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INTRODUCTION

The Madison Experience

he location of the Third National Community Impact Assessment Conference was in the

beautiful city of Madison, Wisconsin. The best of all worlds was to be found in

Wisconsin's vibrant capital city and picturesque surrounding towns: natural beauty and
outdoor recreation, stimulating cultural offerings, distinctive restaurants and shops, and an
irreverent spirit of fun. Built on an isthmus between lakes Monona and Mendota, Madison is
renowned for its beautiful scenery. A total of five area lakes and over 200 parks provide an
abundance of year-round outdoor activities, from hiking, biking, swimming, and sailing along
with cross-country skiing, snow sailing, and ice fishing. Urban culture, natural beauty, small
town charm—the greater Madison area offers it all! '

A progressive, cosmopolitan city of over 200,000, Madison is home to the world-class
University of Wisconsin, the seat of state government, and an eclectic, electric atmosphere that
energizes any visitor's stay. Madison offers both small town charm and a range of cultural and
recreational opportunities usually found in much larger cities. A host of picturesque
communities, many retaining their strong ethnic heritage, surrounds the city. Also the home to
the highly acclaimed University of Wisconsin-Madison, this area is bursting with exceptional
attractions for visitors of all ages—and interests." There simply could not have been a better
place for a conference that was focused on community issues.

Capital Square UW Memorial Union Terrace

fhoto by: Jennifer Camphell photo by: Archie Nicolotte

photo hy: Archle Nicolette

! Greater Madison Convention & Visitors Bureau, 615 East Washington Avenue, Madison, WI 53703,
www.visitmadison.com.



INTRODUCTION

About the Conference

BRENDA KRAGH
Chair
TRB Community Impact Assessment Joint Subcommittee

Community Impact Assessment (CIA) and Chair of the Transportation Research Board

(TRB) CIA Joint Subcommittee (JS), I want to thank the Wisconsin Department of
Transportation for hosting the Third National CIA Workshop in Madison, especially Ms. Susan
Fox in the Office of Environmental Analysis. Her tireless efforts made this conference happen—
and happen well. The workshop’s informative and varied program offered several community
partners’ perspectives. This added to an interesting, well-rounded learning experience. I would
also like to thank the many cosponsors and speakers for their part in making the workshop a
success.

The TRB CIA JS has its roots as an informal group of CIA practitioners who came
together for a common purpose in 1995. As interest grew, the group approached TRB and, in
2001, became the TRB CIA JS, under three TRB Committees and with ties to the TRB Task
Force on Environmental Justice. Our “parent” committees are A1C06, Social and Economic
Factors in Transportation; A1D04, Public Involvement in Transportation; and A1F02,
Environmental Factors in Transportation. The 30-member Core Group includes 18 state DOT
practitioners, five from FHWA, four contractors, and one each from FTA, a transit provider, and
an academic.

This was the Third National CIA Workshop, with the First in Tampa in 1998 and the
Second in San Diego in 2000. The two 2001 regional CIA workshops were in Newark, NJ, and
Raleigh, NC; two are planned for 2003—in Spokane, WA (April), and Indianapolis, IN
(September). ME DOT will host the Fourth National CIA Workshop in South Portland, ME, in
August 2004. A CIA practitioner network has been created and there is an FHWA/FL DOT CIA
website up and running (www.ciatrans.net). Technical assistance is being offered, and state
courses and information are shared across boundaries. None of this would have happened
without the enthusiastic support of the State DOTs’ management and JS Members and
contractors, FHWA “seed money,” and TRB “know-how.”

It is hoped that impacts on the human environment are given at least comparable attention
and consideration by practitioners as are afforded to the natural environment during
transportation decisionmaking. Informed decisions are generally better decisions.

The concepts of community and quality of life are not new. The transportation industry
grew quickly as a way to improve America’s quality of life. However, social change has been
slower to evolve. In 1964, Congress legislated nondiscrimination in the Civil Rights Act of
1964, specifically Title VI of that Act. Several subsequent laws contain wording similar to that
of Title VI. The good-times building boom following World War II was taking its toll on the
natural environment. In 1969, Congress enacted a law to protect the environment through
passage of the National Environmental Policy Act (NEPA). The very next year, in the 1970
Federal-aid Highway Act, Congress ensured the Federal Highway Administration (FHWA)
would consider the possible impacts from transportation decisionmaking on people and their

ﬁ s the Federal Highway Administration (FHWA) Headquarters’ technical specialist for



8 Transportation Research Circular E-054: Third National Community Impact Assessment Conference

communities by creating 23 USC 109(h). This statute was originally unique to FHWA, but was
adopted by the Federal Transit Administration through joint environmental regulations with
FHWA. It requires that a specified list of social, economic, and environmental impacts, as a
minimum, be fully considered during transportation decisionmaking. With the FHWA
Environmental Policy Statement of 1990/Intermodal Surface Transportation Efficiency Act of
1991, there was a refocusing on our cultural diversity. Practitioners were reminded to maintain
their focus on all groups making up the human environment, particularly those protected by
statute. As stewards of transportation dollars, we each need to become an advocate, a champion,
an ombudsman for these and other groups to ensure all mobility needs are addressed.

Although laws were in place in 1964, 1969, and 1970 to protect the human environment,
it was not until the 1990s, after the FHWA NEPA process had been well established, that
environmental policy began to focus more on the man-made/community aspects of the
environment under 23 U.S.C. 109(h). Since 23 U.S.C. 109(h) has no federal permitting agency
beyond FHWA and FTA, it is imperative that FHWA and its surrogates, the state DOTs, take an
active role in its implementation. In just a few years, with the help of our partners, big strides
have been made in the area of community impact assessment. The cultural and statutory
evolution, including Title VI, NEPA changes, environmental policy shifts, the planning changes
of ISTEA and TEA-21, and increased recognition of the value of public involvement have eased
the way for full consideration of impacts on the Human Environment and Community Impact
Assessment during transportation decisionmaking. However it must be understood that even
good public involvement is no substitute for a good assessment of community impacts. CIA
looks at a community as a whole entity, from many perspectives. To read NEPA and the 23
USC 109(h) requirements is to understand this holistic approach—community cohesion, public
facilities, the built environment, tax base impacts, and so on. Communities need regular
oversight and care to recognize how change, whether evolutionary or induced, affects the whole
community. Community concerns must be taken into account throughout the transportation
decisionmaking process, beginning early in planning and continuing through project
development, implementation, operation, and maintenance.

