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1. ABOUT THE PROJECT 

The Healthy Rural Roads project, set is rural Humboldt County, California, is a compilation of research 
and experimental process manifest in a series of reports that address an emerging transportation 
paradigm: equitable planning for access (vs. mobility). The content of this report serves as an initial 
research foundation for subsequent reports, and, for the most part, is expanded upon in those efforts 
with one primary exception – the analysis of Civil Rights and Environmental Justice guidance as it 
pertains to rural region transportation decisionmaking in Section 2  is unique to this report.  

With a focus on taking advantage of transportation opportunities to enhance social, physical and 
economic health, the project team identifies this approach as a means for ‘Planning for Active 
Transportation and Health’ (PATH). This report, subsequent reports and proceedings of project 
workshops can be found on the project website, www.nrsrcaa.org/path:  

- PATH Best Practices Report – examples of projects, programs, policies, partnerships and public 
participation efforts compiled primarily to inform subsequent PATH reports.   

- Humboldt County Transportation Disadvantaged Populations Report – who, where and generally how  some 
populations in Humboldt County are affected by current transportation services and options. 

- PATH Guide – offers ideas, examples and techniques to refocus community transportation planning 
from ‘mobility’ to ‘access’.  

- Opportunities to Improve Transportation Equity in Humboldt County – a synthesis of research on practical 
measures to achieve transportation equity in Humboldt County, California.  

1.1 Purpose 

The current transportation system provides a high level of service to most users under most conditions. 
Most people can travel from most origins to most destinations with a reasonable degree of convenience, 
comfort and safety. However, there are still a number of significant transportation problems. In urban 
areas, the problems consist primarily of traffic and parking congestion and air pollution. In rural areas, 
the problems consist primarily of inadequate transportation options for people who for any reason 
cannot rely on automobile transportation. Because these problems are focused primarily on people who 
are physically, economically or socially disadvantaged, these problems are particularly inequitable. 
Fortunately, there are many potential ways of improving transportation system quality, particularly for 
people who are currently transportation disadvantaged. Innovative transportation planning can help 
identify practical ways to create a healthier and more equitable transportation system in rural 
communities.  

A healthy and equitable transportation system includes the following features: 

• Basic access which refers to people’s ability to access goods, services and activities society 
considers high value. This usually includes access to medical treatment and other essential 
services, education and employment opportunities. 

• Physical activity, including increased walking and cycling for both transportation and recreation. 

• Safety and security, including reduced risk of crashes and assaults to travelers using all modes. 
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Current transportation and land use patterns tend to be relatively automobile-oriented. The location of 
common destinations (worksites, schools and other public facilities), configuration of transportation 
funding, and common planning and design practices are designed to favor automobile transportation, 
often to the disadvantage of non-automobile travel. Improving transportation system health and equity 
often involves creating a more balanced transportation system which provides better accessibility 
options for non-drivers. Active modes (walking, cycling and their variants) tend to be particularly 
important because they provide a means for physical activity, are affordable, and provide connections 
between other modes. For example, most public transit trips involve walking and cycling links, so 
improving walking and cycling conditions is an important way of improving transit service quality. 

Across the country and the continent, there is a rapidly growing impetus for transportation planning 
efforts to include a more balanced multi-modal perspective – to help solve various transportation 
problems and improve transportation system performance, improve consumer options (particularly for 
non-drivers), provide consumer savings, improve transportation system equity, improve people’s health 
and well-being, and to alleviate transportation conflicts with changing land uses. The Healthy Rural Roads 
project team endeavors to determine if these complex objectives can be addressed in a singular, 
functional and practical planning process for governments with limited means, particularly in rural 
regions. This compilation of summarized information is an initial effort to identify gaps, challenges, 
support and other materials needed for such a process – some of the information is general national or 
international research, and some of it is specific to the case study area of Humboldt County, California.  

The Healthy Rural Roads project team sees a need for:  
• A functional and accessible planning integration between transportation, land use, health, safety 

and economics where related benefits and impacts are considered in the transportation 
planning process to provide a more equitable and integrated foundation for decision-making;  

• Consideration of Civil Rights Act non-discrimination goals during the transportation project 
conceptualization process, before projects are selected and planned – and not solely in the 
traditional sense of race, gender or class, but in a broader sense of considering the needs of 
various social groups that will be impacted by transportation planning decisions;   

• A process that ensures non-automobile project elements do not ‘fall off’ under-funded or 
overspent projects before implementation is complete;  

• Achievement of improved transportation investment equity; and 
• Practical tools for helping governments of limited means achieve all of the above and for 

helping interest groups know how best to constructively support these efforts.  

1.2 Focus 

Since World War II, transportation investments have prioritized vehicular modes – widened streets, 
new highways, increased speed limits, and reformed laws favor highway development and travel by 
auto over public and non-motorized transportation. “Generally, 80 cents of every dollar spent on 
federal surface transportation programs is earmarked for highways, and 20 percent for public 
transportation” (Sanchez, Stolz, and Ma, 2003). This, in turn, has created a transportation system that 
favors motor vehicle transport. However, principles of environmental justice, active living, social equity 
and non-automobile transportation have begun to surface as new paradigms in transportation planning 
efforts – many research efforts that encourage this shift are summarized herein, after a synopsis of 
federal and state transportation anti-discrimination frameworks.  
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Much of the policy, research and efforts to address these issues are oriented toward metropolitan or 
urban conditions – an approach that, in many cases, does not transfer to rural regions because of the 
substantial differences in cultural and functional context.  

1.3 Rural Context 

This project has a focus on rural regions – more specifically regions with planning circumstances 
particular to non-metropolitan governments, culture, landscapes and limited financial resources. 
Though rural regions are not all the same – “when you’ve seen one rural community… you’ve seen 
one rural community” (Rosenbloom, 2002) – there are some similar social, planning and funding 
realities in the context of transportation issues that can be addressed in unison.  

Rural economies in the U.S. are changing, and with them, transportation patterns and needs are 
changing, as well. Rural regions are maintaining production of agricultural and resource products while 
adding manufacturing industries, tourism and other amenities-based service sectors, retirement-based 
services, and other services such as gaming and prisons. This means that rural transportation planners 
need to consider ‘new paradigms’ beyond traditional approaches (ibid).  

A Way of Life: Rural Realities 

Residents of rural regions generally feel that their needs and interests are very different from those of 
metropolitan and urban regions. Consequently, programs, designs, and policies viewed to more 
specifically apply to a metropolitan or urban context can be questioned and/or lacking in support. 
Lacking the density of population, urban ‘hardscape’, quantity and quality of services, economic 
diversity, and government resources, indeed rural regions require a different planning approach.  

Many rural residents do not openly choose this lifestyle or the transportation challenges and costs that 
come with it. Nor do rural region governments usually have the resources to provide transportation 
services or facilities offered in areas with more dense populations and higher tax bases. Additionally, as 
noted by the International City/County Management Association (2005), rising real estate costs can force 
lower-income residents to search outlying areas (that are poorly accommodated by non-automobile 
options) for affordable housing, exacerbating transportation challenges  

Governments of Limited Means 

Rural region governments generally have smaller tax bases from which to fund planning, 
administration, implementation and maintenance responsibilities than do metropolitan and urban 
regions. They also have smaller populations to provide for, however much of the same basic level of 
infrastructure and services are needed as in areas with larger populations. 

Smaller governments also need to meet the same amount of federal, state and local regulatory 
requirements as their larger and better-funded counterparts. In the transportation equity context, this 
means that fewer staff with smaller programs need to have mechanisms in place to meet federal Title 
VI requirements associated with federal project funding.  

In addition, much existing multi-modal transportation facility design comes from an urban context. 
Project design in rural regions needs to consider community interests, neighborhood applicability and 
function, cultural context, affordability and maintenance reality. Many current streetscape improvement 
design conventions have a decidedly ‘urban’ feel – for instance, a proposed City of Arcata Safe Routes 
to Schools project lost grant funds because community members felt that proposed sidewalks would 
negatively change the rural Bayside main street. Fortunately, federal and state agencies are recognizing 
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and implementing context sensitive design solutions in rural communities where, for instance, main 
streets are often highways.  

Rural communities tend to have limited funds to invest in new transportation facilities and services. 
Most rural governments are looking at shortfalls to maintain basic transportation services. Many 
pedestrian, bicycle or transit project and program improvement ideas – such as facilities on narrow 
two-lane roads in uncertain terrain or transit service to remote communities – never make it beyond 
repeated mention in the public participation phase because they are considered too expensive for rural 
region governments to implement.  

Humboldt County, California, serves as a case study for research and recommendations for improving 
the functionality and effectiveness of equity considerations in transportation planning efforts.  

Humboldt County 

Humboldt County is relatively large in size at 3,600 square miles and populated by over 126,500 
citizens – nearly half of which live in unincorporated areas and almost 20 percent in very rural 
conditions. There are seven incorporated cities –ranging in population from about 400 in Trinidad to 
about 28,000 in Eureka – and numerous unincorporated hamlets, communities and towns. 
Approximately 60 percent of the population lives in the cities and communities surrounding Humboldt 
Bay, the largest population center on the coast of northwestern California. The Humboldt County line, 
at the southern end, is almost five hours by highway from San Francisco; at the northern end, is over 
an hour from the Oregon state line; and, at the eastern side, is over two hours travel from the City of 
Redding.  

Humboldt County is an interesting rural region transportation planning specimen. The designated 
Regional Transportation Planning Agency (RTPA) is the Humboldt County Association of 
Governments (HCAOG), a Joint Powers Agency comprised of the seven incorporated cities (Arcata, 
Blue Lake, Eureka, Ferndale, Fortuna, Rio Dell and Trinidad) and the County of Humboldt. With three 
staff, the agency is largely responsible for programming State highway, local street and road 
improvements and public transportation resources. HCAOG prepares and implements the Regional 
Transportation Plan (RTP) and prepares other regional planning documents such as the Bicycle 
Transportation Plan and Pedestrian Needs Assessment. The general conduct of all transportation 
planning and programming processes are accomplished by a multi-layered committee structure.  

The California Department of Transportation (Caltrans) manages 378 miles of state highways in the 
County. The Caltrans District 1 office, covering four northwestern counties, is located in Eureka. The 
County Public Works Department manages 1,400 miles of streets and roads, many of which are 
extremely rural – a substantial portion of those are relatively geologically unstable and require a great 
deal of maintenance attention. In Section 5, below, data is presented about use of non-motorized 
modes, transit systems, and the state of physical health.  

1.4 Transportation Equity  

When the community as a whole can benefit from an equitable distribution of transportation 
investments that promotes equal access to services, employment, education and recreational needs, 
transportation equity is achieved.  

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 
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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). 

In rural regions – where transportation opportunities are limited and where community access to 
services can be constrained – economic needs and health problems can be exacerbated by transportation 
challenges. Transportation projects are some of the most significant investments made in rural 
communities, and thus are a substantial opportunity to either positively or negatively affect the populace. 
Rural region governments also typically lack resources for the staffing and programming needed to 
systematically address transportation equity during the planning process.  

Ultimately, social equity means that access to all aspects of the community (including health, safety, open space, 
transportation investments, and economic development) is fair for all residents – regardless of socioeconomic status, 
race, class, ethnicity, gender, age or ability (International City/County Management Association, 2005).  

Transportation planning efforts and subsequent project investments promote either advantages or 
disadvantages to various social groups based on the type of group need and how it is understood and 
addressed or overlooked. In particular, access to transportation affects personal and public economics, 
health, safety and land use. Balanced consideration of these issues – particularly where poorly understood 
non-automobile transport needs are concerned – promotes transportation equity.  

The “transit-dependent” (low-income, minorities, elders, etc) must often rely on public transportation not only to 
travel to work, but also to get to school, obtain medical care, attend religious services and shop for basic necessities 
such as groceries. The transit dependent commonly have low incomes and thus, in addition to facing more difficulties 
getting around, they face economic inequities as a result of transportation policies oriented toward travel by car 
(Sanchez, Stolz, and Ma, 2003). 

What follows in the next section is an analysis of current legislation and research to provide rural 
transportation planners a relevant understanding of the role of transportation equity. 

2. TRANSPORTATION EQUITY-RELATED POLICIES & GUIDELINES 
“The concept of environmental justice refers, in the broadest sense, to the goal of identifying 
disproportionate adverse impacts on minority and low-income individuals and communities” 
(Transportation Research Board, 2002). It is a reactive policy that addresses the social and economic 
benefits and burdens of project-level investments and is a general recognition of a need for an 
evolution beyond traditional transportation planning focuses. 

2.1 Federal Title VI & Executive Order 12898 

Title VI of the Civil Rights Act of 1964 prohibits discrimination “on the basis of race, color or national 
origin in any program of activity receiving federal financial assistance” and also requires federal 
agencies to issue rules, regulations or orders implementing this non-discrimination language (ibid.). The 
legislation also “applies to all programs controlled by federal aid recipients, regardless of whether the 
specific program is federally funded” (Sanchez, Stolz, and Ma, 2003).  

Title VI provides some legal protections for minority communities faced with discriminatory 
transportation policies, such as location of particular transportation projects, unequal distribution of 
transportation resources and discriminatory fare structures but, “enforcement of these protections has 
been limited because it has not been made a priority” (ibid.). 
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In 1994, President Clinton issued Executive Order 12898 (EO 12898), requiring each federal agency to 
“make achieving environmental justice part of its mission by identifying and addressing, as appropriate, 
disproportionately high and adverse human health or environmental effects of its programs, policies, 
and activities on minority populations and low income populations…” (The White House, 1994). In 
addition, EO 12898 also requires an assessment of whether an action will deny, reduce, or significantly 
delay benefits to a protected population.  

2.2 US Department of Transportation & Federal Highway Administration  

In 1970, the US Department of Transportation (US DOT) adopted regulations that “require 
consideration of all reasonably foreseeable social, economic and environmental effects on minority 
populations and low-income populations” and “prohibit actions that would have the purpose or effect 
of discriminating against individuals on the basis of race, color or national origin” (Transportation 
Research Board, 2002). Thus, in addition to standard regulations prohibiting intentional discrimination, 
US DOT Title VI regulations also prohibit actions that have a disparate effect on low income and 
minority populations. 

The US DOT has also defined a list of adverse effects that must be addressed in an analysis of 
environmental justice issues: 

Adverse effects means the totality of significant or cumulative human health or environmental effects, including 
interrelated social and economic effects. … increased traffic congestion, isolation, exclusion or separation of minority or 
low-income individuals within a given community or from the broader community, and the denial of, reduction in, or 
significant delay in the receipt of, benefits of DOT programs, policies or activities (US DOT, 1997). 

Federal Highway Administration (FHWA) policies incorporate this definition and “require 
consideration of all reasonable foreseeable social, economic and environmental effects on minority and 
low-income populations” (Transportation Research Board, 2002). 

Furthermore, FHWA policy requires consideration of impacts on general social groups affected by the 
action, including minority and ethnic populations, the elderly, the handicapped and the transit-
dependent. The same policy also states that discussion should address whether any social group is 
disproportionately impacted and identify possible mitigation measures to avoid or minimize any 
adverse impacts. The FHWA also requires that  

alternative courses of action be evaluated and decisions be made in the best overall public interest based on a balanced 
consideration of the need for safe and efficient transportation; of the social, economic, and environmental impacts of the 
proposed transportation improvement; and of national, state and local goals (Transportation Research Board, 
2002). 

FHWA has also incorporated policy regarding the potential disproportionate impacts on minority or 
low-income groups, even if the groups are small. Environmental justice determinations are made based 
on effects, not population size. 

Some people wrongly suggest that if minority or low-income populations are small (“statistically insignificant”), this 
means there is no environmental justice consideration. While the minority or low-income population in an area may 
be small, this does not eliminate the possibility of a disproportionately high and adverse effect of a proposed action 
(FHWA, 2005a). 

Two caveats should be kept in mind when evaluating FHWA regulations with respect to environmental 
justice: 1) Actions that have disproportionate impacts on a particular resource or social group are not 
prohibited, but decisions are required to be made in the best overall public interest, which implicitly allows for 



PATH Summary of Research  2. Transportation Equity Policy and Related Guidelines 
 

   

 7 of 37  

 

decisions that may disproportionately impact a particular resource or group; and 2) these regulations 
apply to all projects that are approved by the US Secretary of Transportation. The role of the US DOT, 
however, has been greatly reduced over the years, and much of the approval authority has been given to 
the States. Thus, in any state that has received full approval authority, the only projects that are still 
subject to the non-discrimination regulations are projects on the Interstate System (Transportation 
Research Board, 2002). 

