review and regulation.
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The State Highway Commission is also respon-
sible for reviewing county trunk highway routes
in order to assure that these routes form an inte-
grated system of county trunk highways between
adjoining counties. The State Highway Com-
mission is authorized to enter into cooperative
agreements with the governing bodies of any
county, city, village, or town, or with the federal
government, respecting the financing, planning,
establishment, improvement, maintenance, use,
regulation, or vacation of highways within their
respective jurisdiction.

Specifically, three sections of the Wisconsin Stat-
utes, when considered together, provide the basis
for what might be considered a master plan for
the state trunk highway system. One of these
sections directs the preparation of county maps
showing the official layout of the state trunk high-
way system. The second permits marked and
traveled locations to differ from the official loca-
tions and thereby allows the official layout maps
to function in some instances as plans. Indeed,
it appears that these official layout maps were
originally regarded as master plans for the state
trunk highway system. Special legislative com-
mittees, whose function was to periodically study
and revise the entire state trunk highway system,
apparently functioned in 1917, 1919, 1923, and for
the last time in 1934, and their work is reflected
on the official layout maps. Since 1934 all con-
sideration of changes in the system has been on
a piecemeal, ad hoc basis by the State Highway
Commission, acting pursuant to the provisions of
Chapter 84 of the Wisconsin Statutes, or by the
State Legislature itself, as provided by Chapter
518, Laws of 1947; Chapter 475, Laws of 1949;
Chapter 75, Laws of 1953; Chapters 369 and 371,
Laws of 1955; Chapters 596, 597, and 598, Laws
of 1961; and Chapter 348, Laws of 1967.

The third permits the State Highway Commission
to establish locations and right-of-way widths for
future freeways or expressways and to protect the
rights-of-way for these facilities from develop-
ment. It is also apparent that the various federal
aid systems in and of themselves constitute long-
range plans insofar as they tend to coordinate the
expenditure of federal highway aid monies.

The planning and programming procedure devel-
oped by the State Highway Commission within this
legislative framework determines when and where
the various improvement projects will be accom-
plished on the existing state trunk highway system



and establishes standards for such determination.
The procedure provides an orderly and effective
device whereby the many complex and highly
interrelated tasks involved in the final accom-
plishment of modern highway improvement proj-
ects—tasks such as route location, including
necessary mapping and preliminary engineering;
implementation of legal changes in the state trunk
highway routes, including necessary public hear-
ings, detailed design and final engineering, acqui-
sition of right-of-way, preparation of construction
plans, specifications, and cost estimates, and
letting of contracts; and actual construction,
including layout, inspection, and final surveys—
can be carried out and, as such, the procedure
constitutes an effective current planning program.

The State Highway Commission is also empowered
to review and regulate subdivision plats along
state trunk highways outside the corporate limits
of the City of Milwaukee and, as previously noted,
is empowered to prepare official maps of future
freeway and expressway routes. The Wisconsin
Division of Highways, through its administration
of federal and state highway aids to local units of
government and through its highway design and
engineering functions, exerts a powerful influence
on street and highway system planning and devel-
opment within Wisconsin and is probably the
single most important agency to highway system
plan implementation.

Walworth County Board

At the county level of government within Wiscon-
sin, county highway committees, operating under
the aegis of the county boards, are made respon-
sible for the administration and expenditure of all
county funds for highway construction and main-
tenance and are empowered to establish and
change the county trunk highway system, subject
to the approval of the State Highway Commission;
to cooperate with the State Highway Commission
in the selection of a system of federal aid second-
ary roads; and to acquire land for county highway
purposes by purchase or condemnation.

PLAN ADOPTION

Adoption or endorsement of the recommended
jurisdictional highway system plan by the three
major plan implementation agencies is essential,
not only to assure a common understanding be-
tween the several governmental agencies and to
enable their staffs to program the necessary

implementation work, but also to meet certain
statutory requirements. In addition to adoption or
endorsement of the jurisdictional highway system
plan by the implementing agencies, plan adoption
by the Southeastern Wisconsin Regional Planning
Commission, in accordance with Section 66.945(10)
of the Wisconsin Statutes, will be essential in
order to continue to qualify the implementing
agencies for federal grants in partial support
of highway improvement projects within Walworth
County.

It is extremely important to understand that adop-
tion or endorsement of the recommended jurisdic-
tional highway system plan by any unit or agency
of government pertains only to the statutory duties
and functions of the adopting or endorsing agency,
and such adoption or endorsement does not and
cannot in any way preempt action by another unit
or agency of government within its jurisdiction.
Thus, adoption or endorsement of the jurisdic-
tional highway system plan by the state and county
would make the plan applicable as a guide to state
and county highway system development and not to
local trunk highway system development. To make
the plan applicable as a guide to local highway
system development would require its adoption by
the municipalities concerned.

The following specific plan adoption actions are
hereby recommended:

1. That the Walworth County Board, upon
recommendation of the Walworth County
Highway Committee, formally adopt the
recommended jurisdictional highway sys-
tem planas a guide to future highway facil-
ity development within Walworth County,
as authorized by Section 66.945(12) of the
Wisconsin Statutes.

2. That upon approval of the recommended
jurisdictional highway system plan by the
Walworth County Board, the State Highway
Commission formally act to endorse and
integrate the recommended jurisdictional
highway system plan, including the recom-
mendations for the staged construction
thereof, into the state long-range highway
system plans, as authorized by Sections
84.01, 84,02, 84,025, 84.29, and 84.295
of the Wisconsin Statutes, as a guide to
highway system development within Wal-
worth County. '
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3. That the U. S. Department of Transpor-
tation, Federal Highway Administration,
through the Wisconsin Division of High-
ways, formally acknowledge the recom-
mended jurisdictional highway system plan
as a guide to the review of requests for
realignment of the various federal aid sys-
tems and to the administration and granting
of federal aids for highway improvement
within Walworth County.

4. That the Southeastern Wisconsin Regional
Planning Commission, in accordance with
Sections 66. 945(9) and (10) of the Wiscon-
sin Statutes, act to formally adopt the
recommended jurisdictional highway sys-
tem plan as an integral part of the master
plan for the Region, constituting an amend-
ment to the regional transportation plan
adopted by the Commission on Decem-
ber 1, 1966.

To supplement the aforementioned recommended
federal, state, regional, and county actions, it is
suggested that the four city common councils,
seven village boards, and 16 towns within Wal-
worth County act to adopt the recommended juris-
dictional highway system plan, as authorized by
Section 66.945(12) of the Wisconsin Statutes, as
a guide to highway system development within
their area of jurisdiction. A model resolution for
adoption of the Walworth County jurisdictional
highway system plan is set forth in Appendix C.
It is also suggested that the respective local plan-
ning agencies by resolution adopt and integrate the
recommended jurisdictional highway system plan,
as this plan affects their area of jurisdiction,
into the local master plans, pursuant to Section
62.23(3)(b) of the Wisconsin Statutes, and certify
such adoption to their local governing body.

Subsequent Adjustment of the Plan

No long-range plan can be permanent in all of its
aspects or precise in all of its elements. Amend-
ments to the recommended jurisdictional highway
system plan will be forthcoming, not only from
the work of the Southeastern Wisconsin Regional
Planning Commission under its continuing area-
wide transportation planning responsibilities, but
also from the state, county, and local agencies as
these agencies adjust and refine the plan during
implementation and as new highway improvement
programs are created or existing programs ex-
panded or curtailed. Any such adjustment, how-
ever, will require on a continuing basis the same
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close cooperation between the local, areawide,
state, and federal agencies concerned as has been
evidenced in the preparation of the jurisdictional
highway system plan itself. To achieve this nec-
essary coordination between local, state, and
federal programs and thereby assure the timely
adjustment of the recommended plan, it is rec-
ommended that the Technical Coordinating and
Advisory Committee on Jurisdictional Highway
Planning for Walworth County, created for the
jurisdictional highway planning study, be retained,
and that all agencies having highway planning
and plan implementation powers advise and trans-
mit from time to time any subsequent proposed
changes in the plan to the Committee for review
and possible integration into an amended juris-
dictional highway system plan. In order to achieve
full intergovernmental coordination in highway

system development within Walworth County, it is,

further recommended that the Committee annually
review and comment on highway construction
project priorities and other major plan imple-
mentation actions as proposed by the various
implementing agencies.

PLAN IMPLEMENTATION

Implementation of the recommended jurisdictional
highway system plan may be considered under
four distinct but interrelated areas of action by
the three major implementing agencies concerned:
1) realignment of state and county jurisdictional
responsibilities, 2) realignment of the federal aid
systems, 3) realignment of state and county oper-
ational responsibilities, and 4) right-of-way res-
ervation and acquisition and facility construction.
Major implementation efforts of a system-wide
nafure will be necessary in the first three areas
to bring the existing jurisdictional systems, fed-
eral aid routes, and operational responsibilities
into alignment with the 1975 staging of the recom-
mended plan. Subsequent actions in these three
areas can be on an individual route basis, as
developing events dictate, to reach the 1990 stag-
ing of the recommended plan. All implementation
efforts in the fourth area can be part of the
normal construction programming efforts of two
of the major implementing agencies.

Realignment of Jurisdictional Responsibilities

In Wisconsin, realignment of the state trunk high-
way system is made a joint state-county function,
pursuant to Sections 84.02(3) and 84.025(3) of
the Wisconsin Statutes. It is accordingly recom-
mended that, upon adoption of the recommended
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jurisdictional highway system plan by the Wal-
worth County Board and endorsement by the State
Highway Commission, the State Highway Commis-
sion act in cooperation with the Walworth County
Board to effect the realignment of the state trunk
highway system within Walworth County.

It is recommended that the initial action include
all of the specific additions to, and deletions from,
the state trunk highway system set forth in Table
33, in order to achieve the first (1975) stage of
plan implementation. Subsequent actions should
effect the specific additions to, and deletions
from, the state trunk highway system set forth in
Table 34 by the design year (1990) of the recom-
mended plan. It is recommended that all of the
initial changes in the state trunk highway system
be effected by one inclusive action of the State
Highway Commisgsion of Wisconsin supported by
the Walworth County Board. Such action may
require public hearing prior to action, as speci-
fied by Sections 84.02(3) and 84. 025(3) of the
Wisconsin Statutes. Subsequent realignments can
be effected on a route-by-route basis, as dictated
by developing circumstances.

In Wisconsin, realignment of the county trunk
highway system, like realignment of the state
trunk highway system, is madea joint state-county
function pursuant to Section 83.025 of the Wis~
consin Statutes. It is accordingly recommended
that, upon adoption of the recommended jurisdic-
tional highway system plan by the Walworth County
Board and endorsement by the State Highway

Table 33

ADDITIONS AND DELETIONS TO RECOMMENDED
TYPE | (STATE TRUNK) ARTERIAL HIGHWAY SYSTEM
N WALWORTH COUNTY: 1975

ADDITICNS TG STATE FRUNK HIGHWAY SYSTEM
NUMBER OF
ROUTE LIMITS MILES

STH 15 (ROCK FREEWAY).... | WAUKESHA COUNTY LINE TO USH 14.90
12 FREEWAY

CTH Gecoavoocnnnnonnccnea STH 15 TG STH 36 10.09

LINCOLN STREETececacesena WEST GENEVA STREET TO STH 15 0.95

WALWORTH AVENUE.cecacoaes WISCONSIN STREET TG LINCOLN 0.12
STREET

NORTH DIVISION STREET.... | STH 15 TO STH 20 0.46

DELETICNS FROM STATE TRUNK HIGHWAY SYSTEM
NUMBER OF
ROUTE LIMITS MILES

STH 15¢ccecccnccsccsnanas WAUKESHA COUNTY LINE TO WAL- 15.217
WORTH AVENUE

STH 67 {GENEVA STREET)... | LINCOLN STREET TO WISCONSIN 0.12
STREET

STH 67 (WISCONSIN STREET) | GENEVA STREET TO WALWORTH G.11
AVENUE

STH 67 (WISCONSIN STREET) | NORTH CORPORATE LIMITS TO 0.86
COURT STREET

SOLRCE- SEWRPC.

Commission, the Walworth County Board act in
cooperation with the Highway Commission to effect
the realignment of the county trunk highway sys-
tem within Walworth County.

It is recommended that the initial action include
all of the specific additions to, and deletions from,
the county trunk highway system set forth in Table
35, in order to achieve the first (1975) stage of
plan implementation. Subsequent actions should
effect the specific additions to, and deletions from,
the county trunk highway system set forth in Table
36 by the design year (1990) of the recommended
plan. It is recommended that all of the initial
changes in the county trunk highway system be
effected by one inclusive action of the Walworth
County Board supported by the State Highway
Commission. Subsequent realignments can be
effected on a route-by-route basis, as dictated by
developing circumstances.

