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Executive Summary 

In December 5th and 6th 2005, the Federal Transit Administration (FTA) Office of Civil Rights, together with its partners in the U.S. Department of Transportation and the Conference of Minority Transportation Officials (COMTO), celebrated the 50th Anniversary of the Montgomery Bus Boycott and the life and legacy of Rosa Parks with a national workshop on Transportation Equity—the principle that transportation resources and investments provided by recipients of Federal funds should benefit all segments of society, and that adverse impacts of such investments should not be disproportionately borne by any single population or community. 

The principle of transportation equity is captured in Title VI of the Civil Rights Act of 1964, which states that “no person in the United States shall, on the ground of race, color, or national origin, be excluded from participation in, be denied the benefits of, or be subjected to discrimination under any program or activity receiving Federal financial assistance” (42 U.S.C. Section 200d).
We will use the ideas and recommendations generated by this conference’s panelists and participants to develop our priorities and work activities under Title VI of the Civil Rights Act of 1964. In 2006 the Federal Transit Administration will be revising and updating its Title VI Circular, which provides guidance to recipients of FTA funding on how to comply with Title VI. Also in 2006, FTA will begin research and demonstration activities pursuant to the transportation research program funded by SAFETEA-LU. This program authorizes not less than $1 million per year of research funds to be allocated towards research and demonstration activities that focus on the impacts that transportation planning, investment, and operations have on low-income and minority populations that are transit dependant. 

The Federal Transit Administration’s Office of Civil Rights endeavors to work with the same courage, dignity, and determination exemplified by civil rights pioneer, Rosa Louise Parks to address modern-day inequalities and injustice, in support of the U.S. Department of Transportation’s objectives to ensure safe, efficient, accessible, and convenient transportation systems that enhance the quality of life for all persons.

Chapter 1: Panel Presentations
Opening Panel Discussion

Mr. Michael Winter

Federal Transit Administration Office of Civil Rights
Washington, DC

Ms. Jan Garrett

Berkeley Center for Independent Living

Berkeley, California 

Ms. Julie Cunningham

The Conference of Minority Transportation Officials (COMTO)

Washington, DC

Mayor Bobby N. Bright

The City of Montgomery, Alabama 

Mr. Ray White

Troy University

Montgomery, Alabama 

Mr. Ronald Barnes

The American Public Transportation Association (APTA)

Miami Florida/Washington, DC
Michael Winter, Director of the Federal Transit Administration’s Office of Civil Rights, welcomed participants to the workshop. He stated the objectives of the event were to reflect on the courage and sacrifices of the participants of the Montgomery Bus Boycott, to celebrate the progress in transportation and civil rights that our nation has made over the past 50 years, to discuss inequities that remain today, and to anticipate civil rights issues that will be present in the future. 

Jan Garrett, Executive Director of the Berkeley Center for Independent Living,  discussed parallels between the civil rights movement and the disability rights movement. Both African-Americans and people with disabilities focused on transit in their struggle for equality. Civil rights pioneers overturned racial segregation on buses and disability rights advocates ended the separate and unequal segregation of disabled people onto paratransit vehicles. With the passage of the Americans with Disabilities Act of 1990, transit was required to become accessible and to integrate people with disabilities onto mainstream public transportation.
Julie Cunningham, CEO of the Conference of Minority Transportation Officials, thanked the Federal Transit Administration for partnering with COMTO to organize the commemorative events in Montgomery. On December 4th, 2005 COMTO lead a series of events including a church service, a tour of Montgomery’s civil rights landmarks, a town hall meeting on civil rights and transportation, and a visit to the Rosa Parks library and Museum. Ms. Cunningham announced that COMTO plans to convene in Montgomery each December in future years, calling the city “holy ground” for the civil rights movement. 

Mayor Bobby N. Bright welcomed participants to the city of Montgomery and highlighted recent improvements in the city’s transit system. Over the past five years, the city’s system has returned to a fixed-route system from a dial-a-ride service, has added new routes, and has increased it’s ridership. Mayor Bright noted that much progress has been made in civil rights in the City Montgomery but more work needs to occur.
Ray White, Vice Chancellor of Troy University, noted that this workshop was part of local celebrations and commemorative events that will occur throughout the 381 days in 2005 and 2006 parallel to the time of the boycott in 1955 and 1956. He encouraged participants to visit the Rosa Parks Library and Museum, on the campus of Troy University, which replaced a small sign on the street marking the site where Rosa Parks boarded the Cleveland Avenue bus when she refused to give up her seat. On the subject of civil rights, Mr. White said “we’re not there yet,” and there are improvements that need to be made. 

Ronald Barnes, Chair of the American Public Transportation Association, paid tribute to Rosa Parks, saying, “I would not be where I am but for what she did.” He noted that transit systems around the nation honored Mrs. Parks on December 1, 2005, by reserving a seat at the front of buses in her memory. Mr. Barnes stressed that equitable transportation must be inclusive. “Let’s not come to this policy discussion and say we want access for ‘most’ Americans.” He said. 
Panel 2: Retrospective on the Montgomery Bus Boycott

The Reverend Robert Graetz

McArthur, Ohio 

Mr. Herbert Young 

Montgomery, Alabama 

Mr. Samuel Jackson 

Montgomery, Alabama 
Reverend Graetz was raised in Charleston, West Virginia, and attended college in Columbus, Ohio. The all-black Trinity Lutheran church in Montgomery appointed him pastor just prior to Rosa Parks' refusal to give up her seat on a city bus. Robert Graetz himself participated in the Boycott and urged his congregation to do the same. He became the only white member of the Montgomery Improvement Association (MIA). For that, his house was firebombed and the Graetz family was harassed and even arrested. Robert Graetz is the author of “A White Preacher’s Memoir: The Montgomery Bus Boycott.” 
At the workshop, Reverend Graetz discussed the indignities that lead to the boycott. "Virtually every black person in Montgomery either had experienced the kind of awful treatment that you read about or knew someone who had," he said. "They were ready to do something — to do anything — to try to do something about the bus system here." 

