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Introduction: Planning Tools For A New Era

INTRODUCTION: PLANNING TOOLS FOR A NEW ERA
As community transportation needs evolve, decisionmakers require innovative tools to
address them. The ‘Planning for Active Transportation and Health’ (PATH) model
presents a new process and set of tools to plan for safer, more functional and equitable
access to goods, services, and employment.
The PATH model can also help social service, health, and economic development
professionals assist transportation and land use planners take a multi-disciplinary
approach to transportation decisions that affect other vital community needs and goals.
PATH model recommendations in this Guide focus on:
•

Ensuring diverse transportation choices as alternatives to automotive travel;

•

Considering social equity and public health impacts of transportation decisions;

•

Integrating transportation and land use planning to promote more accessible,
complete neighborhoods and development patterns that support community
vitality and sustainable economic growth.

As one of a series of reports that are the
product of a Caltrans Environmental Justice
Program-funded grant to the County of
Humboldt and Redwood Community Action
Agency, this and the following documents
can be viewed at www.nrsrcaa.org/path:
 Summary

of Research: literature review
and consideration of Humboldt County
issues related to the need for a new
planning paradigm to achieve
transportation equity.

 Event

Summaries: results from
gatherings of transportation, land use,
health, social service and economic
development professionals.

 Best

This Guide is a summary of the PATH model (other documents related to the PATH project
are listed at the right) that offers tools in the form of ideas, examples, and techniques for
decisionmakers (transportation and land use planning staff and elected and appointed
officials) non-transportation professionals, funding agencies and organizations and
community stakeholders. These tools show how the PATH approach can:
•

Refocus analyses of community transportation needs from ‘mobility’ to ‘accessibility’

•

Identify diverse, underserved populations and their transportation needs

•

Motivate sincere, interactive public participation in the planning process

•

Establish strategic goals that support the community’s vision

•

Involve multi-disciplinary expertise in transportation program and project design

•

Identify funding sources as an integral part of the planning process

•

Deliver multimodal programs and projects fully intact as originally envisioned
and planned

•

Evaluate the outcomes and cost-effectiveness of transportation investments in
improving transportation equity and meeting the community’s other strategic goals
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Practices Report: case studies and
lists of example programs, projects and
policies achieving these goals –- a ‘Web
Resource Guide’ provides links to many
resources.

 Humboldt

County TransportationDisadvantaged Populations Report:
new information about who and where
the greatest transport needs are in this
county on California’s north coast,
including maps.

 Opportunities

for Improving
Transportation Equity in Humboldt
County: recommended planning, public
participation, programmatic and project
strategies for improving transportation
equity in Humboldt County.

Natural Resources Services Division, RCAA

PATH Guide

Introduction: Planning Tools For A New Era

HEALTHY TRANSPORTATION
Transportation is one of the most fundamental human needs and one of the most
important aspects affecting the livability of any community, including its public, social,
and economic health.
Access to health care and healthy food is a significant issue for disadvantaged
populations, leading public health staff across the nation to get involved with community
design issues. Active, healthy transportation modes (walking, cycling, and other
human-powered means) are the most equitable, cost efficient, affordable modes for
which to plan because these modes:
•

Are accessible by people of any economic means and most physical abilities

•

Cost relatively less to build and much less to maintain

TRANSPORTATION EQUITY
At some point in life, everyone is likely to experience mobility limitations, whether from
injury, health issue (e.g. back pain, pregnancy, aging-related illness), need to transport
children or household goods, or a dysfunctional vehicle. When those with the greatest
mobility challenges are planned for and accommodated, the entire community will be
better served (see Section 2.2).
Current laws and administrative rulings require that federally funded projects and
programs not be used in ways that result in discriminatory actions. Planning for
‘transportation equity’ means an equitable distribution of transportation investments,
equal access to social needs, and the consideration of social health. Planning for
transportation equity is an on-going, iterative process, and not simply an analysis
conducted after all important decisions have been made. Equity considerations can be
incorporated into the transportation planning process via:
•

Proactive consideration of Civil Rights Act and Environmental Justice nondiscrimination goals before projects are selected and planned; and

•

Going beyond the still important (but not comprehensive) categories of race and
gender by addressing the needs of all community members that will be
impacted by transportation planning decisions, including low-income people,
households with no access to cars, and individuals with disabilities, and others
with mobility limitations.
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Efforts to improve the fairness of
transportation policies must recognize
the complexities and wide impacts of
those policies on civil rights, mobility,
land use, general health, economics and
the environment. These efforts must
also include setting easily enforceable
standards to measure whether the
benefits and burdens of transportation
policies are distributed equitably to
minority and low-income populations.
- Sanchez, Stolz and Ma, 2003

Natural Resources Services Division, RCAA
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Transportation investments are often some of the most significant infrastructure
resources in a given region or community. The PATH model can help government officials
more efficiently and effectively meet non-discrimination requirements while ensuring a
more equitable distribution of transportation investments that can improve:
•

Access to goods, education, health care and other basic services

•

Opportunities for active transportation (walking, bicycling and variants)

•

Economic opportunities

•

Independent mobility

EVEN SMALL GOVERNMENTS CAN ACHIEVE BIG THINGS
Small governments face a constant scarcity of limited resources and staff, challenging
their ability to meet basic community needs. However, creative partnerships, welltrained staff, and new tools can help lead to successful and sustainable
transportation programs and projects.
The PATH model provides practical tools for governments of limited means to help
meet federal and state environmental justice guidelines and creatively and
affordably adapt to new planning realities.

Figure 1: The Cycle of Status Quo Planning
Figure source: Victoria Transport Policy Institute

HOW IS THE PATH MODEL DIFFERENT?
The PATH model recommends a new planning process for creating balanced, multimodal transport systems, focusing on:
•

Whole-community access and socio-economic health

•

Equitable transportation investment and cost efficiency

Current land use and transportation planning practices favor automobile
dependency. Nearly 80 years of auto-oriented policies, investments, and
development have resulted in a transportation system that requires almost total
reliance on the automobile, as illustrated in Figure 1. Those not able to use an
automobile are left at a distinct disadvantage, and generally experience reduced
mobility, fewer transportation choices, and limited access to opportunity.
The PATH model is based on the premise that government agencies and communities can
work together to improve equitability of transportation investments, reduce
transportation costs, and enhance community assets. The PATH model proactively
considers how to:
May, 2006
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•

Meet the diverse needs of diverse user groups

•

Improve individual and
community health outcomes

•

Promote economic
opportunity

•

Avoid negative impacts on
land use and development
patterns

Figure 2: The PATH Model
Source: Alta Planning + Design, Natural Resources Services and Nelson\Nygaard Consulting Associates

The PATH model is intended as a
process for managing increasingly
complex data and information -especially for incorporating social
needs information into traditional
transportation planning efforts. As
illustrated in Figure 2 and
descriptive list, below, the PATH
model involves six basic procedural
steps. At first glance, this process
may look similar to conventional
planning processes, but as the
description below makes clear,
there are differences between the
PATH model and conventional
transportation planning processes,
including emphasis on:
•

Linking transportation
strategic goals to broader community goals for equity, public health, economic
development, and land use

•

Considering a diversity of planning inputs (e.g. hard data, qualitative information,
personal stories)

•

Using inclusive, innovative public participation techniques to understand actual
community needs

•

Consultation of latest best practices and research to help prioritize which
transportation investments will achieve strategic goals

May, 2006

4 of 58

Natural Resources Services Division, RCAA

PATH Guide

Introduction: Planning Tools For A New Era

•

Forming creative funding partnerships to get multimodal projects moving forward
and build local stewardship

•

Ensuring accountability in planning, contracting, and construction management so
multimodal projects are delivered intact

•

Periodically evaluating outcomes to ensure transportation investments are costeffective in achieving community goals, and revising investment as necessary to
better achieve goals

The PATH Model incorporates six steps:
1) Set Long-Term Strategic Goals

Section 1

Develop transportation goals that support other broad-based community
goals for improved transportation equity, public health, economic
opportunity, and the like
Survey national and international best practices to inform the
development of transportation goals
Solicit participation from affected stakeholders
2) Conduct Needs Assessment

Section 2

Identify (and, if possible, map) transportation-disadvantaged populations
Incorporate new information on transport-disadvantaged populations by
seeking out existing, low-cost data sources
Diligently solicit meaningful public participation from all affected stakeholders
Document community priorities and needs in a non-technical format
accessible and understandable to affected stakeholders
3)

Identify & Prioritize Strategies to Meet Goals & Objectives

Section 3

Develop objectives necessary to achieve long-term goals and priority
public needs
Develop potential strategies (programs, projects, additional policies)
informed by multi-disciplinary planning considerations:
• Public health and safety
• Land use and facility design
• Economic development
May, 2006
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PATH TIP: New Goals,
Objectives & Strategies
Infuse planning documents with a broad
policy goal that addresses the need for
transportation equity. Develop objectives
and strategies to work toward the goal and
relate them to public priorities. Show the
relationship between goals, public priorities
and projects (see ‘example’ in Section 3.1
for more details).
Example Goal: Residents have equitable access
to vital services, employment and educational
opportunities because: a) transportation
investments are equitably distributed and b) all
transportation, land use, and public health
policies support equitable access.
Example Priority Need: Improve rural roadway
(including highway) conditions for pedestrians
and bicyclists, particularly near community
centers and schools, even considering very
limited resources for rural roadway
enhancements.
Example Objective: Facilitate development of
creative, collaborative efforts to improve rural
roadway conditions for pedestrians and
bicyclists.
Example Strategy: Develop a guide and
matching funds program to help rural residents
identify priority road segments, seek in-kind
assistance, coalesce community support and
organize resources to partner with government
agencies and implement projects.

Natural Resources Services Division, RCAA
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•
•

Social equity Efficiency, demand management and sustainability
Cumulative considerations

Develop detailed descriptions of priority strategies specifying multimodal
components and desired community outcomes to ensure accountability
Develop benchmarks to evaluate effectiveness of potential strategies in improving
transportation equity and achieving other community goals.
Solicit participation from affected stakeholders
4)

Fund Priority Strategies

Section 4.1

Package multimodal projects to maximize funding opportunities
Seek a diversity of funding sources to increase local support, stewardship, and
accountability
Maximize local funding opportunities to increase local control over the
community’s transportation destiny
5)

Assure Delivery

Section 4.2

Select appropriate funding of strategies specifying components and outcomes
including multimodal components and desired community outcomes
Seek funding partnerships to increase cost-shares, oversight and accountability
Adopt policy statements requiring prioritization of multi-modal projects and
programs and specify incentives and enforcement mechanisms for non-compliance
Use performance incentives in contracting to avoid cost overruns that can result
in multimodal project components not being implemented
6)

Evaluate Outcomes

Section 4.3

Use broad-based benchmarks to guide evaluation of investment strategies that
improve transportation equity and address related community goals
Based on evaluation of outcomes:
• Adjust investment strategies to better achieve goals (e.g., increase finding
of existing projects and programs, fund more of the same, etc.)
• Revise goals, objectives, benchmarks as necessary
Solicit public participation from affected stakeholders
May, 2006
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1. LONG-TERM STRATEGIC GOALS
Traditionally, transportation needs have been addressed in a regional transportation planning process
resulting in the creation of a list of guiding policies and prioritized projects. The PATH model
recommends that local and regional governments implement an important step prior to developing
standard policy and project lists: strategic long-term goal-setting.
Employing the PATH model is a long-term process of incorporating new tools into regional and local
plans. A good place to start is to incorporate new priorities for equitable, healthy transportation into
not only regional and local transportation plans, but also other government policy and planning
documents, such as general plans, comprehensive plans, specific plans, and neighborhood plans. For
example, the city of Portland (Oregon) adopted a broad goal into its comprehensive and transportation
plans: “Make the bicycle an integral part of daily life.” Policy goals like these that emphasize
attention to active modes of transportation like bicycling and walking are a good start; even better are
goals that do this but also address the need for improved transportation equity.

Humboldt County PATH Example:

A Goal for Equity

Inclusion of the following policy goal in all key government documents was recommended as an important but easy-to-implement
first step in Humboldt County:


Residents have equitable access to vital services, employment and educational opportunities because: a)
transportation investments are equitably distributed and b) all transportation, land use, and public health policies
support equitable access.

To work toward achieving broad goals, the PATH model recommends identifying objectives developed
after a needs assessment process (Section 2), followed by identification of particular strategies
(policies, programs and projects) to meet identified goals and objectives (Section 3).
Rather than reinventing the wheel, local jurisdictions can draw from national and international ‘best
practices’ and adapt these goals to unique local conditions, community vision, and the desired
outcomes. Though rural government staff may consider many urban and metropolitan examples to be
of a different context, they are still useful, partially due to greater experience with transportation
equity issues.
This initial step is intended to provide the foundation of a strategic system of linked goals, objectives
and strategies that are easy for decisionmakers to document, track, and evaluate. Where applicable,
transportation planning goals should also be cross-referenced into, for instance, County General,
Comprehensive and Redevelopment Plans, Community Development Plans, Neighborhood Plans, health
planning efforts and so forth.
May, 2006
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2. UNDERSTANDING TRANSPORTATION & ACCESS NEEDS
The current transportation system provides a high level of service to most motorists under
most conditions. However, people who for any reason cannot drive or own a vehicle often
face significant transportation problems. The level of investment in modes that serve the
approximately 30 percent of the population who do not drive -- those who are not ablebodied, the young, and those who cannot afford to own or maintain a vehicle –- is
disproportionate to the size of the population in need.
Because access challenges are experienced more seriously by physically, economically or
socially disadvantaged people, deficits in transportation system function must be
understood and addressed in order to improve social equity.
A healthy and equitable transportation system includes the following features:
•

•
•

2.1

Basic access – increased transportation choice to allow a all people the ability
to travel in order to obtain goods and services, necessary to satisfy essential life
needs and to engage in activities necessary to maximize personal development
(such as medical treatment, food, social and civic services, education and
employment opportunities).
Physical activity - increased safe and convenient opportunities for walking and
bicycling for both transportation and recreation.
Safety - reduced risk of collisions for all modes, achieved without compromising
basic access and opportunities for active transportation.

