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ACTI ON NARRATI VE

CHAIR KYLE JOHANSEN called the House Transportation Standing
Commttee neeting to order at 1:32:49 PM Represent ati ves
Neuman and Johansen were present at the call to order
Represent ati ve Doogan arrived as the neeting was in progress.

State Transportation |Issues

CHAI R JOHANSEN announced that the only order of business would
be a discussion on state transportation issues. He asked
Representative Buch to i nform nmenbers about today’ s agenda.

1: 33: 28 PM

REPRESENTATI VE BOB BUCH, Al aska State Legislature, told nenbers
the first speaker would be Frank MQueary, who would outline

context sensitive systens (CSS). The di scussion would focus on
community road devel opnment, particularly on collector and feeder
streets and on codes and infrastructure devel opnment. He noted

that the Anchorage road systens have been under serious scrutiny
| ately. The commttee is looking at some community devel opnent
desi gns that have been pronoted nationally.

1: 35: 07 PM

FRANK M QUEARY, President, Anchorage Road Coalition, gave the
foll ow ng presentation:

Thank you, Bob. For those of you who don’t know ne
I’1l give you a little bit of background. | am not an
engi neer and | am not a highway designer. | am the
President of the Anchorage Road Coalition. \%Y%
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background is actually [indisc.] at multiple Ievels.
| was in banking here in Anchorage for a nunber of
years. |’ve also run a trucking conpany and worked ny
way through school as a grade checker and road
construction projects and ny father was a highway
construction engineer. So there’s a certain genetic
affiliation with the process and certainly as a user
both in the comercial sense in trucking and an
i ndi vidual with a high degree of interest.

The Anchorage Road Coalition was fornmed primarily out
of dissatisfaction with a nunber of projects that had
been designed and built here in Anchorage on the |evel
of the collector streets, which are both access and
nmobility streets but should have a high degree of
enphasis on access and safe access, whether it is for
school children or people going to and from work and
getting to their home nei ghborhoods. A group of us
becanme involved first with the Strawberry Road issues
and then with projects we discovered all around town
and, as we started researching, we discovered that
there was a "c change" going on in the profession in
terns of philosophy of design, particularly with urban
streets. Now statewide we're talking a lot nore than
urban streets, but as we got into |ooking at what the
prof ession was trying to do with a process called CSS,
we realized that it would ... help solve sone of the
problenms we saw with what was happening in Anchorage
but it also would have a great deal of applicability
with sonme of our rural projects as well.

| am going to show about 12 mnutes of a slide show
that was done by the President of AASHTO His term |
think, was in 2005. H s nane was Jack Lettiere. He
speaks obviously from the pinnacle of the profession
as the President of the Anerican Association of State
H ghway Transportation O ficials [AASHTO that’'s been
sort of the lead agency and professional organization
and wote the Geen book wth [indisc.] between
designing, managing and constructing the interstate

hi ghway systens. Jack probably speaks with nore
credibility than I do so | think the first few m nutes
of this slide show wll be very informative and

hopeful |y useful for this commttee.

1: 38: 03 PM
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[THE FOLLOWNG IS AN AUDI O TRANSCRI PTION OF JACK LETTIERE ON
VI DEQ]

Hello, ny name is Jack Lettiere, President of the
Anmeri can Associ ation of State H ghway and
Transportation Oficials and Secretary of the New
Jersey Departnment of Transportation. Wel conme to this
vi deo, “Cont act Sensitive Sol uti ons for t he
Transportation Professional.” The transportation
strategies for the next 50 years are going to be very
different than the conventional strategies from the
| ast 50 vyears. This video is intended to help
transportation professionals adjust to the new
transportation paradi gm of contact sensitive solutions
and to introduce this subject to others as well.

Since the 1950s, transportation professionals have
predom nantly focused on raising |evels of service for
nmotor vehicle wusers by wdening roads. The Texas
Transportation Institute studied 70 netropolitan areas
over 15 years and found that the conventional strategy
of expanding roads had had virtually no inpact on
congestion. The Institute confirnmed that netropolitan
areas that spent heavily on increasing notor vehicle
carrying capacity were no |ess congested than those
t hat spent nothing on w deni ngs.