In order to achieve the desired continuity of the
state and county trunk highway systems through
incorporated municipalities, it is recommended
that the Walworth County Board support the enact-
ment of legislation presently before the State
Legislature which would amend Section 84.02(11)
of the Wisconsin Statutes to abolish the connecting
street concept, and Section 83.025(1) to prohibit

Table 34

ADDITIONS AND DELETIONS TO RECOMMENDED
TYPE | (STATE TRUNK) ARTERIAL HIGHWAY SYSTEM
IN WALWORTH COUNTY: 1975-1990

ADDITEIGNS TO STATE TRUNK HIGHWAY SYSTEM
NUMBER OF
ROUTE LIMITS MILES
rsrn 15 (ROCK FREEWAY).... | USK 12 FREEWAY TO ROCK 14.94
COUNTY LINE
USH 12 FREEWAYeoeeseoneaas WALWORTH STREET TO ILLINGIS 0.30
STATE LINE
FREMONT STREETeeeesonaaas MAIN STREET TO JEFFERSON 0.55
COUNTY LINE
SOUTH FREMONT STREET..... WHITEWATER STREET TO MAIN 0.15
STREET
WHITEWATER STREETeeussa.. JANESVILLE STREET TO SOUTH 0.38
FREMONT STREET
USH 12 FREEWAYevoeeosoaannss STH 67 7O ROCK COUNTY LINE 16440
NORTH CHURCH STREET AND
GROVE ALLEYeaceonovosas STH 15 TO STH 20 0.46
( DELETEONS FROM STATE TRUNK HIGHWAY SYSTEM
I NUMBER OF
ROUTE LIMITS MILES
STH 59 [NEWCOMB STREET).. | JEFFERSCN COUNTY LINE YO 0.6%
MAIN STREET
STH WAUKESHA COUNTY LINE TO 0.41
RACINE COUNTY LINE
STH RACINE COUNTY LINE TO STH 20 4.87
STH WISCONS IN STREET TG 7TH 5.73
STREET
STH WALWORTH-RACINE STREET TO 7.38
ROCK COUNTY LINE
STH GENEVA-LYONS TOWN LINE TO 1.54
STH 50
STH 120eeecscssanncnccnas CTH BB TO MAIN STREET 2.70
STH 1lecesacnsesevanncens LLINCOLN STREET TO 7TH STREET —
STH 59 {MAIN STREET)es,.. NEWCOMB STREET TO WISCONSIN 0.50
STREET
NORTH DIVISION STREET.... | STH 15 70O STH 20 0.46

SOURCE- SEWRPC.
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Table 35

ADDITIONS AND DELETIONS TO RECOMMENDED
TYPE I} (COUNTY TRUNK) ARTERIAL HIGHWAY SYSTEM

Table 36

ADDITIONS AND DELETIONS TO RECOMMENDED
TYPE 11 (COUNTY TRUNK) ARTERIAL HIGHWAY SYSTEM

IN WALWORTH COUNTY: 1975 IN WALWORTH COUNTY: 1975-]990
ACDITICNS TO CCUNTY TRUNK HIGHWAY SYSTEM ACOITICNS TO CCUNTY TRUNK HIGHWAY SYSTEM
NUMBER OF NUMBER OF
ROUTE LIMITS MILES ROUTE LEMITS MILES
TOWN LINE RGAD STH 15 T0O CTH O 4.46 STH RACINE COUNTY LINE TO STH 20 4.87
NORTH WALWORTH ROAD CTH 0 TG STH 67 3.50 STR LINCCLN STREET TG 7TH STREET 5.73
WILLOW ROACesawoass CTH 88 TO STH 120 1.27 STH WALWORTH-RACINE STREET T0 7.38
TWIN LAKES ROAD.. CTH H TC CTH U 0.76 . ROCK COUNTY LINE
NORTH BLOOMFIELD ROAD CTH H YO HAFS ROAD 3.41 UsSH WHITEWATER WEST CCRPORATE 0.98
HAFS ROADeaccesvcnnccnacen NORTH BLOOMFIELD RCAD TO 1.72 LIMITS TC ROCK CCUNTY LINE
KENOSHA COUNTY LINE STH GENEVA-LYONS TOWN LINE TO 1.54
SOUTH ROADecccaasnncoanan NORTH BLOOMFIELD ROAD TO STH 5.61 STH 50
36 s
HOSPITAL RCADeseasss weees | CTH NN TG POTTERS ROAD 0.94
PALMER ROAU~«vrvvasevenes STH 67 10 CTH M 2-80 HODUNK ROAD.esoee- weeveso | POTTERS ROAD TO CTK D 2.56
TOWN HALL ROADaw-enenee-s FANAE A 2-0¢ WILLOW ROADessovuoeoens «: | STH 20 7O WEST SIDE ROAC 1.00
L b N KRUEGER ROAD STE 36 o CTH NN 1.45
ANDERSON ROADsscass STH 89 TO CLOVER VALLEY ROAD 0.81 STH 11 LINCOLN STREET TO 7TH STREET _—
CLOVER VALLEY ROAD.. ANCERSON ROAD TO KETTLE 2.81 | [P toeenereslente .
Lake SHEVL BEGR1 111 | e chove aess 12
KETTLE MORAINE DR - LCVER VALLEY ROAD TO CTH H 5.14 sesasnecene -
LSS R e ORI hes Yatch b > STH 15eeuancenn seesesesss | CHURCK STREET TO CIVISICN 0.04
HOWARD ROADcsnacaassveces JEFFERSON COUNTY LINE TQ 0.76
STH 12 DIVISICN STREETesssaseasn NCRTH MAIN STREET TO SOUTH 0.02
WARNER ROADescassocnssons CTH 5 TG JEFFERSON COUNTY 0.50 FAIN STREET
LINE
TRATT STREETeecessvosensee JEFFERSCN COUNTY LINE TO 0.59 DELETICNS FROM CCUNTY TRUNK HIGHWAY SYSTEM
MAIN STREET
STH 15cccccccenanssnssces WAUKESHA CCOUNTY LINE TO 14.31 NUMBER OF
STH 67 ROUTE LIMITS MILES
HONEY CREEK ROAD CTH © TG RACINE COUNTY LINE 0.50
BOWERS ROADeveaa CTH D TO CONNECTION WITH 0.38 CTH Sececcccaansussonseoss | ROCK COUNTY LINE YO JANES- l.76
STH 19 {RCCK FREEWAY} VILLE STREET
CHURCH STREETeseescncanes NORTH LIMITS STREET 7O 3RD 0.20 CHURCH STREETeeececccessne NORTH LIMITS STREET TO 3RD 0.20
i AVENUE AVENUE
3RE AVENUE.ecacasacanaces CHURCH STREET 7O LINCOLN 0.22 3RD AVENUEeseoaeeoas eesses | CHURCH STREET TO LINCGLN 0.22
STREET STREET
FOUNDRY ROADeveccescnansce STH 15 TO USH 14 1.38
RICHMOND ROAD.eeeceonsann CTH P 0 NALUORTH-RACINE 0.55 SOURCE- SEWRPC.
BRIGGS ROAC.cecceranoness STH 11 TO HAZEL RIDGE RCAD 1.53 . . .
HAZEL RIDGE ROADacawesans BREGGS ROAD TO GRANVILLE 0.30 the federal aid system as established under Title
RUAD . .
GRANVILLE RCADecosecnscan HAZEL RIDGE ROAD TC SUGAR 1.25 23, U. S. Code, Section 103, to the resulting
CREEK ROAD . -
SUGAR CREEK RUADasseseene GRANVILLE ROAD TO COBBIE 0.30 state and county trunk highway systems. - In Wis-
RUAD
COBBIE ROADssccsesaecenss SUGAR CREEK ROAD TC CTH H 0.68 consin the State Highway Commission is, pursuant
2ND STREETecnacensoccsanes DELAVAN SOUTH CORPCRATE 1.00
LIMITS TO WALWORTH-RACINE to Section 84.01(17) of the Wisconsin Statutes,
WALWCRTH STREET.cacanaess CTh S TC JANESVILLE STREET 0.73 charged With the responsibility fOI‘ ]_a_ying out and
COUNTY TRUNK HIGHWAY SYSTEM revising the national system of interstate and
LIS NUmBER OF defense highways and the federal aid primary sys-
e HAFS ROAD 10 STH 50 150 tem subject to federal review and approval. The
CTH USH 14 TC ROCK COUNTY LINE 2.94 = . .
CTH CTh b TO STH 89 2520 State Highway Commission and the county board,
CTH USH 14 TC TOWN LINE ROAC 0.71 - . . )
TH DELAVAN NORTH CORPCRATE 12.01
c acting through its highway committee, are charged
LIMIT TO STH 12 . .- . PRI .
cTH STH 36 10 STH 15 10.09 with the joint responsibility of laying out and
CTH WILLUW CREEK ROAD TO STH 120 1.56 L. A
cih STe20 To s L C 2160 revising the federal aid secondary system, also
H 0.96

SUOURCE- SEWRPC.

the governing body of any city or village from
unilaterally removing a street or highway from
the county trunk system. It is further recom-
mended that the State Highway Commission spon-
sor amendments to Section 349.13 of the Wisconsin
Statutes to explicitly empower the State Highway
Commission to limit or prohibit the stopping,
standing, or parking of vehicles on any part of the
state trunk highway system.

Aid System Adjustment

Upon realignment of the state and county trunk
highway systems and pursuant to the foregoing
recommendations, it will be necessary to adjust
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subject to federal review and approval, pursuant
to Section 83. 026 of the Wisconsin Statutes.

It is accordingly recommended that, upon realign-
ment of the state and county trunk highway sys-
tems, the State Highway Commission act to effect
the realignment of the federal aid primary system
within Walworth County. It is recommended that
the initial action include all of the specific addi-
tions to, and deletions from, the federal aid
primary system set forth in Table 37 in order
to achieve the first stage (1975) of plan imple-
mentation. Subsequent actions should effect the
specific additions to, and deletions from, the
federal aid primary system set forth in Table 38
by the design year (1990) of the recommended
plan. It is recommended that all of the initial
changes in the federal aid primary system be
effected by one inclusive action of the State



Highway Commission supported by the Walworth
County Board. Subsequenf realignments can be
effected on a route-by-route basis as dictated by
developing circumstances.

It is further recommended that, upon realignment
of the state and county highway systems, the State
Highway Commission act in cooperation with the
Walworth County Board to effect the realignment
of the federal aid secondary system within Wal-

Table 37

worth County. It is recommended that the initial
action include all of the specific additions to, and
deletions from, the federal aid secondary system
set forth in Table 39in order to achieve the first
stage (1975) of plan implementation. Subsequent
actions should effect the specific additions to, and
deletions from, the federal aid secondary system
set forth in Table 40 by the design year (1990) of
the recommended plan. It is recommended that
all of the initial changes in the federal aid second-
ary system be effected by one inclusive action of
the State Highway Commission supported by the

ADDITIONS AND DELETIONS TO RECOMMENDED

FEDERAL AID PRIMARY SYSTEM
IN WALWORTH COUNTY: 1975
ADDITICNS TC FECERAL AID PRIMARY SYSTEM
NUMBER OF
RCUTE LIMETS MILES
STH 15 (ROCK FREEWAY)ee.. | WAUKESHA COUNTY LENE TO USH 14.90
(FAP 15) 12 FREEWAY
CTH Gevocosacseocacannaas |STH 15 TO STH 36 10.09
NORTH CHURCH STREET.se... |STH 15 TO STH 20 0.46
LINCOLN STREETeacu.. WEST GENEVA STREET TO STH 67 0.95
WALWORTH AVENUEsso.ceeces |WISCONSIN STREET TC LINCOLN 0.12
STREET
STH 6Tecasecsoscaveacansas | ELKHORN NORTH CORPCRATE 11.09
LIMITS TG WAUKESKA COUNTY
LINE .
STH 20.. RACINE COUNTY LINE TO MAIN 22.91
STREET
STH 67avesecsesoacascasas |STH 50 TO GENEVA STREET 4.86
DELETICNS FROM FEDERAL AID PRIMARY SYSTEM
NUMBER OF
ROUTE LIMITS MILES
COURT STREET.esscesencaas |LINCOLN STREET TO WISCONSIN 0.12
(FAP 14) STREET

SOURCE~ SENWRPC.

Table 38

ADDITIONS AND DELETIONS TO RECOMMENDED
FEDERAL AID PRIMARY SYSTEM

IN WALWORTH COUNTY:

1975-1990

Table 39

ADDITIONS AND DELETIONS TO RECOMMENDED
FEDERAL AID SECONDARY SYSTEM

IN WALWORTH COUNTY:

1975

ACOITICNS TC FECERAL AID PRIMARY SYSVEM
NUMBER OF
ROUTE LIMITS MILES
USH 12 FREEWAYecescecosees | WALWORTH STREET TO ILLINCIS 0.30
{FAP &) STATE LINE

STH 15 (ROCK FREEWAY).... | USH 12 FREEWAY TO ROCK 14.94
COUNTY LINE

USH 12 FREEWAYeeeoncroane [ STE 67 TO ROCK COUNTY LINE 16440

FREMENT STREETevecccccass | MAIN STREET TO JEFFERSON 0.55
COUNTY LINE

SOUTH FREMONT STREETeeee. | WHITEWATER STREET TO MAIN 0.15
STREET

WHITEWATER STREETeeeecees | JANESVILLE STREET TO SQUTH 0.38
FREMONT STREET

DELETICNS FROM FEDERAL AID PRIMARY SYSTEM
NUMBER OF
RCUTE LIMITS MILES

STH 59 (NEWCOMB STREET).. | JEFFERSCN COUNTY LINE TO 0.64
MAIN STREET

STH 59 {MAIN STREET}eac.. | NEWCOMB STREET TO WISCCNSIN 0.50
STREEY

STH 15+cecaccesccccensces | NISCONSIN STREET TC 7TH 5.73
STREET

STH 15eccescsscccscnsesss | WALKORTH-RACINE STREET TQ 7.38
ROCK COUNTY LINE

STH 36aeeveveccccacceness | GENEVA-LYONS TOWN LINE TO 1.54
MAIN STREET

STH 12Cecaceccrassscances |CTH BB TO MAIN STREEY 2.70

STH llecesesesvsoccconenes | LINCOLN STREET TO 7TH STREET -

SOURCE- = SEWRPC.