SHIFTING FOCUS FROM
‘MOBILITY’ TO ‘ACCESSIBILITY’
As the box to the right suggests, it is important to distinguish between “mobility” and
“access.” Transportation planning has typically emphasized strategies and investments to
enhance mobility, such as investments that increase the number of vehicle or person
trips, or the number of vehicle/person miles traveled. Examples include widening a
highway in order to accommodate more auto trips without any increase in travel time
delays.

PATH TIP:
Think Access
It is important to distinguish between
“mobility” and “accessibility.”
Mobility – Facilitating physical
movement (e.g. widening a highway to
increase ‘level of service’ and reduce
commute times).
Accessibility – Facilitating people’s
ability to obtain desired goods, services,
and activities (e.g. coordinating location
of health services and transit routes to
improve access to health care).
The Victoria Transport Policy Institute
provides a helpful ‘step-by-step’ section
on how to plan for access at:
http://www.vtpi.org/tdm/tdm84.htm

Increasingly, transportation and land use decisionmakers are focusing on strategies and
investments that increase “accessibility” by facilitating people’s ability to access
May, 2006
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goods, services, employment and opportunities needed to satisfy daily household needs.
Improving accessibility can mean prioritization of policies, programs, and projects -- the
result is to reduce the number of auto trips and vehicle miles traveled. One strategy is to
bring jobs and services closer to where people live so that they are accessible by transit,
bicycle, and on foot. Examples may include traditional transportation investments (e.g. a
new road, new transit route, new bike or pedestrian facility), and new zoning guidelines
that require mixed-use, complete neighborhoods with a diverse array of services close to
where people live and accessible by a diversity of transportation modes.
Improving overall transportation system health and equity involves creating a more
balanced transport system that provides better accessibility options for non-drivers.
Using accessibility as the potential ‘yardstick’ for evaluating transportation investment
may bring insight to the bigger picture of community development, an opportunity for
creative solutions, and management. For example, strategies that result in land use that
is more accessible by a diversity of modes (pedestrians, transit, bicycles and autos) can
be the best tool to improve a transportation system and increase economic productivity.
The Victoria Transport Policy Institute’s (VTPI) online ‘Transportation Demand
Management Encyclopedia’ section on ‘Defining, Evaluating and Improving Accessibility’
provides useful guidance on how to plan for access. VTPI identifies four general factors
affecting accessibility, including:
1. Mobility or physical movement — walking, cycling, transit, ridesharing, taxi,
automobiles and other modes
2. Mobility substitutes — such as telecommunications and delivery services.
3. Transportation system connectivity — the directness of links and the density of
connections in path or road network
4. Land use — the geographic distribution of activities and destinations
Focusing on improved accessibility rather than mobility also has economic benefits –
particularly when commercial areas are in proximity to residential areas (mixed uses)
and when commercial uses are accessible by various transportation modes. While
moderately-dense downtown Main Street districts and compact mixed-used
neighborhoods tend to have relatively poor vehicle mobility compared to lower-density,
single-use, auto-oriented environments, they have greater overall accessibility due to
the increased travel options via multiple modes and essential services located within
short distances (VTPI, 2005).
May, 2006
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PATH TIP:
Evaluating Accessibility
How transportation “success” is
measured can affect the range of
solutions considered to address
transportation challenges. One practical
way to start to plan for accessibility is to
update transportation modeling systems.
Standard transport modeling and
evaluation techniques tend to be autobased, that is, they can predict how
transport and land use changes affect
motor vehicle movement, and so favor
automobile-oriented transport
improvements. In recent years, mobilitybased evaluation techniques for all
modes, which measure the movement of
people and goods, have become more
common. Jurisdictions ranging from
small towns (Kirkland, WA) to large cities
(San Francisco), and even the entire
state of Florida have reformed their
auto-oriented Level-of-Service measures
to address the needs other modes
See Section 6: Useful Resources for a
number of examples and more
information.
These reforms tend to give greater
consideration to non-auto modes, but
often still treat mobility as an end in
itself. Measuring transport in terms of
access expands the range of impacts and
solutions further to include mobility
substitutes and land use factors (Litman,
2005b).

Natural Resources Services Division, RCAA
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TRANSPORTATION-DISADVANTAGED POPULATIONS
Transportation planning and implementation efforts that result in changes to
accessibility of different areas and by different modes can either create advantages or
disadvantages for various populations. Depending on whether or not the transportation
needs of the entire community are considered and accommodated, these investments
can significantly impact overall public health and safety, economic development, and
land uses and development patterns, especially in transportation-disadvantage
populations.
To determine who transportation-disadvantaged populations -– those who experience
difficulty achieving basic access due to physical, economic or social constraints –- are in
a given area, consider criteria that include:
•

Carless households

•

Low-Income households

•

Youth under driving age

•

Elderly

•

Mobility-impaired persons who do not drive

•

Ethnic minorities, particularly those who are nonEnglish speaking

•

Geographically isolated, disadvantaged populations
in rural regions

The greater the degree that each criteria of disadvantage is
experienced by an individual or group and the more criteria of
disadvantage that apply, the more disadvantaged the
individual or group is considered. For example, a carless
person’s degree of disadvantage increases if they develop a
disability, must care for a young child, or move to an
automobile-dependent location.

May, 2006
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Humboldt County PATH Example:

Why Consider Minorities' Needs?
What is the relationship between ethnic minority status and transportation disadvantage? It is most clear where
English proficiency is limited. Though fundamental issues of disadvantage such as lack of a car, low-income
status or lack of a driver’s license are more clear indicators of disadvantage, several key issues warranted
inclusion of ‘ethnic minorities’ as transportation-disadvantaged populations in the Humboldt County
Transportation Disadvantaged Populations Report:


Focus on a transportation planning process and investments that are non-discriminatory -- based on
Title VI and Environmental Justice guidance with a strong emphasis on ethnic minority populations;



A strong correlation between people of color and other factors of disadvantage; and



People of color have less economic and political power. Transportation decision-making processes, like
all public decision-making processes, respond to power, so these processes have historically paid less
attention to the needs of people of color.

To certify compliance with Title VI
and address environmental justice,
MPOs and RTPAs need to:


Enhance their analytical
capabilities to ensure that the
long-range transportation plan and
transportation improvement
program (TIP) comply with Title VI.



Identify residential, employment
and transportation patterns in
low-income and minority
populations so that their needs
can be identified and addressed,
and the benefits and burdens of
transportation investments can be
fairly distributed.



Evaluate and – where necessary –
improve their public involvement
processes to eliminate
participation barriers and engage
minority and low-income
populations in transportation
decision-making.

Seeking Existing Information from New Sources
There are numerous innovative, low-cost methods of planning inputs (ranging from
existing quantitative data sets, to qualitative information, to personal stories) that can
help identify, evaluate, and address the needs of transportation-disadvantaged
populations.
Reports by stakeholder groups often identify transportation needs associated with
transportation-disadvantaged populations. For instance, the largest hospital system in
Humboldt County develops a ‘Needs Assessment’ every five years that identifies
transportation needs associated with access to health care. Senior organizations also
tend to have good data about transportation needs.
Conducting stakeholder dialogues with community-based organizations “plays a critical
role in developing the public’s capacity to influence the planning process” (ICF
Consulting, 2003). Some organizations are more focused on and educated about
transportation planning and funding processes. Others may not “have the resources to
function as outreach coordinators for public agencies” (ibid.). In light of this, however,
some organizations can help transportation and land use/community planners channel
important information about disadvantaged populations' needs into the planning process.

May, 2006
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- Caltrans’ Desk Guide: Environmental

Justice in Transportation Planning &
Investments, 2003
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Humboldt County PATH Example:

Stakeholder Dialogues

Seeking input from stakeholder organizations can be a reliable, replicable way to find out specific
transportation challenges for various disadvantaged populations while building the potential for future
collaboration with and between:
 Non-governmental organizations with transportation interests, particularly those representing
disadvantaged populations
 Social service and social service transportation providers
 Advocacy organizations with particular non-automobile transportation interests
 Consortia of groups focusing on one population (e.g. ‘LatinoNet’)
 Regular community gatherings where various forms of transportation planning outreach would be
appropriate and well-received
 Land use planning, economic development and health professionals
 Business leaders and representatives with interests in providing for disadvantaged populations needs
For development of the Humboldt County Transportation Disadvantaged Populations Report, project
staff conducted interviews via phone and in person and attended scheduled meetings. A simple set of questions
helped collect consistent information at the individual and/or meeting context:
 What types of transportation challenges faced by your constituents/clients impact your ability to
provide services/support them?
 Are there documented sources of related information?
 Who else is knowledgeable about these issues?
 Is there organizational capacity and/or interest in involvement with transportation planning efforts on
an ongoing basis? Staff or budget dedicated to transportation? Interest in collaborating with other
organizations and government to seek solutions?

Mapping Disadvantaged Populations
Many local and regional governments maintain or are developing Geographic Information
Systems (GIS) tools. GIS can be used to map US Census data for some transportation
disadvantaged populations to improve understanding of where those populations may be
concentrated. This information can help decisionmakers identify solutions and prioritize
actions to reduce transportation disadvantage to those areas. Section 5.2 includes more
detailed information about how the PATH project team experimented with some of the
following ideas. A great deal more information and 30 maps can be viewed with the
May, 2006
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Humboldt County Transportation Disadvantaged Populations Report
(www.nrsrcaa.org/path/TDPReport.htm).
A mapping effort could attempt to answer questions such as:
•

Which Census block groups have high percentages of transportationdisadvantaged populations (e.g concentrations of a single dimension of
disadvantage)?

•

Which Census block groups show ‘multivariate transportation disadvantage’
(high concentrations of multiple disadvantaged populations)?

•

How are block groups with multivariate transportation disadvantage served by
transit, bicycle facilities and pedestrian facilities? Are there substantial gaps in
service and/or networks?

•

To what extent do pedestrian and bicycle collisions occur in block groups with
multivariate transport disadvantage? Are collisions associated with sites where
people need to access key destinations like schools, civic buildings, or socialservice providers?

•

Have transportation investments historically been made in these areas (e.g.
what is the total per capita investment over the past decade in transportation
projects and programs in transportation-disadvantaged block groups relative to
transportation-advantaged block groups)? Do the transportation investments
that have been completed provide the types of programs and projects that
meet the actual transportation needs of these communities?

Data that can potentially be mapped to identify transportation disadvantage, related
services and planning issues includes:
•

Census block groups (the smallest geographic unit for which the Census Bureau
tabulates sample data)

•

Estimated residential locations (single- and multi-family residential parcels to
indicate a sense of population density within large rural block groups)

May, 2006
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PATH TIP: Student GIS Help
One possibility for governments to obtain
assistance with GIS analysis is to develop
partnerships with local school, college or
university GIS programs and/or to provide
internships to complete some level of
data entry, mapping and/or analysis.
Find a program near you at
www.esri.com/industries/university/educ
ation/onlinedb.html
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•

Transportation-disadvantaged populations
(such as those with income, age, disability,
ethnicity, and access to automobiles
demographics and characteristics
noted above)

•

Key destinations: schools, hospitals
and clinics, large employers,
commercial zones, grocery stores,
social and civic service sites,
recreational areas (traditionally called
‘trip generators’ by traffic engineers –
Figure 3)

•

Transit routes and paratransit
response areas

•

Transit service frequency (headways)
and reliability (on-time performance
and schedule variability)

•

‘Transit access spheres’ around transit
stops of 1/4-mile or an approximate
five-minute walk (Figure 3)

•

Bicycle facility networks and gaps

•

Pedestrian facility networks and gaps

•

Pedestrian and bicycle safety data:
SWITRS (Statewide Integrated Traffic
Records System) data showing collision
locations

•

Transportation project/program
investments by geographic area or
service area

May, 2006

Figure 3: Public transit routes/stops and access to health care and large
employers in the Eureka area.
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The mapped data layers described above can be
overlaid with one another to develop information
such as:
•

Multivariate transportation
disadvantage by Census block group —
to become better informed about the
location of geographic areas with
relatively high non-automobile access
needs (for instance those in earthquake
liquefaction or tsunami zones)

•

Transit routes and bicycle/pedestrian
networks as they relate to key
destinations, population clusters, and
areas of multivariate disadvantage — to
identify priority transit access needs
and consider any potential relationship
between transit service (or lack
thereof), population clusters and/or
disadvantaged populations.

•

Bicycle- and pedestrian-auto collision
locations as they relate to areas of
multivariate disadvantage and key
destinations — to identify priority safety
improvement needs and consider
relationship between accidents and
disadvantaged populations (see Figure 4).

