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PROGRAM FINANCING 

 

FUNDING 
 

The funding of highway im-
provements is based upon criteria es-
tablished by state and federal law for 
the use of those funds. Generally, high-
way projects may be financed entirely 
by state funds, by a combination of fed-
eral and matching state funds, by a 
combination of federal and matching 
local funds, or by a combination of all 
three- federal, state, and local funds. 
More recently, in some cases, transpor-
tation related projects may be financed 
with a combination of state and private 
funding or local and private funding. 
An example of when this may occur is 
an Economic Development project 
where a private company benefits from 
an improvement or needs a highway, 
rail, or other transportation improve-
ment to do business in the State. Along 
with state and/or local funding, the pri-
vate company provides a portion of the 
funding needed for the improvement as 
well. Estimates for project cost in the 
FFY 2024-2027 STIP reflect an infla-
tion and contingency rate of approxi-
mately 4.5 percent. KDOT’s historical 
cost trends and future cost expectations 
were used to develop this rate. Cost 
trend information is based upon reason-
able financial principles developed co-
operatively by KDOT, the Metropolitan 
Planning Organizations (MPOs), and 

experts from the public and private sec-
tor. Additionally, project cost estimates 
are reviewed and revised at major mile-
stones in a project’s life cycle as well 
as during bi-annual reviews. However, 
with the recent surging inflation being 
experienced in the nation, KDOT is ac-
tively monitoring and adjusting esti-
mates in a three- to six-month window 
prior to letting to respond to the current 
pricing levels in the market. KDOT is 
making every effort possible to have 
accurate estimates for letting projects 
but is finding the current period of es-
calating inflation difficult to predict.  
 

A key federal requirement of the 
STIP is the demonstration of fiscal con-
straint. Fiscal constraint of only federal 
funds is demonstrated in the Federal 
Funds section of this narrative in the 
“Federal Fiscal Years 2024-2027 Esti-
mated Apportionments & Obligations” 
tables. These tables provide a breakout 
by apportionment grouping of the fed-
eral apportionments and obligations an-
ticipated in the next four federal fiscal 
years. The federal apportionments by 
year table presents the federal funds the 
State of Kansas reasonably expects to 
be available in the next four fiscal 
years. The obligations estimated table 
demonstrates the projects currently pro-
grammed and anticipated to obligate in 
some phase in the next four fiscal 
years- including projects anticipated to 
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obligate in the MPO areas. To stay 
within limitation on obligations im-
posed by Congress, KDOT strives to 
maintain obligations of not more than 
approximately 90 percent of apportion-
ment. 
 

In addition to the “Federal Fiscal 
Years (FFY) 2024-2027 Estimated Ap-
portionments & Obligations” tables, a 
KDOT Cash-Flow Worksheet has been 
provided to demonstrate a broader pic-
ture of KDOT funding by itemizing all 
anticipated resources (state, federal and 
local) and all anticipated expenditures 
in the upcoming four years, not just the 
federal sources. Assuming funding and 
expenditures continue at levels esti-
mated, the Cash-Flow Worksheet 
demonstrates that KDOT is funded 
through 2027. 
 

The reporting period for the 
KDOT Cash-Flow Worksheet is based 
upon the state fiscal year (SFY), which 
is from July 1 through June 30, while 
the “Federal Fiscal Years 2024-2027 
Estimated Apportionments & Obliga-
tions” tables are based upon the federal 
fiscal year, which is from October 1 
through September 30. It is important 
to recognize this difference when com-
paring the information in this narrative. 
The federal funding estimated in the 
KDOT Cash-Flow Worksheet is the 
funding estimated based on the state 
fiscal year and is not the same as that 
reported in the “Federal Fiscal Years 
2024-2027 Estimated Apportionments 
& Obligations” tables. In addition to 

the difference in timing, other funda-
mental differences exist between the 
KDOT Cash-Flow and the “FFY 2024-
2027 Estimated Apportionments & Ob-
ligations” tables. The KDOT Cash-
Flow reports all sources of revenues 
(not just federal) and all expenditures 
(not just those associated with the Core 
program and associated with federal 
funding). The role of the Cash-Flow is 
to predict how all resources will flow 
into the agency over a period time and 
how all expenditures will flow out in 
the same period. Whereas the “FFY 
2024-2027 Estimated Federal Appor-
tionments & Obligations” tables are 
static tables that report the estimated 
apportionments that will be available to 
the State of Kansas as the State’s share 
of the federal transportation funding 
over the four-year period of the STIP. 
This estimated federal apportionment 
(or funding to be available to be used 
by KDOT over the 4 years of the STIP) 
is compared to the estimated federal 
obligations KDOT currently has in 
place at the time of reporting for the 
same four-year period. In comparison, 
the Cash-Flow has built-in forecasts al-
lowing the Cash-Flow to predict the 
projects that will be in place in future 
years that are not currently built. The 
KDOT Cash-Flow provides a broad 
view of the financial status of KDOT. 
While the “FFY 2024-2027 Estimated 
Apportionments & Obligations” tables 
provide a detail of federal funding 
planned to be obligated versus the ap-
portionment available at the time this 
document was prepared, they do not 
forecast expected future expenditure 
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(additional obligations), as does the 
Cash-Flow. Rather, obligations (ex-
penditures) for projects created after 
the preparation of this document are 
added to the STIP through an amend-
ment process. The two financial tools 
answer different questions, and, to-
gether, provide information about 
KDOT’s fiscal constraint.  
 

The Cash-Flow answers the fol-
lowing questions: 

 
1) How much total revenue from all 

sources does KDOT expect to 
receive? 

2) How much total expenditure is 
KDOT projecting- which is all 
expected expenditures, not just 
expenditure related to the fed-
eral-aid program of projects? 

3) Is the KDOT revenue stream 
large enough to meet total ex-
pected expenditures? 
 

While the “FFY 2024-2027 Estimated 
Apportionments & Obligations” tables 
answer the questions of how much 
available apportionment from FHWA 
KDOT anticipates and how is that ap-
portionment obligated.  
 
Specifically, the apportionment table 
answers the following questions:  
 

1) In which federal fund categories 
does KDOT expect to receive 
apportionment? 

2) How much apportionment is ex-
pected in each fund category in 

each of the four years of the 
STIP? 

3) How much total apportionment 
does KDOT anticipate in each of 
the four years of the STIP and as 
a whole?  
 

The obligation table answers:  
 

1) In what federal fund categories 
does KDOT currently have pro-
jects programmed? 

2) How much obligation versus 
available apportionment does 
KDOT have in place at the time 
the STIP was prepared?  

3) Most importantly, is the amount 
of anticipated federal obligation 
less than or equal to the esti-
mated federal apportionment 
available (including carry-over 
apportionment) in each federal 
fund category, and as a whole? 
 
To further illustrate financial 

constraint, all Core program projects 
programmed and administered by 
KDOT that are anticipated to have one 
or more work phase(s) obligated, re-
gardless of funding source (meaning 
not just federally funded projects), in 
the years of the STIP are listed in the 
Project Index, Appendix A. Provided in 
the Project Index list for each project is 
work phase estimates for work phases 
already obligated, estimates for work 
phase(s) anticipated to obligate in the 
years of the STIP, and the estimated to-
tal project cost (included in this total 
project cost may be the estimates for 
work phases that extend outside the 
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STIP years and are not shown in the 
current project information). Appendix 
B provides a summary by year of the 
information provided in Appendix A. 
The third appendix, Appendix C, lists 
projects using Advanced Construction, 
providing for each project the years and 
amounts of planned conversions along 
with the total anticipated conversion 
amount per project. Also provided is 
the total planned conversion amount by 
year, as well as the total estimated con-
version amount (including conversions 
in years past the years of the STIP), in 
place at the time the STIP document 
was prepared. The information pro-
vided in these indexes along with the 
information in the finance section illus-
trates the fiscal constraint the State of 
Kansas has in place. 
 

STATE FUNDS 
 

The state highway program, the 
Eisenhower Legacy Transportation 
Program, referred to as IKE, was 
passed in the 2020 State legislative ses-
sion and is a 10-year program in effect 
from July 1, 2020, the beginning of 
SFY 2021 through SFY 2030, which 
ends June 30, 2030. Revenue levels in 
IKE are maintained at the same level as 
the previous state highway transporta-
tion program, T-WORKS. Along with 
outlining the revenue levels, IKE pro-
vides guidelines for how the funding 
from the program is to be distributed. 
IKE is a $9.9 billion program that is 
slated to invest a minimum of $8 mil-
lion in each of the state’s 105 counties 
over the course of the 10-year program. 

Preservation is a primary focus of the 
program and 100 percent of the high-
way system’s preservation needs will 
be met. To achieve this goal, an esti-
mated $5.7 billion in funding will go 
towards the preservation of the existing 
highway system over the next ten 
years. Furthermore, funding was pro-
vided for projects that enhance and 
modernize the highway system with es-
timated funding at $2.8 billion. The 
other Core program funded in the IKE 
is the local program which is funded 
through the Special City‐County High-
way (SCCH) fund. The SCCH (which 
receives a third of all motor fuel taxes) 
is estimated to receive approximately 
$1.6 billion in the 10‐year program. 

 
In addition to these four Core 

program categories, there are other pro-
gram categories within the KDOT or-
ganization structure. One such program 
category, the Local Support program, 
includes the transportation modes of 
aviation, rail, and transit, as well as 
smaller transportation related but not 
road specific subcategories (or group-
ings of similar projects). Four newly 
created programs have been crafted that 
fit into this latter transportation related 
but not road specific group and are the 
Transportation Technology Develop-
ment Program (ITP), Short Line Rail 
(RSF) Program, the Broadband Infra-
structure Program (BIP), and the 
Driver’s Education Scholarship Fund 
(DESF) program. Of the programs 
managed under the Local Support pro-
gram category, only the transit program 
is included in the STIP discussion since 
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transit is covered under U.S.C. Title 23 
and therefore a requirement for inclu-
sion in the STIP document. Transit in-
formation is provided at the program 
level as required by the Federal Transit 
Administration (FTA) and is in the 
Public Transit narrative of this docu-
ment. In IKE, the four newly created 
programs, along with the transportation 
modes, combined will receive approxi-
mately $332M in state funding. Transit 
funding is set at $11 million per year 
for an estimated 10-year funding total 
of $110 million. The aviation and rail 
modes will both continue to be funded 
at $5 million per year for an estimated 
10-year total of $50 million each.  

