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REGIONAL APPROACH TO PRESERVE RAIL FREIGHT
SERVICE AND REDEVELOP ABANDONED RAILWAYS

Jim McAlister, SEDA Council of Governments, Lewisburg, Pennsylvania

In the Beginning
O ver the years, railroads have often been the
center of many land-use controversies.
Despite the fact that the railroad was usu-
ally in place before any development occurred,
incompatibility problems often arose once develop-
ment took place adjacent to the tracks. Noise,
smoke, dust, vibration, and aesthetics were always
an issue. Arailroad usually did the best that it
could to deal with those compatibility issues. But
how would a railroad react to re-designing its
system to accommodate the wishes of its neigh-
bors? The typical railroad would cringe at the idea.
The SEDA (Susquehanna Economic Develop-

ment Assoclation) “...Ajoint Rail Author-

Council of Govern- :

ments Board of Direc- ity [was formed] to

tors formed a Joint Rail  pursueastrategy result-
ing in the public owner-

Authority (JRA) in July
ship of rail lines, which

1983 to pursue a strat-
egy resulting in the Conrail had decided to
abandon.”

public ownership of
rail lines, which
Conrail had decided to

abandon. The then six-county (Centre, Clinton,
Columbia, Montour, Northumberland and Union)
and soon to be eight-county (Lycoming County

- otherrail
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AFTER - Looking east towards
Maynard Street. Former railroad bed
was converted into a new main
entrance, streetscape improvements,
and information kiosk.

BEFORE - Looking east.
Maynard Street isin the
background. Former
industrial area and railroad is
in the foreground.

of these two

- situations. In

joined in 1996) municipal authority specifically
sought to preserve service to rail-dependent indus-
tries through shortline rail operations. SEDA-COG
is one of six rural transportation-planning organiza-
tions within Pennsylvania and serves 11 counties
with atotal population of over 700,000 people.

In 1984, the Rail Authority purchased 82 miles of
Conrail lines serving 22 industries. The goal was to
preserve not only rail service, but also the 3,000 jobs
provided by the affected industries. JRA utilized
funding sources at the federal, state, and local
levels to develop the project. The $4.1 million
needed to acquire and rehabilitate the lines was
provided by the U.S. Economic Development
Administration, Federal Railroad Administration,
Commonwealth of Pennsylvania, Centre County
Commissioners, Columbia County Industrial
Development Authority, and most importantly, the
rail-dependent industries. Over $400,000 of the
total project cost was contributed locally. The lines
were renamed
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Between meetings, returning messages and doing “real work,” few
if any of the transportation professionals | know have much time left
over for professional associations. What little time there is competes with
family or social activities. So our challenge as officers is to make your
involvement in APA and the Transportation Planning Division worth-
while and professionally rewarding. As a group of volunteers with simi-
lar time constraints, that’s no simple task. APA’s Divisions Task Force
recently submitted its report on APA’s 17 Divisions, and outlines a num-
ber of positive steps that both APA and each division will take to ensure
healthy divisions.
In that context, it’s worth ask-

ing, what do you get for your
membership duesinthe Transpor-
tation Planning Division? What
do you expect out of your mem-
bership? How should the TPD en-
sure good service to its members
and the profession?

Chair's
M essage

Over the last several months wWhit
your officers and a number of
other division volunteers have Blanton
beenworking onseveral items de- AlCP

signed to improve the TPD’s ser-
vice and provide useful opportu-
nities for you to contribute to the

profession. In response to the Di-

visions Task Force and to help understand our division’s role, we have
drafted a mission statement, supported by five key goals, thatis designed
to communicate the TPD’s purpose and responsibilities.

Draft Mission Statement

The Transportation Planning Division exists to facilitate technical in-
formation sharing among member professionals who deal with the ways
transportation shapes urban form, affects economic vitality and impacts
quality of life. The Division promotes professional communication both
among its own members, with other APA divisions and with other pro-
fessional groups. We assess and make recommendations on policies and
programs so as to derive the full public benefits of comprehensive and
community-based planning that promote personal mobility options and
travel choices.

Proposed Goals

1. Promote professional development and networking opportunities
for members through high quality conference sessions and activi-
ties that are topical and relevant.

2. Provide timely and useful communications to our members on a
regular basis through various means.

3. Promote the transportation planning profession as a valuable and
rewarding career.

4. Increase the value of the Division through professional develop-
ment and social activities, technical and policy guidance and re-
search activities, and

5. Support comprehensive transportation planning that reflects an un-
derstanding of social, physical and environmental relationships.

continued on page 12




Automated People Movers
Ready for Urban Use

by Larry Fabian, Trans 21

T o0 see a revolutionary
strategy for financing
smart rapid transit, visit
www.m.dk to learn the details on
a project in Copenhagen, Den-
mark. Some 400 smart transit
professionals around the world
explored this and other innova-
tive projects with fully auto-
mated people movers (APMs) at
a conference in San Francisco,
California last July (APMO01). The
conference was the eighth ina
series of international APM
conferences organized by the
American Society of Civil Engi-
neers (ASCE).

Of the projects presented at
the conference, the Orestad mini-
metro line is being built in
Copenhagen where a whole new
urban district is developing
around a 21° century metro. The
metro will operate around the
clock and offer service every 90
seconds. Value capture from

Today 99 APMs
carry 3.5 million
passengers safely
on a regular basis
around the world.

development sites near its sta-
tions will pay for most of the
construction costs. A public
authority owns much of the
reclaimed land on anisland near
the center of the Danish capital.
The APM line will ultimately
provide service to Copenhagen’s
main airport located on an
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APMs open optionsfor future approaches to provide local mobility services.

island. The Orestad Develop-
ment Authority is selling land to
both public and private organi-
zations. Fares should cover most
operating expenses.

The energy and confidence to
deliver APMs in airports, leisure,
and institutional settings was
evident at APMOL in the city by
the Bay. “We have come a long
way since the first APM confer-
ence in Miami in 1985,” opened
APMO1 chair Bob Griebenow,
Berger/ABAM, who is leading a
planning, engineering, and
design team rethinking transit
development for the Seattle area.
Today 99 APMs carry 3.5 million
passengers safely on a regular
basis around the world.