In, 1999, the FHWA issued an internal memorandum for clarification on implementing Title VI and 
related regulations. Various questions were offered as an aid to reviewing and verifying compliance 
with Title VI requirements. These questions address the overall strategies and goals, service equity and 
public involvement during the planning processes. Some examples include: 

• What strategies and efforts has the planning process developed for ensuring, demonstrating, and substantiating 
compliance with Title VI? 

•   What measures have been used to verify that the multi-modal system access and mobility performance 
improvements included in the plan…and underlying planning process, comply with Title VI? 

•   Does the planning process seek to identify the needs of low-income and minority populations? 
•   Does the planning process have an analytical process in place for assessing  the regional benefits and burdens of 

the transportation systems investments for different socio-economic groups? 
•   What mechanisms are in place to ensure that issues and concerns raised by low-income and minority populations 

are appropriately considered in the decision-making process? 

Other population groups, such as the elderly and disabled, are not specifically addressed in Title VI or 
Executive Order 12898 policies, but are, however, protected under various laws enacted after Title VI. 
Because of these statutes, most of which parallel the language of Title VI, recipients of federal 
assistance must take action to prevent discrimination against the elderly, the disabled, and women. 
FHWA policy states that  

Concentrations of the elderly, children, disabled and other populations protected by Title VI and related non-
discrimination statutes in a specific area or any low-income group ought to be discussed. And, that all impacts on 
sectors of the community, including minority and low-income populations as well as impacts on the community as  a 
whole, should be routinely investigated, analyzed, mitigated, and considered during decision making, similar to 
investigations of impacts on minority and low income populations (FHWA, 2005a). 

2.3 National Environmental Policy Act 

The National Environmental Policy Act of 1969 (NEPA) requires federal agencies to consider impacts 
before taking major actions with the potential to cause significant impacts to the social, economic and 
natural environments. The principles of NEPA (40 CFR §§ 1500-1508) include: 

• Assessment of the social, economic, and environmental impacts of a proposed action or project 
• Analysis of a range of reasonable alternatives to the proposed project, based on the applicants defined purpose 

and need for the project 
• Consideration of appropriate impact mitigation: avoidance, minimization and compensation 
• Interagency participation: coordination and consultation 
• Public involvement including opportunities to participate and comment 
• Documentation and disclosure 
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FHWA policy adopts the NEPA project development process as a source from which all applicable 
environmental laws, executive orders, and regulations are considered and evaluated prior to the final 
project decision. This process allows transportation planners and officials to make project-level 
decisions that balance engineering and transportation needs with social, economic, and natural 
environmental factors (FHWA, 2005b). 

NEPA establishes broad requirements for evaluating the effects and the involvement of the public, but 
does not establish specific rights or standards of protection for resources or population groups. “NEPA 
is merely a procedural statute, with which compliance is required only during project development, but 
not for statewide or programmatic planning” (Transportation Research Board, 2002). 

2.4 CALTRANS TITLE VI GUIDELINES 
US DOT requires that states use a variety of measures to comply with Title VI regulations. “States are 
required to have an adequately staffed civil rights unit, have procedures to address civil rights 
complaints and collect statistical data on protected populations, conduct annual reviews of programs 
and provide training for staff to explain Title VI obligations” (Sanchez, Stolz, and Ma, 2003). 

In response to FHWA regulations, California has published a set of guidelines for compliance with 
Title VI non-discrimination law. The intent of the Caltrans Title VI Program is “to eliminate barriers 
that prevent under-represented groups from receiving access and benefits from the transportation 
planning and project development processes and transportation as a whole” (Caltrans, 2002).  Included 
are series of compliance review questions regarding strategies and goals, service equity, public 
involvement, hearings and contracts, as well as administrative procedures and self-monitoring 
measures. The guidelines also highlight: 

• A need for comprehensive data collection, demographic analysis, public involvement and 
access to services for Limited English Proficient persons; 

• Initiation of context sensitive mitigation measures to reduce impacts to low-income and 
minority populations; and 

• Implementation of procedures for pre-grant and post-grant reviews for Title VI compliance. 

In addition to non-discrimination on the basis of race, color, national origin, disability and age, Caltrans 
also incorporates principles of environmental justice into its guidelines, ensuring that programs, policies 
and activities do not have any disproportionate, adverse effects to low-income and minority populations 
(Caltrans, 2002). In 2003, the Desk Guide: Environmental Justice in Transportation Planning and Investments was 
developed to provide Caltrans, other public agencies, concerned citizens, community-based 
organizations and elected officials information and examples of ways to promote environmental justice. 
“In the development of transportation projects, social, economic and environmental effects must be 
considered fully along with technical issues, so that final decisions are made in the best overall public 
interest” (Caltrans, 2005). 

Caltrans compliance with Title VI and the Environmental Justice Executive Order includes analysis of: 
• Percent of benefits allocated to persons below poverty line versus persons above poverty line; 
• Distribution of benefits (dollars, facilities, systems, projects) by groups and communities; 
• Impact of investment on income, race, gender, disability and age groups; 
• Allocation of funds by mode (highway, bus, commuter rail, urban rail);
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• Projected population increases versus planned facilities and types of facilities; and, 
• Language needs assessment (Caltrans, 2002). 

These requirements all address the basic principles transportation equity, or at least, Title VI and 
environmental justice regulations. They attest to the general changing atmosphere of transportation 
planning and the evolving considerations of equity of investments, public involvement and a proactive 
approach to community planning.  

Many of the documents cited here, throughout the document, and others are summarized in Table 1, a 
summary of state, national and international studies related to the topics herein.  

3. APPROACHES TO TRANSPORTATION EQUITY 
On the whole, transportation equity guidelines make sense, and are generally understood and accepted 
by transportation planners. However, the “implementation” context of these ideas is still evolving, and 
many governments and planning agencies are still developing the most appropriate strategies for their 
regional needs.  

3.1 Implementation of Transportation Equity Policies 

Effects on human health and the environment have implicit connections to social and economic well-
being as well as questions of equity. US DOT recognizes these connections and promotes three 
principles of environmental justice for transportation analyses:  

• To avoid, minimize, or otherwise mitigate disproportionately high and adverse human health and environmental 
effects, including social and economic effects, on minority and low-income populations;  

• To ensure the full and fair participation by all potentially affected communities in the transportation decision-
making process; and 

• To prevent the denial of, reduction in, or significant delay in receipt of benefits by minority and low-income 
populations (Sanchez, Stolz, and Ma, 2003). 

Other agencies have been appropriately cautious in developing specific changes to their transportation 
planning processes. Common practices generally incorporate analyses of non-discrimination 
regulations by identifying low-income and minority communities and improving public participation 
techniques within those communities. Some agencies are trying to quantify the impacts of projects or 
plans on these communities, and some are trying to apply specific tests to measure disproportionate 
impacts (Transportation Research Board, 2002). Strategies vary significantly from region to region, but 
all work toward a common goal of equitable distribution of transportation investments, both in the 
programmatic and project-level phases. 

The following is a brief description by the Transportation Research Board (2002)of recommended 
options and design practices for incorporating environmental justice into both program- and project-
level transportation planning: 

• Develop transportation plans and projects that accomplish multiple objectives – Practice context-sensitive design 
and develop transportation projects that contribute to a variety of community, economic, and social objectives, as 
well as provide improved transportation benefits. 

• Examine the distribution of benefits and burdens – it is important that the benefits and burdens be examined in 
their incidence upon particular populations or communities.  
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• Examine issues from a community perspective – simultaneously address multiple geographic scales, time 
horizons, and performance measures. 

• Utilize technical analyses and available data sources – data sources can include safety, pavement and other asset 
databases, local traffic count information and Census data, as well as traffic analysis zone (TAZ)-based 
information and travel demand models.  

• Engage the full diversity of community groups early and continuously in the transportation planning and project 
development processes – communicate results and decisions in manner that can be quickly and easily understood 
by community groups. 

3.2 Specific Examples 

While there are a number of different examples of EJ application in California, they are largely urban 
and metropolitan. More examples applicable to rural regions will be explored in future reports about 
‘best practices’ and ‘opportunities’.  

Southern California Association of Governments 

The Southern California Association of Governments (SCAG) has adopted a “Compliance Procedure 
for Environmental Justice in the Transportation Planning Process.” Their equity analysis is separated 
into two major components: 1) the distribution of environmental impacts, including demographics 
(ethnicity and income), noise, traffic congestion impacts and air quality; and, 2) socioeconomic equity, 
including a calculation of net benefits of accessibility and mobility (SCAG, 2000). 

The first analysis addresses whether a low-income or minority group is present in the area affected by 
an agency plan, and the impacts that noise, traffic congestion and air quality will have on those groups. 
The second analyzes mobility, “the ease with which individuals can move about,” and accessibility, “the 
ease with which desired activities can be reached from any location” (ibid). The analyses are exhaustive, 
and utilize a wide variety of data collection methods and sources of information. The results are then 
presented to the appropriate SCAG policy committees for review of Title VI compliance. 

Fresno Council of Governments  

In response to federal and state emphasis on EJ, Fresno Council of Governments (FCOG) established 
an Environmental Justice Task Force to develop a process with which to assess and ensure 
environmental and Title VI compliance of FCOG’s transportation planning efforts. The Task Force is 
charged with a number of duties (Fresno Council of Governments, 2005), including: 

• Evaluating current environmental justice and public participation efforts by providing guidance on how to achieve 
the desired results; 

• Defining target populations within Fresno County for Environmental Justice consideration (low-income, 
minority, elderly, disabled etc.); 

• Identifying the needs of the target populations, and 
• Developing appropriate performance measures for gauging the burdens/benefits of the COG’s transportation 

system investments on Environmental justice populations 

Environmental Justice planning was coordinated with the development of FCOG’s 2004 Regional 
Transportation Plan. 
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3.3 Questions and Concerns 

Many agencies in California, and similar organizations across the nation, have created task forces or 
utilized existing committees to address environmental justice and Title VI regulations. The concern with 
the above examples, and the general nature of existing environmental justice programs, is their reactive 
focus to the needs of communities. Transportation, in all motorized and non-motorized forms, is an 
integral part of every community, having multiple social, economic and land use impacts. Planning for 
transportation investments, however, needs to be proactive, in a sense that it incorporates all potential 
impacts at a system-wide, programmatic level, rather than as a supplemental, project-level analysis. 

While many agencies are taking important steps to improve environmental justice approaches, the  
Transportation Research Board (2002) identifies many unresolved issues that need to be addressed, 
including: 

• Appropriate representation of communities – Who is capable of adequately representing low-income and minority 
communities? Civic leaders? Social service agencies? Targeted recruitment? 

• Special versus equal treatment – Environmental justice needs and concerns should not be at the expense of other 
communities, but should espouse a philosophy of equal treatment. Some agencies note that their policies already 
address the needs of all communities, whereas others cite a need for additional efforts to reach out to low-income 
and minority communities, because of specific cultural or socioeconomic barriers. 

• Structural inequities – Concerns are being raised about the structure and manner in which transportation planning 
agencies are governed, and placement of environmental justice responsibilities within these organizations. 

• Differences in issues and needs among population groups – Geographically clustered groups, such as low-income 
and minority populations, have different needs and require different measures of benefits and burdens than those 
in geographically dispersed groups such as the elderly and disabled.  

• Role of the community impact assessment (CIA) – This project-level analysis may not adequately fulfill the 
requirements of environmental justice. 

• Consideration of secondary and cumulative effects – Current planning tends to look at the direct benefits and does 
not adequately assess future impacts, including long-term issues such as land use planning and locations of 
employment opportunities. Agencies feel that these issues are generally beyond their ability to control or influence. 

• Relationships between project development and systems-level planning – there is a “disconnect” between these 
planning processes and it hampers efforts to address environmental justice. 

Developing programs and processes to comply with Title VI and environmental justice policies is an 
ongoing effort, and will continue to evolve. There are numerous sources that provide 
recommendations and ideas toward these measures, and, in future reports about ‘best practices’ and 
‘opportunities,’ this project will analyze those practices and suggest ideas to best serve the local region.  

3.4 Local Implementation Measures 

Local city and county governments, as well as Caltrans, all provide basic public participation measures 
to ensure compliance with Title VI. Public notices and hearings, workshops, non-English outreach 
materials, and various other methods are routinely used to assess the needs of the local communities. 
However, these measures generally provide only a supplemental analysis of the transportation needs 
within the region.  

Caltrans District 1 office EJ efforts are obviously supported by more staff and resources than local 
governments and are the most exhaustive in the region. Staff has received training in public outreach 
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and integrating input from minority populations into planning and project development. For some of 
the larger projects, staff has assembled a Citizens Advisory Committees and have solicited participants 
from identified traditionally under-represented populations. They have advertised in Spanish and 
bilingual newspapers, such as “La Voz” and “El Heraldo.” Staff translates flyers for public meetings 
and post them in neighborhood locations, such as in markets and public places. Spanish language 
translators are provided at public meetings. Major projects and other program information are 
frequently posted on the Caltrans web site. Press releases are given occasionally to reach a broad 
audience. The District offers to consult with Tribes on highway projects and coordinates with Tribal 
governments in planning efforts. Staff sometimes engages local community based organizations to 
contact and coordinate specific populations. They offer grants to give low-income and minority 
populations an opportunity to give input to Caltrans. Partner agencies and personal relationships often 
provide avenues for the identification of needs and populations, and serve as channels for 
communication and outreach (Robertson, 2005). 

Local EJ efforts are for the most part undertaken as a project level evaluation. Though public 
participation may be sought and encouraged, the outcomes and information do not generally represent 
a programmatic level of transportation needs beyond input to the RTP and County General Plan 
Update processes. Equity is usually evaluated on a project-level basis, and is often limited to the scope 
of EJ language presented above.  

Summaries of local government planning documents and non-government organization plans and data 
sources (Tables 2 and 3) highlight the existing local transportation-related planning resources. 
Generally, documents listed address traditional land use patterns and policies of transportation 
planning, and do not currently reflect the language and requirements of Title VI nor the overall 
impacts of transportation equity, as defined by this project. 

Non-government organization documents and data sources are listed separately as potential 
information sources for transportation planners. Many of these organizations conduct studies of their 
own to evaluate the needs of their constituencies. This information is available to government officials 
and transportation planners, and could potentially be enhanced to provide input to equitable 
transportation program improvements.  

Opportunities for Improving Transportation Equity in Humboldt County presents potential strategies for 
effectively and efficiently evaluating the needs of transportation-disadvantaged populations, as well as 
addressing the equitable distribution of transportation investments.  

3.5 Gaps & Role of this Project 

Legislative requirements and general trends toward equity have encouraged governments to implement 
measures addressing equitable distribution of transportation planning investments. However, these 
investments – broadly categorized under the term “environmental justice” – are generally focused on 
urban environments and statewide transportation programs, and specifically address Title VI policies 
and non-discrimination compliance.  

The organizational structures and planning focuses, however, vary greatly from urban and statewide 
governments to those of small, rural governments. Though numerous sources provide standards and 
strategies for implementing Title VI and non-discrimination compliance into the urban framework, 
those policies do not necessarily translate into applicable information for rural transportation planners. 
Although many rural regions typically recognize the importance of addressing the transportation needs
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of their entire communities, this gap in information is a significant barrier to fully addressing 
transportation equity. 

Furthermore, Title VI and “environmental justice” policies generally address low-income and minority 
populations and their opportunities, or lack thereof, related to social and economic benefits associated 
with transportation planning. Equitable distribution of these benefits, as presented herein, include a 
broad spectrum of analyses from various sectors of the community, including economics, land use, and 
health and human services. A proactive approach to transportation equity – one that considers 
comprehensive community needs at the programmatic level – will give planners the most effective 
method of evaluating and providing for the overall transportation-related needs of their communities. 

A major goal of this project is to establish a proactive strategy for incorporating health, economic and 
land use factors into transportation planning efforts as a means to programmatically address 
transportation equity. The project team is operating on the premise that Title VI requirements can be 
more adequately and thoroughly addressed via a good planning process that considers the needs of 
various social groups that will be impacted by transportation planning decisions, rather than solely on 
the traditional analysis of discrimination based on race, gender or class. 