 
Short Line Rail program was 

funded at $5 million for each of the 
first three years of IKE for a total of 
$15 million in funding. To delineate 
Short Line Rail from Rail funding, a 
separate line was added to the Cash-
Flow expenditure under the Transporta-
tion Planning & Modal Support section. 
Since this program was only funded for 
the first three years of IKE, there are no 
expenditures estimated past SFY 2023 
in the Cash-Flow. However, if all funds 
are not expended in SFY 2023, the ex-
penditure for the funding will move to 
later SFYs until expended. Second is 
the Broadband Infrastructure Fund that 
is an across agencies program involv-
ing the Department of Commerce in 
partnership with KDOT. This funding 
program was created and funded over 
the 10‐years of IKE with a total of $85 
million ($5 million in each of the first 

three years of the program and $10 mil-
lion in the remaining seven years). 
Third is the Transportation Technology 
Development Fund, which receives $21 
million for the next 10 years with $3 
million in 2021 and $2 million in all 
other years. The fourth new funding 
program from IKE is the Driver’s Edu-
cation Scholarship Fund (DESF), and 
projects for this program will be funded 
using a combination of federal National 
Highway Traffic Safety Administration 
(NHTSA) grant funding of $0.25 mil-
lion per year and $0.1 million of state 
funds per year. Projects funded through 
NHTSA are not included in the STIP 
document as NHTSA funded projects 
are not covered under U.S.C. Title 23 
and the projects are not in KDOT’s 
Core programs. The Broadband Infra-
structure Fund, the Transportation 
Technology Development Fund and the 
Driver’s Education Scholarship Fund 
expenditures are included in the ‘Other 
Planning Section’ of the Transportation 
Planning and Modal Support section of 
the Cash-Flow. Projects created in 
these new programs are not federally 
funded, except for the Driver’s Educa-
tion Scholarship Fund, and none of the 
projects related to these new funding 
programs will be added to the STIP 
listing of projects as they are either not 
required by U.S.C. Title 23, are not re-
gionally significant, or are not part of 
KDOT’s Core program of construction 
projects.  

 
Preservation Plus (PPP), the fi-

nal new fund program designated in 
IKE, is unique in that it will be applied 
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across all types of projects wherever 
logical to increase safety or broadband 
in the state. For this reason, while a 
new subcategory was created for the 
program in the Preservation program 
category, there will be no projects asso-
ciated with the subcategory itself. In-
stead, as candidate projects are identi-
fied, funding will be transferred from 
the Preservation Plus subcategory to 
the subcategory of the qualifying pro-
ject. In the Cash-Flow, the expenditure 
related to Preservation Plus unpro-
grammed projects is carried in Preser-
vation under the Construction section 
of the Cash-Flow. Then, as projects are 
developed using PPP, the expenditure 
will be accounted for in the Cash-Flow 
within whichever construction program 
the new projects belong, whether that 
be Preservation, Modernization, Expan-
sion or Local Construction. 

 
These new programs emerged 

from needs identified during the local 
consult meetings held across the state 
when developing the IKE program. In 
many cases, the new funding programs 
and their management will be outside 
the Core programs of Preservation, Ex-
pansion, Modernization and Local Con-
struction, and the projects created will 
not involve federal funding. These two 
factors preclude all but the Preservation 
Plus funded projects from being in-
cluded in the STIP document or added 
to the STIP through the amendment 
process.  

 

The revenue sources that fund 
IKE are the same as those that funded 
T-WORKS. These funding sources in-
clude motor fuels tax, sales and com-
pensating tax, vehicle registration fees, 
bond proceeds, drivers’ license fees, 
special vehicle permit fees, and several 
miscellaneous fees such as mineral roy-
alties, publications, and sale of usable 
condemned equipment. Some of these 
revenue sources are dedicated in nature 
and are reserved solely for KDOT to 
use on the highways, while other 
sources are designated at the discretion 
of the Kansas Legislature. 
 

Each of the revenues that KDOT 
anticipates receiving is itemized in the 
Resources section of the Cash-Flow 
located at the end of this narrative. 
These revenue sources are, also, de-
tailed in the table on the following 
page, titled “Estimated State Generated 
Revenues by Source”. However, in the 
table, several sources are grouped ra-
ther than each source being itemized as 
is done in the Cash-Flow. Specifically, 
Miscellaneous fees (Revenues), Trans-
fers, Motor Carrier Property Tax, and 
Interest (on funds) are grouped to-
gether, and Drivers’ License Fees and 
Special Vehicle Permits are combined. 
The table provides estimates of the an-
ticipated revenue by source per year for 
the next four years and provides a sum 
of the 4-year total revenue anticipated 
from each source. 

 
 
 

 



57 

 

 
While motor fuels tax (MFT) re-

ceipts lagged, compared to the other 
Cash-Flow sources in previous years, in 
recovery to pre-pandemic levels, these 
receipts have now rebounded, reaching 
pre-pandemic levels and the Cash-Flow 
projections have been adjusted to re-
flect the increase in MFT receipts. Pro-
jections for the State Sales and Com-
pensating Tax (SS&C), the other major 
source of transportation funding, ex-
ceeds pre-pandemic levels indicating 
that the state economy has rebounded 
and returned to capacity. Currently, the 
recent increase in inflation being expe-
rienced across the nation has not im-
pacted MFT or SS&C receipts. How-
ever, the receipts for both are being 
monitored closely by the budgeting 
groups of Kansas for changes in the  
 
 

 
trends. If decreases occur in these reve-
nues, adjustments to the projections 
may become necessary. 

 
As the “Estimated State Gener-

ated Revenues by Source” table shows, 
motor fuels tax receipts and sales tax 
receipts provide most of the revenue 
with an estimated 28 percent and 47 
percent, respectively, of the four-year 
total SFY 2024-2027 state-generated 
funding. Vehicle registration fees and 
bond proceeds represent approximately 
14 percent and 9 percent respectively. 
All remaining sources combined 
(Driver’s License Fees, Special Vehicle 
Permits and Interest) compose 2 per-
cent of the four-year total. 

 
The estimates for KDOT reve-

nues come from three main sources- the 
Consensus Estimating Group (CEG), 

 
 

Estimated State Generated Revenues by Source ($ Millions)- as of 6/2023 
 

   *Some totals may not sum due to rounding of dollars.  
 

Source 

State Fiscal Years Source 
4-year 
Total 

 

 
2024 2025 2026 2027 

 

 Motor Fuels Tax 460 460 460 460 1,840  

 
Vehicle Registration Fees 230 230 230 230 919 

 

 Sales & Compensating Tax 741 758 783 802 3,085  

 Bond Proceeds (Net) 0 200 200 200 600  

 
Driver’s License Fees & Special 
Vehicle Permits 

13 13 13 13 53 
 

 Miscellaneous Revenues,  
Transfers & Interest 

29 26 21 18 94 
 

        

 Total Estimated State Revenues 
by Fiscal Year  

1,473 1,687 1,707 1,723 6,590 
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the Highway Revenue Estimating 
Group (HREG), and agency staff in the 
Office of Finance and Budget (OFAB). 
The CEG includes staff from the State 
Division of the Budget, the Department 
of Revenue, Legislative Research, as 
well as several consulting economists. 
Each member of the CEG prepares in-
dependent estimates of receipts for the 
State General Fund and then the group 
meets to arrive at a consensus. Alt-
hough the primary emphasis of the 
CEG group is on the State General fund 
receipts, the group also prepares esti-
mates for the growth rate of personal 
income, inflation, interest rates, and 
fuel prices and production. These fac-
tors all affect state revenues and, ulti-
mately, the revenues KDOT receives 
from taxes and fees. The CEG provides 
estimated revenue growth from sales 

and compensating use taxes for two 
years. 
 

The HREG group is composed 
of representatives from the State De-
partment of Revenue, Legislative Re-
search, Division of the Budget, and 
KDOT. Typically, this group meets 
shortly after the CEG meets. The pri-
mary function of the HREG is to pre-
pare forecasts for the motor vehicle 

registration fees and motor fuels tax 
that will be collected. Since these reve-
nues do not flow into the State General 
Fund, the CEG does not prepare these 
estimates. In addition, since the CEG 
only estimates a growth rate of reve-
nues for two years, the HREG agrees 
on a long- term growth rate of revenues 
for the latter years. 

KDOT’s OFAB estimates the re-
maining KDOT revenues in the Cash-
Flow Worksheet Resources group. Mis-

cellaneous revenues, Drivers Licenses 

Fees and Special Vehicle Permits are 
estimated based upon historical data and 
the previous year’s actual revenues. 
Transfers are determined by review of 
applicable statutes, and Interest on 

Funds is determined by staff projected 
interest rates. Transfers (Out) include 
resources that are transferred to other 
state agencies for transportation-related 
functions performed by these agencies 
but financed by the State Highway 
Fund, as well as transfers designated by 
the Legislature at their discretion. For 
transportation related functions, KDOT 
transfers funds to agencies to finance 
salary and operating costs of these func-
tions. The Department of Revenue, for 
example, receives state highway funds 
for activities related to the collection 
and enforcement of vehicle registra-
tions, titles, driver licensing and motor 
fuel tax. Estimates for ‘transfers out’ are 
from the State budget and are modified 
after each legislative session to reflect 
appropriations set by the legislature. 
 

The second revenue section of 
the Cash-Flow Worksheet is the Fed-

eral and Local Construction Reim-

bursement section. While this group is 
not “revenue” in the traditional sense, 
the section estimates the receipt of the 
federal share and local share of project 
costs. The federal-aid program is a re-
imbursement program, which means 
funding received from FHWA is reim-
bursement for monies already spent. In 
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the case of the local share, these are 
monies received from locals in advance 
of a project using local funds being let. 
The local share is the LPA estimated 
portion of projects programmed. After 
construction is completed for projects 
with LPA participation, a final account-
ing of cost is done. This final account-
ing is to determine if the local share re-
ceived prior to construction was less 
than or greater than the actual local 
share of actual project costs. Any over-
age is returned to the LPA and reim-
bursements for shortages are requested 
from the LPA. Since the establishment 
of the Federal Fund Exchange program, 
the amount of LPA funding received by 
KDOT has decreased significantly be-
cause most counties elect to participate 
in the Federal Fund Exchange program. 
(For a more extensive discussion of the 
Federal Fund Exchange program refer 
to page 79.) 

 
Bond Sales is the final resource 

in the revenue section of the Cash-
Flow. Along with the other revenue 
streams identified, KDOT has been au-
thorized by the Legislature to supple-
ment the funding of the IKE program 
with bonding. Authorized bonding is 
limited and is currently authorized for 
SFY 2025, 2026, and 2027 as shown in 
the Cash-Flow.  
 