ACDITIONS TO FEDERAL AID SECONDARY SYSTEM
NUMBER OF
ROUTE LIMITS MILES
TOWN LINE ROADecosscsenss | STH 15 TO CTH O 4.46
NORTH WALWORTH ROAD.. CTH © TG STH 67 3.50
WILLOW ROADecscccanns CTH BB TO STH 120 1.27
TWIN LAKES ROADeescasecee | CTH H TG CTH U 0.76
NORTH BLOOMFIELD ROADa... | CTH H TO HAFS ROAD 3.41
HAFS ROADesvevsascocansas | NORTH BLOOMFIELD ROAD TO 1.72
KENOSHA COUNTY LINE
SOUTH ROADes. NORTH BLOOMFIELD RQAD TO 5.61
STH 36
PALMER ROAD.. STH 67 TC CTH H 2.80
TOWN HALL ROA STH 50 Y0 STH 67 2.06
TOWN LINE ROAD. CYH J TC STH 15 2.97
ANDERSON ROAD.. STH 89 7O CLOVER VALLEY ROAD 0.81
CLOVER VALLEY ROAD..sssso | ANDERSON ROAD TO KETTLE 2.81
MORAINE DRIVE
KETTLE MORAINE DRIVE<a<.. | CLCVER VALLEY ROAD TO CTH H 5.14
WILLIS RAY ROADeccecanees | STH 89 TO CTH P 2.26
HOWARD ROAD<ssacnsersecass | JEFFERSCN COUNTY LINE TO 0.76
STH 12
WARNER ROAD.eececccecssces | CTH 5 TO JEFFERSON COUNTY 0.50
LINE
TRATT STREET.ceeccecsceses | JEFFERSCN COUNTY LINE TO 0.59
MAIN STREET
HONEY CREEK RDADecesceces | CTH 0 TO RACINE COUNTY LINE 0.50
BOWERS ROADeccsccccsncees | CTH D TO CONNECTION WITH 0.38
STH 15 (ROCK FREEWAY)
3RO AVENUE.e.cevesaeaeasss | CHURCH STREET TO LINCCLN 0.22
STREET
FOUNDRY ROADesecccssceaes | STH 15 TO USH 14 1.38
BRIGGS ROADaccenscas es | STH 11 TO HAZEL RIDGE ROAD 1.53
HAZEL RIDGE ROAD.... o | BRIGGS ROAD TO GRANVILLE 0.30
ROAD
GRANVILLE ROADeecess « | HAZEL RIDGE ROAD TQ SUGAR l1.25
CREEK ROAD
SUGAR CREEK ROADaaees « | GRANVILLE ROAD TO COBBIE 0.30
ROAD
COBBIE ROAD.. SUGAR CREEK RCAD TO CTH H 0.68
2ND STREET... DELAVAN SDUTH CORPQRATE 1.00
LIMITS TO WALWORTH-RACINE
STREET
CTH Keecaaoetvesnnsennssacas | CTH B TQ STH 15 7.30
CHURCH STREETacaecssecces | NORTH LIMITS STREET TO 3RO 0.20
AVENUE
DELETICNS FROM FEDERAL AID SECONDARY SYSTEM
NUMBER OF
ROUTE LIMITS MILES
CTH Coveunvecsncacncsssnss | USH 14 TO ROCK COUNTY LINE 2.94
CTH USH 14 TO TOWN LINE ROAD 0.71
CTH Quveeccosnccnscsncaas | DELAVAN NORTH CORPORATE 12.01
LIMITS YO STH 12
CTH Geeceoccescncansnssss | STH 36 TO STH 15 10.09
WILLOW CREEK ROAD TO STH 120 1.56
ROCK COUNTY LINE TO CTH C 2.60
ZENDA ROADwsese CTH BB TO ZENDA ROAD 1.93
STATE LINE ROAD ALDEN ROAD TO USH 14 1.26
NCRTH SHORE RCA CT¥ 0 TQ STH 50 4.28
CREEK ROADasas USH 14 TO ROCK COUNTY LINE 2.06
STH 6Tanes ELKHORN NORTH CORPCRATE 11.09
LIMITS TO WAUKESHA COUNTY
LINE
STH 20csescscncscccsnssae | RACINE COUNTY LINE TO MAIN 22.91
STREET
STH 67ccaaccccccnsncaness | STH 50 TO GENEVA STREET 4.86

SOURCE~ SEWRPC.
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Table 40

ADDITIONS AND DELETIONS TO RECOMMENDED
FEDERAL AID SECONDARY SYSTEM

IN WALWORTH COUNTY: [975-1990
ACOITICNS TO FEDERAL AID SECCNDARY SYSTEM
NUMBER OF
RCUTE LIMITS MILES
STH 15cccescccaccnncncsse LINCCLN STREET TG 7TH STREET 5.73
STH 15ccesssccccccnncnnas WALWORTH-RACINE STREET 10 7.38
ROCK CCUNTY LINE
USH 124cceccccccccscccnns WHITEWATER WEST CCRPORATE 0.98
LIMITS TO ROCK CCUNTY LINE
STH 36ceccaccccccccncanse GENEVA-LYONS TOWN LINE TO 1.54
MAIN STREEY
HOSPITAL RCADecvvocsoncns CTE NN TC POTTERS ROAD Ce94
HOCUNK ROADeso. « | POTTERS ROAD TO CTF D 2.5¢6
WILLOW ROAD. . STH 20 TO WESY SIDE ROAC 1.00
KRUEGER ROAD. STH 36 TO CTH NN 1.45
STH lleceecaacscea LINCOLN STREET TC 7TH STREET -
LAKE GENEVA RCAD CTH H TC CLOVER ROAD 1.20
MARINETTE RCAD CLCVER ROAD TGO CTHK U 2.20
OELETICNS FROM FEDERAL AID SECCNCARY SYSTEM
NUMBER OF
ROUTE LIMITS MILES
CTH Sevevecesessccssncacs ROCK COUNTY LINE TG JANES- 1.76
VILLE STREET
CHURCH STREETeecsesccnnas NORTH LIMITS STREET 10 0.20
3RD AVENUE
3RC AVENUEweesacccncnnsan CHURCH STREET TO LINCOLN 0.22

STREET

SOURCE~ SEWRPC.

Walworth County Board. Subsequent realignments
can be effected on a route-by-route basis, as
dictated by developing circumstances.

It is recommended that the U. S. Department of
Transportation, Federal Highway Administration,
cooperate in and approve the above-recommended
revisions in the federal aid systems.

The realignment of the federal aid systems will be
one of the major benefits of the jurisdictional
highway planning program in Walworth County.
The present designation of federal aid routes does
not, in all cases, coincide with major arterial
routes. Yet, the selective transfer of federal
aid designations for given routes has been dis-
couraged in recent years without the benefit of
comprehensive study. By correlating jurisdic-
tional responsibility with federal aid importance,
implementation of the recommended jurisdictional
highway system plan will achieve the alignment of
the federal aid primary system with the Type I
(state trunk) highway system and the alignment of
the federal aid secondary system with the Type II
(county trunk) highway system.

Realignment of Operational Responsibilities

The State Highway Commission, following the
realignment of the state and county trunk highway
systems as recommended in this report, shall
assume full operational and maintenance respon-
sibilities, as hereinafter defined, over the rec-
ommended state trunk highway system, and shall
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mark and maintain all state trunk highways within
Walworth County, including those facilities within
incorporated cities and villages. The Walworth
County Board shall similarly assume full opera-
tional and maintenance responsibilities as herein-
after defined over the recommended county trunk
highway system, and shall mark and maintain all
county trunk highways within Walworth County,
including those facilities within incorporated cities
and villages.

It is recommended that the Walworth County
Board, in cooperation with appropriate govern- -
mental agencies and organizations such as the
State Department of Natural Resources, the County
Park and Planning Commission, the County His-
torical Society, garden and women's clubs, and
recreation-oriented business associations, desig-
nate a system of scenic drives within Walworth
County to be marked and signed for the purpose of
routing’ such recreational activities as pleasure
driving over facilities providing access to the
sites of cultural, historic, recreational, scenic,
and scientific interest within the county.

It is recommended that the State Highway Com-
mission continue to contract with the Walworth
County Board, pursuant to Section 84.07 of the
Wisconsin Statutes, for maintenance of the Type I
(state trunk) highway facilities, with the added
option of contracting on an annual basis directly
with the cities and villages concerned for main-
tenance of these facilities. It is similarly recom-
mended that the Walworth County Board, at its
option, contract with the cities and villages con-
cerned for maintenance of the Type II (county
trunk) highway facilities. It is recommended that
the State Highway Commission and the Walworth
County Highway Committee, respectively, establish
standards for such contractual maintenance, re-
lating these standards to the recommended eligible
maintenance items set forth in Chapter VII of this
report, namely physical maintenance of roadway
surface pavements and structures and physical
maintenance of storm sewers, snow and ice con-
trol between curbs, traffic control devices, and
pavement marking, It is similarly recommended
that the state and county assume direct adminis-
tration of the operational control devices on the
state and county trunk highway systems, respec-
tively, as recommended in Chapter VII of this
report, namely issuance of driveway permits,
control of advertising signs, maintenance of sig-
nals and route signing, establishment of speed
zoning, issuance of special permits, and prohibi-
tion of parking.



It is further recommended that the State Highway
Commission, pursuant to Section 84.25 of the
Wisconsin Statutes, review the status of con-
trolled-access highways within Walworth County
and declare all such Type I (state trunk) highway
facilities within the county which meet the statu-
tory requirements and provisions as confrolled-
access highways. It is similarly recommended
that the Walworth County Board, pursuant to
Section 83. 027 of the Wisconsin Statutes, declare
all such county trunk highway facilities within
Walworth County as are found to meet the statu-
tory requirements and provisions as controlled-
access highways.

Facility Construction and

Right-of~Way Acquisition

It has already been noted that the planning and
programming procedure developed by the State
Highway Commission provides an orderly and
effective device whereby the many complex and
highly interrelated tasks involved in the final
accomplishment of modern highway improvement
projects—tasks such as route location, including
necessary mapping; preliminary engineering; im-
plementation of legal changes in the state trunk
highway routes; detailed design and final engi-
neering; acquisition of right-of-way; preparation
of construction plans, specifications, and cost
estimates; letting of contracts; and actual con-
struction, including layout, inspection, and final
surveys—can be carried out, and as such, this
planning and programming procedure constitutes
an effective current planning and plan implemen-
tation program. It is accordingly recommended
that the recommended jurisdictional highway sys-
tem plan be integrated into the state and county
highway construction planning and programming
procedures as necessary to meet the staged com-
pletion dates recommended in the jurisdictional
highway system plan. In order to assist in such
integration, the priority list of Type I and Type II
highway facility improvement projects set forth in
Tables 41 and 42 has been prepared. The list of
recommended highway improvements is arranged
in order of priority of need based upon a systems
analysis of the existing and probable future traffic
demands and on consideration of necessary system
continuity, of existing structural condition, and of
feasible project limits.

Facility Construction: In connection with facility
construction, it is recommended that the State
Highway Commission and the Walworth County
Board adopt common, uniform construction aid

formulae and policies providing for a fixed local
contribution of 15 percent of the cost of all state
and county trunk highway construction projects
involving urban cross sections, except interstate
highway and other freeway projects, with the cost
of the construction project being determined on
the basis of the participating work items set forth
in Chapter VII of this report, namely right-of-way
acquisition; grading; construction of pavement
base and surface and curb and gutter; construction
of inlets for surface water drainage, together with

RECOMMENDED STAGING OF TYPE 1

Table 41}

{(STATE TRUNK)

