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The Costs of Auto Dependency

By Lisa Schreibman

We are paying dearly for the American love affair with the car. We pay through taxes and out of our pock-
ets. The environmental costs are staggering, and the toll in deaths and injuries is comparable to the casual-
ty lists from major wars.

Automakers tell us their products are increasingly safe because they have anti-lock brakes, side-impact
airbags and lots of other gimmicks. But what they don’t tell us is that dependence on cars means we are
driving more, thercby negating the benefits of safety improvements.

The cost of cars and trucks should be compared with their benefits. The benefits: goods arrive cheaply, jobs
get created and formerly remote places become more accessible. But since auto advertising reminds us on
a daily basis of these advantages, I will refrain from doing the same.

Economic CosTs

In 2002, the federal government will spend $27 billion on transportation. Of that, only $3.3 billion will
be dedicated to pollution-reducing transportation modes—mostly transit. $200 million will go to plan-
ning, $500 million will go to recreational trails and the rest will go to roadway spending. The money to
pay for roads comes mostly from taxes on gasoline and tolls on roads and bridges. According to
Stephen Goddard in Getting There, however, 40 percent of all the funds necessary to build roads come
from general taxes levied on people regardless of their use of cars. [Cont 10
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“In our every de!:beratton, we must consader the rmpact of our decrswns on fhe nexl sevenge 'm

- From the Great Law of tho irc:qt o

Fight Auto Dependency and
Promote Transporiation Equity

By Tom Angotti

Dependency on the automobile as the main
means of transportation is one of the main rea-
sons for air pollution and its attendant health
consequences: lung disease, cancer, asthma, and
the growing population of obese and over
weight people, now 64% of the U.S. population
according to the Center for Discase Control.
I)c*iths by auto number over 40,000 a year in
the 1.5, a casualty figure that wouldn’t be toler-

Autos are displacing bikes in Shanghai

ated by the Pentagon on any battleficld. As Lisa
Schreibman notes in her article i this issue, gov-
ernment is all tied up throwing chenicals at the
West Nile Virus, whiclh has left far fewer casual-
ties than the car, while daily car crashes on high-
ways across the country are still treated as “acci-
dental” Instead of making auto dependency a
public health emergency, Washington and
Detroit give us new safety gadgets, false hopes
for alternative fucls, and other technological
fixes that induce more people to drive, buy big-
ger cars, burn more gas, and face the risks. As
seen by the auto and insurance industries, and
government regulators, “accidents” are the fault

of drivers, not cars that are, as Ralph Nuder
found decades ago,“unsafe at any spoed.”

Planners as a profession have been much better
than others at recognizing the effects of auto
dependency on the quality of urban life. Fhe
sprawl that comes with cars wastes land,
extends the workday for most people, increases
water pollution from runoff, and decreases pulx
lic space. Planners who back Smart Growth
imply a need to reduce auto dependency and
favor more benign modes of transporation.

Mzmv plzmncrs lmvc been voczll zldvocutcs of

ldU(m.
TRANSPORTATION JUSTHICE

Planners on the whole have been less respon-
sive to questions of cconomic and racial equity
in transportation planning, As John Stolz shows
in his article on page 3, much more needs to be
done to address the inequities in the planning
and development of transportation  systems,
Over the last decade, the environmental justice
movement has been the leading advocate for
the involvement of communities of color and
low-income communities in transportation deci-
sion making. LBugene Patron’s article about
Montgomery, Alabama. Patricia Nolan’s article
about Chicago, and the other cases noted by
stolz, give examples of the vibrancy of the trans-
portation justice movement.

In his other article, Stolz reminds us that
Congress will reauthorize the federal trans-
portation bill over the next yvear, and plannors
will have a new opportunity to advocite (ha
greater proportions of funding go to more covi
ronmentally friendly and urban friendly modes
Planners can also press for strengthening the
requirements for transportation cquity  ad
broad participation in transportation phanning

There is a darker side 1o the role of the planning
profession. In the immedinte postwii veas, the
largest organization of urban plinoers enthust-
astically supported the interstate highway sys
tem, federal urban rencwil [Contoon page 8]
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West Harlem Environmental Action (WE ACT)
has fought for years to mitigate the high con-
centration of bus depots in this New York City
neighborhood. Diesel exhaust has been linked
by researchers to asthma and cancer, and WE

ACT continues to demand that transportation
agencies deal with the health impacts of their

facilities.

This is one of many examples that show how low-
income and minority communities face the nega-
tive impacts of transportation investments. Over
the last decade, an environmental justice move-

Sisters in Action for Power:
Portland Youth for Transportation Equity

Sisters in Action for Power is a grassroots organization of young women
and girls of color in Portland. They have been organizing, educating and
building their membership for three years to get the Tri-County
Metropolitan Transportation District of Oregon (Tri-Met) to support
free transportation for youth during school hours. Such an investment
would alleviate hardships faced by low-income families and also
encourage greater ridership on public transportation.

The Portland School District is one of several across the country that
do not provide yellow school bus service to students living outside
walking distance of their schools. The decision not to provide school
bus service was made as a cost-cutting measure at a time when the
city’s public transportation system was widely regarded as one of the
most comprehensive in the nation. The decision, however, shifted the
burden of transportation costs from the schools to families, especially
low-income people of color.

Meanwhile, Tri-Met invested millions of dollars in a free public trans-
portation system for businesses and tourists in downtown Portland.
And neither Tri-Met nor the public schools took responsibility for the
difficult choices low- and moderate-income families were being forced
to make: between bus money and lunch money; between transporta-
tion to school and winter clothes. Students approach each other and
their teachers for money to get home, and some students are forced to
miss school altogether for lack of money.

In the fall of 2001, Sisters prevailed on Tri-Met to establish a discount
student bus pass for students living in the Portland school district.
Similar efforts are underway in Michigan, California and Rhode Island.

ment has arisen to fight the toxic dumps and pol-
luting industries that are more likely to find their
way into these communities. Transportation facili-
ties, from depots to highways, can be just as
threatening to health as chemical plants and
incinerators.

In response to the inequities in transportation
planning, most would agree that an equitable
transportation system should:

*Ensure opportunities for meaningful public
involvement in the transportation  planning
process, particularly for those communitics most
directly impacted by projects or funding choices;
«Be held o a high standard of public accounta
bility and financial transparency;

sDistribute the benefits and burdens from trans
portation projects equally across all income levels
and communities:

*Provide high quality services
access to economic opportunity and basic maohil

cmplisizing

ity—to all communities, but with an emphasis on
transit-dependent populations; and

*Equally prioritize efforts to revitalize poor and
minority communities and to expand transporta
tion infrastructure.

I'HE TRANSPORTATION EQUITY NETWORI

In 1997, as Congress prepared to rewrite the fed
eral transportation bill, grassroots organizitions
across the nation began to discuss how (hey
might develop a low-income, grassroots response
to transportation reauthorization. In January 1994
they formed a national coalition called the
Transportation Equity Network (TEN). The
Network developed the following issuc prioritics
*Clarify federal law to require involvement ol
transit riders in the metropolitan transportation
planning process;

*Require greater transparency in the transport
tion planning process so that local communitics
could better track how federal funds are spent in
their metropolitan regions;

*Enact the Job Access and Reverse Commute pro
gram to address the welfare-to-work needs of
local communities; and

*Ensure that local residents may have access (o
jobs on transportation construction projects built
in or near their communities.

Since then, TEN, staffed by the Center f(or
Community Change, has been an active pres
ence in Washington, DC and in local communi
ties across the nation, educating Congress and
the Administration on the community impact of
transportation planning and policy. Over the last

three years, members of TEN have opened doors
to significant breakthroughs in transportation
policy.

SPRAWL AND METROPOLITAN EQUITY

Nationwide, community residents are conscious of
the impact of transportation investments on met-
ropolitan growth patterns, particularly transporta-
tion’s relationship to sprawl. It is not simply a coin-
cidence that economic development tends to fol-
low transportation investment further and further
out into suburban communities.

From the perspective of low-income and minor-
ity communitics, particularly in metropolitan
areas, sprawl has a particularly pernicious and
deleterious impact. A growing body of research,
and an emerging consensus among researchers
and advocates, asserts that in metropolitan areas
the relationship between the concentrated
poverty of central city communities and the rel-
ative affluence of suburban enclaves is not coin-
cidental.

john a. powell of the Institute on Race and
Poverty at the University of Minnesota
describes sprawl and regional fragmentation,
and concentrated poverty and social inequity,
as two sides of the same coin. (“How Sprawl
Makes Us Poor” by john a. powell in The
Albuquerque Journal, March 22, 2002) The
same factors that push and pull families away
from urban centers and to the suburbs trap the
families left behind. Those able to leave—who
have the human and financial capital to do so—
leave for better jobs and schools, and invest
their financial capital in property likely to
increase in value. Those left behind must deal
with struggling schools, less human capital and
fewer financial resources.

This metropolitan dynamic has driven a num-
ber of organizations to embrace strategies to
arrest suburban growth and to create new life-
lines to economic opportunity connecting
inner-city communities to job-rich suburban
centers. In southeastern Wisconsin, for exam-
ple, a coalition of congregations known as
Communities United to Serve Humanity
(CUSH) is organizing in Kenosha County to cre-
ate a new bus line that will link the City of
Kenosha to a job-rich suburban community fur-
ther west.
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WELFARE REFORM AND TRANSPORTATION DEFICITS

The 1996 welfare reform law pushed millions of
low-income families with limited skills into jobs.
But studies show that up to 96 percent of wel-
fare recipients do not own a car and two-thirds

5)

Interfaith Federation Challenges an MPO:
Linking Metropolitan Equity & Environmental Justice

The Interfaith Federation is a multiracial, church-based metropolitan
organizing group in the northwest corner of Indiana. Less than an hour
from Chicago, race and class starkly divide the area. Highways criss-
cross the region, dividing neighborhoods and connecting suburban res-
idents to jobs, shopping and services. For poor and working-class peo-
ple, or those who cannot drive, the situation is bleak. Furthermore, bus
lines tend to stop at jurisdictional boundaries, isolating low-income res-
idents from job opportunities in southern Lake County.

In 1999 the Interfaith Federation accused the Northwest Indiana
Regional Planning Commission (NIRPC), which is charged with design-
ing an integrated transportation plan to serve the needs of the region,
of failing to meet the needs of its minority and low-income communi-
ties. According to the Federation, NIRPC ignored the implications of its
land use policies and allowed sprawling development that uses up
farmland, leads to environmental degradation and the abandonment of
existing communities, and exacerbates the inequities of the region.

Federal transportation law requires that NIRPC conduct its planning in
accordance with seven planning factors that include environmental
concerns; a balance between transit, highways and other modes; and
investment in safety and existing infrastructure. The Federation alleged
that NIRPC’s allocation of funding across modes of transportation
(highways, rail, buses, etc.) neglected low-income minority communi-
ties in violation of Title VI of the Civil Rights Act of 1964.

Fortunately, the federal government does play a role in monitoring or
“certifying” how well metropolitan planning organizations (MPOs) like
NIRPC comply with federal rules. The Federation held its own citizens’
hearing during NIRPC’s certification review. As a result of the
Federation’s organizing, the US Department of Transportation agreed
with the Federation and “conditionally” certified NIRPC, giving NIRPC
less than one year to develop a plan to bring it into compliance with
federal law.

Though the federal government eventually certified the NIRPC plan-
ning process, the Interfaith Federation extracted a number of reforms
out of the MPO. NIRPC instituted a study of transit needs, rewrote its
environmental justice compliance plan and redesigned its public
involvement plan. Furthermore, NIRPC reaffirmed its support for a
county-wide regional transit authority—a major priority for the
Interfaith Federation. In the late summer of 2001, the Lake County
Council voted to create a new Regional Transit Authority.

of the job growth in the nation’s metropolitan
areas has taken place in the suburbs. While the
strong economy of the 1990s helped to mitigate
the impact of existing transportation deficits in
many communities, lack of reliable and conven-
ient transportation remains a significant =
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Action in Flonda

A Commumty Struggie for a Sound Bamer i

The economic decline of the Overtown community in unincorpomtu
ed Dade County Florida began, according 10 most sesidents, in the
inte 1950s and early 1900s with the constr ucuon of Interstate 95
through this once vibrant Ah;mn Amumm commumw 111L 1115.,11\\&[\
cut the copmunity in half, Pu)pml\ \Alms u)lidpsc d and the highway
failed to provide commercial -ace css 1o Jocal businesses. Tor the
diverse communities living 1]011{., the 1:95 corridor between 95th and

103rd streets, the situation 5..:::w cven more unbearable \\uh 4 proj- -

cctin the late 1980s and i‘)()()s w mdm 1E1L mmsl.uc

Sybel Lee, a i'()unding'mcm].)c:r _01’ a fgmssmms_03.';;zmimtion named
Neiglhthorhoods in Action '_('N]A,}, ‘described the conditions under
which she lived at that time.*1n1992 a car carcened off of 195 into
my vard, and that started my ;_1ight__1_n_are,"’ said lee, whose house is
located just feet away from t"hc interstate (literally, the 1-95 chain link
fence touches parts of her home). She and her neighbors dealt \\111]
constant air And nomc pol]mlon dlld feared 101 111@11 safety.

In the spring of 2000, with thc- 'hc]p ()I‘ thc anily Admczlcv Center at
Barry Undversity, neighbors began to or g,dm/L This diverse neighbor-
hood comprised of Cubans, Puulo Ru,.ms, Jamaicans, Dominicans,
Central Americans, Haitians. and. African Americans came. ogether
around ‘the nuisance created by, the: 1115’11\\ ay. Meetings ‘were ¢on-
ductcd in Lns.,l;sh lumh Sp‘zmsh 411(1 Ii ulmn Q;L(Ji(, \IA wils bm ..

Ms. Ica-‘md hu nughhms notcd that a sa;mhu wademng pm;cu _

along another. part of the mlusmu. whuc W Ldi[hltl residents live,

\*IA munbc;s bcg,dn 10 dIand muun;_,s oI 1hut mumpol:t.an pl.m :

ning organization (MPO), Whmb is. ;uponsxblc for prioritizing trans-

portation projects in the region, dild raised their umu:; 08 Soan they )
Won, 1hc interest 0[ ! L()U]ll} u)mnnmonu Hmt suvad c)n the MPO:
'i)()di . In the summer of ’?0()() lhc\ I}Li(l gl mu!m;, Wﬂh d key dcu~ )
_smnwmake hom tht,. suu, an‘ulmcm ol Il.mspou.mon (DO])

At lhat mcctmg, LOIl’ll]lUIMlV 1(,s1dcm~, pwssui jo; 1hc constr umon of :
a sound b.uuer along 1hur pm uon of thc hl{.,h\’vd\ \Vh:lc th D()] "
ioﬂludl made. some umcuslons he ‘ug,uc d that thuc \VAS n()l Lnough _
&noncv for: the’ 1}10;u,t In 1c~ponsc an ‘\T}A mcmbcx bmug,hl up the.
issue of anmmmmal jl!‘:l[LL Ihue vou]s d]()I}L swmcd 10 wipe the

sm:iL imm the DOT ILp!‘L‘sLﬂldli\ s ldLC HL could nol ;usui"\ why

the w all stoppcd where it did, or why suthuuu i"um ing hdd nol been
raised for the pr oject.” Ehc sound wall 11.1(! i)un in 111L MPO s pi()}u_l .

list for years but had nLvu E)L‘(_ll bmit

The very next day, at an \il’() mcumg,, the same 1€p;csuuauv( 101d
NIA that the State DOT had nmaullousl) ‘found the funds to pay for
the construction of the mitigation wall. 1)()1 hq.,dn u)nsmmuon of
the wall in the summer of 2002,

sound bar uu) 1o protect: wﬂdems .
from noise and disr uption. In f.u,l munh of the mlusmtc has-a sound
bdmu but zt stops whexc 1hua modu‘nc—mu)m{, u)mmumu bc_;,ms .

obstacle to familics crying to poll diemsclves off
welfare and out of poverty,

Many Iow- and moderate-inconw Gondlics siynupgle
daily with inadequate public transporciion sys-
rems, but the consequences ol this transportidion
gap are felt most acutely by wellure recipicnis
struggiing to leave welfare for coployment,
Welfare recipients and employers aike consis
tently cite transportation as one of the maost sig-
nificant barriers to employment. Here are three
examples:

« A study by the State of [inois found that 45.7
percent of former welfare recipients were
unable to find or retain employment hecause
there were no employment opportunities near-
by.Almost 41 percent reported transportation as
a significant barrier to emploviment.

* A study by the State of Kansas found that lack
of reliable transportation was the second
biggest obstacle to finding and retaining
emplovment.

+The Welfare 1o Work Partnership, a coalition of

businesses, found that transportation was one
of the most significant barriers to employment
for their employees. Thirty-three percent of sur-
vey respondents identified transportation as
the top barrier to employment.

Recognizing these same barriers in their own
community, in 1998, the Interchurch Coalition
for Action, Reconciliation and Empowerment
(ICARLE) in Jacksonville, Florida, initiated dis-
cussions with members of Jacksonville's local
metropolitan planning organization, the local
transportation authority and the local work-
force investment board. Jacksonville’s tradition-
al hub-and-spoke transportation system helped
connect residents from more distant neighbor-
hoods to its central city, but failed to readily
fink residents in one neighborhood to another
or to job opportunities in the suburbs. In
response to 1CARE's recommendations, the

Jacksonville Transportation Authority and the

local workforce investment board developed a
joint strategy for new and expanded bus scry-
ice to better connect job seekers 1o job oppor-
tunities.

Los ANGELES Bus Ripers UNION

One of the major breakthroughs of the trans
portation equity movement came whon the
Los Angeles Metropolitan Transportation
Authority (MTA) and the Los Angeles Bus

Riders  Union, a project  of  the
Labor/Community Strategy Center, negotiated
a binding consent decree as part of 4 court set-
tlement. Title VI of the Civil Rights Act of 1964
prohibits recipients of federal funds from dis-
criminating on the basis of race, color or
national  origin.  In  the court  case,
Labor/Community Strategy Center and Los
Angeles Bus Riders Union, ef al v Los Angeles
Metropolitan Transportation Authority, the
court essentially found that the MTA had
wrongfully provided inferior services to Los
Angeles’ largely minority and low-income bus
riders. Furthermore, the MTA was directing
resources (o its commuter rail lines, which
served a more affluent and primarily white
population, at the expense of its bus users.
(See the article by Eric Mann in PV 149, Fall
2001

Beyond the Los Angeles Bus Riders Union and
Harlem's WE ACT, there are scores of community-
based efforts for fransportation equity around the
nation. They are the basis for the efforts of the
Transporttion Lguity Network to change nation-
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al policies and priorities for transportation plan-
ning and spending.

Rich Stolz is Deputy Divector of Public Policy at
the Center for Comununity Change and the
coordinator of the Centers Transporication
Eguity Project. The Center; a l’l::i?‘(ﬁJ«j‘%‘U@ year old
national non-profit organization based in
Washington, DC, is comunitied to building the
capeacity of grassrools ovganizations in low-
income and Mminority communities across the
Rlion.