4. IDENTIFICATION OF TRANSPORTATION-DISADVANTAGED POPULATIONS 
People who cannot or do not utilize an automobile for transportation are likely to be at a disadvantage 
for safe and efficient access to food, employment, school, health care, civic activities and recreational 
opportunities. These individuals and households can feel very isolated in a society where 80 cents of 
every dollar is spent on highways (Sanchez, Stolz and Ma, 2003). In order to ensure that transportation 
system-related adverse impacts to at risk and disadvantaged populations are minimized, it is important to 
assess the equity and environmental justice implications of transportation investments.  

Many of the negative effects of sprawl [and associated transportation patterns] are distributed 
unequally across different populations, and some people bear more risk than others, particularly on 
‘special populations’ (who comprise, in aggregate, a majority of the population) and include women, 
children, the elderly, the poor, and people with disabilities (Frumkin, et al., 2004).  

The project team is using the term ‘transportation-disadvantaged’ (instead of the term ‘underserved’, 
used in the project Statement of Work), because this more clearly represents the issues associated with 
transportation. Current literature on the topic employs this or similar terms, as well. In addition, the 
ability of transportation investments to either promote disadvantages or advantages is a general theme 
for the project. The project team broadly defines transportation disadvantage as any factor that limits 
access to transportation resources, whether by income, age, race, or physical constraints. 

The following factors contribute to transportation disadvantage in Humboldt County and many other 
rural regions. Determining disadvantaged status for a given individual or population should take into 
account both the degree and number of these factors that apply. The greater the degree of each factor 
and the more factors that apply, the more disadvantaged an individual or group would be considered.  

Figures given are derived from U.S. Census Bureau data unless otherwise noted.  

4.1 Low Income 
Improving access to services, employment and education can help to reduce poverty providing 
increased economic and health opportunities and participation in social, political and community 
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activities. Accessibility requires a combination of appropriate transport infrastructure, improved 
transport services, and affordable means of transport, both motorized and non-motorized (International 
Bank for Reconstruction and Development and The World Bank, 2002).  

It not only requires substantial resources to own a vehicle, but somewhere between approximately 
$6,000 and $9,000 per year to own, operate and maintain one, assuming 12,500 miles driven (American 
Automobile Association, 2003). People with limited financial means often must rely on other modes 
for mobility, often because there is one or no vehicles in the household. When considering income 
groups among transit riders, the highest transit ridership occurs with very low-income passengers in 
areas of lower population (Table 4).  
 

Table 4. Annual family income of transit passengers by population group.  
Population Under $15,000 $15,000-$50,000 Above $50,000 
Under 50,000 61 % 36 % 3 % 
50,000-199,999 55 % 39 % 6 % 
200,000-500,000 54 % 38 % 8 % 
500,000-999,999 52 % 42 % 6 % 
1 million and more 25 % 57 % 18 % 
National Average 28 % 55 % 17 % 
Source: American Public Transit Association, www.apta.com/research/stats/ridershp/income.cfm  
 
After discussion about how best to quantitatively define ‘low-income’ populations, project advisors 
agreed that the Health & Human Services (HHS) poverty level definition is too low and that the group 
would prefer to set a higher threshold. The project team decided to identify $35,000 as the threshold 
for low-income households based on the following:  

• Census data indicates median income in Humboldt County is $31,226 – the Housing & Urban 
Development Department (HUD) median for U.S. citizens, $46,660, is significantly higher;  

• Though HUD income limits are used to determine eligibility for low-income (Section 8) 
housing, most officials use HHS numbers (however land use planners use HUD numbers);  

• Families below 130 percent HHS level are eligible for food stamps and free school meals. 
Families below 185 percent HHS level are eligible for Women, Infants & Children program 
eligibility and other social service programs; and 

• HHS 185 percent of poverty level for a family of four is $35798 (Fed. Reg., Vol. 70, No. 33, Feb. 18, 2005).  

Using this number, low-income residents were mapped (Figure 1) to preliminarily illustrate locations where 
clear low-income densities exist. It may also be useful to map the number of people below this threshold.  

If both number and percentage were analyzed together, it might illustrate both pockets and intensity of 
poverty. In this respect, a block group that is geographically large, but only contains a small number of 
people may not disproportionately draw attention. And similarly, the very small block groups (mostly in 
Eureka and Arcata) would be less likely to be overlooked.  

To summarize, Humboldt County median income is significantly lower than in California and the nation, 
and low income residents are mostly concentrated in western Eureka, Arcata (likely attributable to the 
college student population), Table Bluff, the northern native reservations, and portions of south and east 
county. In particular, greater than 70 percent of the population has household incomes lower than $35,000 in 
parts of western Eureka, in parts of Arcata and on northwestern native reservation lands.  
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4.2 Language Barrier 
In general, only 1 percent of whites and 1 percent of African Americans speak English “not well or not at 
all,” compared with 24 percent of Latinos and 17 percent of Asian Americans. Latinos and Asian 
Americans are the fastest 
growing minority 
populations in the United 
States, suggesting that 
language barriers will 
continue to be an issue in 
the future (Sanchez, Stolz 
and Ma, 2003). 

Executive Order 13166 “ 
Improving Access to 
Services for Persons with 
Limited English 
Proficiency,” issued in 
August 2000, specifically 
clarified to recipients of 
federal funds that “failing 
to provide meaningful 
access to individuals who 
are limited English 
proficient” may constitute 
national origin 
discrimination under Title 
VI (ibid.). 

Described in the Census 
as ‘population who speak 
English less than very 
well’, these individuals 
comprise 3 percent of the 
Humboldt County 
population, or 
approximately 3,793 
persons.  

Language is a 
(transportation) barrier 
for a small proportion of the Humboldt County population, but anecdotal evidence suggests that an 
increasing amount of non-English speaking people are moving to this County. As these numbers 
increase, there will be an additional need to address this transportation barrier.  

4.3 Minority 

The established link between ethnicity and pedestrian deaths is due to the fact that minority 
populations are less likely to own a vehicle and more likely to walk, bicycle and/or use public 
transportation, resulting in greater exposure to the dangers of the street (Surface Transportation Policy 

Figure 1. Percent of low- income households in Humboldt County by census block group. 
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Project, 2002). From 1980 to 1996, the pedestrian death rate was 2.2 per 100,000 for Caucasians, 3.9 
for Blacks and 5.1 
for Latinos. Among 
children and the 
elderly, racial and 
ethnic disparities 
were even more 
pronounced 
(Frumkin, et al., 
2004). Caltrans 
survey data indicate 
that, in California, 
Latino children 
make more than 
twice as many of 
their trips on foot 
compared to 
Caucasian children 
(Surface 
Transportation 
Policy Project, 
2003).  

In Humboldt 
County, people of 
Native American 
and Latino descent 
make up 12.2 
percent of the 
population. People 
of races and 
ethnicities other 
than ‘white’ are 17.5 
percent of the 
population (Figure 2 
and Table 5).  
 
  
 
 

Figure 2. Percent of population that identifies as one or more of the following races in 
Humboldt County by census block group: Native American, Hispanic, Asian, Pacific 
Islander, or African American.   
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Table 5. Humboldt County population based on race or ethnicity.  
Population Population Percent of Total 

County Population 
Total County population 126,518 100 
White 107,179 84.7 
Hispanic or Latino of any race 8,210* 6.5* 
American Indian and Alaska Native  7,241 5.7 
Asian  2,091 1.7 
Black or African American 1,111 0.9 
Native Hawaiian and Other Pacific Islander alone 241 0.2 
Some other race 3,099 2.5 

 Source: U.S. Census Bureau, 2000.  
 

*The total ‘minority’ population is equal to greater than 100 percent because the ‘hispanic or latino of any race’ 
subtotal is artificially constructed for the purposes of this study: The number includes individuals who are 
effectively counted two or possibly more times if they identify with more than one race.  

 
The majority of minority populations in Humboldt County are of native and latino descent, and these 
populations are concentrated on reservations and western Eureka.  

4.4 Non-Driver or Carless 
Most experts note that approximately 30 percent of an all-age population does not drive for various 
reasons (Frumkin, 2005). It is possible that in areas of Humboldt County these numbers could be 
higher due to lower income levels than the state average – 19.5 percent of families in Humboldt 
County are impoverished versus 14.2 percent of the state overall. It is also possible that more people 
obtain a driver’s license in rural regions than in urban areas because of limited transportation options 
for those who are physically isolated.  
Department of Motor Vehicles data indicate 96,065 licensed and 4,597 non-licensed divers 
(Department of Motor Vehicles, 2005). These data indicate very high numbers of licensed drivers in 
Humboldt County – approximately 95 percent of the eligible driving population in the County over 15 
years of age. In Humboldt County, approximately 24 percent of residents do not or cannot drive (1 - 
96,065 licensed drivers/126,518 total population). It is likely that some number of those licensed are 
non-drivers or infrequent drivers.  

4.5 Age 
If those least independently mobile community members are planned and accommodated for, 
everyone will be well served. Together, youth and elders comprise one third of the population in 
Humboldt County.  

Youth 

Per capita, children pedestrians make about ten times the rate of walking and cycling trips than that of 
adults. A former Mayor of Bogota, Columbia, who prioritized community mobility and livability issues 
for his long tenure noted “if we can build a successful city for children, we will have a successful city for 
all people” (Gilbert and O’Brien, 2005).  

Child-friendly design that incorporates high connectivity, safe pedestrian infrastructure, and opportunities 
to interact with many types of people could do much to promote health, well-being, independence and 
self-sufficiency of children (Frumkin, et al., 2004).  
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Present transportation systems create unhealthy conditions for children in a variety of ways, including 
exposure to traffic and collisions, exposure to poor air quality and lack of opportunities for physical 
activity. Low-income 
children are further 
endangered by the fact that 
affordable housing is often 
located along high-speed, 
high-volume streets, in 
neighborhoods that lack 
parks, playgrounds and 
access to other safe places to 
play (Surface Transportation 
Policy Project, 2003). 

Youth 15 years and younger 
are ineligible for a driver’s 
license, and there are 25,856 
persons 15 years and under 
in Humboldt County – over 
20 percent of the 
population. Youth under 15 
are concentrated in western 
Eureka, northeastern native 
reservations, and parts of 
south county (Figure 3).  

Elders 
Transportation planners 
increasingly have to consider 
the needs of elder non-
drivers in streetscape design 
and transit planning. As the 
baby boom generation ages, 
the number of adults over 
the age of 65 will double in 
size to account for 
approximately 20 percent of 
the U.S. population by the 
year 2030 (International City/County Management Association, 2005). Recent incidents where elders 
have struck and killed groups of pedestrians have reminded the public that elders can loose their ability 
to drive safely – however in many communities, driving is essential for elders and the alternatives are 
nonexistent (Frumkin, et al., 2004), limited, unattractive, impractical or unattainable.  

Table 6 illustrates that seniors are a higher percentage of the transit ridership – possibly because overall 
transit ridership is much lower (on a per-person basis) in lower-population areas (largely because of 
more dispersed land uses and sparser transit systems). Many seniors (and youth, for whom the same 
comparison can be made) do not have other alternatives and so depend on transit.  

Figure 3. Percent of population under 15 years of age in Humboldt County by census 
block group.   
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Incapacity to drive with 
old age becomes a 
significant factor at some 
point, though there is no 
standard age after which 
driving becomes 
infeasible – the number of 
people who cannot drive 
due to conditions 
associated with age is 
difficult to accurately 
quantify. This group may 
be better represented by 
an estimate of those 
unable to drive due to 
physical, mental and/or 
medical disability.  

Currently in Humboldt 
County, approximately 
12.6 percent of the 
population is over 65 
years of age, compared to 
11.1 percent of the state 
overall. The percent of 
County population over 
62 years (as a number 
used by the state to confer 
various ‘senior’ benefits) 
was mapped (Figure 4) to 
illustrate locations of high 
elder density. Particularly 
high concentrations of 
elders occur in south and 
east Eureka and the 
eastern county Trinity 
River area.  
 

 

 

 

 

 

 

 

 

 

 

 

Figure 4. Percent of population over 62 years of age in Humboldt County by census 
block group.   
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Table 6. Age of transit passengers by population group.  
Population 18 and under 19 – 64 years 65 and over 
Under 50,000 21 % 61 % 18 % 
50,000-199,999 19 % 68 % 13 % 
200,000-500,000 15 % 70 % 15 % 
500,000-999,999 9 % 77 % 14 % 
1 million and more 10 % 84 % 6 % 
National Average 10 % 83 % 7 % 
Source: American Public Transit Association, www.apta.com/research/stats/ridershp/age.cfm 

4.6 Physical, Mental or Medical Disability  

The Americans with Disabilities Act (ADA) and several other important pieces of legislation regarding 
design standards, barriers, accessibility guidelines and education and employment help to ensure that 
the needs of those with physical limitations are considered and addressed. Still, many of these efforts 
do not address the legacy of infrastructure and systems which do not accommodate people with 
limitations, nor the fact that most governments cannot afford to eliminate legacy barriers. In 
Humboldt County, it is not uncommon to see a wheelchair user in the street with traffic because there 
are small or significant sidewalk gaps and/or a lack of curb cuts at intersections.  

In considering transportation disadvantage due to physical disability we must also recognize that many 
individuals become temporarily impaired and benefit from access to non-automobile forms of 
transportation.  

Based on numbers for sensory, physical, mental and self-care disability, there are 24,113 disabled 
persons over 15 years of age in Humboldt County, or 19 percent of the population. It is difficult to 
accurately determine how many people at any one time have a condition that prevents them from 
driving. However, the number of these residents who are 16 or older who have disability placards is 
reported to be 7090 permanent and 302 temporary placards by the DMV (Department of Motor 
Vehicles, 2005).  

4.7 Physical Isolation 

Rural region residents – particularly households located in isolated areas beyond rural communities – 
face a significant disadvantage with reliance on non-automobile transportation. Access to basic services 
can be very difficult for those reliant on non-automotive means.  

Nearly half of the Humboldt County population lives in unincorporated areas, and nearly 20 percent 
lives in very rural areas (extrapolated from Dyett & Bhatia, 2002).  

Means to potentially measure this factor include distance from stores, transit, and/or medical services. 
Geographic isolates may be underserved (for everything), but they may not be prioritized for service by 
small governments with limited means.  

5. HUMBOLDT COUNTY NON-AUTOMOBILE TRANSPORTATION & HEALTH 
In Humboldt County, 9.6 percent of residents use non-automobile modes regularly to commute to 
work and 13 percent of residents carpool – many of whom walk at one end of their trip (Table 7). The 
project team would prefer to report that Humboldt County residents are healthy and able to walk and 
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ride safely, however the numbers indicate a populace with relatively poor physical health and bike/ped 
safety records.  

Note that these means of transport are what respondents reported to the last census as their primary 
mode. Walking is usually significantly undercounted, especially since it is usually part of every trip.  

As noted earlier, it is likely that many licensed drivers in the County have little or no access to an 
automobile. While this is difficult to quantify, it is assumed that there is a substantial number of 
residents using transportation other than a single occupant vehicle on a regular basis. 

 
Table 7. Means of transportation to work in Humboldt County for workers 16 years and over.  
Means of Transportation  County 

Total 
Arcata  Blue 

Lake  
Eureka Ferndale Fortuna Trinidad  Unin-

coporated  

Total 54034 8091 556 10426 668 4259 164 29870 
Car; truck; or van 45766 5675 506 8664 518 3882 120 26401 
Car; truck; or van; Drove alone 38710 4834 433 7099 454 3269 109 22512 
Car; truck; or van; Carpooled 7056 841 73 1565 64 613 11 3889 
Public transportation 565 193 0 200 0 19 2 151 
Motorcycle 70 13 0 0 8 0 0 49 
Bicycle 895 419 14 174 2 50 0 236 
Walked 3492 1374 15 808 84 153 14 1044 
Worked at home (by analysis) 3001 379 18 576 54 126 28 1820 
Other means 245 38 3 4 2 29 0 169 
Source: U.S. Census Bureau, 2000.  
 

