
o
< *

CnI

mm  
<  PH
H
tc

O
O
CM
I

o  
o
CM

CO
w

p l H

t i p
PH
!=)
H
<C
h P

C O

o  
w
l-PJ

<



w ith  C o m m u n i t ie s  a n d  th e  E n v ir o n m e n t  W h i le  M a in ta in in g  S a f e t y  a n d  

P e r fo r m a n c e  in  M a y  1 9 9 8 .  T h is  w o r k s h o p  w a s  c o - s p o n s o r e d  b y  A A S H T O  a n d  

F H W A  w ith  th e  a d v ic e  a n d  s u p p o r t  o f  th e  N a t io n a l  W o r k s h o p  A d v is o r y  

C o m m it t e e .  F in d  o u t  m o r e  a b o u t  M a r y la n d 's  W o r k s h o p  a t  

h t t p : / / w w w . s h a . s t a t e . in d . u s / e v e n t s / o c e / t h in k in q b e w o n d p a v e m e n t / t b t p . p d f  ( P D F .  

1 .7  m b )

M o m e n tu m  in  th e  e f f o r t  to  a d v a n c e  C S S  im p le m e n t a t io n  n a t io n w id e  c o n t in u e s  

w ith  F H W A 's  2 0 0 3  P e r fo r m a n c e  P la n  id e n t i f i c a t io n  o f  " E n v i r o n m e n ta l  

S te w a r d s h ip  &  S t r e a m l in in g "  a s  o n e  o f  i ts  t h r e e  " V it a l  F e w  G o a ls " .  W i th in  th is  

g o a l ,  is  a n  o b je c t i v e  to  a ’c o r p o r a te  c o n te x t  s e n s i t i v e  s o lu t io n s  in to  p la n n in g  a n d  

p r o je c t  d e v e lo p m e n t  in  a l l  5 0  s ta te s  b y  2 0 0 7 .

M o s t re c e n t ly  is I I  J W A  a n d  p a rtn e rs  la u n c h in g  o f  the

h t t p : / / w w w .c o n t e x t s e n s i t iv e s o lu t io n s . o r q /  w e b s ite  in  2 0 0 4  a n d  th e  in c lu s io n  o f  

la n g u a g e  in  S A F E T E A  L U  in  2 0 0 5  p ro m o t in g  c o n s id e ra t io n  o f  C S S  c o re  p r in c ip le s  in  

p la n n in g  a n d  p ro je c t  d e v e lo p m e n t p rocesses.

http://www.sha.state.ind.us/events/oce/thinkinqbewondpavement/tbtp.pdf
http://www.contextsensitivesolutions.orq/


7810 Ascot Street 
Anchorage Ak 99502

House Transportation Com m ittee 

Re: HB 372

M r. Chairman, M em bers o f the C om m ittee:

The Anchorage Road Coalitio > w ould like to go on record in support o f HB 372. This legislation w ill lead 

to  the im p lem enta tion  o f policies and practices which have been shown in m any o tn e r states to lead to 

be te r results, less controversy and m ore project com pletions.

The fact tha t the Federal Highway A dm in istra tion has published "F lexib ility in Highway Design" and has 

made 50 state im p lem enta tion  o f CSS a strategic goal should suggest tha t the profession has already 

recognized the value o f these policy and practice changes. In add ition  AASHTO, ITE and TRB are all 

actively prom oting  these practices and there is a grow ing body o f curricula, tra in ing m aterials and case 

studies to support its success.

CSS does not take u ltim ate  contro l away from  DOT'S final decision responsibility, it simply assures tha t 

al! stakeholder interests are considered. W hile m any in te rp re t CSS as sim ply a dressed up public process 

it is far m ore. The requ irem ent for m ulti-disciplinary teams to be involved in policy and pro ject 

deve lopm ent w here there are m ajor impacts on economic, social, and safety factors is in tended to 

assure that optim a l results are achieved that fully consider the con tex t o f the pro ject o r policy.

We would find it a larm ing if our DOT were to resist enrolling in a program  designed by its own 

professional institu tions to im prove the process o f conceiving, designing, building and m ainta in ing 

public in frastructure

A n ch o ra g e  Road Coa lition

Cordially,

Frank M cQueary, President 

Anchorage Road Coalition
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Safe Streets, L ivab le 
Streets

Eric Dumbaugh

Transpe. larion safety is a highly con­
tentious issue in the design of sines and 
t,immunities, While urban designers,
,iri Illicit', and planners often encourage 
i lie i.c ol aesthetic sttcctscjpc treatments 
lu enhance the livabihry uf urban sttects, 
conventional transportation safety practice 
legards roadside features such as street 
tree's as fixed-object hazards and strongly 
discourages their use In this study, I 
examine the subject of livable streetscapc 
treatments and find compelling evidence
ih.it uggcsts they may actually enhance 
the- > .fcfv of urban roadways, Concerns 
i|u ut. thetr safrtv eflei t> do not ippear 
to oe fi uuded on empirical observations 
of n isll peiformarici', Init instead ml a 
design philosophy that discounts the 
important relationship between driver 
bell ivinr and safety. This study traces the 
origin .nd evolution uf this philosophy, 
.ifld pt'.pos.'s an alternative that mav bet­
ter aecounr for the dynamic relationships 
bi'iwccii toad design, driver behavior, and 
m m-pi'tritoui .afciy

I lo 1 fillub.iugll ,s i >:■>, I l i a !  a; I I ale
k *e. ■ ,ii t :,vil o ld  I nv .lt u lliill-  

. I i. i i . i  it. g at li e t ivi-rgu ' ilit ilu te  
I e v. I’. I g .’ I l it  'e sc ate I Wot Use's till 
■ st s . i . , t in e  so l.lim ns, ii.iun itiu .r-  

. 1  i .sal, ti.J  r ra n tp iir i.ii io ii system

s . . .  t ,

The danger in supplanting the real measure of safety (i c\, crash frequency and 
severity) by surrogates arises when the link between the two is coniccturjl. when the 
link remains unproven for long, and when the use u f unproven surrogates becomes 
so habitual that the need to eventually speak in terms ol crashes is forgotten 
(Hauer. 1999a, p. 17)

B
eyond simply acting as thoroughfares lor motor vehicles, urban streets 
often double as public spaces. Urban streets are places where people walk, 
shop, meet, and generally engage in the diverse array o f social and recre­
ational activities that, for many, are what makes urban living enjoyable. And 

beyond even these <]uality-of-life benefits, pedestrian-friendly urban streets have 
been increasingly linked to a host of highly desirable social outcomes, including 
economic growth and innovation (Florida, io o i) ,  improvements in air s|uulitv 
1 Frank et al., 2000). and increased physical fitness and health I Frank ei al.. Zuw.P. 
to name only a few For these reasons, many groups and individuals encourage 
the design of "livable ' streets, or streets that seek to better integrate the needs ol 
pedestrians and local developmental objectives into a roadway's design.

I here has been a great deal of work describing the characteristics ol livable 
streers (see Duany et al., 2000; Ewing, 1996; Jacobs. 1961J, and there is general 
consensus on their characteristics: livable streets, at a m inimum, seek to enhance 
the pedestrian character ol the street by prov idmg a continuous sidewalk network 
and incorporating design features that minimize the negative impacts of motor 
vehicle use lui pedestrians. O f parti ilar importance is the role plavcd bv ro ul- 
side features such as street trees and on-'ticcf parking, which -erve to butter the 
pedestrian realm from potentially hazardous oncoming ir.dlic, and to pic, vide 
spatial definition to rhe public tight-of-w.iv. Indeed, many lis tbilitv aJsocates 
assert that trees, as much as any other single feature, can play .1 central role m 
enhancing a roadway's livabihry (Duany et al.. zoco; Jacobs, 1993).

W hile most v- old agree that the inclusion of trees and other streetsc.tpe 
leatures enhances me aesthetic quality of a roadway, there is substantive disagree­
ment about their safety effects (se<' Figure 1), ( onvent1011.il cngmccnng pr.u m e 
encour..gcs the design of roadsides that will Jlow ,1 vehicle leaving the travvlwa 
its s.ifelv iccuser before encountering .1 potentiallv hazardous lived obiect When 

tic coUMcleis the aggregate statistics on runo ll-ion lvv.iv  clashes, tl.etc is md, 'd



cause lo r concern. In 2003 alone, there were over S.soo 
fatalities involving roadside objects such as trees and utility 
pol 's on U.S. roadways, accounting for more than 20%  o f 
the total fatalities for that year (National Highway Traffic 
Safety Administration [NHTSAJ, n. d.). Correspondingly, 
designing livable streets is often more difficu lt than simply 
counterbalancing the needs o f motorists with those o f pe­
destrians. How is the transportation designer to conscien­
tiously incorporate design elements that may result in the 
loss o f  life?

This study details existing design guidance and liter­
ature, as well as the historical evolution o f contemporary 
safety practice, and reports the results o f an empirical test 
o f the professional assumptions that guide the current 
approach to addressing safety through design. It concludes 
by outlin ing an approach to urban roadway design that 
may better address cl. cwin goals o f  safety and livabilirv.

Considering die Literature 011 
Koadsidc Safety

The initial motivation behind this research effort was 
an attempt to understand the safety impacts o f livable 
streetscape treatments on urban roadways. On this issue, 
the design guidance is Hear: "for all types o f highway 
protects,' clear zones should be determined or identified 
and forgiving roadsides established” (American .Association 
of State Highway and Transportation Officials (A AS H TO ], 
lOi)-', p. 14). In practice, this entails providing a clear road­
side adjacent to the vehicle travelsvay, with a preferred 
width of ]o feet.4 In terms of how to best accomplish this 
goal, AASH TO ’s (2002) Roadside Design Guide, the central 
authority on the design of safe roadsides, is also clear:

I hrough decades of experience and research, the 
application of the forgiving roadside concept has 
been relined to the point where roadside design is an 
integral part of transportation design criteria. Design 
options for reducing roadside obstacles, m order of 
preference, are as follows:

I Remove the obstacle.
J Redesign the obstacle so it can be safely traversed.
> Relocate the obstacle to .1 point where it is less hkelv 

to be struck.
1 Reduce impact severity In using an appioprt ite 

breakaway device.
'  Shield the obstacle with a longitudinal traffic barrier 

designed for redirection or use a crash cushion, 
o Delineate the obstacle if the above alternatives are 

not appropriate. 1 pp. 1- 2)

:S | Journal ill die American Planning Assisei.trion, Summer 200s, Vol. 1, No \

Figure 1 Livable streetscape treatments: urban amenities or roadside 
hazards?
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W hile the Roadside Design Guide cites "decides o f 
experience .ind rc.sc.trch," there is very little information on 
the use o f aesthetic streetscape features, and much o f the 
existing literature on the application o f clear zone policies in 
urban nvironments is problematic, at best, The definitive 
work »n the subject is a study that describes the physical 
char cterisiics o f trees involved in crashes within the City 
had. o f Huntsville, Alabama (Turner He Mansfield, 1990). 
l'|> study found that most crashes involving trees occur 

vv ,hin 20 feet uf the roadway, that 75% of the reported 
c ishes involved trees with a caliper width 12 inches or more, 
and that almost Go% occurred on a horizontal curve.' While 

ich information is useful for understanding the character- 
t tics o f tree-related crashes, it does not lead to the conclu- 
,on that eliminating trees with any or even all o f these 
haracteristics will have any effect on a roadway's safety.
.uch conclusions can only be made by examining the actual 
rash performance o f eliminating trees in urban areas, as 

■ ieasured by changes in crash frequency and severity.
Indeed, there is a growing body o f evidence suggesting 

(bar the inclusion o f trees and other streetscape features in 
the roadside environment may actually reduce crashes and
i,.lories on urban roadways. Naderi (2003) examined the 
s.i 1 impacts o f aesthetic streetscape enhancements placed
alon. the roadside and medians o f five arterial roadways in 
dow • own Toronto. Using a quasi-experimental design, 
the author found that Hie inclusion o f features such as trees 
and . ncrete planters along the roadside resulted in statis­
tic.illv igniticant reductions in the number o f mid-block 
crashes along all five roadways, with the number o f crashes 
decreasing from between s and 20% as a result o f the street­
scape improvements. While the cause for these reductions 
is not clea. the author suggests that the presence of a well 
defined roadside edge may be leading drivers to exercise 
greater caution.

Ossenbru gen. Pendharkar. and Ivan (2001) examined 
sites with urban, suburban, and residential characteristics 
111 New | (ampshirc and hypothesized that the urban "v il­
lage" areas, with greater traffic volumes and more pedes­
trian activity, would be associated with higher numbers of 
dashes and injuries. Instead, they found the opposite: the 
village areas, which had on-street parking and pedestri.in- 
triendlv roadside treatments, were two times less likely to 
xpefience a crash event than the comparison sites. The 

mtliors associate these crash reductions with the character­
istics o| die roadside environment, which included side­
walks. mixed land uses, and other "pcdcstn.in-lrienJIv 
1 o.idside features. The authors also attributed the safetv 
I eifoi maiice to reduced speeds, noting that since no 
peid lim it signs are erected at village sites, it suggests 
speeds) are sell regulating" (p. 496).

A study o f rwo-lane roadways by Ivan, Pasupathy, and 
Ossenbruggen (1999) found that while shoulder widths 
were associated with reductions in single-vehicle, fixed- 
object crashes, they were also associated w ith a statistically 
significant increase\n total crashes, w ith multiple-vehicle 
crashes offsetting safety gains achieved through reductions 
in fixed-objecr crashes. The authors comment that “ the pos­
itive coefficient on right shoulder w idth is troubling; one 
normally expects a wider shoulder to be a safety feature”
(p. 702).

Finally, Lee and Mannering (1999) examined run-off 
roadway crashes along a 100-km section o f an arterial road­
way in Washington Mate that traveled through both urban 
and rural environments. Using a negative binomial model, 
the authors sought to associate crash frequencies with the 
characteristics o f the roadside environment. While their 
model for rural areas performed as expected, w ith trees and 
other features being associated with a statistically significant 
increase in the number o f roadside crashes, their model for 
urban areas produced radically different results (sec Table 
1). N ot only were trees not associated with crash increases, 
but the model coefficients entered negatively at a statisti­
cally significant level, indicating that the presence o f trees 
in urban areas was associated with a decrease in the proba­
bility that a run-off-roadway crash would occur.

The authors attribute these unexpected crash reduc­
tions to the fact that there are fewer trees in urban areas 
than in rural ones, but this begs the question: even i f  there 
are fewer trees in urban areas, which suggests that their 
presence would violate driver expectancy, why are they 
associated with statistically significant crash reductions?

Other roadside features proved to be statistically 
related to crash reductions as well. The number o f sign 
supports was associated with crash reductions, as was the 
presence o f miscellaneous fixed objeco, a variable that 
included such roadside features as mailboxes. Further, 
wider lanes and shoulders were associated with statistically 
significant increases in crash frequencies.

Interestingly, clear zones are not the only design fea­
ture tor which such safety anomalies appear. Hauer (1999a 
reexamined the literature 011 lane widths and found that 
there was little evidence to support the assertion that 
widening lanes beyond it feet enhances safety Instead, the 
literature has almost uniformly reported that rhe safety 
benefit o f widening lanes stops once lanes reach a width <<l 
roughly it feet, with crash frequencies increasing .is lanes 
ipproach and exceed the more common 12-toot standard. ‘ 
Further, 111 a series of broad-sweeping and profoundly 
important studies, Noland (2001, 2003) and Noland and 
O h 12004; consistently found ihai when one controls foi 
intervening factors such as time-series effects, seat belt use.



iSb journal of the American Planning Association, Summer 2005, Vol. 7 1 , No. 3

1 (stimuli'll
\ iiriiillle I'ot'flii'ffiils

(..'•111.st.1nt - 1.983

Kumiss us rhiinirlrTlstie*
Ruud lane indicator (1 if lane is greater

than 3.69 mctcri, 0 otherwise) 1.684 3.984
Median svidch (meters) - 0.017 -3781

Knm l-iilr clinrnelcrktiei*
bridge length 1 meters) 4 610 2.145
Distance Irom outside shoulder edge

to guardrail (meters) o.t 13 3-655
Fence length (meters) 5.-81 2.870
Number of isolated trees in a section - 0.093 - 1.857
Number of miscellaneous fixed objects

in a section -0 094 - 2.140
Number of sign supports in a section - 0.080 -3-5‘ 5
Shoulder length (meters) - 1.042 - 1.461
Dispersion parameter 0.66! 2.680

Hoi IK ted log likelihood - 686,57
t ng likelihood ac convergence - 681.53
Number ot observations 1.584

Table 1. N'cgaiivc binomial estimation results for crash frequencies 111 
urban areas (Lee He Manncring, 1999; reprinted by permission)

and the demographic characteristics o l the population, 
conventional design "improvements" result in increases in 
crashes and fatalities.