ARTER{AL HIGHWAY SYSTEM IMPROVEMENTS
IN WALWORTH COUNTY: 1972-1990
TIME NUMBER OF
PERICD HIGHWAY FACILITY LIMLTS MILES
1972- |ROCK FREEWAYaeeeoso| WAUKESHA COUNTY LINE TO ROCK 30.3
1975 COUNTY LINE
STH B9cecaacscccesne STE 59 TC CTH A 7.9
PRESENT STH 11 RACINE COUNTY LINE TG PROPOSED 1.0
EXTENSION QF CTH DD
STH 67... CITY OF ELKHORN TC USH 12 0.6
STH 67..s STH 50 TG GENEVA STREET {CiTY 4.8
CF ELKHORN)
STH 50ceccecsvesnes| CTH F TC VILLAGE GF WILLIAMS 4.6
BAY
SUBTOTALewscasese - 49.2
1976 |STH 89... CTH A TG USH 14 4.6
1980 USH 14... ROCK COUNTY LINE TC ROCK FREE~ 5.5
WAY
PROPOSED EXTENSICN
OF STH 20essceccss PRESENT USH 12 TO USH 12 FREE- 0.8
WAY
PRESENT USH 12...0.|WHITEWATER CREEX TC CITY QF 1.4
WHITEWATER EAST CORPORATE
LIMITS
STH 20ccsaccsccccas STH 67 TO RACINE CCUNTY LINE 13.9
LINCCLN STREETeeoes GENEVA STREEYT 7O CITY CF ELK- 1.3
HORN -NCRTH CORPORATE LIMITS
STH 67cevecassnasss| VILLAGE OF WILLIAMS BAY WEST 2.3
CCRPURATE LIMITS TO PCINT
C.7 MILES SOUTH CF STH 5¢
USH 12 FREEWAYoeeeo STH 67 TC ROCKX COUNTY LINE 16.3
STH 120 ANC TS
PROPGSED EXTEN~
SIONc.ecacesnsasa| STH SO0 TC PRESENT CTH BB 3.4
SUBTCTAL.. e - 49.5
1981- | STH 36.0s0se cessens KRUEGER ROAD TO RACINE COUNTY 6.5
1985 LINE
STH 50ccccavamveses| ULSE 12 FREEWAY TC KENOSFA 5.4
COUNTY LINE
STH 50cecccnccccnns CTH F TO PRESENT STH 11 2.8
STH 67ecvacnvevccce VILLAGE OF FONTANA ON LAKE 1.9
GENEVA NCRTH CORPORATE
LIMITS TG CTH 8
USH l4eeaaas seceana STH 67 TO ILLINOIS STATE LINE 2.5
PROPCSEC EXTENSIGN
OF STH 120ese--n-|STE 36 ¥C STH 50 1.1
SUBTOTALawsoscese - 20.2
1986- | PRESENT USH )2.aase PRCPCSEC EXTENSICN OF STH 20 1.4
1990 TC WHITEWATER CREEK
PROPOSED STH 59....|STH 89 TO JEFFERSON COUNTY 1.7
LINE
USH lé4... ROCK FREEWAY TQ STH 67 8.1
STH 67... VILLAGE CF FONTANA ON LAKE 2.0
GENEVA NCRTH CORPORATE
LIMITS TO VILLAGE OF wWlLL-
IAMS BAY WEST CCRPORATE
LIMITS
STH 90ceccccace eeee|CITY OF LAKE GENEVA WEST COR- 2.8
PORATE LIMITS TC THE USH 12
FREEWAY
STH 120cecsaaccsces PRESENT CTH BB T0 ILLINGIS 4.4
STATE LINE
STH 36 AND PRESENT
CTH Gacvscescccen PRESENT STH 15 10 THE PROPOSED 13.2
EXTENSION OF STH 120
STH llessecacccocse LINCOLN STREEY (CITY OF ELK- 14.4
HORN) TGO THE RACINE CCUNTY
LINE
NORTH CHURCH STREET(STH 15 TO STH 20 0.5
SUBTOTAL.cceosas .o - 48.5
TCTAL 167.4
SOURCE~ WISCONSEN DEPARTMENT OF TRANSPORTATIGN AND SEWRPC.
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Table 42

RECOMMENDED STAGING OF TYPE !i (COUNTY TRUNK)
ARTERIAL HIGHWAY SYSTEM IMPROVEMENTS

IN WALWORTH COUNTY: 1972-1990
TIME NUMBER OF
PERIOD HIGHWAY FACILITY LIMITS MILES
1972- |CTH Desvecsesnsaccean CTH A TQ STH 67 1.7
1975
CTH Useeessscennnce HAFS ROAD TO POINT 0.5 MILE 0.5
WEST OF KENOSHA COUNTY LINE
SUBTOTALecececcas - 2.2
1976- | WILLIS RAY ROAD....|STH 89 TO CTH P 2.3
1980 ANDERSON RUADscasee STH 89 TO CLOVER VALLEY ROAD 0.8
CLOVER VALLEY ROAD.|ANDERSON ROAD TO ENGEL ROAD 2.1
NORTH BLOOMFIELD
ROADeavsvsscasaae CTH H 7O USH 12 1.9
HAFS ROADeecacsones SOUTH ROAD TO CTH U 2.2
KRUEGER ROADesesees|STH 36 TO CTH NN 1.9
GENEVA STREET. «|STH 67 TO CTH NN 0.9
CTH Feconocnos STH 67 TO STH 50 3.0
SUBTOTAL:ccanaeas - 15.1
1981- |CTH Ceconcccncocnne BOONE COUNTY LINE TO VILLAGE 1.7
1985 OF SHARON
WARNER ROADeccnocns JEFFERSON COUNTY LINE TO PRE- 0.5
SENT CTH S
CTH Accccecncccnnee RICHMOND-SUGAR CREEK TOWN LINE 4.6
ROAD TO CTH D
CTH NNesonassesoaas KRUEGER ROAD TO CTH H 0.6
CTH Hesonenaanneans CTH NN TO WESTERLY EXTENSION O.4
OF LOGAN STREET
CTH Heovvnanvanneee STH 50 TO PROPOSED EXTENSION 1.8
OF STH 120
CTH Bececancnennnes STH 67 TQ CTH 88 3.2
LAKE GENEVA ROAD,
LAKE SHORE DRIVE,
AND MARINETTE
ROADeeacsacsosnas CTH H TQ CTH U 3.4
SUBTOTALeveeccnee - 16.2
1986~ |KETTLE MORAINE
1990 DRIVE AND CLOVER
VALLEY ROADeansse ENGEL ROAD TO CTH H 6.0
FOUNDRY ROADecoccas PROPOSED ROCK FREEWAY TO USH 0.6
l4
CTH Ovecccccncecnsns PRCPOSED ROCK FREEWAY TO PRE- 1.0
SENT STH 11
CTH Hevaeononennnes CITY OF ELKHORN TO STH 67 0.5
HOSPITAL ROADeeeves CTH NN TO THE TOWN OF LA- 0.5
FAYETTE
EXTENSION OF HOS-
PITAL RDADecacnses BRAY ROAD TO POTTERS ROAD 1.6
KRUEGER ROADeoccese CTH H TG CTH NN 0.8
CTH DDecencerscnasna POINT 0.4 MILES SOUTH OF 0.6
SPRING PRAIRIE ROAD TO PRE-
SENT STH 11
WILLON ROAD AND ITS
EXTENSIONcocoacns STH 120 TO CTH H 2.8
SUBTOTALecoacacne -- 14.4
TOTAL 47.9

SOURCE~ WALWORTH COUNTY HIGHWAY DEPARTMENT AND SEWRPC.

connections to storm sewer mains; construction of
storm sewer mains necessary for pavement and
right-of-way drainage; and engineering services.

Except for interstate highway projects, of which
there are none in Walworth County, freeway
projects on federal aid routes are financed with
50 percent federal funds and 50 percent state
funds. In accordance with the Federal Aid High-
way Act of 1970, federal participation will be
increased beginning in fiscal year 1974 to 70 per-
cent, and local participation will be decreased to
30 percent of eligible costs on federal aid projects.

Right-of-Way Reservation: A considerable interval
necessarily exists between the time a long-range
plan for a given highway facility is formally
adopted and the time when actual construction of
the facility can begin. I maximum economies are
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to be effected and future disruption to urban
development minimized, the conversion of open
land to urban use and the redevelopment of land
for urban use within required future right-of-way
lines must be avoided. This is particularly true
in the rural areas surrounding rapidly developing
cities and villages such as exist in Walworth
County, where urban development, if allowed to
proceed in the path of needed highway facilities,
will not only make the eventual construction of the
proposed facilities extremely costly and difficult
but will also require expensive and agonizing
readjustment of the urban development itself to
the ultimate highway development.

It is therefore recommended that prior reserva-
tion of right-of-way for the required  highway
facilities be accomplished in accordance with the
recommended jurisdictional highway system plan,
utilizing statutory devices made available for this
purpose including official mapping, building set-
back line ordinances, and land subdivision control
ordinances. Such prior reservation of right-of-
way serves as an expression of governmental
intent to acquire land for highway purposes in
advance of actual facility construction, and thereby
can not only achieve great economies in ultimate
right-of-way acquisition, but also permits land
adjacent to the required right-of-way to be pri-
vately purchased and developed with full knowledge
of the future highway development proposals. Such
action can serve greatly to reduce public mis-
understanding of proposed highway improvements
and should thereby assist in avoiding and over-
coming opposition to the actual construction of the
recommended facilities. Such prior reservation
of right-of-way also serves to assure that lands
needed for future highways will be available when
needed at the price of unimproved land. This
serves not only to effect great economies but also
to avoid in the future the disruption, dislocation,
discontent, and great expense involved in the
acquisition and clearance of developed areas for
street and highway purposes.

The most effective and efficient means of prior
reservation of right-of-way for highway purposes
is the use of the official mapping powers granted
by the State Legislature to the State Highway
Commission, counties, cities, villages, and towns
in Wisconsin. These powers are thoroughly dis-
cussed and illustrated in SEWRPC Planning Guide
No. 2, Official Mapping Guide, February 1964.
It is recommended that, upon adoption of the
jurisdictional highway system plan by the Wal-




worth County Board and endorsement by the State
Highway Commission, the Walworth County Board
in cooperation with the four cities, seven villages,
and 16 towns within Walworth County adopt a
modified "official" map pursuant fo Section 80. 64
of the Wisconsin Statutes. This map initially
should encompass all of the Type I and Type II
highway facilities which are to remain on existing
location and which, therefore, should require no
route location studies as a basis for the mapping.
Proposed Type I and Type I highway facilities
which are to be placed on new location should be
added to the map as the necessary route location
studies are compieted. Such a County Official
Map will serve to establish street and highway
widths in excess of the widths in use and likewise
to establish the location and width of proposed
future arterial streets or highways. It is impor-
tant to note, however, that to become effective
such a county map must be approved by the gov-
erning body of the municipality in which a mapped
street or highway or any part thereof is located
and, therefore, actually becomes a joint county
and city, village, or town map. It is, therefore,
recommendéd that the governing bodies of the
four cities, seven villages, and 16 towns within
the county approve the County Map prepared in
accordance with the adopted jurisdictional highway
system plan.

It is further recommended, because of the limited
powers of such a county map, that the County
Official Map be augmented by the preparation and
adoption of local official maps and ordinances,
which would include, in addition to the recom-
mended state and county mapped routes, all of the
Type III highway facilities shown on the recom-
mended jurisdictional highway system plan. In
accordance with Section 62.23(6) of the Wisconsin
Statutes, such official mapping may be supple-
mented in certain intensely developed areas by the
establishment of building setback lines, pursuant
to Section 62.23(11) of the Wisconsin Statutes, in
order to protect portions of recommended street
and highway rights-of-way.

It is recommended that the planning agencies of
the four cities, seven villages, and 16 towns within
the county recommend to their respective govern-
ing bodies, pursuant to Section 236.45(4) of the
Wisconsin Statutes, the adoption of the subdivi-
sion regulations similar to those contained in the
SEWRPC Model Land Division Ordinance set forth
in SEWRPC Planning Guide No. 1, Land Develop-

ment Guide, November 1963, to assure dedica-

tion of required rights-of-way for the arterial
streets and highways included on the recom-
mended jurisdictional highway system plan. It
is further recommended that the respective gov-
erning bodies adopt such ordinances or amend-
ments thereto, pursuant to Section 236.45 of the
Wisconsin Statutes.

Finally, it is recommended that the plan commis-
sions of the four cities, seven villages, and 16
towns within the county formulate and recommend
to their respective governing bodies new zoning
ordinances or amendments to their existing ordi-
nances, pursuant to Section 62.23(7) of the Wis-
consin Statutes, to provide for traffic, parking,
and access restrictions; exclusive highway ser-
vice districts; sign controls; and conditional use
regulations similar to those provided in the
SEWRPC Model Zoning Ordinance as set forth in
SEWRPC Planning Guide No. 3, Zoning Guide,
April 1964, and apply these provisions properly
to the lands abutting the proposed Type I, II, and
I arterial subsystems. It is further recom-
mended that their respective governing bodies
adopt such ordinances or amendments, pursuant
to Section 62.23(7) of the Wisconsin Statutes.

SUMMARY

This chapter has set forth specific procedures for
implementation of the recommended jurisdictional
highway system plan. The most important of the
recommended plan implementation actions are
summarized in the following paragraphs by level
of government concerned.

Federal Level

U. S. Department of Transportation, Federal High-
way Administration: It is recommended that the
U. S. Department of Transportation, Federal High-
way Administration:

1. Acknowledge the recommended jurisdic-
tional highway system plan for Walworth
County and utilize the plan as a guide in
the review of requests for realignment of
the various federal aid systems and in the
administration and granting of federal aids
for highway improvement within the county.

2. Cooperate in, and approve the adjustment

of, the federal aid systems to the recom-
mended jurisdictional highway system plan.
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State Level

Highway Commission of the Wisconsin Department
of Transportation, Division of Highways: It is
recommended that the State Highway Commission:

1. Endorse and integrate the recommended
jurisdictional highway system plan into the
state long-range highway system plan.

2. Seek, in cooperation with the Walworth
County Board, realignment of the state
trunk, county trunk, and federal aid sys-
tems to the recommended jurisdictional
highway system plan.

3. Assume full operational and maintenance
responsibilities for all state trunk high-
ways within Walworth County.

4. Review the status of controlled-access
highways within Walworth County and de-
clare all such state trunk highways within
Walworth County found to meet the statu-
tory requirements and provisions as con-
trolled-access highways.

5. Proceed with right-of-way acquisition and
facility construction to meet the staged
facility completion dates included in the
recommended jurisdictional highway sys-
tem plan,

6. Adopt uniform construction aid formulae
and policies for all state trunk highways
consistent with similar formulae and poli-
cies for all county trunk highways in Wal-
worth County.

Regional Level

Southeastern Wisconsin Regional Planning Com-
mission: It is recommended that the Southeastern
Wisconsin Regional Planning Commission act to
formally adopt the recommended jurisdictional
highway system plan as an integral part of the
master plan for the Region, constituting an amend-
ment to the regional transportation plan adopted
by the Commission on December 1, 1966.