APMs as Driver-less Metros
Many successful examples of
driver-less metros around the
world were presented at APMOL.
Singapore is building automated
lines and feeder networks. One
opened last year, and four are

underway. Despite gloomy
economic conditions in Japan,
the driver-less Astramline in
Hiroshima has reduced street
congestion and led to economic
revitalization around stations.
France’s Matra Transport Inter-
national described continuing
expansions of the Lille VAL. The
first section opened in 1983, and
the system has expanded in
length and ridership. Two long
lines are now a vital part of the
transportation system, carrying
over 200,000 daily passengers.
The historic city center has been
revived, and similar VALs have
been built in Paris, Toulouse, and
Taipei, and are underway in
Rennes (France), Turin (Italy),
and Prague. Canada’s Bombar-
dier is about to break ground on
a driver-less metro in
Thessaloniki, Greece.

Canadian officials outlined
comparable progress in
Vancouver. The original line has
grown to a length of 29 kilome-

continued on page 11
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ReglOnal ApproaCh continued from page 1

Shamokin area of southern
Northumberland County learned
Conrail would abandon lines in
their community. The affected
parties called upon the Authority
for assistance; efforts went for-
ward to assemble a financial
package to acquire and rehabili-
tate the Shamokin Cluster (33
miles). The project had many ups
and downs. Finally in mid-1987,
the Commonwealth, through its
capital budget, made a commit-
ment to provide most of the
funding to acquire these lines
and preserve service to six indus-
tries. Significantly, contributions
to match the state funding were
secured from the rail users, area
municipalities, Northumberland
County Commissioners, and the
county industrial development
authority. JRA acquired the lines,
now known as the Shamokin
Valley Railroad, in December
1989.

Concurrent with the effort to
secure funding for the Shamokin
lines, the Authority recognized
the need to expand the Nittany
and Bald Eagle Railroad to in-
clude the Bald Eagle Branch from
Milesburg to Mill Hall. This
connection allows for shipments
to the north and to the northwest
from Centre County industries.
This acquisition provided for an
additional interchange with
Conrail at Lock Haven. In re-
sponse to new economic pres-

BEFORE- Lookingwest. Foreground shows

area wher etrackwas removed.

sures during the 1990’s, many
companies were forced to re-
evaluate their operational phi-
losophies and priorities. The
railroad industry was no excep-
tion. The terms “downsize” and
“streamline” were the
buzzwords. Motivated by the
realization of increased profits,
many railroads “downsized”
while many other railroads
merged. Downsizing often meant
selling lines that produced little
or no profit.

InJanuary 1996, Conrail
announced it was putting up for
sale 1,800 miles of rail lines, some
within the JRAregion. Lines
such as Conrail’s Williamsport
Cluster had extremely high
traffic, while others such as

“The year 2001 is

destined to be the

best year ever for
Joint Rail
Authority
railroads.”

Conrail’s Lewistown Cluster had
very low amounts of traffic.
However, both clusters were
strategic to the economic health
of the region, and as such, the

AFTER - Looking west. Foreground shows former
railroad bed converted to pedestrian walkway and
landscaped area.

JRA acquired these lines from
Conrail in August 1996 to guar-
antee rail service to adjacent rail-
dependent industries.

In October 1996, Conrail and
CSX surprised the railroad indus-
try by agreeing to a strategic
merger. Subsequent to that date,
Norfolk Southern (NS) also
announced its intentions to
purchase all or part of Conrail.
By March 1997, CSX announced
it would purchase all of Conrail
and that CSX would sell some of
Conrail’s former lines to NS.
During March 1997, CSX an-
nounced that it would sell NS
Conrail’s former Chicago-Pitts-
burgh-Philadelphia line and the
Buffalo-Harrisburg line, both of
which lie within JRA’s region.

The JRA now owns 190 miles
of railroad serving 61 industries
with over 27,000 carloads in 1998.
These lines interchange solely
with Norfolk Southern (NS) at
five locations, although a tempo-
rary interchange agreement exists
with CP Rail at Sunbury, Penn-
sylvania.

The year 2001 is destined to be
the best year ever for JRA rail-
roads. It was projected halfway
through the year that 35,000
annual carloads were very likely.
NS was running coal trains along
the Nittany & Bald Eagle Rail-
road, and an agreement was
reached to allow general mer-
chandise trains to utilize the
Nittany.

Real Planning at Work
The SEDA-COG RA
Williamsport Track
Reconfiguration Project is part of
a three-phase industrial and
infrastructure development with
Lycoming Valley Railroad (The
JRA’s operator), Pennsylvania
College of Technology (Penn
College), City of Williamsport,

continued on page 5
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Reg i O n al Ap p rOaC h continued from page 4

Lycoming County, Bulkmatic
Transport, Industrial Properties
Corporation, Williamsport/
Lycoming County Chamber of
Commerce, Pennsylvania De-
partment of Transportation,
Staiman Recycling Company,
and Williamsport Wirerope
Works.

The goal of this project was to
facilitate re-development of the
Maynard Street corridor by

accommodating Penn College’s
need for expansion; redesign the
railroad to best serve customers
and eliminate the track that
bisects the Penn College campus;
facilitate the widening of
Maynard Street; and pursue
brownfields funds to re-develop
adjacent industrial lands.

Maynard Street is a major
transportation artery serving
industry, commercial enterprises,
residential areas, and Penn
College. Vehicular traffic aver-
ages 15,000 vehicles per day.
Current traffic volumes produce
congestion that seriously limits
commercial and industrial devel-
opment. Penn College is in the
midst of a major expansion that,
when finished, would increase
traffic to this already congested
roadway.

The first phase of the project

involved the removal of track
through the Penn College cam-
pus plus an additional 1.5 miles
westward towards Newberry
Yard. Upon removing the track,
the JRA donated the land to Penn
College to construct amain
entrance into the campus. The
City of Williamsport donated a
former rail line west of the city
for future use. The JRA then
constructed nearly 2,750 feet of

Penn College
campus map. The
dashed line
bisecting the center
indicates the
location of the
former railroad.

new track, including four
switches to serve Williamsport
Wirerope Works, Staiman Recy-
cling, and Bulkmatic. Funds have
been allocated in the
Williamsport MPO Transporta-
tion Improvement Program (TIP)
to reconstruct Maynard Street as
another phase.

Effectiveness/Results

¢ For Penn College, the project
allowed for new entrance into
campus by converting an aban-
doned industrial site into a
campus gateway. The project also
removed blighted structures from
campus area and removed the
railroad track that once bisected
the campus.

¢ For the JRA, the project re-
duced grade crossings on
Maynard Street from four to one.
Since the quality of the removed

track was poor, the JRA saved on
long-term maintenance costs.
Because of the track
reconfiguration, rail-served
industries in the area now enjoy
improved service, and other at
grade crossings throughout the
city have been removed. Aban-
doned rail lines were given to the
city for future uses.