For more information on the groups mentioned
above:

West Harlem Environmental Action:
WWW, Weact.org

Transportation Equity Network:
WWW.FANSPOrationequity.org
Labor/Community Strategy Center:

www.thestrategycenter.org

--Michael Moore, Stupid White Men

Detroit has proved it has the technology to mass-produce cars that get forty-five miles per
galton and trucks and vans that get thirty-five miles per gailon.,
eco-friendly Bill Clinton—who promised that cars wouid be getting forty miles per galion by
the end of his presidency—the average miles per gallon for vehicles went down to 24.7.
Generai Motors threw a lavish party in Washington for Clinton’s 1993 inauguration. | guess
it's just impolite to upset the host of a party given in your honor.

Clinton's greatest gift to the Big Three automakers was exempting SUVs from the mileage
requirements of regular passenger cars. Because of this exemption, these gas gluttons use
up an extra 280,000 barrels of fuef each day. That fuel demand is one of the reasons the
Bush adminisiration in pushing to drilt in the Arctic National Preserve in Alaska.

.. Yet after the eight years of

of city planners.

--Martin Luther King

When you go beyond the refatively simple though serious problems such as police racism,
however, you begin to get into all the complexities of the modern American economy. Urban
fransit 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 acces-
sibility 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 meaningful employment, then
they could begin to move into the mainstream of American life. A good example of this prob-
lem is my home city of Atlanta, where the rapid transit system has been laid out for the con-
venience of the white upper middle- class suburbanites who commute o their jobs down-
town. The system has virtually no consideration for connecting the poor people with their
jobs. There is only one possible explanation for this situation, and that is the racist blindness
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7th Generation [Cont. from page 2]

program, and mortgage guarantees for suburban
homeowners. Together these programs pro-
duced the sprawl and auto dependence we're
stuck with today. Today, for all the talk about
Smart Growth, the planning profession is still
utterly meek in addressing auto dependency.
Perhaps it's because most planners worlc in
sprawled suburbs that can do little by them-
selves to get out of their fix. But while jumping
on the Smart Growth bandwagon, planners
often end up advocating slightdy higher density
and infill housing without the mass transit, bicy-

i

Amsterdam: Cyclists, pedestrians and mass transit get preference.

cle or pedestrian systems that should go along
with them. The New Urbanists are perhaps at the
extreme - producing low-density walkable
enclaves that fit well within, but never challenge,
the auto dependent metropolitan regions.

The most important contribution that planners
can make is to join the national and global move-
ments for more sustainable and just transporta-
tion. In the U.S., awto and oil are still the largest
bloc among top corporations, and now they are
quite at hone in the White House, It will take a
major long-term cffort to dislodge them, a cam-
paign cven tougher than the one against tobac-

co. Organized labor is vivtlly absent from s
fight, and consumer groups iee splic, Uindike the
tobacco industry, auto and oil e buch bigger
and more heavily invested, They've not about 1o
give up an industry that sees a bright hiture in
world every bit as auto-dependent as the 185 1n
Asia, people are giving up walking ind cycling,
neodiberal trade policies have opened the daor
to transnational auto corporations, and the inter
nal combustion engine and chronic smog are
growing blissfuily into the fuiure,

GLOBAL AND LOCAL

Planners can also play an important rele through
focal action, They can work with advocacy
groups and activists to create dalternatives to the
auto. This can help change people’s travel behave
ior and consciousness about the environmental

consequetices of auto dependency. The series of

four articles on Toronto in this issue show how
advocates for pedestrians, cyclists and mass tran-
sit can work separately and together. They are
helping to save public transit from cutbacks by
conservative politicians who would never touch
the billions lavished on auto users for highway
construction and use,

Faculty and students on college campuses have a
special opportunity to fight auto dependency. As
Carlos Balsas says in his article, we can start riglt
where we arc and reduce and even climinae
auto use. Bicycle and pedestrian modes are hest
suited for the multiple short trips students and
faculty take in the course of their daily activitics,
They suit the limited budgets of many students
and faculty. And what a way to learn how to con-
vert our principles into practice and frain the
next generation of transportation planners!

IsrRAEL AND FHE OCCUriED VERRITORIES

Oren Yiftache!'s story in this issue shows how
fand use planning in ksracl and the Qccupied
Territorics reinforees inequalities based on eth-
nicity. B offers further evidence of how Israel’s
fand use policies result in the systematic removal
of Arab people rom land, perhaps one of the

Jargest and most brutal examples in the world of

urban renewal as a form of ethnic cleansing. We
invited Prof. Yiftachel to contribute this story
because so littde information about this massive
displacement process is available to planncers in
the 118, On October 16, PN Magazine sponsored
a forum in New York City called "Rebuilding
Homes in the Occupied Territories.” with Isracti

Jeff Halper and Palestinian Salim Shawamuch,

founders of a grassroots network of Palestinians
and Israclis that rebuilds demolished Palestinian
homes. Halper and Shawamreh were on a nation-
al tour and appeared on Pacifica Radio’s
Democracy Now.

LS. financial and military support of the Sharon
government-$3 billion a year of vour tax dol-
lars-effectively condones the illegal takecover of
Arab land by the Isracli government and Jewish
settlers and the formation of barntustans, Adam
Hanieh, in the October 2002 issue of Monthly
Review, tells the chilling story:

A nine-meter-high wall stretching for
hundreds of kilometers is being finished
around the northern West Bank towns of
Nablus, Jenin, Qualgilva, and Tulkarem. A
simitar wall is being built around
Jerusalem. In conjunction with this con-
struction, 4 new pass-card system has
been put in place that requires any
Palestinian wishing to move between
Palestinian towns to obtain a special
weekly permit issued by the Israeli mili-
tary commander of the West Bank.... In
essence, the West Banle has been divided
into three cantons—in the north, center,
and south of the West Bank-—with all
movement of goods and  people
between these arcas under the control
of the Israeli military. These three can-
tons in the West Bank are separated by
large Israeli settlement blocs and sprawl
ing highways that are off limits to
Palestinians. Special license plates distin-
guish between Palestinian and Israeli
drivers and constitute another pillar of
the emerging apartheid system in the
West Bank.
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If you read Edward Said's pained and impas-
sioned plea in the same issue of Monthly
Review, you may better understand how des-
perately the sitnation calls for political aiter-
natives to the Bush-Sharon axis and the ter-
rorism they both need and provoke to
achieve their colonial and imiperial objec-
tives. Ask your representatives in Congress
why the U.S. has for decades allowed Israel to
flaunt U.N. Scecurity Council resolutions call-
ing for an end to Israel’s illegal occupation of
the Occupied Territories, while paving so
much attention to Iraq’s purported (and
unproven) vielations.

As the U.S. prepares to invade Iraq to control
that country’s oil and get a strategic foothold
in the region, an adventurous act sure to create
havoc throughout the Middle East, protest is
the only thing that will stop them. And at a
time when the constitutional freedom of
speech is threatened in this couniry, we arc
obligated to defend our right to criticize and
oppose government policies we believe to be
morally and politically bankrupt. I invite other
views about the Middle Bast by PN members,
but I hope everyone will appreciate how little
space there is today in the mainstream media
for anything but blind patriotism beating war
drums. Why should planners be concerned?
Wwell, with the military budget going up and
revenues going down, we can kiss goodbye the
hopes for greater funding of community devel-
opnient, low-income housing, and healthier
urban environments. And we should oppose all
schemes for creating cities as segregated
enclaves for poor people based on their eth-
nicity.

Tom Angotti is Co-Editor

Network.

of Planners

PN AT THE ACSP CONFERENCE

Baltimore, MD
Nov., 21-24, 2002

Planners Network related events:
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* Panel on Chester Hartman's book, Between Emtinence & Notoriety,
Saturday at 2:15 PM
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SChI' eibman [Cont. from page 1}

Wiih the exception of integstate highway mainte-
nance and a few pork projects explicitly mandat-
ed by federal ransportation policy, most federal
money is allocated by the states. The states’ modal
choices vary widely. In 2000, Mississippi spent just
4.1 percent of its federat dollars on non-autome-
bile modles, translating to $.07 per Mississippian
for bicycle and pedestrian projects and $2.96 for
transit. New York State, on the other hand, led the
way in spending on alternatives to the private
automohile, spending 47.5 percent of its federal
funds on these modes. Per capita, $.48 was spent
on bicycles and pedestrians and §45.02 on transit.

And that is just for capital construction. Car own-
ers and goods purchasers-—in other words all of
us—also pay to operate vehicles. According to the
Surface Transportation Policy Project (STPP), the
average US household purchased $7,118 in trans-
portation services in 2000, accounting for 18.7
percent of the average household budget. That
made transportation second only to shelter as a
houschold expense, For houscholds in the
Houston-Galveston area, transportation costs
now make up 22.1 percent of the average family
budget and cost $8,840 annually—more than the
cost of housing, which is $0,536 or 16.3 percent
of the average family budget. Of total transporta-
tion costs in Houston, a mere 1.1 percent was
spent on public transportation.

These operating costs do not impact everyone
cqually. According to Jane Holtz Kay in Asphalt
Nation,“In large cities 60 percent of mass transit
riders are women, and 48 percent are African
American or Hispanic, more than twice their
number in the population... The 9 percent of
households that own no car comprise one-quar-
ter of the population with the lowest economic
strata and the most oppressed minoritics among
them”

Of course, if the only costs of auto dependency
were (o personal finances, supplementing lower-
income household budgets—similar to a food
stamp program-—mght solve the problem. The
societal payments, however, go far beyond cash
outlays for roads, cars and gas.

INEFFICIENT MOBHITY

The Texas ‘Transportation Institute’'s 7999
Mobitity Report found that Americans spend 6.2
billion hours stuck in traffic. The Federal Highway
Administration figures that time to be worth

about $43 bilion. iher ceonomists give price
tags as high as $1068 hillion.

It’s not easy to build our wiay out of the conges-
tion mess. When defays e caused by highway
widening projects, the tme delay for present
motorists may never be made ap by the tme siv-
ings of future motorists. According to STPP the
four-year project to widen 115 in Saft Lake City,
Utah from six to ten lanes will delay motorists il
teen minutes. When complete it will save drivers
only seven minutes and take seven years to break
even. An interchange project in northesn Virginia
that will widen 95 is estimated to cause half
hour delays for cight vears and save motogists
only thirty seconds when complete. And this proj-
cct will never break even.

DESTRUCTION OF OPEN SPACE

Cars are reshaping land uses. The advent of the
car allowed commerce, jobs and housing to be
separated. As a result, compact urban cores have
been replaced by suburban shopping malls, and
dense neighborhoods by suburban sprawl. Each
year from 1992 101997, 2.2 million acres of open
space was developed for housing, according to
the Department of Agriculture. That rate was 50
percent higher than in the previous decade.

Even in places that we do not associate with cars
or trucks, roadways are being cut at a dizzying
rate. According to the National Forest Service,
there are 380,000 miles of roads crossing just
300,000 square miles of forest fand.

RESOURCE DEPLETION

Roads have tremendous impact on wildlife.
According to Matthew Braunstein, writing for
Autoliree Tinres, US drivers kill or maim 400 nul-
lion animals cach year—more than all hunters
and animal cxperimenters combined. Roadways
built in forests disrupt ecosystems and housing
scattered across the landscape brings people and
animals into conflict, with animals always losing.

Cars use energy resources. Again in Asphall
Nafion, Holtz Kay estimates that in the United
States more than 50 percent of oil, 64 percent of
rubber, 33 percent of iron, 27 percent of alu-
minum and 20 percent of electronics and carpet-
ing goes to producing and maintaining, cars and
trucks. To make cars run, we buy 133 hillion gal-
lons of gasoline a yvear,

PorLiunon anp Heartu

Cars cause asthma attacks. A study published in
the Jowrnal of the American Medical Association
in 2001 found that acute asthima care events for
children--~those that required hospitalization-—
dropped by 41.6 percent in Atlanta when the city
banned many passenger cars from the centratl city
during the weekday morning peak period. That
policy was instituted 1o keep traffic moving dur-
ing the 1996 Olympics. As a result, the number of
vehicles decreased by 22.5 percent and the ozone
fevels dropped by 27.9 percent. Auto emissions
also trigger emphysema attacks and cause lung
cancer and a lost of other maladies. The American
Lung Associztion calculates the medical cost aris-
ing from auto pollution at $30 billion per vear.

CASUALTIES

Priving kills people. According to the US Census
Bureau, in 1998 auto crashes caused six million
injuries, two million of which were maiming and
42,000 of which were deaths. The West Nile virus,
by comparison, will kill a few dozen people this
year. Yet there will be no large-scale government-
sponsored programs to eradicate cars and warn
people of their danger:

NATIONAL TRANSPORTATION POLICY

Although most of the news aboutl auto use is
bad—miles driven annually is up and costs for
transportation are rising—{ederal policy has been
moving in the right direction.

Transportation policy over the past ten years has
shifted away from focusing solely on the automo-
bile. In 1991, the Intermodal Surface
Transportation Efficiency Act JS1LEA) for the first
time let state and local governments use federal
dollars for a broad range of transportation invest-
ments. Iederal funds spent on transit almost dou-
bled, from just over $3 billion in 1990 10 close 10
$6 hillion in 1999. The amount of federal money
spent on bicycle and pedestrian projects grew
from just over $7 million at the beginning of the
decade to more than $222 million by 1999,

At the same time, spending on road repair
increased from $5.8 billion in 1991 to $16 billion
in 1999, growing from 39 percent of the federal
transportation budget to 49 percent. Thus there
was a dramatic reversal of using the vast majority
of highway dollars to huild new roads. With the
federal shift, state and local money hegan to be
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spent on a wider variety of transportation uscs.
From 1990 to 1999, local and state funding of
public transit grew by 34 percent, from about
$5.8 billion in 1990 to $7.8 billion in 1999,

In one of the moest progressive government poli-
cies, Fannic Mae, the largest source of financing
for home mortgages, recently began a two-year
$100 miliion experiment that allows banks to
fend more money (o people with lower trans-
portation costs. The brochure for what has come
to be known as Location Efficient Mortgages
(LEMs) compares a non-car owning houschold to

A A

Cyclists dressed as asthma inhalers protest proposed

transit far hike in Toronto.

a carowning one, explaining that car owners
have more costs and therefore should qualify for
a smaller loan, assuming that incomes and prop-
erties purchased are equal.

But transportation policy doesn’t exist in a vacu-
um. Dependency on autos may continue even
while these new federal transportation policies
evolve. Housing decisions must also support sus-
tainable transportation, but because many housing
policies are local by nature, decisions are made
state by state, community by community. And as
more federal transportation functions are shifted
to the states, it will be more difficuit to develop a
sustainable national transportation system. We will
continue to pay the price for auto dependency.

Lisat Schreibman, AICE is an adjunct lecturer i
Hunter College, City University of New York,

Photo By Martin Reis
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Car Culture Is Alive and Well

In the last few years, Toronto’s newspapers have
been full of references to “gridlock” as the city’s
major transportation challenge. Letters 1o the
editor—mainly from car drivers—rant about the
amount of time it takes 1o wavel around the city,
while municipal politicians debate widening
expressways and giving priority to buses and
streetcars on roads. Meanwhile, the police con-
duct periodic enforcement campaigns, the main
intent of which appears to be to limit the obsta-
cles posed 1o motorized taffic flow by specifi-
cally targeting pedestrians and cyclists.

The alternative but minority view about gridlock
lies in reducing the number of cars on the road
(in absoklute numbers and in terms of the nun-
ber of trips they make each day); making public
transit an atteactive and viable travel option;
encouraging people to make short trips by alter-
nate means (such as walking or ¢ycling); making
movement of goods by truck more efficient; and
establishing land use polices and infrastructure
that support citywide public transit use, cycling
and walking,

Toronto is at a critical point. It can continue to
rely on motorized vehicles as the primary means
of moving people and goods, or it can choose o
acknowledge the enormous social, economic
and environmental costs of such an approach
arct shift its attention to setling goals that pro-
mote alternative modes of transportation and
implementing planning policies that support
them.

BACKGROUND

Five vears ago the City of Toronto had a popula-
tion of approximately 650,000 and, under the
leadership of a progressive City Council and
staff, was moving steadily towards a more sus-
tainable transportation system. With a reputation
as “the city that works,” it had a strong culture of
citizen participation. Since much of the city had
been laid out before the automobile became
dominant, it had the potential to be walking-,

By Janice Etter
cycling- and transit-friendly.

Toronto was surrounded by five other munici-
palities—three of them essentially post-Workd
War II bedroom suburbs—with which, since
1954, it shared an upper tier of government, the
Regional Municipality of Metropolitan Toronto,
or Metro for short. Metro ran both the Toronto
Transit Commission (TTC, known for over fifty
years s one of the premier public transit sys-
tems in North Americay and the arterial road sys-
tem, while the individual municipalities had
jurisdiction over local roads and land use,
Pedestrian infrastructure was a local issue, while
responsibility {for cycling infrastructure  was
shared. Metro was also responsible for consoli-
dated police and fire services.

Inn 1997 the Province of Ontario forced the amal-
gamation of the seven municipal governments
(six local, one regional) into one “megacity.”
Overnight, the City of Toronto had a population
of 2.5 million people and faced the challenge of
merging local and regional governance struc-
tures that had operated separately for almost half
a century. Compounding the challenge has heen
that the new City of Toronto is the heart of the
Greater Toronto Area, whose total population is
over 4.5 million, The consequences of amalga-
mation for the future of sustainable transporta-
tion in the post-1998 Toronto have been enor
mous.

Amalgamation presented an unparalleled oppor-
tunity for new and creative thinking about a city-
wide approach to transportation. At the same
time, it exacerbated the pre-existing tensions
between the high-density downtown core, the
medium-density inner ring of early suburhs and
the outer ring of more recent lower-density sub-
urbs that were built for the automobile. Further,
the balance of power on the new City Council
lay (and continues to lie) with the outer suburbs
and their councilors who, with few exceptions,
believe that increased car usage, and therefore
expanded road capacity, is inevitable. They have

little apprectation for the former city’s approach
to dealing with its problems of clogged roads
and a deteriorating environment through car
reduction, travel demand management, transit
priority and the development of an improved
travel environment and infrastructure for pedes-
trians and cyclists. Mixed and intensified kand
usc—hoth so critical 1o reducing car dependen-
cy through facilitating expanded public transit
and increased walking and cycling--are not
concepts they tend to be familiar with or friend-
by towards. Downtown councilors have strug-
gled to formulate transportation and kand use
policy alongside suburban councilors represent-
ing wards with three times the rate of car own-
ership, one-third the rate of transit use and very
low levels of travel by cycling and walking. Five
years after amalgamation, residents in the older
parts of the city casily get around their neigh-
borhoods by foot, bike or transit, while many res-
idents in the outer suburbs have litde choice but
to depend on the car to access the most basic
goods and services.