County Level

Walworth County Board: It is recommended that
the Walworth County Board, upon recommendation
of the Walworth County Highway Committee:

1. Adopt the recommended jurisdictional high-
way system plan as a guide to future high-
© way facility development within the county.
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2. Seek, in cooperation with the State High-
way Commission, realignment of the state
trunk, county trunk, and federal aid sys-
tems to the recommended jurisdictional
highway system plan.

3. Assume full operational and maintenance
responsibilities for all county trunk high-
ways within Walworth County.

4. Proceed, in cooperation with the appro-
priate agencies and organizations, to des-
ignate a system of scenic drives to be
marked and signed for routing within Wal-
worth County.

5. Declare all county trunk facilities that
are found to meet the statutory require-
ments and provisions as controlled-access
highways.

6. Proceed with right-of-way acquisition and
facility counstruction as necessary to meet
the staged facility completion dates in-
cluded in the recommended jurisdictional
highway system plan.

7. Adopt uniform construction aid formulae
and policies for all county trunk highways
consistent with similar formulae and poli-
cies for state trunk highways in Walworth
County.

8. Establish, with the approval of the munici-
palities as they are affected, a modified
nofficial" map including the proposed Type
I and Type II highways.

Local Level

1. It is suggested that, to supplement recom-
mended federal, state, regional, and county
plan adoption actions, four city common
councils, seven village boards, and 16 town
boards within Walworth County act to adopt
the recommended jurisdictional highway
system plan as a guide to highway system
development within their area of juris-
diction. It is further suggested that the
respective local planning agencies adopt
and integrate the recommended jurisdic-
tional highway system plan into the local
master plans and certify such adoption to
their local governing body.



2. It is recommended that the four city com-

mon councils, seven village boards, and
16 town boards within Walworth County act
to approve a County Official Map prepared
in conformance with the recommended
jurisdictional highway system plan, and
establish local official maps including the
proposed local trunk highway facilities.

. It is recommended that the four city com-
mon councils, seven village boards, and
16 town boards within Walworth County
adopt, pursuant to the recommendation of

their local planning agencies, subdivision
control ordinances and zoning regulations
necessary to assure the integrity of the
recommended jurisdictional highway sys-
tem plan.

In addition, it is recommended that the State High-
way Commission and the Walworth County Board
cooperatively support state legislation to abolish
the connecting street concept and assure the full
continuity of state and county trunk highway sys-
tems through incorporated municipalities.
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Chapter IX

SUMMARY AND CONCLUSIONS

INTRODUCTION

On December 1, 1966, the Southeastern Wisconsin
Regional Planning Commission, pursuant to its
statutory responsibilities and after four years of
intensive study, adopted a comprehensive regional
transportation plan for the seven-county South-
eastern Wisconsin Region. On March 17, 1967, in
accordance with its advisory role, the Commis~
sion certified this plan to the constituent counties,
cities, villages, and towns, as well as to certain
state and federal agencies, for adoption and
implementation. Subsequently, all of the county
boards concerned as well as the State Highway
Commission adopted or endorsed the recom-
mended transportation plan as a guide to the
development of transportation facilities within
the Region. The Walworth County Board of Super-
visors adopted the plan on March 21, 1967, after
careful consideration and upon the recommenda-
tion of the Walworth County Highway Committee.
Southeastern Wisconsin thus became the first
large urbanizing region in the United States to
have completed and adopted an official transporta-
tion plan in accordance with the spirit and intent
of the 1962 Federal Aid Highway Act.

The adopted regional transportation plan con-
tains, as an integral element, a functional arterial
street and highway system plan. This functional
plan consists of recommendations concerning the
general location, type, capacity, and service
levels of the arterial street and highway facilities
required to serve the rapidly developing Region
to the year 1990. Except for freeways, however,
the functional plan does not contain recommen-
dations as to which levels and agencies of gov-
ernment should assume responsibility for the
construction, operation, and maintenance of each
of the various facilities included in the func-
tional plan.

As a logical sequel to the adoption of the regional
transportation plan, and as recommended in that
plan, the Walworth County Board of Supervisors
directed that the County Highway Committee, in
cooperation with the U. S. Department of Trans-
portation, Federal Highway Administration; the

Wisconsin Department of Transportation, Division
of Highways; the Southeastern Wisconsin Regional
Planning Commission; and the local units of gov-
ernment concerned, proceed with the conversion
of the functional highway system plan contained
within the adopted regional transportation plan
to a jurisdictional plan. This plan would con-
tain specific recommendations as to the level
and agency of government which should assume
responsibility for the construction, maintenance,
and operation of each segment of the total arte-
rial street and highway system within Walworth
County. Such a plan would also contain con-
comitant recommendations for the realignment
of the federal aid highway systems, as well as
of the state and county trunk highway systems,
and if warranted, proposed necessary or desirable
changes in the various federal, state, and county
highway and formulae, policies, or programs.

Although implementation of the adopted regional
transportation plan was an important reason for
proceeding with the jurisdictional highway plan-
ning program, other equally important reasons
existed. The jurisdictional highway planning effort
was also required in order to cope with the grow-
ing traffic demands within Walworth County, adjust
the existing jurisdictional highway systems to
changes in land use development along their align-
ment, reestablish an integrated county trunk high-
way system, and adjust the jurisdictional highway
systems to better serve the major changes intraf-
fic patterns within the county that have resulted
from freeway construction and use.

Accordingly, an interagency study staff consisting
of planning and engineering personnel drawn from
the staffs of the Wisconsin Department of Trans-
portation, Division of Highways; and the South-
eastern Wisconsin Regional Planning Commission,
was organized to carry out the necessary juris-
dictional highway planning effort. Because any
realignment of the existing jurisdictional highway
systems would affect the local units of government
within the county in many ways, it was considered
essential to involve actively these local units of
government in the planning process. This was
done by the formation of a Technical Coordinating
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and Advisory Committee on Jurisdictional High-
way System Planning, with representation from
the U. S. Department of Transportation, Federal
Highway Administration; the Wisconsin Depart-
ment of Transportation, Divisions of Highways
and Planning; the Southeastern Wisconsin Regional
Planning Commission; the Walworth County High-
way Department; and 12 local public officials and
citizen members who collectively represented the
interests of the four cities, seven villages, and
16 towns within Walworth County.

STUDY PURPOSE AND PLAN OBJECTIVES

The primary purpose of the jurisdictiondl high-
way planning study was to identify and subse-
quently group into subsystems classes of arterial
streets and highways serving similar functions
and providing similar levels of service and, fur-
ther, to assign jurisdictional responsibility over
the subsystems so established to the appropriate
level of government having the greatest basic
interest. This was intended to achieve the follow-
ing objectives:

1. Promote implementation of the adopted
regional transportation plan.

2. Provide a sound basis for the efficient
multijurisdictional management of the total
arterial street and highway system and
for the attainment of the necessary inter-
governmental coordination in that manage-
ment.

3. Provide a sound basis for the efficient
design and improvement of the total arte-
rial system by combining into subsystems
those facilities which, because of the type
and level of service provided, should have
similar standards for design, construction,
operation, and maintenance.

4. Provide a basis for the establishment of
a sound, long-range fiscal policy and for
the systematic programming of arterial
street and highway improvements and
thereby to assure the most effective use
of the public resources in the provision
of highway transportation, focusing the
appropriate resources and capabilities in
corresponding areas of need.

5. Provide a basis for the more equitable
distribution of highway system develop-
ment costs and revenues among the levels
and agencies of government concerned.

110

THE JURISDICTIONAL
HIGHWAY PLANNING PROCESS

The singularly most important basic concept
underlying the jurisdictional highway planning
process applied in Walworth County was that the
jurisdictional highway planning process must be
preceded by, and grow out of, a functional highway
planning process; that is, that a jurisdictional
highway system plan must be based upon, and
derived from, -a prior functional highway system
plan. The development of a sound and viable
jurisdictional highway system plan, therefore,
can properly proceed only within the context of
a comprehensive, areawide - transportation:- plan-
ning process which has identified the transpor-
tation needs of the entire urbanizing region to
a selected design year and which has provided
definitive recommendations for meeting those
needs through the improvement of both: arterial
highway and mass transit facilities in the form
of a functional transportation plan.

Based upon this basic concept, a seven-step plan-
ning process was employed in the development of
a jurisdictional highway system plan for Walworth
County: 1) study design; 2) formulation of objec-
tives and standards; 3) inventory of existing sys-
tems, aid formulae, and financial resources;
4) jurisdictional systems analyses; 5) plan design;
6) plan test and evaluation; and 7) plan adoption.
One of the most important steps in this process
was the formulation of a set of criteria which
could be used as a basis for the objective and
rational assignment of jurisdictional responsi-
bility to the various facilities comprising the total
arterial street and highway system. Functional
variations within the total system provided: the
basis for the establishment of the criteria.

Since three levels of government—state, county,
and local—have direct responsibilities for the
planning, design, construction, operation, and
maintenance of highway facilities within southeas-
tern Wisconsin, criteria were prepared to classify
all segments of the total arterial street and high-
way systems into three subsystems: Type I (state
trunk) highway facilities; Type II (county trunk)
highway facilities; and Type II (local trunk) high-
way facilities. The Type I highway facilities
include all those routes which are intended to pro-
vide the highest level of traffic mobility, that is,
the highest speeds and lowest degree of traffic
congestion, the minimum degree of land access
service, and which must have regional or inter-



regional system continuity. The Type I high-
way facilities include all those routes which are
intended to provide an intermediate level of traffic
mobility, an intermediate level of land access
service, and which must have intercommunity
system continuity. The Type LI highway facilities
include all those routes which are intended to pro-
vide the lowest level of arterial traffic mobility,
the highest degree of arterial land access service,
and which must possess intracommunity system
continuity. The Type I arterial subsystem was
provided only in the urban areas of Walworth
County, with all arterial facilities in the rural
areas being included in either Type I or Type II
arterial subsystems.

The criteria deemed most significant to a func-
tional subclassification of the total arterial system
were related to three basic characteristics of the
facilities: the trips served, the land uses served,
and the operational characteristics of the facili-
ties themselves. Detailed criteria related to each
of these basic characteristics were prepared as
a part of the jurisdictional highway planning study
and have been fully described in Chapter IV of
this report.

The criteria were applied to the total arterial
street and highway system for Walworth County
as proposed in the adopted regional transportation
plan and subsequently refined through a careful
review of the arterial network by experienced
public works engineers responsible for the design,
construction, operation, and maintenance of arte-
rial highway facilities within the county. The
application of the criteria required a careful
analysis of the trip lengths and traffic volumes
to be served by each link in the total arterial
system, an inventory of the land uses to be served
by each of the jurisdictional subsystems, and an
investigation of the operational characteristics of
the arterial facilities themselves. This applica-
tion has been fully described in Chapter V of
this report.

PRESENT STATE OF THE
JURISDICTIONAL HIGHWAY SYSTEMS

The study found that, as of January 1, 1971, there
were a total of 1,300 miles of streets and high-
ways open to traffic within Walworth County. Of
this total, 427 miles, or approximately 33 per-
cent, comprised the functional arterial street and
highway network. Responsibility for the design,
construction, operation, and maintenance of this

arterial street and highway network rested with
three levels and 29 units of government—the state,
the county, and 27 local municipalities. Approxi-
mately 191 miles, or 45 percent, of the arterial
network were under state jurisdiction, being com-
prised of state trunk highways and connecting
streets. About 173 miles, or 40 percent, were
under county jurisdiction, being comprised of
county trunk highways; and about 63 miles, or
15 percent, were under city, village, and town
jurisdiction, being comprised of local arterial
streets and highways.

Superimposed on the state, county, and local trunk
highways were 387 miles of federal aid routes, of
which about 160 miles, or 41.3 percent, were
federal aid primary routes and 227 miles, or
58,7 percent, were federal aid secondary routes.

The location and configuration of these jurisdic-
tional highway systems and supporting aid routes
were the result of a long process of historic
evolution influenced by many complex, political,
administrative, financial, and engineering con-
siderations and constraints. The state trunk and
county trunk networks were originally conceived
by the State Legislature as integrated highway
systems and were originally so delineated and
mapped. The state trunk highway network, how-
ever, was last studied and revised as anintegrated
system by the State Legislature in 1923; and the
county trunk systems, by the State Highway Com-
mission and the Walworth County Board in 1925.
Many piecemeal additions and deletions have been
made to these two jurisdictional highway networks
since 1923 and 1925. Consequently, these two
important networks no longer represent fully
integrated, continuous, arterial highway systems
capable of serving in the most efficient manner
possible the areawide land use and traffic service
functions originally intended. Moreover, since
the federal aid highway networks are intended to
assist in implementing the state and county trunk
highway systems, and therefore reflect the pat-
tern of these systems, these federal aid networks
were also found to be in need of revision.

It was, therefore, considered most appropriate
at this time to study and analyze the jurisdictional
highway systems within Walworth County, and
guided by the functional transportation system
plan prepared by the Southeastern Wisconsin
Regional Planning Commission, endorsed by the
State Highway Commission, and adopted by the
Walworth County Board, to recommend changes
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necessary to reclassify and regroup these net-
works into complete, fully coordinated, and con-
tinuous systems able to meet the present and
expected future arterial highway traffic demands
within Walworth County at an adequate level
of service.