¢ For area businesses, rail service
was greatly improved into many
facilities. The project enhanced
the value of the property along
Maynard Street, and new busi-
nesses have recently been con-
structed.

¢ For both the City of
Williamsport and Lycoming
County, the project allows for
widening of Maynard Street to
reduce congestion, where there
are enhanced opportunities for
commercial development. Re-
moval of the track allows for
future bikeway development and
improved roadway and pedes-
trian safety.

The relationships developed
during this project have carried
over into other initiatives. The
JRAis working with Lycoming
County on various rails with
trails bikeway projects. The JRA
Is also working with both the
County and the City on other
transportation issues, all of which
connect to this project. Both the
JRA and the County are collabo-
rating on other land-use issues,
most notably redevelopment of
the Newberry Rail Yard. The
Newberry Yard Redevelopment
project uses brownfields fundsto
perform environmental studies in
preparation for various indus-
tries interested in the yard to
utilize. Surplus property in the
yard would be marketed for
industrial development. The JRA
Is also working with Lycoming
County to develop an intermodal
freight facility. m
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The North American Free Trade Agreement:
Examining U.S. Transportation Responses

by Gian-Claudia Sciara
(This concludes a reprint of the TPD student paper award winner.
Part | was publishedin the fall 2001 issue of the TPD newsletter.)

ransportation planners recognize the

importance of accurate origin and

destination data collected over a series

of years when assessing future transpor

tation needs. Planners can use such data
to evaluate claims of an infrastructure deficit and to
determine where transportation dollars would be
most wisely spent to facilitate NAFTA-related
freight movements. A 1993 study of traffic in
Laredo, one of the major ports of entry, concluded
that the absence of regular origin and destination
studies to define trade patterns and transportation
needs was a severe shortcoming for local transpor-
tation planning.

Given the advent of satellite-based global posi-
tioning systems (GPS) and automated vehicle
identification (AVI), many shippers—primarily
large American operators with sufficient capital—
routinely use technology to track the movements of
their vehicles. Many private operators may know
more about trade related truck movements than do
customs or commerce officials. Yet, trucking inter-
ests have traditionally been reluctant to share their
operations data, citing privacy and competition
concerns. Instead, transportation plannersrely on
often incomplete bills of lading that accompany a
shipment. Recalling the USDOT’s commitment to
spend $700 million on its Corridors and Border
Program, it is unclear how such projects can be
linked to NAFTA when documentation of traffic
flows beyond the Border States is sketchy at best.

A Closer Look at the Border

Commerce and customs data on trade activity at
the border indicates what border districts and cities
are heavyweights in U.S.-Mexico goods movement.
Along the U.S.-Mexico border, there are twenty-two
ports of entry divided among four customs dis-
tricts. By value, the Laredo District accounts for
64% of southbound exports and 44% of northbound
imports from Mexico. Its major port is the city of
Laredo, Texas—which carries 44% of the total
southbound border trade and 24% of northbound
trade—followed by Brownsville, Texas, which
carries 8% and 9% respectively. Activity in the
three remaining customs districts, El Paso, Nogales,
and San Diego, does not approach the level seen in
the Laredo District, yet these districts do include
several important ports of entry. The El Paso, Texas

Part ||

port accounts for 17% of
southbound value and 26%
of goods northbound. No-
table proportions of import
and export value also pass
through Nogales, Arizona
and San Yisidro, California.

While goods move across
the border overwhelmingly by truck, some ports of
entry do have rail capacity. The comparison of ports
of entry becomes more meaningful when the modal
break down at heavy-hitting ports is considered.
Laredo and Brownsville, Texas are anomalies
because a fair proportion of the freight value mov-
ing through the ports travels by rail, particularly in
the northbound direction. At Laredo, one-quarter of
the value shipped north goes by train; at
Brownsville, close to 40%. In the southbound
direction, 12% of goods move through Laredo by
rail; at Brownsville, 8%. Only one port of entry
moves a majority of its goods by rail. At Eagle Pass,
Texas nearly 60% of its southbound value goes by
rail; for northbound goods, trucks carry the major-
ity of value, leaving 42% for rail. Because total
freight activity at Eagle Pass represents only 5% of
the all cross-border trade, the port’s rail capacity is
less significant than the numbers suggest.

Border Clearance

Studies of trade between the U.S. and Mexico
deflate claims that NAFTA has incited an onslaught
of trade by showing that even before NAFTA was
approved by the three participant countries, trade
and trade related border traffic was clearly on the
rise. One particular concern often emphasized by
border communities is that the capacity of border
towns and points of entry may not be adequate to
handle the increased traffic, on roads approaching
the border or at border facilities. Freight border-
crossings conjure images of truck queues in the
hundreds, delaying shipments and burdening
border towns with idling heavy duty trucks. With
annual truck conveyances now exceeding 800,000 at
Laredo—translating to roughly 2,000 trucks cross-
ing the port each day—"truck lines at the down-
toylvn Lzaredo Bridge frequently stretch over two
miles.”

continued on page 7




NA FTA continued from page 6

Indeed, the border crossing is a complex process
with many steps.:2 The “Description of Commercial
Motor Vehicle Trade Flow Process” produced by
Barton Aschman reads like a surrealist labyrinth of
bureaucratic hurdles. Shippers commonly cite
duplicative inspections and documentation require-
ments and the attendant costs as a large problem.
As a matter of strategy, many truckers have
adopted a practice known as rushing; drivers make
it a point to arrive at the border later in the after-
noon, when customs officials, wary of letting rush
hour queues escalate, feel pressured to process

communities from attendant congestion, as well as
save considerable time and money for shippers,
technologies represent only a small fraction of the
projects receiving funding under the 1999 Coordi-
nated Border Infrastructure program.

Looking Ahead

Based on the data compiled by Barton-Aschman,
there is no reason to suspect that this picture of
border activity will change significantly in the near
future. Trade forecasts by the consultant predict

that the Mexican economy will see

vehicles more quickly. Studies
compiled by-Barton Aschman
show that truckers who rush the
border do receive faster process-
ing.

gIt is interesting to note that
maquiladora firms and customs
officials have cooperated to
significantly streamline the border
crossing process for maquiladora
trade. Simplified paperwork
(processed by the week instead of
by shipment) and inspections
combined with the considerably

“...truckers have

adopted a practice
known as rushing;
arriv[ing] at the bor-
der later in the after-
noon, when customs
. feel pres-
sured to process ve-
hicles more quickly.”

officials ..

continued growth and recovery
and that exports will increasingly
gain importance as an element of
Mexican GDP (25% by 2000). For
the 1997-2000 forecast, the value
of Mexican importsto the U.S.
will increase at a decreasing rate
(16% to 9% range) and U.S. im-
ports to Mexico will grow at a rate
of 13% per year.