•

Project sites/areas and costs as they
relate to areas of multivariate
disadvantage and key destinations — to
identify if investments are being made
in areas with high percentages of
disadvantaged populations

May, 2006

Figure 4: Bicycle- and pedestrian-vehicle collision locations and low-income
populations in Eureka, California (1999 – June, 2004)
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ENGAGED & INFORMED PARTNERS: PUBLIC PARTICIPATION
A well-planned, carefully implemented public participation program is important to
inclusive, equitable planning. Often, mandated processes, lack of funding for good
participation, poor public understanding of bureaucracy and timeframes, and lack of
staff training result in ineffective and frustrating public participation outcomes for both
decisionmakers and the public alike.
Often, public participation efforts are conducted solely to meet a requirement, rather
than to engage the community in search of solutions. Public participation efforts should
provide stakeholders with incentives to contribute one’s time, including:
•

Clarity on how to provide input

•

Clarity on how input will influence the process and outcomes

•

Multiple, convenient, and accessible opportunities to provide input in a
culturally-appropriate setting

•

Information about different policy options, various tools available to
decionmakers, and ‘the possibilities’

•

Ability to track the progress of the planning process be kept informed of results

•

A sense that input is valued, useful, and that time was well spent

PATH TIPS:
The Language of Participation
When you seek ‘buy-in’ from stakeholders,
you tell them you want their agreement with
a pre-determined decision or outcome. It is
more effective to seek their ‘input’,
‘consideration’, ‘wisdom’ or other way of
communicating that they are contributing to a
dynamic, fluid process.
‘Public participation’ is a more inclusive
term than ‘public involvement’ or ‘public
outreach’, and indicates a two-way
communication.

Different Communities, Needs & Resources
The Job at Hand
•

Regional or Local? Big-picture planning requires more attention to and time for
discussion, vision and alternatives analysis.

•

Contentious? Allow for in-depth design of the process and a professional
facilitator or two who know the planning issues, if possible.

The Community
•

May, 2006

Urban or rural? Treating a rural community like an urban one (formality,
meeting location, design approach) won’t go over well. And vice versa.
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•

Who is the audience? If including folks who are transportation-disadvantaged,
make sure the time and location is accessible. Is the event near a transit stop
and during a convenient time for working moms? Is childcare provided? Have you
considered ‘going to them’ and using an existing meeting or working with a
community group?

The Budget

PATH TIP: Creative Outreach


Look for every opportunity to send PSAs
to the local media and large stakeholder
groups: they are a cheap way to educate
the public on transport issues.

•

Save money, work together! Identify opportunities to cooperatively sponsor
participation events.



•

Think creatively to maximize public participation opportunities. Find free
meeting spaces and work with youth organizations to assist with child care.

Provide flyers to stakeholder groups for
newsletters or to share with clients.



When the stakes are high, finding the money for significant public participation
is recommended. It may save money in the long run by reducing the likelihood
for contentious, drawn-out battles or even lawsuits.

Make bookmarks with participation event
information to be given out to all library
patrons.



Create a booth or table outreach
package with visuals, signs, information
materials and creative input techniques
like ‘Fishbowl Voting’ (below, and see the
PATH Best Practices Report) that is ready
to go with you to festivals, fairs, or
stakeholder events.



Hire a local graphic artist to produce
flyers, banners and other materials that
look and feel familiar.

•

•

Plan ahead and budget for improved participation efforts. Phase in new
approaches.

Picking the Right Tools for the Job
Public participation is an art and a science. Thankfully there are many techniques to
choose from for each planning situation and useful references that exist on the topic.
See box and Figure 5, this page, for a few and Section 5.1 for more detail).

Building Outreach Capacity
An organization that is prepared for public participation -- and that has
systems in place to ensure consistent process is followed -- can more
successfully engage the public. In particular, ‘standard’ participation
support systems are more easily referenced during Title VI and
Environmental Justice audits. Administrative tools include:
•
•
May, 2006

Public participation policy and procedures (see the PATH Best
Practices Report, Section 2: Transportation Equity)
Checklists (Section 5.1) for recording outreach efforts and
participation responses
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Figure 5. The City of Santa Monica used the ‘fishbowl voting’
technique during participation events for the General Plan
Circulation Element update.
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•

Stakeholder contact and media databases, including reference to geographic
areas of focus

•

Local and regional facilitators with experience in planning issues

•

Standard formats for outreach materials such as flyers, press releases and
Public Service Announcements

•

Bilingual staff and/or arrangements with partners to provide translation to
enable communication with residents who speak a language other than English

Public Outreach & Participation Techniques & Tracking Systems
A sampling of proven public outreach and participation techniques to fit a diversity of
budgets and programs are summarized in Section 5.1. Simple outreach and datagathering efforts can be effective in regularly maintaining public contact and trust.
Techniques should focus on function, not form. Also see Section 5.1 for two potential
outreach and participation tracking systems.

International Association of Public
Participation (IAP2) ‘toolbox’ of techniques
with associated benefits and challenges:
www.iap2.org/associations/4748/files/toolbox
Local Government Commission participation
tools for land use planning:
www.lgc.org/freepub/land_use/participation_too
ls/index.html
Federal Highway Administration public
involvement techniques for transportation:
www.fhwa.dot.gov/reports/pittd/cover.htm

Humboldt County PATH Example:

Stakeholders Learning & Working Together
A number of different methods were employed to collect information from decisionmakers, non-planning
professionals and stakeholder groups for this project, including:
 Interviews and goal-setting with key professionals in the transportation, land use, health and
economic development fields to scope the issues and barriers
 Four ‘roundtables’ -- with transportation professionals; economic and land use professionals; and
health professionals with community stakeholder groups -- to discuss transportation issues, public
participation needs, project findings and project goals with groups that ‘speak the same language’
 A ‘forum’ that included presentations from representatives of the Transportation & Land Use
Coalition and Victoria Transport Policy Institute and multi-disciplinary small group discussions focused
on potential solutions to four long-term Humboldt County transport challenges
 Interviews and meetings with over 30 different stakeholder organizations
 A final workshop to focus in on objectives and potential strategies to address a priority issue with a
diversity of stakeholders

May, 2006
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Community Toolbox participation resources:
http://ctb.ku.edu/tools/tk/en/tools_tk_content_p
age_225.jsp
Civic Communicator is a fee-based service for
public participation websites:
www.civiccommunicator.com/transportation.htm
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DETERMINING COMMUNITY ACCESS NEEDS & PRIORITIES
A variety of methods can be used to evaluate current and potential travel needs, the
quality of transportation services available and potential opportunities to improve
services. Some are described below.
•

Use broad goals to help identify target areas and issues for which to collect
more information.

•

Define transportation-disadvantaged populations’ characteristics and
demographics in the community context, and compare the information to state
and/or national data.

•

Talk to key individuals in the community who know and understand the
transportation challenges that various populations may face. Assemble a
stakeholder contact list, make phone calls, send emails, attend existing
meetings and hold public participation events to determine:
o What are the transportation challenges?
o What written information exists in various disciplines that documents
transportation challenges? For instance, does the local health community
document regional transportation barriers?
o What are the best ways to engage and seek input from organizations and
their respective constituencies? For instance, to get input from the nonEnglish speaking community, attend gatherings and ask stakeholder
representatives to translate.
o Have organizations tried to address transportation needs independently? Is
there an ongoing collaborative effort or a possibility to pool and leverage
resources? Do they have stories of past efforts and why they failed or how
they succeeded?

•

Group information and look for consistencies between populations and
geographic areas to help identify shared priority needs.

•

Compare needs information with geographic analysis of transportationdisadvantaged populations to determine areas of multivariate transportation
disadvantage.

•

Use this information to identify objectives and strategies (Sections 1 and 3) to
address population and geographic transportation needs.

May, 2006
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PATH TIP: Look for Partners
Community organizations and service
agencies are often interested in
collaborating to address transportation
needs. This would result in better utilization
of staff resources and funds allocated to
transportation. with ongoing transportation
efforts, but the efforts of a substantial
number of community organizations,
agencies and education programs are
substantially affected by transportation
challenges and their staff are likely
knowledgeable about their constituencies’
needs and additional potential resources
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•

Establish a system for regular dialogue with transportation-disadvantaged
population representatives and professionals who consider, serve and/or
represent these groups. Information from these groups can be combined with
results of mapping efforts and improved participation efforts on the whole to
better meet Title VI requirements and related guidelines. Involve them in
planning, design, funding search and implementation phases.

Humboldt County PATH Example:

Shared Priority Needs for Transportation Coordination

After talking to over 30 different health, social service, workforce development, education and
transportation organizations in both rural and urban areas, it became clear that there was a
significant shared need: for coordination of transportation services. Most of these organizations offer
some type of ‘stopgap’ transportation service to ensure access to their services (they might have a van
or a driver, some both, and others might offer transit or taxi vouchers). Almost unanimously, these
organizations were interested in some sort of umbrella or ‘clearinghouse’ effort to provide specialized,
subscription transportation services.

May, 2006
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3. IDENTIFYING STRATEGIES TO ADDRESS NEEDS
3.1

OBJECTIVES: LINKING VISIONARY GOALS TO STRATEGIES FOR ACTION
Once needs assessment has been completed and shared priority needs identified,
decisionmakers can begin to develop more specific approaches to address broad goals
(Section 1). Objectives can be crafted to bridge the gap between far-reaching, visionary
goals and specific, task-oriented investment strategies (identified in the PATH model as
policies, programs and projects).
These objectives should be integrated into transportation plans, land use and economic
development plans, as well as stakeholder group planning efforts to encourage
partnership and consistent cross-disciplinary approach. Objectives need to be embraced
by decisionmakers and staff alike, and to be seen as viable.

3.2

PICKING THE STRATEGY -- POLICY, PROGRAM OR PROJECT
Integrated transportation and land use policies can be a very cost-effective way to
transition a community toward achieving strategic transportation goals and objectives in
order to address shared priority needs. Policy reforms should include identification of
responsible parties, enforcement mechanisms to ensure compliance, and periodic
evaluation to monitor effectiveness in achieving intended outcomes.
One benefit of setting specific policies related to goals and objectives is that they are
measurable -- like the old economist’s adage says, ‘behavior you can measure is
behavior you can change’. London recently reported that, while bicycling had increased
by 100 percent in five years, bike-auto collisions had decreased by 40 percent (Transport
for London, 2006). Their strategies helped the city exceed targets and timelines
addressed in specific policies (ibid.) for increasing bicycling and walking while reducing
related injuries and fatalities. Some of those policies include:
•

Increase bicycling mode share by 50 percent while reducing bicycling injuries
and fatalities by 30 percent

•

Increase the journeys made on foot per person per year by at least 10 percent
between 2001 and 2015

•

Reduce the number of pedestrians killed and seriously injured by 40 percent by
2010 compared with 1994-1998 data

May, 2006
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Humboldt County PATH Example:

Linking Needs, Goals, Objectives & Strategies
Goal: Residents have equitable access to vital services, employment and educational opportunities because: a)

transportation investments are equitably distributed and b) all transportation, land use, and public health policies
support equitable access.
Public & Stakeholder Shared Needs:
Improve coordination of resources and efforts between community- and service-based transport programs to increase
access to Humboldt Bay region-based services and employment for disadvantaged populations.
Improve rural roadway (including highway) conditions for bicyclists and pedestrians, particularly near community centers
and schools.
Example Objective 1: Increase financial and technical support for and collaboration and coordination between small communitybased transportation service providers.
Example Strategy: Improve function of Social Services Transportation Advisory Committee (SSTAC) by expanding
membership, pursuing new coordination initiatives and resources and meeting more regularly.
o Example Year 1 Benchmark: Seek, invite and train new members of SSTAC and complete a committee strategic
planning effort.
Example Strategy: Transportation Coordination Feasibility Study
o Example Year 1 Benchmark: Secure funding (including matching funds from partners) and initiate study by end of
fiscal year.
Example Objective 2: Develop collaborative efforts to improve rural roadway conditions for bicyclists and pedestrians.
Example Strategy: Identify a strategy to improve bike/ped safety on rural roadways and highways, particularly around
schools, stores and other key services, in light of a lack of resources to do so.
 Example Year 1 Benchmark: Develop policy to support new methods to improve bike/ped safety on rural roadways
and highways, particularly around schools, stores and other key services.
Example Strategy: With grant funding, develop a guide to help rural residents identify priority road segments, seek in-kind
assistance, coalesce community support and raise matching funds, assistance and/or needed materials.
 Example Year 1 Benchmark: Secure grant funding for development of guide.
Example Strategy: Establish a matching fund program to ‘incentivize’ community planning and project development
efforts.
 Example Year 1 Benchmark: Research example programs and potential funding source/s.
May, 2006
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While rural jurisdictions are obviously quite different from large urban areas like
London, similar goals can easily be adapted to rural areas, so long as they are tailored to
unique local conditions, including available resources and community values.
For example, requiring that decisionmaking, contracting, and funding commitment
efforts address the following “Planning Considerations” (Section 3.3) in a checklist
format could be an effective way to gradually align on-going activities of all government
agencies with a new paradigm in transportation planning.
Implementing multimodal transportation programs and projects can also help address
community-identified needs and achieve strategic goals. Programs and projects are
emphasized equally here because there is a demonstrated need for improved overall
guidance and prioritization of transportation management efforts and substantial noncapital needs such as education, marketing, and other ‘operational’ efforts rather than
solely facilities or services.
Most transportation programs and projects fall into one of the following three categories:
•

Maintenance or rehabilitation: maintenance and improvement of existing
street, road and highway facilities;

•

Capital: development of new facilities; or

•

Operational: development or maintenance of programs that affect
transportation management.