Al t hough counter intuitive to many, our profession’s
| ongst andi ng popul ar assunption that w dening roads
eases congestion is false. However, over the decades,
the unsuccessful battle wth congestion has directly
and indirectly resulted in harmto others in a nunber
of ways. Arguably, pedestrians, the litnmus test for
good cities, have suffered the nbst due to our past
not or vehicle focus, sprawing cities, poor pedestrian
facilities, and hostile street environments. Thr ough
20/ 20 hindsight, our profession now realizes that a
century ago, American cities were as pedestrian-
friendly and as transit-friendly as European cities
but through a series of deliberate choices, we
retrofitted and expanded our cities in a highly notor
vehicle oriented way. Many cities are so poorly
designed now that notor vehicles have effectively
becone prosthetics, w thout which people could sinply
not function effectively.
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Expansi ve highways built to rural and natural |[|ands

opened up vast areas for devel opers. Beautifu
meadows and forests were covered with tract housing
and strip devel opnent. Farms, along with some of our
nost fertile | ands and ecosystens, were |lost. Spraw,
t he uni nt ended but real consequence of our
transportation system happened. The system was

unfortunately equated with failure by our profession
and, despite colossal public funding and effort over
the last 50 years to beat congestion; the conventional
transportation strategies are less than ineffective.
The nore notor vehicle capacity that was built, the
bi gger the probl em becane.

Wth half a century of experience, the profession's
epi phany was that it was not the roads were really
failing, but the conventional transportation paradi gm
In a nutshell, the input into the conventional nodel
was |evels of service for notorists and forecasts of
even nore congestion unless the roads were w dened.
The nodels were sinplistic facsimles of reality,
presum ng all else being equal. However, all else
was not equal and people began driving further than
they had ever driven before, nore than doubling their
vehicle mles traveled per capita in a nmere 35 years
bet ween the years of 1960 and 1995.

As areas became nore notor vehicle oriented,
pedestrian and bicycle travel becane |less safe and

| ess popul ar. As a result, people increasingly
repl aced pedestrian and bicycle trips wth notor
vehicle trips, exacerbating the problens. New not or
vehi cl e dependent devel opnent patterns responded: | ow
density tract housing, big box retail, and warehouse
school s becane common | and uses that responded to the
|arge scale of the road building efforts. Publ i c

transit was sinply not feasible in these types of
areas due to the |low concentrations of people and the
|l ong travel distances. The conventional antidote of
road widening could not keep up to sprawl due to
limted space, noney and public support.

Furthernore, the deteriorating road infrastructure
from early road bui | di ng boom tines needed
pr of essi onal attention and i ncreasingly scarce
government funding for repairs. Climte and cities
were affected by our devel opnent patterns and asphalt
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expanses raising the city tenperatures in the summer
months due to what are known as heat island effects

Heat , tail pi pe em ssi ons and ot her pol l utants
contributed to snobg, which becane a serious health
issue, reducing the quality of life for people and
occasionally killing them as happened to this freezer

truck full of people and about 700 others in Chicago’' s
1995 heat wave.

Qur notor vehicle dependency and resulting devel opnent
patterns have contributed greatly to a countryw de
inactivity and obesity epidemc according to the
Center for Disease Control in adults and children. It
is a startling statistic that an average 11 year old
boy today is 11 pounds heavier than an average 11 year
old boy in 1973. Consequently, diabetes has grown to
becone a huge problem in adults and children, along

with a host of other I|ifestyle and environmental
di seases, including various cancers, asthm, heart
di sease, and depression. Children born after the year
2000 have a shorter |ife expectancy than their
parents, due to lifestyle and environnental diseases
overtaking the ability of our nedical industry to
counter them To add fuel to the fire, nost credible
sources predict that the world demand for oil wll out
pace the ability to extract and refine oil wthin

about 10 years.

In the neantinme, we have built cities with the nobst

highly inefficient transportation and l|and use
patterns in the history of the world in ternms of
energy and land consunption per capita. Left
unaddressed, it wll not take long for economc
probl ens associated with this wasteful ness to weaken
us internationally. The cumulative effects of
deforestation, CO, em ssions, and generally nessing
with natural systens is contributing to globa
pr obl ens. Melting ice caps, rising ocean |evels,

expandi ng deserts, dr ought s, and extrene weat her
events rmay be Mdther Nature’s way of giving us a hint
that it’s tinme to change our ways.

So let’'s talk about context sensitive solutions.
Context sensitive solutions are an integral part of
smart grow h.

1:45:16 PM
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Context sensitive solutions include context sensitive
design in which projects are designed to suit the
context but they also include solutions that do not

require anything to be designed at all. For exanpl e,
changing policies to require street trees or mxed use
zoning requires no design. Cont ext sensitive

solutions involve working with the community, working
within the various |evels of context, ranging fromthe
general need to reduce notor vehicle dependency to the
specific context of a location and applying the
principles of smart grow h.