Indeed, there are a host ol safety anomalies in the 
existing design literature, hut as Noland and Oh (2004) 
staled, the problem is that

Studies that find unexpected or unconventional results 
tend to dismiss these results as aberrations and have 
not examined them 111 further detail. . . . The results 
ol many of these studies lead us to conclude that the
11..pact of various infrastructure and geometric design 
elements on safety are inconclusive. Most studies using 
sophisticated statistical techniques cither find no 
association, or an unexpected association from infra­
structure changes assumed to be beneficial, (p. 327)'

i lui .1 key question emerges: why does contemporary 
sign guidance recommend practices that the best av.ul- 

>lc evidence uggests may have an ambiguous or even neg­

ative impact on safety, and paradoxically, to do so under 
the auspices that they constitute a safety enhancement?

The Passive Safety Paradigm
W hile safety has been a concern for the transportation 

design profession throughout its history, the current ap­
proach to addressing .ransporration safety received its 
philosophical basis as part o f the transportation safety 
movement o f the 1960s, a movement that resulted in the 
National Highway Safety Act, the creation o f  the National 
Highway Traffic Safety Administration (N H TS A ), the 
adoprion o f the Roadside Design Guide, crash testing, and 
the development o f  air bags, among other features o f the 
contemporary transportation safety landscape. This move­
ment, led by W illiam  Haddon and promoted by figures 
such as Daniel Patrick Moynihan and Ralph Nader, sought 
to apply the principles o f  epidemiology to transportation 
safety issues (Gladwell, 2001; Krarzke, 1995: McLean, 2002; 
Viano, 2002; Weingroff, 2003)."

As a profession, epidemiology is based on the work of 
John Snow, an English physician who sought to address an 
outbreak of cholera that plagued London in the 1850s. While 
current medical theory asserted that the spread o f cholera 
was associated with “ vapors," Snow hypothesized that 
cholera was not airborne, but was instead transmitted 
through polluted water supplies. Using what was at the 
time a highly elaborate, data-driven analysis, Snow mapped 
out the locations o f affected households, and determined 
ihat these households were indeed sharing a common wjcer 
source. In an episode that has since become legendary.
Snow sought to resolve this problem in one particularly 
hard-hit neighborhood by implementing a strategy that 
was borh simple and radical: rather than encouraging resi­
dents to adopt behavioral modifications, such .is boiling 
infected water or using an alternative water supply. Snow 
simply removed the handle from the pump of the affected 
well, thereby neutralizing the environmental cause of the 
hazard (Rosenberg, 1961).

W illiam Haddon, an epidemiologist trained it the 
Harvard School o f  ffublii. I Icalth during the 1950s, likewise 
believed that it was difficult, it not impossible, to prevent 
people from engaging 111 behaviors rh.it lead to ti.illk 
injuries and fatalities. Instead, Haddon proposed .1 pantft 
approach: rather than relying 011 behavioral modifications 
to prevent crashes from occurring, Haddu.i believed the 
design objective should be 10 enable a "crash without an 
ui/ury" by physically engineering safety features into seln- 
cles and their environments (Gladwell, 2001). The idea 
was compelling: svh.u if transportation professionals could
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design vehicles and roadways to eliminate (he injuries 
associated with a crash event?

( ! lo a r  Z o n e s , H ig h w ay s , a n d  P a ss iv e  S a fe ty
The life safety implications of the passive approach 

were not lost on Ralph Nader. In 1965, Nader published 
Unsafe At Any Speed, a critique of the auto industry based 
on Haddon's passive safety philosophy. Nader's book gen­
erated a public outcry to address the "dcsigncd-in" dangers 
o f the nation's automobiles and transportation system, 
leading both congress and AASH O  (later AASHT D) to 
hold special hearings on the subject in 1966. Figures such 
as Nader and Haddon reported to these committees, but 
Testimony by Kenneth Stoncx played perhaps the central 
role in formulating the contemporary perspective on sale 
roadway design.

One o f the key problems identified by the AASHO 
committee was the large number o f fatalities associated 
with single-vehicle, run-off-roadway crashes. To address 
this issue, they heard testimony from Stoncx, a General 
Motors employee responsible for designing the "Proving 
( iround," an experimental "crashproof highway that had 
too-foot clearances on either side o f the travel way (McLean. 
2002; Weingroff, 2003). Based on the test performance o f 
the Proving Ground. S(onex was o f the opinion that "What 
we must do is to operate the 90% or more o f our surface 
streets just as we do our freeways. .  . [converting] the surface 
highway and street network to freeway and Proving Ground 
road and roadside conditions" (Weingroff, 2003, p. 14” ).

W ith  respect to fixed-object crashes specifically, St< nex 
reported that most vehicles on the Proving Ground c;»» ,e 
to a stop within 30 feet alter leaving the roadway. Thus, 
the committee concluded that eliminating fixed objects 
within 30 feet o f the travelway would eliminate most fixed- 
nbject crashes and, in a conjectural leap, that the roadway 
would therefore be safer as a result. The 30-foot clear zone 
standard (with adjustments for stdcslope) was thus incor­
porated into AASHO's 146'’ publication Highway Design 
■ util Operational Practice! Related to Highway Safety, as well 
is the revised 19-4 edition, and remains in the subsequent 
dmons o f the Hoadade De.ign tdude AA-SHTO, iy . j .

2; McLean, 2002; Weingroff. 2003),

S itlr  C lftT ls o f (lit* l \ i s > i \ r  TrtMfiiKMit
Prior to the 1960s, transportation safety had been 

iddressed primarily through strategies aimed at encourag­
ing drivers to engage in safe behavior, an approach that led 
to the development Jiid codification of the nation’s signing 
1 i.u tkcs and motor vehicle laws, Vet. as Nader testili'd.
In, using on behasior was not an adequate solution to the 
I loblem:

Even i f  people have accidents, even i f  they make mis­
takes, even i f  they are looking out the window, or they 
are drunk,’  we should have a second line o f defense for 
these people . . .  the sequence o f events that leads to an 
accident injury can be broken by engineering measures 
even before there is a complete understanding o f the 
causJ chain, (quoted in Weingroff, 2003, p. 134)

Following the 1966 hearings, contemporary safety 
practice thus became principally concerned with how to 
engineer this second line o f  defense, shifting the profes­
sion’s focus away from driver behavior and towards the 
design o f vehicles and roadside hardware." Passive safety 
begins from the perspective that drivers will err, combined 
with the observation that there are fewer crashes on Intcr- 
states than on other roadways. Collectively, this resulted 
in the conclusion that "Highways built w ith high design 
standards put the traveler in an environment which is 
fundamentally safer because it is more likely to compensate 
for the driving errors he w ill eventually make" [emphasis 
added] (AASHTO , 1974. p. 13).

This perspective is still evident in the most recent 
edition (2001) o f A A S H T O ’s A Policy on the Geometric 
Design of Highways and Streets (the “ Green Book"), which 
stales:

The objective in design of any engineered facility used 
by the public is to satisfy the public ’s demand for 
service in a safe and economical manner. The [high- 
sv.iy] facility should, therefore, accommodate nearly all 
demands with reasonable adequacy and also should 
not fail under severe or extreme traffic demands 
every effort should be made to use as high a design 
speed’ as practical to attain a desired degree of safety
(p p .66- 6-)

Thus, the passive approach attempts to enhance a 
roadway’s safety by designing it to accommodate the s.tfeiv 
needs o f high speed, “ extreme" driving behavior. This 
approach hinges on a critk .il assumption, however; it 
assumes that drivers who already drive safely will continue 
to do so when forgiving design values are used, thetebv 
enhancing the overall safety of a roadway by making it .ate 
for not only "average" drivers, but also extreme drivers .0 
well.

While the logic behind the passive approach has a 
high degree of face validity, it overlooks several important 
questions; how do average drivers adjust their behavior to 
forgiving design values? What about specific at risk mb- 
populations?’ Is it possible that by widening lanes and 
dioulders and eliminating roadside objects, designers ate
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9 encouraging "non-design drivers" to adopt behaviors that 
result in crashes and injuries?

A Sim ple Em pirical Test
W ith  respect to determining the appropriate clear zone 

for a roadway, the most recent guidance states that "the 
wider the clear zone, the safer it w ill be" (Transportation 
Research Board [TRB], 2003, p. V -43). I f  this is true, then 
one would expect livable streetscape treatments to be less 
safe, in terms o f crash frequency and severity, than road­
ways adopting more forgiving values for lane widths and 
clear zones. To test this assertion, as well as to build an 
understanding o f the safety effects o f livable streets more 
generally, I examined 5 years (1999- 2003) of crash data for 
Colonial Drive (State Road 50), a state-owned arterial that 
connects the north end o f downtown Orlando, Florida, to 
irs eastern and wcsrern suburbs.

W hile none o f Colonial .Jrive would be regarded as a 
particularly representative example o f a livable street, the 
0.9-mile segment that constitutes the northern edge o f 
downtown Orlando (berween Orange Avenue and M ills 
Avenue) includes many o f the desig.i features desired by 
livable streets advocates. Roadside development abuts the 
sidewalk, which is often uncomfortably narrow at points, 
hut continuous throughout the section. Lane widths arc 
narrower here (11 feet) than on much o f the remainder o f 
the roadway, and the segment includes on-street parking 
and roadside objects that buffer the pedestrian environ­
ment. The cross section, curb-to-curb, is roughly 68 feet, 
including four 11-foot travel lanes, a 10-foot painted me­
dian, and two 6.5-foot parking lanes. Roadside objects are 
offset by 1.5 to 2 feet from the curb (see Figure 2).

I o evaluate the safety performance of this segment, ir 
was matched with the nearest 0.9-mile section of Colonial 
I >rive that was similar in terms of cross-sectional character­
istics (lour lanes and a painted median), posted speed lim it, 
and average daily traffic (A D I*) bur which used more for 
giving values for lane widths and clear zones.

The neatest comparison length was located slightly less 
i l l.111 , miles east of the livable section described above. As 
diuwn in l ihle 2, the io.idw.iys are almost identical in all 
> lev.mt characteristics of interest— section length. A D I , 
number o( lanes, and median w id th— while differing prin- 
, ipallv m terms of lane widths and roadside object offsets.
It should lie observed that the posted speed lim it is slightly 
higher for the comparison section <45 mph vs. 40 mph), 
but nor substantially so. There is little difference in the 
oeiage number «>( crashes per intersection or the mean age 
■ t ,0 fault drivers Further, the use of a nearby comparison

section on the same roadway helps conrrol for the unique 
characteristics o f the driver population, which in this case 
will include many o f the exact same drivers. Holding all o f 
these features constant, if the passive safety assumption holds, 
there should be fewer mid-block injuries and fatalities 011 
this comparison section.

C om paring Crash IV rforinance
As shown in Table 3, the livable section is safer in all 

respects. By any meaningful safety benchmark— total m id­
block crashes, injuries, or fatalities— there can be little 
doubt that the livable section is the safer roadway.

A second area of interest for this study is the specific 
distribution o f crash types across the roadways, What are 
the types o f crashes that result in m id-block fatalities and 
injuries? There were no fatal m id-block crashes on the 
livable section during the 5-year evaluation period, while 6 
occurred along the comparison length o f the roadway, 3 o f 
which involved pedestrians. Harmful event data were not 
provided on the other 3 fatalities.

Pedestrian and bicyclist injuries were likewise higher 
on the comparisor section (see Table 4), which may be 
partly attributable to the fact that the livable section pro­
vides p„rked cars and fixed objects to buffer pedestrians 
from oncoming traffic. But do the benefits in pedestrian 
safety outweigh the hazards these features may pose to 
errant motorists?

For the livable section, there were 2 injurious crashes 
involving roadside objects, one involving a tree, and a sec­
ond involving a parked car. Comparatively, there were 5 
injurious crashes involving pedestrians and bicyclists on the 
comparison section, 3 o f  which were fatal.

What about the relative ro'dside hazards these designs 
might pose? From a passive safety perspective, the compari­
son section, svirh a 20-foot clear zone, should be the safer 
of the two in terms of total injurious collisions with fixed 
objects. Vet this is also not the case. Not counting pedes­
trians and bicyclists, there were 3 roadside object-related 
injuries on the comparison section, versus 2 in the livable 
section.

Finally, wh.it about motor vehicle- collisions? Flic 
average number of crashes j>er intersection weie similar 
between the two study sections. M ight die comparison 
section he at least as safe in terms of two-vehicle mid-block 
crashes? Again, the answer is no, For rear end crashes, the 
crash type most likely to lie associated with on-street 
parking, there were fewer injuries for the livable sectio 1.
I ikewjse with injuries associated with head-on crashes, furri- 
related crashes, and sideswipe crashes. D u ly  angle crashes 
were comparable, with both sections reporting 0 such 
injurious crashes during the 5-year evaluation period. In
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io t.il,o mure multiple-sehicle mid block injurious crashes 
occurred iiu the comparison section than the livable one.

C o in p iir in ^  ilit* L iv a b le  S o cfio n  to l lu s e lin c  
I to i id u a s  S a fe ly  IV rfo n iia iie t*

I o understand how the livable section o| ( olomal 
Diive performed against urban operating conditions along 
St ite Route ^o. I further compared its crash performance

to s-mile sections of Colonial Drive located on either side 
of the livable section, thereby capturing the majority of 
urban and suburban travel along this roadway. While this 
approach does not control for specific design variations 
dong individual roadway segments, it is useful for loter- 
mining whether the livable section is more or les.s safe than 
one would expect, on average, from the urbanized portion 
of the roadway as a whole.
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Chnrnrlerislir 1 .Is o ld e  .-ei'lion ( ! i i in |* i ir in i in  w i 'H im i

1 eiigth inulcs) 0.9 0.9
Average daily tralfic (vehicles) a 7,000 46.000
I’.'»ied speed lim n  (mph) •10 a 5
1 anes a x 11 ft. a x 12. s ft.
Median 10 ft. painted to ft. painted
Shoulder 6.5 It. parking lane 5 ft. paved shoulder ± 1; It runout rone
Asg. clashes per intersection 21 19
Mean ige o f  at-lault driver 28 27

I able l. Design characteristics of livable and comparison scciions of Colonial Drive.

Crashes were normalized by determining the number 
o f crashes per 100 m illion vehicle miles traveled (V M T ), 11 
thereby developing a measure o f exposure that could be 
used to directly compare safety performance. Nevertheless, 
a problem with VMT-based measures is that the relation­
ship between V M T  and crashes is not linear (Ivan et al., 
1999). This finding may be attributable to the fact that high 
levels o f congestion occurring during peak periods can have 
the dual effect of increasing the denominator o f the meas­
ure while simultaneously reducing free-flow travel speeds, 
the combination o f which may result in underestimates o f 
a roadway's actual hazard during low-volume, free-How 
operating conditions, such as late-night travel. To  address 
this concern. 1 also evaluated safety performance based on 
the number o f mid-block crashes per mile, a measure that 
makes no assumption about the relationship between 
traffic volumes and crash performance.

.As shown in Table 5, the livable section of Colonial 
Drive is safer, by either measure, than one would expect 
when examining the 10-mile urban and suburban compar­
ison section as a whole, reporting fewer total mid-block 
crashes than the comparison length of Colonial Drive, and 
substantially fewer injurious and fatal crashes.

Trend Id en fifin tlio ii
I o determine whether the safety performance of t Al­

lodial Drive might perhaps be pan o f a bioadcr safety trend,
I further examined the crash performance of state arterial 
roadways traveling through the National Register desig­
nated historic districts of DeLand and Ocala, Florida. Fadi 
city has two 0.5-mile sections of state roadways entering its 
historic district, with all four roadways having dense devel­
opment adjacent to the travelwav, m inim um  (1.5-•  feet) 
lived object offsets, and. lor the two Del,and roadways, 
on street parking as well.
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These roadways also included posted speed lim it re­
ductions ol 10 mph or more, thus preventing one-to-one 
comparisons with adjacent sections. Nevertheless, under­
standing their safety performance w ith  respect to the urban 
sections ol these roadways as a whole docs allow one to evalu­
ate whether such treatments are safer than one would expect 
from baseline roadway averages, and is extremely useful for 
determ ini-g whether the safety' performance o f the livable 
section o f  Colonial Drive is anomalous, or whether it might 
perhaps be part o f j  broader safety trend.

in the absence o f detailed field observations, the hisroric 
district boundaries were used to determine the boundaries 
ol the livable sections o f  these roadways, and these sections 
were then compared against the crash performance o f 5-mile 
sections o f the same roadway located on either side o f the 
historic district,11 thereby permitting a consistent compari­
son o f these roadways both against each other and against 
Colonial Drive. The individual performance o f these 
roadways, as well as their averages, are reporred in Table 6.