The opportunity for new and creative thinking
about transportation was quickly squandered in
the jockeying for position by a former suburban
mayor, city councilors and newly-formed city
departments (some of them headed by former
suburban bureaucrais). The only significant nod
towards acknowledging the need to reduce car
usage, especially in the downtown core, has
been a dramatic increase in parking fees and the
installation of parking controls in areas where
there were previously none. One strong indica-
tor of the extent to which the issue of sustain-
able transportation was lost in the aftermath of
amalgamation was the passage in 2000 of a con-
solidated Road Classification Systemn, which
reflected suburban values more than those of
the old downtown. In the opinion of many advo-
cates of sustainable transportation, classifying
roads strictly according to traffic operations and
maintenance criteria verifies the existence of a
rigid hicrarchy of road users. At the top is the pri-
vate automohile, with transit users, pedestrians
and cyclists all relegated to secondary and terti-
ary roles. The Road Classification System adlso
placed control over the entire system of road
rights-ofway--the major portion of the city’s
public  realm —under the control  of
Transportation Services. This created the poten-
tial for pre-empting policies aimed at better inte-
grating transportation, transit and jand use plan-
ning goals, and the long-term vision of trans-
forming arterial roads into mixed use “avenues.”
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By affirming the primary function of major roads
as conduits for private motorized traffic, the
adoption of the Road Classification Svstem sig-
naled to advocates of sustainable transportation
what an uphill battle they faced.

The market-driven proliferation of big-box stores
and drive-thrus, especially in the suburbs, has
further undermined attempts to combat car cul-
ture. Attempts are being made to prevent the
incursion of these facilities into the older parts
of the city, and to Hmit their expansion in the
suburbs. On a larger stage, the Province of
Ontario compounded the chaos faced by the
new City of Toronto by downloading responsi
— e

5 3

The best of Toronto's street life

bility for many scrvices and facilities, including
former provincial highways that pass through
the city. The province also eliminated its capital
support for the transit system, and continued to
cut back drastically on its operating subsidy. The
city’s effort to absorb these new financial
responsibilitics and at the same time avoid tax
increases resulted in a highly politicized battle
over funding priorities that cost sustainable
transportation dearly.

The only limited but substantive gains have been
made by cyclists, who have been more effective-
ly organized and vocal for the last twenty years
than either transit users or pedestrians. The
obstacles to furthering the cause of sustainable
transportation in the new City of Toronto are
daunting:

o monolithic, corporate-style municipal govern-
ment that is more subject to influence from paid
lobbyists than from the voice of citizens (who
have been officially labeled “customers™); =

Photo By City of Toronte
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«the retention of power by municipal engineers
whose uaining has made it difficult for them to

make the transition to thinking about the role of

urban streets as mukbti-functional, and the need o
treat all road users—including pedestrians,
cvclists and transit users—equitably and with
respect;

*a local police force that, like the Road
Classification  System, views pedesirians  and
cyclists basically as“obstacles” to motorized traffic;
«the province's view that Ontario’s auto indus-
try—one of the world's largest—is to be pro-
tected at almost any cost (since it provides
375,000 jobs, produces vehicles and parts worth
$249 million a day, generates hillions of doliars in
provincial taxes each year, and accounts for

“The new Official Plan emphasizes
improving the city's public realm,
reducing car dependency and
creating conditions that support
walking, cycling and transit use."

approximately 20 percent of the province's
gross domestic product);

san antiquated provincial Highway Traffic Act
that has not caught up with the need to protect
and advance the interests of public transit users,
pedestrians and cyclists;

*a provincial government that does not view
financial support of public ansit in Canada’s
largest city as its responsibility;

*a federal government that has eschewed
responsibility for supporting sustainable trans-
portation in uwrban centers across Canada
through funding and ax incentives; and
ssociety’s love of car cubture, which under the
influence of highly sophisticated and relentless
advertising, industry lobbying and the economic
power of the auto industry in Ontario, strongly
influences the political decision-making process
at all levels.

Despite these hurdles, there are local organiza-
tions and individuals promoting sustainable
planning and environmental solutions that are in
harmony with global movements to make our

communitics more livable. Indeed, increased
public concerns about air quality encouraged
city politicians (o sponsor North America’s fivst
Car Free Day (albeit o modest dfairy here in
2001. Additionatly, local activists are fighting to
rescue roads and neighborhoods from the domi-
nation of the auwtomobile through regular
demonstrations such as Critical Mass hicycle
rides and Reclaim the Street eventsThese efforts
are as much a struggle to create safe and equi-
table conditions for all citizens as they are a fight
to take back lost public space.

Citizens' efforts to renew the momentum for
sustainable transportation are detailed in the
accompanying  articles. Over the past three
years, the City of Toronto has been developing
a new Official Plan to replace the plans of the
seven former municipal governments, Still in
draft form as of September, 2002, it is a vision-
ary document intended to guide city phinning
for the next thirty vears, At its heart is a strong
emphasis on improving the city’s public realm,
reducing car dependency, managing travel
demand by private vehicles, promoting transit-
supportive land use and transit priority, and in
general creating conditions that support walk-
ing, cycling and transit use. The proposed plan
has many detractors who continue to defend
the prevailing car culture. It also has many sup-
porters, however, who believe that if it is adopt-
ed and used effectively by citizens, Toronto’s
transportation system can move in a new and
more progressive direction that will address
existing social, economic and environmenial
inequities.

Until then, and until the accumulated small
successes of individual advocates and groups
become part of a broad movement for change,
the transportation system in the new Toronto
will continue to: be dominated by car usage;
discourage increased walking, transit use and
cycling; compromise air and water quality; con-
tribute 1o noise pollution; drain local econom-
ic vitality in parts of the city; impede the main-
tenance and development of healthy, sustain-
able communities; and result in thousands of
collisions that akter the lives of pedestriuans,
transit - users, cyclists  and  responsible
motoerists.

Janice Elter is a resident of Toronto aid respon-

sible wrban traveler

Toronto Cyclists Fight for Respect

Cyclists from elsewhere often think Toronto is
bicycle heaven. This tenacious myth rests largely
on the bikefriendly reputation garnered by the
very different pre-amalgamation city—the “old”
city—and its 1995 citation by Bicycling maga-
zine as North America’s best city for cycling.

Did Toronto deserve the award? The question is
now moot. The city was far from the utopia por-
trayed by the magazine—no Amsterdam or
Copenhagen, or even Seattle or Portland—but
some important progress had certainly been
made in the preceding two decades. Today's
Toronto, however, is not even in the running,
though the sheer number of downtown cyclises
continues to startle visitors. Everything changed
in Toronto, as discussed by Janice Etter in this
issue, with the redrawing of municipal bound-
aries and the dawn of a new suburban-dominat-
ed political culture.

Although many of the threads that form the
warp and weft of cycling in Toronto could prof-
itably be teased apart to reveal rruths about the
overall fabric—among them issues of infrastruc-
ture, community, lack of intermodal integration
and inequity of funding between modes—we’ll
focus here on the illuminating, though perhaps
less obvious, topic of safety.

THE RHETORIC ABOUT SAFETY

“Safety” is a buzzword in Toronto’s cycling
scene, and it means many things to many peo-
ple. For City Hall, official public messages focus
almost solely on the need to increase the indis
vidual competence of cyclists, to the near
exclusion of any critique of Toronto’s heavily
motorized traffic environment. Toronto’s police,
too, reinforce the notion that cycling safety is an
individual responsibility and  misrepresent
urban cycling as a reckless activity perpetrated
chiefly by empty-headed scofflaws who need to
be “educated” Their periodic “safety crack-
downs” target cvclists who fail to put down
both feet at stop signs on otherwise empty
strects. This is, riders are told, “for their own
good” Police media releases dealing with cyclist
fatalities routinely highlight—and the papers
dutifully report—thar the deceased was not
wearing a4 helmet, irrespective of where blame
may actually have lain.

By Nick Gamble and Nancy Smith Lea

Other stakeholders in the city’s cycling scene
take a broader stance on the issue of safety.
Advocacy for Respect for Cyclists (ARC), a small
but effective grassroots organization, argues that
it is driving, not cycling, that is dangerous, and
that inadequate infrastrucrure forces bikes and
ars to compete for the same road space, with
predictable consequences for the safety of rid-
ers. Though the point may seem obvious, it is
commonly seen as a fringe position, ARC often
adopts an in-your-face approach to serving the
cycling community and pushing for change. It
organizes regular on-street actions, sometimes in
collaboration with environmental and other
groups, such as a smog day event in which
activists wearing asthma ventijator costumes col-
lect a ten-cent toll from drivers—the same
amount that had just heen approved for a transit
fare hike. The group also encourages cyclists
injured on streets with poor cycling infrastruc-
ture to sue the city for negligence, and provides
a list of bike-friendly lawyers - to help with legal
defense when a cyclist is charged with an unjust
traffic or criminal offense.

The divisive rhetoric about safety thwarts the
struggle of Toronto cyclists for increased
respect, better facilities and improved traffic
conditions. The blame-the-victim safety message
bolsters the notion of the private automobile as
king of the road, and fails to encourage drivers—
or anvone else—to re-examine a status quo that
impedes the perception of hiking as a valid,
viable and socially and environmentally valuable
transportation cheice. The cycling advocates of
ARC respond to attempts to marginalize them by
combining political pressure with fun public
actions, in an effort to create a mutually sup-
portive community among riders.

CycCiLinG CASUALTIES

In 1996, the vear following Toronto'’s Bicycling
award, ARC was instrumental in persuading the
regional coroner 1o convene an inquiry into the
preceding decade’s 13,475 recorded collisions
between motor vehicles and cyclists, forty-seven
of which resulted in cyclist fatalities. The resulr-
ing report, released in 1998, made numerous
hard-hitting safety recommendations. Yet four
yvears later very little progress has been made
beyond the city's planned expansion of bike =
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routes in outlying areas. No one doubts that
some city staff and councilors still have an inte-
grated vision for cycling in Toronto. Their com-
mitment shines clear in a largely dark firmament.
On paper, many of the programs they propose
and support seem cause for optimisn.

For example, the city’s ten-year cvcling plan,
approved last year, foresees a thousand kilome-
ters of bike lanes and trails by 2012. The City
Counctl, however, must approve the plan’s budg-
et cach year and, with only 130 kilometers of
infrastructure in place, the first year's allocation
squeaked through intact only as a result of inten-
sive palitical lobbying. The plan itself lacks ambi-
tion in several areas, most notably in its failure to
improve infrastructure and safety in the danger-
ous fraffic environment of the city core, where
the concentration of cvclists is heaviest. Instead,
it focuses on the installation of bike lanes on the
technically and politically casiest streets—wide
suburban roads with plenty of room to add bike
lanes without reducing motor vehicle capacity
or parking.

ARC sees the failure to protect and support
Toronto's riders as nothing less than an abdica-
tion of municipal responsibility. The more that
biking is portrayed as an inherently dangerous

activity, the fewer new riders will take to the
strects. And the fewer the cyclists, the less habit-
uated motorists will be 1o accommodating theny,
and the less safe will be those cyclists who do
venture onto the streets, This, in tarn, fuels the
perception of inherent danger. It is, pardon the
pu, a vicious cycle, a malign inversion of the
theory of strength in numbers.

Nick Gamble and Nancy Smith Lea are com-
madfer cyclists in Toronto and jounding mem-
bers of ARC. Smith Led is « veseearcher at the
University of Toronto, where she recently com-
Pleted an M. thesis thal studied different
approaehes and bDarviers fo urban cycling. She
can De reached af nsmithleca@kf oise utoron-
10.ca

For more information visit:

Advocacy for Respect for Cyclists;
WWW.respect.1o

Torounto Bicycle Master Plan:
www.city.toronto.on.ca/cycling/bikeplan.itm
Toronto Regional Coroner’s Cycling Report:
www.citv.toronto.on.ca/cycling/coroner_index.htm
Rocket Riders:

www. torontoenvironment.org/rocketriders/ind
ex.html

Toronto’s Eco Foot Soldiers Take Back the Streets

Toronto streets once belonged to pedestrians.
Archival photos from over a century ago show
people walking along and crossing strects wher-
ever they wished in order to reach their destina-
tions. Horse-drawn vehicles and early bicycles
wound their way around the walkers, in recog-
nition of the shared function of streets as for
both people and vehicles.

By about 1925, however, cars had come to dom-
inate Toronto streets. Bver since, walking or
using an assistive mobility device (a wheelchair
or scooter) has become an increasingly uncom-
fortable, inconvenient and, for many, dangerous
mode of travel. Yet it has taken decades for
pedesirian issues to make it onto the city’s polit-
ical agenda, and for walking to be acknowledged
as a legitimate form of urban travel that must be
supported by infrastructure and an appropriate

By Janice Etter and Rhona Swarbrickfor
travel environment,

The first official acknowledgment of pedestrians
came in the mid-1990s, when a single pedestrian
representative was added to the former Metro
Toronto Cycling Committee. Around the same
time, the first citizen’s pedestrian advocacy
group was formed. In 1998, the newly amalga-
mated City of Toronto established separate com-
mittees to advise City Council on issues affecting
pedestrians and cyclists. Both the Pedestrian and
Cycling Committees are supported by a
Pedestrian and Cycling Infrastructure  Office,
which is part of Transportation Services. This
arrangement has posed major challenges, since
pedestrian concerns are as nwuch about the qual-
ity of the urban environment for pedestrians as
they are about narrowly defined transportation
infrastructure, such as sidewalks, signal hght tim-

ings and the placement of pedestrian cross-
walks,

Working through various Council standing com-
pittees, individual advocates and the Pedestrian
Committee have succeeded in raising the level
of awareness of the wide range of issues refated
to pedestrian spaces and travel, especially the
need for safer street crossings. Advocates look
forward 1o the emergence of a champion on City
Council who will consistently challenge the pre-
vailing philosophy of Transportation Services—
that meeting the needs of pedestrians (and
cvelists and transit users) is secondary to moving
vehicular traffic efficiently.

THE PEDESTRIAN CHARTER

A major achievement of pedestrian advocates in
Toronte was the adoption hy City Council in
May, 2002 of a citizen-inidated Pedestrian
Charter The charter, supported and advanced by
the city’s department of Urban Development
Services, is the first such charter to be adopted
by a Canadian municipality. The eminent urban-
ist Jane Jacobs, a Toronto resident, wrote in her
letter of support for the charter that, °T have
always believed that a city’s walkability is one of
the most important measures of its health and
vitality. The Pedestrian Charter is a clear and con-
cise statement of what is needed to create an
urban environment in all parts of Toronto that
supports and encourages walking” The Charter
outlines:

ssix urban design principles that ensure that
wallging is safe, comfortable, convenient, contin-
uous and direct for people of all ages and abili-
ties: accessibility, equity, health and well-being,
environmental sustainability, personal and com-
munigy safety and community cohesion and
vitality;

sspecific actions the city can take to create an
urban environment throughout the city that

encourages and supports walking as a form of

travel, exercise and recreation; and

«the social, environmental and economic bene-
fits of creating a pedestrian-driendly environ-
ment.

In passing the charter unanimously, City Council
acknowledged in principle that encouraging and
supporting pedestrian trave]l will contribute 0
improvement in the quality of the public realm,
and create a more vibrant, beautiful, prosperous
and livabie city. It is now up (o citizens to ensure

that the Charter is used by all city departments
as a tool for decision-making that affects pedes-
trians.

Other small victories are also beginning (o accu-
mulate, The city’s preliminary 2003 budget, for
example, includes for the first time ever a fund-
ing allocation for a4 pedestrianbased mitative:
the first stage of a ten-vear program ro provide
essential sidewalk links on arterial roads and
transit routes across the city. Also, the ¢ity’s draft
Official Plan fully acknowledges the benefits of
supporting and encouraging pedestrianism by
changing transportation and Jand use policies,

and placing greater emphasis on the quality of
the urban landscape. Many challenges, however,
remain.

PEDESTRIAN SATETY

About 2,200 reportable collisions occur
between motor vehicles and pedestrians ciach
vear, As recently as 1999, fortyfive pedestrians
were fatally injured on city strects. Berween
January and September of 2002, thirty-six were
killed. Many of the deaths occur on four- 10 six-
lane suburban arterials, where the distance
between protected crossings can be up to a
mile. This is one measure of how hostile the

pedestrian environment is in the newer parts of

the city, and a contributing factor to the low
number of people who travel on foot in these
areas, =

Toronto's suburbs: Waiting for the bus that never comes.

Photo by City of Teronto
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Another problem is the aditude of the Toronto
Police Service, which routinely holds victims

responsible for their own injuries and deaths if

they cross a streer mid-block. Yet mid-block
crossings are legal and necessary, for example 1o
access many transit stops, which are frequently
the only destination points for pedestrians in
suburban areas characterized b}-‘ low density and
highly segregated land uses

Toronto has a long way to go before conditions
improve, even in the areas that already have
high levels of pedestrianzation, and before the

number of people who travel regularly by walk-
ing can increase significantly in all parts of the
new city. There is much to be done 1o rechim
our streets for who were recently dubbed in a
focal aewspaper the ciry’s “real eco foor sol-
diers”

Janice Efter and Rhona Swarbrickfor are
Jowunding members of the recently-formed

Pedestrian Planning Nelworl, which can be
reached ¢/0 Rrojana@aol.com. The Toronio
Pedestrian  Charter  can  be  Jound ar
WwW loronto.ca/pedestrian

Transit’s Lost Decade: Rocket Riders to the Rescue

A recession at the end of the 1980s followed by
deep funding cuts in the 1990s resulted in a “lost
decade” for the Toronte Transit Commission
(TTC). Fares doubled and services across the city
were cut by between 10 and 20 percent. Annual
ridership fell from a peak of almost 465 million to
372 million between 1988 and 1996.

The squeeze on public transit inspired the found-
ing of a transit users group, Rocket Riders, whose
lobhying efforts have helped stave off an even
deeper collapse of what was once one of North
America’s premicr transit systems.

FUNDING AND SERVICE CUTS

At the start of the TTC's lost decade, a “fair share”
funding agreement stipulated that transit riders
pay two-thirds of the system’s operating costs
through fares, while the municipality and the
provincial government share the remaining one-
third. But in the mid-1990s, a neoconservative
provincial government cut its share of operating
and capital funding to zero, and the cash-
strapped city—already reeling as a result of the
downloading of other financial responsibilities
from the province--could not make up the dif-
ference. Per year, $100 million (all doilar figures
are Canadian) was lost from overall transit fund-
ing. Services were chopped in an attempt to min-
imize the shortfail, and riders were called upon
to make up most of the difference. Since 1990,
monthly passes have jumped from $49 1o $93.50,
and the singleride fare has shot up from $1.10 10

By Mike Olivier and Gord Perks

§2.25. While doubled fares may seem a4 more
telling blow to transit riders than a 10-20 percent
service cut, reaching for a few more coins is & rel-
atively bearable price to pay for efficient, reliable
service in the middie of a Canadian winter; an
oxtra ten or twenty minutes waiting in the snow
for a bus or streetcar is not, Yet in 2002, during
peak travel periods there are 265 fewer buses on
city streets than there were in 1989 and forty-
nine fewer streetears than in 1982

In addition to cuts in the system’s capacity, the
quality of surface transit service in Toronto today
is compromised everywhere by the lack of prior-
ity given {o its vehicles on city streets. In the
older, denser parts of the city, long waits and
severe overcrowding are commonplace. For
example, the frequency of the heavily used
Carlton streetcar, a major east-west route, has
been cut by more than 35 percent over the past
decade. In the sprawling suburbs, where rider-
ship is traditionally lower, the lack of commit-
ment to transit-supportive fand use has resulted
in steadily declining service levels. Many former
riders have gotten off the bus and into their cars,
and those who can’t afford, or on principle
reject, that option have no choice but to walk,
often long distances. Less frequent service exac-
erbates the small,*ordinary” delays caused by traf-
fic or boarding problems and, with not enough
play in the system to absorb such delays, causes
wide and frequent swings in refiability and vehi-
cles to bunch up. Ten vears ago a4 minor delay
would result in a handful of riders waiting down

the lne; today there will likely be a horde. What
would have been a five minute wait for a street-
car (and 4 seat) can now be a twenty minute wait
for standing room on a jammed streetcar which
is followed shortly by a veritable caravan of
empty cars.