W will review sone of the nost inportant aspects of
context sensitive solutions, starting with approaching
context sensitive solutions with objectivity. W need
to recognize sonme of our own profession’s historic
bi ases and fix them For exanple, a highway capacity
manual , though sold as a technical docunent, contains
| anguage and value sets that are inherently biased to
be pro-notor vehicle. This should cone as no surprise
due to its inception during the golden age of the
not or vehicl e. For exanple, the common use of the
word “inprovenent” when discussing a street project is
biased in favor of the beneficiaries of the project
agai nst those and that which is harmed. In this case,
the widening project benefits notorists while harmng
the wurban forest, the residents, and residentia
property val ues. The use of such value based words
indicates a bias intentionally or not by the user and
results in a lowering of credibility with an objective
audi ence. Perfectly accurate and obj ective
substitutes exist and need to be used.

Simlarly, the idea that changing the type of street
from a collector street to an arterial street is an
upgrade indicates a bias. Audi ences that share the
bias m ght not notice, however, and an audience that
is looking for a different outcone would perceive the
bi as. Critics nmay scoff at this as being just
politically correct, however if a speaker or witer
wants to be and appear to be an objective
prof essional, then he or she sinply needs to avoid
bi ased | anguage. “Efficient” is a highly m sused word
when involved with wi dening strategies. Mot or vehicle
carrying capacities may have increased but as we have
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al ready discussed, energy and |and inefficiencies have
al so increased and congestion has renai ned unchanged.

The concept to speed is key to context sensitive
sol uti ons. The first idea is to recognize the plain
physics involved with speed — that the effects of
different speeds are not proportional to the speed.
For exanple, a driver going 20 mles per hour would
have a stopping sight distance of about 150 feet but
the stopping sight distance at 40 miles per hour is
not sinply double, it's actually about 600 feet.

Simlar non-linear relationships are involved wth

ot her phenonena. For exanple, the likelihood of a
pedestrian dying in a collision with a car increases
dramatically with speed. Sonme drivers drive faster

than the street’s designed speed, consequently the
effects of different design speeds on non-notorists,
such as shop owners and pedestrians, is nore than a
nom nal change in design speed. A change of 30 mles
per hour to 40 mles per hour design speed would be
perceived as nore like the difference between 35 mles
per hour and 45 mles per hour design speed, which is
much nore inpactful due to the non-linear effects of
ri sing speeds. Oppositely, changes in design speeds
from 40 mles per hour to 30 mles per hour or 30
mles per hour to 20 mles per hour results in nuch
better environnments for non-notorists.

The second idea about speed has to be in context.
Conventionally, design speeds were the |owest on |ocal
streets, higher on collector streets, higher on

arterial streets and highest on highways. In a
cont ext sensitive sol utions envi ronnent , t he
functional classification does not dictate design
speed. Instead, design speed is a function of the
cont ext . For exanple, it is okay to have design

speeds of 50 mles per hour on a highway outside of
town, but in town design speeds of 25 mles per hour
are appropriate. Just outside each end of town
there’s a transition area for changing from the high
rural design speeds to the town’s | ow design speeds.

100 years ago and earlier, local collector and
arterial streets operated at the sanme speeds - the
speed of a walking horse. As a result, even the

busi est streets had retail fronting them residential
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uses alongside, pedestrian traffic and transit. | t
was a very nodern and incorrect idea that big streets
and cities also had to be fast streets. It is mainly
the negative effects of high notor vehicle speeds in
cities that caused retail uses, residential uses, and
pedestrians to gravitate away from the big streets.
Consequently, for our urban areas to be successful, it
is inmportant to enploy |ower design speeds.

There are two types of safety from a design
per specti ve.

1: 51: 05 PM

The first type is conventional design safety where we
provide care zones for giving bridge abutnents,
etcetera, so that when drivers |eave the road and
collide with other objects or otherw se |ose control
of their notor vehicles, the |east harm conmes to them
and their passengers. The second and newer type is
behavi oral design safety where we design the street to
result in safe driver behavior, |ower speeds and fewer
col | i si ons. Behavi oral design safety is typically
included as part of context sensitive design projects
in urban areas. Sonme people know it as traffic
cal m ng. Qur ideas about design safety have changed
over the years outside and inside of cars. Consi der
seatbelts, for exanple.

1: 52: 02 PM

MR. M QUEARY stopped the video and offered to provide copies of
it to nenbers. He noted the discussion of behavioral design
indicates a vast change in the way the profession is beginning
to design streets. It is occasioned by the fact that a |ot of
information is now available wth the interstate highway
systenis 40-year history. The results of applying design

standards based on noving the |argest nunber of cars as rapidly
and efficiently as possible to urban streets can now be seen.
That design standard has not worked. Typically the w de, fast
approach to wurban collector streets and arterials has not
i nproved nobility and has negatively inpacted nei ghborhoods.