Like Colonial Drive, the livable sections were generally 
safer than their comparison roadways. On average, the his­
toric roadway sections reported somewhat fewer total crashes 
and substantially fewer injurious crashes. Perhaps most not­
ably. not a single fatal crash was tepotted for any o f these 
historic roadway sections during the 5-year analysis period.

Individually, rsvo specific results warrant noting. First, 
while the historic section o f Woodland Avenue shows re­
ductions in total and injurious crashes on a per-mile basis,
11 reports substantially higher crashes and in|urics when 
using a V.YIT-b.ised metric. In this case, the relatively low 
level ol V M T  observed lor the historic section when com­
pared to its comparison roadway ( i',o o o  vs. 31,000 A D  0  
may overestimate its relative hazard. In absolute terms, the 
number ol mid-block injurious crashes on the historic sec­
tion of Woodland Avenue is identical to that for the other 
three roadways, with all o f  the historic sections reporting

exactly  4 in jury crashes over the 5-year analysis period, or 8 
injurious crashes per mile.

Pine Avenue, while safer than the comparison roadsvay 
overall in terms ol injuries and fatalities, nevertheless reports 
a higher number o f total mid-block crashes than the road­
way as a whole, although this may in part be 'tributable 
to cross-scctionjl differences. While the majority o f State 
Route 25, of which Pine Avenue is a part, is a four-lane 
roadway, the 0.5-m ilc section that travels through Ocala's 
historic district briefly switches to a six-lane cross section, a 
factor that has been shown to result in higher numbers o f 
crashes and injuries (Noland 6c Oh, 2004). The lace thar 
higher total crash rates were not accompanied by higher 
rates of injurious or fatal crashes is an interesting and 
potentially important finding.

R econsidering (he Relationship 
Between Safety and  Design

To reject one paradigm without simultaneously substituting 
another is to reject science itself (Kuhn. 1962, p. ' 9)

While these results seem to contradict conventional 
design practice, they confirm a trend that many researchers 
and practicing engineers have observed for some lime, but 
rhich has received little substantive elaboration: specifically, 

that clear zones and other forgiving design practices often 
have an ambiguous relationship ro safety in urban environ­
ments, and may be associated with declines in safety per­
formance. The best possible explanation for the enhanced 
safety performance of the livable sections considered in this 
study is that drivers arc “ reading" the potential hazards 
the road environment and djusting their behavior in / 
response. /

)

'Ii«l !•!«•« k « r.iMo-
• • • ,ti

iIV| i l l M t l t

I

M id - M in k  r r j iM ir *  |M*r it < m i l l i o n  N V II

I n . i l i l c  
» n  in . i i

■>v
l

o

•* 
u) •/
: 1

-m ill' D iH rrrm r
1 H in jM r i'M i)

r,
:i

I 'aO 0 '\i

M it l- h ln i'k  « im h Iu n  |i«-r m il**

I i\ .d d r  1 1-mill* IM llr r r io r

1 *
o

*s’ >i
W J
1 H

M l . 1.0I1 i’uIoimm.'uw n| (. hIhiiuI Dow, liv.ihlc * * 0*11 vs M-imlc url*.oi ounjutiMMi hmiiiii, juoj



242 journal ol the American Planning Association, Summer 2005, Vol. 7 1, No. j

The reason why this subject has not received greater 
attention in design literacure and guidance appears to be 
that it contradicts the prevailing paradigm o f  what consti­
tutes safe roadway design. Nevertheless, a behavior-based 
understanding of saferv performance is supported by 
research and literature in the field o f psychology, which has 
focused on the subject of traffic safety as a means for under­
standing how individuals adapt their behavior to perceived 
r is k s jn jju z im ls  .

Risk homeostasis theory, as developed by Wilde 
(1982, 1988, 1994), asserts that individuals make decisions 
011 whether to engage in specific behaviors or activities by 
weighing the relative utility of an action against its perceived 
risk. While all actions involve some risk, risk homeostasis 
theory asserts that individuals will adjust their behavior to 
maintain a static level of  m in im um  exposure to perceived 
hazard or harm. W ith  respect to driving behavior, risk ho­
meostasis theory posits that drivers intuitively balance the

relative benefits o f traveling at higher speeds or engaging in 
other higher-risk driving behavior against their individual 
perceptions o f how hazardous engaging in such behavior 
might be. Where hazards are present and visible, such as in 
the case o f livable streetscape treatments, risk homeostasis 
theory would expect drivers to compensate for this per­
ceived environmental hazard by adjusting their behavior 
to minimize their exposure to risk.

Nevertheless, risk homeostasis theory would also assert 
that, ceteris paribus, the relative crash performance o f a 
roadway should remain constant along its length, regard­
less o f specific design var'itions, since any change in per­
ceived hazard will be offset by corresponding adjustments 
in behavior. Thus, according to risk homeostasis theory, 
the livable street sections should be no more or less safe 
than their comparison roadways overall.

Yet as Hauer (1999b) describes, there is an important 
distinction between safety, which is (or should be) an cm-
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pineal measure o f  crash performance, and security, which is 
an individual's ..ubjective perception o f  safety (or conversely, 
perceived exposure to harm). The presence of features such 
as wider lanes and clear zones would appear to reduce the 
driver’s perception o f  risk, giving them an increased but 
f alse sense of  security, and thereby encouraging them to 
engage in behaviors that increase their likelihood of being 
involved in a crash event. If so, this explains why the livable 
streci .cape treatments examined in this study resulted in 
not only fewer fixed-object crashes, but fewer multiple 
vehicle and pedestrian crashes as well. Such treatments 
appear to help balance drivers’ sense o f  security with the 
real levels o f  risk in their environment, providing them 
with more accurate information on the appropriate level of 
caution, and resulting in behavioral adjustments that better 
prepare them for the potentially hazardous vehicle and 
pedestrian conflicts that one encounters in urban environ­
ments. From the perspective of risk homeostasis theory, 
the use of high design values is not "forgiving," but is 
instead "permissive."

Researchers attempting to understand safety anomalies 
emerging in their work have im plicitly suggesred a driver’s 
risk perception accounts for their findings. Ossenbruggen 
et al. (2001) speculated that the better safety performance 
of urban villages may be attributable to the fact that the 
roadside environment “warn[s) drivers that they must main­
tain a low speed and use caution" (p. 496). In explaining 
why new roadway improvements were shown to result in 
an increase in trashes and injuries. Noland (2001) suggested 
that "higher design standards [allow] drivers to increase their 
speeds on roads and reduce their levels o f caution" (p. 24).

Towards a Theory of Positive Design

competent drivers can be given appropriate information 
alnmt hazards and inefficiencies to avoid errors, (Federal 
I liglwvay Administration, 1990. p. 1-1)

The idea that safety can be addressed by focusing on 
a d iner's perception <>f risk, rather than relying solely 011 
passive engineering principles, is not without precedent in 
the engineering community. Two important l>\ products of 
tile passive safe(v approach are the related concepts o| post 
use guidance and driver expectancy, which first emerged 111 
the Appendix to the second edition o f AASH TO 's High­
way /  )e n and Operational Practices Related to flw/ncay 
\ . 7 / j  (19- 4) as a means to address crashes associated with 
n.urow bridges. While emphasizing that the consistent'1 
application of freeway standards is the preferred solution 
for addressing safety at narrow bridges, the guide remarks

that “ it would take years and billions o f dollars to effect 
such a program" (p. 83).

In an attempt to satisfice a lower-cost, more imple- 
mentable solution, the guidance proposes that "highway 
safety can be considerably improved by restructuring the 
driver s expectancies so that he is prepared for the narrow 
bridge situation [andj the narrowing o f the shoulder and/ 
or roadside . . . ” (p. 83). The guidance then proceeds to 
detail how to adequately sign and mark the approach to 
the “ restricted" condition o f a narrow bridge.

To date, positive guidance has focused largely on the 
use o f pavement markings and signs to convey safety in for­
mation, and there has been relatively little advancement in 
this area since 1990, when the most recent edition o f the 
Federal Highway Administration's (FHW A's) A Users Cuiele 
to Positive Guidance was published.14 Nevertheless, it may 
be time to resurrect this concept, particularly as it may 
relate to the physical design of highways and streets.

A positive approach to transportation design would 
seem to explain the emerging safety anomalies the passive 
approach simply cannot account for, such as Naderi’s 
(2003) findings on aesthecic streetscape treatments or the 
livable street examples included in this study. It also ex­
plains why narrowings and chicanes, two traffic calming 
applications that modify the roadside in a manner that 
passive safety suggests should increase crashes and injuries, 
have been shown to result in substantial (^4% —82%) crash 
reductions (Zein cr al., 1997). Indeed, all traffic calming 
measures appear ro reduce accidents by slowing traffic and/ 
or increasing driver caution (Ewing, 1999), leading Euro­
pean designers to view them not .is "livability" features but 
as safety countermeasures (Skene, 1999).

A P o s itiv e  .\(>|>i'oneli to  th e  D esign  o f  IT Im n  
S tre e ts

I he passive approach promotes designs intended to 
support high-speed operating behavior, and then attempts 
to mitigate a roadway's hazards through the use o f signs 
and pavement markings. I he problem that emerges, how­
ever, is that signs and roadways are often communicating 
contradictory information. I he result is that the majority 
o  ̂drivers 111 urban areas disregard posted speed limits, and 
seem to learn to disregard road signs altogether, even when 
they display information that is essential to their safety 
( howdhurv et al., 199S; Fitzpatrick, ( ’arlson, et al,, 200?, 

lirzpatrick, Shambtirger, et al.. 199(1; Kuhilins, 2000; Tarris 
et al., 2000). Further, even when drivers are deliberately 
attempting to obev speed restrictions, they instinctively 
increase their operating speed to their perception o f a ro.nl 
way’s safe speed when their concentration is focused on 
something other than actively monitoring their vehicle's
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"  speedometer (Recarte &  Nunes, 2002). This latter finding 
suggests that even conscientious drivers may be unab1 • to 
comply with posted speed limits when roadways arc designed 
lor higher-speed operation.

A key point o f departure for positive design is that it 
openly recognizes that drivers use the total information 
provided by their environment— not just posted speed 
limits— and strives to take advantage o f these opportunities 
to proviue drivers with the information they need to oper­
ate their vehicles safely and ppropriately. O n this subject. 
O ur European counterparts, w ith markedly safer roadways 
than the United St tes," have developed a potentially 
valuable alternative.

European designers use an "environmental reference 
speed" when designing a roadway, beginning the design 
process by tightly specifying the desired operating speed o f 
a roadway, and then using this intended operating soecd as 
the roadway’s design speed, providing posted speed limits 
that match (FH W A, 2001; Lamm et al., 1999). Roadways 
are thus designed to be self-explaining and self-enforcing, 
conveying a single and consistent message to the driver on 
safe operating bef ior.

Further, European designers view high-speed driving 
as incompatible with the safe operation of urban roadways. 
For all streets with any concentration of roadside develop­
ment or anticipated pedestrian activiry, design speeds are 
severely restricted, rarely exceeding 50 km/h (31 mph). As a 
2001 F H W A  scan of European design practice concluded.

[European] countries have very high safety goals (rang­
ing from zero fatalities to reduction o f more than 40 
percent for all crashes) that guide the design approach 
and philosophy. To achieve these goals, planners are 
willing to provide roadways that self-enforce speed 
reductions, potentially increase levels o f  congestion 
and promote alternative forms o f transportation. T his 
approach contrasts with the U.S. design philosophy, in 
which wider roads are deemed safer, there is a heavier 
reliance on signs to communicate the intended nessagc, 
and there is a lower tolerance for congestion and speed 
(eduction. 1 FHW A, ’ D O I ,  p .  m m )

I lie Furopean approach is achievable because design- 
.is  explicitly recognize that .1 roadway’s environmental 
contest pi.its .1 key role in determining its safe design and 
operation. and they have developed design practices aimed 
it linking specific design values to their corresponding 

I 'Its sic.11 m il operational contexts, llorm an designers, for 
example, use .1 jo-celled functional classification system 
that accounts for not only mobility and access, but also 
s anations in a roadway's design environment and the needs

o f a diverse set o f user groups (Lamm et al.. 1999). Thus, 
practicing designers arc provided with clear guidance on 
the safe and appropriate design o f roadways that address 
design needs for a range o f physical and environmental 
contexts.

Conversely, U.S. practice applies an extremely coarse, 
three-tiered functional classification system that categorizes 
roadways exclusively according to their vehicle access or 
mobility functions (AASHTO , 2001), resulting in the 
problem that many o f the urban roadways classified as 
minor arterials serve a variety o f purposes other than 
higher-speed m obility functions. Roadways designated 
as minor arterials cover a wide range o f physical environ­
ments, and there is little guidance derailing which design 
values are most appropriate in each context (sec Figure 3). 
Indeed, the lowest recommended design speed for an urban 
minor arterial in the United States (30 mph) is simultane­
ously the highest design speed that would be applied on a 
similar roadway in .1 European city (AAHSTO, 2001; Lamm 
et a!„ 1999).

Despite a host o f  problems associated with applying 
the U.S. functional classification system in an urban envi­
ronment (de Cerrcno &C Pierson, 2004; Forbes, 2000; Ku- 
bilins, 2000; Meyei &C Dumbaugh, 2004), many design 
engineers have made notable strides in this area through 
the use of context-sensitive solutions, an approach that 
incorporates stakeholders in the project design and devel­
opment process (FH W A, 1997; TRB, 2002). One problem 
that emerges, however, is that determining whether a spe­
cific design approach is appropriately safe is ultimately a 
matter o f professional engineering judgment, not an out­
come o f public involvement activities. O n this subject, 
designers are forced to navigate the uncharted waters o f 
urban road safety alone.

And increasingly, many practicing designers are doing 
so. 1 here are a growing number o f examples o f design 
engineers who have chosen to thoughtfully strike out on 
their own, moving beyond th • 0nvcnti0n.1I dchntrion o f 
"safe design practice to develop new strategies for address­
ing the rwin goals of safety and liv.ibiliry. Five sueh exam­
ples are iheludcd in this study alone. Yet anv success 111 this 
area has occurred in spite of passive safety prjtiices, not 
because of them. It is the obligation of future researchers to 
begin to more fully develop our understanding of how to 
safely design urban roadways, and ru ensure that this in ­
formation is better disseminated throughout the profession.
A positive approach to transportation design would appear 
to be a kev means of doing so.

Finally, this study does not suggest that certain u ih .111 
roadway* can not or should not be designed to address 
mobility needs, but it docs suggest that we must move
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beyond the assumption that the use o f "forgiving" design 
values necessarily equates to enhanced safety, and to begin 
reconsidering the role that driver behavior may have 011 a 
roadway's safety performance, particularly in urban envi­
ronments. Substantial opportunities for enhancing both 
safety and livability remain to be explored.

relationship between driver behavior and transportation 
safety, as well as to enhance our overall approach to the 
design o f urban roadways. This study thus concludes with 
the hope that bv better understanding the relationship 
between design, driver behavior, and safety, we can design 
roadways that ate not only safe, but also livable.

*

i r

■i

Sale Streets, Livable Streets
Ar the most fundamental level, the major tension in 

the design o f urban roadways does not appear to be a matter 
o f balancing safery and livability objectives. There is little 
evidence to support the claim that “ livable" streetscape 
treatments are less safe than their more conventional 
counterparts, and the weight o f the evidence suggests that 
they can possibly enhance a roadway's safety performance. 
I nstead, the morr hacir prnhlrm  .ppcars to be that safety 
and livability objectives arc often in direct conflict w ith the 
0 /erarching objective o f m obility, and its proxy— speed.

passive approach to transportation safety began 
with the observation that the Interstate Highway System 
produced fewer crashes and injuries than other roadway 
classes, and attributed this safery performance to the use of 
higher-speed, more "forgivtrfg^TIcsign values. Vet it must 
Tnfrecognized that the safety performance of the Interstate 
sVsTem is probably better explained by the fact that these 
roadways physically restrict access, channel vehicle move­
ments, and lim it their use to a single user type— motoTists 
— than because they permit higher operating speeds.

Conventional safety practice attempts to superimpose 
1 hese peed, limited-access design characteristics on
other roadway types, but it is not at all clear that these 
designs are either safe or appropriate in an urban context.
At the most bjsic level, the primary function o f cities, and 
thus the streets thac serve them, is to concentrate compati­
ble developments and activities together and to encourage 
a high degree of access between them, traditionally through 
uonmotorized modes. High-speed, limited-access roadways 
ue inherently antithetical to these purposes.