The subway system has fared somewhat better
than the surface system. The number of trains
operating during peak periods has increased by
close to 10 percent since 1982, despite recurring
problems with delays due to cuts in funding for
maintenance and the deterioration of the surface
feeder system.

Rocker RIDERS 1O THE RESCUE

In the mid-1990s, Rocket Riders was founded and
began pushing for a better deal. The largely vol-
unteer organization boasts over 300 members
and a dedicated core group. Its successes include
a major lobbying effort in 2001 that helped pre-
vent a4 fare hike by the narrowest of margins. It
has also fought in coalitions with other groups on
common issues. One joint effort recently helped
defeat a controversial plan to explore widening a
six-lane expressway that runs down a major river
valley from the northern suburhs to downtown.
In another, Rocket Riders supported the Toronto

Womern's Network’s efforts to study the effect of

transit cuts on cconomically marginalized
women of color. Recently it was instrumental in
persnading the TTC to develop a “Ridership
Growth Strategy.”

Tre CoMinG CRrisis

In 2002, projected ridership has climbed back up
1o 418 million. But in 2003, the TTC will face its
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worst budget problems ever—municipal transit
reserve funds are all spent, wages are climbing,
and riders now pay a whopping 82 percent of
the system's operating costs. The TTC is likely to
be $70 million short of what is needed to keep

“The successes of Rocket
Riders include a major
lobbying effort that helped
prevent a fare hike.”

fares at current levels and maintain already dimin-
ished service levels. This will lead to both a stag-
gering fare increase and deep service cuts—cuts
that will not involve nipping and tucking, but
revamping and eliminating routes. Parts of the
city will slide towards rush hour-only service or
no service at all, sending even more people into
cars,

The next few years will prove decisive in the
struggle to restore the T'TC to a semblance of its
former health. The crucial guestion is: Will the
city and the province invest in sustainable trans-
portation, or will they continue to vainly hope
that transit riders will keep paying more for less?

Mike Olivier is a member of Rocket Riders and
Gord Perks is with the Toronto Environmental
Alliance.  For more information  visit
wew torontoenviromment.org/rocketriders/ind
ex.btmif and wreie foronto.on.ca/tic
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TEA-21 Reauthorization:

The Agenda for Transportation Equity

In 2003, Congress will begin debate over the reau-
thorization of the federal transportation hill, the
Transportation Equity Act for the 278 Century
(TEA-21).

Most  industry  stakeholders  (governments,
builders, etc.) want significant increases in trans-
portation spending in the transportation bill. At
this point, Congress seems more likely to tinker
with the law rather than increase gas taxes or
ientify other revenue sources for transportation
funds, but this may change after the November
clections. As an alternative to increasing taxes,
many dre pressing for innovative financing strate-
gies, sucly as the creation of a new government-
sponsored enterprise modeled after Fannie Mae,
which underwrites home mortgages, and tax
credits to create incentives for private investment
i transportation infrastructure. Much of this
thinking is in response to the slumping cconomy
and the growing federal deficit.

There is alse a major movement in Congress to
streamiine the environmental permitting process.
The streamlining proposals before Congress, how-
evern, could have dire affects on public involve-
ment in the transportation planning  process.
Many members of Congress appear to be interest-
ed in the movement of freight across the country
and building into the transportation planning
process a more explicit role for freight movers
and shippers.This is tied to broader congressional
arerest in intermodalism (pertaining to highways;
transit; port and airport facilities). Congress is also
Hkely to take up legislation on passenger rail, air-
port facilities and port security in 2003.

THE TRANSPORTATION EQUITY AGENDA

In 2003, Congress will be debating other bills rel-
evant to the lives of low-income and transit-

dependent populations. There is the possibility of

significant new housing legislation in 2003, as
well as the reawthorization of the Workforce
Investment Act, which governs the nation’s job
training systen. Also up for reauthorization is the
Child Nutrition Act and, if Congress fails to com-
plete action on it this year, welfare reform. The
November 2002 elections will have a significant
impact on the committees in Congress with juris-

By Rich Stolz

diction over the transportation reauthorizaton,
Some important senators and representatives are
in hotly contested elections. And Senator Gramm
(R-TX), ranking member of the Senate Banking
Committee, and Representative Borski (ID-PA),
ranking member of the House Highway and
Transit Sub-committee, have already announced
their retirements.

The main transportation equity issues that appear
to be of concern in reauthorization include the
following.

1. Increase Resources for Public Transportation
«The Amalgamared Transit Union has a proposal
for a Flexibility Incentive Grant (FIG). Carrently
thirty-four states only allow state gas tax or related
transportation revenue to be spent on highwavs,
‘T'his program would allocate flexible transporta-
tion funds to those states that amend their state
consttutions to: 1) create a transportation (rust
fund that distributes transportation dollars for
both transit and highways; or 2) unlock their exist-
ing highway trust fund, by distributing transporta-
tion dollars for both highways and transit; or 3)
increase the percentage or level of spending ded-
icated to alternative transportation.

*Many TEN groups have urged opposition 1o an
Administration proposal to increase the local
match requirement for the New Starts program
from 20 percent to 30 percent. The New Starts
program funds new fixed guideway rapid bus
transit or rail projects. Research suggests that
increasing the local match for New Starts while
leaving the local match requirement for highways
at 20 percent would put new transit projects at a
competitive disadvantage in the transportation
planning and funding process.

sSeveral organizations, including seniors and dis-
ability rights advocates and the LA Bus Riders
Union, are calling for Congress to allow transit
agencies to use their federal funds to cover the
cost of operating expenses. Without this flexibili-
ty, many transit agencies could expand their bus
systems by purchasing more buses, but would be
unable to cover the operating expenses associat-
ed with expansion.

2. Address Needs of TransitDependent Populations
«Increase funding for the Job Access and Reverse
Commute progran, 4 welfare-to-work transporta-

tion program enacted as part of TEA-21. Many TEN
organizations have worked to bring these
resources mto their conumunities, and have suc-
cesstully implemented new welare-to-work trans-
portation projects. This program has a great deal of
support in Congress, but it could be improved to
make it easier for non-raditional transportation
providers to run these programs and to make the
local match requirement fess burdensome.
sAdvocate for new federal requirements to pro-
mote better coordination among transportation
planning and implementing agencies and human
service agencies (hospitals, public housing author-
ities, welfare agencies, workforce investment
boards, senior scrvice organizations, disability serv-
ice organizations and others).

«Increase funding for Section 5310 (Senior Transit
Services) and 5311 (Rural Transit Seevices) so that
local communities may better meet the needs of
transit-dependent populations that may  experi-
ence isolation due o their physical condition or
location.

3. Strengthen Environmental justice
+Strengthen language around Title VI of the Civil
Rights Act of 1904 to make clear that individuals
have the right 1o sue states under claims of dis-
parate impact.

s Establish performance measures in the metropol-
itan certification process laying out clear expecta-
tions for compliance with Title VI, the Americans
with Disability Act, and other civil rights laws with
respect 10 the transportation data collection, plan-
ning, project delivery and distribution of benefits
analysis.

*Set aside a fund to address the community devel-
opment needs of low-income and minogity conr
munitics whose economic and public health has
been harmed by past transportation projects locat-
ed in their communities.

4, Increase Public Involvement

sImprove the annual fist of projects that metro-
politan  planning organizations (MPOs) are
required 10 use to account for how federal funds
are spent in their jurisdictions. The list should have
a stundardized format, include specific and consis-
tent data, and he geographically coded. This would
allow communities 1o better understand patterns
of (13 UESPOT tation investmnent.,

*Set astde a fund that could support the outreach
activities of local community organizations in
regard to the transportation planning process.
+Require MPOs and transit agencies to expand
their board membership to include key con-
stituencies—organized labor, transit users, envi-
ronmental agencies, human service agencics—
that have not bcul effectively involved in the
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transportation planning process. Also, require that
citizen advisory councils be incorporated and
worked into the MPO and State transportation
planning process so that they have a voting 1ole.
sRequire that citizen advisory councils be estab-
lished in the MPO and state transportation plan-
ning processes, and grant them a voting role.
Alternatively, Establish a clearer .‘:ldnddld, including
performance  measures, for effective  public
involvement, with penalties and rewards.

5. Promote Local Hiring

sAllow for local hiring agreements in and near
communities experiencing high rates of poverty
where major transportation projects are built.

21

.Behmd thefNew Transportation Bill:
' History of ISTEA and TEA-21

m '1998 (:o'm,n»
'-91) This bﬂi setas dé mare 111.m

u}sli) n.monw:dc oV C N]"i }’L«li
1 l]ac Htl!,,k, ()! 52

_.‘_iw cx;mu ] 2(){)% Lu.h year, (,ong,_
"J_bll]l()l] f()l u ulsporl luon-r tlu_l projt

) 11.11 (,()m.icss Ln 1uc.d in: 19‘)1 ASTEA e
-nmm;)ohl‘m pldnmn,s_, or;,.tm/duons (MP(_ ;
ivolvement inthe tr I]‘:])Urh!i!()]: pl‘mnmg, pro
.com;)rdwnswe i spormuon phﬂmng.. Proc:
'u)mnmmty ::upac

,and atumptcd 1o create. a more
: _mmdiul 01 ulvuonmul

.T I.A 21 gmu]x m( lCd‘:(,d th Iu:uimg, .imuums dt,dmuui to sm {CE
and m(]ude : O :

at .1[[ levels of ihc me{ropohun and stat \'uk 11 mspm'i. 1, pl.ummg px()uss, -

ensure, that they.are in: ".omplmnu v\ 11!1 4 mng(, (Jf Rdu xi iq.,:sl‘mon and g.md.mu
uuludms, uwuommnml justice; :
*ANCW pl‘mnm;, pu)cluu that xcqu;m
which federal iunds are ‘\])L!)l {h.:i Wil
parency in the try
= The Job Ace _‘md RL\
the feder government distributes ap to $150 million a year to Jocal communitics
o address welfare-to-w ork iy Ansportation needs of Iuw—mc ome residents.

11’0s m c:e.uc an anpual lm 01 projecis for

=] umcu.(! 1hc Jumsj)m mm)n ] qmty 4(! ,rm fhe )l st ( em’w ;f ( ] EA-.

he dnlct of lhc Imcmmdui ‘Smfme ]rmrspoitu!mn g ﬁtuc’m ;,'A“«
ablished the Iomni aupthority.of
a(ul A reqmrunuu for publm

andd

n:mspm-wtion_
+An dmr:mhmﬂl lhdl uqlnrcs‘ rcpu,stm m\u ot Hlds‘: 1ransit users. 10 he, u)mulud

*A scquuumm that the: public_be m\ol\td ity the, triennial certification process
during w hich the federl government.reviews the planning practices of MPOs to

‘zliow foa 5,re‘11u 41(.(.,()1!1]1.!1)]111} and trans-

'S¢ (,ommulc Lompcuuw g.,: Ang pmg.,mm under which

«Require states to set aside one-half of one percent
of their federal highway transportation funds for
supportive services to address the training needs
of women and minority pre-apprentices, appren-
tices and workers in the transportation construc-
tion field.

6. Additional Ideas

+Create incentives for developers to locate afford-
able housing near transit services,

+Set aside resources, including technical assis-
tance, for non-metropolitan jurisdictions and tribal
governments to support local highway and transit
planning.

s Make the annual list of projects and the MPO cer-
tification maore like the community reinvestment
process so that it reveals patierns of discrimina-
tion and disinvestment.
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Increased Public Transportation Will Result in

Environmental and Energy Gains_

By the American Public Transportation Association

An independent study by three top cconomists
demonstrates that increasing public transporta-
tion use is the most effective—and possibly the
only—way 1o improve air quality and reduoce
energy consumption without imposing new
taxes, government mandates or regulations. In
the study, energy and environmental savings
were calculated for more than a dozen metro-
politan areas in the United States.

Conserving Inergy dand Presereving the
Fnvironment:  The  Role of  Public
Transportation concludes that public trans-
portation generates 95 percent less carbon
monoxide (CO)Y, 92 percent less volatile
organic compounds (VOCs), and about half as
much carbon dioxide (CO2) and nitrogen
oxide (NOx), per passenger mile, as private
vehicles.

The report was authored by Dr. Robert ]
Shapiro, managing director of Sonecon, LLC and
non-resident fellow of the Brookings Institution
and the Progressive Policy Institute; Dr. Kevin Al
Hasserr, resident scholar of the American
Enterprise Institute; and Dr. Frank §. Arnold,
president of Applied Microeconomics, Inc.

The study shows that public transportation
already saves more than 855 million gallons of
gasoline or 45 million barrets of oil a vear, This
number is equivaient to the energy used to
heat, cool and operate one-fourth of all
American homes annually, or half the energy
used o manufacture all computer and clec-
tronic equipment in America annually.

“We all know that a rail car or bus carrying
forty people is far more efficient than a car
moving just one person. What people may not
realize is exacty how much energy is being
saved, and how these savings add up to millions
of barrels of oil conserved and mitlions of tons
of harmful emissions avoided each vear” said
Dr. Robert ). Shapiro, co-author of the study.
“Increased use of public transportation is an
important answer to two national challenges—
greater energy independence and a cleaner
environment—that our natien has been grap-
pling with for decades”

The study also shows that if one in ten
Americans used public transportation regularly,
US reliance on foreign oil could be cut by more
than 40 percent. This is nearly equivaient to the
amount of oil we import from Saudi Arabia
every year, Environmental benefits would also
be significant. Without any new government
mandates, regulations or taxes, the United
states would be abie to reduce carbon dioxide
emissions by more than 25 percent of the stan-
dard set under the Kyvoto Agreement.

Amaong the study’s other major findings:

Iven small increases in transit usage would
help many of the sixteen major US cities which
currently fail to meet EPA air quality standards
for CO or smog to improve their air quality,

For every passenger mile traveled, public trans-
portation is twice as fuel-efficient as private
automobiles, sport utitity vehicles (SUVs) and
light trucks.

It one in seven Americans used public trans-
portation for their daily travel needs, they
would help prevent global warming in the
United States by cutting CO2 by the equivalent
of nearly 20 percent of the CO2 emitted from
fuel burned for residential uses and maore than
20 percent of all CO2Z emitted by commercial
crrerprises.

If one in five Americans used public transporta-
tion daily, it would help reduce CO pollution by
more than all the CO emitted from the entire
chemical manufacturing industry and all metal
processing plants in the United States,

“This study clearly shows that more energy is
used getting people from place to place than in
producing all goods or running all the homes in
America,” said William W. Millar, president of the
American Public Fransportation Association
(APTA), the non-profit organization that com-
missioned the study.

For more information on the American Palic
Transportation Association, visit their website
Www.apta.com.

College Campuses:

mobile dependence. Automobiles are the focus
of transportation systems and they very often
govern planning and decision-making processes.

It is widely accepted that trends in motorization
on college campuses are the same as those expe-
rienced by society at large. In the last decade,
campus planners have struggled to provide
access and maobility without destroving campus
qualities as distinct communities. Many universi-
tes are exploring a range of environmentally
appealing solutions to atleviate congestion and
improve safety in response to a number of fac-
tors: federal requirements concerning air quality;
increasing congestion; lack of {and for parking;
the high cost of constructing parking structures;
pressure to reduce traffic’s impact on surround-
ing neighborhoods; and limited financial
FCSOUTCES.

How have college campuses encouraged a
modal shift from cars to other modes, in particu-
[ar to bicycling and walking? What opportunities
are there to create sustainable campuses with
bicycle and pedestrian planning? 1o answer
these questions 1 will evaluate the results of a
survey of eight bicycle- and pedestrian-friendly
campuses. This survey shows that college admin-
istrators rarely consider bicyele and pedestrian
planning to its fuil extent and that more can be
done to integrate nonmotorized modes in an
alternative ransportation package. College cam-
puses, due to their pro-active educational milie,
arc privileged places in which to communicate
sustainability and help reshape society’s trans-
portation patterns.

Tur UNIQUENESS OF CAMPUSES

College campuses are very distinet communi-
tes. They are places where people of different
backgrounds, incomes, fifestyles and attitudes
come together to live, study, work and recreate.
College campuses build societies that are at
otice both transitory and lasting, and have an
ideal hhwuman scale. The traditional campus
adheres to the basic principles of the neotradi-
tional town, concentrating a variety of functions
within reach of pedestrians, Campuses are usu-

Sustainable Transportation Laboratories
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By Carlos Balsas

ally self~contained neighborhootls where class-
rooms, offices, apartments, student centers, child
care facilities, performance halls, art galleries,
gymnasiums, swinuming pools, sports arenas and
shopping places are all in close proximity, They
have their own streets, squares and open spaces
where people can stroll and get together. And
. . e

In the last 23 vears, Copenhagen has reduced car
built an extensive network of bike lanes.

while most campuses do not totally exclude the
automobile, walking is the expected way to get
around, although rural campuses are normally
more auto-dependent than urban ones.

College campuses are a good example of a “peo-
ple’s place.” In many communities, college cam-
puses are often among the area’s largest employ-
ers. They have their own energy plants and
water treatment facilities. But besides producing
or processing energy, water and waste, college
campuses are also major raffic generators,
which require extensive parking areas.

While university campuses may be distinct, they
do impact neighboring communities in many
ways, especially in regard to issues associated
with parking, traffic, service access and off-cam-
pus housing. While communities are dealing
with these impacts through the allocation of
neighborbood residential parking permits and
prohibition of nonresident parking during
school hours, colleges are minimizing  their
impacts in order to become more sustainable
communities, the result of a legal requirement
that emplovers of 100 or more people imple-
ment employer trip reduction programs. =

Photo By Tem Angotti

traffic and



» Planners Network » No. 153 » Fall 2002 Planners thwork * No. 153 « Fall 2002 « 25

A sustainable transportation system has been
defined as one that satsfies current transport
and mobility needs without compromising the
ability of future generations to meet their own,
Sustainable transportation planning on campus-
es can provide incentives for walking, bicvcling,
ridesharing and taking mass tansit, while dis-
couraging the use of single-occupancy cars by
passing on the {full costs of parking to drivers;
sustainable transportation planning also links
transportation planning to land use planning.
University campuses can constitute a laboratory

Maodes

Figure 1. Comparison of 1995 national modal share with
an average for eight selected campuses.

for testing and implementing various alternative
transportation strategices, reducing infrastructure
costs and minimizing their impacts on surround-
ing areas. One aspect often overlooked by cam-
pus administrators and pilanners is the college’s
potential to affect not only the transportation
behavior of the campus population in the pres-
ent but also the transportation habits and the
cavironmental awareness that students can
develop in the longterm.

One of the main problems is that campus plan-
ners and administrators were trained when the
auto was king and are reluctant to change.
Students, however, who are more open-minded
and have the potential to become “movers and
shakers” if properly motivated, can become pow-
erful forces for the establishment of bicycle and
pedestrian-friendly communities.