THE RECOMMENDED PLAN

The jurisdictional highway system plan prepared
for Walworth County provides for three juris-
dictional highway systems—Type I, state trunk;
Type II, county trunk; and Type IO, local trunk—
which together comprise the total arterial street
and highway system required to serve the growing
travel demands within Walworth County and its
constituent cities, villages, and towns to the plan
design year of 1990. Thus, the jurisdictional
highway system plan recommends an alignment
of governmental responsibility for each of the
various facilities comprising the total arterial
street and highway system in the design year.
The recommended plan also constitutes a refine-
ment of the.functional arterial street and highway
system plan prepared by the Southeastern Wis-
consin Regional Plamning Commission, and as
such, is intended upon its adoption to constitute
a functional, as well as a jurisdictional, highway
system plan for Walworth County to the plan
design year of 1990. As a functional plan, the plan
recommends cross sections having right-of-way
and pavement widths adequate to serve the fore-
cast traffic demand at a desirable level of service
while meeting state and regional transportation
system development objectives.

Type I (State Trunk) Highway System

The arterial street and highway system recom-
mended to serve the growing traffic demand within
Walworth County through the plan design year
1990 totals approximately 489 route-miles of
facilities, or about 34 percent of the estimated
1,440 route-miles of facilities expected to com-
prise the total street and highway system within
the county in 1990. Of this total arterial system,
217 route-miles, or about 44 percent, are pro-
posed to comprise the Type I system, an increase
of 26 route-miles over the present system. This
Type I system may be expected to carry approxi-
mately 74 percent of the arterial travel demand
and approximately 68 percent of the total travel
demand expected to be generated within Walworth
County by the year 1990. The Type I system as
recommended includes all of the committed and
proposed freeway facilities within the county as
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well as certain important surface arterials, and
as such, comprises the basic framework of the
total highway transportation system in the county.

Type II (County Trunk) Highway System

The recommended plan further proposes a Type II
(county trunk) highway system consisting of
258 route-miles, or an additional 53 percent, of
the total arterial mileage required to serve the
county in the plan design year of 1990. This
TypeIl system represents an increase of 64 route-
miles over the present system. It is intended to
complement the recommended Type I highway
system, and together with that system, to include
all major arterial facilities having areawide sig-
nificance. The county trunk highway system may
be expected to carry 24 percent of the arterial
travel demand and 22 percent of the total travel
demand expected to be generated within Walworth
County by the year 1990.

Type III (Local Trunk) Highway System

Finally, the plan recommends a Type III (local
trunk) highway system consisting of the remaining
14 route-miles of arterial facilities, or about
3 percent, of the total arterial mileage proposed
to serve Walworth County in the plan design year
1990. This Type I system, comprising an inte-
gral part of the total arterial street and highway
system, represents a decrease of 49 route-miles
over the present system and is intended to serve
primarily local arterial street and highway needs.

Finally, the Technical Coordinating and Advisory
Committee recognized the need for the marking
and signing of a system of scenic drives within the
county. The Committee, however, believed that
the delineation of such a system would be best
accomplished by a broad-based committee of Wal-
worth County citizens involved with the promotion
of cultural, historic, scenic, and scientific areas
within the county.

Financial Feasibility

In order to determine the practicality and accept-
ability of the recommended jurisdictional highway
system plan, a careful analysis was made of
the financial feasibility of the plan. Total plan
construction and maintenance costs were esti-
mated and compared to anticipated revenues over
a 20-year plan implementation period. As a nec-
essary part of this analysis, the existing structure
of highway revenues and expenditures was care-
fully examined and construction and maintenance
formulae and policies analyzed. The analysis




indicated that the recommended plan is financially
feasible. Total plan implementation costs, includ-
ing construction and maintenance of collector and
minor land-access as wellas of arterial facilities,
were estimated at $146 million over the 20—year
plan implementation period.

It is extremely difficult to forecast the revenues
which may become available for highway purposes
over the 20-year plan implementation period.
This difficulty is due not only to the length of the
forecast period invoilved and the unpredictable
changes which may occur during this period in
such important factors affecting highway revenues
as the general level of economic activity, but also
to major changes in the structure of highway aid
formulae which will come about upon expiration
of the massive interstate highway construction
program. Based upon current rates of expen-
ditures for highway purposes within Walworth
County, however, anticipated revenues for high-
way purposes over the plan implementation period
were estimated at $148' million, or $2 million
more than the $146 million required to implement
the plan.

Although the financial analysis indicates that the
plan is feasible considering the county as a whole,
some disparities may exist with respect to the
initial distribution of resources between the
county and local levels of government relating
to the transfer of local trunk facilities to the
county trunk system and within the individual
municipalities comprising the county relating pri-
marily to the anticipated costs of, and revenues

! It should be noted that the portion of estimated

revenues for the 20-year plan implementation period
which are comprised of state aids were based on the
motor vehicle distribution formulae in effect as of
January 1, 1971, and as such include an estimate of
the privilege highway tax which could be anticipated
to be returned to municipalities within Walworth
County. Subsequent to the financial analyses for this
study, the Wisconsin Legislature enacted Chapter 125
of the Wisconsin Laws of 1971 which directs that the
privilege highway tax no longer be allotted directly
to the unit of government from which the motor vehicle

registration and licensing fees were derived, but
rather be placed in the county and municipal shared
tax account for distribution essentially on a per
capita basis. The estimated net effect of this change
to Walworth County, based on the method for the dis-
tribution of shared revenues (Chapter 79, Wisconsin
Statutes) would be a reduction of about $300, 000, or
about 0.2 percent of the total anticipated revenues,
over the 20-year plan implementation period, totaling
about $15,000 per year.

for, the Type I system and to the nonarterial
facilities located within the various municipalities
within Walworth County.

The financial analysis also carefully explored the
effect of the recommended changes in the juris-
dictional highway systems on supplemental aids
and allotments as well as on other construction
and maintenance aids, and resulted in the formu-
lation of two major recommended revisions to the
aid structure: the abandonment of ‘the connecting
street concept, and the adoption of common, uni-
form construction aid formulae and policies for
state and county trunk highways.

Implementing Recommendations

Specific procedures for implementation of the
recommended jurisdictional highway system plan
have been set forth in Chapter VIII of this report.
The most important of these include formal plan
adoption by the Walworth County Board and by the
Southeastern Wisconsin Regional Planning Com-
mission, and endorsement by the Highway Com-
mission of the Wisconsin Division of Highways;
realignment of the state trunk, county trunk, and
federal aid systems to conform with the recom-
mended jurisdictional highway system plan through
the cooperative actions of the Walworth County
Board, the State Highway Commission, and the
U. S. Department of Transportation, Federal
Highway Administration; assumption of full opera~
tional and maintenance responsibilities by the
state for all state trunk highways and by the
county for all county trunk highways; integration
of the recommended plan into the construction,
planning, and programming procedures of both
the Highway Commission and the Walworth County
Highway Department; and adoption of common,
uniform construction aid formulae and policies
for all state and county trunk highways within
Walworth County. Additional recommendations
include the establishment of an Official Map for
the protection of the rights-of-way of all Type I
and Type II highway facilities through the coop-
erative action of the Walworth County Board and
the governing bodies of the 27 municipalities com-
prising the county.

CONCLUSION

Adoption and implementation of the jurisdictional
highway system plan recommended in this report
would provide the county with an integrated high-
way transportation system which will effectively
serve the existing, and promote adesirable future,
land use pattern, meet the anticipated future
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travel demand at an adequate level of service,
abate traffic congestion, reduce travel time and
costs between component parts of the Region, and
reduce accident exposure. It would serve to con-
centrate appropriate resources and capabilities on
corresponding areas of need, assuring a more
effective use of the total public resources in the
provision of highway transportation, and provide
a sound basis for the establishment of long-range
fiscal policies and for the systematic program-
ming of arterial street and highway improvements
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within Walworth County. It would also provide
a basis for the more efficient planning and design
of the total arterial street and highway system,
for the efficient multijurisdictional management
of that system, and for the attainment of inter-
governmental coordination necessary to the coop-
erative development of the system. Finally, it
should provide a more equitable distribution of
highway improvement, maintenance, and operating
costs among the various levels and agencies of
government concerned.
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Appendix B

DETAILED DATA—WALWORTH COUNTY JURISDICTIONAL HIGHWAY SYSTEM PLAN

Table B-1

CONSTRUCTION AND MAINTENANCE COST ESTIMATES FOR WALWORTH COUNTY
JURISDICTIONAL HIGHWAY SYSTEM PLAN BY MUNICIPALITY®

CONSTRUCTICN COST ESTIMATES MAINTENANCE COST ESTIMATES
ARTERIAL NONARTERIAL ARTERTAL NONARTERIAL
TYPE I EXISTING LOCAL, TYPE 1 NEW LOCAL s |EXISTING LOCAL,
CIVIL DIVISICON {NCNFREEWAY) TYPE 11 TYPE II1 COLLECTOR SUBTOTAL |(NONFREEWAY)| TYPE 11 TYPE LII|COLLECTORP COLLECTOR SUBYOTAL TOTAL

CITIES

DELAVAN 3 764500 |3 192,500 |$ - $ 5524200 3 821,200 $ -- s - s - $ 151,200 $ 14,026,000 $ 1,177,200(8 1,998,400

ELKHCRN. oo 119,80¢C 130,800 | 1+186+3C0 464,4C0 1,901,300 - - 178,9C0 194,400 897,800 1,271+100 34172,400

LAKE GENEV 2554600 136,500 848,500 933,760 24,174,300 - - 161.900 167,400 1,638,200 1,967,500 49141,800

WHITEWATER 2874300 14,000 860,600 733,300 14895,200 - - 107,200 1864300 1,378,100 1:671,600 3,566,800

SUBTOTAL. 739,200 473,800 | 24895,400 246834600 6+192,000 - - 448,000 6994300 439404100 650874400 | 12,879,400

s 67,200 |8 74,200 (8 - s 1104600 s 252,000 5 - $ - $ - $ 81,000 $ 206,800 s 287,800 (s 539,800

139,900 39,200 - 184,800 363,9C0 - - - 91,800 364,300 456,100 820,000

254900 25400 - 433,200 544,500 - - - 29.700 718,800 808,500 1,353,000

- 7,700 - 132,9C0 140,600 - - - 44,600 248,400 293,000 433,600

- 6,600 - 177,900 1844500 - - - 101,300 332,600 433,960 6185400

120,600 11,000 51840C0 200+1C0 849,700 - - 13,300 1164100 374,200 503,600 1,353,300

WILLIAMS BAY.. 118,80C - 185,000 530,200 834,000 - el 44800 121,500 918,500 19044,800 1,878,800

SUBTOFAL.e.. 532,400 164,100 103,000 12,769,700 3,169,2C0 - - 18,100 5864000 3+223,600 3,827,700 64996,900
TOWNS

BLOOMFIELDccen | § - $ - s - 3 799,300 s 799,300 $ - $ - $ -- $ 324400 $ 1+119,400 $ 1,151,800|% 1,951,100

CARIEN - - - 4824300 482300 - - - - 6694400 6694400 141514700

- - - $4042C0 540,200 - - - - T48,700 7484700 1,288,900

- - - 550,500 5504500 - - - - 761,200 7619200 1,311,700

-- - - 660,100 660,100 - - - 32,000 964,900, 9964900 1,657,000

- - - 385,900 385,900 - - - - 5669300 5669300 952,200

-— -— - 648,200 6484200 - - - - 897,100 897,100 125454300

- -- - 575,200 575,260 - - - 49,200 827,200 8764400 114514600

- - - 561,700 561,700 - - - -- 721,300 721,300 1,283,000

- -- - 569,700 569.700 - - -- 3,600 785,500 789,100 14,358,800

SHARCNa« -— - - 480,800 480,800 - - - - 665400 6655400 151462200

SPRING P - - - 389,9C0 389900 - - - - 529,000 529,000 918,900

- - - 635,600 635,600 - - - 464800 875,200 922,000 145574600

- - -- 378,500 378,500 - - - - 523,800 523,800 9024300

- - - 413,600 413,600 - - - -~ 581,900 5814900 995,500

WHITEWATER aae - - - 385,600 385600 - - - 63,600 528,300 591,900 977500

SUBTOTAL.... - - - 844574100 844574100 - -~ b 227,600 L1:7644600 11,992,200| 20,449+300C

WALWORTH COUNTY. | $ -- $13,058,C00 |$ - s - $13,058,000 $ $7,086,500($ -- $ -- $ - $ T+0864500|3$20+144,500

TOTAL $1+271,600 [$13,695,900 ($3,598,400 $12,910,400 $31,476,+300 $ -- $7,086,500(3466,100|$1,512,900 $19,928,300 $284993,800|$60,470,100

“FCR ANALYSIS PURPCSESs IT WAS ASSUMED THAT THE CORPORATE LIMITS OF CITIES AND VILLAGES WOULD CHANGE DVER THE 20-YEAR PLAN IMPLEMENTATION PERIOD TO INCLUDE ANY.AD-
JACENT PLANNED URBAN DEVELOPMENT AS RECOMMENCED IN THE ADCPTED REGIONAL LAND USE PLAN.

BPLAN IMPLEMENTATICN COSTS SET FORTH IN CHAPTER VII OF THIS REPORT ASSUMED THAT THE COST OF ALL NEW COLLECTOR STREETS AND LOCAL STREETS WOULD BE BORNE BY THE DEVEL-

OPER.

SOURCE- SEWRPC.

INTRODUCTION TO FIGURE B-1
TYPICAL RURAL AND URBAN STREET AND HIGHWAY CROSS SECTIONS

The typical rural and urban street and highway
cross sections developed under the Walworth
County jurisdictional highway system planning
program and utilized in the preparation of the
Walworth County jurisdictional highway system
plan are shown in Figure B-1. The cross sections
presented include, for two, four, and six moving
lanes of traffic, both desirable and minimum
configurations of pavement width; curb lawns,
medians, shoulders, and sidewalks where appro-
priate; and the required right-of-way.