FEDERAL FUNDS 
 

A new five-year federal trans-
portation program, Bipartisan Infra-
structure Law (BIL), also known as the 
“Infrastructure Investment and Jobs 

Act”, was enacted on November 15, 
2021, and provides federal aid to state 
and local units of government through 
September 2026. Funding levels for 
FFY 2027 in the “Estimated Obliga-
tions” table are estimated based upon 
BIL funding. The new program is the 
most expansive program in history and 
provides the largest monetary invest-
ment in infrastructure to date, with a fo-
cus on bridges, public transit, electric 
vehicle infrastructure, and providing re-
liable high-speed internet access to all 
Americans. BIL specifically authorizes 
around $351 billion for highway pro-
grams, with approximately $304 billion 
from the Highway Trust Fund (HTF) 
and approximately $47.3 billion from 
the federal General Fund. In addition, 
more of this funding is available to lo-
cal entities (LPAs) and non-traditional 
entities. Delivery of this funding is ac-
complished in two ways, via formula 
and via discretionary programs (also 
known as grant allocations). About 90 
percent of the BIL funding is through 
appropriated programs (formula fund-
ing) where funding levels are predeter-
mined by formula for each state and 
every state receives a share of the pro-
gram funding. Discretionary or grant 
funding on the other hand is a competi-
tive program made by award, and about 
10 percent of the BIL funding programs 
are awarded in this manner. In the allo-
cated grant programs, applications for 
the funding are submitted to the FHWA 
and evaluated against the other submis-
sions received with project selections 
made at the discretion of FHWA. There 
is no minimum or maximum award 
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amount to any one state ascribed to the 
BIL discretionary program group, 
meaning no state is guaranteed a mini-
mum amount of the grant funding por-
tion of the BIL program and there is not 
a maximum set on the total amount of 
grant program funding a state may be 
awarded. However, there are often lim-
its to the amount of funding any one 
project may be awarded as set out by 
the rules of the individual grant pro-
gram. Likewise, there is a limit on the 
funding level of each of the discretion-
ary fund programs as set out in BIL. 

 
All six FAST Act formula pro-

grams are continued in BIL, and four 
new formula programs have been 
added. These apportioned programs 
constitute the majority of the BIL fund-
ing, totaling approximately $265 billion 
of apportionment over five years to the 
states. 

 
The first apportioned program 

that continues in BIL is the National 
Highway Performance program 
(NHPP), which is designed to provide 
support for the condition and perfor-
mance of the National Highway System 
(NHS), for the construction of new fa-
cilities on the NHS, and to ensure that 
funds used in highway construction 
support the newly established perfor-
mance targets established in each 
state’s asset management plan for the  
NHS. Added under BIL is the addi-
tional goal of increasing resiliency of 
the National Highway System (NHS) 
from extremes in weather like flooding, 

wildfire, rising sea levels and other nat-
ural disasters. Projects in Appendix A, 
the Project Index, funded from this pro-
gram are identified by the fund catego-
ries ACNHP or NHPP in the project in-
formation.  

 
The second program that contin-

ues under BIL is the Surface Transpor-
tation Block Grant Program (STBG). 
New eligibility for projects involving 
electrical vehicle charging infrastruc-
ture, wildlife crossings, and resilience 
enhancements have been added, and the 
Transportation Alternatives (TA) pro-
gram and Planning remain set-asides of 
STBG.  

 
The STBG program has the 

greatest flexibility in project eligibility 
of all the federal fund programs and is 
intended to address transportation 
needs at the State and local levels. To 
assure funds are distributed equitably 
across states, the program funds are 
sub-allocated by population. Under 
BIL, the sub-allocations have been split 
into four groups rather than the previ-
ous two groups under the FAST Act. 
The sub-allocation ranges are areas 
with populations greater than 200,000, 
areas with populations from 200,000 to 
50,000 (new under BIL), areas with 
populations from 49,999 to 5,000 (new 
under BIL), and areas with populations 
less than 5,000. Funds are distributed to 
the different population groups in pro-
portion to their relative share of the 
State’s population. The percentage of 
STBG funding for set-asides and sub-
allocations is approximately 62 percent, 
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with 2 percent allocated to Planning 
(which is managed by KDOT), 1 per-
cent that is dispersed directly to KDWP 
for Recreational Trails (RT), and ap-
proximately 60 percent suballocated for 
use in the population ranges described 
above. The approximate 38 percent of 
remaining STBG funding may be used 
in any area of the state and is deemed 
flexible. STBG funding has a federal 
share of 80 percent unless the project is 
on an interstate, then the federal share 
is 90 percent. In the project listing, Ap-
pendix A, projects using STBG funding 
will have ACSTP or STP in the fund 
category information. 
 

Under BIL, the Transportation 
Alternatives (TA) set-aside funding 
levels have been increased to 10 per-
cent of the total STBG program appor-
tionment, and, like the Core STBG 
funds, 59 percent of the TA funding 
must be suballocated based upon the 
four population ranges established in 
BIL. This is an increase from the prior 
50 percent required under the FAST 
Act to be suballocated. The remaining 
41 percent of TA funding may be pro-
grammed in any area of the state and is 
deemed flexible. Funding in this set-
aside is focused on a variety of smaller-
scale transportation projects such as pe-
destrian and bicycle facilities, recrea-
tional trails, safe routes to schools and 
other community improving projects. 

 
TA funding is reported in the ap-

portionment and obligation tables that 
follow this discussion separately from 
STBG since that is the way the funding 

is delivered from FHWA and tracked. 
TA is also the fund category used in the 
project listing for projects funded with 
these funds. 
 

Recreational Trails (RT) funding 
remains a set-aside of the TA program 
fund, which is itself a set-aside of the 
STBG program. Under BIL, no change 
was made to RT funding and levels re-
main unchanged from 2009. As di-
rected by the Governor, the RT pro-
gram is administered by the Kansas De-
partment of Wildlife and Parks 
(KDWP), and the portion of federal 
funding designated for RT is trans-
ferred directly to them from the State 
General Fund. Since these funds are not 
part of the federal funding at KDOT’s 
disposal and are never obligated by 
KDOT, they are not included in the 
KDOT funding tables of apportionment 
and obligation that follow this discus-
sion. Instead, for more information 
about the RT program including fund-
ing and projects, refer to the RT narra-
tive section of this document. 
 

Planning (PL) is a set-aside of 
the STBG program and is continued in 
BIL from the FAST Act. Planning pro-
jects are not listed in the STIP, but in-
stead are documented in the State Plan-
ning and Research (SP&R) Work Pro-
gram.  
 

Congestion Mitigation and Air 
Quality (CMAQ) program is the third 
apportionment program that continues 
in BIL and is designed to provide fund-
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ing for projects or programs that allevi-
ate congestion to improve air quality in 
areas of nonattainment or in areas of 
former nonattainment. Newly eligible 
projects under this program are micro-
mobility and the purchase of diesel re-
placements or medium to heavy-duty 
zero emissions vehicles including re-
lated charging equipment. Also, BIL 
newly requires the prioritizing of disad-
vantaged communities when develop-
ing projects to reduce fine inhalable 
particulate matter (PM2.5) emissions. 
CMAQ funding generally has a federal 
share of 80 percent, but some safety 
projects that include an air quality or 
congestion relief component may be el-
igible for a federal share of 100 per-
cent. Projects using CMAQ program 
funds may be identified in the project 
listing by the CMQ fund category code. 
Like STBG funding, CMAQ funding is 
suballocated by the same population 
ranges described in the STBG section 
to ensure funds are distributed equita-
bly across states. 
 

The fourth apportionment pro-
gram funded in BIL, renewing from the 
FAST Act, is the Highway Safety Im-
provement Program (HSIP). The goal 
of this program is to achieve a signifi-
cant reduction in traffic fatality and se-
rious injury accidents on all public 
roads including federal, state, and non-
state-owned public roads, as well as 
roads on tribal lands. The approach to 
achieving the goals of this program and 
the newly created performance 
measures are data driven and strategic 
in nature. A new requirement for using 

the funding in this program is the 
states’ completion of vulnerable road 
user (VRU) safety assessments. To be 
eligible for HSIP program funding, pro-
jects must be for safety activities and 
consistent with the State’s Strategic 
Highway Safety Plan. Federal funding 
pro rata for projects using HSIP fund-
ing is generally 90 percent with a 10 
percent match, and, in some special 
cases, the federal funding pro rata is 
100 percent. HSIP is the fund category 
code for projects listed in Appendix A 
funded with this program. 

 
The Railway-Highway Grade Cross-
ings Program (RHCP) continues as a 
set-aside of the HSIP program and pro-
vides funding for safety related im-
provements to reduce fatal and serious 
injury accidents at public railway-high-
way grade crossings. Approximately 
$6.6 million is allocated to this pro-
gram and funds set aside for this pro-
gram are not eligible for transfer to 
other apportioned programs. Under 
BIL, several changes have been made 
to eligibility in this set-aside with a key 
change being the federal pro rata in-
creasing from 90 percent to 100 per-
cent. Additionally, the requirement that 
50 percent of the RHCP funding be re-
served for “protective devices” has 
been eliminated. The fund categories 
associated with this program are 
ACRRP, ACRRS, RRO, RRP and 
RRS, and projects using this funding  
may be identified by these fund cate-
gory codes in the project information in 
Appendix A.  
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The National Highway Freight 

Program (NHFP), the fifth program 
continued in BIL, was established un-
der the FAST Act to promote the effi-
cient transport of freight on the Na-
tional Freight Network (NHFN) by in-
vesting in infrastructure and operational 
improvements. Under BIL, the portion 
of NHFP funding eligible for use on 
freight intermodal or freight rail pro-
jects increased from 10 percent to 30 
percent subject to restrictions. To be el-
igible for funding, states are required  
to have a freight plan and a freight in-
vestment plan in place. The State of 
Kansas Freight Plan was approved by 
FHWA on May 2, 2023, and may be 
viewed at the following link:  
https://www.ksdot.gov/Assets/wwwks-
dotorg/bureaus/burRail/Rail/Docu-
ments/2023/KansasStateFreight-
Plan_FHWA_Approved.pdf.  
 

 
Above, in the “National High-

way Freight Program (NHFP) Funded 
Projects in Kansas” table, are the cur-
rent projects and estimated federal 
funds for NHFP projects in federal fis-
cal Years 2024 through 2027, which 
are covered by this STIP. In the appor-
tionment and obligation tables that fol-
low this discussion, this fund program 
is identified as Freight. ACFRP and 
FRP are the fund category code for pro-
jects listed in Appendix A funded with 
this program. 