In summary, the Community Impact Assessment movement is about making better
transportation decisions. These decisions should strive to improve the quality of life for all
persons in our society. The Joint CIA Subcommittee has taken the charge to advance the state of
the art practice in CIA. We welcome all those interested in working with us to meet this charge.
Together we will meet transportation needs in a way that honors community values.

WHAT IS COMMUNITY IMPACT ASSESSMENT?

Community Impact Assessment, or CIA, is an iterative process of understanding potential
impacts of proposed transportation activities on affected communities and their sub-populations
throughout transportation decisionmaking (see Community Impact Assessment website,
www.cia.trans.net). Assessments should focus on issues that affect the community and the
quality of life of its people. Issues of usual concern include safety; mobility/access; community
cohesion; displacement of people, businesses, and farms; adverse employment effects; tax and
property value losses; noise; access to public facilities and services; aesthetic values; destruction
or disruption of man-made and natural resources; disruption of desirable community growth;
nondiscrimination; and other community issues. As mitigation is proposed, anticipated impacts
of that mitigation on the community and its sub-populations must also be considered.



About the Conference

Important components of CIA include:

A holistic process in a dynamic setting;

Public involvement is essential throughout the process;
Define the project area and area of impact;

Develop a community profile;

Analyze impacts;

Identify solutions; and

Document the process, findings, and commitments.

Transportation planners must consider both the benefits and burdens of their decisions.
Detailed documentation of activities, data, findings, decisions, and commitments is critical for
continuity.

WHY IS CIA IMPORTANT?
Transportation actions require resources (time, staff, money, etc.), and can have significant
immediate as well as long-term economic and social consequences on communities. These
consequences can either be positive or negative. Communities who must live with the results of
transportation decisions should be told how such decisions will likely affect them. These
decisions should be available before decisions are implemented, when changes are easier to
make. Public involvement is an essential tool for revealing potential impacts and community
concerns. Known concerns can be addressed early to minimize delay and unexpected outcomes.
Government agencies must work closely with communities in order to maintain or
improve our quality of life. Activities to help achieve these goals include:

e Use collaborative problem solving;

e Promote openness and inclusiveness in transportation decisionmaking;

e Keep public informed throughout transportation decisionmaking with periodic
“status” updates, especially when active involvement is at an ebb;

e Build working relationships with local agency staff and the public;

e Use local contacts and community leaders to help identify and verify the likely
community issues and concerns; and

e Establish a commitment compliance process that tracks commitments until
successfully implemented.

The goal of the transportation professional is to help meet the access
and mobility needs of all people through system planning; program and
project planning, funding, development, and implementation; and
operation and maintenance. The community impact assessment (CIA)
process shows transportation professionals how to reach this goal with
community support. It encourages understanding community issues,
concerns, wants, and needs, and taking them into consideration
throughout transportation planning, program and project development,
and program and planning implementation and maintenance. A key tool
in this process, throughout transportation decisionmaking, is effective
public involvement.
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DAY 1

Welcome and Opening Remarks

SUE BAUMAN
Mayor of Madison, Wisconsin

Tom CARLSEN
Acting Secretary
Wisconsin Department of Transportation

“Madison thrives on community involvement.” She continued by expressing that
everybody can and should express their opinions and that, in fact, this process creates
better projects.

Acting Secretary Carlsen welcomed everyone to Wisconsin. He remarked jokingly on
the acronym for Community Impact Assessment (CIA). He compared the Central Intelligence
Agency (CIA) to the Community Impact Assessment process by saying that both gather
information and apply critical thinking and evaluation. However, rather than the covert methods
used by the Central Intelligence Agency he suggested that Community Impact Assessment was
meant to be an overt mission which actively seeks out participation from communities. He used a
controversial interchange project in the Madison area as an example of seeking involvement to
create the best overall project possible.

Mayor Bauman provided an introduction to the city of Madison. She remarked that

11



DAY 1 GENERAL SESSION

Addressing Change

WHAT MAKES A HEALTHY COMMUNITY?
LLOYD J. THOMAS
HMC’
n order to give the audience a sense of his message, Mr. Thomas used a change simulation
Imodel by asking everyone to move from their seats to the place in the room that represents
their geographic home within the country, that being north, south, east, or west. Some
people moved but most hesitated to change their location. Mr. Thomas used this as an example
to reveal how difficult it is for people to change their location let alone their mindset. He further
related this to the difficulties associated with institutional change.

The ideas of institutional, corporate, and citizen fidelity are explored as part of Mr.
Thomas’s message. The primary ideas focused on the roles and responsibilities of institutions.
He asked the question, “Is the relationship fiduciary or does the relationship benefit just one
party?” Institutional and corporate trust has been compromised, according to Mr. Thomas.
Examples of Enron followed by Arthur Anderson, WorldCom, and United Airlines were sighted
as examples of greed and mistrust. Balancing the needs of institutions and citizens is of
paramount importance. Due to historical evidence of institutional abuse of communities,
particularly those communities most challenged by misfortune, trust has been compromised, and
this negatively affects communities’ prosperity. Until a reciprocal trusting relationship is
developed and nurtured, citizens will continue to be disenfranchised from decisionmaking
processes.

Click here for PowerPoint presentation by Mr. Thomas.

WHAT IS SOCIAL INFRASTRUCTURE?

BYRON ROBERTSON

Innovative ldeas Consulting

The Proverbial Paradigm for Social Infrastructure is an assessment tool that helps organizations,
such as the Departments of Transportation (DOTs), to develop a more comprehensive
assessment of a given community for the purposes of environmental impact studies and
accompanying reports that try to determine the impact of road and transportation infrastructure
on a given community. The assumptions of the proverbial paradigm of social infrastructure
include the following:

1. The assessment tool is developed and based upon Judeo-Christian ethics with broad-
based implications for organizations concerned about assessing and developing healthy
communities.

2. It challenges the current compartmentalized paradigm for assessing and engaging
communities while offering a holistic approach that provides long-term solutions.