Included with each cross section are typical cost
estimates, on a per mile basis, for the construc-
tion, resurfacing, and annual maintenance of the
particular facility involved. In atypical circum-
stances such as unusual topography or intensive
urban development, the typical cross sections
presented may require modification during plan

implementation to meet detailed design standards
and to minimize disruption of the landscape or
cityscape. It should be noted that the resurfacing
cost for Cross Section No. 1, a minimum two-
lane rural arterial, includes costs for minor
reconstruction for spot improvement of horizontal
and vertical alignment and of intersections. It
should also be noted that the per mile costs for
construction, resurfacing, and annual maintenance
are expressed in 1970 dollars and reflect the most
recent cost experiences of the Wisconsin Division
of Highways in Walworth County and in areas of
the state similar to Walworth County. While these
cost estimates thus provide an average project
cost for all proposed arterial highway improve-
ments within Walworth County, the cost of an
individual project during plan implementation
should be expected to vary somewhat from the

average costs.
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Fiqure B-|

TYPICAL RURAL AND URBAN STREET AND HIGHWAY CROSS SECTIONS

ROW.
LINE

/

GRAVEL BASE VARIES
22' HIGH TYPE PAVEMENT, 66' R.O.W.

ESTIMATED COST PER
CONSTRUCTION =

ROW.

RESURFACE
MAINTENANCE

GRAVEL BASE VARIES

/

VARIABLE

RURAL AREA
TYPICAL CROSS SECTION NO. |
MINIMUM TWO LANE ARTERIAL

VARIABLE

MILE:
$ 140,000
$ 20,000

$

VARIABLE

1,200 (ANNUAL)

CAPACITY RANGE:

LEVEL OF SERVICE
B8
[

RURAL AREA
TYPICAL CROSS SECTION NO. 2
DESIRABLE TWO LANE ARTERIAL

|
¢

VARIABLE -

R.O.W.

MAXIMUM SERVICE VOLUME

4,400 VEH./DAY
7,400 VEH./DAY

J R.O.W.
LINE

24' HIGH TYPE PAVEMENT, 100' R.OW.
ESTIMATED COST PER

CONSTRUCTION
RESURFACE
MAINTENANCE

MILE:
$185,000
$ 21,800

$

1,400 (ANNUAL)

CAPACITY RANGE:

LEVEL OF SERVICE
B
C

RURAL AREA
TYPICAL CROSS SECTION NO.3
MINIMUM FOUR LANE ARTERIAL

MAXIMUM SERVICE VOLUME

5,200 VEH./DAY
8,500 VEH./DAY

\

R.O.W. |
LINE ¢ | _ROW.
LINE
e ————— e
| T—
i6" 10—y 24" +—6' 9" l 9' 6'—¢ 24" ¢ 10" 16"
130’
GRAVEL BASE VARIES CAPACITY RANGE:
DUAL 24' HIGH TYPE PAVEMENT, 130' RO.W. LEVEL OF SERVICE MAXI| MUM SERVICE VOLUME
. B 8,700 VEH./DAY
ESTIMATED COST PER MILE: ,
CONSTRUCTION = $515,000 c 13,400 VEH./DAY
RESURFACE = § 46,4900
MAINTENANCE = ¢ 2,800 (ANNUAL)
RURAL AREA
TYPICAL CROSS SECTION NO.4
DESIRABLE FOUR LANE ARTERIAL
R.O.W. I
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GRAVEL BASE VARIES
DUAL 24'HIGH TYPE PAVEMENT, 150’ R.O.W.
ESTIMATED COST PER MILE:

CONSTRUCTION =
RESURFACE =
MAINTENANCE =

$520,000
$ 46,400
$

3,200 (ANNUAL)

CAPACITY RANGE:

LEVEL OF SERVICE
B8
C

MAXIMUM SERVICE VOLUME

8,700 VEH./DAY

13,400 VEH./DAY




RURAL AREA
TYPICAL CROSS SECTION
MINIMUM TWO LANE®
COLLECTOR OR MINOR STREET

&
ow
LINE
|
VARIABLE zl—s'—l»s; 3'4—VARIABLE

49.5' —
GRAVEL BASE VARIES 18' BITUMINOUS PAVEMENT 49.5' R.O.W.

RURAL AREA
TYPICAL CROSS SECTION
DESIRABLE TWO LANEP

COLLECTOR OR MINOR STREET

l

@
ROW
LINE
R.O.W.
LINE™
— |
+—VARIABLE +— 59 1" + " +—5—¢ VARIABLE
66" ]
GRAVEL BASE VARIES 22' BITUMINOUS PAVEMENT 66' R.O.W.

ESTIMATED COST PER MILE FOR RURAL, NON-ARTERIAL STREETS:
CONSTRUCTION = $160,000 (AVERAGE)
RE SURFACE = ¢ 10,900 (AVERAGE)
MAINTENANCE $ 800 (ANNUAL AVERAGE)

? rown road standords os established in section 86 .26, Wisconsin statutes.
1bid.
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URBANIZING AREA
TYPICAL CROSS SECTION NO. 5
DESIRABLE TWO LANE ARTERIAL

(INITIAL STAGE OF FUTURE FOUR LANE ARTERIAL)

€ R.OMW.
Cine" | [ LiNe
W
—_— |
16 1! ' 24’ 10'— ¢ 5‘4
65' ’ 65"
130'
GRAVEL BASE VARIES CAPACITY RANGE:
24' HIGH TYPE PAVEMENT, 130' RO.W. LEVEL OF SERVICE MAXIMUM SERVICE VOLUME
ESTIMATED COST PER MILE: RURAL
CONSTRUCTION = $370,000 8 5,200 VEH./DAY
RESURFACE = g 23,700 c 8,500 VEH./DAY
MAINTENANCE = $ 1,900 (ANNUAL) URBAN
B 6,100 VEH./DAY
c 6,800 VEH./DAY
) 7,400 VEH. /DAY
URBANIZ ING AREA
TYPICAL CROSS SECTION NO. 6
DESIRABLE FOUR LANE ARTERIAL
R.O.W. ‘
— R.O.W
LINE ¢ L INE
16" 10'—s 24' +—6' 9' 9" 6'—¢ 24 — 10’ 16'———¢
65' 65’

130"
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GRAVEL BASE VARIES
DUAL 24' HIGH TYPE PAVEMENT, 130' R.OW.
ESTIMATED COST PER MILE:
CONSTRUCTION = $565,000
RESURFACE = $ 46,400
MAINTENANCE = $ 4,800 (ANNUAL)

CAPACITY RANGE:
LEVEL OF SERVICE

RURAL

URBAN

B
o]

cow

MAXIMUM SERVICE VOLUME

8,700 VEH./DAY
13,400 VEH./DAY

11,100 VEH./DAY
12,300 VEH./DAY
13,600 VEH./DAY



URBAN AREA
TYPICAL CROSS SECTION NO. 7
MINIMUM TWO LANE ARTERIAL

22

— ¢
= i
8| b —

LI

ROW.
LINE

6" GRAVEL BASE

44'HIGH TYPE PAVEMENT, 60' RO.W.

SIDEWALK, STREET LIGHTING

ESTIMATED COST PER MILE: ¢
CONSTRUCTION = $325,000 D

=$ 19,700

=$ 4,300 (ANNUAL)

CAPACITY RANGE:
LEVEL OF SERVICE
B

RESURFACE
MAINT ENANCE

URBAN AREA
TYPICAL CROSS SECTION NO.8
DESIRABLE TWO LANE ARTERIAL

R.O.W._{ |
LINE ¢

MAXIMUM SERVICE VOLUME
8,200 VEH./DAY
8,500 VEH./DAY
9,/ 00 VEH./ DAY

RO.W.
M LINE

24

Y S

40'

CAPACITY RANGE:
LEVEL OF SERVICE

6" GRAVEL BASE
48'HIGH TYPE PAVEMENT, 80' ROW

(ADDITIONAL R.OW MAY BE RESERVED IN B
UNDEVELOPED AREAS) Cc
SIDEWALK, STREET LIGHTING D

ESTIMATED COST PER MILE:
CONSTRUCTION = $390,000
RESURFACE =$ 21,700
MAINTENANCE = $ 4,800 (ANNUAL)

URBAN AREA

TYPICAL CROSS SECTION NO.9
MINIMUM FOUR LANE ARTERIAL
R.O.W. |
LINE &

MAX IMUM SERVICE VOLUME
9,100 VEH./DAY
9,500 VEH./DAY
10,300 VEH./DAY

RO.W.

LINE

24! Ls‘l’"

I'—ul- 5'i3‘ +
6" GRAVEL BASE

CAPACITY RANGE:
48' HIGH TYPE PAVEMENT, 66' R.O.W.

LEVEL OF SERVICE

SIDEWALK, STREET LIGHTING B

ESTIMATED COST PER MILE: ¢
CONSTRUCTION = $340,000 D
RE SURFACE =$ 21,700

MAINTENANCE = $ 4,800 (ANNUAL)

URBAN AREA
TYPICAL CROSS SECTION NO. 10
DESIRABLE FOUR LANE ARTERIAL

MAXIMYJM SERVICE VOLUME
11,800 VEH./DAY
12,800 VEH./DAY
14,600 VEH./DAY

RO.W. | R.O.W.
LINE ¢ LINE
__—— —
I" 5'—¢ (e} l 3¢’ l 13 )3 l 36’ l IO'—L 5‘—1-»— N
! 6s" &5t

6" GRAVEL BASE

CAPACITY RANGE:
DUAL 36' HIGH TYPE PAVEMENT, [30' R.OW.

LEVEL OF SERVICE

SIDEWALK, STREET LIGHTING B

ESTIMATED COST PER MILE: c
CONSTRUCTION = $775,000 D.
RESURFACE $ 31,800

. MAINTENANCE =$ 6,500 (ANNUAL)

MAXIMUM SERVICE VOLUME
14,000 VEH./DAY
14,900 VEH./DAY
17,000 VEH./DAY
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URBAN AREA
TYPICAL CROSS SECTION NO. I
MINIMUM SIX LANE ARTERIAL

BT Eeeeeeem———— B
x'—-oL 5'41—5' l 40' +-4'

55!

—

6" GRAVEL BASE CAPACITY RANGE:
DUAL 40 HIGH TYPE PAVEMENT, |I0'R.O.W. LEVEL OF SERVICE MAXIMUM SERVICE VOLUME
SIDEWALK, STREET LIGHTING B 21,200 VEH./DAY

c 22,700 VEH./DAY

ESTIMATED COST PER MILE:
CONSTRUCTION = $790,000 D 26,600 VEH./DAY
RESURFACE = $ 35,000
MAINTENANCE =$ 8,600 (ANNUAL)

URBAN AREA
TYPICAL CROSS SECTION NO. 12
DESIRABLE SIX LANE ARTERIAL

3
o
b3
——
o
£

l'—l»SJ—S' l 40" 1 138 13 L 40 + SJ-* 4 !

65" 65"
6" GRAVEL BASE CAPACITY RANGE:
DUAL 40 HIGH TYPE PAVEMENT, 130' R.O.W. LEVEL OF SERVICE MAXIMUM SERVICE VOLUME
SIDEWALK, STREET LIGHTING B 21,200 VEH./DAY
ESTIMATED COST PER MILE: c 22,700 VEH./DAY
CONSTRUCTION = $810,000 D 26,600 VEH./DAY

RESURFACE = $ 35,000
MAINTENANCE =$ 8,600 (ANNUAL)

URBAN AREA
TYPICAL CROSS SECTION
COLLECTOR STREET

R.O.W. I RO.W.