While addressing local transportation challenges can sometimes (but not always) be
relatively straightforward, addressing a substantial regional transportation issue might
mean identifying a diversity of programs and projects to begin to coordinating with
regional stakeholders. It takes time and effort to match big picture transportation needs
with the appropriate transportation investment strategies.
In order to ensure that a potential transportation investment strategy will ultimately
address community-identified needs, goals, and objectives, program/project description
should include the following elements:
•

May, 2006

Scope
o

Addresses community-identified priority needs, goals, objectives and
policies by clearly identifying intended program/project outcomes

o

Is consistent with relevant local and regional policies and plans or
provides alternative justification for not complying with policies or plans
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(e.g. a “statement of overriding considerations” as used in California
Environmental Quality analysis)

•

•

o

Meets design standards and/or provides alternative justification for not
complying with standards (assuming there are good multimodal contextsensitive design standards on the books)

o

Is described in terms of the various ‘components’ of proposed outcomes
related to various funding programs (for more info see Section 5.3:
‘Funding Worksheet Examples’)

Budget
o

Provides reasonable and realistic funding for all project components so
critical multimodal aspects don’t get dropped due to cost overruns

o

Identifies multiple potential funding sources, partners, and cost-shares

Schedule
o

o
•

May, 2006

Addresses potential for programs/projects with overlapping
objectives/funding sources and long-term followthrough

Responsibilities
o

•

Is coordinated with other planned or pending transportation investments
(e.g. does not propose striping a bike lane on a road that will soon be
resurfaced)

Lists all implementers and their related planning, funding,
implementation, and monitoring roles

Benchmarks
o

Identifies how the intended outcomes of the project or program will help
address community-identified needs and goals

o

If the jurisdiction has standard benchmarks (either by statute or by
common practice), the project can be evaluated according to these
benchmarks. If not, the project/program should be evaluated according
to best practice evaluation methods for comparable multimodal
transportation investments. In every case, some evaluation metric
should be used to evaluate the effectiveness of the investment strategy
in question in order to help decisionmakers prioritize future investment
strategies.
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RESOURCES:
When the Highway Is Main Street
When the highway is also main street, as is
often the case in rural regions,
communities must strike a balance
between through traffic and local needs.
Some resources include:
Civilizing Downtown Highways: Putting
New Urbanism to Work on California’s
Highways. 2002. Congress for the New
Urbanism, Local Government Commission,
and the Surface Transportation Policy
Project. Available at
http://store.yahoo.com/cnuinfo/calstreetgui
.html.
Main Street…When a Highway Runs
Through It: A Handbook for Oregon
Communities. 1999. Oregon Department of
Transportation and Oregon Department of
Land Conservation and Development.
Available at
www.contextsensitivesolutions.org/content/r
eading/main-street/.
Main Streets: Flexibility In Design &
Operations. 2005. California Department of
Transportation. Available at:
www.dot.ca.gov/hq/oppd/context/mainstreets-flexibility-in-design.pdf
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MULTI-DISCIPLINARY PLANNING CONSIDERATIONS
Once ideas for programs and projects start forming, the potential for impacts and/or
benefits to the ‘planning considerations’ listed below should be addressed:
•

Health and safety

•

Land use and facility design

•

Economic development

•

Social equity

•

Environmental effects (addressed, though not proactively, via state and federal
Environmental Act processes)

•

Efficiency, transportation demand management and sustainability

•

Cumulative social, health and environmental issues

A National Homebuilders Association survey
in 2000 found walking and jogging trails to
be the most desired community amenities
for active and older adults – second, third
and fourth most desired amenities are
outdoor spaces, public transportation and
open spaces, respectively.
- Wylde, 2001.

Not all of these ‘planning considerations’ will apply to all strategies. Some may have
limited applicability to maintenance or rehabilitation projects. Proactive policies and
programs can help even relatively ‘simple’ maintenance projects maximize potential to
address non-automobile transportation needs such as requiring that all transportation
investments consider opportunities to improve multimodal access (e.g. a shoulder
improvement project can include a buffered pedestrian pathway at little additional cost).
Usually, street, road and highway rehabilitation funds are distinct from other
transportation funding sources. At the local budget level, burgeoning maintenance costs
can reduce spending on needed transportation demand management efforts and other
transportation programs. Proactive techniques for reducing roadway maintenance
costs include restricting construction of new facilities (e.g. a “fix-it first policy,” see
www.sierraclub.org/sprawl/fixitfirst/) and emphasizing transportation demand
management activities to reduce roadway impacts of auto and truck travel.
Routine accommodation of pedestrian and bicycle travel, or ‘complete streets’, is
one way to comprehensively address many of the recommended planning
considerations.
Planning considerations identified above and discussed in greater detail below include
lists of questions that can be used either as checklist guidelines or formative
considerations. These considerations can help transportation decisionmakers to:
May, 2006
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•

Prioritize maintenance efforts, programs, or projects within each of those
respective investment categories

•

Prioritize investment strategies between investment categories (e.g. a head-tohead comparison of the cost-effectiveness of different maintenance/rehab,
operations and capital investment strategies)

•

Identify opportunities to expand
maintenance project design to address
non-automobile needs

•

Figure 6: Obesity tends among U.S. adults over a 15-year period.
Graphic Source: California Center for Disease Control

Decide whether or not to continue
maintaining some facilities and
whether to expand or scale back
certain programs

Health & Safety Planning
Considerations
Transport planning decisions directly affect
public health in rural areas through:
•

Access to health facilities - studies
indicate significantly more transit
trips -- one third -- are made for
medical purposes in smaller
communities than are in larger cities
(American Public Transit Association,
2005). In many cases, taking health
services to dispersed communities is
cost-prohibitive, however emerging
‘Tele-Health’ stations and mobile
medical units are increasing access to
health services.

•

Opportunities for active
transportation - public health
officials are increasingly alarmed at
the epidemic of declining physical
fitness, excessive body weight, and

May, 2006
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increases in diseases associated with a sedentary lifestyle (Figure 6).
Transportation and land use planning decision-making can significantly affect
non-motorized travel and related physical fitness.
How can transportation programs/projects change:
•

Access to health care facilities such as clinics, hospitals and other medical
centers?

•

Opportunities for active transportation: walking, bicycling, stroller and
wheelchair access? Safety for all modes? Access to recreational opportunities?

•

Emergency preparedness: access/evacuation, particularly for transportationdisadvantaged populations, during emergencies?

•

Air and water quality?

How can transportation programs/projects reduce:
•

Pedestrian- and bicycle-auto collisions where they are an issue?

•

Transportation-related noise pollution where it is an issue?

Land Use & Facility Design Planning Considerations
The problems? Transport and land use planning decisions directly affect each other via
infrastructure and travel demands created in both realms. As low-density, single use,
auto-dependent development (sprawl) spreads farther from urban core areas, lowincome populations are particularly affected with the movement of jobs,
development, and investment farther from core areas (Policy Link, 2002).
Take advantage of land use planning tools (context sensitive design standards, mixed
use zoning requirements, and so forth) to provide for multiple travel modes, improve
accessibility, and to integrate planning efforts that improve transportation choice
overall.

May, 2006
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LAND USE & FACILITY DESIGN
CASE STUDIES
The Puget Sound Regional Council ‘Rural
Town Centers & Corridors Project’ looked
at how to identify and integrate rural
highway corridor development needs with
local town center development needs. For
more information, see
www.psrc.org/projects/rural/reports.htm.
Rural designs for a big city: the Portland
Pedestrian Design Guide was prepared with
attention to appropriate designs for
formerly rural roadways now incorporated
in City Limits. See the ‘Guidelines for
Pathways & Stairs’ section:
www.portlandonline.com/shared/cfm/image.
cfm?id=61754
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How might a transportation program/project:
•

Change existing land use? Potentially change demographic patterns due to
changes in property values? Increase the possibility of development
inconsistent with local and regional land use plans?

•

Further community goals and support land uses called for in local and
regional land use plans? Encourage infill development? Support transitoriented development?

•

Include context-sensitive designs that enhance community identity?

•

Improve designs for buildings, public rights-of-way, and other public
spaces that support safe and convenient travel by all modes and support
neighborhood livability and community cohesion?

•

Enhance private property/ies?

Economic Development Planning Considerations
If transportation projects promote community context identity and achieve access
objectives, they will likely also have economic development and/or revitalization
benefits. Amenities enhancing community non-automobile mobility are
increasingly desired as a part of development and revitalization initiatives.
Lack of transportation options can hinder employers’ ability to recruit and retain
skilled workers. For employers, better access means expanding the pool of
potential workers. For employees, better access expands the pool of available jobs
and may enable some to no longer to be transportation-disadvantaged. Adult
access to higher education, retraining programs and trade schools is very
important to economic health. Many adults need evening access to such programs,
which can be difficult for those dependent on non-automobile transportation.
As the ‘senior tsunami’ approaches -- the enormous increase in the elder
population who need increased transportation services to remain independent -making transport services and community streetscapes inviting for disadvantaged
populations will serve and even invite retirees, which can support one form of
economic development.

Useful (Urban) Design Solutions
The Institute for Transportation Engineers (ITE)
recently published a manual for urban roadways
called Context Sensitive Solutions for Designing
Major Urban Thoroughfares for Walkable
Communities. These guidelines recommend reducing
lane widths, tightening corner radii, and improving
pedestrian and bicycling facilities as the roadway
context becomes more urbanized, in recognition of
the fact that where increasing numbers of
pedestrians and bicyclists are present, design tools
that reduce peak motor vehicle speeds tend to have
the strongest effect on reducing injuries.
While this manual is specifically targeted for urban
areas, roadway design standards can be useful to
rural regions in two ways: 1) as reference for
designing major streets and 2) to assist local traffic
engineers make the transition from rural-highwayoriented design to more multimodal design.
The manual is currently a "proposed recommended
practice” through the end of 2006 (during which
time comments can be submitted) at which time it
will likely be revised and adopted as a recommended
practice. Once it is officially adopted as
recommended practice by ITE, it can help local
communities easily adopt design standards in the
document as local street design guidelines, while
reducing concerns about legal liability. At the same
time, transportation decisonmakers in rural regions
should work with state transportation officials to
develop a similar manual specifically focused on
roadway design standards for rural regions.
This resource is available at
http://ite.org/bookstore/RP036.pdf or
http://store.yahoo.com/cnuinfo/cosesodrma.html

A lack of safe and interconnected bike and pedestrian networks can also reduce a
May, 2006
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community’s ability to attract recreational tourism.
How can a transportation program/project connect or provide improved access to:
•

Employment opportunities? Higher education and/or job training opportunities?

•

Shopping and retail businesses? Tourist-related activities?

How can a transportation program/project advance or implement:
•

Goals and policies of City and County redevelopment plan/s?

•

‘Quality of life’ indicators, such as:

•

o

Context-sensitive designs that enhance community identity?
Walkable/bikeable mixed use neighborhoods?

o

Planned efforts to enhance economic development opportunities?

Traffic reduction? Goods movement?

Social Equity Planning Considerations
Many people consider safe, convenient, and affordable transportation is a basic civil,
social, and constitutional right that can either support or hinder individuals’ “life,
liberty, and the pursuit of happiness”. An important test of any transportation system’s
effectiveness and fairness is its ability to accommodate the needs of those who are most
vulnerable users.

ECONOMIC DEVELOPMENT CASE STUDIES
In Lodi, California, $4.5 million in
streetscape and pedestrian improvements
coupled with economic development
incentives brought 60 new businesses,
reduced the vacancy rate and increased
downtown sales tax revenue by 30
percent. See The Economic Benefits of
Walkable Communities at
www.lgc.org/freepub/land_use/factsheets
/walk_to_money.html.
Main Street, When A Highway Runs
Through It: A Handbook for Oregon
Communities is a useful resource for rural
northern California communities interested
in ‘context sensitive’ design for
communities bisected by state highways:
http://egov.oregon.gov/LCD/TGM/docs/
mainstreet.pdf

How might a project/program:
•

Improve transportation-disadvantaged populations’ access to essential
destinations? Transportation options?

•

Promote access to affordable housing for transportation-disadvantaged
populations? To critical locations and/or during critical times or emergency
events?

•

Disproportionately impact transportation-disadvantaged populations?
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•

Improve community social health through encouraging a diversity of travel
modes and creating public spaces that support neighborhood-level interactions
that can increase social capital and community cohesion?

Efficiency, Demand Management & Sustainability
Rural regions in particular need to ensure that transportation investments get the most
‘bang for the buck.’ The need for a dispersed populace to access centralized services is a
major transportation challenge. While these needs are often viewed solely as a
transportation supply problem (or lack thereof), there are often opportunities to consider
management of transportation demand for access to services by other means such as
mixed use planning, incentives for small communities to retain vital economic services,
coordinated community transportation services or enhanced telecommunication capacity.

PATH TOOL:

TDM Encyclopedia
The Victoria Transport Policy Institute
offers a comprehensive online
‘Encyclopedia’ for those interested in
exploring options for Transportation
Demand Management techniques:
www.vtpi.org/tdm

Transportation Demand Management (TDM) includes various strategies that result in
more efficient use of transportation resources. They improve transportation options,
such as better walking and cycling facilities, provide incentives for people to take
advantage of these services (e.g. discounted transit passes), and bring people closer to
common destinations in order to reduce total vehicle travel.
Financial, functional, and environmental sustainability is paramount to program or
project implementation success and attainment of goals and objectives. If funds exist to
build a project or initiate a program, but sufficient funds haven’t been identified for it
to be operated or maintained at a functional level, then the project is not financially
sustainable. Likewise, if the environmental or social costs of building a project are
significant, the project could require expensive long-term mitigation.
How can a transportation program/project:
•

Complete a network and/or address a transportation gap?