 
Metropolitan Planning (MP) is 

the sixth and final program from the 
FAST Act continued in BIL. The focus 
of this program is the establishment of  
a cooperative and comprehensive 
framework for decision making con-
cerning transportation issues and in-
vestments in metropolitan areas of the 

 
 

National Highway Freight Program (NHFP) Funded Projects in  
Kansas ($ Millions) *- as of 6/2023 

 

   

 
Project Number and  
Description 

Federal Fiscal Years 4-Year Pro-
ject Total 

NHFP 
Funds** 

 

 
2024 2025 2026 2027 

 

 KA-1008-02 US-83 Pavement 
in Haskell County 

$23.707 $0.000 $0.000 $0.000 $23.707 
 

 KA-5060-01 Bridge #009 over 
I-35 in Johnson County 

$8.462 $13.630 $6.024 $0.000 $28.115 
 

 KA-6018-01 I-70/K-18  
Interchange in Geary County 

$0.000 $0.000 $7.878 $8.112 $15.990 
 

 KA-1008-04 US-83 Pavement 
in Finney County 

$0.000 $0.000 $0.000 $5.791 $5.791 
 

        

 Total Estimated NHFP funds 
by Federal Fiscal Year** 

$32.168 $13.630 $13.902 $13.902 $73.602 
 

 *Estimated obligation amount taken from most recent engineering estimates.  
**Some totals may not sum due to rounding of dollars. 
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state. The MP program funds are trans-
ferred to the FTA and are managed 
jointly by FTA, FHWA, the Kansas 
MPOs and KDOT. Since these funds 
are transferred from KDOT, and are 
never obligated by KDOT, they are not 
included in the funding tables of appor-
tionment and obligation that follow this 
discussion. 
 

Along with these funding pro-
grams continued from previous trans-
portation programs, several new appor-
tionment programs were created in 
BIL. Two of these new programs, Car-
bon Reduction and PROTECT, are 
funded from the Highway Trust Fund 
(HTF), as are the previous apportioned 
programs discussed. New to the trans-
portation program in BIL is the use of 
General Fund (GF) federal dollars to 
help supplement the transportation pro-
gram funding from the HTF. Two of 
the programs funded from the GF are 
apportioned although the majority are 
discretionary in nature. 

 
The Carbon Reduction Program 

(CRP) was created to promote the re-
duction of carbon in the atmosphere 
through the reduction of transportation 
related emissions or through the devel-
opment of carbon reduction strategies 
including the promotion of public 
transportation, the promotion of alter-
native transportation including the crea-
tion of pedestrian and bicyclist’s path-
ways, and the creation of traffic moni-
toring and control facilities among oth-
ers. Each state is required to develop a 

Carbon Reduction Strategy in consulta-
tion with the state’s MPOs that is ap-
proved by FHWA and in place by No-
vember 2023. Further, the strategy 
should be updated on a regular basis at 
a minimum of every four years going 
forward.  

 
Like the STBG program, a por-

tion of the CRP program of funds are 
suballocated based on the four popula-
tion ranges described in the STBG sec-
tion, with a total of 65 percent of the 
funds reserved for suballocation. Funds 
are distributed to the different popula-
tion groups in proportion to their rela-
tive share of the State’s population. The 
remaining 35 percent of CRP funds is 
flexible funding that may be used in 
any area of the state. Of the approxi-
mate $63.3 million anticipated in ap-
portionment under BIL, $41.14 million 
will be distributed based on the popula-
tion ranges described previously, and 
the remaining $22.16 million is flexible 
spending left to KDOT’s discretion to 
program. The CRP funding has addi-
tional flexibility, as up to 50 percent of 
the funds made available to Kansas 
each year may be transferred from the 
CRP program to any other apportion-
ment fund. Conversely, up to 50 per-
cent of funds from another apportion-
ment fund may be transferred to the 
CRP program as well (subject to some 
limitations). Generally, the federal 
share for the CRP program is 80 per-
cent. For projects using this funding in 
Appendix A, the Project List, or in fu-
ture amendments, the fund category is 
CRP. 
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The second new apportionment 
program in BIL is the Promoting Resil-
ient Operations for Transformative, Ef-
ficient, and Cost-Saving Transportation 
(PROTECT) program. The projects eli-
gible for funding under this program 
are those that increase the resiliency of 
the system. A few specific examples of 
eligible projects are those that increase 
additional flood storage in locations ad-
jacent to highway right-of-way, those 
for the upgrade to and installation of 
culverts designed to withstand 100-year 
flooding events, and those that provide 
improved functionality and resiliency 
of stormwater controls. In general, the 
apportioned projects in the PROTECT 
program are funded with an 80 percent 
federal share and a 20 percent match. In 
addition to the apportioned funds, the 
PROTECT program has a grant portion 
of funding as well. KDOT is currently 
developing its Resilience Improvement 
Plan, which, when approved, will be 
used to develop projects. When projects 
are developed using this funding, the 
fund category associated to them and 
displayed in the project information for 
the amendments and STIP will be 
PRTCT. 
 

Under BIL, the third new appor-
tioned fund is the Bridge Formula Pro-
gram (BFP). This program is funded 
from the GF rather than the HTF, and 
any funding not programmed as of Sep-
tember 30, 2025, will lapse or no 
longer be available for programming. 
The purpose of this funding is to aid in 
the maintenance, restoration, or re-

placement of the nation’s bridges, in-
cluding bridges on local public roads. 
Fifteen percent of the $45 million antic-
ipated to be awarded to Kansas from 
FFY 2024-2027 is allocated to the 
LPAs for bridge projects on local 
roads. The federal share for these local 
bridge projects is 100 percent. Approxi-
mately $38.3 million remains after the 
local share and is KDOT’s share to pro-
gram. The federal share for the KDOT 
projects (those that are not on local 
roads) is 80 percent with 20 percent 
state matching funds. In the “FFY 
2024-2027 Apportionments and Obli-
gations” tables, this funding is listed as 
BR. Projects using this funding in the 
project listing will with have the fund 
categories BRF or BRO. 
 

The fourth apportioned program 
under BIL is the National Electric Ve-
hicle Formula Program (NEVI). Like 
the BFP, this program is funded from 
the GF, however, the funding for this 
program will remain available until ex-
pended and will not lapse like the BFP 
funding. The goal of this program is to 
deploy electric vehicle (EV) charging 
infrastructure throughout the nation and 
to establish an integrated network to 
simplify data collection, access, and re-
liability of electric vehicles. For states 
to access this funding, an EV Infra-
structure Deployment Plan was re-
quired to be submitted jointly to the 
Joint Office of Energy and Transporta-
tion and FHWA. KDOT’s Charge Up 
Kansas NEVI Plan was approved in 
September 2022 and more information 
about the plan can be accessed at this 
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link: https://ike.ksdot.gov/charge-up-
kansas. A request for applications was 
issued in April 2023 and submissions 
were due by May 5, 2023. Projects 
have not been awarded at the time of 
creation of the FFY 2024-2027 STIP, 
and, for this reason, the Apportionment 
table shows the anticipated apportion-
ment for the NEVI program over the 
next four-years, but the Obligation ta-
ble has no corresponding obligations. 
Those projects will be added to the 
STIP through the amendment process 
in place.  

 
The federal share for this pro-

gram is 80 percent with a 20 percent 
match. Total anticipated formula NEVI 
funding available for Kansas is esti-
mated to be $39.5 million for the years 
of BIL. Further program requirements 
are that funded projects be located 
along designated alternate fuel corri-
dors and that 10 percent of the total 
program funding be set-aside for dis-
cretionary grants to the states and LPAs 
that need additional assistance to de-
ploy EV charging infrastructure. When 
projects are selected for this funding, 
the fund category associated with the 
funding in the project information in 
amendments and the STIP will be 
NEVI. 
 

As in the FAST Act, there are 
funds in BIL that are allocated on a 
yearly basis without guarantees that the 
level of funding or frequency of fund-
ing will continue. There is a funding 
program associated with each of these 
allocations and the funds distributed to 

these funds varies. One common char-
acteristic, however, is that the funding 
associated with these allocations is usu-
ally small. Therefore, these allocations 
are combined in a single funding group 
named ‘Other’ in the Apportionment 
table. Currently, the only allocated 
funds shown in the Other grouping are 
the ‘Redistribution of Other funds’ as 
this is reliably redistributed every year 
to Kansas. The amount historically re-
distributed to Kansas, and the amount 
estimated for each of the four years of 
the STIP, is $4 million. As in the FAST 
Act, the Disadvantaged Business Enter-
prise (DBE) was continued in BIL and 
is an allocated fund as well. However, 
the funding Kansas receives for this 
program has been variable, historically, 
and not reliably predictable. Therefore, 
an apportionment estimate is not in-
cluded in the Other group for this allo-
cation in the four-years of the STIP. 

 
The discretionary funding in BIL 

is greatly increased from that in the 
previous FAST Act program, where the 
grant program was minimal and essen-
tially consisted of only a few allocated 
funds. In BIL, there are several newly 
created discretionary grant programs 
and the funding for these programs is 
varied with some being funded through 
the HTF, others funded from the GF, 
and the Bridge Investment program is 
funded with both. The discretionary 
grant programs along with other allo-
cated funds compose about 10 percent 
of the total HTF programming, while 
the discretionary grant programs 
funded from the GF are approximately 
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28 percent of the total GF funding for 
BIL. Not all the discretionary grant 
programs funded in BIL are transporta-
tion related, as energy and water are 
also being addressed under BIL. How-
ever, the new discretionary grant fund 
programs related to transportation that 
could have projects awarded and then 
be added to the STIP are: Safe Streets 
and Roads for All, Wildlife Crossings 
Pilot Program, PROTECT Grants, 
Charging and Fueling Infrastructure, 
National Electric Vehicle Grants, Con-
gestion Relief Program, Bridge Invest-
ment Program, National Culvert Re-
moval, Replacement, and Restoration 
grants, Reconnecting Communities Pi-
lot program, Rural Surface Transporta-
tion Grants, National Infrastructure 
Project Assistance program or Mega 
Grants (“Mega-projects”), Local and 
Regional Project Assistance (RAISE) 
program, INFRA Program (know statu-
torily as the Nationally Significant 
Multimodal Freight and Highway pro-
gram), Reduction of Truck Emissions 
at Port Facilities program, and the Pri-
oritization Process Pilot program.  

 
Discretionary or grant funding 

programs are application programs ad-
ministered either by the Office of the 
Secretary of Transportation (OST) or 
the Office of Operating Administra-
tions (OAs). The program administrator 
of each discretionary grant fund solicits 
projects through applications. The ap-
plications submitted are then reviewed 
and evaluated based on merit and eligi-
bility. Selections are made along with 
decisions about award amount and, in 

some cases, match requirement from 
the applicant. Generally, for discretion-
ary grants, project solicitations are 
made annually for every year that the 
grant is funded. Since KDOT does not 
have any assurance discretionary grants 
will be awarded, apportionment is not 
estimated in the “FFY 2024-2027 Esti-
mated Apportionment” table for these 
programs in the years of this STIP. 
However, if, or when, a grant is 
awarded to Kansas in one of these dis-
cretionary grant programs, the appor-
tionment and obligations will be in-
cluded in the ‘Other’ grouping of the 
funding tables following this discus-
sion. 
 