5.1 Pedestrian & Bicycle Use  

Walking is a mode that is very 
poorly quantified on a larger scale, 
including in Humboldt County. 
Other than sporadic data for site-
specific traffic counts that include 
pedestrians and what is a low 
estimate of the number of 
pedestrians identified in the Census, 
there is little to indicate the amount 
of pedestrian activity in Humboldt 
County. According to Census data, 
however, it can be noted that some 
communities have more reported 
pedestrian commuters than others, 
such as Arcata, Redway and 
Ferndale (HCAOG, 2003).  

In 1997 and 1998, the Natural 
Resources Services Division of 
Redwood Community Action 
Agency conducted bicycle counts in 
and between the three Humboldt 
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Bay communities of Eureka, Arcata and McKinleyville to document the level of bicycle use as well as 
bicyclist behavior. Day-long count sites were chosen to capture the high end of cycling frequency range 
available at 18 intersections in three communities and seven sites along four major road and multi-use 
trail corridors between those communities. Counts were made during every season  (Figure 5) and on 
weekends and weekdays.  

Results showed that the many people cycled within Arcata and Eureka (Figure 6), and more frequently 
in the afternoon than in the morning. In addition, data indicated that cyclists rode consistently during 
all seasons, though less during winter months (Figure 5). 

Pedestrian & Bicycle Collisions 

When a pedestrian or cyclist crashes with a moving vehicle, the odds for injury or fatality are high, 
resulting in a relatively high casualty rate pre travel mile compared with automobile travel (Bounlanger, 
et al., 2003; Chu, 2003). Humboldt County is no exception (Table 8), and in fact, is in some ways more 
dangerous for pedestrians and cyclists than a number of other rural counties in California (Figures 7-9).  
 
Table 8. Humboldt County 2003 bicycle and pedestrian collisions by city, county and road classification. 
 Pedestrian 

Involved Fatal 
Pedestrian 
Involved Injury 

Bicycle Involved 
Fatal 

Bicycle Involved 
Injury 

Humboldt Co. Total 5 46 1 66 
Arcata 0 4 0 20 
Eureka 3 28 0 32 
Fortuna 0 2 0 1 
Unincorporated 2 12 1 13 
State Highways 2 5 1 3 
County Roads 0 7 0 10 
Source: Statewide Integrated Traffic Records System (SWITRS) www.chp.ca.gov/switrs 
 
The 2003 HCAOG Regional 
Pedestrian Needs Assessment 
Update notes that in the years of 
1999-2002, there were 163 collisions 
involving pedestrians, including 10 
fatalities. Also noted is that the state 
Office of Traffic Safety evaluates 
SWITRS data to help local 
jurisdictions comparatively identify 
safety issues, and the OTS rankings 
indicate that  

The City of Eureka was the only 
jurisdiction in Humboldt County with 
a disproportionate ranking; #9 for 
pedestrian collisions statewide, #2 in 
its population group (25,001 – 
50,000). This ranking system only 
evaluates the data contained in the 
SWITRS database and does not take into 
consideration the size of a community’s 
pedestrian population, which may account for higher incident rates. 

Figure 7. Bicyclist injuries and fatalities from injury motor vehicle 
collisions in various jurisdictions, 1992-2001.  
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Collision location data will be overlaid with low-income locations and density data in a future report 
about transportation-disadvantaged populations in Humboldt County. The most notable location of 
pedestrian collisions in Humboldt County is western Eureka (particularly the US 101 corridor), where 
there is also a high density of low-income and minority residents.  

Rural County Ped/Bike Collision Comparison 1992-2001 

The California Highway Patrol 
compared Humboldt County 
pedestrian and bike collision data 
over a ten year period with eight 
other metropolitan and non-
metropolitan California counties 
that exhibit some similar 
population characteristics 
(Figures7-9, Source: California 
Highway Patrol, 2002.). Of the 
eight, ‘metropolitan rural’ counties 
include El Dorado, Napa, Butte 
and Placer; ‘non-metropolitan’ 
rural counties include Mendocino, 
Nevada, Tehama and Lake.  

Most notably, though rural 
counties generally have lower 
pedestrian injury and fatality rates 
than the state average, Humboldt 
County shows substantially higher 
bicycle injuries and fatality numbers 
than all other rural areas, and is 
significantly higher than the 
California average, particularly for 
youth and the 16-24 age groups. 
The good news is that when looking 
at trends, bicycle and pedestrian 
injuries and fatalities are decreasing 
in Humboldt County.  

It is likely that Humboldt County 
has a higher number of bicyclists 
than some other rural counties, and 
this fact may influence the sheer 
total of collisions. Two potential 
reasons for this include: 1) presence 
of both a California State University 
and community college campuses 
within ten miles of each other in the 
Humboldt Bay area; and 2) the Pacific 
Coast Bike Route on U.S. 101 attracts 

Figure 8 Bicyclist injuries and fatalities from injury motor vehicle collisions 
by age group in various jurisdictions, 1992-2001. 

Figure 9. Pedestrian injuries and fatalities from injury motor vehicle 
collisions in various jurisdictions, 1992-2001.  
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many touring cyclists every year.  

The majority of pedestrian collisions occur in Eureka – many of these along the U.S. 101 corridor and 
other one-way couplets. Until 2000, the City of Eureka had many ‘uncontrolled intersections’ without 
stop or yield signs, which may have also contributed to a high number of collisions.  

Regardless of the potential reasons for high numbers of ped- and bike-auto collisions, it can be 
assumed that residents and decision-makers in the county would like to have both high numbers of 
non-automobile travel as well as low numbers of non-automobile and auto collisions.  

5.2 Transit Ridership 
 
The regional Redwood Transit System (RTS) provides service to the central part of the county and 
service to Willow Creek. Eureka and Arcata have their own public transit systems, the Eureka Transit 
Service (ETS) and Arcata & Mad River Transit System (A&MRTS). Independent transit systems 
provide limited service to eastern and southern parts of the county. A number of other organization-
specific, para-transit programs also provide transit services, including Dial-A-Ride/Dial-A-Lift, 
Humboldt Community Access and Resource Center, several tribal and Rancheria transit systems, 
Senior Resource Center, United Indian Health Services, and others. Amtrak and Greyhound provide 
very limited bus service to and from the south only.  
 
Transit services are relied on by many residents of Humboldt County and provide access to the major 
cities and a substantial portion of the County’s large geographic area. According to the Humboldt 
County Regional Transportation Plan (HCAOG, 2004), the 00/01 fiscal year tallied 296,128 RTS 
passenger trips. During the same period, ETS tallied 254,989 passenger trips, while Eureka Dial-A-Ride 
had 41,336 trips and the A&MRTS had 178,528 trips. Transit use for work commutes is highest in 
Arcata (2.4 percent), Eureka (1.9 percent), the Pine Hill suburb of Eureka (1.7 percent), and Trinidad 
(1.2 percent).  

According to the Five-Year Transit Development Plan Final Report for Redwood Transit System and Southern 
Humboldt Rural Transit Service (Transit Resource Center, 2002), 52 percent of all weekday RTS bus 
boardings are in five locations, including the Arcata Transit Center, College of the Redwoods, 
Bayshore Mall, Humboldt State University, and Fourth/Fifth and D Streets in Eureka. Since most trips 
have a return trip usually from the same location, that means almost all trips start or end in one of 
those five most boarded locations. Students represent 53 percent of all passengers.  

Service in rural southern Humboldt County has been provided for the elderly and disabled since 1979 
by ‘the Quail’, a demand-response, door-to-door, shared-ride service that operates on weekdays to 
specific locations for meals, shopping and medical needs.  

Klamath/Trinity Non-Emergency Transportation K/T Net has been providing service to rural 
northeastern county residents for over two years, in particular between Orleans and Willow Creek on 
SR 96 and between Salyer and Willow Creek on SR 299. A primary connection for this service is with 
the RTS route between Willow Creek and Arcata.  

Rancherias and, in most cases, associated casinos, are also beginning to provide increased transit 
service from Blue Lake, Trinidad and Bear River Rancheria. Blue Lake Rancheria fixed route and Dial-
A-Ride service saw an increase in ridership from 292 in September 2002 to 1094 in April 2003 
(HCAOG, 2004). 
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5.3 The State of Public Physical Health 

An United States Epidemic  
Obesity has become an epidemic in the United States (Figure 10). In 2000, only 26 percent of U.S. adults 
were achieving the recommended levels of physical activity; 28 percent reported no active leisure time. 
Physical inactivity is responsible for at least 200,000 deaths annually from chronic diseases, such as coronary 
heart disease, stroke, and diabetes. More than a third of young people in grades 9–12 do not regularly engage 
in vigorous physical activity. Daily participation in high school physical education classes dropped from 42 
percent in 1991 to 29 percent in 1999 (Robert Wood Johnson Foundation, 2004).  

 
 
The Behavioral Risk Factor Surveillance System and the National Health Interview Survey have 
revealed that physical activity levels in the U.S. decline with age and are lower among women, ethnic 
and racial minorities, the disabled, those with less education, and those with low incomes 
(Transportation Research Board, 2005).   

Humboldt County Physical Health 

Half of Humboldt County youth and 60 percent of adults are not regularly active; one quarter of adults 
are completely inactive. Obesity rates for white females in Humboldt County are some of the highest 
in California and Humboldt has one of the highest occurrences of diabetes-related deaths in the state – 
particularly among the Native American community, 5.7 percent of the County population (Houston, 
Davis and Lindsay, 2004).  

A survey of heights and weights of school aged children (6-19 years old) for the 2003 –2004 school 
year found that in Humboldt County 37 percent of children are overweight or at risk for overweight. 

Figure 10. Obesity trends among U.S. adults (Body Mass Index 30, or approximately 30 lbs 
overweight for 5'4" woman). Source: Mokdad, et al., 2001. 
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This is a highly significant measure particularly when compared to the national average of 15 percent 
youth risk for overweight. Other notable findings (ibid.) include: 

• Prevalence of overweight students in this sample is significantly higher (p < .0001) at 21 
percent than the national prevalence of 15.5 percent;  

• Males have a higher significant overweight prevalence at 24 percent than females at 17 percent; 
and 

• There is a stark difference in overweight prevalence between different schools and also a 
substantial difference among age groups. 

6. PLANNING TOOLS FOR TRANSPORTATION-DISADVANTAGED POPULATIONS  
The project team is considering innovative means for understanding and communicating with 
transportation-disadvantaged populations. Geographic Information Systems are increasingly used to 
collect and analyze data about some of these populations in a transportation planning context. 
Reaching and gathering information from these populations often poses a challenge to transportation 
planners, since the standard weeknight public meeting may not be as accessible to transportation-
disadvantaged citizens, nor may the transportation issues that impact them so substantially even be on 
their ‘radar screen’ due to other basic needs and priorities. 

There is a great deal of information and many examples available about good data analysis and public 
participation techniques. Subsequent phases of this project will address how such techniques can serve 
as useful tools for small governments to use in equity-based planning efforts. Research efforts that 
address these issues are identified in attached Table 1, ‘Summary of State & National Research’. This 
section is integrated into the Humboldt County Transportation-Disadvantaged Populations Report. 

6.1 Data Analysis Techniques   

Geographic Information Systems (GIS) are a commonly used tool to display Census-derived 
population data. These mapping techniques generally illustrate to planners where specific population 
groups are located so that specific outreach or assessment can be applied to those areas. In addition, 
they can also illustrate to both planners and the public the distribution of transportation projects in 
relation to different projects (Transportation Research Board, 2002). 

In general, information about income levels, ethnicity, and journey-to-work mode (except by bicycle) 
can be obtained easily. Census data is limited in scope, however, when compared to the list of 
transportation-disadvantaged populations noted earlier, and, in turn, limits the amount of easily 
accessed information about those populations. Other challenges with census data, particularly for rural 
regions, include the fact that block size can be significantly larger than small rural communities, and 
therefore ‘wash out’ data in those blocks.  

Other technical methods for potential rural region analysis include, among others (ibid.):  
• The new 2000 Census ‘Transportation Planning Package’ which provides more detailed 

information related to environmental justice considerations;  
• FHWA’s Surface Transportation Efficiency Analysis Model for analysis of user and non-user 

benefits of multimodal transportation investments; and  
• The use of household microsimulation modeling techniques, which forecast travel by modeling 

a sample of either individuals or households that represent a larger population group.
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6.2 Public Participation 

Public participation at all levels of planning – project level to statewide – is being re-examined from the 
perspective of environmental justice. Many agencies are experimenting with techniques that target 
minority and low-income communities and that make it easier for people to express opinions in the 
transportation planning process. Some techniques include conducting publicity through community-
based organizations, making meetings more accessible, providing child care and translation services, 
and using alternative involvement methods such as focus groups, interviews, surveys and design or 
‘charrette’ workshops (Transportation Research Board, 2002). Additional public participation 
techniques are provided in a ‘Toolbox’ by the International Association for Public Participation and 
can be viewed and downloaded online at www.iap2.org/associations/4748/files/toolbox.pdf.  

Identification of transportation-disadvantaged populations and related stakeholder groups can help 
transportation planners in efforts to improve public participation opportunities for those populations. 
Public participation can also be improved by taking the information to meetings or other events 
already attended by the target audience, such as PTA meetings, homeowners meetings, or senior 
lunches. 

Unless transportation planning processes are understood by the public and participation is embraced 
by planners, authentic consideration of community needs will be continue to be difficult, frustrating 
and will yield poor results. Often, mandated processes, lack of funding for good participation, poor 
public understanding of processes and timeframes, and lack of staff training can result in ineffective 
public participation results.  

An optimal planning process will provide the public with incentives to participate:  
• Understanding of how to provide input;  
• How input will influence the process;  
• Multiple comfortable, accessible opportunities to provide input;  
• Ability to track planning process progress; and  
• A sense that input is valued, useful and was time well spent.  

 
And, an optimal planning process will help planners and decision-makers:  

• Feel comfortable about involving the public, partially because they have appropriate training;  
• Have confidence about explaining the participation, timeframes and analysis process to the public; 
• Know they have a participation analysis format that will provide clear decision-making guidance;  
• Possess the resources to initiate and follow through with a successful public participation effort; and 
• Communicate a clear community sentiment about the planning effort in question.  

 

7. IMPACTS OF RURAL REGION TRANSPORTATION INVESTMENTS 
As noted earlier, transportation planning and implementation efforts that result in changes to public 
accessibility can either create advantages or disadvantages for various populations depending on which 
populations are considered and accommodated for during the planning process. In particular, these 
mobility advantages and disadvantages can positively or negatively impact health and safety, economic 
well-being and land use associated with different populations. The project team proposes that 
consideration of these impacts early on in the planning process could help to ensure that 
discrimination – caused by accessibility disadvantages – is minimized or eliminated.  
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Elected officials continue to propose new transportation investments that primarily benefit long-distance white-collar 
commuters, leaving the needs of low-income communities of color unmet… in the context of sprawling development 
patterns that have put large distances between people’s homes, jobs, and services (Hobson, et al., 2002).  

7.1 Health & Safety Impacts 

Community accessibility in rural regions affects and is affected by a number of health and safety issues. 
Those who rely on non-automobile modes of travel have an increased opportunity for healthy, active 
transportation, yet face greater challenges accessing health care services, and can be more vulnerable to 
public safety issues and dangers associated with streetscape design and motorist conflicts, and 
emergency preparedness. 

Access to Healthcare 

Poor accessibility is a substantial barrier to hospitals, clinics and other medical facilities, destinations 
which are frequently not considered in traditional transportation planning efforts (Hobson, et al., 
2002).  

Geographically isolated residents of rural regions can face even greater challenges accessing healthcare 
facilities than their urban counterparts. Census data illustrate that residents of regions with lower 
populations utilize transit for access to medical services significantly more than their urban 
counterparts (Table 9).  
 
Table 9. Purpose of transit trips by population group.  
Population Work School Shopping Medical Social Other 
Under 50,000 26 % 9 % 8 % 34 % 27 % 2 % 
50,000-199,999 39 % 26 % 12 % 6 % 9 % 12 % 
200,000-500,000 46 % 19 % 13 % 5 % 8 % 9 % 
500,000-999,999 51 % 15 % 11 % 5 % 6 % 12 % 
1 million and more 55 % 15 % 9 % 5 % 9 % 7 % 
National Average 54 % 15 % 9 % 5 % 9 % 8 % 
Source: American Public Transit Association, www.apta.com/research/stats/ridershp/purpose.cfm 
 
In small populations, more people use transit to get to health care than to get to work. This may be 
related to three factors: 1) lower overall transit use because transit cannot serve those areas as well 
(sparse populations); 2) average distances to medical centers are likely longer in lower-population areas; 
and (3) small transit operators may do more Non-Emergency Medical Transportation through 
Medicaid than transit operators in larger areas. 
 