•

Facilitate Transportation Demand Management (TDM): have all cost-effective
TDM options been explored? Are existing TDM efforts being supported?

•

Increase access to key destinations for people of all levels of mobility?

•

Ensure that associated long-term expenses to taxpayers are minimized?
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Cumulative Considerations
Analyzing the long-term, cumulative impacts and benefits of a transportation
program or project provides perspective on collective efforts to improve access.
These effects warrant thoughtful consideration, because they affect the legacy
we leave for ourselves and future generations.
•

What is the extent of public consultation, participation and support for
the proposed program/project? Is there opportunity for education and
outreach to build support for healthy transportation options?

•

Cost/benefit analysis – what are the estimated: costs of the project?
Benefits and costs to disadvantaged populations, schools, economic
development, other community efforts?

•

Cost of unmitigated or external impacts such as congestion or decrease in
multi-modal safety or access?

•

Are impacts on future generations considered in decision-making?

MAKE A SHIFT TO PLAN FOR ACCESS
Sustainable transportation planning focuses on
access, which can often be improved with strategies
that reduce the need to travel altogether, such as
land use management and improved communications.
There are many specific transportation strategies that
can help support sustainability, including improved
travel choices, more efficient pricing, and more
efficient land use. Individually such strategies may
have modest impacts, but implemented together
they can provide substantial benefits.
Sustainable transportation requires fundamental
changes in our transportation planning practices. It
demands more comprehensive analysis of impacts
(including consideration of indirect and cumulative
impacts) and consideration of a broader range of
solutions than usually occurs. It also requires that the
public be involved in determining alternatives… and
evaluation criteria.
Sustainable development requires that individual
transport decisions be subordinate to a community’s
long-term strategic objectives. Transport planners
must recognize that their decisions can create selffulfilling prophecies. For example, increasing highway
capacity can stimulate automobile-dependent
transport and land use patterns, while investments in
transit, pedestrian and bicycle facilities can help
create multi-modal transportation systems.
Transportation professionals have just as much reason
to object to decisions that create automobile
dependent land use patterns as they would to the
closure of a highway lane or a reduction in transit
service, since all result in reduced access.
- Victoria Transport Policy Institute, Reinventing Transportation,
2003, http://www.vtpi.org/reinvent.pdf
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4. MAKING IT HAPPEN: FUNDING, DELIVERY & EVALUATION
4.1

CREATIVE RESOURCE PLANNING
Federal & State Funding Sources
It is important for decisionmakers to have a good understanding of the complex web of
federal and state funding sources to maximize funding potential, including traditional
governmental transportation funding streams and grant programs. Federal and state
funding sources are discussed below. Examples of how different types of projects could
be packaged and funded from multiple types of sources are presented in Section 5.3:
‘Funding Worksheet Examples.’
SAFETEA-LU (Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy
for Users) was signed into law in August, 2005. Funds can be spent on a range of projects
rather than rigid requirements for highways-only projects or transit-only projects. The
two major funding programs that allow this flexibility are the Surface Transportation
Program (STP) and Congestion Mitigation and Air Quality Improvement Program (CMAQ,
which is often not applicable to rural areas). Funds can be spent on transit, pedestrian
and bicycle facilities, roads and highways.
State funding sources are numerous. Though most transportation decisionmakers are
already familiar with these sources, it can be intimidating for others to get a handle on
the specific funding eligibility and compliance requirements for the multiple funding
programs. The most comprehensive description of state sources, though somewhat
dated, is the Sacramento Area Council of Governments’ 1999 Transportation Funding
Handbook, available online at www.sacog.org/projectdelivery/funding.pdf. Another
useful source of California funding information is Chapter 4 “Transportation
Decisionmakers” in Access Now: A Guide to Winning Transportation Your Community
Needs (Transportation and Land Use Coalition, 2004).

To fully understand the transportation
planning process and the equity of
transportation spending, one needs to
understand the flow of money. This can
be difficult… Transportation agencies
should strive to make the funding
process clear to the public at every
opportunity. Some agencies have
produced “citizen’s guides” to
transportation funding:


[Metropolitan Transportation
Commission]
www.mtc.ca.gov/publications/fundi
ng_guide/fgindex.htm



[Caltrans]
www.dot.ca.gov/hq/tpp/offices/ote
/funding/fundchrt.htm

- Desk Guide: Environmental Justice in
Transportation Planning & Investments, 2003

Grant funding streams are generally quite competitive -- success can usually be
improved with strong partnerships and broad-based cost-shares among local
stakeholders. A few examples of grant programs administered by the California
Department of Transportation (Caltrans) include:
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•

Safe Routes to School (SR2S) Grants
(www.dot.ca.gov/hq/LocalPrograms/saferoute2.htm) are now a SAFETEA-LU
program

•

Community-Based Transportation Planning (CBTP) Grants
(www.dot.ca.gov/hq/tpp/offices/ocp/cbtpg.htm)

•

Environmental Justice Context-Sensitive (EJCS) Planning Grants
(www.dot.ca.gov/hq/tpp/offices/opar/titleVIand%20EJ.htm)

Many state and federal sources can fund aspects of transportation projects even if the
sources may not traditionally or completely be related to transportation. These sources
may address public safety (such as the State Office of Traffic Safety or public health
sources), economic development (such as federal Community Block Grant or local
redevelopment agency funds), recreational programs (such as multi-use or coastal access
trails that also serve transportation purposes), and others (see Section 5.3: Funding
Worksheet Examples for additional ideas).

Local Funding Streams: Taking Control of Your Transportation
Destiny
In an era of reduced transportation spending by state and federal governments, rural
(and other) regions with limited resources are increasingly “taking control of their
transportation destiny” by pursuing innovative transportation funding approaches at the
local level. In the short-term, funding sources with the greatest revenue potential and
the lowest legal and political barriers to implementation may need to be prioritized out
of necessity.

Examples of Local Funding Streams
Many local funding streams are more flexible than state or federal funding and are often
used to provide the local match to traditional state and federal sources. These funding
sources can therefore be used to help fund multimodal transportation investments that
help accomplish the community’s strategic goals and address needs of transportationdisadvantaged populations.
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LOCAL FUNDING SOURCES:

DEVELOPMENT IMPACT FEES
The most innovative transportation impact
fees asses a fee on the number of vehicle trips
projected by new development and dedicate
the fee revenue to multimodal improvements.
Examples in jurisdictions of all sizes are
below.
Rural regions. The Tahoe Regional Planning
Agency assesses a transportation development
impact fee and uses 100% of the revenues to
fund transit and air quality projects. The
Coachella Valley Association of Governments
uses transportation impact fee revenue to
fund clean air bus replacement, additional
transit service, commuter buses,
carpools/vanpools, and discount
senior/disabled fares.
Small cities. The City of Boulder’s
development excise tax used in combination
with other revenue streams to fund the
transit, pedestrian, and bike programs in
Boulder’s Transportation District. More info at
www.ci.boulder.co.us/publicworks/depts/transp
ortation/master_plan_new/tdm/tmo.htm.
Big cities. San Francisco’s Transit Impact
Development Fee which assesses a per square
foot fee on most new development in order to
fund the new transit service necessary to
serve the development. More info at
www.spur.org/documents/010801_article_01.shtm

Natural Resources Services Division, RCAA

PATH Guide

4. Making It All Happen: Funding, Delivery & Evaluation

Examples of funding streams that local jurisdictions can pursue include the following:
•

County transportation sales taxes - a countywide list of projects and programs
to be funded with the sales tax revenue should be developed through an
inclusive public participation process,
and projects that promote greater
Table1: Comparison of development impact fee systems in various California jurisdictions
transportation choices, multi-modal
safety, and system efficiency should be
prioritized. Special transportation sales
taxes require a 2/3 vote.

•

Development impact fees Transportation development impact
fees are assessed by city, county, or
regional governments on new
development in order to pay for the
increased services and new
infrastructure necessary to serve the
residents and/or employees of the new
development. Cities and counties of all
sizes are implementing these fees and
investing some (or all) of the resulting
revenue stream in multimodal
improvements, including increased
transit service, completion of bicycle
networks, and better pedestrian
infrastructure and amenities. Many
jurisdictions also use the fees to
supplement their existing revenue
sources for maintaining streets and
roads (for examples, see Table 1).
In order to implement a development
impact fee, an initial nexus study must
be completed to establish a reasonable
connection between the new
development and the proposed use of
the fee and a rough proportionality
between the fee level and the actual
mitigation costs. Then, a community
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can get what it needs with planning priorities and design standards in place to
guide implementation. For further information on development impact fees,
and the process of quantifying the transportation impacts of new developments,
see Section 5.4.
•

Vehicle impact mitigation fees - assess a small fee on each vehicle registered
in the region to pay for programs and projects that mitigate the negative
impacts caused by vehicle traffic. These can include environmental impacts
(such as programs to improve air and water quality) and transportation impacts
(such as projects or programs to improve traffic safety and reduce traffic
congestion by providing modal alternatives to vehicle travel). The fee level is
determined by a nexus study and approved administratively by the
transportation agency without voter approval, but does require enabling
legislation to be passed at the state level, which several county and regional
governments have already achieved.

•

Transportation benefits districts - property assessments that do not require
two-thirds voter approval. Property owners vote whether to assess themselves a
fee to fund transportation investments in their area. The amount of the fee is
usually based on a formula that is proportional to either the area or value of the
property and is assessed as a line item surcharge on annual property tax bills.

•

Parking revenues - commonly used as funding for multi-modal transportation
and becoming increasingly common in Main Street districts of small towns who
are finding that demand-responsive pricing for parking is a better way than time
restrictions to promote turnover of scarce “front-door” curb parking (Shoup,
2005). Another example of a program that could be funded with parking
revenues is a universal transit pass, in which government agencies and other
large employers charge a nominal fee for commuter parking at public facilities
and use the revenue to fund free transit passes for all employees who work in a
downtown district.

•

Fine revenues for citations for parking or moving violations. For example, the
City of Portland funds its Community and School Traffic Safety Program (CSTSP)
- with Safe Routes to School as a major component - through increased traffic
fines. This can be particularly cost-effective if photo enforcement for speeding
and red light running is employed. The City of San Francisco is partially funding
its first Citywide Pedestrian Master Plan using citation revenue from red-light
running violations.
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•

Public-private partnerships - major employers and educational institutions are
often able to help subsidize multimodal transportation projects or programs
that not only provide direct benefits to the employer or institution, but also
help meet the needs of transportation-disadvantaged populations. A common
example is a shuttle from neighborhoods to job centers and/or educational
facilities.

•

Foundation grants - foundations are increasingly funding planning initiatives
that aim to improve transportation equity and address the mobility needs of
transportation-disadvantage populations, particularly those that promote
increased physical activity by making biking and walking safer and more
convenient. Examples of foundations active in rural California include the
California Endowment and the Robert Wood Johnson Foundation.

Making use of local funds will often require transportation decisionmakers to collaborate
with outside agencies and non-traditional stakeholders to cooperatively share costs
and develop shared funding sources. As described in Section 4.3 and illustrated in Section
5.3, funding success is increased when multimodal projects and programs are developed
and packaged to illustrate widespread public benefits (e.g. not just transportation
benefits, but also public health, economic development, and the like) and eligibility for
multiple funding sources.

Evaluation Criteria for New Local Funding Streams
Wherever possible, new revenue proposals should also advance the community’s other
strategic transportation goals. In other words, local transportation planning agencies
should focus on strategic, rather than opportunistic, sources of new revenue. The
following criteria can be useful in evaluating the net public policy benefits of potential
new local transportation revenue sources:
1) New revenue sources should support a community’s strategic goals for
transportation, land use, economic development, public health, and the
environment.
2) New revenue sources should try to encourage – and certainly never
discourage – new development in relatively-dense, compact areas that are
well-served by transit (areas are where transit is most efficient and cost
effective and biking and walking to work or services is most convenient).
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3) New revenue should come from sources that are sustainable in the long term.
This requires an emphasis on sources that:
•

Are diverse and local. Over-reliance on just one or more large revenue
streams can create major problems during economic downturns or policy
changes.

•

Automatically increase with inflation and/or rising public sector costs in
order to prevent the erosion of the revenue yield over time.

•

Yield revenue annually, rather than provide a one-time revenue boost.
Building budgets around one-time revenues is not sustainable.