MR. MQUEARY told nenbers he spoke with Steve Soenksen, the
state’s Safe Routes to Schools <coordinator. M. Soenksen’s
statistics show that nationally, 22 percent of the trips on
nati onal highways are school related. He said that school
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transportation planning has taken place in isolation from | and
use planning and wth inadequate coordination wth other
professions and disciplines. School districts often build
schools on the |least expensive |and available, which neans
students will be bussed over |onger distances. Twenty-sonething
years ago, 80 percent of students wal ked to school; now fewer
than 20 percent do. A major reason for that decrease is the
type of transportation networks that were designed.

MR. MQUEARY told nenbers the largest study done on highway
safety was done by Robert Nol and, a professor at London I nperial
Col | ege. M. Noland conpiled data from all 50 states over 14
years. The nunber of accidents and deaths has decreased during
the last 40 years; therefore the profession assuned that was the
result of safer roads. M. Noland s nodel included factors such
as seat belt wuse, safer <cars, energency nedical services,
denogr aphi cs, drunken driving |aws, etcetera, and concl uded that
| ane widening was actually |ess safe because the perm ssive,
forgiving design results in inattentive drivers. He concl uded
that lane wdths of 12 feet and nore have resulted in nore
severe accidents.

MR. MCQUEARY said sonme of the ideas developed for highway

design, such as sight design, are not working as well as
expected and often do not work on an urban street environment.
He explained that renoving a hill to inprove sight distance

results in drivers increasing their speed because they feel
safer. He noted that nmany | essons are being | earned about urban
street design. The CSS says that street design requires
mul tidisciplinary input, not just financial considerations.

1:58: 35 PM
MR. MCQUEARY said it is inportant to establish a project’s goal

He recently spoke to Jeff OQtesen who is in charge of capita
projects for the Departnent of Transportation & Public

Facilities (DOT&PF). M. Otesen said this year all federal
funds will not be sufficient to <conplete the deferred
mai nt enance on the national highway road system He said the
state needs to begin to require that all state agencies

cooperate to extract the nost value out of each dollar for
roads. He said he has had an ongoing debate with Mark Nei dhol d,
head of design. M. Neidhold believes in "CSD' but believes
DOT&PF shoul d inplenment it. He told nmenbers:

Well, they can inplenment, they can <control their
enpl oyees but that doesn’'t nmean that they' re going to
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get the time they need from Public Safety or from the
Departnment of Environnental Conservation or other

agenci es. Here in Anchorage ... we’'re lucky we have
in the police departnment Nancy Reeder (ph) who is the
head of traffic control. She spends an inordinate

anopunt of time participating in discussions like this
and is an avid fan of CSS, and avid fan of
roundabouts, wunderstands what the inpacts of poor
design are because she has to deal wth both picking
up the pieces and parts of people after the accidents
and trying to enforce speed limts that don’t nmake any

sense in terns of the design. If you design a road
that looks like it’'s built to drive 60 mles per hour,
quite a few people are going to go that fast. If it

| ooks like it’s designed to go 80 niles an hour and
they feel confortable, they are going to go that fast.
So part of CSS is designing the scale of the street to
get the desired behavior. That’s the behavioral
design that Jack Lettiere was tal king about.

W’ re still in transition. The | egislative approach
or the executive order approach will get us where we
need to go faster. W re going to get there

eventually but we can speed up the process and
probably save sonme nobney and save sone |ives or at
| east get better value from the noney we’'re spending
if we do it now |’ve been talking to Bob for a
couple of years about it. Last year we did sone
presentations to the Senate Transportation Conmittee.
W' re hoping that this next year that ei t her
| egislation or an executive order wll be inplenented.
| think there are sone people here from — Jim Lanson
fromthe Minicipality, who |I believe has started a CSS
program. ...

2:01: 37 PM

REPRESENTATI VE DOOGAN asked whether the CSS planning process is
i n use el sewhere.

MR. MQUEARY said it is. The Federal Hi ghway Adm nistration’s
(FHWA) second strategic goal is to have CSS inplenented in al
50 states by the end of the year. The program began in 1998 at a

nati onal synposium Currently, 25 states have statutory or
executive order inplenmentation. Some formof CSS is inplenented
at the policy level or program level in alnbst every state.

Anchorage’s AMATS has nomnally adopted CSS but has not done
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much in ternms of inplenmentation. Al aska DOT&PF uses some of the

CSS technigques on freeway connection design. He said the
i npl enmentation is broad outside but slow in Al aska. At AASHIO s
convention last fall, it set up state training prograns for

state engineers to accelerate the process of adoption.
2:03:16 PM

REPRESENTATI VE DOOGAN asked if a sufficient track record exists
to determine the effect of the CSS program on planning and
proj ect costs.