Graetz, who was among those attending the first mass meeting on the night of  Dec. 4, 1955, said participans were aware they were making history. "We knew we that had to stay together no matter how long it took," Graetz said. "We weren't doing it for ourselves. We were doing it for the children coming on." Graetz  described the civil rights movement as inspired by love, non-violence, acceptance, and respect and concluded that the Montgomery Bus Boycott moved the nation in the direction of Dr. Martin Luther King’s dream of the “beloved community.” 
Herbert Young is a resident of Montgomery, Alabama, and was one of the first African-Americans to integrate the Montgomery Area Transit System, joining the system in 1956. In 1957, Mr. Young was named the training driver for all new drivers, black and white. Following his service with the transit system, Mr. Young worked for five years at the Montgomery Police department where he was appointed the Department’s first African-American Deputy Marshal. Mr. Young is currently the president of Young’s Limousine and Airport Service. 
Mr. Young reflected on the hostility he encountered as one of the first African-American drivers on the city’s transit system. He said that when black prospective bus operators took the transit system’s driving test, their white supervisors attempted to fail them. Mr. Young was initially assigned to drive a route through one of Montgomery’s all-white neighborhoods. He recounted one incident where two white women in this neighborhood at first refused to board his bus. The women were still waiting at the stop when Mr. Young returned on his route, whereupon they forgot the social norms of the day and sat down at the back of the bus. Mr. Young also helped assist Freedom riders who had arrived at the Greyhound station in Montgomery by driving an ambulance filled with injured riders through an angry, rock-throwing mob that had gathered outside the Greyhound station. 
Samuel Jackson is a resident of Montgomery, Alabama, and was one of the first African-Americans to integrate the Montgomery Area Transit System, where he was trained by Herbert Young.  Mr. Jackson started as a bus driver in 1967 and is currently still with the Montgomery Area Transit System. He works on the system’s senior management team as Supervisor of Passenger Services. 
Mr. Jackson recounted the organization and discipline of the African-American community in Montgomery during the boycott. He noted that current generations have asked him, “how did you come together so quick and so tight?” Jackson responded that, "when Rosa Parks started the spark for the movement, the first mass meeting was at Holt Street Church and at that mass meeting, we were ready," Jackson said. "We were already together just waiting on somebody to give us the marching orders." Mr. Jackson recounted days during the boycott when Dexter Avenue was crowded with people walking to work, and also the day that the Ku Klux Klan rallied on Dexter Avenue. “Things like this actually happened in Montgomery,” he said. 

Jackson described his long history with the Montgomery transit system, which began in the late 1940s as a passenger, as bittersweet, and he commended the steps now being taken by Mayor Bobby Bright to support transportation equality. 

Panel 3: State and Local Transportation Equity Issues
Ms. Jocelyn Cash

The Montgomery Transportation Coalition

Montgomery, Alabama

Mr. Rich Stolz

The Center for Community Change

Montgomery, Alabama

Mr. Kenneth Groves

The Montgomery Metropolitan Planning Organization

Montgomery, Alabama 

This panel featured presentations on public transportation in the City of Montgomery from Jocelyn Cash with the Montgomery Transportation Coalition and Kenneth Groves with the Montgomery Metropolitan Planning organizations as well as remarks from Rich Stolz from the Center for Community Change.
Jocelyn Cash, Executive Director of the Montgomery Transportation Coalition, gave an overview of history of the city's bus system. She said the MTC, which was formed by residents in 1995, has continued the fight to erase unequal service to minority and low-income persons. The city's bus system now includes 15 additional fixed routes to go along with the original three and a 16th route will be added in 2006. The system is also in the process of building a new downtown river walk transit center.  “These changes have not come without a fight," Cash said. "The Montgomery Transportation Coalition in the last ten years have had to win battles with the City.” 

Kenneth Groves, Director of Planning and Development with the Montgomery Metropolitan Planning Organization, discussed the reemergence of the Montgomery Area Transit System as a fixed-route service. In recent years, the system has greatly reduced its demand response service and expanded fixed routes, added passenger amenities such as benches and shelters. Daily ridership has increased from 1,157 riders in Fiscal Year 2000 to 3,227 riders in fiscal year 2005 while operating costs have been reduced from $72.67 per hour in FY 2000 to $48.41 per hour in FY 2005. 
Rich Stolz, Senior Policy Analyst with the Center for Community Change discussed how provisions of the Safe Affordable Flexible and Efficient Transportation Equity Act for the 21st Century (SAFETEA-LU) can create opportunities for community organizing for transportation equity in Alabama and in localities around the country. Rich also discussed the role of the Center for Community Change’s Transportation Equity Project in shaping the provisions of SAFETEA-LU.  The Transportation Equity Network is a national coalition of grassroots groups, statewide coalitions and allies working together to make the transportation system more responsive and accountable to the needs of low-income, minority and transit-dependent populations.  
Panel 4: Contemporary Topics in Transportation Equity
Ms. Jacky Grimshaw
Center for Neighborhood Technology