Multimodal access to health care facilities needs to be an important planning consideration for rural 
region transportation programming efforts.  

Active Transportation 

An active living approach is based on the premise that anyone, regardless of ability, age, gender, race, ethnicity, 
religion, socioeconomic status, education level or geographical environment can enjoy and benefit from a physically 
active lifestyle. From a disability perspective, the active living movement removes the yardstick by which we have 
traditionally compared ourselves to one another (Taylor, 1999). 
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Active transportation modes (walking, cycling, and other human-powered means) are the most equitable, 
least costly, most publicly affordable modes to plan for and provide. As reported in 2002 by the Surface 
Transportation Policy Project, though nearly everyone in the U.S. walks or travels by human power of 
some sort and approximately one third of the population does not drive, 0.7 percent of federal 
transportation funds were spent specifically on pedestrians between 1998 and 2001. 

The public wants to walk more, and recognizes the need for investment in facilities that promote 
walkability. In a national survey, one third of the public says community design that reduces the need 
to drive is the answer to traffic problems. Nearly 63 percent of respondents would like to walk more to 
stores and other 'errands', and 74 percent favor using part of state transportation budgets to create 
more sidewalks and stop signs to make it safer and easier for kids to walk to school, even if it means 
less funding for new highways (Belden Russonello & Stewart Research & Communications, 2003).  

A rapidly growing body of research suggests transportation planning is an important environmental 
determinant for promoting or discouraging physical activity and utilitarian travel. Community design 
that promotes active transportation has dense, interconnected streets; convenient, safe sidewalks and 
bicycle paths; and open spaces. People living in sprawling areas with poor street accessibility are 
significantly less likely to walk, weigh more, and have more hypertension than those living in compact 
areas (PolicyLink, 2002). 

Obesity (and related diabetes) trends in the U.S. have reached epidemic levels (Mokdad, et al., 2001). 
Treatment of obesity, chronic diseases and other health conditions associated with physical inactivity 
costs U.S. citizens over $117 billion each year. The cost of hospital charges in California for pedestrian 
injuries alone is $200 million (International City/County Management Association, 2005). However, a 
growing body of evidence indicates that more walking and cycling reduces rates of injuries and fatalities 
to pedestrians and cyclists (Frumkin, et al., 2004).  

According to Frank and Engelke (2001), transportation systems influence non-motorized mobility in 
three primary ways:  

• Street networks that, with either high or low connectivity of origins and destinations, influence 
trip route and mode choice;  

• Street design that either encourages or discourages walking and cycling; and 
• Existence of dedicated non-motorized transportation facilities.  

Well-documented neighborhood features that increase the risk of pedestrian injury include (Frumkin, 
et al., 2004): 

• High traffic volume; 
• High density of curb parking; 
• High speeds; 
• Number of streets crossed during routine travel; 
• Housing or population density (including multi-family residences); 
• Absence of a park or play area near the home; and 
• Presence of crosswalks where there is no traffic light. 

The Transportation Research Board recently examined evidence that addresses the question Does the 
Built Environment Affect Physical Activity? (2005). Findings included:  

• Physical activity has declined drastically during the past half century due to reduced physical 
demands of work, household management and travel in addition to sedentary uses of free time;  
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• The built environment (land uses and streetscapes) can either facilitate or constrain physical 
activity;  

• The complex relationship between the built environment and physical activity operates through 
many factors such as socio-demographic characteristics, personal and cultural variables, safety 
and security, and time allocation; and 

• Today’s built environment has been shaped by long-standing policies and the practices of many 
types of decision-makers, including policy makers, elected officials, planners, developers and 
traffic engineers.  

Obviously, active transportation is not the only solution to an ‘obesity epidemic’. Cultural issues 
regarding food and sedentary lifestyles are also significant contributing factors.  

Emergency Preparedness 

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 under extreme conditions (Litman, 2005b).  

Citizens and government officials alike have recently become painfully aware of the disproportionate 
price paid by transportation-disadvantaged populations in the wake of natural disasters. September 2005 
Hurricane Katrina flooding victims in the most devastated New Orleans area neighborhoods had 
incomes $10,000 less than the national average and half the number of households with vehicles than 
the national average (Associated Press, 2005), which greatly impeded their ability to evacuate an area 
where hundreds of thousands of residents were known to be at risk and likely unable to evacuate (ibid.).  

Transportation planning efforts can impact the ability of transportation-disadvantaged populations to 
deal with primary and related results of disasters. Transportation planning failures resulted in numerous 
problems to residents and governments associated with Hurricane Katrina, and a proactive action plan 
addressing the following issues (ibid.) would translate to other types of disasters in other regions, as well:  

• Communication and support networks serving the most vulnerable people, including a system 
to identify and contact them, provide individualized directions to them for evacuation and care, 
and a chain of responsibility for caregivers;  

• Rapid deployment of buses, vans and trains based on an inventory of such vehicles and their 
drivers and including clear directions;  

• Prioritization of evacuees based on factors such as geographic location in relation to the 
disaster and individual needs;  

• Advance and regular dissemination of information about routes and locations where 
individuals can be picked up for evacuation;  

• Evacuation instructions about what to bring and assistance for carrying needed items;  
• Coordination of fuel availability, emergency repairs and other support services; and  
• Priority given to high occupancy vehicles such as buses where there are constraints to travel.  

Such preparedness would benefit everyone in a community, including motorists (ibid.). 

In most rural regions, the eventuality of some form of natural disaster will cause a need to plan for 
evacuation of residents, and here on the north coast of California there are four primary forms of 
natural disasters that can strike anytime, including large earthquakes, tsunamis, flooding and wildfire. 
Response to these disasters can be planned for, and some have particularly focused, estimable 
geographic areas of potential impact that could be easily compared with data about transportation-
disadvantaged populations.  
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Overall, ensuring that there is ready access to healthcare; that active, accessible and healthy 
transportation options are widely available; and that citizens of all mobility levels are accommodated in 
emergency planning will help to ensure that transportation planning efforts do not discriminate against 
transportation-disadvantaged populations and that all citizens are provided a healthy transportation 
network.  

7.2 Economic Impacts 
 

Those able to profit from investments in transport have greater productive capacity, financial benefits, and social status 
than those without, who feel increasingly impoverished. The impoverishment may be relative (no actual change in 
circumstances) or absolute (those with transport may take away income generating options or employment from those 
without) (International Bank for Reconstruction and Development and The World Bank, 2002). 

Since we have invested so heavily in automobile-focused transportation, it is no surprise that other 
modes make up only a small part of the daily travel regimen. The federal, state and, in most cases, local 
goals of increasing the uses of non-automobile modes corresponds to a need for increased investment 
toward those modes. Low levels of investment toward non-automobile modes results in a relative lack 
of facilities and programs, which translates into a disincentive to travel by those modes. This, 
effectively, amounts to modal discrimination - the current level of funding does not correlate with the 
general need for increased non-automobile modes, nor does it reflect federal, state and local goals of 
increasing non-automobile modes of travel. 

Such investments in transportation projects can comprise a substantial portion of total community 
investments, and can function as a major component of redevelopment and revitalization efforts, 
particularly in rural regions. Improved non-automobile-oriented mobility of locals and visitors alike 
contributes positively to local economies. These investments can also either improve or hinder access 
to employment and education for transportation-disadvantaged populations. 

Improved walking and cycling conditions, and shifts from motorized to non-motorized modes, can increase economic 
productivity and development. It helps create more economically efficient land use patterns, can increase property values 
through creation of trails and sidewalks, can attract residents and industries that value physical fitness and 
recreation, and can reduce automobile expenditures. Each million dollars in automobile expenditures shifted to a 
normal bundle of consumer goods creates about 9 regional jobs and increases regional income by about $250,000 
(Litman, 2004). 

Access to Employment 

Access to employment for those who are transportation-disadvantaged is very important to the 
economy of any region. Consideration on a programmatic level of the types of projects that would 
enhance non-automobile access to employment centers would benefit both employers and employees.  

For employers, better access means expanding the pool of potential workers. For employees, better 
access expands the pool of available jobs and may make it possible for them no longer to be 
transportation disadvantaged. Better access can also be helpful in moving people from welfare to work.  

Access to Education 

In recent years, a movement to improve non-automobile access to schools has gained momentum 
across the country. Safe Routes to Schools (SR2S) programs are gaining popularity and effectiveness. 
Because SR2S funding programs are now in place, there is an incentive for local governments to 
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identify, prioritize and propose SR2S projects. Children learn habits early in life. When children 
become accustomed to being driven for their trip to and from school, it becomes the ‘norm’ for them. 
If they are able to go to school on their own power, they not only get a minimum of exercise during 
the day, they also learn to utilize transportation alternatives. 

Many rural schools are located on highways and children must travel long distances to get there. In 
addition, adult access to higher education, retraining programs and trade schools is very important to 
economic health. Many adults need evening access to such programs, and more and more colleges and 
universities are also making programs available via satellite campuses that put higher education within 
easier reach of more people.  

Community Redevelopment 

Transportation planning and projects can impact community revitalization efforts in many ways, and 
vice versa. If transportation projects are consistent with community context and are designed to 
achieve accessibility objectives, they can become the central aspect of and force behind redevelopment 
initiatives. One issue for transportation-disadvantaged populations, however, is that these types of 
projects can lead to gentrification of neighborhoods and place more burden on those less able to find 
affordable living accommodations in an increasingly expensive neighborhood or community.  

Amenities that enhance a community’s non-automobile mobility are increasingly desired as a part of 
development and redevelopment efforts. 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). In Lodi, California, $4.5 million in streetscape and pedestrian 
improvements coupled with economic development incentives brought 60 new businesses, reduced the 
vacancy rate by one third and increased downtown sales tax revenue by 30 percent (Local Government 
Commission, undated).  

7.3 Land Use Planning Impacts 

As stated earlier, transportation investments have prioritized vehicular modes and associated land use 
patterns since World War II, favoring highway development and travel by auto over public 
transportation (Sanchez, Stolz, and Ma, 2003).  

The car makes low-density development possible; otherwise there would be no ready access to it. Once constructed, such 
development encourages car use that in turn reinforces the place of the car in society, making more low-density 
development feasible and likely (Gilbert and O’Brien, 2005). 

Sprawl, the pattern of land-use in which low density auto-dependent development spreads farther and farther from 
urban core areas, affects almost everyone, but is particularly devastating for low income communities. As jobs, 
development, and investment move farther from these core areas, these changes lead to shifts in the tax base and 
investments in infrastructure and services (Policy Link, 2002). 

Racial discrimination has been a part of the history of sprawl since at least the Great Depression (Frumkin, et al., 2004).  

State DOTs [and other transportation agencies] influence land development through providing infrastructure, and, 
to a lesser extent, through transportation-related regulations… Transportation’s most significant impact on land 
development occurs when access is provided to land. Increased access to land raises it’s potential for development, and 
more development generates additional travel. Once access is provided, land patterns begin to change over a period of 
time. The results of these changes are, for the most part, irreversible (U.S. Department of Transportation, 1999).
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The Robert Wood Johnson Foundation (2000) suggests that dispersed development has been attributed with 
the following consequences for quality of life:  

• Concentration of poverty in urban centers and remote communities;  
• Divestment and limited access to capital in urban and rural areas;  
• Urban residents financing a lion’s share of suburban infrastructure and services expansion, yet disproportionately 

burdened with undesirable land uses;  
• Threats to public health, increasing job loss, abandonment, and neglect;  
• Mismatch between where people work and where they live; and  
• Excessive reliance on automobile transportation, which contributes to traffic congestion, energy consumption, air 

pollution, and uncontrollable land consumption.  

Land use forms have an effect on the more physically active non-motorized transportation modes 
(Frank & Engelke, 2001) through influence on:  

• Density of population (reduced trip length); 
• Land use mix (distance of travel between residence, employment, public services, shopping, 

recreation and entertainment);  
• Job-housing balance (which can shorten and reduce commute trips); and 
• Site design (environments that are either attractive or unattractive to non-motorized travel).  

Studies indicate a direct relationship between transit use, development density and design. Low-density 
development results in greater distances between destinations and creates monotonous environments 
poor for walking or cycling. Similarly, restrictive zoning codes and ordinances, along with cul-de-sacs, 
‘T’-intersections and curvilinear street layouts often stretch distances between trip origins and 
destinations, discouraging would-be pedestrians, cyclists and transit riders, and furthering dependence 
on automobiles (Surface Transportation Policy Project, 2003). Studies also show that as density increases 
at both trip origin and destination, access by walking and use of transit increases and automobile use 
declines (Transportation Research Board, 2005). 

8. INTEGRATING HEALTH, ECONOMICS & LAND USE INTO TRANSPORTATION 
PLANNING 
Research and topical literature commonly notes a lack of integration between transportation planning 
and the independent pursuits of public health, economic development and land use planning efforts. 
Proactive consideration of impacts on these efforts by transportation planning processes (and vice 
versa) would be a substantial step toward achieving transportation equity. A major goal of this project 
is to establish a strategy for incorporating these health, economic and land use factors into 
transportation planning efforts as a means to programmatically address transportation equity.  

8.1 Health 

In a presentation to health and transportation officials in 2004, Dr. Susan Handy of the U.C. Davis 
Institute of Transportation Studies compared traditional approaches to key elements of the 
transportation planning process to emerging approaches that may provide opportunities for 
incorporating health concerns into planning efforts (Table 13). Of particular note is the point that 
‘multidimensional measures of benefits’ are an emerging approach to project prioritization efforts (U.S. 
Department of Transportation, 2004).  
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The field of public health has three evidence-based mechanisms to offer the fields of architecture, 
design and urban and regional planning: use of measurement indicators, empirical health research, and 
Health Impact Assessments  (Frumkin, et al., 2004).  
 

Table 13: Key traditional and emerging approaches to transportation planning process elements.  
Element Traditional Approach Emerging Approach 
Level of Service (LOS) Volume/capacity on roads Accessibility, bike and ped measures 

Travel Models Impact of road capacity expansion on 
LOS 

Impact of land use strategies on transit and active 
travel 

Public Involvement Comments on proposed plans Definition of problems, identification of 
potential solutions 

Project Prioritization Based on costs vs. improvement in LOS Multidimensional measures of benefits 

Financing Projects limited by funds available Innovative techniques [and collaborations] to 
cover needs 

   

One example of a method for evaluation of health impacts by land use and transportation projects is 
being tested and utilized widely in Europe and in more limited circumstances in the United States. The 
Health Impact Assessment is a process that provides decisionmakers with information about how 
policies, programs or projects could influence public health. More information about HIAs is available 
on the World Health Organization website at www.who.int/hia/en/ and U.S. examples on the 
National Association of County & City Health Officials website at 
www.naccho.org/topics/HPDP/land_use_planning/LUP_Toolbox.cfm. HIA needs to be further 
refined, and data sources and methods improved. However, the concept of methodical advance 
consideration of health impacts of infrastructure projects is highly promising (ibid.). 

We still do not have all the evidence we need to guide architecture, design and planning to maximize health. But we 
know a great deal. In situations such as this, public health measures are commonly guided by the Precautionary 
Principle… ‘when an activity raises threats of harm to human health or the environment, precautionary measures 
should be taken even if some cause and effect relationships are not fully established scientifically’. …land use and 
transportation are… clearly determinants of human health (ibid.).  

8.2 Economics  
If transportation projects are consistent with community context and designed to achieve access 
objectives, they can become a central aspect of and force behind economic development and/or 
revitalization efforts. Amenities enhancing community access to services, employment and recreation 
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.  

Florida’s ‘Strategic Intermodal System’ planning efforts combines land use, transportation, and economic 
development considerations with the goal of enhancing economic competitiveness through efficient 
movement of goods and people while enhancing community and environmental values. This planning 
strategy results in a project prioritization process (Florida Department of Transportation, 2005).
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8.3 Land Use 

Transportation is inextricably linked to land use - transportation is a land use, and land use is a 
transportation strategy - they must be linked in the planning processes (Transportation Research 
Board, 2002). 