3. This model is a tool that will help organizations such as DOTs accomplish their
mandate while at the same time be a facilitator of developing healthy communities along with
local, city, county, and state organizations.

12



Addressing Change 13

Seven Layers

Financial

Spiritual

Educational

Social

Political

Housing

Health and Environment

# {

The proverbial paradigm for social infrastructure has seven pillars to support healthy
communities. They are each described below.

NP> =

o The financial layer is important as it represents the financial investment in the
community. A healthy community must have money to exist. Questions to ask include: Are
there banks? Are there living-wage jobs? Are there investment organizations or mortgage
companies? Are there people educated in how to manage and invest their financial resources?

e The spiritual layer is important because it provides moral and ethical foundations for
any healthy community. This is the basis for respect and value. Most of our laws have their
basis in the Judeo-Christian ethos. Laws provide the basis for order, equity, and prosperity.
Questions to ask include: Are there places of worship within the community? Is there a
diversity of religious institutions that meet the needs of residents? Do the current changes in
roads and infrastructure make it feasible for religious institutions to grow to meet the needs of
the community?

e The educational layer is important as a non-negotiable investment that supports
healthy communities. Education is a crucial structural layer and can be an indicator of
employment, criminal activity, rental/ownership, and welfare/poverty rates. The questions to be
asked include: Are there quality educational opportunities for children, adults, senior citizens,
and infants? Is this education accessible to residents from a fiscal standpoint?

e The social layer is important because it provides positive outlets for people to interact
and communicate. This has a catalytic effect in developing vibrant communities. The questions
to ask include: What are the structural elements for social interactions? Are there places for
adults, youth, and seniors? It is important to realize that DOTs have opportunities to structure
their roads in such a way that movie theaters, senior centers, and multi-recreational buildings can
be established.

¢ The political layer is important because it allows a community to be active
participants in the political process and, thus, be a co-determinate of their communal destiny.
The questions to be asked include: What political infrastructure is in place that gives residents
political voice? Is there a place for town-hall meetings? Are the people educated about the
political process? Do the people have the time (due to economic or job constraints) to engage in
the political process?

¢ The housing layer is important because housing provides the physical structure
needed to engage all the other structural pillars. The questions to ask include: Is there adequate
housing for residents within a given community? Is the housing diverse (apartments and single-
family homes) and of quality construction? Is the cost of housing in line with the economic
status, i.e., the employment rate of people in the community?
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e The health and environment layer is important because it represents the heartbeat of
the next generation. The questions to ask include: Are there adequate clinics that serve the
different residents within a community? Are there any environmental toxins that are or will be
affecting the community because of road or transportation infrastructure changes? Are there
places for exercise and healthy interaction with nature?

Mr. Robertson emphasized the need to use the pillars as a guide to assess the
community’s health just as a doctor would assess a patient’s health before determining if surgery
was a possible alternative. Infrastructure decisions affect the health of communities—and those
communities most stressed are affected the most by these decisions.

HOW CAN WE INTEGRATE THIS CONCEPT AND KNOWLEDGE INTO OUR
TRANSPORTATION DECISION MAKING?

David Arnold

Arnold and Associates Consulting

Mr. Arnold’s approach to community issues relates to understanding the money implications of
our decisionmaking approach. The theme of his presentation was “Can we afford to do business
as usual?” He reviewed the business basics of how we make money. To accurately calculate the
Post-Cost Earnings (PCE) one must know the Total Cost of Business (TCB) plus the Daily
Operation Cost (DOC). Many businesses work mistakenly from the Pre-Cost Earnings rather
than calculate the TCB and DOC. This leads to erroneous decisions.

Mr. Arnold describes the endeavor of buying a product for $100 and then selling for three
times that value. He asks, “What are real costs like base of operations, product delivery,
distribution cost, and so forth?” He reviews types of daily operational costs like
communications, supplies, debt, etc. He further expands this simple example to determining the
costs of relocating people, specifically economically and educationally (E/E) challenged persons,
from their community. The costs include such things as human resources, societal safety, and
real expenditure of capital. He asks, “Does the money made in displacing E/E persons equal a
post cost earning (PCE)?” He argues that if one considers the cost of social elements like an
unstable home (lowered learning achievements), absent parents (early pregnancies and higher
predisposition to crime), low education (less earning potential), less earnings (greater tax burden
on others), and perpetual E/E persons (continued reduction in PCE), there will not be a post cost
earning. On the contrary, this situation will end up digging a deeper hole for societal debt.

Mr. Arnold encourages the practitioner to ask the following questions before proceeding
with a project:

What will be the focus of your environmental study and why?

How will you gather, interpret, and analyze your data for the environmental study?
What are the comparative goals of the environmental study and project?

Does your environmental study provide the foundation for a Neighborhood Phase-In

Plan?

e Does your Neighborhood Plan coordinate with reversing E/E cost or does it simply
alienate through citizen relocation?

e Does your Neighborhood Plan coordinate with the environmental study focus and
community needs analysis?



Addressing Change

The School for Life (SFL) is a community revitalization product and service that can
facilitate community renewal and redevelopment. It can be reduplicated in different local,
county, state, and federal locales. It can address the community infrastructure outlined in the
Proverbial Paradigm for Social Infrastructure. At the end of the day, the idea is to reduce the
daily operating cost and the total cost of business.

(Left to right) David Arnold,
Byron Robertson, and
Lloyd Thomas

15



DAY 1 SESSION 1 INTERACTIVE EXERCISE

Conference Participants Profile

LOUISE SMART
Partner
CDR Associates

Participants came from local, state, federal and nonprofit agencies. There were almost 40

private consultants that attended the conference. The group of participants was from
varied disciplines including engineering, land-use planning, community planning, academia,
civil rights, etc. Levels of experience working with CIA covered the full spectrum from very

experienced to no experience at all.
Ms. Smart also challenged the participants to “inform, interact, and innovate.”

F I \wenty-nine states in addition to two African countries were represented at the conference.

16



DAY 1 SESSION 2

Overview of CIA—A Primer
How Do Environmental Justice and Public Involvement Fit into CIA?