From the report, it is apparent
that considerable growth is on the
horizon in terms of the value of
goods traded. However, measures

shorter travel time between the

manufacture area to the border, and on the other
side, from the border to the destination manufac-
turing plant, means that on the whole maquiladora
trade moves through the border much more
quickly than traditional trade.

For traditional trade, which is usually destined
for consumer markets in the interior, travel to and
from the border is significant, taking anywhere
from two hours to four days as compared with
thirty minutes to two hours it takes to clear the
border. For traditional trade, the entire border
crossing process therefore represents a smaller
proportion of total transport time than it does for
maquiladora trade. While it is important to realize
that the border crossing may not make or break a
delivery in terms of total trip time, planners should
consider the cumulative time savings that could
result from a streamlined border procedure. Certain
products—agricultural products and hazardous
materials, for example—trequire more rigorous
inspection, however for other products some of the
streamlining that has been adopted for maquiladora
shippers could be applied to the more diversified
shipments of final consumer goods. In this realm,
electronic information sharing could save consider-
able costs. Though technological improvements at
the border have great promise to spare border

of trade activity that would be
more useful for transportation planners, such as
freight tonnage and vehicle flows, are largely
absent from the consultant report. We do know that
total northbound “freight conveyances” climbed
from two million in 1991 to 2.9 million in 1995.% But
this counts both truck trailers and rail cars and does
not distinguish between empty and full vehicles,
making the unit of measure too blunt to be very
useful to transportation planners. Freight tonnage
forecasts likewise have been calculated at the
customs district level, leaving planners to infer
which ports of entry will be most heavily hit.

The Barton-Aschman study is intended to pro-
vide information that will help policy makersin
both countries plan for transportation needs, espe-
cially at the border. Yet there appears to be a signifi-
cant gap between the information collected about
NAFTA’s projected impacts on trade and transpor-
tation, and the information that transportation
planners would need to make specific, reasoned
decisions about where to devote resources. The
report provides an informative picture of NAFTA’s
trade impacts and a sense of how trade-related
transportation activity is distributed at the border.
Yet it does not address the costs of increasing
freight conveyances and tonnage on roads and rail,

continued on page 8
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NA FTA continued from page 7

as well as of the attendant congestion and pollution
problems. These are the day-to-day problems that
elected officials accentuate in arguments for fund-
ing infrastructure improvement and expansion in
their districts. In many instances, the data that
would be most useful for evaluating these claims is
most difficult to get; however, a concerted effort
must be made to collect it.

Without comprehensive and reliable data de-
scribing vehicle counts, vehicle weights, modal
share, and origin-destination of U.S.-Mexico cross-
border trade shipments, transportation decision-
makers risk using NAFTA myths rather than facts
to inform their choices when allocating resources.

What’s Happening Instead
Itis not within the scope of this analysis to
provide a full examination of the 55 grants an-
nounced for 1999 under the NAFTA inspired Bor-
dersand Corridors (CBI and NCPD) programs.
Nonetheless, it is instructive to look at the political
discussion surrounding some of the projects receiv-
ing allocations. In total, the 1999 grants cover
projects in 32 states from Kentucky to California.
Three-quarters of the funds (over $90 million) will
finance the design, right-of-way acquisition, or
construction of additional highway capacity. An-
other 10% (2.5 million) will be used for expanded
border crossings or improved
border facilities and proce-

taken hold that the NAFTA superhighway will
carry a “river of trade that is expected to grow in
the next century,” and naturally “[s]everal commu-
nities would like to be in [it.]’2 One local official of
the Texas' Coastal Bend region put local interests
quite bluntly: “If we get the interstate we will be on
the map for international trade.” * An economic
development spokesperson for Greater Kingsville
also revealed the danger of misguided transporta-
tion investment, noting “...[O]ur biggest concern
would be that the [route] decision be made for
political reasons rather than for technical merit.””
Another project worth examining is the 1-35
corridor, a north-south route connecting Duluth,
Minnesota and Laredo. Local elected officials from
counties all along the corridor formed the North
America’s Superhighway Coalition, Inc. (NASCO)
in 1994 to ensure 1-35’s designation as an Interna-
tional Trade Corridor, leading to “enhanced fund-
ing for upgrading capacity to reduce existing
congestion and accommodate additional truck
traffic; increased safety and the use of technology;
and increased jobs in the field of high technology,
engineering, and infrastructure development.”
Already a continuous interstate from border to
border, segments of 1-35 are now positioned for
capacity expansions and other improvements. A
National Corridors grant for $3 million has been
allocated for 1999 for the recon-
struction and widening of a

dures. Three percent ($3.5
million) will be used for the
preliminary planning of
future corridor improve-
ments.!

Over $10 million was
allocated to the future 1-69
corridor for environmental,
planning, routing, and loca-
tion studies. The 1-69 project
would extend to the US.-
Mexico border an existing

“A myth has taken hold
that the NAFTA super-
highway will carry a
‘river of trade that is ex-
pected to grow in the

next century.

stretch of the interstate in
northern lowa.

Interestingly, many NASCO
members have called for in-
vestment in the corridor for
local reasons that do not relate
to NAFTA. An lowa State
representative noted that
through NASCO the state had
“positioned itself for the future
growth of our transportation
infrastructure and economic

interstate segment that cur-
rently stretches from Port
Huron, Michigan, to Indianapolis, Indiana. The
idea is to create a continuous superhighway that
would connect Canada, the United States, and
Mexico; its cost is estimated between five billion to
six billion. However, local officials in the communi-
ties through which the highway could or would
passed have pounced on the proposal, looking for
their share of federal highway investment without
substantiating how their preferred project relates to
NAFTA related highway movements. A myth has

growth.””® One economic devel-
opment official from Kansas
City explained that the local Chamber of Commerce
joined NASCO to “take full advantage of NAFTA
and to begin to change the way the world looks at
transportation.”’ I-35 investments would ostensibly
help the city pursue its “vision as a non-traditional
inland port and international trade processing
center.” Others looked to NAFTA transportation
funding as a means to relieve local congestion

continued on page 10




NA FTA continued from page 8

problems on specific stretches of the corridor.
Where NAFTA trade was the justification for 1-35
investment, the claims were grandiose and mis-
leading. Said the vice-president of Webb County,
Texas, “The volume of activity that goes through
Laredo is in excess of 33% of all the trade between
the U.S. and Mexico. That's why it’s extremely
important that we address the needs of 1-35.” As
indicated by the trade data previously discussed,
Laredo does handle more activity than any other
port of entry. However, it is far from an established
fact that every shipment passing
through Laredo is bound for

also promised to liberalize cross-border investment
rules for the trucking industry as well, allowing
private trucking firms on both sides of the border to
decide how best to respond to an open market. As
none of these changes have been implemented, the
impacts are uncertain.