MR McQUEARY said he believes sufficient information is
available to determne that context sensitive systens cost no
nore and probably save noney. He told nmenbers U. S. H ghway 93,
which runs through the northern states, had been enbroiled in

controversy for 23 years. A CSS team brought the various
interest groups to the table and got it built. He noted he has
heard simlar stories anecdotally. The states that have seen

the nost success have said it costs no nore, mnimzes
controversy, and provides a higher degree of satisfaction when
projects are conpleted. He also felt it restores governnent
credibility with the public.

2:07: 08 PM

REPRESENTATI VE DOOGAN said he would |like to see statistics
because it seenms counter intuitive that involving nore people in
a planning process will take less time and cost | ess. He noted
this system mght work better on bigger, nore controversial
proj ects.

2: 07: 58 PM

REPRESENTATI VE BUCH said he would work with M. MQueary to get
sonme hard statistics for the |egislature to consider next year.

2:08: 53 PM

MR. McQUEARY offered to provide data to the conmttee.

2:09:19 PM

JENNI FER W TT, Regi onal Pl anning Manager, Central Regi on
Al aska Depart nent of Transportation & Public Facilities,

i ntroduced herself and Tom Dougherty, Construction G oup Chief,
and said M. Dougherty has worked closely with comunities and
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st akehol ders on design-build projects including the Parks-d enn
| nt erchange and the d enn-Bragaw | nt erchange.

2:11: 01 PM
M5. WTT told nmenbers she would like to franme the CSS di scussion

in terms of recent efforts in Anchorage and the chall enges that
process has created. She conti nued:

VWhat is CSS? ... It is a collaborative — 1'd like to
r ead it for t he record - a col | aborati ve
i nterdisciplinary approach t hat i nvol ves al

stakehol ders to develop a transportation facility that
fits its physical setting and preserves scenic,
aesthetic, historic and environnental resources while

mai ntaining safety and mobility - and | want to
enphasi ze mai ntaining and not at the expense of safety
and nobility. CSS is an approach that considers the
t ot al cont ext within whi ch a transportation
i npr ovenent pr oj ect wi || exi st. C From ny
perspective within the departnment, is that it is not

synonynous with traffic calmng nor is it synonynous
wi th design by popul ar votes and we have sone exanpl es
here where it shows that indeed often it is not the
cheapest option but that doesn’'t nean it doesn't get
i mpl enent ed.

The next handout 1’'d like to bring your attention to
is the description of the Anchorage Bow 2025 Long
Range Transportation Plan that was featured by the
Federal Hi ghway Admi nistration as a case study and a
successful application of context sensitive solutions
on the transportation planning front. It focuses
primarily on the process and the involvenent of
specific stakeholders in getting community, basically,
consensus on developing a highway to highway
connecti on. This is docunenting too, for the record

as t he pr oj ect noves into devel opnent, t he
expectations and the needs and the values of the
comunities that it inpacts. Those who have been here
for a long time may be able to remenber when the d enn
H ghway was w dened to four |anes and brought right
t hrough Muntainview into the heart of downtown, as
well as | and L Street, as well as Ingra Ganbell.
Those are two major connections through town and
actually were built directly through nei ghborhoods.
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This last long range transportation plan recognized
that as well as looking at all of the data, the safety
data, it's no surprise that our nost congested
| ocations are also the |ocations of the highest nunber
of accidents and severity of accidents, as well as the
| ocati ons where the neighborhoods are really pursuing
traffic cal mng, such as in Fairview and in
Mount ai nview so that’s no accident. So all of these
things are really focused on the need to get to a way
to preserve the neighborhoods, reconnect them as well
as provide for the transportation and the novenent
needs within the comunity and get them out of the
nei ghbor hoods.

And so this is just a sunmary of that and actually we
are noving forward wth this expectation for
devel opment for a cut and cover, basically, [indisc.]
to connect Fairview over the top. Tom w Il address a
l[ittle bit of the process that he’'s gone through wth
the very first phase of this highway-to-highway
connection being the d enn-Bragaw I nterchange.

You had asked about - Representative Doogan - the
chal l enges that we have and it seens counterintuitive
that people would get very involved at the planning
stage and that is absolutely correct. Anybody here
that has worked in transportation planning knows how
hard it is to generate that level of interest and this
chart, the first one in the stapled handout, shows the
anmount . The amount - the bisecting Ilines of
increasing public interest as you get out of the
pl anni ng, through the programm ng, and actually into
construction, sone people really don't take notice or
want to participate until they see the bull dozers out
there during construction and yet their ability to
i nfluence those decisions commensurately decrease over
time as we get closer so that is the challenge: how to
notivate the public to get involved early on in
proj ect devel opnent.

Anot her challenge that we are faced with in this
profession is the fact that projects take a long tine
to reach construction and this problem is exacerbated
in Alaska when we have a 20 year, 25 year history of
relying pretty much exclusively on the federal highway
process for project delivery. W’re starting to see a
little bit of a difference now, and Tom can tal k about
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it too, the dynami cs you have in involving and keepi ng
the interests of stakeholders from project inception
to project delivering and that is sonething we can
talk about wth this design-build project on the
i nt er change.