I have irgued that many of the safety concerns that 
.merge on urban streets result from design practices that
I iii to l i n k ;  1 1 0 , id way's design to its environtiient.il context, 
tlie.eln p lovidmg motorists in urban environments with a 
false sense of security and increasing their potential expo­
sure to crashes and iniuries, I have further provided .1 theo- 
rciie.tl framework that better accounts for the safery anom­
alies one observes when examining the literature and data

II the crash performance o f  urban roadwavs. Vet theory is 
nix the first step. I here is a clear and demonstrated need

10 better develop our professional understanding of the

■-S

figure 1 Three urban minor ariciialt.
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Notes
1. In conventional engineering parlance, all roadways are referred to as 
//.y/itt/.rys. Conventional, high-speed highways arc refctrcd to as freeu jyr
I. W hile the AASHTO <2001) Gtcen Book permits the use of a 15-foot 
"operational olFsct" on urban srteuais. it is important to recognize that 
this i* intended only to prevent motor vehicles from tinting their 
minors on tnadsidc objects during noi d operating conditions, and is 
not intended or perceived as having a m-aningful relationship to safety 
As stated in the Green Book: “Clear roadside design is recommended 
for urban arterials wherever practical" (p. 485).
j. The finding with the potentially most profound influence on roadside 
safety is also the one that receives the least attention. The authors noted 
that "curves were highly over-represented in tree accidents. Almost 59% 
of tree accidents were related to a curve. This is startling!)' high consid- 
ci tig that probably no more than 5% of all street mileage in the city of 
I liinlsville is cursed" ( I urncr i i  Mansfield, 1990, p, 97) In response In 
iliis finding, :hc authors recommended prioritizing tree eliminations at 
c.irses. While such an approach may go a long way towards reducing 
injuries in mn-ofT-road events, ir tails to ask the potentially more im­
portant question, why arc run-oflf-roadway events more likely to occur 
, t  .coves in the first pljce? It would seem unlikely that this remedial 
action— eliminating die itcc— will have any effect on eliminating the 
nin-uff-roadway event, which may nevertheless result in an iniurious 
si.ish, such as a rollover, regardless of whether a tree is present .As 
«\ ulcnccd in Milton and Manncrmg (1908), the problem is not the 
s01 sc Itself, hut a curve tliar it is preceded by a straight (high-speed) 
ippto.ish
I Hauer izcou) Joes run that 'I  am not convinced that it tcscatch was

• ! Os’ "II Sllllcnt data, that 12-luol lanes svonld he found to he levs sale 
man 11-fool lanes Much has changed since then, trucks grew to he 
lamer and icsearcll methods improved Hovcver, at the time die Policy 
u o .viitisu, the aforcmeniioncd findings by trspected leseardicrs should 
l,.oesounded alarm -p 12)
5. W hde Noland and Ml s ( l x).)J slsidy focused primarily on rural
• '..c iva llu iis , iw o  specific (hidings hear m en llo n in g  Shoulders had an

1 « c-i.no nlalmit'lup (o salery, with wider shoulders hemg associated 
. .ii , J*. 1 as, .u lofai s lashes hut increases in latal ones W lule ihese
1. .. , , do O'-I I r« - nv address ..itcfv .11 i.r ii in  tnsuoiuit.'Mts, dies ,lo

d ia l , 11. 1. is,in: Ii,. la id  widrhs in .iv nnrc'.iw se lude speeds, 
u i.s is- isii'.g , rani seserilV, ,1 m il Ir. ijuerisy 

ri VJ, .i.a ttnenr o l this topic sisifls over a rich and n ile u  sriiig ilis lory 
it , I, seises a il'.ore thorough treatment than can he given here 

I •. cr»•«n d  readers s lim .Id areencouraged to see W cu ig lu lf  (2001) and 
i .•,dwell x o i) ,  both of which are tint o n ly  h igh ly in ln im a tive . but 
s ii p im ny jy  c iiu ip c llu ig
- I’ia. i ic i i ig  engineers ssdl undo iih ted lv recognize die sim ilaritv l<ctwc, i 
\  i,h t s hypothetical 'drunk look ing out the w indow" md the tlcfim- 

i .■( me design d i 'et used ui cimtc-inpoMrv design p i.n t ice

)

8. This ij evidenced in the fact that while our methods for the crash 
testing of vehicles and roadside hardware have become increasingly 
elaborate in the p.ist 40 years (see Transportation Research Board. 199), 
for current test standards), there has been little advancement in our 
understanding of the behavioral factors that cause crashes to occur 
(Kancllaidis, 1996: Noland, 2001)
9. While a full treatment of the subject of design speed is beyond the 
scope of this stud he important fact is that a roadway’s design speed is 
the controlling element in its design, Once a design speed is selected, all 
other geomerric features, such as lane widths and clear zones, arc designed 
to conform to the adopted design speed. Thus, higher design speeds 
encourage the use of higher minimi m values for all other geometric 
features as well.
10. Examining Fatality Analysis Reporting System (FARS) data lor minor 
arterials, collectors, and local roadways is revealing. In 2002, for example, 
half of all individuals killed 111 a tixed-objeci crash on these toad classes 
were between the ages of 16 and 25, and fully 40% of the total crashes 
mvolvcc males in this age group. Females account for less than j  third 
of the fatalities in all age brackets except the 71 and older group, where 
male and female fatalities equalize, undoubtedly the result of the fact 
that at these ages, personal motor functions and reaction tunes begin
to decline. When one considers this information holistically, it suggests 
that fixcd-object fatalities may not be a design problem as much as they 
are a reflection of broader demographic and sociocultural factors, such 
as a propensity of young males to engage in higher-risk behavior.
11. To calculate a roadway’s VMT for the s-ycai study period, I de­
termined average ADT for each roadway milepost, and then used the 
median z\DT to derive an overjll estimate of VMT for the road seg­
ment The median was selected as a better measure of central tendency 
than the average because several small roadway segments had unusually 
high ADTs. thus skewing the overall averages. Once median ADT was 
determined. VMT was calculated as: VMT = Median ADT 
Section I ength.
i i .  The exception is fine Avenue (State Road 25) in Ocala. Only 2.1 
miles of roadway were available tor rhc northern comparison section 
because a substantial (14-mile) segment is currently olTthe state system
1 o acquire to miles of comparison toad way data, I used averages for J

2 1-mile section to the mirth and a T 9-lnile section to the south
11. Druĵ n ivmiiten.y. a phrase often used hv designers to discuss how 
they address safety through desii" Jso emerged m the I 9 ~ . |  guide, which 
•tales "consistency ir. design standards is desirable on any section ot toad, 
because ptohlcin locations arc generally at die point where minimum 
design treatment ts used* ip 15) Restated another way. design conns 
tcncy. as 11 was originally conceived, encourages the consistent adoption 
ot high design salucs.
14. In the 1994 and 2001 editions n| AASFIT' >’s Green Book, the 
sections dealing with these subjects .001.1111 no data, nor has a word 
been .lunged.
15. A fesv statistics hear mentioning In 19M. the year dial passive safery 
giiiiciplcs liisi became embedded 111 cniitcriiporarv practice, die I '  I1.1J 
fcssst ii.uispoii iiioii-tel.Kcd I it.iiirics per e ipita 2,'. per 1 .".oowpipnla 
'mil) (fun .ill other smininc* cxscpi Great Britain 11 pet i . . u , . B v
:• 00, die L' S M fatalities pet 100,'iUOI KiiMliud behind G1e.1t Britain 
o per tsio.oooi, but lud also falls'll behind the entirety ot the Fuiojscan 

t'mnn lit jsct i o o . o o o ) ,  Vsstralia (10 per loo,oc< ;, Japan per iro.r 
and, indeed, the rest of the developed ssorld iNH I V\, n. d . Wotld 
I lealth Organization, 2004I While these statistics an alarming, ilicv also 
•upgcst tlut pmmismg new opporiuniiies bit rnluilsing iraiispoitaiion 
s.ilety remain 10 lie explored.
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FISCAL NOTE

STATE OF ALASKA
2008 LEGISLATIVE SESSION

HB372-DOT-DC-DES-03-02-08 Dept. Affected:

Fiscal Note Number:
Bill Version:
() Publish Date:

T itle  H ighw ay Besi’gn P iex ib ility/M un ic ipa lit les R D U D es ign  a nd  Construction
C om p on e n t Statewide Design & Engmeenng Services

S ponso r R ep . B uch
R eques te r h t Pa C om p on e n t N um ber 2657

Expenditures/Revenues ( T h o u s a n d s  o f D o lla r s )
Note: Am ounts do not in c lu d e  infla tion u n le s s  o therw ise  n o le d  be low .

Appropr iation
R equ ired Inform ation

O P E R A T IN G  E X P E N D IT U R E S FY  2009 FY  2009 FY  2010 FY  2011 FY  2012 FY  2013 FY  2014
Persona l S e rv ices
T rave l 20.0
Con tra c tua l 130.0
S upp lie s
E q u ipm en t
Land  & Structures
G rants & C la im s
M is c e lla n e o u s

T O T A L  O P ER A T IN G 150.0 | 0.0 0.0 0.0 0.0 0.0 0.0

IC A P IT A L  E X P E N D IT U R E S 1 1 1 1 1 1 1

IC H A N G E  IN R E V E N U E S  ( ) 1 l l  1 1 1 1

F U N D  S O U R C E (Thousands of Dollars)
1002 Federa l R ece ip ts
1003 G F  M atch
1004 G F 150 0
1005 GF/Program R ece ip ts
1037 GF/Menta l H ea lth
O ther In te raqency R ece ip ts

T O TA L 150.0 0.6 0.0 6.6 0.0 0.0 0.0

E s t im a te  o f  any  c u r re n t  yea r (FY2006) cos t: 

P O S IT IO N S
Full-time
Part-time
Tem porary

A N A LY S IS : (At.ech a separate page H necessary)
The bill requires DOT&PF determine whether flexible guidelines should be adopted by identifying and evaluating flexible 
highway design guidelines addressing the considering the 9 criteria in section 1. The guidelines must also provide for 
documentation of the facts, circumstance and considerations involved in flexible design decision making including an 
explanation of the process and the reasoning Guidelines shall consider the views of the following stakeholders: elected 
officials , persons with expertise in environmental protection, historic preservation, scenic conservation, bicycle and 
pedestrian tiansportation, urban design architecture, community planning, DNR and FHWA DOT&PF will hire a 
contractor to assist the department develop this information as well as coordinating working group meetings with the 
various stakeholders identified. Funds are needed for 1 year as the guidelines are to be produced by June 30, 2009.

P repared  by 
D iv is io n  
A pp roved  by N ancy  S lag le

Mary S iroky, L eg is la tive  L ia ison P hon e  465-4772
C om m is s io n e r ’s office, DOT& PF Date/Time 3/2/00 3:30 PM

Date 3/2/2008
Admin Services Director. DOT&PF
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FISCAL NOTE
STATE OF ALASKA
2008 LEGISLATIVE SESSION

Identifier (file n a m e ) : ____________________________
T itle  An Act re lating to d isc lo su res on  u sed  motor ve h ic le s .

Fiscal Note Number:
Bill Version:
() Publish Date.

Dep t. Affected: 
'R D U

HB415-LAW-CIV-03-17-08
HB415

LAW
C iv il

C om p o n e n t C om m erc ia l & Fa ir B us ines s
Sponso r
R eques te r

T R A N S P O R TA T IO N
H O U S E  T R A N S P O R TA T IO N

Expenditures/Revenues

 C om p o n e n t N um ber

(Thousands of Doliars)
Note: Am oun ts do  not in c lu d e  infla tion u n le s s  o therw ise  no ted  be low .

Appropriation
R equ ired Information

O P E R A T IN G  E X P E N D IT U R E S FY  2009 FY  2009 FY  2010 FY  2011 FY  2012 FY  2013 FY  2014
P ersona l S e rv ic e s  
T rave l 
C on tractua l 
S u pp lie s  
E qu ipm en t 
Land & Structures 
G rants & C la im s  
M is c e lla n eo us

0.0 0.0 0.0 0.0 0.0 00 0.0

T O T A L  O P E R A T IN G 0.0 0.0 0.0 0.0 0.0 0.0 0.0
C A P IT A L  E X P E N D IT U R E S

|C H A N G E  IN  R E V E N U E S  ( ) j

1002 Federa l R ece ip ts
1003 G F  M atch
1004 G F
1005 GF/Program  R ece ip ts  
1037 GF/M enta l Hea lth 
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0.0 0.0 0.0 0.0 0.0 0.0 0.0

TO TA L 0.0 0.0 0.0 0.0 0.0 0.0 0.0
E s t im a te  o f  a n y  c u r r e n t  y e a r  (FY2008) cos t: 

P O S IT IO N S

0 . 0

Full-time
Part-time
T em porarv

A N A LY S IS : (Attach a separate page if necessary)
HB 415 will repeal AS 45 25.465(c). This statute requires motor vehicle dealers to make certain disclosures when selling 
used cars. The language in AS 45.25.465(c) was originally intended to apply only to “current model" used vehicles, In 
2006, AS 08 66.015 was amended to delete reference to “current model vehicles" so all motor vehicles are considered 
either new or used for purposes of application of Alaska's “Lemon Law' and manufacturer warranties Given other 
disclosure requirements already required in Alaska and federal law, the requirements of AS 45.25.465(c) are no longer 
necessary There should be no fiscal impact to the Department of Law from this bill.

Robert M e ine rs , A dm in is tra tive S e rv ic e s  M anagerP repared by
D iv is io n  _______________________________
A pproved by Ta lis  C o lb e rg , A ttorney G ene ra l

P hone  907-465-5427
Adm in is tra tive S e rv ic e s  D iv is io n Date/T im e 3/17/08 8:25 AM

Date 3/17/2008
Department of Law
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Cl.ck or j  slate teiow to leurn more about tnji state s CSS program

This information is continuously updated II y iu represent a slate DOT ana wuuld like to add or 
modify information, please contacl us al • ’ • >1 • •

C S S  P ro g r am s  b y  S ta te :
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States with CSS 
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The following slates 
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r.re developing such a 
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• Californ ia 

« Colorado
• Comuchcui
• District ol Columbia
• Florida
• Georgia 
t Hawaii
• Illinois
• Indiana
• Ic va
• Kansas
• Kentucky
• Louisiana
• fi'nato
• Maryland
• Massachusetts
• Michigan
• Missouri
• Montana
• Minnesota
• ViSSr Mppi
• Hey irla
• Hue
• \  Vic ,
• fa
• V  ■ V v - k

• N.jitn C.ii- n.i
• On o
• Ciegoi'
• ' I missive ’ •
• I le Hi .la, ,1
•  . , | i  i ii . a . ,

1 ol J 3/18/2008 1:0.1PM

http://www.contextsensitivesolutions.org/content/gen/state-profiles/sp
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• Tennessee
• Texas
• Utan
» Virginia
• Vermont
•  W a s h i n g t o n

• West Virginia
• Wisconsin

qudsintns. communis, m prQfiimrpj Copyt*Vit S' »00f* Conhw*. 5«.'PJnliv»* n* lutuins nil] All rujhu> imhvvH
nmnii ‘



A l a s k a  S t a t e  L e g i s l a t u r e

\X'htl/ iii Sstiion 
Sraic C.i|>iiol 

InuiMti, A l.nk j UMMdI I l«J 
(907) .I6V W 1K 

lux ion' WiS 'mo

R e p r e s e n t a t i v e  B o b  B u c h

Kc|ucxt.'iit;i(ivo.I)i)h_Kucli@>lc'f;ix.x[.nc..ik.u.%

Dale: M arch 14 ,2008

To: M em bers ol the I louse T ransportation  C om m ittee

I rum. R epresentative Bob Buch 

Re: CS for HB 372

D ear C om m ittee M em bers:

Last week, a lte r the House T ransportation hearing  on HB 372 (C ontext Sensitive 
Solutions). I held a m eeting with officials from  the D epartm ent o f T ransporta tion  and 
Public Facilities, the A ttorney G enera l's  o ffice, and the head o f  the A nchorage R oad 
Coalition to com e up w ith language for HB 372 that w ould address th ree concerns that 
D O TPF expressed about the bill, and one concern  that w as raised by Rep. N eum an.

D O T P F 's concerns were:

I that the bill should contain  language that would allow them  to scale the CSS 
process to the com plexity  and scope of the particular project:

2. that we change the w ord "shall" to "m ay" in subsection (d) so  that the
com m issioner w ould have discretion about which stakeholders to include; and so 
that the departm ent w ould  not be open to liability:

3 that language be added to the bill so that CSS would only  apply  to projects that 
begin afte r the effective date of this act.

Rep. N eum an 's concern  was:

I. that we not include a list o f  stakeholders in subsection (d). but instead, use more 
general language so that the C om m issioner w ould have som e d iscretion , and also, 
to avoid future potential legal issues.