The apportionment and obliga-
tions that Kansas anticipates for the 
years of this STIP are presented in the 
“Federal Fiscal Years (FFY) 2024-2027 
Estimated Apportionments & Obliga-
tions” table on pages 76 and 77 of this 
section. The funding tables establish 
the fiscal constraint KDOT has in place 
at the federal fund level for the years of 
the STIP and are organized by the ap-
portioned funding categories just de-
scribed with two exceptions. The HSIP 
and STBG set-aside programs of Rail-
way Grade Crossings (Railway) and 
Transportation Alternatives (TA), re-
spectively, have been split out from 
their Core programs and reported inde-
pendently. The funding table is ar-
ranged in this manner to match how 
funding is distributed to the states by 
FHWA and reflects how information 
concerning these funds must be re-
ported to FHWA.  



68 

 

As with past transportation acts, 
some provisions in BIL are comprehen-
sive, applying to all projects that use 
federal funding, while other provisions 
are program specific. For a project to 
be eligible to use a specific program’s 
funding, the project must meet the con-
ditions identified within the program in 
addition to meeting the broader require-
ments laid out in the act itself. The con-
tents of this STIP reflect the require-
ments that were laid out by BIL and as-
sume these requirements are in effect 
until such time that a new federal pro-
gram, reauthorization, or extension 
changes the requirements.  
 

In addition to apportioning funds 
to the states, Congress annually sets an 
upper limit, termed an obligation ceil-
ing, on the total amount of obligations 
that each state may incur. This limit is 
used as a means of controlling budget 
outlays to improve the federal-aid high-
way programs’ responsiveness to the 
nation’s current economic and budget-
ary conditions. The obligation limita-
tion is typically less than the amount of 
federal aid apportioned to the states and 
is determined and approved by Con-
gress on an annual basis. Since the 
“ceiling” for 2024 was unknown when 
the STIP was prepared, KDOT limits 
total estimated obligations for the four 
years of the STIP at approximately 90 
percent of the total expected four-year 
contract authority. This percentage ap-
proximates the average obligation ceil-
ing that Kansas has historically re-
ceived. This does not mean that every 

fund grouping obligation is this per-
centage, but that KDOT tries to main-
tain this percentage to preclude over-
programming.  
 

The apportionment section of the 
“Federal Fiscal Years (FFY) 2024-2027 
Estimated Apportionments & Obliga-
tions” table provides the total appor-
tionments anticipated to be received in 
each of the four years of the STIP and 
the anticipated FFY 2023 Carryover 
Apportionment. The FFY 2024–2026 
apportionments reflect levels specified 
in BIL, and FFY 2027 is estimated at 
the same levels as BIL (the BIL Pro-
gram is only funded through FFY 
2026). Furthermore, the table displays 
how the funding is anticipated to be 
distributed by year in the apportioned 
funding programs and in the FFY 2023 
Carryover Apportionment. The funds 
estimated in the funding program 
groups are those that are at KDOT’s 
discretion to use apart from STBG, 
CRP, BFP and CMAQ. A portion of 
each of these program funds is shared. 
The STBG, CRP and BFP funding, as 
specified in the program guidelines, 
must be divided into four population 
portions and the portion remaining after 
the proration based on populations is at 
KDOT’s discretion to use. As specified 
in the CMAQ funding guidelines, por-
tions of the funding are reserved for the 
two larger MPO areas of Kansas City 
and Wichita, for State planning and re-
search activities, with the remainder to 
be used at KDOT’s discretion. Also, as 
discussed in the program descriptions, 
neither the MP program funds nor the 
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RT program funding is shown in the ta-
bles as the funding for each is trans-
ferred to the FTA and the KDWP, re-
spectively.  
 

Along with the apportionment 
section is the Estimated Obligation sec-
tion, which summarizes by fund group 
and year the federally funded projects 
required by U.S.C. Title 23 to be in-
cluded in a STIP that Kansas has pro-
grammed in the next four years at the 
time this document was prepared. The 
obligations for projects meeting these 
criteria are captured, in this table and, 
further, the individual projects includ-
ing funding information are captured in 
Appendix A, the Project Index, or, if in 
a MPO area, by reference of the MPO’s 
Transportation Improvement Plan 
(TIP). (For information about MPOs, 
see the narrative titled Metropolitan 
Transportation Improvement Pro-
grams.) Since project programming is 
an iterative process, the project list in 
Appendix A is always evolving. Some 
projects are in development, especially 
for programs where projects are se-
lected on an annual basis, so new pro-
jects are being created that will need to 
be added to the STIP. Changes to cur-
rent projects are made in response to 
economics, plan development changes 
or changes in project schedule, and/or 
project costs and, in turn, these changes 
sometimes require updates to the STIP; 
and, in some cases, projects are can-
celled or deferred and the STIP is up-
dated for the change. Project program-
ming and delivery is a fluid ongoing 
process, and the resulting changes that 

occur from this process are captured in 
the STIP through the amendment pro-
cess that is in place. 
 

In the Obligation section, the 
same fund groupings are used as in the 
apportionment section. Obligations in 
place at the time this document was 
prepared are provided by fund group 
for each of the four years of the STIP 
along with the total projected obliga-
tion for each year and a total obligation 
for the four years. Also, Advance Con-
struction Conversions in place after 
FFY 2027 by year and funding program 
groups are provided. Since Kansas is 
selecting and programming projects on 
a rolling two-year basis, the projects 
committed with planned obligations in 
the outer two years of this document 
have not been completely selected at 
this time, while the first two years are 
almost fully planned with generally 
only some of the annually selected pro-
jects remaining to be selected and 
added via the amendment process. Pre-
requirements associated with the new 
fund programs for obligation, time to 
plan and develop projects, and the lack 
of fund program requirements are the 
main reasons that there are not corre-
sponding obligations for most of the 
new fund programs identified in the ta-
bles. As described in the prior appor-
tionment fund program discussions, 
there are assessments, plan revisions, 
and new plans in development to meet 
the requirements set out in BIL before 
some new fund programs are available 
for KDOT to develop and obligate pro-
jects. Time is a factor as less than two 
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years have elapsed since BIL was 
passed, which is insufficient time for 
KDOT to absorb all the new fund 
group rules and changes to existing 
fund groups, to plan for the new fund 
programs, and to develop new projects 
for programming. Several programs, in-
cluding NEVI and CRP, require a plan 
to be developed and approved by 
FHWA, which has caused a delay in 
being able to program new projects for 
these funds. For these reasons, some 
apportioned fund programs do not have 
corresponding obligations for the ap-
portionment shown in this STIP docu-
ment. KDOT anticipates that the obsta-
cles to obligating will be largely recti-
fied by the time the next STIP is pre-
pared.  

 
When reviewing the obligations 

planned with the apportionment availa-
ble, the total estimated obligations for 
the four FFYs covered by this STIP are 
less than or equal to the expected total 
federal appropriations expected in the 
four-year period, including the FFY 
2023 Carryover apportionment. In FFY 
2024 and FFY 2025, the first two years 
of this STIP, the estimated obligations 
for projects currently committed is ap-
proximately $562 million and $572 
million respectively. For FFY 2024, the 
estimated obligation is inclusive, but 
does not yet include all planned pro-
jects for the year as not all the annually 
selected projects were programmed nor 
have projects been developed for most 
of the new BIL fund programs. In FFY 
2025, there are some groupings not 
fully selected or programmed along 

with annual projects not yet selected, 
and new BIL programs, as already dis-
cussed, are largely unprogrammed. As 
projects are developed, they will be 
added by the amendment process or 
captured in the next STIP. The esti-
mated obligation for all four years does 
include advance construction conver-
sion projects including projects within 
MPO areas. Currently, FFY 2024 total 
advance construction conversion pro-
jects are anticipated to total approxi-
mately $478 million and FFY 2025 to-
tal advance construction conversion is 
anticipated to be approximately $465 
million as determined from Appendix 
C, the Advance Construction Project 
Index.  

 
While FFY 2024 through 2027 

are not overprogrammed, some group-
ing obligation projections are larger 
than their corresponding apportion-
ments in these two years. For FFY 
2024, the obligation groupings HSIP, 
CMAQ, TA, Freight, and Other are 
greater than their corresponding antici-
pated apportionment for the year. 
NHPP anticipated obligation in FFYs 
2025, 2026, and 2027 are greater than 
the corresponding anticipated appor-
tionment for the year. In addition, both 
the STBG and BR groupings have esti-
mated obligations greater than their 
corresponding anticipated apportion-
ments for the FFYs 2024, 2026, and 
2027. However, the apportionment for 
each year along with the anticipated 
Carryover apportionment from previ-
ous years is sufficient to cover the 
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overage in projected obligations for 
these categories for each year.  

 
Specifically, the Other obligation 

grouping is reserved for obligations for 
discretionary funding program grants 
that have been awarded, earmarked (if 
applicable), and/or allocated funding. 
OJT and DBE funds are allocated funds 
usually distributed on a yearly basis. 
However, distribution is not guaranteed 
in each year, and past amounts received 
have varied greatly from one year to 
the next. For these reasons, Kansas 
does not estimate DBE and OJT funds 
in the apportionment section and does 
not develop projects and corresponding 
obligation for these funds except for the 
current year plus one (with projects for 
2025 to be added later in 2024 by 
amendment). In this way, KDOT en-
sures that the risk of over programming 
without available funding is low. In 
FFY 2024, the Other obligation is esti-
mated at $11.18 million, while appor-
tionment is currently projected at $4 
million. For the FFY 2024-2027 STIP, 
the decision was made to move the HIF 
fund from its own grouping to be in-
cluded in the Other grouping, as this 
funding did not continue in BIL and is 
unlikely to be included in another ap-
propriations act. In FFY 2024, the esti-
mated obligation is greater than the ap-
portionment estimated for the ‘Redistri-
bution of Other funds’ because these 
projected obligations are for allocated 
HIF funds that KDOT has programmed 
with the awarded HIF funding from the 
Appropriations Act of 2021. The appor-

tionment funding is from the ‘Redistri-
bution of Other funds’ as Kansas has 
not yet received DBE or OJT alloca-
tions for 2024. The only DBE project 
currently programmed and listed in this 
STIP Project Index for FFY 2024 is 
funded with the STP fund grouping, 
and, therefore, is not part of the Other 
obligation total. 

 
Similarly, in FFY 2024, the 

CMAQ, HSIP, TA, and Freight group-
ings are projecting obligations that ex-
ceed anticipated apportionment for the 
year. This should not be an issue as 
there is sufficient carryover in each of 
these fund groupings from 2023 to 
cover these overages. The carryover 
balance for each of these groupings is 
not large and KDOT will need to moni-
tor these programs closely to ensure 
overprogramming is not an issue in fu-
ture years. 