Who can say how transportation providers will
restructure their services once full cross-border
access is areality? Will U.S.-Mexican trucking
partnerships invest in logistics technology to boost
efficiency? Will open competition between U.S.

and Mexican truckers drive
costs down? Will rail maneu-

Canadaon 1-35.

“Nonetheless, elected offi-
cials from U.S. border states
and interior states alike saw

NAFTA’s passage as an
opportune moment to
pound the drum of the in-
frastructure deficit.”

Conclusion

The signing of NAFTA repre-
sented a landmark for the
United States’ trade relations
with Mexico, committing the
country to eliminating trade
barriers. While NAFTA prom-
ised to facilitate trade by reduc-
ing tariffs and trade limits
between the two countries, its

ver to increase its market
share as motor carriers
reshuffle? Perhaps entirely
new consolidation points and
shipping routes will emerge,
creating new hotspots and
environmental concerns.
What if lower transportation
costs lure maguiladoras away
from the border? Given the
many unknowns, infrastruc-
ture investment in the name

effect on cross-border goods
movement was subtler. The
number and value of goods crossing the U.S.-
Mexico border had been increasing since well
before NAFTA, and the treaty by itself could not
qualify as a turning point for freight traffic or
legitimate dramatic transportation investments.
Nonetheless, elected officials from U.S. border
states and interior states alike saw NAFTA's pas-
sage as an opportune moment to pound the drum
of the “infrastructure deficit.” Doomsday forecasts
said infrastructure investment was critical to
NAFTA’s success, and policy makers responded
with federal transportation funding for projects at
the U.S. border and along favored north-south
corridors.

Still, our knowledge of how NAFTA has affected
demands on transportation facilities in the U.S. is
fuzzy at best. Aggregate trade statistics and studies
present a general picture of increased activity at the
border, congested border facilities and cumbersome
customs processes, efficient and short-distance
maquiladora movements. However, we lack a more
sophisticated description of the origin and destina-
tions of goods movement across the border. Fur-
thermore, some transportation impacts from
NAFTA have yet to manifest themselves. The U.S.
and Mexico agreed to relax restrictions on the
provision of cross-border trucking services. They

of NAFTA seems premature.
Under these circumstances,
the danger is real that transportation investment
decisions will be guided more by mythic, self-
interested claims of localities than by well informed
assessments of what investments where would
most benefit NAFTAtrade. m

Footnotes to this article can be found on page 15, first column. To
obtain the bibliography fromthis article, contact Amy Van Doren,
Transportation Planningeditor, at 510/817-1382or
amy_van_doren@nps.gov.

( ) ) )
Ten Princdplesfor

Re& nventing Suburban Strips

The demands of today’s consumers, retail formats,
and the economy are challenging the status quo in
suburban strip development. Based on a study con-
ducted by a team of planning and development
experts, this Urban Land Institute report identifies the
critical issues and challenges that strips face and
provides an action plan to reinvent them to ensure
their long-term competitive position.

Topics include public/private partnerships, zoning,
market assessment, density, place making, design, and
funding. The report is available in pdf format at

www.uli.org/pub/Media/A_issues/A_SmL4_R35.pdf.
. J
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Report Highlights Links between

Brownfid ds and Transportation

The U. S. Environmental Protection Agency and
the Association of Metropolitan Planning Organiza-
tions released a report entitled “Redeveloping
Brownfields with Federal Transportation Funds.”
The report is intended to assist transportation
planners, economic development professionals,
policy analysts, and others interested in achieving
better transportation, environmental, and commu-
nity outcomes.

The report reviews case studies (Portland,
Oregon; Lawrence, Massachusetts; Salt Lake City,
Utah; and Buffalo, New York) that coupled trans-
portation improvements with brownfield clean up
and redevelopment. Appendices of the report detail
other sources of funding for brownfield projects,
tools for overcoming liability problems, as well as
additional sources for relevant information on
transportation and brownfields.

The full report is available at
www.smartgrowth.org/library/brownfield_tea21.html

Special APA National Conference Track on Inter-
relationships of Transportation and Community

One of the objectives of the Transportation Planning
Division is to increase coverage of transportation issues
at the national conference. To this end, we proposed
that this year’s conference in Chicago include a special
track concerning the interrelationships of transporta-
tion and community. APA accepted our proposal and
received a very high level of session proposals. The
division is participating in the selection of panels for
the track and is looking forward to a stimulating and
high quality track.

We will recommend sessions that address:

I The problem of goal conflicts in integrated land-use/
transportation planning;
Environmental justice;
Street design;
Metropolitan Planning Organization (MPO) roles;
The Federal Transportation and Community and
System Preservation program;
Aging transportation infrastructure;
Transit-oriented development;
Walkable communities;
Fine-grained intermodalism;

Integrated land-use/transportation planning, and
Transit for non-traditional downtowns.

Although final selections have not been made, we
are confident that this will be a very good year for
transportation planners to attend the conference. We
look forward to your participation in the track sessions!

Planners Casebook
Call for Manuscripts

Doyou have a planning success story to tell? Perhaps
you have a planning project that was not successful atall
but other planners should learn from it? Are you looking to
publish your work about planning practice, and earn $500
for it? Then here isan opportunity to tell your story!

Planners’ Casebook, the quarterly publication of the
American Institute of Certified Planners, is currently
seeking manuscripts for upcoming issues. Casebooks present
lessons learned from innovative, controversial, or challeng-
ing programs in an easy-to-read format geared for the
practicing professional. Each case study examines the
process, the key players, and strategies involved in planning
implementation. An important component of each Casebook
isthe detailing of lessons learned, which are often transfer-
able from one planningsituation to another.