MARY MCDONOUGH-BRAGG
Planning and Environment Team
FHWA Midwestern Resource Center
s. McDonough-Bragg began by giving her philosophy on getting things accomplished
Mby generating ideas first; then thinking about those ideas; next, moving to action; and,
finally, getting results. She believes the conference is about inspiring these new ideas
so that we can eventually see results in the transportation industry.

Between 1970 and 1994 many statutes, regulations, and policies focused on the
environment. Even before that, in 1964, Title VI of the Civil Rights Act was passed by
Congress, stating that, “No person in the United States shall, on the basis of race, color, or
national origin, be excluded from participation in, be denied the benefits of, or be subjected to
discrimination under any program or activity receiving Federal financial assistance.” The
National Environmental Policy Act of 1969 (NEPA) stated the following objectives: “...Assure
for all Americans safe, healthful, productive, and aesthetically and culturally pleasing
surroundings...Maintain...an environment which supports diversity, and variety of individual
choice...achieve a balance...which will permit high standards of living and a wide sharing of
life’s amenities.” Although many agencies have carried out these objectives with a slant toward
the natural environment, the statutes and regulations themselves clearly state that both natural
and human environment issues are to be considered equally. The Federal-Aid Highway Act of
1970 states that the following issues must be taken into account as part of decisionmaking:

Community cohesion.

Availability of public facilities and services.

Adverse employment effects.

Tax and property value losses.

Injurious displacement of people, businesses, and farms.
Disruption of desirable community and regional growth.

Oftentimes, practitioners think that the project development process is the only place for
community issues to be evaluated; however, planning decisions have far-reaching effects on
communities and their quality of life. Consequently, planning regulations do require that social
and economic issues be evaluated during transportation plan update. During planning and project
development, we must not only look at the benefits of our actions but also the burdens. Most
practitioners understand the benefits of transportation but often fall short of examining the
burdens of their decisions, including such things as:

e Destruction or disruption of community cohesion or a community’s economic vitality.

e Adverse employment effects.
e Displacement.

17
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e Isolation, exclusion, or separation of minority or low-income individuals within a
given community or from the broader community.

Environmental justice refers to a philosophy that ensures the full and fair participation of
minority and low-income persons in the decisionmaking process. In 1994, Executive Order
12898 was signed, which required agencies to identify and address disproportionately high and
adverse effects of their programs, policies, or activities upon minority and low-income
populations. This was simply a re-emphasis of laws already on the books.

Many statutes (NEPA, ISTEA of 1991, TEA-21, etc.) require public involvement as a
fundamental component of the decisionmaking process. Public involvement is a tool to be used
to make better decisions; gain data and information not available elsewhere; understand and
respond to the needs, values, and concerns of the public; inform the public of plans, activities,
and decisions; and encourage public understanding. Public involvement is a means to an end,
not an end in itself.

Good public involvement requires practitioners to:

Develop a public involvement process.

Use techniques that respond to the needs of different populations.

Identify potential barriers to participation.

Develop partnerships.

Evaluate the process, the plan (strategy), and the techniques (measure effectiveness).

Community Impact Assessment is a process that includes the philosophical approach of
environmental justice and uses public involvement to ensure understanding of community issues
and encourage consensus building. Successful CIA requires proper outreach (going where the
people are). It is important to have the proper staff conduct public involvement and CIA
activities. CIA should be used continuously throughout project planning and development. The
process will mold the project and document the social environment of the area with and without
the action.

Several good examples were cited that have used successful CIA techniques during
planning and/or project development. These include the Mid-Ohio Regional Planning
Commission’s identification of community issues during the transportation plan update process;
an Oak Park, Michigan, interstate project that mitigated impacts to a cohesive Orthodox Jewish
community; a Durham, North Carolina, project that used partnering efforts with federal, state,
and local agencies to rebuild a cohesive African-American community threatened by a freeway
project; and a San Diego project that incorporated local artisan work to recognize the cultural
value of a community.

In summary, CIA belongs to everyone in transportation decisionmaking from planning
through maintenance. You can get others involved in CIA activities by helping them become
more knowledgeable about the process. Explain to others how they can contribute to the efforts
in which you need their involvement and sell them on the benefits.

Click here for PowerPoint presentation by Ms. McDonough-Bragg.
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LEIGH B. LANE

Environmental Planning Consultant

Community Impact Assessment is a process for better decisions. It is a process used to evaluate
the effects of a transportation action on a community and its quality of life. Quality of life is best
explained by thinking of community as three separate spheres; economy, environment, and
society. Economic indicators include median income, unemployment rate, job growth rate, gross
regional product, hours of paid work at the living wage (defined by the Economic Policy Institute
as $30,000 per family of four), etc. Social indicators include percentage of registered voters,
infant mortality rate, students trained for local jobs, percent covered by health insurance, etc.
Environmental indicators include ambient air quality, water quality, open space per capita, use of
toxic materials in economy, vehicle miles traveled, etc. The interception of these three spheres
represents quality of life. To view one as separate without consideration of the others reveals an
incomplete picture and, therefore, contributes to flawed decisionmaking.

Developing crosscutting measures can assist practitioners in seeing the interception more
clearly. Traditional measures of “effective” included such things as capacity of transportation
facilities, mean commute time, and waiting time at major intersections. New crosscutting
measures include new housing units or businesses within 5 minutes of public transit; percent of
population able to walk or bike to work, school, and shopping; percentage of land allocated to
automobile use and storage. The idea is to view community holistically. This is the fundamental
principal behind CIA. The goals of CIA are to improve quality of life, promote responsive
decisionmaking, improve coordination, and ensure nondiscrimination.

The CIA process components include:

Define the project and study area.
Develop a community profile.
Analyze impacts.

Identify solutions.

Use public involvement.
Document findings.

The process is iterative: in each step new information may be presented which requires
the practitioner to revisit the process components.