T he attached CS (25-L S0525\L ) addresses all o f  these concerns.

n / e  0 1  A n >  h i ' f i i t f  

716 West *uh Avenue 
\n< hoi.ip;. ALixk.i 90S01 

(907) 269-0117 
I ix: (007) 260.011*)

■



If you have any questions about the specifics o f the attached bill, please call Deborah 
Brevoort o f m y staff at x 3467.

I'hank you. r

(I. £  /J)e
R epresentative Bob Buch 
A laska Stale Legislature 
House D istrict 27
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R e p r e s e n t a t i v e  B o b  B u c h

Date: M arch 4. 2008

To: R epresentative Johansen
R epresentative Neum an 
R epresentative Johnson 
R epresentative Fairclough 
R epresentative Salm on 
R epresentative Doogan 
R epresentative K eller

From: R epresentative Boh Buch 
A laska State Legislature

R e; (C S) HB 372

D ear House T ransportation  C om m ittee M em bers:

In preparation for tom orrow ’s hearing on I IB 372 in the H ouse T ransportation  
C om m ittee, I am  attaching the follow ing docum ents for your review :

I A CS for I IB 372. which w ould require the stale Dept, of T ransportation  and Public 
Facilities to adopt the Federal H ighw ay A dm inistrations guidelines for C ontex t Sensitive 
Solutions.

2. A copy  o f the CSS principles that will be adopted by reference. P lease refer to the 
“ principles o f C ontext Sensitive D esign” on the attached handout from  the Federal 
Highway A dm inistration.

3 A letter of support from the A nchorage Road Coalition.

Thank you.

R epresentative Bob Buch
A laska S tate Legislature
H o u s e  D i s t r i c t  2 7
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(R ev ised) S ec tiona l A n a ly sis  o f 
CS H B 372 

(25-L S 0525\K )

S ection  I
Am ends AS 19.10.160 by adding two new subsections (c) and (d) that will require the 
state Dept, o f  T ransportation  and Public Facilities to establish  a design process for use 
during the design o f  h ighw ay projects that ensures the projects are consisten t w ith the 
standards used by the Federal H ighw ay A dm in istra tion’s (FH W A ) C ontext Sensitive 
Solutions (C SS) program , and lists the factors that m ust be considered  w hen designing  
highways in the state, which include: safety, durability  and econom y o f m aintenance; the 
constructed  and natural environm ent o f the area; com m unity  developm ent plans and 
relevant m unicipal ordinances; sites on the N ational R egister o f H istoric  Places, o r 
identified by the A laska H istorical C om m ission; the environm ental, scenic, aesthetic, 
historic, com m unity  and preservation effects o f  the activ ity ; access for o ther m odes o f 
transportation, including bicycles and pedestrians, access to cu lturally  sign ificant sites, 
acceptable engineering  practices and safety  research In subsection (d) the bil* requires 
the C om m issioner o f  D O TPF to solicit and consider the view s o f public o fficials, and 
organizations and w ho have expertise in environm ental protection, h istoric preservation, 
scenic conservation, bicycle and pedestrian transportation, urban design arch itectu re  or 
landscape architecture, public safety and traffic control and hum an factors. The 
C om m issioner must also consult with com m unity  planning organ izations, D N R ’s 
Historic Preservation division and the FFIWA.

Section  2
A m ends the uncodified  law of the State o f  Alaska by adding a new section that will 
require the D O TPF to subm it a report to the legislature no later than January  1, 2011 that 
will include a review of the design standards required by this act, and the im pact o f  CSS 
on the state o f Alaska This report will a lso include inform ation on the num ber o f  state 
em ployees w ho have taken advantage of the F H W A ’s CSS training opportun ities, an 
evaluation ol interdepartm ental relations as they relate to these guidelines, and a review 
ol the design standards in the state with a recom m endation for e lim inating  o r  m odifying 
elem ents that conflict with the im plem entation o f  CSS.

Section 3
T h i s  a c t  t a k e s  e f f e c t  J a n u a r y  I .  2 0 0 9
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WORK DRAFT

CS FOR HOUSE BILL NO. 372( )

IN T H E  LEG ISLA TU R E OF TH E STA TE O F A LA SK A  

TW EN TY -FIFTH  LEG ISLA TU RE - SE C O N D  SESSIO N

BY

Offered;
Referred;

Spoosor(s): REPRESENTATIVE BUCH

A BILL

FOR AN ACT ENTITLED

"An Act relating to highway design; and providing for an effective date." 

BE IT ENACTED BY THE LEGISLATURE OF THE STATE OF ALASKA:

* Section 1. AS 19 . 10 . 16 0  is am ended by '’dding new subsections to read:

(c) In apply ing  me standards described in (a) o f  this section, the departm ent 

shall establish a design process for use during the design o f  highw ay pro jects that 

ensures projects are consistent with the standards used by the Federal H ighw ay 

A dm inistration under its Context Sensitive Solutions program . In establishing a design 

process described in this subsection, the departm ent shall consider the follow ing 

factors:

(1) safety, durability, and econom y o f  m aintenance;

(2) the constructed and natural environm ent o f  the area;

(3) com m unity  developm ent plans and relevant m unicipal ordinances;

(4) sites listed on the National R egister o f  H istoric Places or identified 

by the A laska H istorical C om m ission established under AS 41.35.300;

(5) the environm ental, scenic, aesthetic , historic, com m unity, and

-I -
Kew TVxt Underlined DELETED TEXT BRACKETED]

CSIIB 372( )
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preservation effects o f  the activity;

(6) access for o ther m odes o f  transportation, including bicycle and 

pedestrian  transportation;

(7) access to and in tegration  o f  sites considered cu ltu rally  and 

h istorically  sign ifican t to the com m unities affected;

(8) acceptable engineering  practices and standards; and

(9) safety studies and o ther pertinent research.

(d) In carry ing  out the design process described in (c) o f  this section, the

com m issioner shall consider the view s o f  o rgan izations and elected o ffic ia ls  affected 

by each project. W hen appropriate for a particu lar project, the com m issioner shall

consult w ith  ^  J  ' , I - L (1 VC

(1) environm ental p ro tec tion  organizations;

(2) scenic conservation  groups;

(3 ) bicycle and pedestrian  user groups;

(4 ) transit organizations;

(5) professional design o rgan izations representing landscape architects 

or urban design architects;

(6) public safety  and traffic enforcem ent agencies with ju risd ic tion  in 

the project area;

(7) trucking and freight organizations;

(8) traffic safety  o rgan izations w ith  expen ise  in the app licab ility  o f

hum an factors;

(9) local land use and p lann ing  authorities;

(10) elected officials o f  the affected  borough or city; or

(11)  the state h istoric preservation office in the D epartm ent o f  Natural

Resources.

* Sec. 2. T he uneodificd  law of the S tate  o f  A laska is am ended by adding a new  section to 

ad:

R EPO R T A N D  R E C O M M EN D A TIO N S. T he D epartm ent o f  T ransportation  and 

blic Facilities shall review  the design standards set out in AS 19,10.160(c), as enacted by 

. I o f  this Act, and the effect o f  the C ontext Sensitive Solutions program  on the  state, and

I I B 3 7 2 (  ) - 2 -
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subm it a report to the legislature not later than January  1, 2011. The report m ust include

(1) a sum m ary o f  the training opportunities offered by the Federal Highway 

A dm inistra tion  o f  which the departm ent's em ployees have taken advantage;

(2) an evaluation o f  interdepartm ental relations as they re la te  to th e  amended 

guidelines, as well as public safety, traffic control, and environm ental concerns; and

(3) a review  o f  design standards in the state with a recom m endation  for 

elim inating  or m odify ing  elem ents that will conflict with o r obstruct the im plem entation  o f 

the C ontext Sensitive Solutions best practices m odel.

* Sec. 3. This Act takes effect January 1, 2009.

■ WORK DRAFT WORK DRAFT 25-LS0525\K
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In 2000 at the “Thinking Beyond the Pavement 
Conference” Tom Warne, formerly both Executive

and President of AASHTO, said:

of life...The bottom line is, we have the tools 
to do it ~ we just need to implement them."

m  T i r l i T n i l l ^ f f i  l i t r i trm n  • i f ,:i l f l i w l







Usually CSP/CSS is an initiative of the engineering,

• It was developed jointly by FHWA, ITE and AA^HTO

Five states served As pilot states in implementing 
CSD/C.SS. Many more have adopted it since, 3 in 
2903 alone. .• I f i l l  I8© •.



“CSD is a fancy word for common sense” TRB

• “If you are a customerafocused organization CSD concepts 
logical and inevitable” Connecticut DOT • ^

are

"At GDOT there is a brotherhood, 9n old guard, and we do have 
to be more flexible," Linnenkohl says. "We've got to realize that 
intoday's werld we do not have the right to go in and destroy 
everything in the name of transportation.” Harold Linnenkohl, 
Head of Georgia DOT

M l' i ' © M liiir  ‘I  ■ '
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Stakeholders

Minimal Disruption to the 0om 

Provides Added Lasting Value
■
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Satisfies the Purpose and Need 

Safe Facility V  y ; #
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In Harmony With the Community





he engineering 
bich we

If processes aren’t working well-change them. If you can find a

successful- use it.

concerns about economics, quality of life and safety to go 
away... it won’t. CSD if a way to make sure the public 
involvement in transportation is ppsitive and productive.

an*.







What will it do for Alaska?

-  D e fine  p ro b le m s  and se t g o a ls  be fo re  
d e s ig n  beg ins . It is  ir re s p o n s ib le  to  le t 
d e s ig n s  be d e te rm in e d  w ith o u t c o m m u n ity  
o r  f in a n c ia l o v e rs ig h t _

-  R educe O verdesign  on C o lle c to rs  and 
re d ire c t o u r  b o n d  fu n d s  to  o th e r p ro je c ts  
w h ic h  w ill reduce  c o n g e s t io n .a nd  im p ro v e





Resolved that: Whereas the citizens of the Municipality/State have found 
their ability to participate in and influence the planning functions of the 
Municipality and the State to be inadequate we request that the 
Mayor/Governor adopt the following policy and require that MOA/State 
planning organizations a c ^ re  to it: ' '  4

v New Executive Order for Context Sensitive Solutions
This new' Executive Order directs MOA /SOA employees to implement Context Sensitive 
Solutions tools on all department projects.
Context Sensitive Solutions

; •' ' ■' ’ •• '' •: ’<v . . .... i . • ■ ‘ ■ ■.

Context Sensitive Solutions is a model for transportation project development that has recently 
received much discussion and broad acceptance. Its essence is that a proposed transportation 
project must be planned not only for its physical aspects as a facility serving specific 
'transportation objectives, but also for its effects On the aesthetic, social, economic and 
environmental values, needs, constraints and opportunities in .a larger community setting. 
MOA/SOA endorses th^Context.Sensitive Solutions approach for all projects, large and small, 
from early planning through construction and eventual operation. *

This means that MOA/SOA employees working on projects and facilities should:
Engage from the project’s inception with representatives of affected communities, including 
elected and appointed officials and*aj/idely representative array of interested citizens. .
Assure that transportation objectives of projects are clearly described and discussed with local 
communities in a process that encourages reciprocal communication about local views and needs 
in the overall project setting.
Pay attention to and address community and citizen concerns. ♦
Ensure the project is a safe facility for both the user and the community.
Context Sensitive Solutions is a process that places a high value oh seeking and, if possible, . 
achieving consensus. MOA’s/SOA’s belief is that consensus is highly advantageous to all,parties 
and may help avoid delay and other costly obstacles to project implementation: *

Community Council:



What Is CSS?

"Context sensitive solutions (CSS) is a collaborative, interdisciplinary approach that involves all stakeholders to develop a 
transportation facility that fits its physical setting and preserves scenic, aesthetic, historic and environmental resources, while 
maintaining safety and mobility. CSS is an approach that considers the total context within which a transportation improvement 
project will exist."

-- Federal Highway Administration



T r a f f i c  C a l m i n g  t e c h n i q u e s  

a p p r o p r i a t e  f o r  n e i g h b o r h o o d s
Diverters
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Integrating Context Sensitive Solutions in Transportation Planning 

Anchorage Bowl 2025 Long-Range Transportation Plan

Anchorage Metropolitan Area Transportation Solutions, Alaska 

Introduction

This long-range transportation plan (LRTP) addresses the current and future 
transportation needs for the City of Anchorage. The plan was developed by the 
Anchorage Metropolitan Area Transportation Solutions (AMATS), the metropolitan 
planning organization (MPO) serving Anchorage, and was adopted in December 2005, 
AMATS is somewnat inique in that it contains a small part of a single jurisdiction, the 

Anchorage Bowl area of the Municipality of Anchorage (MOA). Still, the LRTP must address some complex planning 
issues, and one of the central recommendations of the plan is that a corridor be constructed to connect the existing 
major highways that carry traffic into and out of central Anchorage. Currently, the Glenn and Seward Highways are 
connected by the city's arterial system, where traffic signals and turning traffic, combined with heavy traffic volumes 
result in considerable peak-period congestion Yet, constructing a major connector through existing neighborhoods 
while minimizing negative impacts to the city's trademark scenic vistas presents a major challenge.

The "Anchorage Bowl 2025 LRTP" proposes a highway-to-highway connection project to address congestion and 
lack of mode choice that is in keeping with many of the expressed desires of the community. Rather than simply 
recommending that the connector be built, the plan takes a proactive stance and addresses stakeholder concerns 
about project design and alignment from the outset.

One of the goals of CSS is to include stakeholders at 
all stages of the transportation decision-making 
process. Using a CSS approach at the early stages 
of the long-range transportation planning process 
initiates collaborative processes and relationships 
that can carry 'orward into the project development 
process. By addressing stakeholder concerns about 
how project design can affect communities at the 
long-range planning stage. AMATS showed a 
commitment to public involvement throughout the 
tr. isportation decisionmakHg orocess. The 
"Anchoray0 Bowl 2025 LRTP” offers the opportunity 
to investigate several key areas and highlights a 
number of ways that CSS can be integrated into 
long-range transportation planning:

• Can a plan strengthen the bridge between 
community vision and the early stages of 
project development?

• How can the plan document itself effectively 
convey comn lity preferences in project 
design?

• How can a transportation plan help promote and support the use of CSS in project development?
• Can CSS play a role in streamlining processes?

Th* Planning Context

Vicinity Map

iMimr IIm 11 »i /■!r\i imt;/n1nnninit//'CCln//'CCfln^K htftl t)6/?8/2(K)7
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S o m e  40 percen t o f the p opu la t io n  of the state of A laska l iv es  in A n c h o r a g e .  T h e  M O A  is h o m e  to o ve r 288,000 
p eo p le ,  d o u b le  the 1972 popu la t ion .  In re cen t  years , d e v e lo pm e n t  h a s  sh ifted toward the  C hug ia k-Eag le  R iv e r  a rea  
and  the Matanuska-Sus itna (Mat-Su) B o rough . T h e  Mat-Su Bo ro ug h  is o u ts id e  the  A M A TS  jur isd ic t ion , a n d  little 
forma l p lan n ing  coo rd ina t ion  ex ists b e tw e en  the Bo rough  a n d  A M A TS .  T h e s e  two a reas  a re  e x p e c te d  to d o u b le  the 
curren t n um be r  of h o u s e h o ld s  by 2025 a n d  con t in ue  to s treng then  the ir e c o n o m ic  ties w ith the A n c h o r a g e  Bow l 
a rea . Current ly , all c om m u te r s  from these  a reas  m us t use  the  G le n n  H ig hw a y  to re a ch  the A n c h o ra g e  Bow l.

M ost of the d e v e lo pm e n t  in the A n c h o ra g e  reg ion h a s  b e e n  at re la t ive ly  low  d en s i t ie s  w ith  on ly  a few  a re a s  with 
h o u s in g  dens it ie s  of g reater than 10 dw e l l in g  units p er acre . E m p lo ym e n t  dens ity  is s im i la r ly  spat ia l ly  d ispe rs ed .
T h e  in c re a s e  in a nd  d is tr ibut ion of the r is ing popu la t ion  has  led to s tr es se s  on the  transportat ion network , in c lu d in g  
substan t ia l peak-hour c o ng e s t io n  a n d  c h a l le n g e s  for effect ive p u b l ic  transit s e rv ic e .