Authors of published case studies receive a $500 stipend.
Prospective authors should submita 250- to 400-word
abstract to the editor for evaluation. Abstracts should
presenta clear overview of the proposed article, including
its scope, major issue involved, outcomes, and, in particular,
the “lessons learned” from your case study. Manuscripts are
typically about 2,000 words, including abstract and author
biography, plus maps, photos, or other graphics as appro-
priate. If you wish to submitan abstract or would like more
information about Casebook, contact:

Jerry Weitz, Ph.D., AICP
Planners’ Casebook Editor
c/0 Jerry Weitz & Associates, Inc.
1045 Mid Broadwell Road, Alpharetta, Georgia 30004
(770) 751-1203 / jerryweitz@aol.com

M arket-Based Policies for Reducing Sprawl
A Critical Overview

To help policymakers achieve a growing public
mandate to curb sprawl, this report from Redefining
Progress presents three recent market-based policy
innovations. These policies—location-efficient mortgages
(LEMSs), space-based impact fees, and split-rate property
taxes—harness the market’s power to encourage denser
development close to existing infrastructure. This report
is designed to broaden understanding of these policy
innovations and illustrate the unique advantages of
market-based incentives in combating sprawl.

Redefining Progress is a nonpartisan, nonprofit
organization based in Oakland, California, that develops
policies and tools that reorient the economy to value
people and nature first. RP doesthis by developing
policies that capture the economy’s hidden social and
environmental costs, that transform the human use and
distribution of the Earth’s natural resources, and that
restore the value of shared social and natural assets.

The four-page report is available in pdf format at
www.rprogress.org/pubs/pdf/Policy_Options_Report.pdf
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A P MS continued from page 3

ters with 20 stations. The 20-
kilometer Millennium Line with
13 stations, also equipped by
Bombardier, is in construction
and will feed into the original
line. Plans for a third line serving
the airport are also advancing.

The Groundswell of

Airport Projects

Many smaller-scale but more
numerous airport APMs are
implemented when the distances
traversed are too long for mov-
ing walkways. Airport and
transit planners now collaborate
to use APMs to connect to re-
mote rail stations, parking, car
rental centers, and other large
trip generating facilities. At
APMO1, participants toured the
$275-million, eight-kilometer
(five-mile) APM under construc-
tion at San Francisco Airport.
Retrofitted into a dense spaghetti
of roadways and multi-level
decks at the airport terminals,
the APM will interconnect
terminals, and link remote
parking and a station of the $1.3-
billion, 13-kilometer (eight-mile)
BART extension now underway.
The airport APM will also con-
nect to the car rental facility now
served by buses. Service is to
begin next year.

Dallas-Fort Worth Airport
(DFW) is building nine kilome-
ters of two-way guideway with
12 stations and 64 vehicles at a
cost of $193 million. The total
project cost, including five years
of operation and maintenance, is
estimated to be $742 million.
Like its counterpart at Atlanta
Hartsfield Airport, DFW’s APM
will carry more passengers than
most U.S. metropolitan bus
operations when it opens in
2005. Airport APM stations are
integrated right into the terminal
of Orlando International Airport.

These airport projects have
direct implications for urban
planning. They have produced a
transit marketplace outside the
public transit industry. They are
creating passenger systems of
greater agility, flexibility, and
economy than light rail projects
such as those in Portland and St.
Louis. The U.S. transit industry
has no driver-less metro in
operation or construction —
except a private monorail in Las
Vegas.

The American Public Transit
Association’s skeptical attitude
toward APMs may be changing.
Peter Cipolla, director of Santa
Clara Valley Transportation
Authority, spoke on behalf of the
International Union of Public

Transport (UITP)
stating that APMs are
an accepted element
of mass transit and
challenging APM
professionals to make
their case.

Beyond Neo-

Traditionalism
In San Francisco, a
panel consisting of

Automati on means metro servicesare economic at modes scales
asreflected in thi scommuni ty-fri endly station at the VAL inLille.
Decorative touchesal ong the guideway'ss dewall add calor.

Tom Clarke (Denver-based
architect), Bob Caporale (editor
of Elevator World magazine),
Michele Jacobson (BART planner
working with developers at
Oakland Airport), and Joe
Perkowski (Bechtel researcher
and technology analyst) dis-
cussed the need to closely coor-

“Just as the
elevator made
possible new forms of
buildings ... APMs
make possible new
ways to configure the
many components
of large urban

complexes.”
- Bob Caporale, editor of Elevator World

dinate APM engineering with the
urban infrastructure and sur-
rounding land-use planning. The
density of buildings and activi-
ties around stations are critical to
the success of an APM. Partici-
pants called for a fundamental
re-examination of the way large
urban projects are conceived,
reviewed, and integrated with
transit planning and operation -
a Post-Neo-Traditionalism. How
should planners coordinate
stations with development? How
closely should they be spaced?
What are optimal guideway
curves, grades, and spans? How
can guideways pass through
buildings, and how do we insure
that stations are integrated into
them? How much parking
should be provided at stations,
and where? How can increased
land values resulting in better
transit service be tapped to pay
for the APM? How do we con-

continued on page 14
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Chalr’S Message continued from page 2

Please let me know your thoughts or comments on
the mission statement and five goals. They are draft
statements of purpose, and, once adopted, will be used
to guide our activities and communicate who we are
to prospective members, the community of planners,
professionals in other fields, and the public. But please
keep in mind that it is a two-way street: we need active
volunteer members to achieve our goals so you can
achieve yours. We have formed several committees
requiring volunteer assistance; check out our website
at www.apa-tpd.org for more information.

2002 Conference Theme

Interrelationships of Transportation

Building on the above goals and the suggestions of
many members over the last few years that we seek to
improve the relevance of the APA National Planning
Conference for transportation professionals, Vice Chair
Rick Willson has submitted a proposal, and APA has
accepted, for a transportation track at the 2002 Confer-
ence in Chicago. After discussion on the TPD listserv
and among officers, the theme for the track is the Inter-
relationships of Transportation and Community. Our
approach for the track is to build our by-right propos-
als around this concept, to work with other divisions
in encouraging them to consider a panel concerning
the linkage of their discipline to transportation, and to
Is'u pport APA insoliciting volunteer sessions along these

ines.