4) New revenue sources for transportation should come from sources that are fair
and equitable. Revenue proposal pursued should include analysis of the
“incidence” of the revenue source (e.g. who pays and how much). This
incidence analysis should account for the financial impacts on those who will
pay the increased tax, fee, or fare in relation to the positive benefits received,
the impacts caused (i.e. externalities), and within the context of overall ability
to pay.
5) New revenue sources for transportation should minimize impacts on lowincome, transportation-disadvantaged people. When developing new revenue
sources to fund transportation investments to promote for transportationdisadvantaged populations, advocates and decisionmakers need to consider
disproportionate burdens on low-income people. If a potential revenue source
significantly impacts low-income people, service improvements should be made
at the same time that will have the greatest benefit to those populations who
typically have limited travel options. While improvements to transit, biking, and
walking generally disproportionately benefit the poor and those with fewer
mobility options, it is important to analyze cost-benefit impacts of all new
proposed revenue sources on transportation-disadvantaged populations.
The goal of accessing a diversity of funds is not only to leverage traditional
transportation funding streams, but also to ensure that multimodal and safety
components the community wants and needs do not get “dropped” in the
implementation stage due to lack of flexible funding to pay for these transit, bike,
pedestrian, and safety aspects.
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DELIVERY ASSURANCE:
REQUIRING ‘COMPLETE STREETS’
‘Complete streets’ include a full spectrum of
multi-modal accommodation. Streetscape
function requirements should be coupled with
the development of multi-modal design
standards based on current best practices in
street design. The complete streets
requirements can then reference that all new
transportation projects must be in compliance
with regional design standards.
For more information on Complete Streets
legislation, including model ordinance
language and a list of jurisdictions that have
adopted such policies, see
www.completethestreets.org.
Caltrans’ Deputy Directive 64:
Accommodating Non-Motorized Travel: The
Department fully considers the needs of nonmotorized travelers (including pedestrians,
bicyclists, and persons with disabilities) in all
programming, planning, maintenance,
construction, operations and project
development activities and products.
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4.2 GETTING ALL OF IT ON THE GROUND: DELIVERY ASSURANCE
Non-automobile elements of capital projects have a reputation for ‘falling out’ of a
project’s scope before implementation (or delivery) is achieved. Often this is due to
unanticipated contractor cost overruns and funding shortfalls.
Delivery assurance methods useful in project development and funding stages include:
•

Development and implementation of projects in close collaboration with all
funding partners. With a financial interest in the project outcome, partners
are more likely to monitor and ensure their element is not dropped from the
project or program.

•

Adopt legislation requiring all public agencies in the jurisdiction to
incorporate multi-modal facilities and safety improvements in all new
transportation investments they initiate, oversee, or maintain. Numerous
cities and states have adopted such ordinances, often called “Complete
Streets” legislation. The State of California’s ‘Deputy Directive 64’ (see box,
previous page) requires consideration of non-motorized elements, but this
may not be enough to ensure delivery of those elements.

It is important to note that in order for such measures to be most effective, they should
not just be non-binding policy statements but instead should be legally binding with
funded enforcement mechanisms to ensure accountability and compliance. One way
to do this at the regional level is to link individual cities and counties’ record of
compliance with a regionally context-sensitive “Complete Streets” policy (see box,
previous page) with future distribution of state and federal transportation funds
disbursed by the Regional Transportation Planning Agency.
Additional mechanisms need to be applied to the project design and implementation
process to assure that non-automobile elements are not dropped from a
program/project scope due to funding constraints. Adoption of best practices in the area
of contract management is a way to avoid cost-overruns that result in incomplete
multimodal project components. A number of other states employ techniques to reduce
the potential for contract overruns; techniques that have also been used during
emergency construction efforts in California (such as after the Northridge earthquake).
One approach in these cases is to provide substantial incentives and penalties to
motivate contractors to perform at the top of their capability. “A + B contracting” and
incentive/disincentive provisions are two commons strategies (see box at right). Both
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DELIVERY ASSURANCE:

‘A+B’ & ‘RISK/REWARD’ CONTRACTING
In ‘A plus B bidding’ prospective contractors
must bid not only cost, but also the time it
will take them to complete the project. Bids
are evaluated on “the cost to perform the
work (A component) with the cost of the
impact to the public (B component) to provide
the lowest cost to the public.”1 For example,
if it is shown that every day of road closure
costs $2,000, a bid of $350,000 in 40 days
actually costs $430,000 and a bid of $355,000
in 30 days actually costs $415,000. After
award of contract, the same per-day price is
used as an incentive for early completion and
a penalty for late completion.
The ‘risk/reward contract’ uses a similar
structure, establishing a price per day that
can be an incentive for early completion or a
penalty for late completion. After the
Northridge earthquake, Caltrans wanted to
get the Santa Monica freeway up and running
as quickly as possible because the detours
were causing substantial traffic delays. They
used a “risk/reward contract,” calculated the
cost at $200,000 per day, meaning the
contractor had an enormous incentive to
finish early. This type of contract encourage
the contractor and public agency to review
their progress towards success frequently, to
share data freely, and to work together as
fluidly as possible. This type of contract
requires special management and flexibility,
but the benefits of avoiding the all too
common cost-overruns and deadline
extensions is well worth the added effort.
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involve a willingness to accept a higher monetary bid in order to gain a lower overall
impact on the area.

4.3

EVALUATING EFFECTIVENESS: LEARNING FROM OURSELVES IN A
RAPIDLY CHANGING FIELD
Brief periods of formal education and training early on does not prepare planning
professionals for the constant and sometimes rapid shifts in community values, public
policy best practices, and the evolution of design technology or public participation
methods. For this reason, periodic self-evaluation of the outcomes of one’s professional
work is often one of the best tools for continued education.
•

Evaluation must be a funded component (or it won’t happen). Is staff time
and funding budgeted to evaluate results?

•

Who should conduct the evaluation? Self-evaluation or independent
evaluation?

•

What is the method? A simple yes/no questionnaire or scoring system?
Example questions:
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o

Has the project or program addressed identified needs?

o

Has the program reached the intended beneficiaries?

o

Did the project meet targets or benchmarks established during program
development?

o

Does the project or program compare favorably (a peer review) with
comparable programs in other counties with similar goals?

o

Was the project complete on time? On budget?

o

Do all the partners have ongoing commitment to monitor and evaluate
the projects’ short and long-term success?

o

Has the program effectively coordinated with all of its partners?

o

As improved services, programs and facilities are provided, do updated
GIS maps reflect increased accommodation of disadvantaged
populations?

o

What worked about the proposed program or project?

o

What did not achieve intended objectives?
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PATH TOOL:

Evaluation Methods


Survey system users to determine if the
investment is having the desired impact on
achieving communities’ strategic goals.



Analyze California Highway Department
SWITRS data to determine if collisions
involving bicyclists and pedestrians have
decreased.



Analyze whether traffic speeds and/or
traffic volumes have decreased.



Conduct counts of bicyclists and
pedestrians on key multimodal corridors to
see if rates of biking and walking have
increased. If your local transit system does
not have the capacity to do so, you may
want to conduct counts of transit riders on
key routes that serve transportationdisadvantaged populations in order to
determine if transit ridership has increased
on these routes.



Measure transportation-related noise levels
at street level using a low-cost,
commercially-available decibel meter from
an electronics store.



Analyze crime data to see if actual rates of
crime have gone down after transportation
amenities were added (such as lighting at
bus stops). More importantly, survey
system users to see if perceived sense of
safety has increased.

Natural Resources Services Division, RCAA

PATH Guide

4. Making It All Happen: Funding, Delivery & Evaluation

o

Are the populations intended to be served satisfied with the result a
year later? What can be learned from their ideas about how the result
could work better for them?

Without taking opportunities to self-evaluate, it will be difficult to improve upon those
planning efforts in the future. As the PATH planning model recommends, evaluation
techniques are also an important part of establishing or revising future strategic goals.

4.4 IMPLEMENTING THE PATH

MODEL IS AN ONGOING PROCESS

The proposed PATH model is a work in progress intended to catalyze ideas,
multidisciplinary collaboration, creative programs and demonstration projects.
Each individual will find different elements of this Guide and the model that are
useful in different contexts. Each step we take toward PATH is toward improved
community access that contributes to social, economic and physical health.
•

Find allies who ‘get it’ and can assist: down the hall, in other departments
and organizations

•

Help draw the connection: good participation, planning and design = good
economic practice and improved health

•

Identify what can be easily tackled at first: it will be a long but rewarding
process

If there is nothing else you take away from this Guide, take these three steps:
1) Set a bold, visionary goal to strive for equitable access for all residents
2) Integrate this goal into three policy documents (such as a General Plan,
Transportation Plan, and community plan) in the next year
3) Develop and integrate equity and access as decisionmaking criteria in
development and implementation of all projects
Happy trails!
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5. PUTTING IT INTO PRACTICE: MORE DETAIL
5.1

PUBLIC OUTREACH & PARTICIPATION TECHNIQUES & TRACKING SYSTEMS
Public Information & Outreach Mechanisms
The following tools can help inform the public about transportation issues and public participation opportunities.
•

Fact Sheets – are you always answering the same questions? The public doesn’t seem to understand? They didn’t learn it in
civics class, and a ‘FAQ’ might help

•

Flyers - easy to mail, email and post anywhere; make sure they’re graphically inviting

•

Public Service Announcements (PSAs) - written separately for radio, print and TV

•

Media Releases – give them a story, some quotes and other contacts to interview;
make it a simple press release or develop a feature story

•

Newsletters - both in hardcopy and online, can help stakeholders and the public
learn more and stay informed about transportation planning parameters and
opportunities

•

Website – good ones can engage the public and share current information

•

E-mail distribution lists – keep in touch with your stakeholders simply by hitting the
‘send’ button

•

Advertisements – a primary way for people to get information these days!

•

Expert panels – encourage dialogue, innovation and sharing of information

•

Legal notices – the minimum, not a good stand-alone outreach tool

Public Participation Techniques & Tracking Systems
Public participation techniques can range in complexity and cost, depending on the situation and need–, as summarized below. Simple
efforts can produce basic results for data-gathering efforts and can be effective techniques to regularly maintain public contact and
trust. Techniques should focus on function, not form. See Section 5.1 for a list of participation techniques and two potential outreach
and participation tracking systems.
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•

•
•

•

•

•
•
•
•

•

•
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Know the planning area - particularly important for rural regions. It is easy to
trivialize the needs of a remote community, for instance, if planners have not
experienced the depth of need for basic pedestrian safety improvements.
Early and frequent public participation - reduces fear that the public is not
being consulted or that they are missing parts of the process.
Stakeholder dialogues – in the form of phone or personal interviews, attending
existing meetings, or holding special meetings on the transportation topic. A
simple set of questions will help gather consistent information (see Section
2.2).
Community “audits” - or field trips are increasingly utilized to serve many
participation objectives: education, engagement, neighborhood-level analysis
of needs, and solution development. Walkability audits are popular, relatively
easy events to involve a range of public interests in streetscape problem
solving. A great way to add an experiential education element to this concept
is to provide wheelchairs, strollers and visual simulators to approximate
mobility impairment challenges.
‘Best Practices’ short courses - for staff, elected officials, stakeholder groups
and/or citizens to share lessons learned from other areas, conference
highlights, local project evaluations, and so forth. Can be a regular part of
committee or board meetings.
Public meetings - organized thoughtfully, marketed correctly and facilitated
properly can produce excellent results.
Workshops – a great way to get folks to roll up some sleeves, share ideas, and
collaborate.
Online workshops – providing access for those who cannot attend events could
be an emerging tool for rural regions.
Charrettes are a widely-used, successful tool that, as noted by the National
Charrette Institute (2005), facilitate “collaborative planning process that
harnesses the talents and energies of all interested parties to create and
support a feasible plan that represents transformative community change”.
Tabling at public events –at local fairs, stakeholder events, markets and so
forth can be a great way to bring folks to you. Include aerial photos to pull
them in and a fun activity to seek input.
Image surveys - one way to find out what types of streetscape design or land
use forms people like, and also to educate them about the possibilities.
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Successful public involvement actively seeks input
on transportation decisions. Public outreach has
traditionally been more passive, requiring the
public to take the initiative in order to
participate, and with little effort invested by
the agency to actively solicit participation.
Many public meetings and comment periods fit
this definition. Passive public participation
techniques lead to self-selection bias of those
who have previous experience [with] and interest
in transportation issues, and often result in a
corresponding lack of diversity (they do not
reflect community concerns and issues). Active
public involvement requires engaging diverse
communities in ways that do not require their
previous interest in or knowledge of
transportation.
To actively engage low-income and minority
communities, an agency’s staff needs to seek out
the public in places where they are already
gathering.
Public meeting organizers should carefully
consider every element of the meeting logistics in
order to minimize barriers to participation.
These considerations, discussed in detail in other
publications, include the following:
 Location: Is it accessible by public transit? Is

free parking available? Is it in a familiar
location that people will not find intimidating?
Is the location considered safe?
 Time: Does the meeting conflict with other

important community events? Will working
people be able to come?
 Services: Is childcare needed? Should food and

drink be provided? Should other incentives, such
as transit passes, be provided?
- Desk Guide: Environmental Justice in Transportation
Planning & Investments, 2003
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•
•
•
•

Surveys, questionnaires and polls – in person, by email or in the mail; can be administered and collected, even tallied by
stakeholder organizations.
Evaluations or response sheets – useful in many different settings; provides people who do not like to speak with another
participation option.
Information hotline – so people who may not be able to attend, or who need more background be able to leave a message
with input, questions.
Partnership development - if stakeholder groups see themselves as partners
with government, they are more empowered to help seek solutions. Networking
can also be a powerful tool for disadvantaged populations to increase access
opportunities.

•

Professional facilitators are trained in effective ways to organize, engage
participants and conduct functional participation processes. Most planners have
little training in public participation, and often suffer the consequences.

•

High quality neighborhood scale design can reduce fears by helping people
visualize potential outcomes and to get involved with the design process.

•

Websites, when updated regularly, organized clearly and that offer
opportunities to review planning information and provide input are a useful tool,
though not particularly well-suited for reaching large numbers of disadvantaged
populations.