Planning and project development decisions require the practitioner to consider many
factors including safety, state and local laws, streams, wetlands, endangered species, air quality,

Community as Three Interconnected
Spheres

 Environment Economy I"|

Source: Hart (1999)
Community and Quality of Life (NRC)
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cultural resources, civil rights, public involvement, community impacts, indirect and cumulative
impacts, and so on. These factors must be balanced in the decisionmaking process, which
requires one to understand social and economic impacts as well as natural environment impacts.
Another important aspect of CIA 1is that it spans across the artificial information silos we have
created in the transportation industry. Every decision throughout transportation, from planning
to maintenance, has effects on communities. It is important for us to identify these impacts so
that we can avoid, minimize, or mitigate negative effects.
Although many may think the CIA process is something completely new, it is not. As

Mary McDonough-Bragg has told you, the laws have been in place to support CIA for years.
Our job as practitioners is to understand and enforce these laws for the benefit of better
decisions. CIA is very complimentary to the FHWA’s Streamlining and Smart Growth
Initiatives. In addition, the principles of Context Sensitive Design also reflect the CIA process.
These principles are as follows: emphasize stakeholders’ expectations; design and build with
minimal disruption to the community; and create a project that adds lasting value to the
community. In the end, it does not matter what term you use to describe the process—basically,
it is just good planning, which leads to better decisions.

In closing, I wish to read from Community Impact Assessment: A Quick Reference for
Transportation:

Throughout project development decisionmaking activities and until construction, the
community impact analyst assures that consequences to the social fabric of an area are
give consideration with other environmental impacts. The analyst plays a vital role in the
project development team as a vigorous advocate for community values.

Click here for PowerPoint presentation by Mr. Lane.

LEROY ERWIN

Environmental Management Olffice

Florida Department of Transportation

A task team was established in August 15, 1996, and produced a final report on May 30, 1997.
The purpose of the task team was to review how FDOT considers socioeconomic, public
involvement, relocation, community impact, and civil rights issues (environmental justice) in all
phases. The charge was to make recommendations for improving and enhancing programs,
processes, procedures, and practices, if needed.

The methodology used included a review of existing laws, rules, regulations, policy
papers, guidance, procedures, FDOT operating manual, executive orders, etc. Five meetings
were professionally facilitated. The strategy was to subdivide the CIA Team into four subteams
with assigned readings. These subteams identified explicit and implied requirements and
provided an opinion of how these requirements should be interpreted from the Department's
perspective. The team provided opinions on how the Department was meeting the intent of these
laws, rules, regulations, etc.

The findings of the CIA team were:
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e Nothing new was being proposed by Executive Order 12898 on Environmental
Justice. Existing federal regulations, guidance, and civil rights legislation amply cover the
discriminatory and disproportionate impact concerns.

e FDOT was doing a fairly good job in addressing many of these issues. This
reaffirmed many FDOT processes. It was determined that social and community issues need to
be given the same level of consideration as natural or physical issues, with greater emphasis on
understanding of community issues and problemsolving. It was recommended that greater
emphasis be put on inclusion and decisionmaking.

e The CIA team recommended that FDOT programs and processes should be more
open, proactive, positive (non-bureaucratic), and inclusive.

Florida defines community impact assessment as:

e Promoting openness and inclusiveness in decisionmaking.

e Promoting collaborative problemsolving and decisionmaking.

e Promoting a comprehensive and balanced approach to problemsolving that gives full
consideration in decisionmaking to addressing community issues.

e Establishing a Commitment Compliance Program for community issues.

e Establishing a public involvement program that is continuous from the MPO phase
through maintenance.

e Promoting partnering with local governments and MPOs.
A strong training program was recommended to:

e Establish a broad curriculum of training courses which are available to in-house
personnel involved in local-government coordination, public involvement, community impact
assessment, and related subject areas.

e Establish community outreach programs.

e Establish a community impact research program.

It was noted that to succeed, CIA must link three critical processes:

e Local-Government Comprehensive Plan Process.
e Urban Transportation Planning Process (MPO).
e NEPA Process (Project Development and Engineering).

Current efforts under way include:

1. FDOT-Sponsored Research into the CIA Methodologies [Center for Urban
Transportation Research (CUTR)] Handbook.

2. CIA Training Course (also from CUTR).

3. Hired Consultant to help identify how CIA is to improve the CIA Program.
Consultant responsible for helping answer the following questions:

- What is the purpose of CIA?
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- Why should we do CIA?
- How do we identify community values?

CIA Program opportunities include:

e Early and continuous working with communities.
e Link three (3) planning processes/community values/decisionmaking/documentation.
e Collaborative problemsolving and partnering.

Florida is pursuing the Efficient Transportation Decisionmaking Process (ETDMP),
which will incorporate CIA concepts and strategies in the identification of socio-cultural effects.

Click here for PowerPoint presentation by Mr. Erwin.
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An Overview of “Smart Growth” Planning
Wisconsin’s Comprehensive Planning Law

KASSANDRA WALBRUN
Wisconsin Department of Transportation

isconsin passed major revisions to its planning laws in October 1999 along with a
number of other provisions. This body of legislation is commonly called Wisconsin’s

Smart Growth Legislation. The legislation evolved from a coalition of groups
including those representing the environment, builders/realtors, municipal associations, and
others that have historically disagreed on planning related issues. The legislation includes five
major components. The most significant change includes new local comprehensive planning
laws. A new grant program was also funded for developing these plans under the new laws. In
addition, requirements for cities and villages over 12,500 in population to adopt a traditional
neighborhood design ordinance were included. A “smart growth dividend aid program” proposal
was also introduced to encourage affordable housing; however, the program has never been
developed or funded. State agencies are encouraged also in statutes to balance agency missions
and activities with planning goals for local governments.

The comprehensive planning statutes created as part of the 1999 legislation require that
by the year 2010, all local governments in Wisconsin will need to formulate its land-use
decisions based on its adopted comprehensive plan. The comprehensive planning statutes (s.
66.1001, Wis. Stats.) define a comprehensive plan; outline the requirements for its content
consisting of nine elements, which include a transportation element; and include plan-adoption
procedures and public participation requirements. The Wisconsin Department of Transportation
is encouraging its staff, especially in district offices, to coordinate with communities as they
engage in their comprehensive planning efforts. By improving the level of staff participation,
cooperation, and coordination, the state can share with communities the state transportation
issues, needs, and projects and learn from communities about their long-range community vision
and goals, transportation needs, and concerns as well as community character issues.

Getting “ahead of the curve” by coordinating and fostering cooperative efforts, especially
by understanding community issues before a transportation project is proposed, will improve
WSDOT’s ability to meet the needs of all Wisconsin citizens, communities, businesses, and the
traveling public.