The idea of the track is to jointly organize 8-10
conference sessions that address transportation’s role
in economic development, small town and rural
planning, intergovernmental coordination, housing,
social issues and other areas. We believe this wil |
have broad appeal to APA and conference attendees,
and would satisfy the desires many of you have
expressed for more meaty transportation topics. We
have sent letters to other division chairs and session
proposal coordinators inviting and encouraging their
participation in this theme, and are asking your for
ideas for track sessions above and beyond our two
by-right sessions. We have a seat at the table when
APA reviews volunteer session proposals, and so
may have a better chance of getting them included
this year. The time period for developing our propos-
als is July/ August. Our participation in reviewing
sessions with APA staff will occur in September/
October.

TEA-21 Reauthorization
As many of you know, the interest groups are gear-
ing up to take their shots at the next federal transpor-
tation legislation. With the Transportation Equity Act

for the 21* Century (TEA-21) set to expire in 2003 and
the proposed rules on (permanent?) hold, now is the
time for APA and TPD members to get down to busi-
ness on reauthorization. We have reformed the
Division’s Re-authorization Task Force with 14 volun-
teer members, and have outlined a series of steps for
our re-authorization efforts, culminating in develop-
ment of clear and concise position statements to be pre-
sented to senior federal staff and elected officials. APA
has scheduled a Planners Day on the Hill for Septem-
ber 27", in which we will meet with senior transporta-
tion agency staff and elected officials to discuss key
APA policy positions. You are encouraged to partici-
pate if you can.

In preparation, the Task Force has begun reviewing
the current transportation policy guide (adopted by the
APA Board in 1997) and coordinating with the Insti-
tute of Transportation Engineers (ITE) onareas of com-
mon interest. We will be looking for partnerships with
other allied professional organizations to bolster our
positions.

One of our first tasks is to identify the core planning
issues TPD believes need to be the focus of our advo-
cacy efforts. If you have ideas or suggestions on re-au-
thorization, please send me your comments and I will
compile and present them to our Task Force for dis-
cussion. We will update the website with your input
and Task Force activities.

Finally, with the 2000 Census results, there will be
some 30 new metropolitan planning organizations
formed and other areas crossing the 200,000 popula-
tion threshold into TMA status. We need to ensure a
strong role and address adequate funding for MPOs,
but equally importantly, the TPD must partner with
FHWA on its metropolitan capacity-building program
to train and provide best-practices guidance to MPOs
and their agency partners in the TEA-3 era.

As always, the TPD aims to be responsive to your
needs and perspectives. Please get involved and help
make our division the best in APA and amodel for other
organizations. | look forward to hearing from you.

- Whit Blanton

( )
Theminutes of the Annual Divison M egting
National Planning Confer encein New Orleans on
March 12, 2001 and the minutes of the Divison
Busness M eeting / Trangportation Research
Board Annual M eeting in Washington, D.C. on
January 8, 2001 can be found on the web at
www.agpa-tpd.org.

. J
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Who Sprawls Most? How Growth
Patterns Differ Across U.S.

The Brookings Institution released the first
national study to measure the consumption of land
for urbanization compared to population change
for every U.S. metropolitan area. The study finds
that, contrary to conventional wisdom, the West is
home to some of the densest metropolitan areas in
the nation. By contrast, the Northeast and Midwest
are in some ways the nation’s biggest sprawl
problems because their metropolitan areas added
few new residents, but consumed large amounts of
land. The report also examines variables associated
with sprawl, density, and urbanization, and finds,
for example, that, all else being equal, metropolitan
areas with large shares of foreign-born residents
have higher densities and sprawl less.

The full report is available in pdf format at
www.brookings.edu/es/urban/fulton-pendall.htm

New Reports on Traffic Congestion

The Texas Transportation Institute (TTI) released the
2001 Urban Mobility Study, which uses a variety of
measures to illustrate the nation’s growing traffic prob-
lem. The findings are intended to provide elected offi-
cials, policy makers, and everyday commuters with a
collection of easily understood measures to support local
decision-making related to freeway and street systems,
as well as a variety of other land-use issues.

The report illustrates trends from 1982 through 1999,
and this year’s statistics include a wide variety of find-
ings in the 68 urban areas that were studied:

I The cost of traffic congestion nationwide totaled $78
billion, representing the cost of 4.5 billion hours of
extra travel time and 6.8 billion gallons of fuel wasted
while sitting in traffic.

I The average delay is 36 hours per person per year.

I The average rush hour trip takes 32% more time than
the same trip taken during non-rush hour conditions.

The Surface Transportation Policy Project (STPP)
released a report that analyzes data from the 2001 Urban
Mobility Study. The report found that metro areas that
added the most roads have had little success in easing
congestion. But metro areas with good transit service
rank significantly lower on the new Congestion Burden
Index. The Congestion Burden Index, developed by
STPP, measures both the severity of traffic congestion
and the degree to which commuters are exposed to it.
The new index combines TTI’s measure of rush-hour
congestion with federal data showing the portion of
commuters who are driving to work and are therefore
exposed to congestion.

Read more about TTI's 2001 Urban Mobility Study at
http://mobility.tamu.edu. STPP’s report can be found at
www.transact.org/Reports/tti2 001/ default.htm.

TPD Student Paper Contest

The Transportation Planning Division announces its
annual competition for outstanding graduate student
research papers on current transportation planning or
policy issues. The purpose is to recognize and reward
work in accredited graduate planning programs. Win-
ners will be officially announced at the APA Annual
Meeting in April 2002. There are three cash awards. The
best paper will be awarded $1,000, second best paper
$750, and the third best paper $250. (Note: winners who
are not APA members will receive $25 less plus a free
one-year APA membership.) Winning papers or summa-
ries will be published in the TPD’s quarterly newsletter.
The TPD gives the best paper author the option to attend
either the APA or TRB 2003 conferences and pays the
registration fee.

1. A paper must have been originally written for a class
in an accredited planning program in a U.S. college
or university during calendar year 2000 or 2001. A
signed certification on department letterhead by the
department chair, student’s advisor, or AICP liaison
must accompany each paper submission.

2. Individual programs may submit no more than three
papers. An author may submit only one paper.

3. Papers may be no more than 20 pages long, not
including references or graphics and must be typed
using 12-point font and double spaced. The title page
should contain the student’s name, address, degree
program, and phone number; no names or program
identification should appear on text pages.

4. Deadline: papers must be postmarked no later than
January 31, 2002.

A subcommittee of members from the APA Transpor-
tation Planning Division will read all papers blind.
Evaluation criteria for the papers include:

1) Relevance to a major current issue in transportation
planning or policy;

2) Insight and significance of the discussion; and

3) Quality of writing, argument, and documentation.