Chicago, Illinois 
Mr. Thomas Sanchez

Virginia Polytechnic Institute and State University

Alexandria, Virginia 
Ms. Amber Ontiveros

Tri-Met

Portland, Oregon 

This panel featured perspectives from community organizations, academia, and transit agencies. Panelists discussed how to ensure that that transportation investments benefit all communities, including low-income communities and communities of color. 
Jacky Grimshaw, Vice President of the Center for Neighborhood Technology, discussed the relationship between transportation and economic security for low-income persons. As a result of transportation decisions that have favored automobile use and require people to take longer and more frequent automobile trips, low-income populations are forced to set aside a growing share of their household budget for transportation. As jobs have decentralized throughout metropolitan regions, people without personal vehicles have greater difficulty accessing employment. To address these problems, Ms. Grimshaw advocated multimodal transportation systems, affordability standards for household transportation spending, and greater awareness of the actual costs of household transportation spending. 
Thomas Sanchez, Associate Professor of Urban Planning at Virginia Tech, discussed the need for common definitions of transportation equity and advocated for an expansive definition of just transportation. Research opportunities under a broad concept of transportation equity include studies of the effects of transportation policies on personal transportation costs, the indirect economic and social effects of transportation decisions, and the relationship between transportation, health effects, and employment and business opportunities. 
Amber Ontiveros, manager of special projects with Tri-Met, the transit agency serving Portland, Oregon, discussed her agency’s new department of diversity and transit equity. The department’s mission is to assist Tri-Met in reaching its goals related to diversity, outreach to communities of color,  level and quality of services that are sufficient to provide equal access and mobility for all people regardless of race, disadvantaged business enterprise efforts, and diverse workforce on construction projects. The office reports directly to the General Manager to ensure that the executive is ultimately accountable for transit equity. The department helps build relationships between Tri-Met and communities of color, and works to ensure that Tri-Met’s decisions meet the needs of transit-dependant as well as choice riders 
Panel 5: Future Trends and Emerging Issues
Mr. Ken Neal 

New York City Transit

New York, NY

Dr. Robert Bullard

Clark Atlanta University

Atlanta, GA

Mr. Derrick Gordon

Miami Dade Transit 

Miami, FL 

This panel featured discussion on preventing national origin discrimination by providing language assistance to people with limited English proficiency (LEP) and conducting transportation security in a non-discriminatory manner. Panelists also discussed how to provide emergency preparedness for people without access to personal vehicles (including minority, and low-income persons and people with disabilities). The need for language assistance will likely affect a growing number of communities as the United States becomes more diverse over the next 50 years. The issues of discrimination and transit security and inclusive emergency preparedness emerged as national issues in 2005 in light of the terrorist attacks on the London Underground and the Hurricane Katrina disaster.  

Ken Neal, Director of the Metropolitan Transportation Authority’s (MTA) Office of Civil Rights described his agency’s efforts to provide language access so that America’s most linguistically diverse customer base has access to MTA’s services. The agency assesses the language needs of the communities it serves and develops plans for when and how to communicate with an LEP community. Language assistance provided to LEP communities includes a multilingual telephone traveler information line, signs depicting emergency evacuation procedures or health and safety related warnings in multiple languages, and outreach to communities using ethnic media. 
MTA has incorporated civil rights concerns into its safety and security procedures by implementing sensitivity training for its police and personnel, using multi-lingual signage asking riders to be alert to suspicious activity, conducting community outreach, and establishing complaint procedures for people who believe they have been discriminated against in the course of transportation security screenings.  
Dr. Robert Bullard, Professor of Sociology and Director of the Environmental Justice Resource Center at Clark Atlanta University discussed the need to conduct transportation and evacuation planning for minority and low-income populations who are affected by natural or man-made disasters. He raised the issues of whether government officials respond differently to emergencies occurring in predominantly minority communities and white communities, whether people of color and white people have different perceptions of fairness with regard to emergency responses to health and environmental crises, and what strategies are needed to address pre-existing social and environmental vulnerabilities that are often worsened by disasters. Dr. Bullard recommended that public agencies developing emergency preparedness plans asses community relationships and strengthen their presence in minority and low-income communities, that agencies develop culturally tailored educational and outreach activities on emergency transportation preparedness, partner with a network of trusted community based organizations, and integrate this network into emergency response planning.  
Derrick Gordon, Director of Bus Operations at Miami Dade Transit (MDT) discussed MDT’s plan to evacuate riders before a hurricane strikes. MDT’s evacuation plan establishes and advertises a specific set of routes that will connect people to shelters and prioritizes transportation to people living in low-lying areas and trailer parks. The plan includes designated responsibilities for MDT staff and community outreach to ensure that the public is aware that they can use the city’s transit system to get to shelter. The plan also includes elements for restoring MDT’s service in the aftermath of a hurricane. 
Panel 6:  Federal Opportunities and Policies
Mr. Marc Pentino

U.S. Department of Transportation Civil Rights

Washington, DC

Ms. Danyell Diggs

Federal Highway Administration Office of Planning

Washington, DC

Mr. David Schneider

Federal Transit Administration Office of Civil Rights

Washington, DC 

Marc Pentino, Lead Equal Opportunity Specialist with the Departmental Office of Civil Rights at the U.S. Department of Transportation (DOCR), described initiatives underway within the Department of Transportation’s modal agencies to promote transportation equity. For example, the National Highway Traffic Safety Administration is working to improve seat belt usage amongst African-American, Latino, and Native American drivers and has produced a manual to reduce bias-based traffic law enforcement and the Federal Aviation Administration produced a Title VI tool kit and Americans with Disabilities Act self-assessment for its funding recipients. Mr. Pentino also explained procedures for filing a discrimination complaint with one of the Department of Transportation’s modal administrations. 