TRANSPORTATION DEMAND ManNaceMment (TDM)
STRATEGIES

Transportation Demand Management (TDM) can
be defined as a package of planning strategies,
incentives and disincentives that emphasize

alternatives 1o single-occupant vehicle travel
DM includes not only traffic engineering
schemes such as traffic-calming, but also muid-
modal solutions. The most widely implemented
solutions are parking management, carsharing,
park-and-ride, mass transit, vehicle technology
and alternative fucls and the use of the internet
and video to provide online classes and trans-
portation information,

Car-hbased transportation has many hidden costs.
Ir is expensive and inefficient over short dis-
tances and is a major contributor to global

taking public transit, bicycling and walking.

Universities are also working in collaboration
with transit agencies across the country 10 pro-
vide innovative transit pass programs. For
instance, free transit passes may be funded with
student fees or through innovative partnerships
with local municipalities. This has become known
as “Unlimited Access.” It reduces the demand for
parking, increases student access to housing and
employment, helps universities recruit and retain
students, reduces the cost of attending college,
and increases transportation equity. In order to
reverse transit’s negative image, transportation
agencies are decreasing headways and increasing
service amenities, ¢.g. providing passengers with
real-time  schedule  information  through
Intelligent Transportation Systems,

The partial replacement of university vehicle
fleets with alternative fuel vehicles and tech-
nologics such as compressed natural gas and
electricity is also being attempted by a growing
number of universitics, as well as the recycling
of operation fluids. Telecommuting, flextime and
distance learning are “soft” approaches that may
posidvely impact the campus eavironment by
reducing congestion and demand for parking.

A truly integrated TDM program may bring many
environmental and societal benefits by enhanc-

ing the use of existing transportation systems. 1f
fewer cars are traveling to campus, then fewer
parking spaces are required, lower maintenance
costs are incurred, and the land currently used
for parking can be converted to other, more
rewarding uses such 48 open Space or new envi-
ronmentally sound rescarch buildings. This can
only happen through a comprehensive
approach that promotes alternative transporta-
tion modes and restricts or charges for car usage
at full cost, with the fees redistributed to
improve the alternative options.

ble to many people who cannot drive, especially
the young. On some campuses biking is deeply
rooted in local culture. Walking, on the other
hand, is the primary mode of transportation for
many people, although few of us may realize
how big a part it is of our daily trips. Walking is
fast, direct and has no costs involved. Both these
modes have many health benefits.

1t is well-known that college students cycle at
much higher rates than the general popwation.
Students are usually more environmentaily con-
scious and receptive 1o new ideas. They are phys-
ically more fit, have restricted budgets, live close
to campus and often afready own a bicycle. Stafff
and faculty members share some of these char-
acteristics and many are influential members of
the local community; as potential bicycle advo-
cates, they can help persuade city officials and
campus administrators to implement policy
geared towards cycling.

On campus, walking is affected by how safe
intersections are. Walking is also affected by
how comfortable the walking environment is;
protecting pedestrians from the weather, pro-
viding good illumination and improving the
visual appearance and amenities, ¢.g. litter con-
tainers and benches, can all encourage more
walking. Despite  the Americans  with
Disabilities Act (ADA) of 1990, the disabled still
have problems with stairs, narrow  passage-

ways, long distances, slippery surfaces and
poorly illuminated arcas.

Many college campuses lack bicycle paths and
lanes, intersection treatments, signage and park-
ing. Many times bicycling on campus can be dan-
gerous. Accidents can occur because of speed-
ing, mixing types of traffic, poor right-of-way
design and the propensity of cyclists to ride out-
side the routes designated for them and ignore
traffic rules and regulations. Because bicycles are
not considered “design vehicles,” in many cases
engineers and campus planners have not con-

100% warming. The major problem with automobility, WALKING AND BICYCLING ON CAMPUSES sidered the special needs of bicyclists. The lack
0% however, is the amount of parking it requires. On of secure hicycle parking increases the possibili-
80% college campuses parking is a common problem, walking and bicyeling are complementary  ties for theft, which acts as a major deterrent to
5 mzj’ - - @ - - Fight Campuses Underpriced parking subsidizes students who modes of transportation to get to and around  bicycle use.
= fgy:) Tabulation drive to campus, while students who walk, bike, campus. At many colleges a high percentage of
3 ;;0% —f——National Maodat or ride transit to campus rarely receive any sub- students live on campus, and another consider- Bt v THE VANGUARD
& som Share sidy. These different treatments are being recog: able percentage of students and sgaff live within
20% nized by a growing number of campuses that are a reasonable walking and cycling distance. The  After screening more than 3,000 campuses
10% restricting parking in the campus core and hicycle offers riders speed and flexibility over  nationwide, I found the following campuses
0% implementing parking management programs short distances. It produces no pollutionr, uses no  have undertaken many actions to provide safe
which charge higher fees and are coupled with cnergy. can be accommodated with relatively lit- cycling and walking conditions to their campus
<* innovative ways to promote allernative modes— te space, is fast, sitent and cheap, and is accessi-  communities: University of California-Davis,

University of California-Santa Barbara, University
of  Colorado-Boulder, Cornell  University,
University  of  Oregon-Eugene,  Stanford
University, University of Washington-Seattle and
University of Wisconsin-Madison. All cight cam-
puses have TDM strategies in place,

It is estimated that approximately 14,000 peopie
commute to UC-Santa Barbara by bicycle on any
given school day. In Davis, a smali city twelve
miles from Sacramento with more than fifty
miles of bicycle patis, an estimated 15-18,000
bicycles are used on a daily basis,

The University of Washington-Searttle’s  UPASS
program has been a national model in trans-
portation management. In fact, UW-Seattle has
seen its population increase by 7 percent since
1991 while vehicle trips to and from campus
have decreased by 5 percent. At UC-Boulder, a
new fleet of buses and the “Ecopass™ program
allow employers to buy passes for employees and
passholders ride the buses for free, Total transit
use i1y the City of Boulder and the 1C campus has
increased 400 percent in the last five years. At
UwW-Madison, the Campus Transportation
Committee approved {ree rides for a one-year
trial period effective September 2001,

Some college campuses are providing limited
free parking while strongly enforcing parking =
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rules, UO-Bugene has the lowest number of park-
ing spaces per thousand people. Stanford, on the
other hand, has the highest number, but based
on economic feasibility considerations, it has
stopped providing more  parking. Econoniic
incentives arc also being used to discourage driv-
ing. For instance, Stanford pays 2,500 employees
who do not purchase a parking permit through
its “Clean Air Cash” program,

ORGANIZATION AND PLANNING

Six of the cight campuses have bicycle and pedes-
trian committees. The remaining two only have
transportation advisory committees. Four campus-
es currentdy have a full-time bicvele and pedestrian
coordinator, and these campuses tend to conduct
surveys more often and attract more funding,

Three campuses have bicycle plans. UG-Boulder
has a plan called *Blueprint for a Green Campus,”
and UwW-Scaule has a campus master plan that
strongly encourages nonmotorized transporta-
tion. It is important to institutionalize THDM poli-
cies in the planning soutines of the university and
1o incorporate campus-wide nonmotorized urban
design guidelines with site and master planning. It
is also important o integrate and coordinate plan-
ning efforts with surrounding communities.

BICeYCLE FACILITIES

The components of a successful bikeway system
on campus include:

*Bicycle paths, lanes and routes

sBicycle racks, lockers and other bicycle park-
ing structures

*Dismount zones

«(Re) designed intersections and crossings

s Showers/changing rooms

+Signage and markings

= Traffic-calming measures

PROMOTIONAL MEASURES

Many promotional measures are used to adver
tise alternative transportation. These include:
sBrochures and bhicvcle maps

= Business discounts

sConferences and special events

«Involvement with bicycling clubs and environ-
mental groups

*News in the media and online

«On-campus bicycle shops and tire inflation
centers

EDUCATION AND ENFORCEMENT

Some argue that the campuses that best accom-
maodate bicyclists also enforce some of the most
stringent bicycle regulations. In extreme casces
fines and tckets for incorrectly parked bicycles
and for those who fail to comply with the bicy-
cle dismount policy are applied. Several campus-
es impound bicycles and only release theny after
the payment of a release fee The program at UG-
Davis requires that every bicycle on campus be
registered, which helps to both locate the bicy-
cle owners in cases of theft and fund the pro-
gram; there is also a bicycle traffic school for vio-
lators, Pedestrian safety, especiafly at night, is a
Zrowing Concern on many Canpuses,

CONCLUSION

The results of these measures can be seen in
Figure 1, which #ustrates a much more bhalanced
and equitable modal share on the eight campuses
when compared with the national average. The
kev message is that some college campuses are
clearly de-marketing automobile commuting and
actively promoting alternative transportation
maodes. In order 10 create more hicycle-und walk-
ingdriendly campusces, efforts need to focus on the
following seven measures: 1) TDM strategics;2)
organization; 3) planning; 4 facilities; 5) promo-
tion; ) educatgon; and 7 enforcement. Although
these measures need to be tailored to tocat condi-
tions, they should not be implemented alone
because ondy the development of highly integrated
strategies has the potential to improve sustainahil-
ity. Universities can take a Jeadership role and pro-
mote environmentally sound programs. The need
and opportunities fos addittonal improvements in
nonmaotorized travel are countless, bounded onidy
by our creativity and willingness to take risks and
improve our way of living. The overriding issuc is
our way of thinking and the need to change rou
tine decisions, levels of commitment and our own
behavior As David Weerts noted when writing
ahout the UC-Davis experience,“Those looking for
solutions to worsening air quality, traffic and park-
ing problems may well find the resources, expert-
ise and enthusiasm (o establish workable bicvele
programs right in the midst—at their local institu-
tions of higher learning.”

Carlos Bealsas is a Ph.D. candidaie in the
Depertment of Landscape Architecture eand

Regional Planning  at the University of

Massachusetts, Ammberst, This article is excerpl-
ed from a longer version forthcoming in
Transport Policy,

Following Rosa Parks:

People in Montgonmery, Alabama will tell you
that as much as the city likes to sce itself as
part of the “New” South, [ocal politicians have

been slow to give up their old, dirty tricks. For

the better part of the 1990s, the Montgomery
City Council and Mayor threatencd to shurt
down the local bus system because ridership
had been steadily declining. Local officials
ignored the obvious connection bhetween the
decline in ridership and the city's efimination
of fixed bus routes and bus stop signs in 1997
You can't count riders il the riders can't find
the buses.

Way back in 1880, Montgomery could boast
being one of the first cities in the Western
Hemisphere to have an entirely electrified pub-
lic trolley system. But this tidbit of local trans-
portation history pales in significance with the
story of Rosa Parks’ refusal to siv at the back of
a Montgomery city bus in 1955 The ensuing
A8 [-day boyvcowt of the municipal bus system
saw thousands of people walk to work or hitch
rides rather than condone government-sanc-
tioned discrimination. Six vears after Parks' ini-
tial act of defiance, the US Supreme Court
ruled that segregation on city buses was illegal.

The courts may have removed overt racial seg-
regation from the Montgomery public trans-
portation system, but little was done 1o pre-
venta reactionary political establishiment {rom
making planning and economic development
decisions that would rob the transit system of
riders and funds. During the twenty-two-vear
reign of Republican Emory Folmar as mayor of
Montgomery (1977 to 1999, the city’s bus svs-
temr shrank as fares increased.

At the same time, white flight and urban
sprawl moved better paying jobs away from
the city's core and increasingly beyvond the
reach of the disappearing city transit systen.
The state of Alabama spent only $19.5 million
ayear of its federal transportation funds under

TEA-2T on public transportation compared 1o

5533 million for highway and bridge projects.

Transportation funding is lopsided in favor of

ailtes 1 Alabama, a state where 20 percent of
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‘. Montgomery Bus Riders Organize

By Eugene J. Patron

the population earns under $10,000 a year
Windy Cooler, exccutive director of the
Montgomery Transportation Coalition (MTC),
comments, “They were diterally tearing up
many sidewalks so you couldn’t walk. It was
getting pretty awful around here At the age of
twenty-seven, Cooler already knows a lot about
how to fight City Hall—and win, When asked
about how the guest to improve public trans-
portation is going, she says, with a mixed laugh
and sigh, “Things don’t change much in
Montgomery”

But Cooler is being modest. Since the MTC was
formed in 1996, the group has been successful
in demanding that the Monrgomery Arca
Transit System hire new staff, buy new buscs,
increase the number of routes, and reinstall
bus stop signs. As a result, bus ridership is up
90 percent in the last two vears.

This past summer the MTC really shook things
up when a US Department of Transportation
review panel affirmed the Coalition’s charges
that Montgomery's Metropolitan Planning
Organization (MPO)Y had vioklated the 1964
Civil Rights Act. The review panel took the
MPO to task because: it failed to evaluate
whether its planning has adverse impacts on
minority or low-income populations; failed to
monitor ozone levels in accordance with the
Clean Air Act; and did not make any of its
Surface Transportation Program funds available
for public transportation.

As a result, Montgomery joins Miami, Florida
and Northwest Indiana in becoming only the
third metropolitan area ever (o be conditional-
Iv certified to receive federal transportation
funds. Should the city not correct these prob-
lems by January 2003, Montgomery could very
well have to forfeit federal transportation dol-
lars.

As part of its findings, the federal review paned
also called on the MPO to establish o Citizen’s
Advisory Commitice (CAC) and develop a
Public involvement Plan. But, according to
Cooler, from the start the MPO has not been
willing to accommodate any [Cont. on page 29]
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The Highway to Inequality:
Ciudad Viva Fights the Costanera Norte

Despite a long six-year battle, the Ttalian firm
Impregilo began work in January on Costanera
Norte, a new highway through urban Santiago,
Chile. The construction work began after a
controversial  decision by the National
Environmental Comumission (Comision
Nacional de Medio Ambiente or CONAMA) to
allow the concessioned highway to run
through the ¢ity's Mapocho River.

According to Ciudad Viea (Living City), a locai
nongovernmental organization formed from

the original anti-highway coalition, “The com-

munitics succeeded in saving a good part of
the neighborhoods that would have been
destroved, but now the entire city is touched
by the damage to its river”

Chile’s new environmental legislation requires
that the project underge an Environmental
Impact Assessnment with public participation.
The project received fierce opposition from
the Architectural Society, the Enginecring
Society, the Chilean Society of Transport
Engineers, environmental ogrganizations and
community groups over concerns for cconom-
ic, environmental, urban design and cquity
jssues. Design changes have since increased
costs from $120 million® to $480 million, of
which the taxpavers will pay $120 million.

The events have uncovered a serious lack of
independence on the part of CONAMA, which
has acted as both project proponent and the
deciding regulatory body. The decision to build
the highway was made by national ministers
directly chosen by President Ricardo Lagos, the
principal force behind the project. The govern-
ment has never officially produced the written
decree authorizing approval, nor has it pro-
duced the studies of social benefit analysis that
are needed to justify construction.

Why has this happened and who will benefit
from this project? These are key questions for
one of the world’s most polluted cities, which
has more than 4,000 annual deaths attributed
o air contaminants. At the same time, Chile
already suffers from significant inequality in

By Patricio Lanfranco
Santiago, Chile

income distribution; on the continent, only
Brazil has greater incguality.

The government befieves that the bighway will
reduce poliution and congestion, despite
claims to the counter from local transport
engineers. International studies indicate that
within a five-year period new  highways
become 90 percent filled, mostly with induced
traffic that would not have occurred without
the new roadway. Moreover, the concessions
given to the private sector firm provide a prof-
it motivation for the f{irm to cncourage as
much traffic as possible. In less than three
years, Santiago will have significantly more
cars, contamination and congestion.

On June 3, 2002, a rainstorm lasting sevonty-
two hours swelled the size of the Mapocho
River tenfold. In only twenty-four hours half of
the city was below cighty centimeters of
water, and of course, it was the poorest com-
munities that suffered the most, with 100,000
persons made homeless and loss estimates of
berween $180 and $230 million. The severity
of the flooding was worsened by the road con-
struction; despite the millions of dollars dedi-
cated to it, there was no counsideration of the
highway's impacts on drainage or the blockage
of the river's natural flow.

Santiago,a city of five million people, generates
11.1 million trips each day. Of these, 43 per-
cent are made by microbus, 7 percent by
underground metro, 20 percent by private
automobife, 1.4 percent by taxis and “colee-
tivos” (taxi vansy and 27 percent by walking or
cycling, The Costanera Norte highway project
will only serve the 20 percent that travel by
car, and specificaliy those living in the wealthi-
est commuunities of Vitacuar, Las Condes and La
Delesa, With the same investment, one could
finance ninety-six kilometers of exclusive bus
corridors with articulated buses of the same
quality as Bogotd’s TransMilenio, which cost
approximately $5 million per kilometer. The
difference would also mean the establishment
of an cfficient, clean and safe transit service
that would serve 80 percent of the population.

— =

The same funding could even finance 75 per-
cent of the drainage system that would avoid
the terrible tragedy of the recent flooding.

Public works are a mechanism that can help
direct the private sector toward efforts that
reduce income inequality. Investments in road
projects only serve to stimulate more auto use,
urban sprawl and pollution. More investments
in parks and plazas, sidewalks, cycle ways and
public transit have positive impacts on health,
cnvironmental quality, safety and security, pub-
lic space and quality of life, especially among
the poorest communities,

“Growing with Equity” was the campaign slo-
gan of President Lagos. Now, $120 million is
heing obligated to subsidize a privileged
minority in order to have the perception of a
faster and more comfortable commurte, This
damount is 120 times more than has been
invested in reversible or exclusive lanes for
buses (barely $1 million), even though exclu-
sive busways would greatly smprove travel

Patron [Cont. from page 27]

vredible degree of public review. The bylaws
drawn up for the CAC severely limic its inde-
pendence and its ability to contribute anvthing
meaningful to the planning process.“This plan
would be bertter called a Public Dis-involve-
ment Plan,” she sayvs. *What little we have won,
mamely a Citizen's Advisory Committee, we are
having even that Httle progress challenged.”

While more than 30 percent of Montgomery's
population is African American, the members
ol the MPO (chaired by Montgomery Mayor
Bobby Bright) are all white. In contrast, the
board of the MTC very much reflects the aver-
age Montgomery bus rider: the majority of its
members are African American, Morcover, the
MTC recognizes that problems with public
transportation arve part of the larger picture of
ceonomic and political disenfranchisement
with which its constituency struggles. High on
the list of prioritics for MTC members is the
desire to own a successful small business, live
independenty into old age and allow for fami-
lies to go where they need to without enor-
mous expense. So 1oo is the ability to walk and
hike peacefully in their own neighborhoods.

I June of this year the MTC partnered with

times (fifteen minutes per trip), reduce con-
taminant levels by 17 percent and produce
financial benefits through significant increases
in efficiency and productivity.

A member of Ciudad Viea commented, “At
least we have a sense of pride in waging a great
barde against the ill-advised, illegal, corrups
and uncthical actions that have characrerized
this project” Ciludad Viea will continue to
explore new legal actions, alliances with other
groups and a campaign to dissuade potential
investors from buying the necessary bonds for
this controversial project.

[FAIL dollar figures refer to US dollurs.]