The Federal Highway Administration (USDOT, 2005) has an online ‘Toolkit’ for “methods, strategies, 
and procedures for integrating land use and transportation planning, decision-making, and project 
implementation” at www.fhwa.dot.gov/planning/landuse that includes links to information about 
tools in the following categories:  

• Planning Activities 
• Public Involvement 
• GIS & Technical Analysis 
• Project Prioritization & Funding 
• Design Guidelines & Standards 

One specific planning tool that may accommodate integration of land use (health, economic 
development and) transportation planning is being tested in a few California communities. Form-based 
or outcome-based codes are being considered as a possible approach to reduce cumbersome zoning 
regulations in order to plan and approve projects based on how well they meet a form or outcome that 
a community wants to achieve. Even with strong policy, a project outcome can be very different than 
what is intended by the zoning in question. Some think these codes could improve clarity in the 
planning process and provide a simple framework for implementing appropriate ‘smart growth’ and 
infill projects. The Local Government Commission has an online fact sheet available about Smart 
Growth Zoning Codes: A Resource Guide – the summary of a more detailed book – at 
www.lgc.org/freepub/land_use/factsheets/form_based_codes.html. 

8.4 A Procedure for Integration 

One of the next steps for this project is, in the PATH Guide, to identify a potential procedure to assist 
local governments with programmatic integration of social equity, health, land use and economic 
considerations into transportation planning processes and to assist local stakeholder groups to 
constructively and practically feed input into such a process.  
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Transportation Equity

Sanchez, Thomas W., Rich 
Stolz, and Jacinta S. Ma. 2003. 
Moving to Equity: 
Addressing Inequitable 
Effects of Transportation 
Policies on Minorities.

Analysis of the history and research behind 
inequities in surface transportation policies 
that directly and indirectly have had negative 
effects on minority populations. Suggests 
policy recommendations for reducing 
inequities. 

• • • • • • • •

Introduction • US Transport Policy History • 
Demographic Realities • Defining Transport 
Equity • Transport Costs & Inequities • 
Transport Policies' Indirect Economic & 
Social Effects • Transport Policies & Health 
Effects • Unequal Access to Opportunities in 
the Transport Construction Industry • 
Language Barriers • Minority & Low-Income 
Community Participation in Transport 
Planning • Enforcement of Civil Rights & 
Environmental Laws • Policy 
Recommendations • Conclusions

Connection of research and historic context to 
current policy development and where 
transportation dollars are spent. Recognition 
of MPOs assessing level of service to various 
social and economic groups. Identification of 
challenges for improving public participation 
surface transport planning efforts. 
Recommendations for continued federal and 
state level policy adjustments to improve 
surface transportation planning equity.  

www.communitychange.org/issues/transportation/publications/downloads/MovingtoEquity.pdf  

ICF Consulting . 2003. Caltrans
Desk Guide: Environmental 
Justice in Transportation 
Planning and Investments.

Provides public agencies, concerned 
citizens, community-based organizations and 
elected officials with information and 
examples of ways to promote environmental 
justice. 

• • • • • • • •

How Transportation Investment Affects 
Communities • Legal and Regulatory Contex
Incorporating Environmental Justice into 
Agency Activities • Environmental Justice and 
Long-Range Transportation Planning • 
Environmental Justice and Transportation 
Project Development • Case Studies • 
Appendices

Highlights strategies and reasons to 
encourage meaningful public involvment • 
Provides a summary of data collection sources 
and alternative transportation planning 
techniques • Analyzes various impacts that a 
transportation project may have on a community

www.dot.ca.gov/hq/tpp/offices/opar/EJDeskGuideJan03.pdf
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OverviewCitation & Website Outline
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Context

California Department of 
Transportation. 2002. Civil 
Rights Title VI Program: 
Guidelines.

Provides guidance toward compliance with 
nondiscrimination laws,

• • • •

Acknowledgements • Executive Summary • 
Introduction • Organization • Public 
Involvement • Requirements for all Programs
Emphasis Programs • The Planning Process 
• The Project Development Process • 
Environmental • Right of Way • Construction 
Contracting • Construction • Research • 
Other Services • Local Assistance • 
Aeronautics • Mass Transportation • Rail • 
Procurement and Contract Services • 
Appendices

Details division/district responsibilities and 
program requirements; Presents types of 
analysis and performance indicators to 
address Title VI compliance; Guidance for 
working with Native American communities; 
Recommended practices and compliance 
review questions;

www.dot.ca.gov/hq/bep/title_vi/t6_guide_exec_sum.htm

Transportation Research Board, 
David Forkenbrock and Jason 
Sheely. 2004. National 
Cooperative Highway 
Research Program Report 
532: Effective Methods for 
Environmental Justice 
Assessment.

A guide to help transportation planners 
understand how to incorporate environmental 
justice assessment into planning processes 
for projects, policies and programs.

• • • • • • •

Guidebook Overview • Identifying Protected 
Populations • Air Quality • Hazardous 
Materials • Water Quality and Drainage • 
Safety • Transportation User Effects • 
Community Cohesion • Economic 
Development • Noise • Visual Quality • Land 
Prices and Property Values • Cultural 
Resources • Appendices • Glossary

Details methods for data collection and 
analysis; defines the role of environmental 
justice in transportation planning

www.trb.org/news/blurb_detail.asp?ID=4143

Litman, Todd. 2005. Evaluating 
Transportation Equity: 
Guidance for Incorporating 
Distributional Impacts in 
Transportation Planning. 

Provides an overview of transport equity 
issues, defines several types of transportat
equity (horizontal, vertical with regard to 
income and social class and vertical with 
regard to mobility need and ability), provides 
guidance about how to evaluate equity 
impacts and describes ways to incorporate 
equity analysis into transportation decision-
making. 

• • •
Intro • Transportation Equity Evaluation • 
Incorporating Equity Analysis Into 
Transportation Planning • Transportation 
Equity Analysis Examples • Strategies to 
Achieve Transportation Equity Objectives • 
Conclusions 

Good discussion of factors that contribute to 
disadvantaged status and impact categories 
which can be used for evaluation. Provides 
specific information on reference units used to 
compare impacts and indicators to access 
equity. Examples of how to use a matrix to 
incorporate equity indicators with other 
planning objectives.

www.vtpi.org/equity.pdf
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Addressed In Document

OverviewCitation & Website Outline

Highlights -- in the Project 

Context

Federal Highway Administration
1999. Memorandum: 
Implementing Title VI 
Requirements in 
Metropolitan and Statewide 
Planning.

Memorandum clarifying methods for 
implementing the intersection of Title VI Civil 
Rights Act regulations, 1998 President's 
Executive Order on Environmental Justice 
and related U.S. Dot and FHWA Orders. 
Presents a series of questions for assessing 
Title VI capability of states and MPOs and for 
assessing overall FTA and FHWA actions. 

• •
Background • Assessing Title VI Capability - 
Review Questions, September 1999 • 
Assessing Title VI Capability - FTA / FHWA 
Actions

Questions are offered as an aid to reviewing 
and verifying compliance with Title VI 
requirements: Overall Strategies and Goals 
and Service Equity.

www.fhwa.dot.gov/environment/ejustice/ej-10-7.htm

Transportation Research Board, 
Cambridge Systematics, Inc. 
and Akin, Gump, Strauss, Hauer 
& Field, L.L.P. 2002. National 
Cooperative Highway 
Research Program Project 8-
36 (11): Technical Methods to
Support Analysis of 
Environmental Justice 
Issues. Final Report.

An inventory of methods being used by state 
departments of transportation, metropolitan 
planning organizations and transit agencies 
in their analyses of environmental justice as 
part of both systems planning and project 
development.

• • • • • • •

Abstract • Introduction • Summary of Findings 
• The Legal Framework for Environmental 
Justice • Findings from Interviews • Other 
Analytical Approaches • Appendices A: 
Quantitative Measures for Assessing the 
Distribution of Transportation Benefits • 
Appendix B: The Decennial Census as a 
Source of Data for the Analysis of 
Environmental Justice

Title VI and EJ policy specifics; Title VI and EJ 
procedures and guidelines; defines population 
groups and various analysis techniques for EJ 
assessment; Census 2000 mapping and 
research suggestions; 

http://planning.transportation.org/sites/planning/docs/nchrp11.pdf

U.S. Department of 
Transportation. 2002. 
Transportation and 
Environmental Justice - 
Effective Practices.

Addresses general principles of 
environmental justice. Cites case studies for 
planning and  project development. Details of 
Census and GIS programs for governments 
and planners.

• • • • • • • • •
Introduction • Planning • Project Development 
• Public Involvement • Right of Way • 
Construction • Operations and Maintenance • 
Acknowledgements

Use of GIS and Census data, as well as the 
American Community Survey. Use of the 
Census Transportation Planning Package. 
Provides guidelines and projects relating to 
low-income communities, 

www.fhwa.dot.gov/environment/ej2.htm
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OverviewCitation & Website Outline

Highlights -- in the Project 

Context

Surface Transportation Policy 
Project and Center for 
Neighborhood Technology. 
2005. Driven to Spend: 
Pumping Dollars Out Of Our 
Households And 
Communities.

Documents the rising costs of transportation 
and its effects on U.S. households.

• • •

Summary • Introduction • Who Spends the 
Most on Housing and Transportation? • The 
Uneven Impact on Lower-Income Household
Which Areas Lose The Most to Higher 
Gasoline Prices? • Recommendations • 
Conclusions

National statistics of household transportation 
expenditures • Statistics and effects of high 
transportation costs on lower income 
households • General recommendations for 
federal, state, and local transportation 
investments

www.transact.org/library/reports_pdfs/driven_to_spend/Driven_to_Spend_Report.pdf

Transportation and Land Use 
Coalition. 2004. Access Now! A 
Guide to Winning the 
Transportation Your 
Community Needs. 

This guide is designed to help low-income 
and communities of color get more involved
transportation decisions.

• • • • • • •

Winning Transportation Justice for Your 
Community • Overcoming Roadblocks to 
Transportation Justice • Getting What You 
Want: An Index to the Issues • Transportation 
Decision-Makers: Who's Who and What They 
Do • Appendices

Research shows that transportation is one of 
the top obstacles to self-sufficiency and a 
better life, safe transportation for children,  
regional gas tax and other 'best practices.'

www.transcoalition.org/access

Public Participation

David Engwicht and Ingrid 
Burkett. Addressing the Crisis 
in Community Consultation.

Outlines ways of developing new approaches 
to community participation in decision-maki
processes.

•

Addressing the Crisis in Community 
Consultation • A Philosophical Framework • 
The Story • What Is Going Wrong and What 
Needs to Change • The Third Space Project - 
A Modest Proposal • Conclusions

Challenging the ad-hoc style of community 
consultation and offers new techniques for 
addressing community concerns.

www.lesstraffic.com/Articles/Consult/ThirdSpace.pdf

International Association for 
Public Participation. 2004. The 
IAP2 Public Participation 
Toolbox: Techniques to 
Share Information.

Extensive list of ways to involve community 
members in the planning processes - 
including descriptions of benefits, outcomes, 
and possible problems.

• Techniques to share information • Technique
to compile input and provide feedback • 
Techniques to bring people together

Includes information about surveys, forums, 
focus groups, workshops and consensus 
building techniques.

www.saiea.com/calabash/handbook/annexure_e.pdf
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Highlights -- in the Project 

Context

Environmental Protection 
Agency. 2002. Community 
Culture and the 
Environment: A Guide to 
Understanding a Sense of 
Place.

Addresses the social and cultural aspects of 
community-based planning and environmen
protection.

• • •
Introduction • What Are Community and 
Culture • How to Use Results From the Guide 
• The Tool Kit • Appendices

Strategies for public participation in planning 
processes; toolkit for defining community 
characteristics and needs; defines mapping 
and other research methods

Planning Integration

Hobson, Jeff and Julie Quiroz-
Martinez and Cameron Yee. 
2002. Roadblocks to Health: 
Transportation Barriers to 
Healthy Communities. 

Analysis of basic transportation needs of 
fifteen east SF Bay neighborhoods with a 
predominance of low-income and minority 
populations. GIS and policy analysis of 
access to health facilities, nutritious food, 
opportunity for physical activity. Suggests 
policy and program recommendations to 
improve access to services and health of 
these neighborhoods.

• • • • • • • • • •

Executive Summary • Injustices in Transport & 
Health • Focus on 15 Communities • 
Inadequate Transport Access to Health • 
Inadequate Transport Access to Nutritious 
Food • Inadequate Transport Limits Physical 
Activity • Conclusions & Recommendations • 
Mapping Sources & Transit Access • Survey 
Methods & Findings

GIS mapping of disadvantaged neighborhoods 
and the adequacy of access to health care, 
good food and locations for outdoor activity. 
Survey of residents in these neighborhoods 
administered by various volunteer and service 
organizations. Policy and programmatic 
suggestions based on findings. 

www.transcoalition.org/reports/rb/roadblocks.pdf

International City/County 
Management Association. 2005. 
Active Living and Social 
Equity: Creating Healthy 
Communities for All 
Residents. 

Provides local government managers and 
staff with understanding of connections 
between active living and social equity. 

• • • • • • • • • • • Overview • What You Need To Know: A Primer 
on Healthy Communities and Social Equality • 
Why Equity is Important to Active Living • 
Strategies • Implementation • Conclusion

Offers a tool box of local government 
strategies for addressing social equity.

www.icma.org  

US Department of 
Transportation. 2004. 
Integrating Health and 
Physical Activity Goals Into 
Transportation Planning: 
Building the Capacity of 
Planners & Practitioners.

• • Introduction and Topic Overview • A Focus On 
Transportation Planning • A Focus On Public 
Health and Physical Activity • Lessons Learn
• Appendices

Discusses ways to enable transportation 
planners to incorporate health and activity 
goals into the planning process • Discusses 
ways to enable public health practitioners to 
become more involved in the planning process 
• Methods and sources for data collection

www.planning.dot.gov/Documents/Health/IntHealthTA.htm
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PolicyLink. 2002. Regional 
Development and Physical 
Activity: Issues and 
Strategies for Promoting 
Health Equity.

Examines the health implications of 
neighborhoods that have been racially and 
economically segregated as a result of 
development patterns.

• • • • • •

Preface • Introduction • Disparities in Physical 
Activity and Health • How Development 
Patterns Contribute to Disparities in physical 
Activity • Strategies to Improve Health by 
Increasing Physical Activity • Conclusion • 
Endnotes

Statistics about low-income and minority 
activity levels; general opportunities and 
recommendations for encouraging physical 
activity through development strategies

www.policylink.org/pdfs/PhysicalActivity.pdf

Puget Sound Regional Council. 
2003. Rural Town Centers & 
Corridors Project.

A project that looks at how to identify and 
integrate rural highway corridor development 
needs with local town center development 
needs.

• • • • •
Executive Summary • Introduction • Findings: 
Common Themes and Issues • 
Recommendations for Program Action • 
Appendix: Internet Website References

Planning tools include: circulation planning, 
speed management, multimodal transport, 
transition areas, land use links and transit. 
Design tools include: road and intersection 
design, access management, accommodating 
large vehicles, accommodating pedestrians 
and bikes, physical improvements to transition 
areas, parking and main streets/ 
redevelopment. 

www.psrc.org/projects/rural/reports.htm

Frumkin, Howard, Lawrence 
Frank and Richard Jackson. 
Urban Sprawl and Public 
Health: Designing, Planning, 
and Building for Healthy 
Communities. 

A comprehensive, evidence-based analysis of 
the interface between public health, 
community design, architecture and 
transportation.

• • • • • • • • •

What Is Sprawl? What Does It Have To Do 
With Public Health? • Origins of Sprawl • The 
Evolution of Urban Health • Air Quality • 
Physical Activity, Sprawl & Health •Injuries & 
Deaths from Traffic • Water Quality & Quantity 
• Mental Health • Social Capital, Sprawl & 
Health • Health Concerns of Special 
Populations • From Urban Sprawl to Health 
For All

Looks at need for integration between health, 
community design and transportation 
disciplines. Provides ample citations of 
research pointing to this need and suggests 
means for initial attempts to merge endeavors 
to improve health, community design and 
transport. 

www.amazon.com/exec/obidos/ASIN/1559633050/qid%3D1119390299/sr%3D2-1/ref%3Dpd%5Fbbs%5Fb%5F2%5F1/103-2828591-8128607

Gilbert, Richard and Catherine 
O'Brien. 2005. Child- & Youth-
Friendly Land-Use & 
Transport Planning 
Guidelines.