This chart denonstrates the linear format of a federal

hi ghway project. Once oil had taken a dip in the
‘80s, we turned exclusively to the federal highway
program and we are the only state that does that. It

does have a very linear process in that |I can tell you
right now that if we had used federal highway funds on
the d enn-Bragaw |Interchange, we would still be doing
environnmental inpact statenents, sane with the Abbott
Loop road extension. So, using other funding sources
allows a lot nore conpressed tinmeframe, but this is
one of the challenges we have. How do you generate
and maintain that interest over tine when you have a
turnover in neighborhoods and popul ations and things

i ke that?
The other challenge we have, and I'd just like to
bring your attention to the bar chart on this page
here ...

2:17:15 PM

M5. WTT conti nued:

is the lack of a good and well defined road
hi er ar chy. A lot of the exanples that M. MCQeary
had referred to were [indisc.] wthin neighborhoods

and on collector streets. The challenge we have is
that our major arterials and our |ocal roads over tine
have been forced to serve both functions. | deal |y,

Tudor Road and Mil doon Road woul d have been devel oped
with very, very limted access and, consequently, not
be having to serve the through novenents around town
as well as providing direct access to the comrerci al
businesses as well as the several hones that are
| ocated i nmedi ately adjacent to the road.

Wth that cones problens and we’ve been able to get
away with that for a very long tinme but as we’ve grown
as a comunity, the Mat-Su Borough is experiencing
this as well, where you start experiencing a high
| evel of accidents and as the congestion increases,
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the conflicts increase. So that is one of the
chal l enges here and we nmay refer back to this card.

Anot her challenge, and this is one that has becone
very relevant to roads here, wthin Anchorage is
i nproving existing roads that do indeed function as
col | ectors. Unfortunately, these roads are oftentines
originally developed in an older neighborhood where
homes imedi ately access the road. | used sone
exanples from Eagle River. That’s where | got the
pictures of this, a couple of them Bar anof Street
was developed as a dirt road to provide access to a
school and the nunicipality canme in and paved it and

provided the sidewalk and lighting for the school.
Meadow Creek Drive is one that was developed initially
as a dead end road but it was extended farther. It

connects to another arterial and it needed to be
retrofitted because it was not only a school bus
route, but also a people nover route and so this is
one where the nunicipality cane in and shoehorned in,
basically, a sidewalk that is heavily used now.
Busi ness Boulevard in Eagle R ver was one that was
devel oped in a comrercial district and, at the tine of
devel opnent, the |andowners were not required to put
in sidewal ks so it was a very, very expensive retrofit
t hat accommpdates an attached sidewal k on one side and
a separated trail on the other.

So the challenge in the biggest application of sone of
the context sensitive solutions that are gaining
ground right now are on these types of facilities.
The collector road is where there is a lot of
attention and, again, in Anchorage we' re doing nuch
better on devel oping our collector street system The
problens that we have in the Mat-Su Borough are that
we |lack collector streets and that our arterials are
starting to be congested wth high levels of
acci dent s. I have m ssed one of the pages here. The
bl ack and white one is talking a little bit about what
are sone of the techniques that have been bantered
about. What are sone of the things that work?

2:20: 29 PM
There has been a lot of work done in the Fairview

nei ghbor hood. These are actually traffic calmng
techniques that are appropriate for neighborhoods but
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are not appropriate for the facilities. W do need to
have roads and protect facilities whose nmain purpose
is to get people from Point A to Point B wthout
providing access to the lands inmediately adjacent.
Fairview has it all. They have the diverters where
basically it used to be a wde road. They have
problenms with pedestrian traffic, speeding, crinme and
so now to get through Fairview is a little bit of a
trick. Diverters are where you totally cut off access
but provide pedestrian novenent through there. The
curved bold-outs certainly help decrease the distance
for the pedestrians crossing the road and it also
gi ves sonme visual — the horizontal visual and verti cal
effect that M. MQeary had referred to. Ent r yway
signs into a nei ghborhood [are] done there.

The next one was actually taken in the Turnagain area
where the city has done raised intersections and speed
bunmps as a way of traffic calmng, getting people to
sl ow down within the nei ghborhoods. Another thing is
the chicane, or basically a curve, developed into a
road specifically to help slow traffic and notify the
drivers that they are in a different place. That
again is in Fairview

Wth that, 1'd like to turn it over the Tom Dougherty
to talk about the projects we’ ve done and who have
been some of the stakeholders that we’ve had to work
with that were critical to project inplenentation and
success.