 
FFYs 2024, 2026, and 2027 have 

more obligation planned in the STBG 
grouping than apportionment available 
for the year, while FFYs 2025, 2026, 
and 2027 have more obligation pro-
grammed in the NHPP grouping than 
there is available apportionment for 
that year. However, both groupings, 
STBG and NHPP, have large carryover 
apportionment balances which will off-
set the overages predicted in each of 
the years, respectively. 

 
Finally, in FFY 2024, the group-

ing has a large projected obligation that 
is greater than the apportionment antic-
ipated to be received for the year. The 
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reasons for this larger obligation are 
twofold. First, the Bridge Formula Pro-
gram (BFP) apportionment (which is 
included in the BR fund group) for 
FFY 2022 was distributed too late to be 
used on FFY 2022 projects, making the 
funds available as carryover apportion-
ment to be used in FFY 2024. To-
gether, the carryover apportionment 
from FFY 2022 and the FFY 2024 pro-
jected apportionment are sufficient to 
meet the obligation in FFY 2024. As 
discussed in the fund program infor-
mation, the BFP program fund, unlike 
most other fund groups, lapses at the 
end of 2026 and is the second reason 
the BFP program is so robustly pro-
grammed, which also explains the ne-
cessity for estimated obligations for 
FFY 2026 and 2027 to be more than the 
associated apportionments. KDOT has 
no desire to lose this funding and is 
making every effort to have enough 
projects available to use the apportion-
ment. KDOT will continue to monitor 
the total apportionment available in the 
BR fund group in each year as com-
pared to the obligations in place, and, if 
needed, will use advance construction, 
or will move projects to the latter years 
of the STIP to ensure that the BR fund 
grouping apportionment does not ex-
ceed the available apportionment plus 
anticipated carryover from prior years. 

 
In conclusion, while some of the 

obligation groupings are larger than the 
correlating apportionment in the first 
two years of the STIP, there is suffi-
cient carryover apportionment to meet 
the excess in projected obligation. 

However, some of the carryover appor-
tionment grouping balances are shrink-
ing, and KDOT will need to carefully 
monitor these declining carryover bal-
ances in the future to ensure that suffi-
cient apportionment for the correlating 
obligation is available. If the situation 
arises where available apportionment, 
including carryover apportionment, no 
longer meets or exceeds the projected 
obligation in a year or grouping, addi-
tional measures will be taken to prevent 
overprogramming. For example, in 
many of the obligation groupings, there 
are AC conversion projects that may 
need to be moved to future years to 
await such a time that obligation is 
available for their conversion. Moving 
the AC project conversions would re-
duce the obligations in the year cur-
rently projected. (AC conversion pro-
jects are projects that have been under-
taken with state funds with the option 
to convert to federal funds when obli-
gation is available.) Appendix C, the 
Advance Construction Project Index, 
lists AC projects along with the year(s) 
of expected conversion and conversion 
amounts.  

 
Advance construction allows 

flexibility in programming and ensures 
that KDOT always has projects availa-
ble to meet our apportioned federal 
funds. However, as with carryover ap-
portionment, KDOT’s AC balance is 
growing while being actively moni-
tored by the Federal Fund Manager to 
ensure that AC obligation does not ex-
ceed limits in place by FHWA. 
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An exception to MPO projects 
not being listed in the STIP is projects 
using advanced construction. MPO pro-
jects are a significant portion of the 
projects funded in the state. They are 
frequently of large scale, and usually 
are programmed using the advance 
construction mechanism. Thus, includ-
ing the advance constructed MPO pro-
jects is a necessary measure taken to 
adequately illustrate fiscal constraint. 
MPO project information is included in 
Appendix C, the Advanced Construc-
tion Index, and their estimated obliga-
tions are included in the “Federal Fiscal 
Years 2024-2027 Estimated Apportion-
ments & Obligations” table.  

 
For each year in the table, the es-

timated obligation for each grouping is 
composed of the expected advance con-
struction conversion projects, including 
projects within MPO areas, and the ob-
ligation of non-advance construction 
committed projects including projects 
within MPO areas. From the table, the 
total estimated obligations for FFY 
2024-2027 are $2.049 billion and, of 
this obligation, total advance construc-
tion conversions anticipated for FFY 
2024-2027 are approximately $1.890 
billion (as determined from Appendix 
C, the Advance Construction Project 
Index). Additionally, in the “Federal 
Fiscal Years 2024-2027 Estimated Ap-
portionments & Obligations” table, the 
“Advance Construction Conversions 
after 2027” column provides estimates 
for advance construction already in 
place for years that exceed the STIP 

range. For the years after 2027, ad-
vance construction conversions are pro-
vided as lump sums by federal fund 
category, which are currently estimated 
at a total of $1.293 billion. 
 

The Advance Construction in 
years after FFY 2027 column is in-
cluded to clarify that the State does 
have conversions planned outside the 
years of this STIP document and that 
total planned advance construction is 
within the policy for advance construct-
outlined under 23 U.S.C. 420.115, part 
630, sub part G. Excluding the Other 
grouping, which estimates obligation 
for projects using allocated or special 
ear mark funding for which apportion-
ment is not received, the total esti-
mated obligations for the four FFYs 
covered by this STIP are less than or 
equal to the total federal appropriations 
expected in the four-year period includ-
ing FFY 2023 Carryover.  

 
KDOT will continue to use the 

two mechanisms of carryover appor-
tionment and advance construction to  
balance apportionments and obliga-
tions. Carryover apportionment hap-
pens when the federal obligation ceil-
ing is set lower than the apportionment 
for a given year. The difference be-
tween the two amounts is “carried 
over” to the next fiscal year as part of 
the unobligated balance. Most federal 
fund categories have an obligation ceil-
ing lower than the apportionment and, 
for this reason, the FFY 2024-2027 Ap-
portionment section includes a column 
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for the anticipated Carryover apportion-
ment from FFY 2023. Currently, every 
fund category grouping is anticipated to 
have apportionment carryover from 
2023, and some of this carryover ap-
portionment will be used in years of 
this STIP in fund categories where pro-
jected obligations exceed apportion-
ment. The second mechanism for bal-
ancing is the use of advance construc-
tion. In this mechanism, KDOT re-
serves the right to request conversion 
for federal funds on a project in a year 
that obligations are available (not nec-
essarily the same year the project is ini-
tiated), and this conversion year may be 
adjusted and/or several partial conver-
sions over multiple years may be made. 
Using advance construction provides 
KDOT flexibility to move projects to 
where obligation gaps exist due to tim-
ing of project development. 

 
Finally, it must be noted that the 

inclusion of the anticipated advance 
construction conversions and MPO in-
formation in the “Federal Fiscal Years 
2024-2027 Estimated Apportionments 
& Obligations” table precludes the total 
expected obligations in the tables from 
matching the total expected obligations 
from Appendix B, the Summary of 
State Transportation Improvement Pro-
gram Project Index. The table and the 
appendix do not share the same source 
data. Appendix B summarizes Appen-
dix A, which does not include the MPO 
projects or advance construction con-
version information. MPO project in-
formation is available in the individual 
MPO TIPs, and a link for each TIP is 

provided in the Metropolitan Transpor-
tation Improvement Programs narrative 
section. Advance construction conver-
sion information is listed separately in 
Appendix C. In general, the infor-
mation presented within the “Federal 
Fiscal Years 2024-2027 Estimated Ap-
portionments & Obligations” table is 
broader and more encompassing than 
the information summarized in Appen-
dix B and listed in Appendix A. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



75 

 

 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 

Page Left Intentionally Blank 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 



76 

 



77 

 

 
 

 

 



78 

 

LOCAL FUNDS 
 

Local government sources of 
transportation funds include state motor 
fuels tax revenue received through the 
Special City and County Highway 
Fund, federal-aid funds received 
through KDOT, state funds through 
partnership with KDOT on certain pro-
jects, or through the local Federal Fund 
Exchange program, property taxes, lo-
cal option sales taxes, and bond issues. 
Of these transportation funding 
sources, the largest portion is provided 
by property taxes. Most of this revenue 
is spent on maintenance rather than 
new construction. 
 

The funds are distributed to cit-
ies and counties with respect to all ap-
plicable federal laws, state statutes, 
and/or KDOT policies, and these funds 
comprise the “obligation authority” or 
“allocation” that is distributed to each 
Local Public Authority (LPA). County 
funding is allocated in accordance with 
K.S.A. 68-402(b), and funding to cities 
is allocated based upon the proportion 
each cities population is to the total 
population of all eligible cities. Only 
cities outside urbanized areas with a 
population range between 5,000 to 
199,999 are eligible for this funding. 
Cities with a population of 200,000 or 
greater fall within the urbanized classi-
fication and funding for these cities is 
outlined in the requirements in place 
for Metropolitan Planning Organiza-
tions (MPOs). 

 
In addition to the funding re- 

served solely for local construction that 
goes directly to cities and counties un-
der IKE, there are other sources of 
funding for local projects. KDOT offers 
funding through partnership programs 
like the City Connecting Link Program 
(CCLIP), a partnership program be-
tween LPAs and KDOT. In this pro-
gram, the state participates in a portion 
of the local project cost. CCLIP in-
cludes the KLINK Surface Preservation 
(K1R), the newly created KLINK Pave-
ment Restoration (K2R), and the 
KLINK Geometric Improvement 
(K3R) subcategories. For more infor-
mation about this program’s require-
ments, refer to the “Project Selection 
Criteria” section of this document or 
visit KDOT’s BLP webpage at 
https://www.ksdot.gov/bureaus/bur-
LocalProj/default.asp. 
 

A recently reinstated option 
available to LPAs is the Local Bridge 
Improvement (LBT) program, which 
was restored in 2020 and continued in 
IKE, the new state transportation pro-
gram. This source of state funding is re-
served for projects that address low 
volume roads with local bridges that 
are in disrepair.  

 
A newly established program of 

funding is the Cost Share Program. In 
this program, KDOT provides state 
funding to LPAs for construction pro-
jects to improve safety and/or the over-
all transportation system in rural and 
urban areas. All transportation projects 
are eligible including roadway, rail, air-
port, bicycle/pedestrian, and public 
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transit. A minimum of 15 percent non-
state match is usually required with ad-
ditional consideration given for larger 
LPA commitments. More information 
about this program is available at the 
following link: 
https://www.ksdot.gov/CostShare/Cost-
ShareProgram.asp 

 
Finally, a very popular LPA 

funding option is the Federal Fund Ex-
change (FFE) program, which was im-
plemented under T-WORKS and con-
tinues under IKE. This is a voluntary 
program and, by electing to participate 
in the FFE program, a Local Public Au-
thority (LPA) agrees to trade all or a 
portion of their federal fund allocation 
in a specific federal fiscal year with 
KDOT in exchange for state transporta-
tion dollars or with another LPA in ex-
change for their local funds. Under this 
program, the LPA may utilize the funds 
in a project following its own proce-
dures, criteria, and standards. All work 
performed shall be consistent with the 
Kansas Statues, applicable regulations, 
and normal engineering practices. Any 
work performed on the state highway 
or city connecting link will require co-
ordination with the local  
KDOT Area Office. 