Danyell Diggs, Community Planner with the Federal Highway Administration (FHWA) Office of Planning, showcased technical assistance and training products developed to promote environmental justice in transportation. The FHWA has published a compilation of case studies and effective practices for incorporating environmental justice concerns into transportation projects as well as guides for Community Impact Assessment, a process to evaluate the effects of a transportation action on a community and its quality of life. FHWA also operates an environmental justice website, a course on Title VI offered by the National Highway Institute, and has sponsored research on effective methods for environmental justice assessment. 
David Schneider, Equal Opportunity Specialist with the Federal Transit Administration’s Office of Civil Rights, discussed provisions of the transit portion of the recently enacted transportation reauthorization (SAFETEA-LU) that provide funds for transportation disadvantaged populations. SAFETEA-LU includes a 46% increase in funds for transit, continues funding for the Jobs Access Reverse Commute (JARC) program, and creates the New Freedom program to fund transportation for people with disabilities that goes beyond the requirements Americans with Disabilities Act. FTA also offers technical assistance to promote inclusive public involvement in transportation decision making and monitors its recipients to ensure that they are fulfilling their non-discrimination commitments under Title VI of the Civil Rights Act of 1964. 

Keynote Speaker: Mr. Harold B. Williams
Harold B. Williams grew up in Montgomery, Alabama and was a neighbor of Rosa Parks. He became the first Director of the Federal Transit Administration’s Office of Civil Rights, serving in this capacity from 1969 to 1982. During this time, he developed FTA guidance for Implementing Title VI of the Civil Rights Act of 1964 and FTA’s Equal Employment Opportunity provisions. In 1971 on the campus of Howard University, Mr. Williams and the Reverend Jerry Moore founded the Conference of Minority Transportation Officials (COMTO). Mr. Williams currently lives in Grand Rapids, Michigan. 
Mr. Williams was the luncheon speaker on December 5th, 2005. He recounted his childhood in Montgomery, Alabama, his work for Civil Rights with the NAACP in Cleveland, Ohio, and his work to promote civil rights and equal employment opportunity in the Department of Transportation. Mr. Williams drew on his experience as a civil servant to provide lessons on overcoming bureaucratic inertia and creating change within Federal agencies. Mr. Williams stressed that an agency is most productive when its leadership demonstrates a commitment to civil rights. His remarks are included in the appendix to this report. 
Chapter 2: Participant Discussions 

On the afternoon of Monday December 5th, workshop participants broke into small groups to discuss specific issues in transportation planning and operations that related to transportation equity. Participants discussed the following topics: 
· Conducting Community Impact Assessments of Transportation Projects
· Promoting Inclusive Public Involvement in Transportation Decision Making
· Promoting Transit-Oriented Development for all Socioeconomic Groups
· Emergency Preparedness for all socioeconomic groups. 

Topic #1: Conducting Community Impact Assessments of Transportation Projects

Background 
Transportation construction projects provide benefits to the public but will often result in adverse impacts to the human and natural environment. A fundamental principle of environmental justice is to avoid, minimize, and mitigate disproportionately high and adverse human health or environmental effects, including social and economic effects of such projects on minority populations and low-income populations.

The Department of Transportation provides guidance to its recipients on how to incorporate the principles of environmental justice into the environmental review process under the National Environmental Policy Act (NEPA). However, local stakeholders must devise and implement specific strategies to evaluate the effects of a transportation action on communities and their quality of life. 
Participants were asked to discuss how transportation agencies and their regional and local government partners can best identify and address the impacts of construction projects on minority and low-income populations. The group identified challenges to incorporating environmental justice practices into project planning and discussed strategies that would address these challenges.

Challenges

· Identifying the community impacted by a transportation project can be difficult and transportation officials are often not aware of local issues or concerns. 
· Quantifying the benefits that a transportation project offers to the surrounding community and the burdens that the project would impose on the community is difficult. 

· Communities are often not aware of the civil rights or environmental justice procedures that transportation providers should follow in the course of project planning and construction. 

· When multiple jurisdictions are attempting to coordinate on a construction project, the needs of local communities can be overlooked. 
· Minority and low-income communities sometimes do not have adequate representation or input into in the public outreach process that accompanies project planning. 


Strategies 
· Develop quantifiable standards and benchmarks for evaluating the benefits and burdens of transportation projects to the communities adjacent to the project. 

· Combine project planning with effective public involvement of minority and low-income communities (see topic #2 for more details). 

· Ensure that minority and low-income communities have representation in task forces that are established to assist in project planning. 

· Educate transportation agency staff responsible for project planning on the community impact assessment process and environmental justice principles. 

Topic #2: Promoting Inclusive Public Involvement in Transportation Decision Making
Background 
Effective transportation decision making hinges on understanding and properly addressing the unique needs of different socioeconomic groups. This is more than a desktop exercise; it requires involving the public.

Multiple Federal laws and their implementing regulations, from the National Environmental Policy Act to the recently passed SAFETEA-LU, require government agencies to involve the public in their decision making processes. In addition, the Executive Order 12898 on Environmental Justice sought to ensure the full and fair participation by all potentially affected communities in transportation decision-making processes. The U.S. Department of Transportation Order (5610.2) on Environmental Justice directs the Department to provide minority populations and low-income populations access to information on, and opportunities for public participation in matters that may impact human health and the environment.