A ncho rage 's  c om p r e h e n s i v e  p lan , "Anchorage  2020," w a s  
adop ted  in 2001. As part of the  g roundwork  for 
"A ncho rage  2020," a su rv e y  of 1,500 res iden ts  w as  
c o nd u c te d ,  a sk ing  a b o u t  the m os t  importan t attr ibutes of 
the ir city. T h r e - of the h ig h e s t  ranked  attr ibutes re la ted to 
the  natura l sett ing of the  city: tra i ls/parks/greenbelts/open 
s p a c e ,  o u td o o r  a nd  re crea t iona l oppor tun it ies , a nd  

a ccess ib i l i ty  to the w i ld e rn e ss .  C le a r ly ,  A n c ho ra g e  res iden ts  h igh ly  v a lu e  the s c e n ic  asse ts  of the reg ion . R e f le c t ing  
these  va lu e s , the "Anchorage  2020 C om m u n i t y  V is io n ’ s tates that A n c h o r a g e  is a "northern c om m u n it y  built in 
h a rm ony  with our natura l r e so u rc e s  and  m a je s t ic  sett ing .” T h e  p lan  d irec ts  a shift toward more  co n ce n t ra te d  land- 
use  patterns with c luste rs  of h ig he r  den s ity  em p lo ym e n t  centers .
A ltho ugh  "Anchorage 2020" fo c u s es  on land-use p la n n in g  a nd  d e v e lo p m e n t  patterns , it i n c lu d e s  s om e  g u id a n c e  for 
transportat ion im p ro vem en ts  in re cogn it io n  of the c lo s e  l inkage  b e tw e e n  land  u s e  a n d  transportat ion . M o re  
importantly , the v is io n  and  goa ls  a rt icu la ted  in 'Anchorage 2020" b e c a m e  the founda t io n  of th L R T P  p ro ce ss , a n d  
b a s in g  the LRTP  o n  "Anchorage  2020" w a s  the o ve ra rch ing  goa l of the 2025 L R T P  c i i i z e n  round tab le  c om m it te e .  
G o a ls  more  spec if ic  to the transportat ion sys tem  w e re  d e v e lo p e d  th rough  T ra n s v is io n ,  the v is io n in g  p ro c e ss  that 
k icked off the LR TP  p ro ce ss .  E a c h  o f the s e v e n  transportat ion p la n n in g  g oa ls  is p re s e n te d  in the p lan  w ith  a 
d is cu s s io n  of how  it is l ink ed  to a nd  in h a rm o n y  w ith "Anchorage  2020." A s id e  from the transportat ion p la n  goa ls , 
the pro jec ts in c lu d ed  in the L R TP  a ls o  d rew  from the “A n cho ra g e  2020" p lan . T h e  h ig h  v a lu e  the c om m u n it y  p la c e d  
on the city's natura l sett ing , w h ic h  c am e  ou t dur ing the A n c h o ra g e  2020 p ro ce ss , w a s  in co rpo ra ted  into the  L R T P  by 
care fu l ly  cons id e r ing  the v iew s h e d  im pa c ts  o f any  p ro p o se d  pro jec ts as w e l l  a s  in c lu d in g  c ons id e ra t io n  of 
im p ro vem en ts  to the reg ion's e x ten s iv e  recrea t iona l trail/bikeway sys tem .

CSC Principles Applied

Planning Products Feed Directly into Project Planning: A key c om p o n e n t  of the  L R TP  is the c om p le t io n  of the 
G lenn-Seward  H ig hw a y  C o n n e c t io n .  T h is  pro ject w i l l a dd re ss  the m a jo r  route into a n d  th rough the city for 
com m u te rs , freight, a n d  v is itors a l ike . T h e  p ropo sed  G lenn-Seward  H ig hw a y  C o n n e c t io n  re c o g n iz e s  the im po r ta n ce  
of a dd re s s in g  capac ity  is su es , but e m p h a s iz e s  that the pro jec t s hou ld  b e  d e s ig n e d  in k e e n in g  w ith the prior it ies o f 
the c ity a nd  the n ea rby  n e ig h b o rh o od s .

T h e  p la n  states that the corr idor be  c ons tru c ted  as a new , h igh-capac ity  e x p r e s sw a y ,  d e p re s s e d  a n d  bu r ie d  
w h e r e v e r  the topography  a l low s . T h e  c o n c e p tu a l  d e s ig n  of the corr ido r s e ek s  to m in im iz e  res iden t ia l a n d  b u s in e s s  
d isp 'ace-  rnt, m a in ta in  or re-establish lo ca l street a n d  trail sys tem  conn ec t iv i ty ,  a n d  p ro v id e  a ir s p a c e  for parks T h e  
p lan  a ls c  e m p h a s iz e s  that the  c o n n e c to r  d e s ig n  m us t m in im iz e  n e g a t iv e  effects o n  h igh ly  v a lu e d  s c e n i c  v istas .

T h e  p la n  in c lu d e s  c o n s id e r a b le  deta i l o n  h ow  project d es ig n  s hou ld  b e  a p p ro a c h e d ,  .n c lu d in g  e x am p le s  of 
a l ig nm en ts ,  cross-sect ions , a n d  br idge/cu lvert des ig n .  L oca t ions  w h e r e  the  natura l to pog raphy  w o u ld  a l lo w  the 
corr idor to be  c ons tru c ted  b e low  the mos t importan t v iew po in ts  iO m in im iz e  v is u a l im p a c ts  a re  ident if ied . T h e  L R TP  
re co g n iz e s  o n e  n e ig hbo rhood 's  des ire  for rev ita l iza t ion  and  e x p a n s io n  of its c om m e r c ia l  d is ln c t  th rough care fu l 
rout ing of the c o n n e c to r  to support e c o n o m ic  d e v e lo pm e n t  p la n s  a n d  the a s s o c ia t e d  land  u s e/ de ve lo pm en t .  S p e c if ic  
su rface  street c o n n e c t io n s  n e e d e d  to m a in ta in  or re-establish n e ig h b o r h o o d  c onn e c t iv i t y  a re  ident if ied , In c lu d in g  
this le v e l  of deta i l in the  L R T P  g a v e  a s s u r a n c e  to the n e ig h b o rh o od s  that the ir n e e d s  w e re  r e c o g n iz e d  a n d  that the ir 
c o n c e rn s  w o u ld  s h a p e  the p ro jec t from the start.

Init ia lly, A la sk a  D ep a r tm en t  of T ranspo rta t ion  a nd  P ub l ic  Fac i l i t ies  ( D O T  & PF) staff e x p r e s s e d  s om e  trep idat ion 
about in c lu d in g  a re la t ive ly  h ig h  le ve l of pro jec t deta i l at s u ch  an e a r ly  po int. T h e  c o n c e r n  w a s  that m ak in g  early 
d e c is io n s  a bou t  a l ig nm e n t  a n d  d e s ig n  w ou ld  p la c e  cons tra in ts  on t h e  p ro jec t that w o u ld  c om p l i c a t e  e n g in e e r in g  a n d

'Develop a balanced multi-modal transportation 
systei. i based on Anchorage 2020 guidance (goals, 
policies, strategies, and maps) that serves as a 
catalyst to enhance the quality of life enjoyed by the 
current and future residents of Anchorage."
LRTP Citizen Roundtable Committee Goal

http://www.flnva.dot.gov/pl;inning/csstp/cssanch.htm 06/28/2007
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d e s ig n  la ter on . T h is  c o n c e r n  has  b e e n  la rge ly  s e l  a s id e  a s  D O T  & P F  staff h a v e  r e co g n iz ed  that a dd re s s in g  
c om m u n i t y  c o n c e r n s  from the outset is a n  jd v a n t a g e .  C a r ry ing  the p ro jec t c o n c e p t s  that w e re  d e v e lo p e d  d u r in g  the 
L R TP  p ro c e s s  forward into pro ject d e s ig n  a nd  e n g in e e r in g  wil l h e lp  e n s u r e  that the ir work w i l l b o  suppor ted  ra ther 
than c h a l le n g e d .  In fact, a s  m e  c o n n e c to r  p ro jec t c o n c e p t  has  g a in e d  m o m e n tum , at leas t o n e  s e n io r  D O T  & P F  
e n g in e e r  h a s  d e c id e d  to p o s tp o n e  his re t irem en t for the opportun ity  to work o n  the pro ject , r e co g n iz in g  that it w i l l 
p resen t a n  in te rest ing  a n d  exc i t ing  c h a l le n g e .

In c lu d ing  p ro jec t de ta i ls  that wi l l d irect ly inform the  pro ject 
p la n n in g  a n d  d e v e lo p m e n t  p rocess , the reby reassu r ing  
nea rby  n e ig h b o rh o o d s  that the ir c o n c e rn s  w e re  heard ,
w a s  a 'rit ical factor in s e cu r in g  support for this im po rtan t p ro jec t o u ts id e  the D O T  & P F  as w e l l .  T h e  n e ig h b o rh o o d  
suppor t for the c o n c e p t  o f  the pro ject that d e v e lo p e d  du r ing  the L R TP  p roce ss  led  to th e  mayor's off ice le n d in g  

i suppor t for the c onn ec to r .  T h e  polit ica l suppor t for the p ro jec t b ro ugh t  f inanc ia l s uppo r t  as  w e l l .  In fact, it w a s  o n e  of
the a ffected n e ig h b o r h o o d s  that lo bb ied  the  S ta te  leg is la tu re  for fund ing , a nd  s e c u re d  $7 m i l l ion  for p re l im in a ry  
e n g in e e r in g .

T h e  initial part of the c o n n e c to r  pro ject s c h e d u le d  to b e  bu i lt  is  the  B ra g aw  S tree t/G lenn H ig hw ay  In te r c h a ng e .  T h e  
c o n c e p ts  from the  L R TP  w e r e  carr ied forward in to the p ro jec t d e v e lo p m e n t  p ro c e s s  for the in t e r ch an ge .  S o m e  of 
those  c o n c e p ts  are  re pe a te d  in the v is ion  for the in t e r ch a n ge  project: r e co n n e c t in g  c om m u n i t ie s  that th e  corr idor 
current ly  b isec ts , pro tect ing  n e ig h b o ih o o d s  by e l im in a t in g  cut-through traffic, p ro v id in g  safe a lte rna t iv es  for 
p edes t r ia n  a nd  non-motor ized traffic, a n d  in v o lv in g  the c om m u n i t y  in the d e s ig n  p ro c e ss .  T h e  reques t  for p ropo sa l 
(RFP) that the D O T  & P F  d e v e lo p e d  for the in te r c h a n g e  (i.e., th e  d o c um e n t  that d e s c r ib e s  the f inal d e s ig n  a n d  
cons truc t io n  p a ram e te rs  that contractors wi l l b e  requ ired  to m ee t)  in c lu d e s  the c o n c e p t s  and  id e a s  that w e re  
d e v e lo p e d  dur ing  the L R TP  p rocess  a nd  re f ined  dur ing  a  p u b l ic  o u trea ch  effort f o c u s e d  on the in te r ch an ge  project . 
T h e  des ign-bu i ld  contract is s c h e d u le d  to be  aw a rd ed  in the sp r ing  of 2007, a n d  the c om p le t io n  of substan t ia l 
cons tru c t io n  is an t ic ip a ted  for the fall of 2009.

U s in g  a C S S  a p p ro a c h  to transportat ion p la n n in g  m e a n t  
c lo s e  a ttent ion to c om m u n it y  n e e d s  and  g oa ls  in the 
LR TP , w h ic h  led to in c lu d in g  d es ig n  c o n c e p t s  in  the 
L R TP ,  w h ic h  in turn h a v e  b e e n  fed into the  p ro jec t 
d e v e lo p m e n t  p rocess . In th is  way , the "A ncho rage  Bow!
2025 LRTP"  p ro v id ed  a b r idge  b e tw e en  the c om m u n it y  vis ion a r t icu la ted  in both the L R T P  a n d  "A ncho rage  2020," 
a n d  the d e s ig n  o f the B ra g aw  Stree t/G lenn H ig hw a y  In te r cha ng e .

Based on Comprehensive Public Involvement/Participation Plan: T h e  p la n n in g  p ro c e ss  b e g a n  w ith a high- 
profi le p u b l ic  forum that in c lu d e d  transportat ion p ro fe ss io na ls , the  mayor , a nd  o th e r  speake rs .  A c it izen  round tab le  
c om m it t e e  w a s  c o n v e n e d  w ith m em b e r s  r e c o m m e n d e d  by the mayor's  off ice a n d  the D O T  & PF C om m it t e e  
m em b e r s  re p resen te d  b u s in e s s ,  a c a d em ic ,  you th , inst itut ional, e n v ir o nm en ta l  a n d  o th e r  in terest g roups . T h is  
c om m it te e  w a s  c h a rg ed  w ith  rep resen t ing  a n d  c om m u n ic a t in g  w ith the ir c o n s t i t u e n c ie s .  Add it iona l in pu t w as  
ga th e red  th rough  forma l a n d  in forma l s ta k e ho ld e r  in te rv iew s  re p resen t in g  all m o d e s ,  e c o n o m ic  sec tors , s ys tem
users , a n d  n e ig h b o rh o od s .  A  ser ies  of o p e n  h o u s e  m e e t in g s  w a s  he ld , in c lu d in g  o n e  ou ts id e  th e  A M A TS  ju r isd ic t ion
in re co g n it io n  that c om m u te r s  from ou ts id e  the b o u nd a ry  w e re  a ls o  s takeho ld e rs  L oca l a nd  S ta te  g o v e r nm e n t  
off ic ia ls w e r e  a ls o  kept u p da ted  a nd  part ic ipa ted  in work s e s s io n s

M e d ia  c am p a ig n s  u s ed  pr int and  b ro adca s t  m e d ia  to adve r t is e  e v e n t s  a n d  re lay in fo rma t ion . A  n e w s p a p e r  insert 
w a s  d is tr ibu ted a c ro s s  the reg ion  that d is c u s s e d  transportat ion is s u e s  a n d  adve r t is ed  o p e n  h o u s e  e ve n ts .  T h e  
c it iz e n  ro u nd ta b le  c om m it te e  m em b e r s  w e re  a ls o  in v o lv e d  in the  pub l ic i ty  c am p a ig n ,  g iv in g  in te rv iew s  a nd  offer ing 
p ress  s ta tem en ts .

Range of User-Friendly Tools for Communicating Options: T h e  "2025 LRTP" g raph ica l ly  p res e n ts  the c om p le x  
G le n n-S ew a rd  H ig hw a y  C o n n e c t io n  pro jec t on  a s in g le  p a g e  w ith  a full-color s c h em a t ic  d ia g ram  that c o m b i n e s  
p ho to s  a n d  pho to  s im u la t io n s  with text to d e s c r ib e  the o ppo r tu n it ie s  to fit this m a jo r  p ro jec t  into its u rb an  con te x t  An 
add it io na l m a p  n o tes  the n um b e r  o f v e h ic le s  p ro je c ted  to b e  r em o v e d  from s u r ro und in g  streets, thus c o n v e y in g  h ow  
the p ro jec t w i l l im p ro ve  c o nd it io n s  a c ro ss  the sys tem . T h e  r e c om m e n d a t io n s  sp e c i f i c  to the G le n n  H ig hw a y  corr idor 
are a lso  p re s e n te d  by c om b in in g  no tes  o n  s ite-specif ic e lem e n t s  w ith a corr idor m a p .  T h e  va r io u s  m u lt im oda l 
pro jects , transportat ion d em a n d  m a n a g em e n t  (TDM ) p rog ram s , a n d  in t e r c h a n g e  a nd  road  im p ro v em e n t s  a re  s h ow n  
m a p p e d  d irect ly  to the corr idor. T h e  range  of p res en ta t io n  m e th o d s  h e lp s  c o n v e y  not o n ly  w h e r e  p ro jec ts  w i l l b e  
lo ca ted , but a ls o  h o w  they w i l l look a n d  fee l

Based on Adopted CSS Policy: A M A T S  is c. .u sua l a m o n g  M P O s  in  'hat it h a s  a forma l ly  a d o p te d  C S S  p o l ic y  (the

"The input from our community has resulted in not 
only viable technical solutions, but livable, credible, 
responsive solutions for all of Anchorage." 
"Anchorage Bowl 2025 LRTP"_______________

"C SS  starts with the plan.
Jon Spring, AMATS Transportation Planner
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po l icy  refers to "context sens it iv e  des ign" ref lect ing a past fo cus  on pro jec t d eve lo pm en t) .  A  grass-roots a d v o c a c y  
group , the A n c h o ra g e  R o a d s  C oa l i t io n  r e co g n iz ed  C S S  a s  a  w ay  to im p ro ve  dec is ion-mak ing  p ro c e ss e s ,  a nd  
s p e a r h e a d e d  a  c am p a ig n  to g a in  n e ig h b o rh o od  c om m it te e  support for a n  off ic ia l C S S  po l icy . In 2004, the t e c h n ic a l  
adv iso ry  c o m n  ee  o f A M A TS  s ig n ed  a reso lu t ion  re q u e s t in g  tnat the  M O A  D epa r tm en t  o f P ub l ic  W o rks  a n d  the 
A laska D O T  & P F  u s e  a context sens it iv e  a p p ro a c h  to p ro jec t d e s ig n , p rom o te  ful ler s takeho ld e r  in v o lv em e n t  
th roughou t th e  dec is ion-mak ing  p rocess , a nd  r e v iew  p o l i c ie s  a nd  p ro c e d u re s  to im p lem e n t  C S S  a s  an  in tegra l part 
of d o in g  b u s in e s s .  In th e  "2025 LRTP ," A M A TS  further in tegrated  C S S  into its act iv it ies by a pp ly in g  C S S  to the long- 
range  p la n n in g  p ro ce s s  a nd  product. T h e  p la n  d o c um e n t  suppor ts  AMATS ' a do p ted  C S S  po l icy  by  p romot ing  
greate r a pp l ic a t io n  o f C S S  am o n g  its partner a g e n c ie s .  Fo r e x am p le ,  the p la n  s tates that the M O A ’s road 
c la ss if ica t io ns  s hou ld  b e  u pda ted  to reflect C S S  best  p rac t ic es  in p la n n in g , d e s ig n ,  a n d  ope ra t ion .