 
Only LPAs eligible to receive a 

federal fund allocation may participate 
in the Federal Fund Exchange program. 
Eligible LPAs include all counties in 
the state and cities with populations 
greater than 5,000 that are not located 
in a Transportation Management Area 
(TMA). Currently, the only TMAs in 

Kansas are the Mid-America Regional 
Council (MARC – Kansas City Re-
gion) and the Wichita Area Metropoli-
tan Planning Organization (WAMPO). 

 
This optional program provides 

LPAs more flexibility when planning 
their programs and deciding how to 
fund them. Eligible LPAs may elect to 
exchange their federal funding, or they 
may use the funds to develop a federal-
aid project following the established 
procedures. If exchanged, the exchange 
rate for the program is $0.90 of state 
funds for every $1.00 of local federal 
obligation authority exchanged. For 
more information about this program, 
visit KDOT’s Bureau of Local Projects 
website at the following link: 
https://www.ksdot.gov/bureaus/bur-
LocalProj/default.asp 
 

STATE EXPENDITURES 
 
Sources used to forecast expenditures 
are more varied than those used for rev-
enues. Primary sources for expenditure 
forecasting are the agency’s budget and 
two computer information systems- the 
Comprehensive Program Management 
System (WinCPMS) and AASH-
TOWare Project for Construction and 
Materials (AWP). These two computer 
systems are used to maintain program 
information and specific project and 
contract information. Data generated 
from these two computer programs was 
used to create the “FFY 2024-2027 Es-
timated Apportionments and Obliga-
tions” tables, the FFY 2024-2027 Pro-
ject Index- Appendix A, Project Index 
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Summary-Appendix B, the Advance 
Construction Index- Appendix C, and 
aids in the generation of the expendi-
ture information in the KDOT Cash-
Flow. 
 

Expenditures in the KDOT 
Cash-Flow may be divided into fixed 
costs and variable costs. Fixed costs 
represent the expense of KDOT’s daily 
operation, as well as costs such as debt 
service and transfers to other agencies. 
Variable costs are expenses that change 
in proportion to the magnitude of the 
work being done. For KDOT, variable 
costs are those associated with the 
preservation, modernization, and ex-
pansion of the highway infrastructure, 
along with those associated with modal 
support. Specifically, in the Cash-Flow, 
the fixed costs are the following cate-
gories: from the Maintenance section- 
Regular Maintenance (state roads) and 
City Connecting Links (local roads); 
from the Construction section - Build-
ings; from the Local Support section- 
Agency Operations; from the Transpor-
tation Planning and Modal Support sec-
tion- Agency Operations and Other 
Planning, along with Administration, 
and Debt Service. All other categories 
in the Cash-Flow are variable costs.  
 

Following is a brief description 
of the expenditures in the Cash-Flow in 
the order of appearance beginning with 
the first section of expenditure- Mainte-
nance. 
 
 

Regular Maintenance, a fixed 
cost, is the first category under the 
Maintenance expenditure section of the 
Cash-Flow Worksheet. Regular 
Maintenance is defined as expenditures 
on equipment, staff salaries, and mate-
rials used in snow/ice removal, mow-
ing, and minor roadway repairs neces-
sary to preserve the State Highway Sys-
tem. This Cash-Flow Worksheet ex-
penditure is a summation of four 
groups from the state budget: salary, 
contractual activities, commodities, and 
capital outlay. The salary portion is the 
budgeted amount for positions in SFY 
2024 and for the years 2025-2027 are 
estimated based on growth rate. In-
cluded are the salaries for the district, 
area, and subarea maintenance person-
nel as well as some headquarter posi-
tions that provide policy and planning 
support. Contractual activities are the 
portion budgeted for equipment repair 
that exceeds the capabilities of the 
KDOT shops or repairs that are more 
cost effective to be contracted. The 
commodities portion represents the ma-
terials necessary to accomplish the 
work anticipated in SFY 2024 and SFY 
2025-2027 are percentage estimates 
based upon projected inflation. This is 
a large and varied group composed of 
items such as fuels (including unleaded, 
ethanol, diesel), equipment repair parts, 
signing materials, motor oil, propane 
gas, rock salt, and traffic paint. Capital 

outlay is the last group included in reg-
ular maintenance and is for the pur-
chase of heavy equipment to maintain 
the system, vehicles to transport per-
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sonnel to work sites, shop tools, equip-
ment and computers used in the support 
of these maintenance activities. Regular 
maintenance is typically done entirely 
by KDOT forces. The long-term pro-
jected need for this expense is calcu-
lated by inflating historical actual ex-
penditures for the above four groupings 
using a standard inflation rate of 2.0 
percent. In the Cash-Flow, the values 
for SFY 2024 are from the budget sub-
mittal, while SFY 2025, 2026 and 2027 
are percentage estimates based upon 
projected inflation. Also included in 
this category are the expenses associ-
ated with the network of 76 communi-
cation towers KDOT operates across 
the state. Expenditures are for mainte-
nance to keep the towers operational 
and for the purchase of 800 MHz digi-
tal trunked radio system to replace the 
current antiquated conventional MHzl 
radio towers.  

 

City Connecting Links is the 
second expense category under Mainte-
nance. The expense associated with this 
activity is routine maintenance, in na-
ture, that occurs on local roads. The ex-
penditure is for payments from KDOT 
to Local Public Authorities (LPA) that 
have elected to maintain the City Con-
necting Links within their boundaries. 
Rather than KDOT, the LPAs oversee 
the maintenance of these roads and 
KDOT pays for a share of the cost of 
the maintenance. The expenditure for 
this category is calculated based on for-
mula as outlined in state statute and is 
set at a rate of $5,000 dollars per lane 
mile with a total estimated number of 

city-connecting link miles of 1,120 
miles.  

 

Construction is the second cate-
gory under expenditures and is divided 
into six categories of expense. The first 
three of these categories, Preservation, 

Modernization, and Expansion and 

Enhancement, are the anticipated con-
struction work phase expenditures for 
KDOT projects and are the three ‘Core’ 
program groups KDOT uses to organ-
ize similar work. (For a discussion of 
the Core KDOT programs and subcate-
gories within, refer to the preceding 
Project Selection Criteria narrative.) 
The expenditures for these three cate-
gories pertain to road system infrastruc-
ture on state roads. The expenditure 
amount for the unprogrammed portion 
of each category is determined by the 
current state program and estimated 
revenues from all sources. Project ex-
penditures prior to letting are based on 
engineers’ estimates and the post con-
struction letting expenditures are based 
on the encumbered construction con-
tract amount and actual payments to 
contractors. As discussed previously, a 
new Cash-Flow line was not created for 
the Preservation Plus program. Instead, 
the expenditure for Preservation Plus 
unprogrammed dollars is included in 
the Preservation expenditure line of the 
Cash-Flow. As projects are developed 
where Preservation Plus is being uti-
lized, the expenditure will move to 
whichever construction program is as-
sociated with the project, which may be 
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any of the Core programs of Preserva-
tion, Modernization, Modernization, 
Expansion or Local Construction. 

 
The construction expenditure in-

formation presented here is provided at 
the project work phase level in Appen- 
dix A for projects KDOT has pro-
grammed. However, the total of the 
projects programmed will not equal the 
Cash-Flow Worksheet forecasts. There 
are four reasons for the difference: 

 
1) The Cash-Flow Worksheet fore-

casts the entire program includ-
ing the unprogrammed portion, 
while the Appendices only pro-
vide information about projects 
created and committed for some 
phase of work at the time of the 
STIP preparation (4-year pe-
riod). 
 

2) The Cash-Flow Worksheet in-
cludes projections for projects 
that have all work phases obli-
gated and underway; these pro-
jects are not part of Appendix A, 
which only has those projects 
anticipated to have a phase obli-
gate for the first time in the years 
of the STIP. Projects that have 
all phases obligated are dropped 
from STIP reporting and are 
tracked through different meth-
ods for FHWA. 

 
3) The projects included in the 

forecast include KDOT let con-
struction projects within MPO 
areas. 

4) The Cash-Flow Worksheet is de-
veloped on the State Fiscal Year, 
which is from July 1 through 
June 30, while the STIP is based 
upon the Federal Fiscal Year 
which is from October 1 through 
September 30. This means that 
there are some differences in 
projects, revenues and expendi-
tures captured by the two docu-
ments. 

 

Construction engineering and 

preliminary engineering (CE & PE) 
categories are expenditures for the de-
sign aspect of KDOT projects on state 
roads. The expenses in this category are 
a combination of agency CE & PE 
work and projected contracted CE & 
PE work. For the agency engineering 
salary portion of the Cash-Flow Work-
sheet expenditure 2024 is taken directly 
from the budget and 2025-2027 are de-
termined by applying a 2 percent infla-
tion rate to the budgeted amounts. For 
the contracted CE & PE, estimates are 
provided by the Bureau of Design and 
are adjusted for inflation. In the Cash-
Flow, CE and PE are grouped together, 
whereas, in Appendix A, the Project In-
dex, PE & CE information is provided 
at the project level and in the manner 
that FHWA presents project infor-
mation. CE costs are included with the 
Construction costs in the Appendices 
since this is how these costs are dis-
played by Federal Highway. PE ex-
penditure is shown for each project in 
the appendices to reflect how PE is dis-
played by Federal Highway, while in 
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the Cash-Flow, PE and CE expense are 
combined. 
 

Local Federal Aid expendi-

tures, the fifth expenditure in the Con-
struction section, concerns road infra-
structure improvements on local roads. 
Specific project information pro-
grammed for LPAs during the STIP 
years is in the STIP appendices, except 
for those projects being completed by 
LPAs using the Federal Fund Exchange  
program. The expenditure estimated for 
the unprogrammed portion is deter-
mined by the current state program and 
estimated revenues from all sources. 
Project expenditures prior to letting are 
based on engineers’ estimates and the 
post construction letting expenditures 
are based on the encumbered construc-
tion contract amount and actual pay-
ments to contractors. Since the initia-
tion of the Federal Fund Exchange pro-
gram, the number of LPA projects 
funded with federal dollars has dimin-
ished greatly. Currently, most LPAs 
elect to trade their federal funds with 
KDOT for state funds. For more infor-
mation about the Federal Fund Ex-
change program, see the Project Selec-
tion Criteria section of this document 
and the following Local Support sec-
tion of the Cash-Flow Worksheet Ex-
penditure. 