A practical presentation of the many reasons 
why transportation policies should be aimed 
at improving the mobility of youth, a set of 
useful guidelines to achieve that goal and 
suggestions for how to put the guidelines in
practice. 

• • • • • • •
Summary • Towards Guidelines • The 
Guidelines • Applying the Guidelines • 
Appendices • End Notes

Stresses the importance of land use 
considerations • Health implications of driving 
vs. walking • Table depicting transportation 
needs of children, by age • Opportunities and 
guidelines

www.cstctd.org/english/docs/Guidelines.pdf
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Transportation Research Board. 
2005. Does the Built 
Environment Influence 
Physical Activity? Examining 
the Evidence.

Examines the relationships among physical 
activity, health, transportation and land use 
patterns. 

• • • •

Executive Summary • Introduction • Physical 
Activity and Health • Long-Term Trends 
Affecting Physical Activity Levels • Contextual 
Factors Affecting Physical Activity • 
Designing Research to Study the Relationsh
Between the Built Environment and Health • 
Current State of Knowledge • Future 
Directions • Appendices

Includes health benefits of regular physical 
activity • Statistics regarding automobile use 
and non-automobile trends • Zoning, land use 
patterns  and context sensitive solutions • 
Research techniques and tools • Travel 
behavior and correlations to land use, 
accessibility, design and transportation 
infrastructure 

www.trb.org/news/blurb_detail.asp?ID=4536

Litman, Todd. 2004. Evaluating 
Transportation Land Use 
Impacts.

Examines how transportation decisions affect 
land use, and the economic, social, and 
environmental impacts that result.

• • •

Introduction • Direct Impacts - Land Devoted
Transportation Facilities • Indirect Impacts - 
How Transport Affects Land Use Patterns • 
Coast and Benefits of Different Land Use 
Patterns • Optimal Level of Sprawl • Evaluation 
Techniques • Conclusions • Best Practices • 
Examples

Suggestions for improved evaluation of 
transportation land use impacts • Various 
charts and statistics regarding transportation 
costs and benefits • Impacts of automobile 
dependency

www.vtpi.org/landuse.pdf

U.S. DOT, Federal Highway 
Administration. 1999. Land Use 
and Economic Development 
in Statewide Transportation 
Planning. 

Discusses how states incorporate land use 
issues into their statewide transportation 
planning and policy efforts.

• • •

Introduction • Land Use - Transportation 
Interaction • State Land Use Planning 
Requirements and Capabilities • Education / 
Technical Assistance • Access Management
Land Use Controls • Economic Development • 
Appendices

State and local roles in land use planning • L
of TEA-21  statewide planning factors • State 
examples of transportation and growth 
management programs

www.fhwa.dot.gov/hep10/state/lu.pdf

ICMA and the Smart Growth 
Network. 2002. Getting to 
Smart Growth: 100 Policies 
for Implementation.

Shows a wide variety of smart growth tools, 
policies, and approaches for creating more 
livable communities.

• • • • • •

Mix Land Uses • Create a Range of Housing 
Opportunities and Choices • Create Walkable 
Communities • Provide a Variety of 
Transportation Options • Make Development 
Decisions Predictable, Fair and Cost-Effectiv
• Encourage Community and Stakeholder 
Collaboration in Development Process • 
Appendices

Recommendations for evaluating 
transportation needs; opportunities for 
improved walking and bicycling environments; 
public participation tools and techniques

www.smartgrowth.org/pdf/gettosg.pdf
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ICMA and the Smart Growth 
Network. 2003. Getting to 
Smart Growth II: 100 More 
Policies for Implementation.

Expansion of the first edition, showing 
additional smart growth tools, policies, and 
approaches for creating more livable 
communities.

• • • • • •

Mix Land Uses • Create a Range of Housing 
Opportunities and Choices • Create Walkable 
Communities • Provide a Variety of 
Transportation Options • Make Development 
Decisions Predictable, Fair and Cost-Effectiv
• Encourage Community and Stakeholder 
Collaboration in Development Process • 
Appendices

Recommendations for evaluating 
transportation needs; opportunities for 
improved walking and bicycling environments; 
public participation tools and techniques

www.smartgrowth.org/pdf/gettosg2.pdf

Transportation Research Board
2002. Smart Growth and 
Transportation: Issues and 
Lessons Learned.

Case studies and discussions linking  
transportation and smart growth principles. 

• • • • •

Executive Summary • WHY: Why Smart Gro
is a Transportation Issue • WHAT: What Does 
A Smart Growth Transportation System Look 
Like • WHERE: How DO Smart Growth 
Transportation Systems and Institutional 
Arrangements Vary With Location? • WHO: 
Who Must Be Involved To Achieve A Smart 
Growth Transportation System and What Are 
the Institutional Obstacles • HOW: How Can 
Transportation Agencies Support Smart 
Growth? What Tools Are Available? • 
Conference Wrap-Up

Transportation is inextricably linked to land use 
- transportation is a land use, and land use is a 
transportation strategy - they must be linked in 
the planning processes; Stresses the 
importance of working within the community to 
design transportation improvements; Contains 
recommendations and planning opportunities

www.trb.org/news/blurb_detail.asp?ID=4886

Leadership for Active Living. 
2003. Leadership Action 
Strategies. 

Lists over 25 strategies and tactics that 
governments can use to support active living 
and efficient bike/ped communities.

• • • • Introduction • How To Use This Guide • Actio
Strategies • General Internet Resources • 
Acknowledgements

Information on how to begin collaborative 
planning processes • Various ideas and 
opportunities for improved transportation 
facilities • Funding source ideas

www.activelivingleadership.org/pdf_file/LeadershipActionStr%20web.pdf
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Rural Access to Services

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

Discusses the underlying principles of 
automobile dependency, and the implications 
toward children and minorities.

• • • • • •

Acknowledgements • Foreword • Executive 
Summary • How California's Children Get 
Around • Factor's Behind Children's Growing 
Dependence on Driving • These Streets 
Weren't Made for Walking • California's Lack 
of Transportation Options Harms the Health of 
Children • Policy Recommendations • 
Definitions of Terms Used in this Report • 
Endnotes • Methodology • Appendices • 
References

Evaluation of the dependence on vehicles • 
Recommendations for safe and convenient 
bike/walk and transit changes • Personal 
transportation costs and nationwide injury-
related cost

http://www.transact.org/CA/Childrens_Report/Kids_Report.pdf

Litman, Todd. 2005. Lessons 
From Katrina: What a Major 
Disaster Can Teach 
Transportation Planners. 

Examines the failures of the hurricane 
disaster, and lessons for transportation poli
and planning in their communities.

• • • • • • •

Abstract • Introduction • What Failed • Could 
We Do Better? • Overcoming Resistance to 
Evacuation • Caring for the Most Vulnerable • 
Planning for Resilience • Disaster 
Transportation Issues • Role of Automobile 
Transportation • Best Practices • Conclusions 
• References

Strategies for improving the mobility of non-
drivers and vulnerable populations during 
emergencies

www.vtpi.org/katrina.pdf

Sandra Rosenbloom, PhD. 
Facing Societal Challenges: 
The Need for New Paradigms 
in Rural Transit Service.

By being pro-active entrepreneurs and 
innovators, rural transit operators can use 
fundamental rural changes as a springboard 
to provide greater mobility and access.

• • • • • • •
Profound Societal Changes • Summary of 
Major Impacts • New Service Paradigms in 
Rural Transportation • Summary and 
Implications

Changes in housing and residential 
concentrations, changing community econom
bases, changes in public and private service 
delivery systems, examples of 'best practices / 
opportunities'

www.ctaa.org/images/rosenbloom.pdf

Transportation Choices Forum. 
1999. Helping Ourselves: How
To Design & Implement 
Transportation Solutions in 
Low-Income Communities. 

A guide which both describes the 
transportation issues facing low-income 
communities and provides information on how 
to evaluate types of projects and policy, 
implement projects and find funding in a 
community based context

• • • •

How to Use this Guide • Intro • What's the 
Problem •Alternatives -Subsidies, Information 
and Safety • Alternatives - Modes • Selecting 
an Option • Making the Idea a Reality • 
Financing your Program • Evaluation • 
Appendices

Clear problem statement with regard to low 
income populations and transportation.  
Examples of communities utilizing different 
modes to meet needs and results.
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www.transcoalition.org/archives/forum/i/helping.pdf

Victoria Transport Policy 
Institute. 2005. Win-Win 
Transportation Solutions: 
Cooperation for Economic, 
Social, and Environmental 
Benefits. 

Win-Win transportation solutions are cost-
effective, technically feasible, market reforms 
that help solve transportation problems and 
provide a variety of economic, social and 
environmental benefits. 

• • • • •
Abstract • Introduction • How Win-Win 
Strategies Work • Why Win-Win Strategies 
Are Not Being Implemented • Examples of 
Specific Win-Win Strategies • Conclusions 
References and Information Resources

Automobile Cost-Distribution and economic 
considerations, local 'best practices and 
opportunities'

www.vtpi.org/winwin.pdf

The International Bank for 
Reconstruction and 
Development and The World 
Bank. 2002.  Improving Rural 
Mobility: Options for 
Developing Motorized and 
Nonmotorized Transport in 
Rural Areas.

Focuses on the many and varied types of 
transport that provide mobility in rural areas 
and discusses options for creating an  
efficient and profitable rural transport system 
and increased mobility for disadvantaged 
groups.

• • • • • • • • • • Forward • Abstract • Acknowledgements • 
Overview • The Nature and Importance of 
Rural Transport • Issues Affecting Rural 
Mobility • Promoting Rural Mobility • Annex 
1,2,3,4 • References

Rural transport is critical to poverty reduction • 
Population densities and income levels affect 
transport demand and supply • Issues affecting 
rural transport systems • Opportunities and 
recommendations for transport operators and 
community members

www.worldbank.org/transport/publicat/twu-48.pdf

Puget Sound Regional Council. 
1999. Creating Transit Station
Communities in the Central 
Puget Sound Region: A 
Transit-Oriented 
Development Workbook.

Workbook to help government and transit 
agencies achieve transit-oriented land use 
development. 

• • • • •

Introduction • Part I – Guiding Principles for 
Creating Transit Station Communities • Part II 
– Assessing the Market for Transit-Oriented 
Development • Part III – Implementing Transit-
Oriented Development in Station Communities 
• Appendices

Lists various benefits of transit-oriented 
development • Guiding principles include 
pedestrian-friendly designs and 
parking/access management • Framework for 
assessing development potential • Specific 
strategies for creating transit oriented 
development at station areas

www.psrc.org/projects/tod/workbook.htm

Rural Region Active Transportation
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Belden Russonello & Stewart 
Research & Communications. 
2003. Americans' Attitudes 
Toward Walking & Creating 
Better Walking 
Communities. 

A national survey that reports Americans 
would like to walk more, but feel that they are 
held back by poorly designed communities 
with dangerous intersections, streets that 
encourage speeding and whose design 
makes it inconvenient to walk to shops and 
restaurants that are commonly not located 
within walking distance to begin with. 

• • • •

Introduction • Overview • Findings

One third of the public says that community 
designs that reduce the need to drive is the 
answer to traffic problems. 63% of responde
would like to walk more to stores and other 
'errands'. 74% favor using part of the state 
transport budget to create more sidewalks and 
stop signs and make it safer/easier for kids to 
walk to school, even if it means less funding for 
new highways. 

www.transact.org/library/reports_pdfs/pedpoll.pdf

Surface Transportation Policy 
Project. 2002.  Mean Streets 
2002: Pedestrian Safety, 
Health and Federal 
Transportation Spending. 

The decline of walking and bicycling can be 
attributed to the decline of convenient and 
inviting places to bike/walk, a lack of 
investment in  bike/ped facilities, and an 
increasing number of people living where 
walking is more dangerous.

• • • •

Executive Summary • Introduction • Where 
Pedestrians Area Dying • Streets Designed 
for Speed, Not People • The Role of Race and 
Ethnicity in Pedestrian Fatalities • Child 
Pedestrians • Walking for Health • Walker's 
Safety Not a Spending Priority • 
Recommendations for State and Federal 
Action • Methodology • Resources

Nationwide statistics on pedestrian fatalities • 
Spending statistics • State and Federal 
transportation recommendations

www.transact.org/PDFs/ms2002/MeanStreets2002.pdf

Litman, Todd. 2004. 
Quantifying the Benefits of 
Non-motorized 
Transportation for Achieving 
Mobility Management 
Objectives.

Investigates the ability of non-motorized tra
to help achieve transportation planning 
objectives such as congestion reduction, 
road and parking facility cost savings, 
consumer cost savings and various 
environmental and social benefits.

• • • • 

Introduction • The Role of Non-motorized 
Transport • Travel Impacts • Comprehensive 
Evaluation • Additional, Unmonetization 
Benefits • Strategies to Increase Non-
motorized Travel • Calculating Optimum 
Investments • Conclusions

Tables and charts representing cost analyses 
of non-motorized vs. motorized transportation; 
Specific economic benefits for non-motorized 
transportation; General strategies to increase 
non-motorized travel

www.vtpi.org/nmt-tdm.pdf

International City/County 
Management Association. 2004. 
Active Living Approaches by 
Local Government.

Survey results from a poll to government 
officials regarding their role in the 
development of active living strategies within 
their communities

• • • •
Introduction • Key Findings • 
Recommendations to local governments • 
Methods

Statistics show that local governments are 
'expected' to provide opportunities for physical 
activity • Identifies common barriers facing 
local government leaders • Recommendations 
for developing active living opportunities
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www.icma.org/upload/library/2004-10/%7B6B481214-5428-4D39-9F85-DD77825DD141%7D.pdf

Active Living Research. 2005. 
Designing for Active 
Transportation. 

A brief synopsis of research findings that 
illustrate how community design can 
positively or negatively affect health, includ
analysis of particular circulation and land use 
design types and the effects they have on 
public health. 

• • •

Proximity and connectivity create walkable 
neighborhoods • Walkable neighborhoods 
mean more trips via foot and bike • Design 
changes encourage activity indoors • Active 
living in walkable neighborhoods: more than 
self-selection • Walkable communities have a 
positive impact on health • Walkable 
neighborhoods encourage active living

Research shows that people walk and bicycle 
more in neighborhoods that have mixed use, 
higher density, connected streets and 
pedestrian facilities. 

www.activelivingresearch.org/downloads/transportationrevised021105.pdf
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Federal Highway Administration
1999. Designing Sidewalks 
and Trails for Access, Part I o
II: Review of Existing 
Guidelines and Practices.

Provides a summary of accessibility 
legislation and guidelines for implementing 
pedestrian-friendly projects.

• • • • •

Introduction • Disability Rights Legislation an
Accessibility Guidelines and Standards in the 
U.S. • Characteristics of Pedestrians • 
Summary of the Planning Process • Sidewalk 
Design Guidelines and Existing Practices • 
Trail Design for Access • Appendices

Strategies for public involvement • Travel 
characteristics for children and people with 
disabilities

www.fhwa.dot.gov/environment/bikeped/access-1.htm

Planning Tools

Puget Sound Regional Council. 
2004. Options & Innovations 
Toolkit: Context Sensitive 
Solutions for Rural Town 
Centers & Corridors.

Presentation of planning and design tools for 
maintaining rural attributes of, preserving the 
many functions of and maximizing safety 
along rural highways and major arterials 
('lifelines') in the Puget Sound region. One o
several documents developed in the 'Rural 
Town Centers & Corridors' project.

• • •
Background • How to Use This Toolbox • 
Some General Considerations • Organization 
• Planning Tools • Design Tools • 
Bibliography

Planning tools include: circulation planning, 
speed management, multimodal transport, 
transition areas, land use links and transit. 
Design tools include: road and intersection 
design, access management, accommodating 
large vehicles, accommodating pedestrians 
and bikes, physical improvements to transition 
areas, parking and main streets/ 
redevelopment. 

www.psrc.org/projects/rural/reports.htm

Caltrans. 2005. Main Streets: 
Flexibility in Design and 
Operations.