•

Visuals attract public interest like few other things. An aerial photo or artistic rendering can be sure to draw attention,
ideas and input. These items can range from cheap to expensive.

•

Photosimulations – a useful tool that is becoming more widely used. Taking photos of existing conditions and graphically
altering them can help people vision possible options.

•

Translation services help make reaching out to other cultures more functional and comfortable.

•

Childcare can make the difference for many potential participants. It’s also a good chance to separately involve youth in
their own visioning or input.

•

Amenities and incentives - such as food, prizes, bus ticket vouchers, music, and fun activities help planning feel less like…
planning.
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Example spreadsheet tracking systems (that can also serve as contact databases in spreadsheet format) are provided below to assist with documenta
efforts regarding:
1) Media outreach efforts by geographic area and media type; and
2) Public participation opportunities for and attendance by multi-disciplinary stakeholder groups.
Table 2. Example media outreach tracking and contacts spreadsheet.

Media Outreach Checklist

Outreach Method

Other:

Other:

Other:

Press Conference

Story

PSA (printed/aired)

Legal Notice

Media Sources by Geographic Area

Interview

Participation Event/s:

Editorial

Date:

Advertisement

(partial example)

CONTACT INFO (email or fax)

NOTES

County-Wide
Print
Times-Standard
North Coast Journal
Humboldt Advocate
El Heraldo
EcoNews
Senior News

Radio
KMUD-FM
KHSU-FM
KHUM-FM/KSLG-FM
KINS/KEKA
KFMI-FM/KRED-FM/KKHB-FM/KATA-AM
KWPT-FM
KAJK-FM/KXGO-FM/KNCR-AM

TV
Cox Cable Access
KVIQ_TV CBS 6
KAEF-TV ABC 23
KIEM-TV NBC 3
KEET-TV PBS 13

Humboldt Bay Area
Print
TV
Northwest County
Print
Eel River Valley
Print
South County
Print
Northeast County
Print
Radio
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Table 3. Example public outreach and participation tracking and contacts spreadsheet.
Community
Access to
Opportunities to Participate
Documents &
Outreach & Participation Checklist Outreach Method
Info.

Other:

Other:

Event Evaluation

Telephone input

E-mail imput

Mail-in Input

Focus Groups

Charrette

Survey

Audit or Field Trip

Public Hearing

Host Workshop

Host Meeting

Stakeholder Meetings

Interviews

Other:

Other:

Copy Center/s

County Libraries

Website

Other:

Other:

Personal Contact

Posted Flyers

Stakeholder Organizations Categorized by
Primary Area of Interest

Mailer

Participation Event/s:

Email Notice

Date:

Post on website(s)

(partial example)

CONTACT
INFO

NOTES

Community Districts & Centers
Economic Development
Education
Health Care & Public Health
Land Use
Mobility-Impaired Populations
Non-Automobile Transportation
Seniors
Social Services
Transportation Services (not including public transit)
Tribes
Bear River Band of Rohnerville Rancheria
Blue Lake Rancheria
Hoopa Tribe
Karuk Tribe
Trinidad Rancheria
Wiyot Tribe - Table Bluff Reservation
Yurok Tribe

Workforce Development
Youth
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Figure 7: Transit Routes and Areas of Multivariate
Transportation Disadvantage

MAPPING TRANSPORTATION DISADVANTAGE: GIS
POSSIBILITIES
To see all of the maps, their descriptions, analyses and Appendix on GIS
Methods, refer to the Humboldt County Transportation-Disadvantaged
Populations Report (www.nrsrcaa.org/path/TDPReport.htm).

Humboldt County PATH Example:

Mapping Rural Transportation Disadvantage
The PATH project team mapped Humboldt County transport-disadvantaged populations by
Census block group as a part of the Humboldt County Transportation-Disadvantaged
Populations Report. The maps are useful for describing the relative proportion of each
population within Census block groups, but are less useful for drawing conclusions for
large rural block groups where there might be relatively few residents.

Multivariate Transportation Disadvantage
Census populations were grouped on the basis of either sample data or 100 percent data,
and then grouped to produce two maps:


‘Demographics’ data - age (youth/senior) and race; and

‘Characteristics’ data - carless households, mobility-impairment and income status
(sampling of one in six households).
To produce one primary multivariate ‘summary’ map, these two maps were combined to
identify areas of ‘multivariate transportation disadvantage’ (the process of grouping
these maps is described in the Humboldt County Transportation-Disadvantaged
Populations Report GIS Appendix). Figure 7, to the right, illustrates an overlay of six
different population groups. Public transit routes were then added to show the
relationship of public transit services to high levels of transportation disadvantage (those
block groups with multiple factors of disadvantage). This information can also be overlaid
with ped/bike collision data. The project team mapped low-income data with collision
data (Figure 4, above), to consider if that might be of different or more use than the
multivariate information.


In general, these maps of multivariate disadvantage helped to verify what many planners
either assumed, guessed or otherwise did not know in terms of where the most substantial
transportation disadvantage needs are in their area.
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Key Destinations & Access Challenges
The project team gathered data on key destinations, including:
 Public and charter schools
 Hospitals and clinics
 Large employers
 Social and civic service sites
Health care centers and large employers were mapped with public transit routes to analyze:
 Gaps between key destinations and existing public transit services, and
 General accessibility of population clusters to existing non-automobile transportation infrastructure.
To map access to transit routes in Humboldt County, a variety of GIS layers, hand-drawn maps and route or service area descriptions were collected. A ¼-mile buffer
(or about a 5-minute walk for most people) was illustrated around each transit stop in addition to mapping the transit routes themselves. The buffer was created around
each stop instead of around the entire route (generally a more standard mapping practice) because the bus stops are where people can actually access a bus. Fixed and
curb-to-curb routes were illustrated distinctly.
Figure 4, above, was created to show the locations of- and access to public transit routes in relation to large employers and health care destinations. The map
illustrates relatively good transit coverage to most large employers and health care destinations for most people living within the population center of the Humboldt
Bay region. The map also depicts gaps in service coverage to southern suburbs of Eureka, such as Humboldt Hill and Cutten, and most of McKinleyville. These areas do
not have access to public transit facilities, and subsequently no public transit service to health care or large employers. An example of how this information can be
cross-referenced with public participation, Dial-A-Ride service providers and HCAOG had received a substantial amount of input that neighborhoods to the SE of Eureka
were in need of service, and the maps also indicate that these areas experience relatively high multivariate transport disadvantage.
Transit providers can use this mapping process and results to both identify new ridership and potentially improve service to disadvantaged populations and isolated
communities. Health, employment and social service professionals can use this information to plan where to locate services and help strategize how to bring people
to those services.
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FUNDING WORKSHEET EXAMPLES
Table 4. Example analysis of potential strategies and opportunities for funding including partnerships and cost-shares.

COORDINATED HUMBOLDT TRANSPORT SERVICES

- Conduct basic research with partner organizations to
determine what types of information are needed.
- Establish a multi-media transit marketing campaign to
educate public about benefits of transit and improve
accessibility of information about transit services, schedules
and rates.
- Provide transit information (in print and online) in Spanish
(and Hmong) languages and work with related organizations
and publications to announce availability.

May, 2006

- Improve quality, quantity and coordination/linking of
information online for all transportation services.
- Form or revise existing organization to serve a wide variety of
access needs including, but not limited to:
- Employer shuttles
- Shopper shuttles
- Organization/individual subscription services
- Rural lifeline (low density “hard to serve” areas)
- After school activities
- Special events
- Improve coordination and opportunities to share facilities,
coordinate marketing strategies and fare integration between
existing transit and paratransit services.
- Increase services and community access opportunities to rural
communities by coordinating limited resources.
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- All transportation
service providers
- Local and regional
governments
- Social & health
service providers
- Employers and
workforce
development
programs
- Cultural/service
organizations

x

- Coordinated

x

Transportation
Service Authority,
and/or Community
Transportation
Association or Transit
Management
Authority

- All transit service
providers
- Social & health
service providers
- Cities, County and
COG
- Major stakeholders

x

Other: Cost-shares

Office Tr. Safety

Rec. Trails

Air Quality

Bicycle Trans.

SR2S

- Develop partnerships between organizations representing
transportation-disadvantaged populations and transportation
providers to assist with transit marketing.

Capacity

Transit
Marketing

Maintenance

Intended Outcomes

Transit

Potential
Partners

Strategy

Specialized
Transportation
Services

Types of Funding Sources
Enhancement

Program/Project Name:

Safety

5.3
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Potential
Funding
Sources

x - TDA, STA Funds
- Contributions
from social
service
agencies,
private sector
(employers,
businesses)
- State transit
planning
technical
assistance
grant

x - Job Access

Reverse
Commute
(JACR), Fed.
Transit Admin.
(FTA) 5311(f)
and 5310

- New Freedom,
Area Agency on
Aging (AAA)
contributions
- employers,
schools, major
commercial
centers (if
directly served)
Natural Resources Services Division, RCAA
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Healthy Rural - Establish program to encourage rural ped/bike
Roads Guide & improvements by:
o Developing a guidebook on how rural communities can
Matching
create a plan for incremental, priority ped/bike facility
Funds
improvement and seek County assistance.
o Providing technical assistance and a matching funds
program as incentives.

- Establish context sensitive guidelines and ‘typical’ designs
for a suite of roadway improvements to accommodate
peds/bikes in rural areas.

Program/Project Name:
Pedestrian
Crossing
Improvements

- Local, County and
State DOTs: lead
- Community Service
Districts
- Neighborhood and
community groups
- Local schools
- Citizens with
engineering, design,
or materials
contribution capacity

x

- Caltrans

x x x

x

x x

x x

Other:

Office Tr. Safety

Rec. Trails

Air Quality

Bicycle Trans.

SR2S

Capacity

Maintenance

Potential Partners

Transit

Intended Outcomes

Enhancement

Strategy

Healthy Rural Roads Program

Safety

Program/Project Name:

Potential
Funding
Sources
& Matches
- Active living
grant funds to
develop guide
- TDA or local
sources to
provide
matching funds
- Local cost
sharing: design
and materials
donations

EUREKA US 101 PEDESTRIAN SAFETY

- Improve visibility of and reduce highway crossing distances
for peds along US 101 corridor in Eureka.
- Develop facilities that enhance pedestrian safety.

x

- County Public Health,
Injury Prevention
- Schools

x x - Surface

Transportation
Improvement
Program

- Office of
Traffic Safety

- Ped safety advocates

- Transportation
Enhancements,
Safe Routes to
School (SR2S)
- Transportation
Development
Act

Motorist &
Pedestrian
Outreach &
Education

May, 2006

- Educate motorists and pedestrians about benefits of
walking, features/function of new facilities, importance
of yielding to peds and appropriate safety measures.

- Same as above

x x x

x

x x - Air Quality

- Downtown businesses

- SR2S

- Cultural/service
organizations

- Injury
prevention
sources
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DEVELOPMENT IMPACT FEES
Development impact fees are assessed by city, county, or regional governments on new development in order to pay for the
increased services and new infrastructure necessary to serve the residents and/or employees of the new development. Historically,
transportation-related development impact fees have been used to accommodate projected increases in auto congestion generated by
the new development by simply widening nearby roads and intersections. Increasingly, however, cities and counties of all sizes are
implementing transportation development impact fees and investing some (or all) of the resulting revenue stream in multimodal
improvements, including increased transit service, completion of bicycle networks, and better pedestrian infrastructure and
amenities. For examples of communities with these kinds of multimodal transportation development impact fees, see page 36 and for
a table illustrating the percentage of transportation development impact fees that various jurisdictions devote to non-automotive
improvements, see Table 1 on page 37.
Transportation-related development impact fees can be used to pay for multimodal transportation investments that mitigate (or
avoid) projected increases in vehicle traffic through improved infrastructure and incentives, rather than simply accommodating
it. Many jurisdictions also use the fees to supplement existing revenue sources for maintaining streets and roads, while devoting a
significant portion to addressing needs for improved transit service and bicycling and pedestrian infrastructure.
In order to implement a development impact fee, an initial nexus study must be completed to establish a reasonable connection
between the new development and the proposed use of the fee and a rough proportionality between the fee level and the actual
mitigation costs. If an impact fee is assessed on a new development that is related to mitigating congestion, it should be based on a
measurement of vehicle trips generated by the new development, not on a measure of the square footage of the development -- this
creates an incentive for developments to reduce the number of vehicle trips (e.g. providing secure, on-site bicycle parking or free
transit passes to all occupants).
However, transportation impact fees do not necessarily have to be related to vehicle trips. A community could state, for example,
that the “General Plan has a goal of providing adequate bike infrastructure, and anticipated population growth will require
infrastructure upgrade, therefore a transportation development impact fee will be assessed to pay for the new infrastructure made
necessary by the new development." In either case, these fees should be assessed on a regional basis in order to ensure a level playing
field for new developments throughout the region and maximize the revenue yield of the fee program. The process of quantifying the
transportation impacts of new development is illustrated in Figure 7.
It should be noted that one limitation of development impact fees is that their revenue yield is linked to cycles associated with real
estate development markets and the overall health of the regional economy. In other words, the revenue generated by these fees can
sometimes be sporadic: when the region experiences significant new development, impact fees can generate substantial new
revenue, but when the rate of new development cools, impact fees do not yield as much revenue. For this reason, development
impact fees should generally be used for capital projects rather than relied upon for significant ongoing program costs. Additionally,
impact fees based on congestion effects of parking spaces in both existing and new development are often preferable to fees based
solely on new development. In either case, the assessed level of the impact fee should be adjusted periodically in order to ensure
that the fee is keeping up with actual mitigation costs. Rather than conduct a comprehensive nexus study on a regular basis, it is
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much easier for jurisdictions with limited resources to conduct an initial nexus study and then index the fee level to the Consumer
Price Index for programmatic costs and the Construction Cost Index for capital costs.
Communities can generally get more “bang for their buck” with multimodal transportation development impact fees if the revenue is
banked until enough has been generated to complete regional multimodal infrastructure projects (such as completing a regional
bike network). Funding projects of regional importance (often drawn from a Regional Transportation Plan) also allows the projects
that are funded with these fees to produce greater public benefit compared to localized improvements.
Transportation Development Impact Fee systems used to fund multimodal transportation improvements work best and provide
intended results when local jurisdictions have clear regional project priorities identified and multimodal right-of-way design
standards in place. A project priority list and design standards will guide the funded transportation improvements, whether
implemented by the developer or by the jurisdiction that has pooled impact fee revenues. Transportation and land use plans should
consistently identify corridors that need multimodal improvements, especially as residential and/or commercial developments served
by those corridors increase. In addition, local jurisdictions should coordinate with the regional transportation agency to develop a
consensus-based list of projects to be funded by the transportation impact fees. Often the capital improvement program in the
regional transportation plan can serve as a basis for this list, supplemented by non-capital multimodal programs that (such as
increased transit service or free transit pass for all residents and employees in the affected area) may emerge as regional priorities.
Identifying the specific improvements that the transportation impact fee will fund and linking these improvements to specific
transportation benefits they will provide to mitigate the increased demand on the transportation system caused by new development
is a critical step in satisfying both the legal requirements for impact fees and their political acceptability by developers and
decisonmakers.
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Figure 7. Implementing Multimodal Transportation Development Impact Fees
Source: Palo Alto Transportation Impact Fee Study, Nelson\Nygaard Consulting Associates, 2004.
New development generates trips