While Federal policy provides some general principles on inclusive public involvement, local stakeholders must devise and implement specific strategies and effective practices, and such strategies are continuously being reviewed and updated. 
Participants were asked to discuss how transportation agencies, together with their Federal, State, and local government partners, can enhance their public-involvement processes, strengthen community-based partnerships, and provide all socioeconomic groups with opportunities to learn about and improve the quality and usefulness of transportation in their lives. The group identified the challenges to inclusive public participation in transportation planning and discussed strategies that would address these challenges 

Challenges
· It is difficult to encourage people to focus on transportation planning issues, especially when the results will not be evident for many years.
· Layers of government exist between members of the public and decision makers.

· It can be difficult for transportation planners to identify the key individuals or organizations that can communicate information to their constituencies.

· Information about proposed decisions is not readily accessible, either it is hard to locate or presented in a way that is difficult for the public to understand. 
· It can be difficult to assess whether public involvement strategies have been successful.
Strategies 
· Communicate to the public that their opinions are valued.
· Use multiple techniques for involving the public—no single method is adequate. 
· Build coalitions with businesses, faith-based organizations, neighborhood organizations, and community groups to disseminate information and involve many different members of the community 

· Encourage one-on-one communication, when possible, between transportation providers and members of the public.

· Educate the public using existing networks, such as delivering messages to students through the school system or placing notices of upcoming events on buses and rail cars.

· Use the media to help disseminate information 
· Incorporate evaluations into the public involvement process to assess the effectiveness of strategies. 
Topic #3: Promoting Transit-Oriented Development for all Socioeconomic Groups
Background 
Transit-oriented development (TOD), the concept of building compact, mixed use developments near transit stations, is becoming increasingly attractive as a means of promoting smart growth, injecting vitality into declining inner-city settings, and providing individuals with greater housing and transportation choices. 

Transit-oriented development is thought to appeal to the lifestyle preferences of growing numbers of Americans, such as childless couples, young adults, and empty-nesters.  A report entitled “Hidden in Plain Sight” released by the Federal Transit Administration and the Center for Transit-Oriented Development in 2004 estimated  that by 2025, 14.8 million households are expected to want housing within half a mile of the 27 existing rail systems and 15 planned rail extensions or new rail systems. This is more than double the number of households living in these areas today. 

Across the country, communities have discovered how transit oriented development can increase transit ridership and raise property values. However, concerns have been expressed  that individuals who depend on public transportation, including persons who cannot afford personal vehicles, persons with disabilities, and senior citizens, will not be able to benefit from TOD unless housing priced for a range of incomes are included in these projects. Moreover, some communities are concerned that the growing demand for housing near transit stations will contribute to rising prices in the surrounding neighborhoods, resulting in the involuntarily displacement of low-income residents who can no longer afford to pay rents or property taxes. 

Participants were asked to discuss how transportation agencies and their regional and local government partners can promote development near transit and at the same time address any adverse economic impacts that result from such proposals. The group listed the challenges to meeting the needs of low-income, disabled, and senior populations and discussed strategies to meet these challenges. 
Challenges

· There is no commonly shared definition of what constitutes “transit-oriented development,” which makes it difficult to define and study mixed-income transit-oriented development.

· Even if transit agencies and developers are interested in promoting affordable housing near transit, the transit agencies may not fully understand the interests and needs of the development community and developers may not fully comprehend the transit providers’ concerns, which makes collaboration difficult.

· In some cases, especially in instances of joint development where housing is built on land owned by a transit provider, the transit agency may see greater financial returns from a high-end development project than from moderately-priced units.

· If a transit agency requires mixed-income housing on the land it owns near a station, but other nearby parcels of land exist that are not subject to this requirement, developers may choose not do bid on the joint development but might build instead on nearby land. 

Strategies 
· Transit agencies can include an affordable housing component in their request for proposals for joint development and can offer developers the opportunity to build at greater densities in return for pricing a portion of the units at prices affordable for low- to moderate-income households. 
· Transit agencies should support local government proposals to require mixed-income housing near transit stations.
· Location-efficient mortgages can help buyers borrow more for housing near transit because buyers can show that the lower transportation costs associated with the proximity of their residence near transit leave more money available for mortgage repayment. 
·  Transit providers and local governments should explore transit-oriented development around bus stops and bus transfer centers to expand the market for TOD.  
· Transit agencies should involve community organizations to ensure that the development is consistent with local wants and needs. The BART/Fruitvale station in Oakland, CA was offered as an example of model collaboration between transit agencies and community groups around a development project near a BART transit station. 
Topic #4: Emergency preparedness for all socioeconomic groups. 

Background 

The Hurricane Katrina disaster affected communities throughout the Gulf Coast and some of the most acute effects of the disaster were suffered by the region’s minority, low-income, elderly, and disabled population. 

In New Orleans, Mississippi, Alabama, and surrounding communities, motorists escaped to safety in advance of the Hurricane, but many thousands of residents were unable to evacuate in part because they lacked access to reliable personal transportation. Many individuals too poor to afford a car or a hotel room or who could not drive because of age, illness, or disability were directed to facilities that lacked sufficient food, water, medical care, and security. Others tragically died in their residences, hospitals, or nursing homes.  

One of the lessons of Hurricane Katrina is that transportation officials and their partners in the local, State, and Federal government need to prepare emergency management and transportation plans that make special efforts to serve the most vulnerable segments of society. 