Identifies context sensitive solutions and 
livable community concepts.

• •
Application of Flexibility • Traffic Calming 
Measures

Encourages the use of alternative designs to 
accommodate safe, efficient transportation 
while meeting the needs of low-mobility and 
disadvantaged groups.

www.dot.ca.gov/hq/oppd/context/main-streets-flexibility-in-design.pdf

TDM Encyclopedia. 2004. 
Context Sensitive Design: 
Roadway Design That Is 
Responsive To Local 
Community Values.

Brief description of the potential benefits to 
incorporating context sensitive design into 
planning processes.

• • • • • •
Description • Equity Impacts • Best Practices 
• Examples and Case Studies • References

Context sensitive design description and 
relationship to other design criteria • Provides 
a list of ' Qualities in Transportation Design' 
that can serve as evaluation standards

www.vtpi.org/tdm/tdm57.htm
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Addressed In Document

OverviewCitation & Website Outline

Highlights -- in the Project 

Context

Bochner, Brian. 2004. Beyond 
the Current Envelope - 
Context Sensitive Street 
Design.

Provides general guidelines for the 
application of context sensitive planning.

• •

The Recent Evolution of Roads • A Step in the 
Right Direction • Context-Sensitive Design • 
The Approach • What Does a Specific Street 
Look Like? • The Design process • 
Conclusions

Lists design considerations and goals of 
context sensitive design.

www.findarticles.com/p/articles/mi_qa3734/is_200407/ai_n9412865
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Humboldt County Association of Governments

Regional Transportation Plan 
Update, 2005

Detailed assessment of the current modes of 
transportation, general transportation needs, potential 
transport options, and a statement of transportation 
policy and project priorities within the region.

Provides general policy recommendations toward integrated land use and 
transportation planning • Includes demographic and economic projections • 
Prioritizes projects based on a simple cost-benefit analysis segregated by mode 
and project type

http://www.hcaog.net

Regional Bicycle Transportation 
Plan Update, 2004

A plan to promote the development of a unified bicycle 
transportation system that serves commuters and 
recreationists, as well as connects to other non-
motorized systems. Ensures jurisdictions are elegible 
for Bicycle Transportation Account funding. 

Promotes accessible modes of travel throughout the County • Promotes use of 
existing transportation resources • Provides bicycle facility development policy and 
prioritization of projects

http://www.hcaog.net

Regional Pedestrian Needs 
Assessment Study Update, 
2003

Addresses the need to provide pedestrian access and 
improve conditions to improve community walkability. 
Provides an assessment of all major communites in the 
county. 

Focuses on routes to schools, transit, recreation resources and neighborhoods • 
Decisionmaking tools for planning, design and funding acquisition for pedestrian 
improvements • Project recommendations  and prioritization includes some 
consideration of equity

http://www.hcaog.net
Summary of Findings: Unmet 
Transit Needs for FY 2005-
2006 (and previous years)

Provides summaries of current transit programs within 
the county, and defines unmet transit needs .

Examines the utilization of TDA funds for non-transit purposes • Provides arena 
for public input into the transportation planning process • Collects information from 
service providers

http://www.hcaog.net

Social Service Transportation 
Action Plan Update, 2002

Policy direction for RTPA's "…to improve transportation 
service required by social service recipients by 
promoting the consolidation of social transportation 
services…"

Reports funding amounts and sources for transportation providers • Includes 
strategies and benefits to improve services  • Discusses formation of a 
Consolidated Transportation Service Agency (CTSA) 

Social Service Transportation 
Inventory Update, 2002

Inventory and description of existing public and private 
social service transportation services.

Details the amount and source of funds for operation, geographic coverage, and 
the type and number of recipients being served.

Humboldt County

General Plan Update - Building 
Communities, 2002

Analysis of population, employment, housing, land use 
development, and public services in order to plan for 
community development needs.

Provide housing and a satisfying living environment for all segments of the 
community • Incorporate community participation in the development process

http://www.planupdate.org/meetings/bldgcomm/bcreport.asp

General Plan Update - Moving 
Goods and People,  2002

Outlines existing transportation conditions, policies and 
policy options, as well as the requirements for Caltrans' 
Bicycle Transportation Account funds.

Focuses on potential policies • Considerable overlap with the Regional 
Transportation Plan • Suggests creation of a countywide travel demand 
forecasting model (in process) • Increase participation in non-motorized activites • 
Reliance on out of date County Trail Plan project lists • Lack of consideration of 
full spectrum of non-motorized transportation needs

http://www.co.humboldt.ca.us/planning/gp/meetings/moving_gp/moving.pdf

Table 2. Local Government Documents

Agency & Document Overview Addressing Non-Automobile Transportation Equity



Prosperity! The North Coast 
Strategy

Outlines a strategy for revitalizing the economy based 
on growth and development of key industry clusters with 
a focus on growing existing businesses.

States a need to develop a long-range, multimodal transportatation plan for the 
region • Collaborative process

http://www.agreda.com/client/prosperity/prosperity.pdf

Avenue of the Giants 
Community Plan, 2000

Specific land use policies applicable to the Avenue of 
the Giants Planning Area.

Establishment of a multi-use recreational trail system along the Avenue • Enhance 
the overall sense of community and connectivtivity between towns • Increase rural 
densities •  Lower speed limits

http://www.co.humboldt.ca.us/planning/Genplan/avenues/index.htm
Blue Lake Community Action 
Plan, 2003

Addresses strategies for community development and 
contains a list of project ideas.

Expand community paths for pedestrians, bicyclists, and horses and better 
acceses to popular places • Adopt a Trails Plan • 

http://www.co.humboldt.ca.us/planning/planning/documents/action_plans/2003_plans/bl_cap.pdf

Bridgeville Community Action 
Plan, 2003

Addresses strategies for community development and 
contains a list of project ideas.

Community Center van (once per week) for medical and social service 
appointments in Eureka • Senior transportation services to/from Community 
Center • Stated need for home health care and tansportation

http://www.co.humboldt.ca.us/planning/planning/documents/action_plans/2003_plans/brdg_web.pdf

Eureka Community Plan, 1995
Specific land use policies applicable to the Eureka 
Planning Area.

Maximize public participation • Provide opportunities for public recreation • 
Transportation network should support the goals and policies of the land use 
element • Encourage mulit-modal transportation developemnt • Support expansion 
of transit service

http://www.co.humboldt.ca.us/planning/Genplan/Eureka/Index.htm
Fortuna Area Community Plan, 
1985

Specific land use policies applicable to the Fortuna 
Planning Area. Provide safer walking conditions

http://www.co.humboldt.ca.us/planning/Genplan/Fortuna/index.htm
Freshwater Community Plan, 
1985

Specific land use policies applicable to the Freshwater 
Planning Area.

Establish "Old Arcata Trail" and Freshwater Bikeway to  enhance conditions for 
recreation and transportation, and provide safer school access

http://www.co.humboldt.ca.us/planning/Genplan/Freshwt/index.htm
Hydesville / Carlotta 
Community Plan

Specific land use policies applicable to these 
communities.

Multimodal transportation improvements cited as priorties by communities 
(questionnaire)

http://www.co.humboldt.ca.us/planning/Genplan/Crlta-hy/Index.htm

Jacoby Creek Community Plan, 
1982

Specific land use policies applicable to the Jacoby 
Creek Planning Area..

Pedestrian and bicycle facilities, exclusive of sidewalks, should be considered for 
new roads that serve 35 or more units built at a density of four units per acre or 
more

http://www.co.humboldt.ca.us/planning/Genplan/Jacoby/Index.htm

Mckinleyville Community Plan, 
2002

Specific land use policies applicable to the McKinleyville 
Planning Area..

Develop an area of mixed land uses which encourages bike and pedestrian travel 
yet allows for convenient and safe automobile access • Includes provisions for 
bike/ped facilities on all new roads • Requires new subdivisions and developments 
to integrate with the existing pedestrian circulation

http://www.co.humboldt.ca.us/planning/genplan/mckinly/mck_approved/mck_plan.pdf

Orick Community Plan, 1985 Specific land use policies applicable to the Orick Area

Traffic calming measures to curb hish-speed traffic through town • Develop safer 
pedestrian facilities • The County shall consider including sidewalk construction 
and repairs in Orick in future Block Grant proposals

http://www.co.humboldt.ca.us/planning/Genplan/Orick/index.htm
Orick Community Action Plan, 
2003

Addresses strategies for community development and 
contains a list of project ideas and priority projects.

Promote pedestrian safety through traffic calming • Support strong community 
participation

http://www.co.humboldt.ca.us/planning/planning/documents/action_plans/2003_plans/brdg_web.pdf



Orleans/Somes Bar Community 
Action Plan, 2003

Addresses strategies for community development and 
contains a list of project ideas.

Create local footpaths 

http://www.co.humboldt.ca.us/planning/planning/documents/action_plans/2003_plans/orl_web.pdf
Willow Creek Community 
Action Plan, 2003

Addresses strategies for community development and 
contains a list of project ideas.

Establish a community trail system • Maintain public transportation service 
through K/T Net

http://www.co.humboldt.ca.us/planning/planning/documents/action_plans/2003_plans/orl_web.pdf
Office of Emergency Services. 
Emergency Operations Plan, 
2002

Identifies policies, responsibilities and procedures 
required to protect the health and safety of Humboldt 
County communities Minimize the effects of emergencies or disasters

http://www.co.humboldt.ca.us/sh c
Transit Resource Center

Five-Year Transit Development 
Plan for Redwood Transit 
System and Southern Humboldt 
Rural Transit Service

Describes overall goals and objectives, organizational 
structure, existing services and a performance 
evaluation, as well as a marketing plan to increase 
ridership.

Design outreach and promotional methods for various groups • Build ridership 
among underrepresented groups, such as seniors • Recognition of  workers, 
students and low-income dependence on transit service • Ridership evaluations 
for demographics and general usage characteristics

City of Arcata

Arcata General Plan., 2000

Addresses how roadway, transit, rail, freight, bicycle, 
and pedestrian systems can be planned to achieve 
maximum individual mobility in a manner consistent with 
community character and environmental protection

Promote land use patterns that encourage walking, bicycling, and public transit 
use • Provide for increased use of alternatives to the single-occupant vehicle, 
including walking, bicycling, public transit, carpooling/vanpooling, and ridesharing 
• Create a transportation system which will improve the livability of residential 
neighborhoods • Manage the street and highway system to promote more efficient 
use of existing capacities

http://www.arcatacityhall.org/gen_plan.html

Arcata Pedestrian and Bicycle 
Master Plan Update, 2004

Evaluates existing conditions, need of pedestrians and 
bicyclists and identifies improvement needs, priorities 
and implementation strategies for ped and bike 
facilities.

Increase walking and bicycling for utilitarian trips • Includes programmatic and 
project level recommendations • Land use development patterns that ecourage 
mutli-modal transportation

http://www.arcatacityhall.org/pedestrian_bike_plan/ped_bike_plan_cover.html

Community Greenhouse Gas 
Reduction Plan, 2004

A plan to reduce the greenhouse gas emissions within 
the City by reduction measures in six program areas, 
including transportation.

Improve bicycle, pedestrian and mass transit infrastructure • Incorporate energy 
and climate policy into the City's transportation plan • Educate and create 
incentives to lessen the dependence on motorized transportation

http://www.arcatacityhall.org/energy/ghg_final.pdf
City of Blue Lake

General Plan, 1986
Long-range policy guiding community profile, 
development constraints and recommendations.

Encourage and expand bicycle, pedestrian and equestrian facilities that connect 
to the City open spaces, recreational facilities, the school, the City Center and 
facilities identified in the County Trail Plan • Concern with main truck route and 
location of elementary school • Plan for implementing a designated bicycle route

City of Eureka

General Plan, 1997
Outlines policies, standards and programs to guide 
decisions concerning Eureka's development.

Upgrade Highway 101 to suit local needs • Provide coordinated transit services as 
an alternative to autos • Encourage development of bicycle facilities • Encourage 
walking throughout the City • Integrate air quality with land use and transportation 
planning • Provide access to parks and other recreation areas



Abbreviated Consolidated Plan, 
2004

Baseline assessment of the City's and County's 
homeless population, service system, available 
affordable housing and future service and housing 
needs.

Economic, racial, disabled statistics • Poverty descriptions, tables and statistics • 
Homeless needs and statistics

City of Fortuna

General Plan, 1993

Outlines policies, standards and programs to guide 
development of the City and goals for the sphere of 
influence.

States that "...land uses create demand for transportation facilities" • High priority 
to alleviating traffic congestion • Requires developers to finance and install 
sidewalks and pedestrian pathways • Design of new or reconstructed streets shall 
consider bikeways • Encourage HCAOG to use 2% of TDA funds for bike/ped 
projects • Incorporation of "Ultimate Bikeway System"

Manila Community Services District
Phase I Report Community 
Transportation Plan for the 
Manila Area of Humboldt 
County, 2003

Analysis of existing transportation facilities and general 
recommendations for transportation improvements in 
the  Manila area.

Lists of community assests • Recommended transportation plan • Focus on public 
input and participation

City of Trinidad

General Plan
Review of land use and development processes, with 
general recommended policies and procedures.

Identifies community reliance on street network for autos • Support ongoing bus 
service from regional system
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Non-Government Organization Plans, Studies and Data Sources for Transportation Planning

Area 1 Agency on Aging
Humboldt and Del Norte Counties Senior 
and Caregiver Needs Assessment Survey 
Summary Report, 2005

Information regarding senior and caregiver 
needs, concerns, issues and difficulty in 
performing daily activities. Contains lists and statistics of general transportation concerns

http://www.a1aa.org/AdminPubs/NeedsSurveyReport2005.pdf
Arcata Economic Development Corporation

A Guide to Regional Transportation 
Planning on the North Coast, 2001

Summary of information about organizations 
and their transportation planning policies 
and programs.

Lists eligibility for transportation enhancement activities • Examples of funding 
sources

Redwood Community Action Agency

Waterfront Trail & Promenade 
Recommendations, 2005. Eureka Trails 
Committee.

Recommendations for the location and 
specifications of a contiguous non-
motorized recreation and transportation 
facility along the City's waterfront.

Suggest optimal  standards for a contiguous non-motorized transportation 
facility connected to other transportation facilities • Provide a framework for 
trails information to be included in the General Plan • Safe, accessible route 
for wide-range of users• Encourage improved physical activity in community

http://www.eurekawebs.com/cityhall/trails

Humboldt Bay Trails Feasibility Study, 2002

Analysis of potential non-motorized projects, 
particularly multi-use trails, in the Humboldt 
Bay area. 

Improved access for non-motorized travel between communities for residents 
and visitors • Details the need for increased multi-modal transportation efforts 
in the county.

http://www.rcaa.org/baytrails/index.shtml

Redwood Pathways Implementation 
Strategy, 2002.

Analysis of potential multi-use trail 
development along State Routes 254 and 
271, from south of Rio Dell to Benbow. 
Recommendations for trail routes and 
identification of priority segments. 

Improved access for non-motorized travel between communities for residents 
and visitors • 

Annie & Mary Rail-Trail Feasibility Study, 
2003

Analysis of potential multi-use trail 
development along the out-of-service 
railroad corridor between Arcata and Blue 
Lake. Recommendations for trail route, 
design and identification of priority 
segments. 

Improved access for non-motorized travel between communities for residents 
and visitors • 

Web-Based Data Sources

California Health Interview Survey
Sate and local data on hundreds of health 
topics.

Ability to customize searches and data analysis • Review publications and 
survey topics, questionnaires, methodology, sample design and data 
summaries.

http://www.chis.ucla.edu/

EPICenter - California Injury Data Online

Bicycle, pedestrian and motor vehicle injury 
data for county, including fatal and nonfatal 
statistics. Customized research tables and statistics based on age, race and ethnicity.

http://www.applications.dhs.ca.gov/epicdata/default.htm

Table 3. 

Agency & Document Overview Addressing Non-Automobile Transportation Equity



California Highway Patrol - Statewide 
Integrated Traffic Records System 
(SWITRS)

Statewide database of detailed vehicle 
collision information.

Includes date, time, age, race, and many other elements from  vehicle, 
bicycle and pedestrian collision scenes. 

http://www.chp.ca.gov/html/aiuswitrs.html 