New vehicle trips

Cost to
accommodate
new vehicle trips

Increased
capacity
(e.g. intersection
improvements)

Cost to mitigate
impact on other
modes

Congestion
increases transit
running times

Increased cost to
maintain transit
frequencies
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Cost to mitigate
impact by shifting
vehicle trips to
other modes

More vehicle trips
has impacts on
safety, generates
spillover traffic and
reduces pedestrian,
bicycle and transit
level of service

Transit service
enhancements

New Transit Trips

New bike/ped trips

Cost of increased
transit capacity

Cost to
accommodate
new bike/ped
trips (minimal)

Citywide
Transportation
Demand
Management
programs

Bike/ped
improvements,
including traffic
calming

Traffic calming,
bike/ped improvements
and transit service
enhancements needed
to maintain safety and
bicycle, pedestrian and
transit level of service
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6. USEFUL RESOURCES
Health & Safety
•

Active Living by Design. www.activelivingbydesign.org. A program that establishes innovative approaches to increase physical activity
through community design, public policies and communications strategies.

•

The Active Living Storybank. www.activeliving.org. A searchable database of projects, programs and initiatives that promote health through
policy and planning reforms.

•

American Planning Association. 2003. Planning and Designing the Physically Active Community: A Resource List.
www.planning.org/physicallyactive/pdf/ReferenceList.pdf. A regularly updated resource list containing books, articles, and government
document citations used for the APA Planning and Designing the Physically Active Community document.

•

American Public Transit Association. (retrieved) 2005. www.apta.com/research/stats/ridershp/purpose.cfm

•

California Endowment public health grant-making activities. Available at www.calendow.org/program_areas/disparities_in_health.stm

•

Lawrence Frank, Sarah Kavage and Todd Litman. 2006. Promoting Public Health Through Smart Growth: Building Healthier Communities
Throug Transportation & Land Use Policies, Smart Growth BC. Available online at www.smartgrowth.bc.ca.

•

Hobson, Jeff and Julie Quiroz-Martinez and Cameron Yee. 2002. Roadblocks to Health: Transportation Barriers to Healthy Communities.
www.transcoalition.org/reports/rb/roadblocks.pdf. A report examining the transportation barriers to health care, nutritious food, and
physical activity for residents of fifteen low-income communities in Alameda, Contra Costa, and Santa Clara Counties.

•

Litman, Todd. 2003. If Health Matters. Victoria Transport Policy Institute. www.vtpi.org. A report investigating how transport policy and
planning practices would change if public health objectives received greater priority.

•

PolicyLink. 2002. Regional Development and Physical Activity: Issues and Strategies for Promoting Health Equity.
http://www.policylink.org/pdfs/PhysicalActivity.pdf. A report focusing on the link between development trends and levels of physical
activity, with special attention to the health of, and the conditions faced by, residents of low-income, urban core communities.

•

Robert Wood Johnson Foundation. 2000. Healthy Places, Healthy People: Promoting Public Health and Physical Activity through Community
Design. Report of an Expert’s Meeting, November 27-28, 2000. Washington D.C.

•

Robert Wood Johnson Foundation public health grant-making activities - www.rwjf.org/portfolios/interestarea.jsp?iaid=141

•

World Health Organization and World Bank. 2004. World Report on Road Traffic Injury Prevention. www.who.int. A report on road safety
and how unsafe road traffic systems are seriously harming global public health and development.

Land Use & Facility Design
•

Gilbert, Richard and Catherine O'Brien. 2005. Child- & Youth-Friendly Land-Use & Transport Planning Guidelines.
www.cstctd.org/english/docs/Guidelines.pdf

•

ICMA and the Smart Growth Network. 2002. Getting to Smart Growth: 100 Policies for Implementation.
www.smartgrowth.org/pdf/gettosg.pdf. A report presenting successful policies and guidelines to help decisionmakers put smart growth
principles into practice.
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•

ICMA and the Smart Growth Network. 2003. Getting to Smart Growth II: 100 More Policies for Implementation.
www.smartgrowth.org/pdf/gettosg2.pdf. A follow-up report to the above reference, presenting additional successful policies and guidelines
to help decisionmakers put smart growth principles into practice.

•

Litman, Todd. 2004. Evaluating Transportation Land Use Impacts. www.vtpi.org/landuse.pdf. A paper exploring the ways to evaluate land
use impacts of transportation decisions looking at how transport decisions affect land use and economic, social, and environmental impacts
of different land use patterns.

•

Local Government Commission. 2003. Smart Growth Zoning Codes: A Resource Guide.
www.lgc.org/freepub/land_use/factsheets/form_based_codes.html. A guide to help planners design a zoning code that encourages
construction of walkable, mixed use neighborhoods and revitalize existing places.

•

Local Government Commission’s Center for Livable Communities. www.lgc.org/center. A website including free resources, a bookstore, and
events regarding livable communities.

•

Puget Sound Regional Council. 2003. Rural Town Centers & Corridors Project. www.psrc.org/projects/rural/reports.htm. A report looking at
rural Washington state and how to better coordinate public agencies in order to upgrade and improve largely ignored rural corridors.

•

Robert Wood Johnson Foundation. 2000. Healthy Places, Healthy People: Promoting Public Health and Physical Activity through Community
Design. www.rwjf.org/files/publications/other/HealthyPlaces.pdf. A report reviewing public health and its relationship to community
design including solutions.

•

Toolkit for Integrating Land Use and Transportation Decision-Making. www.fhwa.dot.gov/planning/landuse. A tool kit to assist public
agencies involved in transportation planning on incorporating land use considerations into planning and development activities.

Economic Development
•

Litman, Todd. 2004. Quantifying the Benefits of Non-motorized Transportation for Achieving Mobility Management Objectives.
www.vtpi.org/nmt-tdm.pdf. A report analyzing the ability of non-motorized travel to help achieve transportation planning objectives such
as congestion reduction.

•

Local Government Commission. The Economic Benefits of Walkable Communities at
www.lgc.org/freepub/land_use/factsheets/walk_to_money.html (also numerous internet resources at
www.lgc.org/economic/centers.html). A paper and additional resources on improving communities economically through improving
pedestrian access.

•

Puget Sound Regional Council. 2003. Rural Town Centers & Corridors Project. www.psrc.org/projects/rural/reports.htm. A report looking at
rural Washington state and how to better coordinate public agencies in order to upgrade and improve largely ignored rural corridors.

•

Surface Transportation Policy Project and Center for Neighborhood Technology. 2005. Driven to Spend: Pumping Dollars Out Of Our
Households & Communities. www.transact.org/library/reports_pdfs/driven_to_spend/Driven_to_Spend_Report.pdf. A report on economic
costs for being auto dependent and the need for more mobility.

•

Shoup, Donald. 2005. The High Cost of Free Parking. Planners Press. - more information on Parking Benefit Districts and universal transit
passes; about how to charge for commuter parking at work and use the revenue to universal transit passes, see “Parking Cash Out” by
Donald Shoup, Planninng Advisory Service Report Number 532, 2005
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U.S. DOT, Federal Highway Administration. 1999. Land Use and Economic Development in Statewide Transportation Planning.
www.fhwa.dot.gov/hep10/state/lu.pdf. A report provides an overview of land use activities of state departments of transportation and how
states incorporate land use issues into their statewide transportation planning and policy efforts.

Social Equity
•

Bullard, Robert, Glenn Johnson, and Angel Torres (Editors). 2004. Highway Robbery, Transportation Racism and New Routes to Equity. South
End Press, Cambridge: MA. www.southendpress.org/2004/items/Highway. A book linking national inequalities in transportation to larger
economic, health, environmental justice, and quality of life issues drawing from research and legal precedents.

•

Center for Transit-Oriented Development and the Center for Neighborhood Technology. 2006. The Affordability Index: A New Tool for
Measuring the True Affordability of a Housing Choice. Brookings Institute (www.brookings.edu/metro/umi/20060127_affindex.pdf).

•

Hobson, Jeff and Julie Quiroz-Martinez and Cameron Yee. 2002. Roadblocks to Health: Transportation Barriers to Healthy Communities.
www.transcoalition.org/reports/rb/roadblocks.pdf. A report examining the transportation barriers to health care, nutritious food, and
physical activity for residents of fifteen low-income communities in Alameda, Contra Costa, and Santa Clara Counties.

•

International City/County Management Association. 2005. Active Living and Social Equity: Creating Healthy Communities for All Residents.
Washington, D.C. www.icma.org/main/ld.asp?ldid=18849&hsid=1&tpid=31. A guide describing how local government can design healthy
communities for all residents.

•

Litman, Todd. 2005. Evaluating Transportation Equity: Guidance for Incorporating Distributional Impacts in Transportation Planning.
www.vtpi.org/equity.pdf - a paper providing guidance on incorporating equity impacts into transportation planning.

•

Sanchez, Thomas W., Rich Stolz, and Jacinta S. Ma. 2003. Moving to Equity: Addressing Inequitable Effects of Transportation Policies on
Minorities. www.communitychange.org/issues/transportation/publications/downloads/MovingtoEquity.pdf. A report reviews and identifies
transportation policies and their inequitable effects on minorities and low-income populations.

•

Surface Transportation Policy Project, Transportation and Land Use Coalition, Latino Issues Forum. 2003. Can't Get There From Here: The
Declining Independent Mobility of California's Children and Youth.

Efficiency, Demand Management & Sustainability
•

Ferguson, Erik. 1998. Transportation Demand Management. Planning Advisory Service Report No. 477. American Planning Association. An overview of
the theoretical context and practical applications of Transportation Demand Management, with several case studies from US cities.

•

Victoria Transport Policy Institute. Transportation Demand Management Encyclopedia. www.vtpi.org/tdm. A comprehensive source of
information about innovative management solutions to transportation problems.

•

Examples referenced in ‘PATH Tip: Evaluating Accessibility’ include a number of resources about jurisdictions that have reformed autooriented Level-of-Service methodologies to develop transportation planning and performance measures that address the needs of non-auto
modes:
•
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The Florida Department of Transportation uses Multimodal Transportation Districts to give primary concern to the mobility of
pedestrian, bicycle and transit modes and secondary priority is given to motor vehicles:
www.dot.state.fl.us/planning/systems/sm/los/default.htm . The Florida DOT has created a handbook which outlines how to create one
of these districts, which can be accessed from the publications section of the website above.
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•

The City of San Francisco is working toward implementation of transportation performance measures to replace conventional autooriented Level-of-Service methodologies. The San Francisco County Board of Supervisors recently passed legislation calling for LOS to be
replaced as soon as feasible. See the San Francisco County Transportation Authority’s Strategic Analysis Report: Level of Service
Methodologies (February, 2003) at www.sfcta.org.

•

Kirkland and other small towns in eastern Washington are considering accepting lower auto level-of-service on certain streets in order to
accommodate pedestrian and bicyclist improvements: http://depts.washington.edu/trac/concurrency/questions.html.

•

The University of Virginia’s School of Architecture is developing a ‘Real Accessibility Index’ to grade neighborhoods and then base
priorities on measured criteria that work toward a balanced transportation system: www.mindspring.com/~tjpdc10/access.html.

•

To view a presentation about new ‘street typology’ and related performance measures, see
www.nelsonnygaard.com/projects/Seattle_Performance_Measures.pdf
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•

National Assn. of County & City Health Officials. Health Impact Assessment (HIA) website.
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