Participants were asked to discuss how transportation agencies and their partners in the Federal State and local government can design emergency transportation plans that serve people who do not have the option of evacuating by car. The group listed the challenges to meeting the needs of low-income, disabled, and senior populations and proposed strategies to meet these challenges
Challenges

· In many communities, a disproportionate number of people without access to personal vehicles are also poor and have fewer resources in general to rely upon in an emergency. People who are sick and/or hospitalized may also have limited financial resources and an area’s homeless population has very limited resources. 

· Pre-existing emergency coordination agreements may not exist between transit agencies or governments in an impacted area and the surrounding transit agencies, cities and counties.

· Residents do not know the emergency plan for their area.

· Emergency plans are generic and need to be localized to be useful. 

· Regular public transportation may not be adequate to evacuate the population without access to vehicles. 

· Government entities are not ready to receive help in an emergency. 

· Responders do not necessary know what to do with help that is offered.

Strategies 
· Local officials can produce maps of their jurisdiction that identify the location of concentrations of households without access to personal vehicles.

· It is important to recognize and train the true first responders, the neighbors and people who live in targeted communities. 

· Hold city, county, state and federal government accountable for their efforts to conduct emergency preparedness for vulnerable populations. 

· Designate shelters that are accessible for people with disabilities. 

· Regional Memorandums of Understanding should use hard language vs. soft language. These memorandums should have specific language around each party’s responsibilities instead of  a general statement that each party with help each other.

· Emergency Transportation Plans should be developed with and shared with the community, especially rural, elderly and poor residents. 
· Immediately, community organizations and individuals can work with their neighbors to develop a neighborhood plan to deal with emergencies.   

· Community organizations should have access to emergency plans that all levels of government have developed and should hold their local government accountable for having a specific, tiered emergency response plan that takes everyone into account.

Chapter 3: Transportation and Civil Rights, 1955-2005

This chapter takes stock of the progress made in civil rights in transportation over the past 50 years and the issues are still relevant in 2005. It also identifies future trends and emerging issues that will likely be the focus of civil rights activities in the years and decades to come. 

Transportation and the Civil Rights Movement

The history of race relations and civil rights in America has intersected time and again with transportation policy. In 1892, a thirty-year-old black shoemaker named Homer Plessy was arrested for sitting in a “white” car of the East Louisiana Railroad, in violation of the Louisiana’s Separate Car Act. Mr. Plessy’s contention that the Separate Car Act was unconstitutional was appealed up the U.S. Supreme Court. The Court’s 1896 decision in the case of Plessy v. Ferguson introduced the doctrine of “separate but equal” facilities and provided the legal basis for racial segregation in the United States for decades to come. 

In 1953, before the Supreme Court overturned the doctrine of “separate but equal,” in the landmark Supreme Court case of Brown v. Board of Education African-Americans in Baton Rouge, Louisiana boycotted the city’s segregated buses. Although this boycott ended after two weeks, it provided valuable lessons for the organizers of the Montgomery Bus Boycott. The Montgomery boycott, which lasted for 381 days is credited with beginning the modern civil rights movement and launching the career or Reverend Martin Luther King Jr. 

The Freedom Riders of the early 1960s attempted to uphold the Brown decision and challenge segregated seating on interstate buses. Freedom riders met with brutal violence and their buses were firebombed, but their efforts were not in vain. The Interstate Commerce Commission, at the request of Robert Kennedy, outlawed segregation in interstate bus travel and the freedom rides galvanized momentum for social change. 
In 1968, Dr. Martin Luther King Jr. recognized the link between transportation planning and economic empowerment for the African-Americans, stating, “urban transit systems in most American cities, for example, have become a genuine civil rights issue—and a valid one—because the layout of rapid transit systems determines the accessibility of jobs to the black community. If transportation systems in American cities could be laid out so as to provide an opportunity for poor people to get to meaningful employment, then they could begin to move into the mainstream of American life.”

In the 1970s and 1980s, people with disabilities modeled their struggle for full citizenship after the civil rights movement’s success in integrating public transportation. Michael Auberger, a disability rights activist who was one of the first people to engage in civil disobedience by placing his wheelchair in front of a bus in the early 1980s, states “Had it not been for [Rosa] Parks and the bus boycott, there is no question that the disability rights movement would have been light-years behind, if it would have ever occurred. Her genius was that she saw the bus as the great integrator: It took you to work, it took you to play, it took you to places that you were never before seen. We began to see the bus the same way too…”
 

Protecting civil rights through Law and Public Policy

The civil rights movement and the subsequent disability rights movement prompted Congress to pass a series of legislation that ensured equal treatment under the law. These laws included the 1964 Civil Rights Act which made racial discrimination in public places illegal and also required employers to provide equal opportunities, the Rehabilitation Act of 1974, which prohibited discrimination against persons with disabilities in all programs and activities receiving Federal financial assistance, and the Americans with Disabilities Act of 1990, which mandated access for people with disabilities in public transportation, communication, and other areas of public life. 
In addition to its civil rights statutes, Congress has incorporated into its transportation spending laws provisions that support mobility for all segments of society, including people without access to personal transportation. The Intermodal Surface Transportation Equity Act of 1991 (ISTEA) and the Transportation Equity Act for the 21st Century of 1998 (TEA-21) gave state and local officials greater flexibility to invest in transit, sidewalks, and bikeways as well as roads and invited more meaningful local input and control about how to best meet the transportation needs of communities. Among other provisions, these laws funded the transportation enhancements program that helps reconnect communities divided or negatively impacted by highway construction and the Jobs Access and Reverse Commute program (JARC) which funds transportation to jobs, training and child care for low-income and welfare recipients who are not effectively served by public transportation. The Safe, Affordable, Flexible, and Efficient Transportation Equity Act, a Legacy for Users (SAFETEA-LU) enacted in 2005 carries forward many of the investments contained in previous transportation reauthorization laws and includes a 46% increase in the funds authorized for transit. 