Petricio Lanfranco is a member of Ciudad
Viea, This article was reprinted with permis-
ston from the Institute for Transporiation &
Development Policy from the sustainable
transport c-update, August/Septeniber 2002,
Jor more information on the e-updeale, see
wieneitdp org/Sle/index. biml.

the Surface Transportation Policy Project
(STPP) to hold a national transportation sum-
mit under the banner Reclaiming The Dream.,
The summit was a chance to revisit the birth of
the 1955 Bus Boycott and the movement it
spawned, and to explore the place of trans-
portation issues in the struggle for economic
freedom, social justice and scif-direction.

This fall, Cooler and members of the MTC are
riding the buses and talking to people about
joining a new lobbying campaign: to get the
city council to pass a law guarantecing that the
public will be given at least thirty days notice
before any changes are made to the transit sys-
tem. As it stands right now, staff at the
Montgomery Area Transit Svstem and the city
officials they answer to can make changes to
the bus system at will and without public noti-
fication.

Things may not change quickly in
Montgomery, but the struggle for change is as
strong today as it was in Rosa Parks” day.

Fugene Paltron is a student at the City
University of New York and Lditorial
Assistant for Planners Network,
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Equal Access for All:

In 1997, Chicage’s Mayor Richard Daley said
that public transit was “frrelevant” and had *lost
its constituency” The Chicago Transit Authority
(CTA) cut service. Members of the Chicago City
Council and Mlinois General Assembly tried to
minimize or ignore the public’s anger about
problems with public transportation. The deep
service cuts made public transit less attractive
to many riders, and impossible for some who
lived or worked in neighborhoods that lost
service entirely. Since then, the public transit
infrastructure has continued to crumble.
Qurdated tracks, rail cars and buses make many
transit rides long and unpleasant. Chicago’s
transit system is on the verge of collapse and
needs to be rebuilt.

But the mayor, CTA and many elected officials
didn’t anticipate organized protest. Transit vider
activists, Ieaders of Chicago’s senior citizen
coalition, the disability rights community and
community leaders from African American and
Latino neighborhioods organized protests
against the service cuts. At public meetings and
marches, minority neighborhoods were heavily
represented. Over the past ten years, neighbor-
hood organizations have come together in sev-
eral key organizing campaigns that significantly
raised the profile of the transportation equity
issue in the city and region. In the course of
these campaigns, grassroots activists and transit
riders challenged transit officials, city and state
clected officials and congressional representa-
tives to improve transit services, invest in tran-
sit infrastructure and hold the line on service
cuts and fare hikes.

CAMPAIGN FOR Brrrer TRaNsIT Is BORN

The Campaign for Better Transit (CBT, which
serves as an active and organized voice for pub-
lic transit riders in Chicago, was launched in
1999 by a coalition of community organizations
and transit advocates, CBT is a special initiative
of the Neighborthood Capital Budget Group

(NCBG), a non-profit citywide coalition of

grassroots community groups and neighbor-
hood economic development organizations,
NCBG represents over 200 community-based
organizations and focal economic development

Chicago’s Campaign for Better Transit

By Patricia Nolan and Jacqueline Leavy

groups, and participants are located in every
one of the city’s fifty wards. It has worked for
over a decade to increase public investment in
neighborhoods in order to repair the long-neg-
lected and crumbling infrastructure that exac-
erbates urban blight and holds back communi-
ties from achieving real economic recovery and
revitalization,

Public transportaton is viewed by neighbor-
hood activists as a critical lifeline. It connects
communities 10 one another; job opportunitices;
basic services such as health care, job training
and education, and recreational and cultural
opportunities, in downtown Chicago and
throughout the metropolitan region.

Transrt EQuiTy

African American and Latino grassroots Ieaders
are convinced that the CTA balances its budget
at their expense. They complain that the CTA
uses a “double standard” in applying service
cuts and fare increases. In their communities,
buses run less frequently, rail stations are in
worse shape, bus shelters and benches are
fewer in number, and equipment is not weik-
maintained. Bus and rail service have steadily
decreased over the years.

African American and Latino bus riders seport
long waiting times, frequent breakdowns, and
buses that are overcrowded, fack air condition-
ing and do not meet their schedules They cite
widespread instances of broken fare collection
equipment on buses and al train stations in
their communities, asserting that for years their
ridership levels have been undercounted by
the CTA.

The CTA says service cuts are 4 “business neces-
sity” because some bus routes can't pay for
themselves due to low ridership. Minority transit
riders respond that over the years the CTA has
created a seif-fulfilling prophecy. Infrequent,
unreliable and poor quality service drives away
riders, and inadequate transportation exacer-
bates the lack of economic and educational
opportunitics and chances for economic devel-
opment in these same communities.

GrieN LINE REMABILITATION

The Green Line rehabilitation project, which was
supposed to improve service in African American
neighborhoods, resulted instead in less rail serv-
ice, angering the affected residents. First, the CTA
siid it had to shut down the line completely to
nitke repairs. Rail service was discontinued for
twenty-eight months. Many African American
community leaders pointed out that the CTA rou-
tincly made repairs to the north leg of the Red
Line (Moward B and to the Loop El—both of
which serve white arcas—without disrupting
SUTVICE,

I the course of repairing the Green Line, the
CTA wanted to close stations and space them far-
ther apart. African American activists opposed
this plan and pointed out the close proximity and
duplication of stations atong the Red and Bi’own
Lines on the north side in predominantly white,
more affluent neighborhoods. Bvertually the CTA
agreed w retain most of the west side Green Line
stations, but permanently eliminated half of the
stations along the south leg of the elevated. They
tore down approximately one mile of elevated
track in Woodlawn, ending a fifteen-year battle
over a proposal to build an intermodal station
there, Many African American leaders are con-
vinced that these actions were motivated by a
long-term agenda to displace poor blacks from
the south side. Supporters of the demolition
tincluding the Chicago Department of Planning
& Development and influential black pastors)
argued that economic development would not
ocenr in the shadow of the elevated tracks,

B Ling CUTBACKS

Perhaps the most devastating cut of all was the
climination of weekend rail service on the
Douglas Branch of the CTA's Blue Line,
Commonly called the Douglas El, this branch
serves the predominantly minority neighbor-
hoods of Pilsen, Little Village and North
Lawndale, and the suburbs of Cicero and Berwyn,
which have significant and rapidly growing
Latino populations. The ending of weekend rail
service left residents without a direct connection
to the Illinois Medical Center, the southwest sub-
urhs, (FHare Airport, the northwest suburbs and
downtown Chicago.

since the service cutback, Pilsen area businesses
complain of 20-30 percent declines in weekend
siles, based on & survey taken by the local busi-

ness assaciation. The Mexican Fine Arts Center
Muscum, an important and nationally acclaimed
cultural institution near the Douglas Bl reports
that its weekend attendance declined by 25 per-
cent after the service cuts. Community-operated
healtly care facilities report major problems for
staff and patients traveling (o and from clinics
and the local hospiral.

Tre VI Comprany

The CTA completed implementation of its 1997-
98 service reduction on April 28, 1998 Six
months later, approximately forty individuaks—all
minority residents of the City of Chicago and
transit riders of the CTA—wrote to the Office of
Civil Rights, Federal Transit Administration, at the

“Minority residents and transit
riders charged that service cuts
had a disparate impact and
violated their civil rights.”

US Department of Transportation. They alleged
that their civil rights, as protected by Title VI of
the 1964 Civil Rights Act, were being violated.
The recent CTA service cuts, they charged, had a
disparate impact on minority citizens. With fewer
travel options, less income and less access 1o pri-
vate vehicles than the majority population of the
city and subutbs that use the CTA, Chicago’s
Latino and African American residents wege bear-
ing the brunt of the cutbacks, which were harm-
ing them, their families and their communities,
The civil rights investigation is still underway.

UNFAIR INVESTMENT PATTERNS

NCBG's early work on the Green Line coalition
documented that the CTA had planned to invest
far less in the Green Line between 1979 and 1991
than in any other rail line in the system. Overall,
the City of Chicago had focused 89 percent of all
its planned capital spending on downtown tran-
sit, even though minority neighborhoods were
asking for capital funds to build additional sta-
tions (o improve access to the transit system.

Internal reallocation of resources is common o



practice at the CTA and in city government. The
CTA and the City of Chicago, however, have
denied requests from the Latino and African
American communities to exercise such fexibili-
ty to re-open closed stations of the Green Line on
the south side, or to restore weckend rail service
on the Douglas Line,

CuURRENT BATTLES
The Campaign for Better Transit helped form an

ad hoc “West Side Coalition for Better Transit” in
heavily low-income, African American neighbor-

“The CBT faces deep-seated
resistance to policy reform and
reluctance to share data on the
part of the transit agencies.”

hoods. This group has strong participation from
members of an area industrial park, whose mem-
bers recognize the link between transit and cco-
nomic development. “We might as well have a
moat around our facility,” said an employee of the
Greater West Town Development Project.1Us that
difficult to access by public transportation.” The
West Side Coalition encompasses the Lake Street
corridor, which has been devastated by recent
cuts in transit service; bus service was recently
climinated on Washington Boulevard and Lake
Street, Additionally, the Lake Street El has huge
gaps between stations, effectively shutting out
casy downtown access for many residents.

Members of CBT are calling for the CTA to imme-
diately restore bus service on Washington
Boulevard and Lake Street, accelerate the con-
struction of the Pulaski Road Green Line station
and hold a series of public meetings on the west
side to plan new rajl stations at Danien Avenue
and elsewhere, Besides serving local residents
and businesses, Damen Avenue offers an impor-
tant opportunity for economic development
because of its proximity to the United Center
“The west side must be a priority for the CTA and
Mayor Daley,” states Roger Romanelii, executive
director of the Randolph/Fulton  Market
Association.*How can they promote spending $6
billion on a new ‘Circle Line’ for the downtown

area when the west side transit infrastructure is
in dire necd of major renovations?”

In addition to erganizing in neighbosheods on
specific transit concerns, CBT is also looking at
citywide transit performance. With support from
the University of Ilinois-Chicago’s  Urban
Transportation Center, CBT is working on a com-
prehensive series of field observation studies to
assess reliability and performance on bus and
train lines. These ficld studies are based on the
precedent-setting effores of the New York-based
Straphangers Campaign, a CBT advisor. This
methodology will hielp CBT target ocal transit
issucs and serve as an effective ool for changing
transit policy.

Although the CBT has made great strides in its
first few vears, it faces several chatlenges, inciud-
ing deep-scated resistance to policy reform and
reluctance to share data on the part of transit
agencies. For example, it was a struggle to get the
CTA to report updated information on the finan-
cial status and schedule of the Blue Line project
to community leaders. The CTA then estublished
a community advisory panel for this $82 million
project. It is too carly to tell how cfiective the
panel will be, but this small victory is hopefully
a step towards a more open approach to com-
munity engagement and public participation in
the CTA's planning and budget process. The
CTA’s budget documents and other information
are not easily understandable or accessible to
the public. The CBT, as a result, fas had o devel-
op and adopt an alternative format for the budg-
ets that is more user-fricndly to the public, and
provides greater clarity about (he status of vari-
ous capital projects.

Chicago’s transit struggles bring up fundamental
questions. Do focat and metropolitan institutions
provide equal access to transportation for all seg-
ments of the population? Ar¢ some groups maore
mohile than others? Does everyone have equal
access to centers of employment, cultural activi-
ty, recreation, health care, retail services and edu-
cation? How do differences in personal mobility
and the availabiity of transportation access affect
the quality of life of individuals and communities?

Jacqueline  Leauvy, executive director and
Patricic Nolan, divector of planning, work with
the Neighborbood Capital Budget Group
(NCBG) in Chicago. For more information on
NCBG  wvisit wewncbgorg for CBT visit
et belltertransit.com.

Zipcar: Reshaping

Zipcar is a membership organization that pro-
vides self-service car access 1o residents and
businesses in US cities. The service is an alterna-
tive to owning a car in dense urban arcas and
wreas experiencing chronic parking shortages,
The service s radically changing the way that
people interact with cars. There are over 100
Zipears serving over 3,400 members in four US
CHICS.

Zipcars are lfocated like ATM machines in
reserved parking spaces near where people live
ad work., Members reserve cars on the inter-
net, let themselves in with a proximity card and
receive 4 bill at the end of the monoth. Key dif-
ferences between Zipear and car rentals are: 1)
Zipcears are completely self-service, Cars can be
reserved and accessed twenty-four hours per
day/ seven days per week. There is no paper-
work or waiting in line; 2) Cars can be reserved
for as litde as one hour; and 3) Zipcars are
spread  out across the metro area like ATM
nuichines.

We have found that;

»About haif our members sell their car or avoid
buying one when they join Zipcar.

*lach Zipcar serves aboul twenty members,
vastly reducing parking requirements.

+Lch Zipear placed in a neighborhiood takes as
mitny as ten cars off the road; half our members
joie when they are thinking of huying a car or
when the car they own breaks down. A
Worldwatch study found that there are three

parking spaces for every car in the US. By remov-
ing ten cars from the road, Zipcar therefore
frees up about thirty parking sp;i'ccs on a region-
al basis.

«Zipcar members drive less than they would if
they owned a car.’The reduction in driving is due
1o two major effects: 1) the cars are slightly less
accessible and therefore used moie appropriate-
ly (i.e. not driven 1o places that can be conve-
niently watked to); and 2) the full costs of driv-
ing become apparent, making other transporta-
tion options more cost-effective.

»Members join Zipcar because the service offers
hassle-free access to a car while reducing overall
transportation costs.

Two general maxims apply to a successful Zipear
program. Porential members must be able to Live
without a car (or a second car) for the majority
of their transportation needs. Typical members
use a Zipcar once or twice a week for shopping,
vistting clients or visiting a relative in the sub-
urbs. The second key maxim is mixed-use/ high-
density development (new urbanists have been
touting this for some time). The higher the den-
sity of a neighborhood, the easier it is for Zipcars
to attract a sufficient number of members to
make the vehicles financially viable,

Marke I Chase is a transportation planner and
director of business development for Zipcar in
Cambridge, MA and can be reached ar
maik@zipearcon:. This article was based on a
preseniation al the 2002 American Planning
Association Conference in Chicdago.

The Truth about AAA

ity™ of motorists.”

With {43 million members and a fifteen-person staff in Washington, the Automobile Association of
America (AAA) is one of the mast powerful consumer lobbyists for more roads and cars. They
are loyal members of the American Highway Users Altiance, which inciudes automakers, oilmen
fand rgad builders. In the May 2002 issue of Harpers, Ken Silverstein warns, that “Driver:s clutch-
ing this card as a talisman against automotive calamity should know that, in doing so, they lend
support to an agenda — in favor of road building, against poliution control and even at,jto-safety
measures — that helps deepen the automotive calamity afflicting the nation as a whole.... In
1999, AAA opposed new rules that required cleaner-burning exhaust systems for cars tl’;.ICkS
and SUVs, and two years prior assailed an EPA proposal requiring states to reduce le:veis of‘
smog and soot. In 1990, AAA even fought the strengthening of the Clean Air Act — 2 measure
supported by three- fourths of Americans — on the grounds that it would limit the “personal mobil-
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Planning at the Frontline:

There are few societies in which urban and
regional planning has been so central to pation-
building and state policy as Israel. Over the
years, Isracli planning has been a pivotal activity
for reshaping the landscape according to the
Zionist image of a modern, European-ike settler
society, while erasing its Palestinian-Arab past
and present. Planning did not only locate, but
had much to do with creating the Zionist nation,
through the narratives, values, heroes and prac-
tices embedded in settling and building the land.

Planning in Israel has had many faces, including
a major welfare role as provider of housing, land
and communities to accommodate the masses of
Jewish refugees and immigrants that flocked 1o
Israel starting in the 1940s, following the
European holocaust. During the same era, it also
facilitated the absorption of masses of Jews flee-
ing from the Arab world. These benign activitics
have continued during the last decade with
Jarge-scale planning for immigrant Ethiopian and
Russian commuyities.

ETHNOCRATIC PLANNING

Despite this benign aspect of Israeli planning,
one of the most prominent aspects has been the
use of planning for “Judaizing” the contested
tand of Israel/Palestine. It hias thus functioned as
a centerpiece in a settler society driven by a
project of ethnic expansion and domination,
chiefly at the expense of Palestinian-Arabs. This
occurred first within “the Green Line” (the offi-
cial border of sovereign Israel, within which
Arabs are citizens) in the years following the
1948 Palestinian nakbah, when two-thirds of
Palestinians fled or were driven out of their
homeland. Israeli planning was heavily involved
in confiscating refugee lands and settling them
with Jews.

Later, expansionist planning took place in the
occupied Palestinian West Bank and Gaza, where
hundreds of Jewish settlements were implanted
as colonial outposts, supported by a thick net-
work of roads, industrial areas and army installa-
tions. I have termed this ethuocratic plarning,
enhancing the expansionist territorial and eco-

Notes From Israel

By Oren Yiftachel

nomic gols, aspirations and interests of a domi-
pant ethnic group while ignoring or deligitimiz-
ing the aspirations and needs of other communi-
ties.

Since space is the core of the tension between
Jews and Palestinians, spatial planning (that is,
management of land use, settlement patterns
and development) has been a major bone of con-
tention. Under such circumstances, ethnocratic
planning has become a major generator of eth-
nic conflict over kand, settlement, boundavies
and development, typically between the power-
ful Jewish majority and marginalized Palestinian-
Arab communities.

Nonetheless, the oppressive aspects of planning
have not been reserved only for Arabs. During
the 1950s, the massive Judaization project saw
the planned settdement of most Mizrahi Jews
(hailing from Arab countries) to the state’s dis-
tant peripheries, chiefly into twenty-seven newly
constructed urban focalities named, somewhat
ironically, “development towns” These quickly
became, due to planning policies, centers of
Mizrahi isolation and deprivation, and since then
the Mizrahi have remained the most disadvan-
taged scctor in IsraeliJewish society.

PRIVATIZATION OF CONFISCATED LANDS

During the last decade, powerful elements with-
in Jewish soctety have pushed an agenda of pri-
vatization, putatively aimed at “freeing” develop-
ment and enhancing the cconomy, but concen-
trating resources in an ever-decreasing group of
major cconomic players. Here too, land became
a major bone of contention, given the vesting of
large state kand resources with the country’s eco-
nomic elites, most of whom are Ashkenazi (for
merly European) Jews. These lands, the majority
of which were confiscated earlicr from
Palestinian refugees, are now being developed
by agricultural landholders and several large
developers, with the regressive effect of trans-
ferring public (state) resources into private
pockets. This has accelerated a process of social
polarization, causing ethnic and class disparitics
among Jews 1o rise to unprecedented levels.

Henee, over the years much of Israeli planning
has had a conservative, often reactionary, charac-
ter, which 1 have described elsewhere as “the
dark side of planning " This trend, however, some-
what waned during the 1990s, with growing
signs of democracy and equality in the planning
and land systems. But during the last two vears,
in the walke of the Palestinian “al-Agsa” uprising,
the Isracli (Jewish) planning agenda  has
returned o a more aggressive, expansionist and
developmentalist mode,

The recent Jewish-Palestinian violent conflct,
whiclh has claimed over 2,000 victims (1,400 of
them Palestinian), and which has been accompa-
nicd by waves of murderous Palestinian terror
and an sracli reconquest of Palestinian cities,
s provided a background against which Jewish
planners and devefopers could move quickly to
cnbance their long-term interests. This is all
couched in terms of “national goals,” within a
public discourse thick with a strange (and often
contrdictory) mixture of anti-Arab and pro-
devclopment sentiments. This did not occur
without opposition, but the conservative agenda
has indeed recaptured center stage.