Evaluates Multimodal, Operational, and Innovative Strategies: As ide  from the m a jo r  cons tru c t io n  pro ject 
r e c o m m e n d e d  to c om p le t e  the G lenn-Seward  H ig hw a y  c o n n e c t io n ,  the L R T P  in c lu d e s  a n um b e r  o l non- 
cons truc t ion  pro jec ts . In fact, the  first m a jo r  p la n  r e c om m e n d a t io n  is a "call to act ion" to e ffec t ive ly  m a n a g e  the 
ex is t ing  sys tem . T h e  r e c o m m e n d e d  s trateg ies in c lu d e  im p ro v in g  s igna l t im in g  and  transit o p e ra t io n s  e ff ic iency , 
re sp o nd in g  qu ick ly  to re so lv e  bo tt lenecks  for trans it a n d  traffic, in it iat ing corr ido r m a n a g em e n t  p la n s , a nd  u p g rad in g  
the M O A  s ig na l  s ys tem  to in c lu d e  in te l l igen t transportat ion sys tem  (ITS) te c hno lo g ie s .

T h e  e x is t ing  G le n n  H ig hw a y  corr idor is targeted for a n um b e r  of p rog ram s a n d  pro jects 1 0  m a n a g e  co ng e s t io n .  T h e  
p lan h ig h l ig h ts  the u s e  of im p ro ve d  transit s e rv ic e ,  in c lu d in g  e xp ress  bus  s e rv ic e  a n d  park-and-ride fac i l it ies , 
em p loye r- based  T D M s  and  van- a nd  carpoo l p rog ram s , corr idor a n d  in c id en t  m a n a g em e n t  p rog ram s  for c om m u te r s  
and  fre ight opera to rs , p h a s in g  in h igh-occupancy  v e h ic le  (HOV) la nes , a nd  no tes  that the id e a  of c om m u te r  rail 
shou ld  b e  c o n s id e r e d  a s  a long-term poss ib i l ity .

O u ts id e  the  G le n n  H ig hw a y  corr idor, o the r  m u l f  m o d a l p la n  r e c om m en d a t io n s  in c lu d e  d e v e lo p in g  a b ike p la n  to 
a dd re s s  the n e e d s  of b ike  c om m u te rs .  As m e n t io n e d  a b o v e ,  A n c h o ra g e  h a s  an  e x te n s iv e  re c rea t iona l trail ne twork  
that, w h i le  we l l-used , d o e s  not m e e t  the  trave l n e e d s  o f  b ike c om m u te rs .  T h e  c om m u te r  b ike  p lan  w i l l fo cus  on 
im p ro v in g  c onn ec t iv i ty  o f on-street b ic y c le  fac i l it ies . T h e  p la n  a lso  r e c o m m e n d s  a n um b e r  o f  p la n n in g  po l icy  
priorit ies for p edes t r ia n s .  In m a n y  c a s e s ,  r e c o m m e n d e d  road pro jects in the p lan  in c lu d e  im p ro v em en ts  to c om p le t e  
links for cyc l is ts  a n d  pedes t r ia ns , on  roadw ays , a nd  o n  the trail system .

T h e  im p o r ta n c e  of s n ow  r em o va l in m a in ta in in g  a cc es s ib i l i t y  to transit fac i l i t ies is em p h a s iz e d  to better s e rve  curren t 
transit r iders a n d  attr?~t n ew  riders. T h e  wintry C l ima te  is a ls o  noted as a co ns id e ra t io n  in m a n a g in g  cor- jest ion .
The  ns truct ion  s e a s o n  in A n c h o r a g e  is brief, so the s ca le  a n d  n um b e r  of cons truc t io n  p ro jec ts  u n d e iw a y  at the 
s am e  t im e  c a n  be  large . T h e  p la n  n o tes  that m o re  a ttent ion n e e d s  to be  g iv e n  to s ch ed u l in g ,  cons truct ion  z o n e  
m a n a g em e n t ,  a n d  p ub l ic  in fo rma t ion  to e a s e  construct ion-re la ted co ng e s t io n .

S in c e  th e  adop t io n  of the L R TP , A M A TS  ha s  in it ia ted a transit study that w i l l focus  o n  a h igh-perform ing transit 
corr idor. T h e  study wil l a n a ly z e  bus  d e la y s  a nd  m a k e  r e c om m en d a t io n s  for o p t im iz in g  stops a nd  pr ior it iz ing s ig n a ls  
with the  goa l o f d em ons t ra t in g  a  30-percent t im e  s a v in g s  o v e r  auto  trips o n  the  s am e  route. T h e  c o n  idor s la ted  for 
study a ls o  h a p p e n s  to b e  s la ted  for a ro adw ay  re cons truct ion  pro ject , w h ic h  shou ld  im p ro ve  the  potent ia l for 
coo rd in a t in g  a n d  im p lem e n t in g  the study f ind ings .

Lessons Learned

O n e  of th e  c om p o n e n t s  of the 2025 L R TP  p u b l ic  invo lvemen t/part ic ip a t ion  p ro c e s s  w a s  the c it izen  ro und tab le  
c om m it te e .  T h e  off ice o f the m ayo r  of A n c h o ra g e  a nd  the  A laska  D O T  & PF  a p p o in te d  o ve r  40 in d iv id u a ls  to s e rv e  
o n  the c om m it t e e .  W h i l e  h a v in g  m a n y  c it izens  in te rested  in se rv ing  o n  an adv iso ry  c om m it te e  is c o m m e n d a b le ,  
sorr e of the c om m it te e  m em b e r s  felt they had  not h ad  e q u a l  opportun ity  to spe ak  a n d  c ited the  la rge  s ize  of the 
c om m it te e  as  the  re ason . T h is  po in ts  to the im p o r ta n c e  of b a la n c in g  the n e e d  for k e ep in g  the  s ize  o f the g roup  
sm a l l e n o u g h  to a l low  a l l m e m b e r s  to f J ly  part ic ipate  yet la rge  e n o u g h  to br ing  all p e rs p e c t iv e s  to the tab le , It a lso  
h ig h l igh ts  the n e e d  to adop t  care fu l ly  structured g ro u nd  ru les for la rger g ro up s  to e n s u r e  full a nd  e qu ita b le  
part ic ipat ion .
S in c e  the  2025 L R TP  p ro c e s s ,  A M A T S  ha s  b e g u n  a sma l ler-area p'an for the M id town area o f A n c h o ra g e .  Ea r ly  in 
this p la n n in g  effort, A M A T S  c o n d u c te d  one-on-one in te rv iew s  with s takeho ld e rs  to u nd e rs ta nd  the ir p e rs p e c t iv e s  
and  g e n e ra l  att itudes. T h e s e  in te rv iew s  h a v e  p ro v ed  to b e  a n  e ffect ive way  to c om p i le  a list of c om m it te d  in d iv id u a ls  
to s e rve  o n  a n  adv iso ry  board , w ith a b a la n c e  a c ro ss  va r io u s  c on s t i tu en c ie s .  A  s im i la r  strategy m ig h t  p rove  e ffec t ive  
for c o n v e n in g  c it iz e n  c om m it t e e s  for future u p da te s  of the L R TP .

Challenges Ahead

http://www. Ill wa.dot.gov/planning/csstp/cssanch. htm 06/28/2007

http://www
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Anchorage faces a number of significant transportation challengesin the future. The ”2025 LRTP" repeatedly notes 
the pressing need to manage rising congestion levels, recommending a suite of policies and programs in addition to 
some major construction projects. Many of these programs rely on changes in individuals' travel patterns to have 
any appreciable effect. Experience has shown that changes in travel behavior, especially shifts away from single­
occupancy vehicles, are difficult to effect, and significant policy and planning coordination are required to bring them 
about. Certainly, the stddies undeway will provide AMATS with important insights into how to move plan 
recommendations for transit, bike, and pedestrian travel into implementation. Effectively managing congestion will 
also require a long-term commitment to the Anchorage 2020 comprehensive plan and to planning coordination.

The plan also faces a challenge in connection with the potential land-use changes related to the proposed Knik Arm 
Crossing, a two-mile, tolled bridge project that would directly connect Anchorage with substantial amounts of 
developable land on the north side of the Knik Arm wateway. The bridge could potentially trigger a nassive shift in 
development patterns. The project can also expect environmental and community opposition and v/i I likely require 
the formation of a public-private partnership to cover the financial costs. Without a doubt, if the Knir; Arm Crossing 
proj ct moves foward, the nexf update of the AMATS LRTP will face a very different planning context.

The increasing development and population growth in the nearby i -Su Borough and Chugiak-Eagle River areas 
present perhaps the greatest challenge to the region’s transportation system. The LRTP notes the importance of 
regional collaboration. Instituting a collaborative planning and policy relationship would be an important step toward 
improving outcomes for the transportation system and lobbying for State funding for infrastructure projects. Regional 
cooperation should shape future transportation planning in the region, whether the Mat-Su Borough establishes its 
own MPO in the future or becomes part of AMATS.

In Closing

The "Anchorge Bowl 2025 LRTP" faces considerable challenges to its full implementation and the realization of all 
of its goals. By taking a CSS approach to long-range planning, however, the plan has laid a solid foundation for 
implementation. The efforts of the public and of the AMATS staff are already being carried foward into the project 
development phase of several major projects. For example, the concepts for the Glenn-Seward Connector will play 
an important role in shaping

For More Information

• AMATS website
• The Glenn Highway Projects website
• FHWA CSS website
• AASHTO CSS website
• Online Resource Center for CSS

project outcomes that offer the most benefits possible to all stakeholder groups. More generally, the CSS-driven 
process used by AMATS during the 2025 LRTP shows a commitment to broad-based discussion of transportation 
issues in the region. Such discussion will serve the region well as it moves foward and continues to address 
complex transportation questions in the future.

< Prev | Index | Nexl >

To provide Feedback, Suggestions or Comments for this page contact Danyell Diggs at danyell diggs@dot qov.
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Planning Program m ing Project D evelopm ent

LRTP

L o n g -R a n g e  

T ra n sp o r t ia o n  P an  

10-20 y e a rs  b e fo re  p ro je c t  c o m p le t io n

TIP

T ra n sp o r ta t io n  
Im p r o v e m e n t  P ro g ra m  

3 -1 0  y ea rs  b e fo re  
p ro je c t  c o m p le t io n

Public Participation,
t ra d i t io n a l ly  a t l o w  l e v e l  

b ec au se  o f  th e  lo n g - te rm  
na tu re  o f f  d ec is io n  b e in g  
m ade .

Project 
Environmental 
Review (NEPA) 

& Design

3 -7  y ea rs  b e fo re  
p ro je c t  c o m p le t io n

4 2 5 2 ^

Project 
Construction

2 + y e a rs  b e fo re  
p ro je c t  

c o m p le t io n

Public Participation,
t ra d i t io n a l ly  at a h i g h  l e v e l  

b u t  ty p ica l ly  ton  la te  to 
m a k e  su bs tan t ia l  c h a n g e s  
to c h o ic e  o f  so lu tio n

Challenge.* How to motivate the public to be involved during the planning, 
programming and early project development phases, when they have the 
greatest opportunity to influence decisions



C h a lle n g e :  projects take a long time 
to reach construction

TYPICAL SCHEDULE FOR A FEDERAL-AID HIGHWAY PROJECT
R equ ir ing  an  Env ironm en ta l Im pact S ta tem en t

TYPICAL SCHEDULE FOR A STATE-FUNDED PROJECT

Preliminary Engineering & Environmental Studies 
Develop:

Purpose & Need

Range of Alternatives

Draft Study Report & Environmental Document

FHWA Approval / Public Hearings on DEIS

Final Study Report & Environmental Document

Preferred Alternative

Federal Approva'
Environmental Document

Develop Design 
Obtain:

Utilities 

Permits 

Right-of-Way 

Federal Approval 

Advertise 

Construction

YEAR



IDEAL

C h a lle n g e : “road hierarchy” lacking; few roads
perform many functions

Minor Arterial

Local Road

REALITY
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C h a lle n g e :  Improving existing roads that

function as collectors

Meadow Creek Drive (Eagle River) (Eagle River)



Whittier Tunnel
Project developed to blend into 
natural setting



G lenn /P a rks  In te rch a n g e

Sensitive Coho rearing habitat 
was preserved by the project

Local artist designed artwork for the 
project

Little Spring Creek -  little 
disturbance



Proposed

Glenn-Bragaw
Interchange



©
U S Department 
of Transportation

400 Seventh St., S.W. 
Washington, D.C. 20590

Federal Highway 
Administration November 1,2006

Refer lu: HIPA-20

Mr. Gordon Keith
Alaska DOT & PF, Central Region
PO Box 196900
Anchorage, AK 99519-6900

Dear Mr. Keith:

Congratulations! The Federal Highway Administration (FHWA) is pleased to inform you 
that the project you submitted for the 2006 Excellence in Highway Design Awards 
competition has won an award. The brochure identifying all of the winners within the 11 
design award categories is attached.

As with past years, award winners will be individually recognized at a later dale to be identified 
by the state DOT and local FHWA Division Office. Our- Division Office will be in contact with 
you to coordinate the detail* associated with arranging a date and time suitable to present this 
award. Plaques are being prepared and sent to our' Division Office to present to the organizations 
or individuals that were listed on the entry form. The Division Offices will receive the awards 
by tire end of the calendar year.

One of the critical challenges facing our industry is providing context sensitive highway 
solutions that improve safety, mobility, and meet our transportation needs; while at tire same 
time considering their surrounding environment and desires of local communities. The 2006 
award winners showcase outstanding design projects or initiatives providing exemplary 
examples of innovative initiatives and practices that have embraced this challenge with 
resounding success.

Thank you for participating and contributing to the success of this very important awards 
program. We look forward to your future participation in this program. For additional 
information with reference to receiving this award, please contact your Division Office.



'-•E X C E L L E N C E  IN  H I G H W A ^  
D E S IG N
B IENN IA L AW ARDS
FEDERAL H iG H W A Y  A D M IN IS TR A T.ID N  v .. .
.r 0 & O -O fa f& s t-ff ia tks

“This program is conducted 

biennially by the Federal Highway 

Administration (FHWA) to recognize 

outstanding initiatives and examples 

of innovative approaches to develop 

and design context sensitive 

highway solutions. As the demands 

on our highway system become 

increasingly complex, the need for 

innovative and context sensitive

solutions will continue to grow. CSS 

has an important role to play in 

meeting today's complex 

transportation challenges!

CSS is a collaborative 

interdisciplinary approach that 

involves all stakeholders to develop 

a transportation facility that fits its 

physical setting and preserves 

scenic, aesthetic, historic, and 

environmental resources, while 

maintaining safety arid mobility. 

Many highway agencies are 

modifying and incorporating CSS 

into how they plan for and design 

transportation projects."

- F H W A  W e b s i te  

h ttp : /A vw w .fh \va . do t .g o v /e i lu l /



C S t r e e t

Sound barrier adjacent to 
condos

Roundabout at 
O’Malley Road



1 5 th A v e n u e  (arterial)

Cordova to Orca: road widened 
from 2 to 4 lanes with separated 
pathways on both side and median 
landscaping

L Street to Cordova:
road narrowed from 4 
to 3 lanes to allow 
separated sidewalk for 
pedestrians



A  S t r e e t  a t  B e n s o n  B o u l e v a r d

Dual right turns prohibited on red to accommodate 
pedestrian crossings



5 th A v e n u e  a t  C  S t re e t
On-street parking eliminated to provide dedicated 
left turn lane to allow better visibility for 
pedestrians and drivers



H O U S E  C O M M I T T E E  R E P C  I

(7)
Date Referred to Committee: February 19, 2008

Date of Committee Action: -** /(&  J O E -_____

The TRANSPORTATION Committee considered;

HOUSE B ILL NO. 372

FURTHER REFERRALS: Finance

HB 372

HIGHWAY DESIGN FLEXIBILITY/MUNICIPALITIES

"A n Act relating to highway design flexibility and to the assumption by municipalities o f certain duties related to 
highways."