In the Executive branch, recent Presidential Executive Orders have ensured that Federal agencies promote civil rights for minority and low-income persons, immigrants, and people with disabilities. Executive Order 12898, “Federal Actions to Address Environmental Justice in Minority Populations and Low-income populations,” signed by President Clinton in 1994 states that each Federal agency shall identify and address, as appropriate, disproportionately high and adverse human health or environmental effects of its programs, policies, and activities on minority populations and low-income populations. Executive Order 13166 “Improving Access to Services for Persons with Limited English Proficiency,” also signed by President Clinton in 2000 ensures that the programs and activities Federal agencies normally provide in English are accessible to limited English proficient (LEP) persons and thus do not discriminate on the basis of national origin. 

President George W. Bush has signed two executive orders that promote mobility for people with disabilities, Executive Order 13330, “Human Service Transportation Coordination,” signed in 2004, created an interagency council to coordinate the many Federally-funded transportation services and resources available for persons who are transportation-disadvantaged. In many cases these resources have been difficult to access or are unused due to duplication and overlap of Federal programs and services. Executive Order 13347, “Individuals with Disabilities in Emergency Preparedness,” requires Federal agencies to consider in their emergency preparedness planning, the unique needs of persons with disabilities and to provide assistance to state local and tribal governments and private organizations to do the same. 

Modern-day transportation inequalities 
The civil rights movement and the resulting legislation successfully vanquished legal segregation, but over 50 years after the landmark Brown decision, many schools and neighborhoods remain decidedly segregated along racial and economic lines. Research indicates that this de facto separatism persists partly because of individuals’ preferences to live in neighborhoods where their race or 

ethnic group predominates, partly due to ongoing racial steering practiced by unscrupulous realtors, and partly because affordable housing is nonexistent in many neighborhoods within a metropolitan region. Whatever the cause, the existence of separate predominantly minority and/or low-income and predominantly white and/or affluent enclaves within the same city or metropolitan region creates a context where those communities populated by people with wealth and connections can and have improved the level and quality of transportation services provided to them while those areas with fewer  resources and power have not received comparable treatment.        

Changes to America’s transportation system over the past fifty years created inequities that persist to the present day. On June 29, 1956, as African-American residents of Montgomery continued their non-violent protest of segregation 

on their city’s bus system,  President Dwight D. Eisenhower signed legislation that began the Interstate Highway System, which eventually became a 46,508-mile web of superhighways that transformed America and its economy. The interstate highway system significantly increased the mobility of the American people, spurred economic growth, and facilitated international trade. It also created problems for many of America’s cities, and their predominantly minority and low-income communities. 

The interstate system as well as state and local highways built during this time 

 period were often sited in low-income communities and some were part of “slum clearance” and “urban renewal” strategies that displaced or physically divided entire communities, contributing to neighborhood blight and isolation. At the same time, the interstates and other highways facilitated the exodus of white and middle-class families to the suburbs, and these families settled in neighborhoods that were zoned for low densities that, in turn, encouraged use of personal vehicles.  The suburbanization of America after the Second World War resulted in transit systems with declining ridership, serving only those portions of their metropolitan region that were densely populated enough to be financially feasible, and with a customer base that today is composed disproportionately 
of minority and low-income riders. 

During the Montgomery Bus Boycott, the African-American community in Montgomery succeeded in inflicting financial hardship on their city’s bus system because blacks represented the majority of the system’s ridership. Fifty years after the boycott, people of color continue to use transit to a greater extent than white people. According to the 2001 National Household Travel Survey, African-Americans comprise 12% of the population in America and almost 29% of the nation’s transit users. Latinos, who represent slightly fewer than 7% of the national population, comprise 11% of the nation’s transit users. In contrast, whites represent almost 70% of the population but comprise close to 44% of the nation’s transit users.
 While some African-Americans and Latinos have chosen to forgo use of personal vehicles in favor of transit, their overrepresentation amongst transit’s ridership, along with data showing that people without household vehicles most frequently use transit, indicates that African-Americans and Latinos are still less likely to have incomes or wealth sufficient to own automobiles. 

In presenting the results of the 2001 National Household Travel Survey, the Center for Urban Transportation Research describes the tension between providing service to people without other transportation options and attracting choice riders, stating:

“the national [ridership] totals are still dominated by those who have a need for transit service. This shows that transit continues to be a critical service for those segments of the population and is necessary for their contributions to the overall economy and their individual quality of life. It is equally clear that transit’s role in overall mobility will be modest unless it is able to capture a larger share of trips for persons who have travel options. The share of households with no vehicles has declined dramatically in terms of the share of the population…this market alone, even if it is stabilized at current levels or shares, is not sufficiently large to support growth in transit services.”
 

In an environment of limited financial resources, transit providers need to make investments designed to attract choice riders, who are more likely to be white and more affluent without sacrificing the level and quality of service provided to transit-dependant riders, who are more likely to be poor and members of minority groups. Stakeholders will need to work creatively to identify and implement policies that meet both imperatives. (At the Montgomery conference, Amber Ontiveros with the Tri-Met in Portland, Oregon discussed strategies that her agency uses to take the needs of both groups into account when making service decisions).   