To dtlustrate these trends, T have chosen two
wlting episodes from the recent volatle chroni-
cles of Isracli planning that deal with coercion,
privitization and Israel's ethnocratic planning.

Erison Oni: PLANNING WITH POISONOUS CHEMICALS

On February 14, 2002, several light planes were
serd by the Isracli government to spray 12,000
dnams ol crops with poisonous chemicals, The
destroyed fields had been cultivated for years by
Bedouin Arabs in the southern Negev region, on
Lowd they cliimed as their own. Avigdor
Lieherman, the minister responsible for land
Hagenent, explained,"We must stop their ille-
gl invasion into state Tand by all means possible.
The Bedouins ave no regard for our laws, In the
prrocesys we are losing the last resources of state
Lnwds. One o my natin missions is to return the
power 1o the Lind Authority in dealing with the
non-fewish threat to our lands”

Licherman's words clearly exposed a forceful
separation between Arab and Jewish citizens,
witle expressions such as “our” land, “our” law
and “their” invasion, seeking to demarcate
sharply the limits of identity and rights in “the
land” (in Hebrew bearelz) as belfonging first and
foremaost to its Jewish citizens,

PIanners Ne

Not surprisingly, Licherman (a West Bank settler,
and thus, ironically, an illegal invader himselft)
failed to mention that the Bedouins are citizens
of the state of Israel, and hence can, and should,
be allocated state lands to {ulfill their residential
and agricultural needs. This is especially so of the
land of their ancestors, the very area of the
destroyed fields. -

The minister also failed to explain why the state
used such violence and never attempted to
resolve the issue by administrative or legal
means. Worse still, he overlooked the ramifica-
tions of this unprecedented brutal avack: a
growing sense of alienation among Bedouin
Arabs, once a community anxious to integrate
into Israeli society,

“During the last two years,
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the Israeli planning agenda has
returned to a more aggressive,

expansionist and
developmentalist mode.”

This brutal incident is but the Iast in a long string
of ethnocratic planning measures aimed against
the Negev Bedouins. In the Jate 1940s they were
concentrated in a small area, the least fertile area
of southern Israel, and were placed under mili-
tary rule. During the 1960s, military rule was
replaced by a plan to urbanize the (previously
semi-nomadicy Bedowins. The state planned to
move them into seven towns and clear the rest
of the land they occupied for Jewish settlement
amt military purposes.

A large number of Bedouins, however, refused o
be forcefildly urbanized, as such a move would
necessitate giving up their land claims. They
were subsequently declared by the state to he
“invaders”—illegally occupying their ancestors’
Eind—and their villages (or shantytowns) were
classified as “unrecognized” For three decades
the state has attempted to force their migration
into the towns with a range of pressure tactics,
including denying many social services and
refusing to build physical infrastructure or initi-
ate plans for the village. =
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A commeon practice involves house demolition.
Since no plans existed for the villages, land per-
mits were impossible to obtain, and alk houses
were deemed illegal. Buring the 1990s, for
example, the state demolished over 1,400 such
homes, generating constant fears among the
Bedouin citizens, and growing hostility against
the state. This has most recently become patent-
ly clear, causing the state (o prepare plans for
several new “recognized” Bedouin localities,
beyond the original seven towns, which had
heen regarded for decades by policymakers as a
“final number” But until such plans come 1o
fruition, we can expect further confrontations
between a state driven by the goal of Judaizing
the fand, and the indigenous Bedouins, who seek
to reside and cultivate theiy tradittonal lands.
Given this, the bitter words of Hassan abu-
Quider, 4 Bedouin activist echo loudly, “Only in
one instance shall we, the Bedouin Arabs, get
what they say is full and equal rights in the
Jewish state: only if miraculously we'll stop occu-
pying, needing or using any land. Then we shall
receive what we truly deserve—ull air rights...”
ErsopE Two: PLANNING BY INTIMIDATION

In carly 2002, the struggle over controlling agri-
cultural land in ksracl entered a new stage of esca-
lation, in readiness for an expected watershed
decision of the Isracli High Court of Justice. The
Court was about to rule whether Jewish agricul-
tural settlers, who had leased public land for
farming purposes, could claim profits from urban
redevelopment, or whether a freeze should be
placed on such development.

The main challenger 1o the farmers’ aim to rede-
velop the land was the Democratic Mizrahi
Rainbow—a nongovernmental organization
(NGO) promoting social justice in the distribu-
tion of public resources, especially pertaining to
economically deprived Mizgahi Jews. In February
2000, the Rainbow launched the High Court peti-
tion against land redevelopment and the alleged-
ly iflegal privatization of public land held by col-
lective agricultural settlements, and has since
been joined by a number of other ¢ivic organiza-
tions. The main defenders of privatization and
development came, not surprisingly, from among
the Ashkenazi Jews, who have traditionally occu-
pied the upper strata of society, and from large-

The leader in Community Development Study Tours to Africa

Planners Network members can take advantage of an exciting tour of
urban initiatives and community development in South Africa from
February 20-March 2, 2003. Sponsored by Global Linkages, Inc. partici-
pants will meet, learn and exchange strategies with leading housing, com-
munity development and business development non-profit (NGO), business
and political leaders. Our housing and community development partners
South Africa have extensive experience in both S. Africa and the U.S. Cape
Town and Johannesburg are the primary destinations of the tour. The tour
is organized around the concept of cluster groups to allow individuals to
specialize in their areas of expertise.

F i-}ﬁdr_ef i.ﬁfor;ma__t_non 'pléa_s_é_ call (9 )} 72-9200
SR globalinkages.com

or contact Www.

scale fand devetopers, who have struck many
lacrative  redevelopment deals on agricultural
Linds.

During the carly months of 2002, a smear-and-
scire: campaign was faunched by some of the
mitjor landhokders. Taking advantage of the public
stmosphere charged by violent Israeli-Palestinian
hostilities, they began 1o claim that the chal-
lungers were driven by “a secret goal of flooding
the country with Palestinian refugees.” In large
roud  signs, newspaper advertisements  and
numerous media appearances, the speakers for
the agricultural lobby heaped scorn on the
Rainbow and its leading activists, claiming that
they “aim to destroy the state of Isracl,. have
become enemies and haters of Jewish settie-
mentAttorney and large-scate developer Shraga
Biran, who represents many holders of agricul-
tural land, issucd similar accusations in the brief
he submitted to the High Court:

‘The acceprance of this petition,
God forbid, is the acceptance of
A post-Zionist, antinational argu-
miend. . Would this honored
Court aceept an argument that
property should be taken from
the Jewish public in the name
of the |Palestinian] Right of
Renwrn? L Ina time of terror-
ism and bloodshed, this hon-
ored Court is asked to totally
reject the petitioner’s attempt...

Responses of the Israchi public to the scare cam-
Pragn were mixed. The Rainbow issued several
strong staitements refuting the allegations. But the
responses of the main social interests aggrieved
by the marked inequality of the Israeli land sys-
teny  were particufarly  illuminating.  The
Development Town Forum, comprised of the
mayors Jromr most peripheral, and  mainly
Mizrahi, development towns, began to mobilize
and supported the Rainbow challenge, claiming
Hid they have Deen discriminated against for
yoears Iy the facmers” fivne grip on national fand,
As noted by Haim Barbibai, mayor of the periph-
eral development town of Kiryat Shemoneh:

Finaby we have a group
attempting: (o address long-term
inequadities of the isracli system
of Lind Their aceusition of
“secret” goals o help the
Palestinian refugees is nothing
but a farce which aims to divert

attention from the ongoing
“strangling” of our towns by the
agricultural settlers. it will not
change our resolve (0 support
the Rainbow challenge or other
initiatives which promote our
rights.

Leaders of the second main group deprived by
the Tsraeli laud system, the Palestinian Arabs, were
more skeptical. For example, Hanna Suvaid,
mayor of the peripheral Arab town of labun, and
head of the Arab Center for Alternative Planning,
noted:

It is interesting that the
Rainbow claims o advance
goals of social justice, but why
is this limited to Jews only?
They want to stop Jewish farm-
crs and developers from making
large profits, but forget to men-
tion that the original holders of
the land were Arabs, and that
they should be the main benefi-
ciaries of any land redistribu-
tion; as usual, Jews fight among
themselves, at the expense of
the Arabs,

THE DARK AND LIGHT SIDES OF PLANNING

What do these episodes tell us about Israeli plan-
ning at the beginning of the 21 century? On the
one (right?) hand, they reflect the remaining
strength of the oppressive clements in society,
which spare no effort in manipulating planning
procedures and mechanisms 1o advance their
own nationalist and class interests. These are
cleatly apparent everywhere in Istacli society,
where anti-Arab and pro-development planning
is taken for granted and the order of the day. This
indeed reveals a dark side of planning, running
roughshod over professional and social consider-
ations of equality, justice anl even efficiency.

But on the other (left?) hand, and perhaps as a
consequence of the above, Israel has also seen
the establishment of new civic organizations.
These attempt to challenge, bypass or influence
the stagnant political process, caught as it is in
the firm grip of Zionist-capitalist hegemony. Such
organizations have hecome conspicuous in the
planning, fand use and development fields, and
include: Bimkom (architects and advocacy plan-
ners); the Mizrahi Rainbow (mentioned above);
Adva (an NGO working on {Cont. on page 39]
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Empresas Recuperadas y Autogestionadas:

(English translation on following page)

Numerosas empresas productivas, asentadas en
las grandes aglomeraciones urbanas, abandon-
adas por sus anteriores propictarios o declaradas
en quiebra por decision judicial, estin siendo
recuperadas por sus trabajadores desde hace un
afio a esta parte. La experiencia es aun embri-
onaria, Sin embargo, constituye otra de 1as inno-
vativas actividades de emergentes movimientos
sociales urbanos de clara sentido solidario, dada
[a tremenda crisis econdmico-social actual.

Actualmente, cerca de cien empresas de muy
diferentes rubros productivos, que se caracteri-
zan por ser mano de obra intensivas, son ges-
tionadas por sus trabajadores, que se constituyen
en cooperativas de trabajo y negocian con la jus-
ticia la continuidad del funcionamiento de la
fabrica.

El fendmeno en marcha, que se multiplica dia a
dia, supone un  verdadero proceso  de
expropiacidn  social. Los trabajadores  que
guedaron cesantes, porque la direccion de la
empresa se declard en quiebra o la abandond
ante la imposibilidad de seguir operandola, la
ocupan en forma pacifica, se organizan en todos
fos niveles en forma cooperativa 0 autoges-
tionaria v ponen a trabajar sus maquinas, con-
duciendo la administracion empresarial. Bl prin-
cipio fundamental es que la nueva empresa
colectiva decide su plan de accion en forma
democratica, a partir de asambleas internas, v no
asume ninguna deuda de la gestién capitalista
anterior. No en todos los casos la justicia acepta
que el bien social se anteponga & la propiedad
privada y que se ceda a los trabajadores la plan-
ta productiva inactiva. En tales circunstancias,
como en ef caso de una importante fabrica de
materiales para la construccion en Neuquen, los
trabajadores organizan guardias desarmadas de
vigitancia para impedir que [a policia, por orden
judicial, los desaloje. La movilizacion urbana
acompaita, cuando el peligro acecha, a los traba-
jadores en fa defensa de su fuente de trabajo.

El  Movimiento Nacional de  Empresas
Recuperadas, organizacion que agrupa a las

Un Nuevo Movimiento Soci

al Ur

ano

By Alejandro Rofman
Buenos Aires, Argentina

cooperativas que se han hecho cargo de reabrir
y poner en marcha la actividad productiva de las
plantas ocupadas, recibe el fuerte apoyo de una
de las principales centrales empresariales que
agrupan a pequeas y medianas unidades pro-
ductivas. La experiencia, en media de la aguda
receston econdémica (caida del 13 % del PBE del
pais en el primer semestre de 2002 en relacion a
similar periodo de 2001) no es facil ni siempre
exitosa. Pese a fas dificuitades, en todos los casos
los trabajadores reconocen ¢l fortalecimiento
del vineulo grapal v de su espiritu solidario. Las
empresas s¢ apovan entre si aportando su
conocimiento, movilizando a las asambleas barri-
ales e, incluso, ofreciendo dinero y comida para
aquellos que permanecen en las fibricas 4 la
espera de fa resolucion judicial.

Frente a la urgencia de la crisis, miles de traba-
jadores han decidido apoderarse de su destino,
proponiéndole al pais una salida alternativa a
pattir de iniciativas de economia social no capi-
talista, con espivitu fraternal v solidario, que les
permita recuperar la dignidad del trabajo v un
ingreso suficiente para alimentar sus familias,
Este método destinado a relanzar actividades
abandonadas, impensado en un pais en crec-
imiento, abre un nuevo horizonte en ka gestion
econdmica urbana. En algunos aglomerados ded
interior, fas respectivas plantas ocupadas y recu-
peradas por sus trabajadores constituyen la prin-
cipal ocupacidn urbana. En otras  ciudades, bar-
rios significativos dependen de Ja demanda
social y econdmica de quienes trabajan ¢n los
establecimientos abandonados. La experiencia,
segim el Movimiento que agrupa a estas empre-
sas autogestionadas, ocupa, hasta ¢l momento,
alrededor de 10.000 puestos de trabajo directos
v cada uno de cllos genera dos puestos de traba-
jo indirectos. La reconstruccion de la economia
urbana argentina tiene, asi, un laboratorio exper-
imental de alto contenido ¢rico, con equidad
social v una propuesta de gestion [ibremente
decidida por sus protagonistas.

Alejandro Rofmean es Profesor e Investigador
Principad en el Centro de Estudios Urbanos y
Regionales, Universidad de Buenos Aires,
Argenting.
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Occupied and Self-managed Enterprises: A New Social Movement

Over the last year, many urban enterprises in
Arpgentina that were abandoned by their owners
fuve heen taken over by workers. This embryon-
i experience, coming in the midst of an cco-
nomic and social crisis, is one of the innovative
activities of emerging urban social movements,

About 100 Iaborimensive cnterprises are man-
aged by worker cooperatives, This is truly o
process of social expropristion. Workers oceupy
the factories peacefully, cooperatively run and
minage the enterprises, i develop their own
plans, b without assiming debt from the previ
ous owner The Jegal system doesn’t alwirys sup.
pore this takcover in which case workers argan-
ze unarmued surveilbinee 1o provent their evic
(e HY,

The National Movement of Oceupicd Enderprises
(NMOEY represents the new cooperlives
Bas recchved strong sapport from one ol the

o Gessnciatons ol saalb and mcdinmesized

Yifiachel [t beinan pape 37)

sockl copnhityy the Committee Apainst Home
Dentoliion, Adida ¢ Jepal center working for
copialiy for bsiacts Ash citizens)y: the Arab Center
for Alteriative Phnning:Sikkoy G NGO for Arab-
Jowish cgoalityy, and the Negev Forum for

Covgislonge

b vecent years, these organizations have gen-
crated new discourses in the Israeli public
sprhere. They have pushed planning, fegal,
miedia and political agendas toward exposing
the bhastices of the current land and planning
systeries, and bave offered progressive alterna-
tives. They have worked with peripheral and
nnirginalized communities, in the best tradition
of activist advocacy planning “from helow.
Such organizations represent a “lighter side” of
Isracli planning. Needless to say, between these
two imaginary dark and light poles there exist
a muttitude of organizations, agendas, discours-
¢s and practices which oscillate between the
two,

But make no mistake: the nascent progressive
organizations, working outside the Israeli plan-
ning establishment, are no match yet for the
established, conservative interests. The nationalist

By Alejandro Rofman

Buenos Aires, Argentina

businesses. This experience is made more diffi-

cult by the severe economic recession, with a 13

pereent drop in GNP in the first half of 2002, as

compared to the same period last vear. But the

co-ops help each other and neighborhood organ-

izations mobilize to provide money and food to
workers in occupied factories.

In somce interior towns, the new enterprises
account for the majority of urban employment;
in other cities, major neighborhoods depend on
these basinesses. According to the NMOE, these
enterprises account for about 10,000 jobs, and
penerie twice as many jobs indirectly. This is an
experimental laboratory for the reconstruction
ol Arpentina's urban cconomy, founded on prin-
ciples of ctehics, social equity, and democracy.

Alojandro Rofinan is professor and  senior
resedreher in the Centro de Estudios Urbanos y
Regionadles, Universidad de Buenos /lz're:s‘,
Arpenfin,

and cconomic forces connected to the centers of
power and influence are far stronger and far
more versed in the mechanisms of legal, eco-
nomic and violent power that they use to
advance their goals. But the growing appearance
and steadfast activity of progressive organizations
does give some hope that Israel can one day
become what is so often promised in the power-
ful texts emerging from the ancient place—a
fand of peace and justice.

Oren Yiftachel teaches in the department of
Geography, Ben-Gurion University, Beer-
Sheva, Israel. Yiftache@byu.ac il For an elab-
oration on ibis discussion, see Yiftachel, O.
(1999), “Etlmocracy. the Politics of Judaising
israel/Palestine” Constellations:
Internationgl  Jowrnal of  Critical _and
Demaocratic _Theory, Vol 6: 3 3064-3190;
Yiftachel, O. (2000), “Social Control, Urban
Planning  and  Ethno-Class  Relalions:
Mizrabim in Israel’s Development Towns
Internationgl  Jowrnal _of  Urban __and
Regional Research, 242 417-434; Yifiachel,
0., dlexander; 1, Hedgeock, D. and Little, J,
editors (2001), The Power of Planning: Shace
of Control _and Transformations, Kluwer
Academic Publications, Boston,




Jobs

CALIFORNIA

Sacramento-hased firm seeks project managers with
more thaa five years of planning and environmental
experience, as well as planners with one o five
years of experience. Work would include the analysis
necessary for, and preparation of, planning docu-
ments of various types. Much of the planning docu-
ment preparsation is specific to California and based
on California environmental, housing element, rede-
velopment, and planning law; however, most of the
principles used in this work would be very similar
o those used in land use plansing anywhere in the
cauntry. Work would also include staff support work
for planning agencics. Firm works exclusively for
public entitics: cities; counties; special districts;
school districts; the State of California; etc. Email a
resume and writing sample to: Matthew AtCBA@hot
mail.com. Refer to the following list for specific job
titles.

»Graduate Engineer (San Diego, CA) Entry-Jevel Civil
Engincer. B.S. Degree in Civil Engineering; EL'T. in
progeess desired. Prior work experience desired
(i.c., internship).

»Traffic Engincer (Orange, CA) The ideal candidate
will Brave at feast four years of experience and a
broad understanding of traffic engineering princi-
ples, including signal design. Must have a B.S. in Civil
or Transportation engineering and be a registered
Civil or Traffic Engineer in CAL Ability to travel is a
plus. Candidates should possess exceilent communi-
ration skills and the desire 1o grow into a senior
management position.This is an excellent career
opportunity for an individual looking for advance-
ment and growth.

»Landscape Architect (Orange, CA) Candidate must
have at least three vears of experience.
Responsibilities will include the {ollowing: landscape
design, construction inspections and maintenance
supervision. Candidate must have AutoCad Verston
14 or 2000 experience.