2:22:12 PM

TOM DOUGHERTY, Engineer/Architecture, Construction/ Qperations,
Centr al Regi on, Depart ment of Transportation & Public
Facilities, told nmenbers he spends nost of his tine dealing with
the conplaint side of projects, but has also been involved in
three high profile projects that followed CSS guidelines. He
agreed with M. MQeary that each project has to be |ooked at
on a case-by-case basis because CCS guidelines can save tineg,

which can also |ower costs. He noted the stakeholders in a
maj or hi ghway design are very different than stakeholders in an
urban road design. He said, regarding the d enn-Parks

| nterchange, the freeway was built through the wetland area in
the md 1960s. He remarked:
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A lot of the resource agencies were waiting to get
anot her bite at us when we cane back through again and
it’s a bit of a challenge. For about a year and a
half we net every tw weeks wth all of the
st akehol ders. There's Fish and Gane, there’s the DNR

theres Fish and WIldlife, and there was the Native
group in EKIutna. There were a whole bunch of
different stakeholders that wanted to see this done
differently the next tine. Basically we got them all

together and we had them on board from the begi nning.

This job went fairly well, even to the end where the
contractor — it was a design build type situation and
the contractor came up wth an innovative solution
hi msel f, which saved us about another 7 acres of
wetl and involvenment on that project so | think that
one, taking everything into account and starting from
begi nning to end, ny understandi ng of, had nothing but
good reviews on how that project turned out.

Anot her one of the big stakeholders on that job was
the traveling public and we did a lot to try to
accommodat e t he traveling public during t he
construction, as well as when it was all done, there
was — | would say 99 percent of the people I’'ve tal ked
to are happy with it. There’s one group out there
that aren’'t quite happy. That’s the people that
travel from Wasilla to Pal ner. There’s a stop sign
Ce We incorporated things like the local artistry.
| get nothing but rave reviews about that and again,
that was sonmething we planned into it from the
beginning at a very |ow cost to the project

2:25: 20 PM

MR. DOUGHERTY turned to the next slide of the d enn-Bragaw
| nt er change. He told nmenbers he first met M. MQeary at a
community neeting about the interchange. The affected
stakeholders in that project were identified early. Pedestri an
access throughout that area was very inportant. The public was
presented wth different ideas about connecting the two
nei ghbor hoods. The process went well and a good solution
resul ted. DOT&PF al so worked with the owner of the Red Apple
Market to help keep his business going during the construction
He said the inpact to the traveling public should be m ni nal

2:28:29 PM
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MR. DOUGHERTY told nenbers that DOT&PF received awards from FHWA
for the way CSS was incorporated into its process. He said he
agrees with M. Neidhold that DOT&PF is enbracing CSS on many of
its projects and that it is the way to go to prevent |ast mnute
surpri ses.

2:29: 07 PM

AN UNI DENTI FI ED SPEAKER asked if wusing the CSS techni ques works
f or DOT&PF.

2:29:20 PM

MR. DOUGHERTY said he believes CSS is a successful way to
devel op a project.

2:29:49 PM

REPRESENTATI VE DOOGAN noted two elenents to the cost. The first
is how the CSS process affects the project planning cost and
second, how it affects the actual project cost. He asked if the
CSS planning nmethod has resulted in design changes that
i ncreased the project cost.

MR. DOUGHERTY said it has not resulted in design changes in his
experience because the design decisions are nade after taking
i nput from the stakehol ders. It prevents finishing 90 percent
of a project’s design and having to start over.

2: 30: 56 PM

REPRESENTATI VE DOOGAN asked if DOT&PF had to redesign a |ot of
projects before it began using the CSS process.

MR. DOUGHERTY said there have not been a lot but it only takes
one such project.

M5. WTT referred to the chart that shows projects taking a |ong
time and said the successes M. Dougherty cited are under the
red bars. The departnent did not follow the linear process of a
federal aid project on those projects but, within two to three
years of working with the sane group, it progressed from
inception to construction, which is very rare. She conti nued:

The problenms we have when we get to 90, 95 percent

design is when we have a protracted and very |ong
devel opnent process because of t he type of
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envi ronnment al docunent required or because of the |ack
of funding and the inability to nove forward with a
federal aid project very smoothly. ... As an exanple

the C Street extension that has just been conpleted is
one that when | came on with DOT al nost 20 years ago
was being planned and been planned for many years but
had been proposed and designed with hits and starts

So it’'s taken 20 years, ny entire career, to see the
project built. That is the type of project that is
very difficult to do and keeping the nmomentum up with
effective stakeholder involvenent when it takes so
Il ong and when you have a changeover in who |ives out
there, what the devel opnent patterns have been, what

the inpacts will consequently be. |It’s also one - now
that it’s conplete it’s functioning actually very wel

as i ntended. It’s nore of an expressway type
facility, meaning few driveways, limted breaks every

guarter of a mle. That is a big thing in the success
with the CSS exanples that Tom has cited has been with
a non-federal aid project.