 
Buildings expense is the only 

fixed cost reported under the Construc-
tion section of the Cash-Flow Work-
sheet and is for the purchase, mainte-
nance, and repair of KDOT-owned 
buildings. These buildings are located 

throughout the state in the district, ar-
eas, and subareas of KDOT, and are 
used for offices, equipment storage and 
material storage. Estimates for this ex-
penditure are from the Capital Im-
provement Plan, a five-year request ad-
justed each year to reflect the Gover-
nor’s budget. 
 

The expenditures in the Local 
Support grouping of the Cash-Flow 
Worksheet are for improvements on 
city or county roads. This section is 
composed of Agency Operations, Spe-
cial City & County Highway Fund 
(SC&CHF), Local Partnership Pro-
grams, and the new Categorical Grants 
(which was formerly reported as part of 
the Local Partnership Program) catego-
ries. 
 

The first two expense categories 
under Local Support, Agency Opera-

tions and SC&CHF are fixed costs. 
Agency Operations are for salaries for 
administrative and support personnel 
dedicated to the support of local plan-
ning activities. This expenditure is pro-
jected by growing the historical ex-
penditures using an inflation rate of 2.0 
percent. The SC&CHF expenditure is a 
pass through of funds designated for 
use by LPAs as directed by State law. 
Thus, although the funds are in the IKE 
transportation program, they are not 
KDOT’s to use. The expenditure is 
based upon expected tax receipts and 
the disbursement is calculated and 
made by the State Treasurer.  
 



84 

 

The Local Partnership Pro-

grams category expenditure consists of 
the Pavement Restoration and Geomet-
ric Improvement expenditures. Pave-
ment Restoration projects are designed 
to address severe deficiencies in road 
surface. Geometric Improvement pro-
jects are designed to address upgrades 
like pavement widenings, adding or 
widening shoulders, eliminating steep 
hills and/or sharp curves, and adding 
acceleration and deceleration lanes. 
The work involved with these projects 
encompasses more than maintenance, 
but unlike the construction group of ex-
penditure categories, the work occurs 
on local roads. The expenditure for this 
category is determined based on where 
a project is in its life cycle. For the un-
programmed portion of this category, 
expenditure is determined by the cur-
rent state program and estimated reve-
nues from all sources (projects have not 
been created yet, so the dollars are not 
captured in the STIP appendices). The 
category expenditure portion related to 
projects selected and not yet let are 
based on engineers’ estimates. This 
portion of the expenditure correlates to 
the projects listed in the STIP appen-
dices. Finally, the portion of category 
expenditure associated with projects 
that are post construction letting is 
based on the encumbered construction 
contract amount and actual payments to 
contractors. (These projects are already 
obligated and underway and are not in 
the STIP document.) 
 
 

The final category in the Local 
Support section is Categorical Grants, 
which report the KDOT funds being 
given to the LPAs under the Federal 
Fund Exchange program. The expense 
for this program was formerly included 
with the Local Partnership Program ex-
penditure. However, since this expense 
is not directly related to work on roads 
but is rather a fixed cost for the ex-
change of cash for federal dollars, the 
expense has been broken out into its 
own category. The current exchange 
rate for this program is $0.90/$1.00. 
The expenditure amount is calculated 
based on this exchange rate and the 
number of LPAs who have entered into 
a fund exchange agreement with the 
State. For more information about this 
program visit the KDOT Bureau of Lo-
cal Projects web at 
https://www.ksdot.gov/bureaus/bur-
localproj/default.asp . 

 
The Transportation Planning and 

Modal Support section of the Cash-
Flow Worksheet focuses on the plan-
ning needed to meet the transportation 
needs of the state and the modal trans-
portation forms such as transit, rail, and 
aviation. As with the Agency Opera-

tions category in Local Support sec-
tion, this category of the Transportation 
Planning and Modal Support section 
comprises the salaries for the admin-
istration and support personnel dedi-
cated to transportation planning func-
tions and modal activities throughout 
the state. This is a fixed cost that is pro-
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jected by growing the historical ex-
penditures using an inflation rate of 2.0 
percent.  
 

KDOT categorizes the other 
modes into four groups - Aviation, 

Public Transit, Rail, and Short Line 

Rail. The expenditures for these four 
categories are for the ongoing activities 
and functions undertaken by KDOT 
throughout the state, from rail improve-
ments to airport and runway expansion, 
repair, and maintenance to transit aid 
throughout the state. The funding for 
aviation, public transit and rail was in-
creased under the T-WORKS program 
and this level of funding is maintained 
under IKE. The Short Line Rail ex-
penditure is for a three-year funding 
program created under the IKE pro-
gram to encourage the extension, reha-
bilitation, and maintenance of short line 
rail track throughout the state. The ex-
penditures forecasted in the Cash-Flow 
Worksheet for the three modes are pro-
vided by the Division of Planning and 
Development and the Division of Avia-
tion and are adjusted for inflation 
where applicable. While the modes are 
a part of the Cash-Flow Worksheet, ex-
cept for public transit, the projects that 
compose the modal group are not repre-
sented in the STIP. The public transit 
mode is the only mode required to be 
reported in the STIP document. The 
public transit information is presented 
in its own narrative at the program 
level rather than the project level as the 
FTA has requested. Since the other 
modes are outside the “Core” programs 
required by federal law to be in the 

STIP, and because the modes (except 
for public transit) do not receive federal 
funding from FHWA or FTA, they are 
not included in this document. The in-
tent of this document is to meet the re-
quirements for the STIP as outlined by 
federal law. To learn more about the 
modes in Kansas, visit the KDOT IKE 
web site https://ike.ksdot.gov. 

 
The last category in the Trans-

portation Planning and Modal Support 
section is Other Planning. This cate-
gory is for the debt services related to 
the Transportation Revolving Fund and 
for federal expenses that do not pass 
through the State Highway Fund, such 
as the National Highway Traffic Safety 
Administration (NHTSA) and Federal 
Aviation Administration (FAA) ex-
penses. The costs associated with this 
category are fixed in nature. Also, in-
cluded in this section are the Broad-
band Infrastructure Fund, the Transpor-
tation Technology Development Fund, 
and the Driver’s Education Scholarship 
Fund expenditures. Three new non-
road related fund programs created in 
the IKE program. 

 
The last two sections under ex-

penditures in the Cash-Flow Worksheet 
are Administration and Debt Service. 
Administration expenditure encom-
passes salaries for administrative and 
support personnel for the continued 
function of the agency and the daily op-
eration costs such as utilities. The ad-
ministration expenditure is a fixed cost 
projected by growing the historical ex-
penditure using an inflation rate of 2.0 
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percent. Debt Service reflects the ex-
pense related to the repayment of high-
way bonds. Since the bonds are fixed 
rate, the expenditures are a fixed cost. 
 
 

FISCAL CONSTRAINT 
 

In accordance with 23 CFR 
450.218(m), the STIP is required to be 
financially constrained by year, and this 
fiscal constraint must be demonstrated 
in the STIP. To be fiscally constrained 
by year, the demand on total available 
funding (state, federal and local) for 
each STIP year must not exceed the 
funding that is available for that year. 
To assure fiscal constraint, KDOT’s 
OFAB maintain a Cash-Flow Work-
sheet that summarizes agency revenue 
and expenditure projections. The 
agency’s most recent Cash-Flow Work-
sheet follows this discussion. The 
Cash-Flow Worksheet is reviewed and 
updated as needed at key times during 
the SFY: 

• September during budget prepa-
ration, 

• January after the Governor’s 
budget is presented, as needed, 

• May/June at the end of the legis-
lative session, as needed, 

• And as changes to programs and 
projects warrant. 

The Cash-Flow Worksheet is projecting 
positive ending balances in all four 
years of the STIP, providing a reasona-
ble expectation of fiscal constraint. 

 
 

As discussed in this finance sec-
tion, the sources of information and 
data used to compile and maintain the 
Cash-Flow Worksheet are many and 
varied. In addition to the methods al-
ready described, the OFAB uses a 
Cash-Flow computer system, Cash 
Availability and Forecasting Environ-
ment (CAFE). CAFE maintains the 
cash-flow data and models Cash-Flows 
in and out of the agency. CAFE is com-
patible with and interacts with KDOT’s 
other computer systems, which greatly 
automates Cash-Flow modeling and al-
lows project data from the project man-
agement system, WinCPMS, to be in-
corporated into the modeling. In addi-
tion, CAFE can store assumptions such 
as inflation factors for motor fuel taxes 
for use in modeling. CAFÉ allows for 
efficient and effective cash manage-
ment by KDOT. 

 
The Cash-Flow Worksheet fore-

casts all anticipated revenues (state, 
federal and local) and all anticipated 
expenditures in the next four years. The 
federal reimbursement estimates in the 
Cash-Flow Worksheet, while based on 
the level of federal funding KDOT ex-
pects to receive (the obligation limit) as 
outlined in the recently passed BIL, do 
not correlate exactly. Since federal aid 
is a reimbursement program, funds 
must be expended and then requests for 
reimbursement made. The federal reim-
bursement for the years of the cash-
flow is composed of three parts: 1) un-
derway projects with outstanding reim-
bursement expected to be received in 
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the 2024-2027 SFYs; 2) the reimburse-
ment from new projects that are antici-
pated to obligate and reimburse in the 
four years of this STIP; 3) projects ad-
vanced constructed and anticipated to 
be converted in each of the four years. 
To estimate state and local revenues 
that will be available for the agency’s 
use, KDOT uses information from both 
the CEG and the HREG. Whenever, the 
CEG and/or HREG issue revised infor-
mation, usually in April, September, 
and November, KDOT reviews the new 
data to determine whether the new in-
formation continues to support current 
revenue projections in the Cash-Flow 
modeling. If KDOT’s OFAB deter-
mines the new information warrants an 
adjustment to the state and local fund-
ing projections, then changes are made 
to CAFE and a revised Cash-Flow is 
generated. Likewise, as information 
changes in KDOT’s project manage-
ment system, these changes are incor-
porated automatically into CAFE since 
the two systems interact. Finally, the 
OFAB staff continually monitors and 
reviews the data relevant to revenue 
and expenditure. In this way, the Cash-
Flow Worksheet generated from CAFE 
is timely and provides the information 
KDOT needs to be fiscally constrained. 
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KDOT Cash-Flow Worksheet 
as of June 2023 

All dollar amounts in $1,000s – Dollar amounts may be rounded 
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KDOT Cash-Flow Worksheet 
as of June 2023 

All dollar amounts in $1,000s – Dollar amounts may be rounded 
 

 