Statutes and other resource information can be found by visiting the Wisconsin
Department of Administration, Office of Land Information Services at:
http://www.doa.State.wi.us/olis/compplanning.asp.

The Wisconsin Department of Transportation developed a guidebook to assist local
governments as they prepare local plans. It can be found at:
http://www.dot.State.wi.us/dtim/bop/pdf/transportation-guide.pdyf.
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DAY 1 LUNCH PROGRAM

Menominee—Potawatomi Traditional Dancer

ART SHEGONEE
Bayview Foundation, Inc.

When I was first made aware of the thousands of Native American human remains
housed in the Smithsonian Institution and other great museums and scientific institutions,
I was shocked and appalled. I questioned whether the human remains of Germans, of
Japanese, of the English, the French, or the Spanish would be treated in the same
manner. The answer was a resounding and certain ‘NO’, replied Senator Daniel K.
Inouye, Chairman, Committee on Indian Affairs, United States Senate.

—Submitted by David “Nahwahqua” Grignon, Director of Historic Preservation’

to the outskirts of the Potawatomi tribal estate. It was during the Removal Period of the

1830s that the Mission Band (today known as the Citizen Band) of Potawatomi was
forced to leave their homelands in the Wabash River Valley of Indiana. From Indiana, the
Mission Band was forced to march across four states (over 660 miles) to a new reserve in
Kansas. Of the 850 Potawatomi people forced to move, more than 40 died along the way. The
event is known in Potawatomi history as the “Potawatomi Trail of Death (September-November

1838).”

B y 1800, tribal villages were displaced by white settlements and pushed farther and farther

Mr. Shegonee talked about the American Indian Culture. Above are
pictures of Mr. Shegonee in full regalia as he dances. He also drafts
others to dance with him.

? College of the Menominee Nation website, http://www.menominee.nsn.us/index.htm.
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Between 1838 and 1861, the Mission Potawatomi lived on a small reserve with the
Prairie Potawatomi in Kansas. The Prairie Potawatomi had ventured west onto the Great Plains
at a much earlier period than the Mission Band, interacted with the Sioux, and adapted different
lifeways. Both cultural groups exhibited very different ceremonial and subsistence strategies, yet
were forced to share the land. Seeking a better opportunity for its people, the Mission
Potawatomi leaders chose to take small farms rather than live together with the Prairie
Potawatomi. Shortly thereafter, and not fully understanding the tax system, most of the new
individual allotments of land passed out of Mission Band ownership and into that of white
settlers and traders. In 1867, Mission Potawatomi members signed a treaty selling their Kansas
lands in order to purchase lands in Indian Territory with the proceeds. To reinforce the new land
purchase and learning from their Kansas experience, tribal members took U.S. citizenship. From
that time on, they became know[n] as the “Citizen Potawatomi.”

Jack Wooldridge, from “Fallen Warriors” series
(please visit website for more information: http://www.cruzio.com/~nikan/index24.htm)

3 Citizen Potawatomi Nation website, http://www.potawatomi.org/.




DAY 1 GENERAL SESSION

Community Impact Assessment and

Context-Sensitive Designs and Solutions
How Are They Connected?

THE MARQUETTE INTERCHANGE PROJECT, MILWAUKEE, WISCONSIN

Tom KINDSCHI

HNTB

F I Yhe Marquette Interchange Project in Milwaukee is a real example of integrating the CIA
process and Context-Sensitive Design (CSD). This is a very complex project that began
in 1992 with the Lake Parkway project in Milwaukee and St. Francis. The Marquette

Interchange Project includes over eight miles of roadway and carries 300,000 cars a day. The

original interchange was constructed from 1965 to 1968. The interchange was deteriorating from

a structural and capacity standpoint.

Context design solutions were important to the project’s success because of the need to
address neighborhood access issues, and concerns of aesthetics when traveling through the
corridor, integrate aesthetics into neighborhoods, define individuality of the communities, and
mitigate impacts from the project. In order to appropriately incorporate CSD into the process,
primary players were identified by Wisconsin DOT and FHWA. A Technical Advisory
Committee was established to handle maintenance, constructability, and safety issues. A Central
Advisory Committee was established to examine elements that could help unify rather than
divide neighborhoods on either side of the interchange; address the “scary, dirty, dark and
isolated” pockets under the interchange that give the impression the area is unsafe; examine use
of natural landscaping for underutilized and inaccessible spaces; address how the view and vistas
toward and away from, and underneath, the freeway should be considered; and examine visual
clutter on the freeway. A Central Neighborhood Committee was created to address community
connectivity, landscape/streetscape gateways, bridge elements (architectural character),
roadway/pedestrian lighting, development and maintenance of parking, traffic calming measures
for pedestrians and bicyclists, and noise issues. Finally, the North Leg Neighborhood Committee
was formed to address top issues including incorporating streetscape elements and art to honor
the area’s identity and history; make Walnut Street Bridge more pedestrian-friendly with traffic
calming techniques and lighting that announces the path to the neighboring park; promote [-43 at
Fond du Lac Avenue as a major gateway that will serve as the cultural, artistic, and
entertainment hub for the community; and establish connectivity to the downtown area.

The CSD process required consideration of four major areas, including access issues;
aesthetic and land-use considerations; neighborhood and technical considerations; and, finally,
cost considerations and final design. Public meetings were used to explore various access and
alignment options. Visual preference surveys were used to evaluate lighting, landscaping,
signage, public art, bridge character, walls, structure elements, and facade finishing details.
Early workshops helped educate the public about structure design terms, like parapets, columns,
piers, abutments, etc. Photo renderings showing before and after pictures were used to help in
decisionmaking efforts. Design workshops were held with the Technical, Advisory and
Neighborhood Committees to evaluate preliminary designs. Renderings were used extensively
to assist participants in choosing alternatives. The CSD process has been iterative as final cost
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estimating and final design have introduced new challenges for consideration. The project will
be built in phases with all sectionss under construction by 2007.

In summary, the CSD approach for the Marquette Interchange Project has resulted in a
project that defined an image unique to the community, celebrated distinct neighborhoods, and
reduced the barriers for pedestrians and cyclists created by the original construction.

Click here for PowerPoint presentation by Mr. Kindschi.