2:33: 16 PM

REPRESENTATI VE DOOGAN noted that M. Dougherty’'s list of
st akehol ders included state and federal agencies. He asked if
this process is necessary to keep bureaucrats from inpeding
forward progress on projects.

MR. DOUGHERTY said in his experience, it has been very inportant
to bring the resource agencies into the process early.

M5. WTT added that it also depends on the type of project. The
primary stakeholders in the Parks denn Interchange were the
resource agencies; it was inportant to have them involved from
t he begi nning. That project was funded with a congressional
earmark so it could nove forward very quickly.

2:34:27 PM

JIM LANMSON, Desi gn, Engineering & Construction, Pr oj ect
Managenment & Engi neering Departnent, Anchorage Metropolitan Area
Transportation Solutions (AVATS), Minicipality of Anchorage
(M), told nenbers CSS neans different things to different

peopl e. The MOA has been trying to identify and include
stakeholders early in the planning process for two or three
years. The planning process takes longer, but if all of the

issues can be evaluated from the beginning, the designers can
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nove nore quickly so less noney is spent on that part of the
process. He noted the solution to a CSS project determ nes
whether it will cost nore or |ess. He said that he has worked
on 8 or nore collector street upgrades; nost have worked wel

but sone have been challenging. He said bringing nore people to
the table early and taking a broad disciplinary approach to
determ ning the needs is hel pful and provides a better project.

2:36: 42 PM

REPRESENTATI VE DOOGAN asked if the CSS nmethod was used to design
the changes to Arctic Boul evard and the changes contenplated to
Fi reweed Lane. He commented that every business owner in his
district is “up-in-arns” about that project.

2:37:39 PM
MR. DOUGHERTY t hought the MOA was devel opi ng those projects.
2:37:55 PM

MR. LAMSON said the majority of the Fireweed project is a state
facility. Several years the state worked on a design that was
t abl ed. It was then reintroduced and taken over by the MOA
The MOA took a CSS approach and involved many nenbers of the
publi c. He believes the problem with that project has been
finding consensus on a design. He said the goals and val ues of
the stakeholders are very different. Arctic Boulevard is a
muni ci pal project; the state is involved because it nmanages
construction on all federally funded projects. He was not sure
how community invol venent worked in the design of that project.
Regarding the Spenard Road project, he said that a challenge
with this process is that one group may |eave happy but another
group will enter the process and raise concerns. He said it is
likely that a project design could be conpleted nore quickly
wi thout public input but at the final stage, the project wll
“hit the fan.”

REPRESENTATI VE DOOGAN said he is trying to determ ne whether
project problens are |essened by using this approach or caused
by using it, or whether the changes are driven by the traffic
pl anners rather than the users. He remarked that the solution
lies with how the project is defined so he is skeptical to use
CSS as a tenplate for every transportation project. He t hought
sinply using CSS could cause problens with certain projects. He
assert ed:
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But if the problemis that involving the stakehol ders
in the design has stopped the design, then if there is
sone practical reason for changing the design, that’s
a probl em

If it’s sinply a difference of opinion between the
people who nmeke primary use of the roads and the
traffic planners, that’'s a different kind of a
pr obl em So I'm not sure how or if this particular
system of planning projects was used here, should have
been used here, or would have inproved things had it
been used here. The reason |I’'m asking these questions
is I'’mtrying to use sonmething I'mfamliar with as a
nodel here to figure out — I nean this all sounds good
in the abstract, but what happens when you actually
use it on a project in which there are wdely varying
differences of opinion about what should happen here
based on what your use of that particular stretch of
road is.

2:42:32 PM

CHAIR JOHANSEN told nenbers the committee would get nore
information from M. MQeary before the next hearing, which
will be in Juneau and discuss the issue further. There being no
one else wishing to testify, he invited Representative Buch to
cl ose the neeting.

2:43:22 PM

REPRESENTATI VE BUCH said Randy Scott of Chair Johansen’s office
woul d act as the liaison for information sharing. He stated one
of the reasons he has been interested in this topic is because
the Strawberry Road project has been [in the design phase] for
15 years and construction may begin within the next year. Hi s
t hought about CSS was not to use it as a boiler plate, but as a
tool in the toolbox to be used when applicable. He does not
believe any one format will work in every situation. However,
changes need to occur and he organized the neeting to create an
i nt erchange of i deas.

ADJ QURNVENT
There being no further business before the conmttee, the House

Transportation Standing Conmttee neeting was adjourned at
2:46: 24 PM
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