Over the past fifty years, automobile ownership has become prevalent among households of all income groups. According to the 2001 National Household Travel Survey, nearly 75% of households that are below the poverty line have at least one vehicle.
 However, these low-income households are finding that automobile ownership, while affording greater mobility, may be a barrier to prosperity. According to the Surface Transportation Policy Project, the average American household devotes 18 cents out of every dollar it spends to transportation and the lower the household income, the greater the portion of income that is spent on getting around. Households earning between $12,000 and $23,000 spend 27 cents of every dollar they earn on transportation and very poor households spend 36 cents of every dollar they earn on transportation, most of it on vehicles.
 For low-income households (who are more likely to also be members of minority groups) money spent on transportation cannot be used for other necessities such as food, clothing, or health care, or invested in vehicles that build wealth such as homeownership or retirement savings accounts. 

This creates a “catch-22”: low-income households without vehicles have limited mobility and access to the employment, educational, and civic opportunities that are needed to build income and wealth. Those households with vehicles must spend a disproportionate amount of their income on a depreciating asset, forgoing opportunities to invest and save. Transportation stakeholders need to devise creative remedies for this problem. (Jacky Grimshaw with the Center for Neighborhood Technology included such strategies in her presentation at the conference in Montgomery). 

In the area of transportation for people with disabilities, significant progress has been made, especially since the passage of the Americans with Disabilities Act, 

in providing accessible transportation. However, the U.S. Bureau of Transportation Statistics in 2002 found that more than 3.5 million people in this country never leave their homes. More than half of the homebound, 1.9 million, are people with disabilities. About 528,000 people with disabilities who never leave home experience transportation difficulties. 
The National Council on Disability (NCD), an independent federal agency that makes recommendations to the President and Congress to enhance the quality of life for Americans with disabilities and their families, reported that gaps in compliance with the ADA remain and where there is no public transportation, it is likely that no transportation exists for people with disabilities. The NCD concluded that people with disabilities are still at a significant disadvantage compared with the general public.

Future trends and emerging issues 

Demographic trends currently underway will inform the civil rights and transportation issues of the future. One such trend is the growing number of people with limited English proficiency. According to the 2000 Census, more than 10 million people reported that they do not speak English at all, or do not speak English well. The number of persons reporting that they do not speak English at all or do not speak English well grew by 65 percent from 1990 to 2000. For many of these persons of limited English proficiency, public transit is a key means of achieving mobility. According to the 2000 census, more than 11 percent of LEP persons aged 16 years and over reported using public transit as their primary means of transportation to work, compared with about 4 percent of English speakers. 

Although most people with limited English proficiency currently live in  southern California and the Southwest, or  Texas, Florida, and the mid-Atlantic region, census figures show growing LEP populations in portions of the  Southeast, Midwest, and Pacific Northwest. As the location of LEP populations continues to diversify,  language assistance is going to be of greater importance to communities around the country. Transportation officials will need strategies and technical assistance. (Ken Neal, the Director of the Metropolitan Transportation Authority’s Office of Civil Rights includes such strategies in his presentation at the conference). 

America’s aging population will also  affect communities across the United States. The U.S. census projects that the number of Americans aged 65 or older will increase by 80 percent from 35 million today to more than 62 million by 2025. As people grow older, they often acquire a disability and become less willing or able to drive. For frail older persons, paratransit and specialized transportation are the only feasible modes of transportation. In the years to come, transportation providers will need to meet the needs of this growing population. (The Federal Transit Administration’s presentation discusses human service transportation coordination and accessible transportation strategies that will help communities meet this challenge). 

In addition to these tends, the issues of conducting transportation security in a non-discriminatory manner and providing emergency preparedness for minority and low-income persons and people with disabilities have recently emerged as national civil rights issues.  In light of the September 11th terrorist attacks on America and the terrorist bombings of transit systems in London and Madrid, transit agencies across America are increasing their security preparedness and some agencies have begun random screenings of their riders. 

In 2001, the U.S. Department of Transportation reminded its employees and those carrying out transportation inspection and enforcement responsibilities with DOT financial support of longstanding DOT policy prohibiting unlawful discrimination against individuals because of their race, color, religion, ethnicity, or national origin. Security personnel were reminded to take all available facts and circumstances into account in identifying persons or property that may be a safety or security risk and to not subject persons or their property to inspection, search, and/or detention solely because they appear to be Arab, Middle Eastern, Asian, and/or Muslim; or solely because they speak Arabic, Farsi, or another foreign language; or solely because they speak with an accent that may lead security personnel to believe they are Arab, Middle Eastern, Asian, and/or Muslim. Transportation providers will need to continue to incorporate concerns for civil rights as they reduce their vulnerability to crime and terrorist attacks.

A second issue that emerged on the national scene in 2005 was the need for emergency preparedness that assists minority and low-income communities and people with disabilities.  The Hurricane Katrina disaster in August and September of 2005 affected communities throughout the Gulf Coast. In New Orleans, Mississippi, Alabama, and surrounding areas, motorists escaped to safety in advance of the hurricane, but many thousands of residents were unable to evacuate because they lacked access to reliable personal transportation. Many individuals too poor to afford a car or a hotel room or who could not drive because of age, illness, or disability were directed to facilities that lacked sufficient food, water, medical care, and security. Others tragically died in their residences, hospitals, or nursing homes.  

One of the lessons of Hurricane Katrina is that transportation officials and their partners in the local, State, and Federal government need to prepare emergency management and transportation plans that make special efforts to serve the most vulnerable segments of society. (At the transportation equity conference, Dr. Robert Bullard of Clark Atlanta University and Derrick Gordon of Miami Dade Transit discussed the challenges of this endeavor and strategies that communities can link environmental justice with emergency preparedness). 
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