Recommends it be replaced w ith | | DCS or CS for ^  7  ̂
F o r  S e n a t e  Bills w i t h  n e w  title: /  /  T e c h n i c a l  Title / /  N e w  Title: H C R

_____________(T E A - i| '| Sam e T itle  | X l  New  Title
[ j attach amendments
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I I Letter o f Intent

Committee
Committee

of
Abbrcv
for
Depts.:ADM
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EEDDECDFG
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LAW
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DNR
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H O U S E  C O M iM I T T E E  R E P C  T

(7)
Date Referred to Committee: February 25, 2008

Date of Committee Action:

The TRANS PORI’ATIQN Committee considered:

FURTHER REFERRALS: Judiciary

I1B415

HOUSE B ILL NO. 415 USED MOTOR VEH ICLE SALES

"An Act relating to disclosures required for the sale of a used motor vehicle, including a trailer, by a motor 
vehicle dealer."

Recommends it be replaced w ith | | HCS or  | >| CS for t R -  ‘' I I S
For Senate Bills with new title : / /  Technical Title /  ]  New Title: HCR_

_____________i T K A  i
Same Title | | New Title

[ ] attach amendments
[ ] add new referral to 
[ ] Letter o f Intent____

Committee
Committee

List of 
Abbrev 
for
Depts. :
ADM
CED
COK
C R T
EED
DEC
DEC
GOV
IISS
LWF
LAW
LEG
MVA
DNR
DPS
REV
D OT
LA

NEW FISCAL NOTES
L ist by  D e p l(s ) : * F N # F isca l In d c t. Z e ro

L C k.  1 I

PREVIOUS FISCAL NOTES
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Alaska State Legislature

HOUSE TRANSPORTATION COMMITTEE
Representative Kyle Johansen, Chair

HB 415 -  Used Motor Vehicle Sales

SB 164 repeals part of the Automobile Dealer Act of 2004 and removes language that is no 
longer of any benefit to consumers, dealerships, or the state.

SB 164 repeals subsection (c) of AS 45.25.465, which requires that all used vehicles for sale by 
a dealer are posted with a notice that the vehicle:

(1) is not subject to Alaska's “lemon law"
(2) is not covered under a manufacturers warranty
(3) was not manufactured for sale in Canada or another foreign country.

While subsection (c) was enrolled with good intentions, it has since become obsolete. This 
provision was added to Alaska law in 2004 in response to an influx of Canadian vehicles that, 
while technically used, were being sold as new. The market has since corrected itself and 
vehicles manufactured for sale in Canada are no longer being sold in Alasxa as new vehicles.

The provisions of subsection (c) now provide no additional consumer protection in that:
(1) Alaska's “lemon law" applies only to new vehicles
(2) the Federal Trade Commission already requires dealers to disclose that the vehicle is 

not covered under a manufacturers warranty
(3) AS 45.25.470 already requires dealers to "disclose in writing whether a moi * vehicle 

was originally manufactured for sale in Canada or another foreign country."

One unintended consequence of subsection (c) is that it may be leaving auto dealers exposed 
to law suites that were never the intent of the Automobile Dealer Act of 2004. Not posting the 
information outlined in subsection (c) amounts to an unfair trade practice and allows for law 
suites that demand treble damages and reimbursement of full legal costs, even though 
consumers have not suffered any actual harm or damages.

While one might argue that you can never have too much consumer protection, when the state 
starts unnecessarily burdening Alaskan businesses while providing no additional consumer 
protection, it is time to reevaluate. We have reevaluated Subsection (c) and found that it no 
longer provides the consumer protections it once did and now merely places unnecessary 
requirements on auto dealers. For these reasons we urge you to support SB 164.
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CS FO R  H OU SE BILL NO. 415(TRA)

IN T H E  L E G I S L A T U R E  O F  T H E  S T A T E  O F  A L A S K A

T W E N T Y - F I F T H  L E G I S L A T U R E  - S E C O N D  S E S S IO N

BY THE HOUSE TRANSPORTATION COMMITTEE

OfTered:
Referred:

Sponsor(s): HOUSE TRANSPORTATION COMMITTEE

A BILL

FO R  AN A C T ENTITLED 

"A n Act re la tin g  to disclosures req u ired  fo r the sale of a used m otor vehicle, including a 

tra ile r, by a m otor vehicle dealer."

BE IT  EN ACTED  BY TH E LE G ISLA TU R E O F TH E STATE O F ALASKA:

* Section 1. A S  4 5 .2 5 .4 6 5 (c )  is rep e a led .

* Sec . 2. T h e  u n co d if ie d  law  o f  the  S ta te  o f  A la s k a  is a m e n d e d  b y  a d d in g  a n e w  section  to 

read:

R E T R O A C T I V E  A P P L I C A T I O N ,  (a )  T o  the  ex ten t  a l lo w e d  b y  law , a n d  excep t  as 

p ro v id e d  b y  (b )  o f  this sec t io n , sec . 1 o f  th is  A c t  app l ie s  to th e  sa le  by  a m o to r  v eh ic le  dea le r 

o f  a  u sed  m o t o r  veh ic le  o r  a c u r re n t  m o d e l  u sed  m o to r  v eh ic le  that o c c u r re d  o n  o r  after 

O c to b e r  24 , 2 0 0 4 ,  and  is r e t ro sp e c t iv e  u n d e r  A S  0 1 .1 0 .0 9 0  to that ex ten t.

(b )  R e tro a c t iv i ty  u n d e r  (a )  o f  th is  s e c t io n  d o es  n o t  a p p ly  to  the  sa le  b y  a m o to r  veh ic le  

d e a le r  o f  a u se d  m o to r  v eh ic le  o r  a c u r re n t  m o d e l  used m o to r  v eh ic le  i f  th e  sa le  is o r  has  been 

the  su b jec t  o f  a  cou r t  ac t ion , in c lu d in g  an  a p p e a l ,  based  on  A S  4 5 .2 5 .4 6 5 (c ) ,  as rep ea led  by  

sec. 1 o f  th is  A c t,  and  the  cou r t  a c t io n  is p e n d in g  on, o r  w a s  c o m p le te d  b e fo re ,  J a n u a ry  I,

-1- CS IIB 415(TRA)
New Text Underlined IDELETED TEXT BRACKETED)



II WORK

2008.

DRAFT WORK DRAFT 25-LS1546\C

(c) In th is  section ,

(1) " m o to r  v e h ic le "  has  th e  m e a n in g  g iven  in A S  4 5 .2 5 .5 9 0 ;

(2)  "m o to r  v e h ic le  d ea le r"  has  th e  m e a n in g  g iv e n  in A S  4 5 .2 5 .9 9 0 ;

(3) "sa le"  h as  th e  m e a n in g  g*ven in A S 4 5 .2 5 .9 9 0 ;

(4) "used  m o to r  veh ic le"  h as  the  m e a n in g  g iv e n  in A S  45 .2 5 .99 0 .

CSHB 415(TRA) -2-
New Text Underlined IDELETED TEXT BRACKETED]



F I S C A L  N O T E

STATE OF ALASKA
2008 LEG ISLAT IVE SESSION

Identifier (file name): ______________________________
T itle  A n  A c t re la ting  to d is c lo su re s  on u sed  m otor veh ic les.

Fiscal Note Number:
Bill Version:
() Publish Date:

Dept. Affected: 
'RDU

HB415-LAW-CIV-03-17-08
HB415

LAW
C iv il

C om ponen t C om m erc ia l & Fa ir  B u s in e ss
S p on so r
R eque ste r

T R A N S P O R T A T IO N
H O U S E  T R A N S P O R T A T IO N

Expenditures/Revenues

 C om ponen t Num ber

(Thousands of Dollars)
Note: Am oun ts  do not in c lu d e  in flation un le ss  o therw ise  noted below.

I Approp ria tion
R equ ired Information

OPERATING EXPENDITURES FY 2009 FY 2009 FY 2010 FY 2011 FY 2012 FY 2013 FY 2014
P e rso n a l S e rv ice s  
Trave l 
C on tractua l 
S u p p lie s  
Equ ipm en t 
Land  & S tructu res 
G ran ts  8 C la im s  
M is ce lla n e o u s

0.0 0.0 0.0 0.0 0.0 0.0 0.0

TOTAL OPERATING 0.0 0.0 0.0 0.0 0.0 0.0 0.0
(c a p i t a l  e x p e n d i t u r e s "

ICHANGE IN REVENUES ~  

FUND SOURCE
n

(Thou sands  o f Do lla rs)

1002 Fed e ra l R e ce ip ts
1003 G F  M atch
1004 G F
1005 G F /P rog ram  R e ce ip ts  
1037 G F /M e n ta l Hea lth  
O ther In teragency R e ce ip ts

0.0 0.0 0.0 0.0 0.0 00 0.0

TOTAL 0.0 0.0 0.0 0.0 0 0 0.0 0.0
Estimate of any current year (FY2008) cost: 

POSITIONS

0.0

Full-tim e
Part-tim e
Tem porary

ANALYSIS: (Attach a separato page it necessary)
HB 415 will repeal AS 45.25.465(c). This siatute requires motor vehicle dealers to make certain disclosures when selling 
used cars. The language in AS 45.25.465(c) was originally intended to apply only to “current model" used vehicles. In 
2006, AS 08.66.015 was amended to delete reference to “current model vehicles" so all motor vehicles are considered 
either new or used for purposes of application of Alaska’s “Lemon Law" and manufacturer warranties. Given other 
disclosure requirements already required in Alaska and federal law, the requirements of AS 45.25.465(c) are no longer 
necessary There should be no fiscal impact to the Department of Law from this bill.

R ob o r i M e in e rs , Adm in istra tive  S e rv ic e s  M anagerP rep a red  by:
D iv is ion  _________________________________

A pp roved  by: T a lis  C o lb e rq , A tto rney G e n e ra l

P h o n e  907-465-5427

Adm in istra tive  S e rv ice s  D iv is ion DaterT im e 3/17/08 8:25 A M

Date 3/17/2008
Department of Law

IROVISM 11/19/200? OMB) Page 1 of 1



AS 45.25.465. Sales o f Used M otor Vehicles; Required  
Disclosures.

(a) Before t he sale o f a used motor vehicle, a motor vehicle dealer shall.

(1) when obtaining a used motor vehicle from an individual consumer, make a 
reasonable inquiry o f the seller into the condition o f the vehicle, including the 
accident and repair history o f the vehicle: the information shall be recorded in 
writing and verified by the seller: the dealer shall provide this information to a 
prospective purchaser o f the vehicle;

(2) when a motor vehicle dealer obtains a used motor vehicle from another motor 
vehicle dealer, a wholesaler, or an auction, disclose to a prospective purchaser o f 
the vehicle that the vehicle was purchased from another dealer, a wholesaler, or 
an auction.

(b) Nothing in this section creates an express warranty by the dealer.

(c) When a motor vehicle dealer sells a used motor vehicle or a current model used motor 
vehicle, the motor vehicle dealer shall disclose to the buyer in w riting in a manner that is 
clear and conspicuous and posted in the window o f the vehicle

( 1) that the warranty provisions o f AS 45.45.300 - 45.45.360 do not apply to the 
purchase o f the motor vehicle:
(2) that, i f  applicable, the vehicle is not subject to a manufacturer's warranty; and
(3) that, i f  applicable, the vehicle was orig ina lly manufactured for sale in Canada 
or another foreign country.



A S  4 5 . 2 5 . 4 6 5  ( c )

(window disclosure)

YEAR_____________ M A K E ________________M ODEL__

YIN ____________________________ MILEAGE

NOTICE TO CONSUMER. This vehicle was previously owned Consequently, 
the provisions of AS 45.45.300 through 45.45 360 (commonly referred to as the 
Alaska “lemon iaw’*) do not apply to the purchase of this vehicle. In addition, 
fhJs vehicle □ii/Qis not subject to a manufacturer's warranty. 
This vehicle □was/Owas not manufactured for sale in Canada or 
another foreign country.
The purchase price it tor the voCucie only Pnce luted doe* TOt indude licensing fee 
(subjed (o ptete expirai.on) or finance charges. Option*! products such a* gap 
waivers and extended service centred* can be eddod for an additional charge



_____________B U Y E R S  G U I D E ________________
IMPORTANT: Spoken promisee arc difficult to enforce. Ask the dealer to put ail promises In writing. Keep 
this form.

VEHICLE MAKE MODEL YEAR VIN NUMBER

DEALER STOCK NUMBER (o p t io n a l

WARRANTIES FOFi THIS VEHICLE:

AS IS - NO WARRANTY
YOU WILL PAY ALL COSTS FOR ANY REPAIRS. The dealer assumes no responsibility for any repairs regardless of any oral statements about this vehicle.

□  WARRANTY
□ FULL □ LIMITED WARRANTY. The dealer will pay % of the labor and % of the parts for

the covered systems that fall during the warranty period. Ask the dealer for a copy of the warranty 
document for a full explanation of warranty coverage, exclusions, and the dealer's repair obligations. Under state law, “Implied warranties" may give you even more rights.

SYSTEMS COVERED: DURATION:

SERVICE CONTRACT. A service contract Is available at an extra charge on this vehicle. Ask for details as to covorage, deductible, price, and exclusions. If you buy a service contract within 90 days of the timeof sale, state law "Implied warranties" may give you additional rights.
PRE PURCHASE INSPECTION: ASK THE DEALER IF YOU MAY HAVE THIS VEHICLE INSPECTED BY YOUR MECHANIC EITHER ON OR OFF THE LOT.

• ( |«*. i • >’ l .

SEE THE BACK OF THIS FORM for Important additional Information, Including a list of some major defectsthat may occur In used motor vehicles.
DISTRIBUTED BY KAR KARE
Reorder (714) 891-1497 - Outside Ca. 1-(800) 331-4836 
F O R M  F T C H T



Frame & Body . . .Frame-cracks, corrective welds, or rusted through Dogtracke—bent or twisted frameEngineOil leakage, excluding normal seepage Cracked block or head Beits missing or inoperable Knocks or misses related to camshalt lifters and push rods Abnormal exhaust dischargeTransmission & Drive Shaft Improper fluid level or leakage, excluding normal seepageCracked or damaged case which is vlsiole Abnormal noise or vibration caused by faulty transmission or drive shaft Improper shifting or functioning in any gear Manual clutch slips or dr.tiers
DifferentialImproper fluid level or leakage, excluding normal seepageCracked or dam aged housing which Is *'‘sible Abnormal noise or vibration caused by faulty differentialCooling System Leakage including radialor Improperly functioning wator pumpElectrical System Battery leakageImproperly functioning alternator, generator, battory, or starterFuel System Visible leakageInoperable Accessories G auges or warning devices Air conditioner Heater A Defroster

Brake System Failure warning light broken Pedal not firm under pressure (DOT spec.)Not enough pedal reserve (DOT spec.)Does not stop vehicle In straight (DOT spec,)Hoses dam agedDrum or rotor too thin (Mfgr. specs)Lining or pad thickness less than 1/32 inch Power unit not operating or leaking Structural or mechanical parts dam agedSteering System Too much free play at steering wheel (DOT specs.) Free play In linkage more than 1/4 inch Steering gear binds or jams Front wheels aligned Improperly (DOT s p e c s )Power unit belts cracked or slipping Power unit fluid level ImproperSuspension System Ball joint seals dam aged Structural parts bent or damaged Stabilizer bar disconnected Spring brokenShock ab'sorber mounting loose Rubber bushings dam aged or m issh g Radius rod dam aged or missing Shock absorber leaking or functionir j  improperlyTiresTread depth less lhan 2/32 inch Sizes mismatched Visible dam ageW heelsVisible cracks, dam age or repairs Mounting bolls loose or missingExhaust System Leakage
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IMPORTANT: The Information on this form is part of any contract to buy this vehicle. Removal of this label 
before consumer purchase (except for purpose of test-driving) Is a violation of federal law (16 C.F.R. 455).

I HAVE READ AND ACKNOWLEDGED RECEIPT OF A COPY 
OF THIS BUYER’S GUIDE.



AS 45.25.470 Sales o f vehicles m anufactured for sale in 
a foreign country

Before sale, a motor vehicle dealer shall disclose in w riting whether a motor vehicle was 
orig ina lly manufactured for sale in Canada or another foreign country.