:o'J 24" 249"

-

10 5 1

40" a0’
6" GRAVEL BASE ESTIMATED COST PER MILE:
48' HIGH TYPE PAVEMENT CONSTRUCTION = $225,000
80' R.O.W. RESURFACE =$ 21,700

MAINTENANCE $ 3,900 (ANNUAL)

URBAN AREA
TYPICAL CROSS SECTION
MINOR STREET

30" 30
6" ,BRAVEL BASE ESTIMATED COST PER MILE:
36' HIGH TYPE PAVEMENT CONSTRUCTION = $ 175,000
60' R.OW. RESURFACE =$ 16,300
MAINTENANCE = $ 2,600 (ANNUAL)
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RURAL AREA

TYPICAL CROSS SECTION NO. I3
DESIRABLE FOUR LANE FREEWAY

ROW.
LINE
—

VARIABLE * 30" ' 24' ‘- 42' a2 ’ 24 30" ' VARIABLE—
' 260"

DUAL 24' HIGH TYPE PAVEMENT, 260' ROW. CAPACITY RANGE:

ESTIMATED COST PER MILE: LEVEL OF SERVICE MAXIMUM SERVICE VOLUME
CONSTRUCTION = $780,000 A 19,200 VEH./DAY
RESURFACE = $ 50,100 8 27,500 VEH./DAY
MAINTENANCE = $ 3,900 (ANNUAL) c 37,500 VEH./DAY

RURAL AREA
TYPICAL CROSS SECTION NO. |14
DESIRABLE SIX LANE FREEWAY

R.OW
I LINE
! o
12
ROW,
LnNE‘1
‘ 10" 12t 12 12" 10"
I—VARIABLE 4 30' + 36’ v 30" L 30'——¢ 36’ 30' $—— VARIABLE ——¢
L, 260

DUAL 36' HIGH TYPE PAVEMENT, 260' R.O.W.
ESTIMATED COST PER MILE:

CAPACITY RANGE:
LEVEL OF SERVICE

CONSTRUCTION = $935,000 A
RESURFACE = $ 63,700 8
MAINTENANCE =$ 5,000 (ANNUAL) c

MAXIMUM SERVICE VOLUME
33,000 VEH./DAY
47,800 VEH./DAY
60,000 VEH./DAY
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URBAN AREA
TYPICAL CROSS SECTION NO. 15
MINIMUM FOUR LANE FREEWAY

|
12
| ~MEDIAN BARRIER

24' 10'—¢-6' :dJ»] 2‘J— |z'l|o'Lla'
30’ 4

R.O.W.
LINE

R.OW.
L INE

———28"

DUAL 24' HIGH TYPE PAVEMENT, 130' ROW CAPACITY RANGE:
ESTIMATED COST PER MILE: LEVEL OF SERVICE MAX IMUM SERVICE VOLUME
CONSTRUCTION = $880,000 B 37,800 VEH./ DAY
RESURFACE = $ 50,100 [o] 51,500 VEH./ DAY

= D 61,900 VEH./ DAY

MAINTENANCE $ 6,300 (ANNUAL)

URBAN AREA
TYPICAL CROSS SECTION NO. i6
DESIRABLE FOUR LANE FREEWAY
ROW.
"LiNE
L~

h ——-—\/

R.OW. R
LINE ]

/

12! 12t

VARIABLE 1 24’ ' 53" 43" 10" 24! t—-10' VARIABLE
260
DUAL 24' HIGH TYPE PAVEMENT, 260’ RO.W CAPACITY RANGE:

ESTIMATED COST PER MILE: LEVEL OF S!;RVICE MAXIMUM SERVICF VOL.UME

CONSTRUCTION = $1,0566,000 8 37,800 VEH./DAY

50,100 [¢ 51,500 VEH./DAY

D 61,900 VEH./DAY

RESURFACE =

$
MAINTENANCE =$ 11,400 (ANNUAL)

URBAN AREA
TYPICAL CROSS SECTION NO. |7
MINIMUM SIX LANE FREEWAY

)
RO.W.

ql:_/-MEDIAN BARRIER Ps LINE

ROW.

LINE

e [ [ ———
31’ ¢ 36" $— 104 §'$—10'—9—I2' 12" 12" 10’ 2/—

160*

DUAL 36' HIGH TYPE PAVEMENT, 160' R.O.W. CAPACITY RANGE:

ESTIMATED COST PER MILE: LEVEL OF SERVICE MAXIMUM SERVICE VOLUME
CONSTRUCTION = $1,065,000 B 65,700 VEH./DAY
RESURFACE $ 63,700 , [+ 82,500 VEH./DAY

7,300 (ANNUAL) [»] 92,800 VEH./DAY

MAINTENANCE = $
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URBAN AREA
TYPICAL CROSS SECTION NO. I8
DESIRABLE SIX LANE FREEWAY

|
E__,—————-—ﬂ‘\/
P e

\ 1

RO.W.
LINE

/
12 12" 12
VARIABLE ' 36' + ar 30" 10'¢ 36' +—10'-¢ VARIABLE
260
DUAL 36' HIGH TYPE PAVEMENT, 260' ROW. CAPACITY RANGE:
ESTIMATED COST PER MILE: LEVEL OF SERVICE MAXIMUM SERVICE VOLUME
CONSTRUCTION = $1, 230,000 g 22'7588 ‘62:;&:;
RESURFACE =$ 63,700 . ’ ’
MAINTENANCE = § 13,300 (ANNUAL) o 92,800 VEH./DAY

TYPICAL TRANSITWAY CROSS SECTION

10" 6.

4 31

3¢
FOR FUTURE DEVELOPMENT WITHIN FREEWAY MEDIAN
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FOR

MAP B-1
RECOMMENDED JURISDICTIONAL HIGHWAY SYSTEM PLAN
WALWORTH COUNTY — 1990
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LEGEND FUNCTIONAL CLASSIFICATION CODE KEY

JURISDICTIONAL CLASSIFICATION

E— TYPE I ARTERIAL {(FREEWAY — STATE TRUNK HIGHWAY)

P TYPE I ARTERIAL (STATE .TRUNK HIGHWAY)

r—— TYPE I ARTERIAL (COUNTY TRUNK HIGHWAY)

— TYPE IX ARTERIAL (LOCAL TRUNK HIGHWAY)

. FREEWAY — ARTERIAL INTERCHANGE
FUNCTIONAL CLASSIFICATION

4] LEVEL OF SERVICE

I SEE ACCOMPANYING

N TYPICAL CROSS SECTION KEY TO NUMBER

' AND LETTER CODES

< TYPE OF IMPROVEMENT

Source: SEWRPC.

TYPE OF IMPROYVEMENT

TYPICAL CROSS SECTION®

LEVEL OF SERVICED

Resurfacing Only
Construction of New Facility
Reconstruction With Same Capacity
Reconstruction for Additional Capacity

No work Required

Two-Lane Arterial {Minimum-Rural Area}

Two-Lane Arterial (Desirable-Rural Area)
Four-Lane Arterial (Minimum-Rural Area)
Four-Lane Arterial (Desirable-Rural Area)
Two-Lane Arterial (Desirable-Urbanizing Area)
Four-Lane Arterial (Desirable-Urbanizing Area)
Two-Lane Arterial (Minimum-Urban Area)
Two-Lane Arterial (Desirable-Urban Area)
Four-Lane Arterial {Minimum-Urban Area)
Four-Lane Arterial (Desirable-Urban Area)
Six-Lane Arterial (Minimum-Urban Area)
Six-Lane Arterial (Desirable-Urban Area)
Four-Lane Freeway (Desirable-Rural Area)
Six-Lane Freeway (Desirable-Rural Area)
Four-Lane Freeway (Minimum-Urban Area)
Four-Lane Freeway (Desirable-Urban Area)

Six-Lane Freeway (Minimum-Urban Area}

Six-Lane Freeway (Oesirable-Urban Area)

®See Figure B-1.

A Level of Service A describes a condition of free flow, with low volumes and high speeds. Traffic gensity
is low, with speeds controlled by driver desires, speed limits, and physical roadway conditions. There
ip little or no restriction in maneuverability due to the presence of other vehicles, and drivers can
meintain their desirad speeds with little or no delay.

B Level of Service B is in the zone of stable flow, with operating speeds beginning to be restricted some-
what by traffic conditions. Drivers still have reasonable freedom to select their speed and lane of
operation. Reductions in speed are not unreasonable, with a low probability of traffic flow being
restricted. The lower limit {lowest speed, highest volume) of this level of service has been associated
with service volumes used in the design of rural highways.

¢ Level of Service € is still in the zone of stable flow, but speeds and maneuverability are more closely

controlled by the higher volumes. Most of the drivers are restricted in their freedom to select their

awn speed, change lanes, or pass. A relatively satisfactory operating speed is still abtained, with
service volumes perhaps suitable for urban design practice.

o Level of Service D approaches unstable flow, with tolerable operating speeds being maintained though
considerably affected by changes in operating conditions. Fluctuations in volume and temporary restric-
tions to flow may cause substantial drops in operating speeds. Drivers have little freedom to maneuver,
and comfort and convenience are low, but conditions can be tolerated for short periods of time.

E  Level of Service E cannot be described by speed alone, but represents operations at even lower operating
speeds than in level D, with volumes at or near the capacity of the highway. At capacity, speeds are
typically, but not always, in the neighborhood of 30 mph. Flow is unstable, and there may be stoppages
of momentary duration.

F Level of Service F describes forced flow operation at low speeds, where volumes are below capacity. These
conditions usually result from queues of vehicles backing up from a restriction downstream. The section
under study will be serving as a storage area during parts or all of the peak hour. Speeds are reduced
substantially and stoppages may occur for short or long periods of time because of the downstream conges-
tion. In the extreme, both speed and volume can drop to zero.

bSee Highway Research Board Special Report 87, Highway Capacity Manual 1965, pages 78-81.

GRAPHIC SCALE
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Appendix C

SUGGESTED MODEL RESOLUTION FOR ADOPTION OF THE
WALWORTH COUNTY JURISDICTIONAL HIGHWAY SYSTEM PLAN

WHEREAS, the Southeastern Wisconsin Regional Planning Commission which was duly created by the Governor of the State of Wisconsin in accor-
dance with Section 66. 945(2) of the Wisconsin Statutes on the 8th day of August 1960, upon petition of the Counties of Kenosha, Milwaukee, Ozaukee,
Racine, Walworth, Washington, and Waukesha, has the function and duty of making and adopting a master plan for the physical development of the
Region; and

WHEREAS, the Southeastern Wisconsin Regional Planning Commission has completed and adopted a regional transportation plan (highway and
transit components) at its meeting held on the 1st day of December 1966; and

WHEREAS, the said adopted regional transportation plan recommends as an important plan implementation step that the State Highway Commis-
sion of Wisconsin, the Milwaukee County Expressway Commission (now the Milwaukee Expressway and Transportation Commission), and the
seven county highway committees, in cooperation with the local units of government within the Region, convert the functional highway plan con-
tained in the adopted regional transportation plan into a jurisdictional plan on a county-by-county basis; and

WHEREAS, the Walworth County Highway Commissioner, acting pursuant to a directive of the Walworth County Board of Supervisors, dated
March 19, 1968, requested on March 19, 1968, the guidance, cooperation, and assistance of the Commission in the preparation of a jurisdictional
highway system plan for Walworth County; and

WHEREAS, a Technical Coordinating and Advisory Committee for Jurisdictional Highway Planning in Walworth County was created to assist in
the preparation of such a study, which consisted of knowledgeable and experienced engineers and planners from the U. S, Department of Trans-
portation, Wisconsin Department of Transportation, Walworth County, municipalities within Walworth County, and the Southeastern Wisconsin
Regional Planning Commission, as well as citizen representatives; and

WHEREAS, under the guidance of the Technical Coordinating and Advisory Committee for Jurisdictional Highway Planning in Walworth County
and of a competent interagency staff, all research studies undertaken for the accomplishment of a jurisdictional highway system plan for Wal-
worth County have been concluded, including: 1) the preparation and printing of a map setting forth the proposed jurisdictional highway system in
Walworth County, as projected to the calendar year 1990; and 2) the preparation and publication of SEWRPC Planning Report No. 15, entitled
A Jurisdictional Highway System Plan for Walworth County, published in October of 1972, which contains specific recommendations as to the level
and agency of government which should assume responsibility for the construction, maintenance, and operation of each segment of the total 1990
planned arterial street and highway system within Walworth County, and concomitant recommendations for the realignment of the federal aid
highway systems and the state and county trunk highway systems, together with descriptive and explanatory matter and other matters intended to
comprise a conversion of the functional highway plan for Walworth County into a jurisdictional highway plan, said functional plan being a com-
ponent of the adopted regional transportation plan; and

WHEREAS, the process of converting the adopted functional highway plan for Walworth County into a jurisdictional highway system plan has nec-
essarily resulted in refinements to the functional highway plan, such refinements consisting of additions, deletions, and changes to the functional
highway system, thus constituting recommended amendments to the adopted functional plan; and

WHEREAS, the Commission has transmitted certified copies of its resolution adopting such jurisdictional highway system plan for Walworth
County, together with the aforementioned SEWRPC Planning Report No. 15, to the local units of government; and

WHEREAS, the (Name of Local Governing Body) did on the day of , 19__, approve a resolution adopting the regional
transportation plan; and

WHEREAS, the (Name of Local Governing Body) has supported, participated in the financing of, and generally concurred in the regional trans-
portation and other planning programs undertaken by the Southeastern Wisconsin Regional Planning Commission and believes that the Walworth
County jurisdictional highway system plan as prepared by the Commission in cooperation with other agencies is a valuable guide not only to the
development of Walworth County but also of the community, and the adoption of such plan by the (Name of Local Governing Body) will assure a
common understanding by the several governmental levels and agencies concerned and enable these levels and agencies of government to program
the necessary plan implementation work,

NOW, THEREFORE, BE IT HEREBY RESOLVED that, pursuant to Section 66.945(12) of the Wisconsin Statutes, the (Name of Local Governing
Body) on the day of 19__, hereby adopts the Walworth County jurisdictional highway system plan previously adopted by
the Commission as set forth in SEWRPC Planning Report No. 15, as an amendment to the highway system compomnent of the adopted regional
transportation plan and as a guide for community development.

BE IT FURTHER RESOLVED, that the Clerk transmit a certified copy of this resolution to the Southeastern Wis-
consin Regional Planning Commission,

(Chairman, President, or Mayor of Local Governing Body)

ATTESTATION:

(Clerk of Local Governing Body)
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TECHN{CAL COOGRDINATING AND ADVISORY COMMITTEE
FOR JURISDICTIONAL HIGHWAY PLANNING IN WALWORTH COUNTY

Milton R, Reik . . . . . . . . Citizen Member, City of Lake Geneva
Chairman

Wilmer Lean. . . . . . + . . + « +« . . County Highway Commissioner
Secretary Walworth County

Anthony F. Balestrieri . . . .Consulting Engineer, City of Elkhorn
Commissioner, SEWRPC

William E. Barth . .Citizen Member, Town of Walworth

Kurt W. Baver. . . . . . ¢« . . . . . . .Executive Director, SEWRPC
Schuyler W. Case . . . . . . .Citizen Member, Town of Sharon
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