NEW JERSEY DOT’S APPROACH
GARY TOTH
Project Planning and Development
New Jersey Department of Transportation
New Jersey Department of Transportation (NJDOT) has approached Community Impact
Assessment through a Context-Sensitive Design approach. NJDOT decided to follow the
“Florida model” of introspective evaluation (What were we doing well? Where did we need to
do better?). Early conclusions pointed to the development of a formal policy to set a vision that
changed the mindset of staff. NJDOT needed better and earlier community involvement to
improve the planning and project development process. The evaluation revealed a need to re-
train the staff for new era problems (every road does not have to be designed to Interstate
standards). The three critical steps identified to institute this changed included establishing a
policy; following up the policy with training; and, finally, instituting a new process.

NIDOT Policy on CSD was adopted in November of 2001 and reads as follows:

The New Jersey Department of Transportation hereby makes it policy that all future
NJDOT projects will adhere to a philosophy of Context-Sensitive Design (CSD).

Broadly speaking, it is now NJDOT policy to conceive, scope, design, and build projects
that incorporate design standards, safety measures, environmental stewardship, aesthetics,
and community sensitive planning and design. In doing so, the NJDOT will consider the
needs of all road users including pedestrians, bicyclists, and neighbors—such as residents
and businesses—as well as drivers. Transportation both shapes the growth of our
communities, and affects the quality of life statewide, so all future NJDOT projects will
strive to improve the overall quality of life in our state; mobility and safety is just part of
that picture.
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The next step was the training initiative. NJDOT goals included training DOT staff,
county and municipal staff, elected officials, NJ Transit, consultants, other agencies, and the
public. A team that consisted of Rutgers Transportation Policy Institute, Project for Public
Spaces, and Oldham Historic Properties was deployed to develop training materials and provide
instruction. The content of the training included the following:

Culture change.

Gaining community trust.

Heighten public sensitivity.

Public meeting techniques and preparation.
Stakeholder identification and retention techniques.
Listening skills and facilitation skills.
Encouraging public participation.

Conlflict resolution.

Responding to the media and public feedback.
Public information versus public involvement.
Negotiating skills.

Flexibility in design vis-a-vis threat of liability.

Process changes were the next challenge in the CSD philosophy shift. Defining context
before designing a project is the logical sequence. This context must embrace proactive
approaches that include flexible designs. Context is defined by its components (community,
environment, and transportation). The transportation context is the first question that must be
answered by the DOT. For example, if a roadway has a high accident history, then safety may
weigh heavier in decisionmaking than community issues. However, if the road is used primarily
by shoppers, then community issues—including parking, streetscape, and access—may outweigh
the need for more capacity. Capacity does not just imply space for cars but should consider
space for people, houses, trees, etc.

The environmental context consists of the natural and the human environment. Human
environment features include cultural resources, noise receptors, farmland, parks, and scenic
resources. The natural environment—representing ecology, wetlands, and wildlife—seems to be
well understood by transportation practitioners as it has received premier attention in
decisionmaking. Community context is part of the human environment. Developing a
community profile requires asking questions like: Where are the neighborhoods? How do people
get around? Are there children, elderly, disabled, low-income, or transit-dependent persons in the
community? Is there access to the downtown? What is the community’s vision for itself? We
should talk to the people who live and work in the community. They know the area better than
we ever could!
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Simply following the design standards without thinking about the context, costs, and
needs is not good design. Wider and straighter does not automatically mean safer, particularly
when one considers pedestrians. Neither does CSD equate with unsafe design. NJDOT’s
emerging new design philosophy embraces “Proactive Roadway Design.” Proactive Roadway
Design means considering the needs of all road users including pedestrians, bicyclists, residents,
and businesses, as well as drivers. The designer must decide on a target operating speed for a
roadway which is consistent with the local context. The designer may consider introducing
physical elements below 35 mph if compelling needs exist such as pedestrian safety, downtown
vitality, etc. NJDOT has several examples where this approach has been applied during the
design phase.

Liability is a hot topic when discussing CSD approaches. Designers are probably not
going to be liable if reasonable decisions were made by reasonable people who gave
consideration to social, economic, and environmental impacts together with safe and efficient
traffic operations. The legal reality is that engineers are allowed to, and, in fact, are expected to
exercise discretion when balancing competing interests. It is a myth that if your design literally
follows the AASHTO Green Book, no legal liability will follow. Following the “book” without
thinking can also get you into trouble. In Seattle, claims paid for traffic calming are very low in
comparison to those paid for potholes.

In closing, the desired result involves recognizing and balancing the interdependencies of
economic, environmental, transportation, and human factors. In short, NJDOT is striving for a
process that agrees on the problem, establishes the context, listens to the people, and provides a
flexible response to finally produce excellent solutions. CIA and CSD are closely connected,
like “two peas in a pod.” CSD is essentially CIA with a more conscious focus on the natural
environment and a more formally defined discussion of how design fits in with context.

Click here for PowerPoint presentation by Mr. Toth.

CHANGE, VISION PLANNING, PARTICIPATION, AND COMMUNITY CAPACITY
SUE THERING

Department of Landscape Architecture

University of Wisconsin

Topic No. 1: Agents of Change and Resistance to Change
Two stories: The 30-minute tornado and the 30-year decline: helplessness, powerlessness, and
grief in the wake of change.

Important Point A: The intensity of a conflict is proportionate to the intensity of the
sentiments (compounded by the time factor). The sentiments of opposing groups are often
similar; the conflict is often about alternative solutions to problems or issues that are not clearly
understood. Each alternative solution is (usually) sincerely thought by the proponents to be
“good for the future of the community”. This highlights the key problem: the community has no
consensus about what this “better future” looks like; they have no “vision for the future” that can
guide the debate about the alternative solutions. How can they possibly have a constructive
dialogue about alternative solutions if they do not have even a vague consensus about a desirable
future? How do any of us know what path to take if we do not have a clear idea of where we
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want to go? This condition is often at the core of cynicism and resistance to change encountered
by “agents of change” (“specialist organizations” like the DOT).

Topic No. 2: Vision Planning

Important Point B: Vision planning provides the dialogic space for the logical process of
unpacking the sentiments, clarifying the issues, developing a general consensus on a vision for
the future, holding a constructive dialogue about alternative solutions, identifying points of
consensus and points of conflict, laying out a plan of action, implementing the plans, evaluating
the results, and periodically refining the vision as times change.