The decision of the subcommittee is final.

Send submissions to: Robert J. Czerniak, Ph.D., APA Student
Paper Competition, New Mexico State University, Department
of Geography, PO Box MAP, Las Cruces, NM 88003.

“User’s Guide” Tools for Community Decision-Making

The Alliance for Regional Stewardship has published its
second monograph, Empowering Regions: Strategies and Tools for
Community Decision-Making. The monograph makes the case
for improving community decision-making as the foundation
for better regional performance. The key is combining new
decision tools with effective processes that engage citizensin
public dialogue. The monograph suggests principles to guide
the useof tools and provides several examples of how tools
arebeing usedin regions today. This publication is available
in pdf format at www.regionalstewardship.org/ Documents/
Monograph2.pdf
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Unde standing Community Satisfaction

With Transpotation Sysems and Prgects

FHWA moves ahead with anew gpproach to transpor tation pdannng
by David Kuehn and Stephanie Roth

any people in the United States are concerned about transpor-

tation in their communities and the effect it can have on their
guality of life. This is true even though most people have increased
overall satisfaction with the nation’s highways as reported in a
recent Federal Highway Administration report entitled, “ Moving
Ahead: The American Public Speaks on Roadways and Transporta-
tion in Communities”.

The report is based on three surveys that FHWA conducted in
2000. The purpose of the surveys was four-fold: to provide national
measures of public satisfaction with our transportation system; to
describe travel patterns; to understand transportations’ impacts on
community development; and to identify public sentiment on
approaches to address transportation concerns. This effort is the
first in which FHWA developed specific questions to determine the
effects of transportation facilities on our nation’s communities.

Transportation not only affects how people get from one place to
another but also where they choose to live, work, shop, or relax.
Traditionally, transportation professionals focused on users of
transportation facilities and services,
such asthose driving on highways or
riding buses and trains.

The primary message from the
community perspective is concern about
the effects of transportation on people
and local neighborhoods. In the range of
community issues, congestion topped
the list. There also were concerns about
too much development and impacts
from noise and air pollution.

When asking people what could
improve their communities, more
transportation alternatives topped the
list, such as expanding existing transit services. Also ranking high
were providing more bikeways and sidewalks, followed by provid-
ing more traveler information.

The report also shows that people are increasingly satisfied with
traditional measures of highway performance such as pavement
conditions. In a comparison with a 1995 national survey, the num-
ber of people who said that they are satisfied with the major high-
ways they travel most often increased 15 percentage points from
about half of respondents to 65%. This increase in satisfaction was
consistent across the country in both urban and rural areas.

FHWA is using the survey findings in the development of pro-
grams and plans across its areas of responsibility. The survey find-
ings are also being considered in the budget development process
and in preparation for reauthorization of TEA-21.

The report was released in March 2001. An electronic copy of the
report can be found at www.fhwa.dot.gov/reports/movingahead.htm.

“When asking people
what could improve their
communities, more
transportation alterna-
tives topped the list, such
as expanding existing
transit services.”

David Kuehn isa Community Planner in the FHWA Office of Human Environment, and Stephanie
Roth isa Community Planner in the FHWA Office of Metropolitan Planning and Programs.

A P MS continued from page 11

vince developers?

“Clearly we need to rethink
building codes and the local
approval process to create more
sustainable and viable urban
centers,” stated Bob Caporale,
editor of Elevator World. “Just as
the elevator made possible new
forms of buildings — namely,
buildings at first tentatively over
six stories and now stretching
over a hundred — APMs make
possible new ways to configure
the many components of large
urban complexes.” This is impor-
tant in a world increasingly
worried about sprawl. “We can
try to stop people from fleeing
the congestion, noise, and as-
phalt of the city. But until we
figure out better ways to live and

work in dense nodes, we will
probably lose the battle.”
These deliberations may
stimulate innovative planning
at hospitals searching for
effective internal circulation
and parking solutions. Swed-
ish planners have long studied
APMs, especially more ad-
vanced personal rapid transit

(PRT), and are considering a

university setting for the first

system. They are developing
detailed APM service require-
ments, and addressing issues
related to passenger insecurity or
anxiety.

University of Utah Professor
Wayne Cottrell analyzed a
scenario with a 7.0 to 8.5 kilome-
ter APM operating in downtown
Salt Lake City and concluded
that APMs are worth considering
for downtown, the airport, the
university, and ski resorts. San
Diego’s transit agency is advanc-
ing plans for an APM to serve
the North Beach corridor. Will
the agency lead APTA into the
21st century? W
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Texas. November 1993.

www.utexas.edu/depts/
ctr/article/innovate2.htm.

2 Ibid.

w

Barton Aschman. “De-
scription of Commercial
Motor Vehicle Trade Flow
Process,” Binational
Border Transportation
Planning and Program-
ming Study. La Impresa
Barton-Ashman. May 8,
1996.

IN

Barton Aschman. “Cur-
rent Trade and Passen-
ger Flow Data.” page 62.

5 Author’s calculations,
based on U.S. Depart-
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North America’s Super-
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view,” www.nasco-
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TDP LOGO
DESIGN COMPETITION

TheTransportation Planning Division needs to get alife! An
identity, actually. So, like Nike, Reshok and every gove nment
agency, weneal alogo. But sincenone of us officers can draw or
use amouse (kidding about that part, not the drawing part), we
areholding alogo design competition.

Comeup with the best logo that capturestheessence of the Trans
portation Planning Division or thepr of ession, and the TPD will
pay []of your early registration cost to the 2002 APA conference
in Chicago (a $200 to $250 value. If thewinne isa student, the
Division will award the full cost of early registration.

A runner-up will r eceive a gift certificate for $50 to APA Planners
Press publications.

Hae's achancetobe o eativeand take ashot at ridingthe“L” to
Wrigley next April during the APA conference

Entries (in dectronicor printed form) should besent to:

TPD Logo Competition WBlanton@CitiesThatWork .com
¢/ o Renaissance Planning Group
3165 McCrory Place Suite185
Orlando, FL 32803
Fax: (407) 893-4988

Division officers will judge each logo submitted and sdect awinne
and arunne-up. Multipleentries are allowed. Questions should be
addressed to Whit Blanton, Chair, Transpor tation Planning Divi-
sion.

Competition doses on Decembe 31, 2001.
Winne's will be announced on the web at
www.apatpd.organd in afutureissuedf the
Transportation Planning newslette .
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