Topic No. 3: Participation and Community Capacity

Important Point C: During the vision planning process, the community increases its capacity for
effective decisionmaking. The goal of public participation specialists is community capacity
building. The goal of the “specialist organizations” that sponsor vision planning projects is the
pragmatic benefits: get the project in the ground as efficiently as possible.

The Dimension and Characteristics of Community Capacity4

Dimension of Community Capacity Characteristics of Community Capacity

Participant Base

Citizen Participation
Participation in Government & Environmental Groups

Leadership Inclusion and Responsiveness

Skills to Produce and Implement Quality Plans Group Process and Conflict Resolution Skills

Informal Intracommunity Communication

Acquisition and Appropriate Use of Resources Intracommunity Communication

Trust and Confidence

Concern from Community Issues

Sense of Community Local Service and Membership

Local Sense of Connection

o Local History Awareness
Community History

Local Recent Changes Awareness

Community Power Power Sharing

Economic Values

Preservation/Protection Values

Quality of Life Values

Community Values

Shared Values

4 Adapted from: Goodman, R.M., M.A. Speers, K. Mcleroy, S. Fawcett, M. Kegler, E. Parker, S.R. Smith, T.D.
Sterling, N. Wallerstein. Identifying and Defining the Dimensions of Community Capacity to Provide a Basis for
Measurement. Journal of Health Education & Behavior 25(3): 258278, 1998.



DAY 1 BREAKOUT AND GENERAL SESSION

Community Vision Planning
Hands-On Workshop

oal: Practice integrating viewpoints of various stakeholders, including transportation
professionals, in a community planning process

PART 1: CASE STUDY—VILLAGE OF ENDEAVOR: ENVISIONING THE FUTURE
Attendees were given copies of the agendas for a series of workshops recently conducted in a
small community that was preparing to develop a comprehensive plan. Attendees were asked to
organize themselves into small groups to discuss the descriptions of the workshop activities,
make comments and suggestions on the process used in the case study, and answer the following
set of questions:

1. Describe the social capital/capacity building potential of these activities (consider
young and old, diversity of public/work experience, diversity of educational attainment, different
levels of experience in group activities).

2. Discuss the logical process from the first workshop to the second workshop.

What was the role of the facilitators in developing “The Vision”?

How were the main points of the vision identified?

Who were the main participant groups in the case study?

What were the main issues and goals of the various participant groups?
What were the main goals of the facilitators/consultants?

8. Would the DOT have any more or any less difficulty working with the village after
the vision planning process? Why/why not?

9. How can the vision planning process be improved to dovetail more readily with the
DOT planning process?

10. How can the DOT planning process be improved to dovetail more readily with the
vision planning process?

NowvkEwWw

PART 2: REVISE THE ENDEAVOR VISION PLANNING PROCESS

Attendees were asked to suggest revisions to the vision planning process that will facilitate
efficient communication with “specialist organizations” like the DOT; e.g., expand/revise the
scope of the process; identify issues that need clarification; design new workshop activities;
identify desirable products (e.g., documents, reports, lists, maps); make recommendations about
when to hire consultants and what to ask of them; and define the role of the
facilitators/consultants. Attendees were then asked to present the highlights of their small group
work to the plenary session.
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DAY 2 GENERAL SESSION

It’s Larger Than Transportation
What Story Does the Community Have to Tell Us?

HANAH JON TAYLOR
Boys and Girls Club of Dane County

instruments. Audience participation was used to demonstrate the act of

communicating through improvisation. The emphasis of Mr. Taylor’s message was to
encourage participants to talk the language of the community rather than expect them to speak
their language. If you want meaningful participation you have to be willing to work with the
communities to understand their language; then beautiful results are possible.

Mr. Taylor and his accompanist performed improvisational music using several different

Hanah Jon Taylor entertains—and educates.
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DAY 2 BREAKOUT SESSION 1

Mapping Sacred Places
How Can We Identify Those Special Places That Define a Community?
What Do We Do with This Information in Our Transportation Decisionmaking?

BARBARA TOREN
Izaak Walton League

LINDA HORVATH
SmithGroup/JJR, Inc.

Accordingly, place is the vessel within which the spirit of community is stored,

community is the catalyst that instills a location with a sense of place. You cannot have
community without place, and a place without community is only a location. SmithGroup is
dedicated to making places and communities. Our multidisciplinary Solution Group places great
emphasis on these key areas:

F I Yhe SmithGroup promotes the concept that community and place are inseparable.

¢ Creating livable environments that encourage community cohesion by fostering
access among land-users, and support a sense of place by protecting special physical
characteristics of urban form that support community identity and attachment.

¢ Balancing the natural and built environments by enhancing or restoring essential
ecosystem processes that maintain water quality, reduce flooding, and enhance sustainable
resource development.

¢ Creating physical spaces adapted to the desired activities of people.

e Encouraging responsible regionalism by reaching beyond jurisdictional boundaries
to understand the consequences of our actions.

e Developing place-based economies that meet locally defined needs and aspirations,
all supported with diverse housing and infrastructure that enhances community connectivity.

Linda Horvath (left) and
Barbara Toren
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The Community Stewardship Project was established in 1998 by Barbara and Paul
Toren to coordinate a number of services, projects, and activities directed toward building the
ability of citizens and citizen groups to have meaningful participation in public decisionmaking.
It was implemented through a series of community sustainability workshops held from 1997
through 2001, including a two-year Sustainability Forums Project funded by the Minnesota
legislature through the Legislative Commission of Minnesota Resources.

Community Stewardship staff and the advisory committee are dedicated to building
citizen participation in public decisionmaking by providing services on behalf of citizens and
community groups, including:

Education and advocacy,

Meeting planning and facilitation,
Organizational planning services,
Government relations,
Communications,

Media relations,

Project planning and organization, and
Report writing and editing.

The “Mapping Sacred Places” exercise embraces the principles that both Ms. Toren and
Ms. Horvath use in their work. The exercise is to help people understand the value of helping
communities identify special places, and subsequently honor and protect these places in
transportation decisionmaking. “Sacred Places” is a land-use planning tool develope