«Biologist (Orange, CA) Mid-level Biologist with at
Jeast two years of experience. Knowledge of the
Clean Water Act and experience in California is pre-
ferred. Knowledge of CEQA, field biology and excel-
lent technical writing skills are required.

= (G1S Anadyst/GIS Project Manager (Qrange and
Pasadena, CAY Analyst candidate must have a
Bachelor's Degree in Geography/GIS, Civil
LEngineering, Urban Planning, Biology, Environmental
Science, Landscape Architect, or related field and
one 1o three vears technical experience. Project
Manager candidate must posses a master's degree in
one of these fields and/or a minimum of five years
technical experience. Both positions require demon-
strated experience utilizing ArcView and/or Arciafo
in one or more of the following arcas: Conversion of
GPS information into GIS mapping programs, Web-
based GIS Mapping and Related Applications, Urban
Planning (Land Use, Housing, Transportation),
Biology/Ecology, Infrastructure
Management/Engineering, Demographics and
Census Analysis.

«Lnvironmental Analyst (Pasadena, Sacramento, and
San Biego, CA) Position requires a thorough knowl-
edge and understanding of the requirements of the
California Environmental Quality Act (CEQA), as wel
as & hasic understanding of other major environmen-
ral statuees such as the National Environmental
Policy Act (NEPA)Y. A working knowledge of the
structure of local, regional and state governments
and special districts and an understanding of the
principles of environmental planning are also
required. Minimum five years experience required.

*Project Manager (Pasadeni, Sacramento, and San
Diego, CA) Position requires a thorough knowledge
and understanding of the requirements of the
California Environmental Quality Act (CEQA) and a
working knowledge of the National Environmental
Policy Act (NEPAY. Additional requirements include
experience preparing and managing FIRs; knowl-
edge of the structure of locitl, regional, and state gov-
ernments and special districts; and an understanding
of the principles of environmental planning.

+Senior Project Manager (San Diego, CA) Preparing
EIRs and EISs, Strong knowledge and in-depth expe-
rience of CEQA and NEPA. Strong oral and written
communication skills required. Other desirable expe-
rience includes: conducting and managing mitigation
monitoring, processing Environmental Permits for
compliance with the Clean Water Act, Fish & Game
Code and local water quality regulations. Minimum
ten years experience required.

« Autocad Drafter (Las Vegas, NV) 1deal candidate

wilh have 2+ vears in CAD deafting using AutoCAD
2000 or version 14, Job sequires knowledge of Civil
Lngincering.

Fronttpa

Munmatee County secks a Transportation Planner,
Regudres BACin transportation plaaning or seliated
Helid, one year professional experience in transporta-
vy planning, famifarity with Florida Standard
tahan Trinsportation Model Strocture, Maplnfo,
AutoCad, AreCad, and good communication skills,
send resume, social security aumber, dates of
cmplovment and employers” telephone numbers to
Manmatee County Human Resources, PO Box 1000,
TEEL Manatee Ave. W, Suite 863, Bradenton, FL

A 1200, phone (011 74840501, ext, 3520, fx(941)
TG A035.

NEW Yonrs

Grroup 1102 Community Association, Ine., seeks a
Dircetor of Neighborhood Planning. Candidate must
prosetss good communication and writing skills, with
thie abilisy tey do researeh, analysis and grang writing,.
The posttion affers the opporsunity (o work with sl
viricty ol individuals from all socio-cconomic levels
and diverse culraral backgrowds, as well as locad
officials The position requires advocating for the sys
teniic issnes offecting the community as well as
daing local revitalization efforts. The agency focuses
art the Jatest techniques using innovative neighbor-
hood revitalization clforts. BA or three vears experi-
cnee, s neighborhood resident preferred. Principle
dutics include working with the Exccutive Director
CED) (o provide wechnical support and assistance for
progeen strategic phinning; working with ED to pro-
vide technicil support and assistance 10 neighbor-
hoad planning cfforts; assisting the ED in develop-
muent and implementation of housing developnent
projects; working with and assisting residents 1o
ornize neighborhood, block and tenant organiza-
tHons; rescarching and organizing community mem-
Bees round housing related issues Goe. sprawl, fore-
viosire, predatory leading) to advocate for systemic
chanpes and administering the CDBG - funded
Resklintal Asststance Progrm. Apply to Group
Pt Commun ity Association, Inc., 1171 N, Clinton
Avcnne, Hovhosen, NY 14021, Phone 585-266-4693;
Faw S GG 0 coanil gip 402 1 @fronticrnetnet.

The Filth Avienne Commitee, st leading Brooklyn
vomminnity developnent corporition, seeks an
Assistant 1o the Drivectoe to work with the Director
on itgerial, progignmate, and adimingstestive
Gasks. Must buve project manapement experience,
excellent communicition skills, non-profit experi-
ence and strong comniitiaenl o the organization's
mission, Send cover leter, saliary eequirciments angd
resume o Brad Lurder, FAC BRE FITH Avenue,
Brooklyn, NY 1217 Dbianderd
(718) 8574322,

Silihave.org, or fix

F0

Neighborhood Housing Services of New York, Inc.,
seeks a Director of Rescarch and Planning to ovessee
annual planning process, coliect and analvze pro-
gram data, and measure progranymatic impact, Must
have at three years’ experience in urban plinning or
housing research/program evaluation, excellent com-
munication and computer skills, Mail, fax, or c-mail
resume and cover letter to Saraly Gerecke, NHSNYC,
121 Westy 270 Soreet, Suite 404, NY, NY 10001
(212) 242-6680; hrdept@nhsnve.org,

Events

Many transportation cvents can be found at:
hitp://www sustainable. doe gov/egi-hin/event/calien
dar.cgi, including:

November 10-13, 16th National Trails
Symposium, Orlando, Florida, American Trails and
the Florida Office of Greeaways & Trails present this
event “Greenways and Trails ~ Crossing the American
Landscape” Speakers from around the country and
around the world wiil sharve state-of-the-art trail infor-
mation, technologies, trends, and new initiatives.
Mobile workshops and fickd wips are offered,
www.americantrails.org/02svmposivim/index hiomi

and. ..

November 1819, Promoting Regional Equity: A
National Summit on Equitable Development,
Social Justice, and Smart Growth, Los Angeles,
California. This event will explore diverse initiatives
designed to break down the social, economic, and
geographic isolation faced by low-income and com-
munities of color and connect them to regional
opportunities and resources, Regional cquity efforts
are guided by the belief that alf residents of metro-
politan arcas should have equal access to the social
and economic benefits of community and regional
development and [ocal actors must take the lead in
shaping the policies that affect them and their com-
munities.

www.policylink.org/Events/Summit 2002/

Others:

January 12-16, Washington D.C., Annual Meeting
Announcement. The Transportation Research
Board (TRB) is a unit of the National Research
Council, a private, nonprofit institution that is the
principal operating agency of the National Academy
of Sciences and the National Academy of '
Engineering. The Marriot Wardman Park, Omni
shoreham, and Hilton Washington hotels in
Washington, D.C., will be the sites in 2003 for the
Transportation Research Board 82nd Annual
Meeting, Make plans now to attend and take advan-
tage of the more than 450 formal sessions and over
300 committee meetings offered during the event.
More than 8,500 transportation professionals from
the United States and abroad are expected 1o =
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attend hitp:/fwwwid.nationalacademics.org/teh/annu
al.nst

November 12, Center For Transportation
Studies, University of Minnesota, 15th Anniversary
Celebration and Fall Luncheon, " Transportation in
the 21st Century - A Systems View, Radisson Hotel
Metrodome, Minneapolis,
hup:/fwww.cts.umi.edu/events/falliunch/index hemd

March 10-12, Crete, Greece. Ninth International
Conference on Urban Transport and the
Environment in the 21st Century, organized by
Wessex Institute of Technology, UK.

Urban Transport 2003 is # major annual event in the
urban transport calendar with papers on both trans-
port and the interrelated environmental issues
which are of so much concern in our cities, Broad
topic areas include urban transport systems, traffic
control, accessibility and mobility, control and sinwu-
lation, finance, air quality and noise, social issues and
safety.

hitp:/Awww wessex.ac.uk/conferences/2003/urban
3/index humlz=OBIECTIVES

Clearing house of conferences:
American Public Transportation Association
Conferences and Calendar
heip//wwwapta.com/mectings/=A2

October 30-November 2, Annual Network
Conference, hosted by the Enterprise Foundation.
1500 community development practitioners wili
attend 6O workshops on topics ranging from financ-
ing and building affordable housing to child care and
workplace safety. For more information, visit
www.enterprisefoundation.org/training/netcont.

November 1-2, OQakland, CA. “Cooperatives and
Communities Conference,” UC Davis Center for
Cooperatives. Centerforcoops@ucdavis.cdu,

ﬁﬁb.‘ic'é tions

TRANSPORTATION RESOURCES

Social Change and Sustainable Transport, edited
by William R. Black and Peter Nijkamp. A ground-
breaking work that integrates social, cconomic, azd
behavioral sciences into the transportation fiekd.
http//www. indiana.edu/~iupress/books/-253-
34067-3.shtml

¢sched for pub. Nov. 02)

“Bus Systems for the Future, Achieving
Sustainable Transport Worldwide.” A new publi-
sation from the International Energy Agency (IEA)
that shows how new bus systems emerging in Latin
America are revolutionizing urban travel.
hup/fvwwica.org/public/studics/bus him

Making Urban Transport Sustainable, cdited by

Nicholas Low, Brendan Gleeson.

htp//www. palgrave. com/catatogue/caialoguc.asprl
itle 1d=0333981987

(note, listed for UK publication 1/03 - Amazon U8
alse has it listed for release in the US at that time).

GENERAL RESOQURCES

“Bridging the Gap Between Citizens and Local
Government with Information Technology:
Concepts and Case Studies” is a new report pul-
lished by the National Civic League examining the
role of public engagement and deliberation in gov-
ernment, democracy, and politics. To order, visit
www.nationaicivicleague,org.

«Global Activist’s Manual: Local Ways to Change
the World,” edited by Mike Prokosch and Laura
Raymond, United for a Fair Economy. Visit www.faire-
CONOMY.0rg,

“Globalization and the South: Some Critical
Issues,” by Martin Kohr, published by the Third
World Network. Yisit wyvw.twnside.org,

The Local Government Development of UNDP has
developed a training module on decentralization and
local empowerment, that presents theories and prac-
tices on jocal decentralization and reform. For more
information, contact jvan.ctten@his.nl.

s*Community and Sustainable Development:
Participation in the Future,” is & new book edited
by Diane Warburton on the linkages between envi-
ronmental action and community-based activities.
This is & good overview of recent thinking about
how to integrate theories of sustainable develop-
ment with community development practice, as told
by leaders involved in this movement. (London,
farthscan, 2000)

A new HUD seport, “Subprime Markets, the Role
of GSEs, and Risk-Based Pricing,” cxamines lend-
ing practices in the subprime mortgage market and
tie role of governmentsponsored enterprises (GSEs)
Fannie Mae and Freddie Mac in this segment of the
housing industry. Visit www.huduserorg/publica-
rons/hsgifin/subprime.homl,

“Grantmaker’s Guide to Housing Policies: A
Foundation for Social Policy Investments,” pub-
Hished by the Neighborhood Funders Group, reviews
the current federal policy context for housing policy
issucs, assesses emerging policy opportunities, and
outlines the positive impact of affordable housing on
families. Visit www.nfg.org.

“Managing Your CDC: Leadership Strategics for
Changing Times,” is a new publication frony the
National Congress for Community Econoniic
Devefopment that examines some of the problems
faced by CDCs, how they can seriously impact the

organizaton, and approaches CDCs can use to suc-
cesstully deal with these problems. For order infor-
nation, contact NCCED at (202) 289-9020.

Focad Initiatives Support Corporation (LISCY has pub-
Hsfied “The Whole Agendic The Past and Fuiare of
Community Development,” witich describes the
achicvements CHCs have made over the past severat
decades, where (he community development indus-
ey is beaded, and what this means for inner city
neighborhoods, Visit www HsenoelLorg/resourees.

Calls For Papers

Carolina Planaing, a studentsuan puhlication of
the Departmoent of City and Regional Plasning at the
University of North Carolina-Chapel VL s correntiy
accepting articles on (opses solevant o practichg
plinmers in the Southeast United States, pasticufly
those about Lnd use, rarad issues, snd comnaunity
devetopment, Manascripts shoukl he 20 typed, ul;m-
Bleapicod pges Gapprosinately GODO words),
Sabiil fwo papser copics ol o copy ona 305
diskete in WosdPorleor, Microsolt Word or AsCH

. For nore indoermation, contaet Carolin
Plhanaing, frepartment of Ciry and Regional Planning,
CRATI Uhgversiey of Nosth Carolina, Clapel 1]
N 27R00 (OO DG TR,

Internet Resources

STSTAINABEL TRANSPORVATION INTERNET RESOURCES

The Lhs. Departiment of Energy's Smart Communities
Network has a good Bsting of sustainable transposta-
tion resouree links.

Carfree Citios "proposes a delightful solution to the
vexing probiem of urban itomobiles”
hupAwww.cariree comy/

Car Busters Slagozine has a searchable database of
frsport caompaigning groups around the giobe
and aresosrce center www.carbusters.ecn. o/

{ver three dozen eities in North America now have
Car sharing. Find out about Car $haring at the Car
Sharing Network, hittp//www. carsharing, net/

scarch the Journal of the American Planning
Association for “Transportation” articles.
htp://pyash. pgarchiver.com/planning/

Waorld Transport Policy & Practice is an electron-
ic journal with discussion forums tackling the
interrelated subjects of Transportation,
Sustainability & Social Justice,
hetp:/Awww.ecoplan.org/wepp/

The National Academy of Sciences’ transportation infor-
mation “hub” js located at:
bugp//www natonalacademies, org/iransportation/
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LS. Environmental Protection Agency (EPA)Y and the
LS. Department of Transportation (DOT), have a
joint site addressing employee commuter henefits.
Hup /v ww.commuierchoice. gov/

The American Public Transportation Association
“serves and leads its diverse membership through
advocacy, innovation, and information sharing 10
strengthen and expand public transportation.”
DU/ wwwapta.comy

The Environmental fustice Resource Center (BfRCY
at Clark Atlanta University serves as a researcl, poli-
cy and information clearinghouse on issues related
to environmental justice, race and the eavironment,
civil rights, facility siting, Jand use planaing, brown-
felds, transportation equity, suburban sprawl, and
smart Growth, p://www.ejre.cau.edu/

Citizens for Sensible Transportation is a grassroors
arpanivation bused in Portland, Oregon that heips
people (o build better communities with less traltic
el redaced relinnee on (the automobile.
hiip://waww clstor/

Project for Public Spaces is a nonprolic technical
assistnee, research and eduocationat organization
whose mission is to create andd sustain public places
that build communities, PPS's web site has an exten-
sive section dealing with ransportation.
http/rwww pps.org/Transportation/livable {rans
portation.itm

The Institute for Transportation and Development
Policy (ITDP) promotes environmensally sustainable
and equitable transportation policies and projects
worldwide, hup://www.itdp.ore/

The Center for Transportation Excellence is “a non-
partisan policy research center created to serve the
needs of communities and transportation organiza-
tions nadonwide.” http://www.efte.org/

Auto-Free NY Fis 4 movement aimed at exploring and
achieving the upper Hmit of “devehicularization” of
our nadoen's largest city” http//www.auto-frec.org/

Keep up-to-date on the reauthorization of the
Transportation Equity Act for the 2150 Century (TEA-
21 hitpo//www.tead.org/

The annual conference Rail~Volution serves as ™
forum thar engages the public to build collaboratively
a diverse coalition dedicated to building livable com-
munities with transit, through education, advocacy
and increasing overall federal, state and local funds
available for transit” Qlps//www.silvolution.cony/

The Bus Riders Union "promotes environmentally

sustainable public transportation for the entire popu-
Lation of Los Angeles, on the premise that affordalie,
efficient, and environmentally sound mass ransit o
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is a human right.” http://www.busridersunion.org/

Transport 2000 is the independent national body in
the U.K. concerned with sustainable transport.
hup://www.transport2000.org/

U.K. traffic reduction consultant Ann Semlyen has a
good list of links at her web site at:
http://www.semlyen.net/transport/links.htm

Centre for Transport Studies, University College,
London is a leading research institution evaluating
the economic and social impacts of transportation
decisions. www.ucl.ac.uk/transport-studies/navig.htm

The Victoria (Canada) Transport Policy Institute is an
independent rescarch organization dedicated to
developing innovative and practical solutions to
transportation problems. http://www.vipi.org/

TrafficLing is an extensive directory of links cover-
ing issues regarding road traffic and transportation.
It covers about 1,000 web sites world wide.
http://www.trafficling.com/

The Sustainable Transport Action Network for Asia

and the Pacific (SUSTRAN) “promotes and popular-
izes people-centered, equitable and sustainable
transport with a focus on Asia and the Pacific”
http://www.geocities.com/RainForest/Canopy/2853

/index.htm

GENERAL LISTING OF INTERNET RESOURCES

Learn about the policies and practices of the
Mondragon Co-op Corporation,

WWW. 111011(1111;;( N.MCC.E5/in gl(,‘S

Information about the worldwide movement to
improve labor conditions in sweatshops can be found
at Sweatshop Watch, www.sweatshopwatch.org,

Global Cooperation, Inc., in Nova Scotia, holds work-
shops on “Globalization and Cooperation,”
“Marketing our Cooperative Advantage,” and policy
governance. Visit www.globalco-operation.com.

Please send all items suitable for the Resoiirces
section of Planner’s Network Magazine to: Tom
Angotti, Graducate Program in Urban Planning,
Hunter College, 695 Park Ave, New York, NY
10021 or email to tangotti@buntercuiny.edil

Green Wash

Conoco, and 158 other multinationals.

The World Business Council for Sustainable Development, which professes to be a “catalyst
for change,” issued a report called “Mobility 2001.” The Council is composed of Mitsubishi,

The International Transportation and Development Program (ITDP), acting on behalf of the
United Nations NGO Caucus for Sustainable Transportation, reacted as follows:

The million-dollar Mobility 2001 study mostly covers familiar territory. While not as biased as
one would expect given its sponsors, it generalizes too much from the U.S. experience. It also
lacks insights into the very subjects these corporations should be strongest in, such as projec-
tions for future oil reserves, and trends in cleaner vehicle technology development. As the
project moves into its second phase, recent reports from the Mobility 2001 web site, plugging
products from Renault and Volkswagen, have re-awakened NGO fears that the Mobility 2001
project is becoming primarily a tool for “green marketing

The Full Mobility 2001 Report is available at www.wbcsdmobility.org/publications/mobility2001.asp.
The full text of ITDP's criticism is available at www.itdp.org

”m wit

and “greenwashing.”

Big Boxes Go Global

Central Europe and elsewhere.

“Big Box” retailers conquered the U.S. and then spread to Western, Central, and Eastern
Europe, where they are known as “hypermarkets.” Now they're expanding into developing
countries. Auchan, Carrefour, Metro, and Tesco offer low prices, but they also currently head
the list of our Campaign for Smart Retail Hall of Shame. Bribing local officials, locating on
greenfields far from the nearest bus stop, making infrastructure investment promises to local
governments they don't keep, building more parking than allowed by their building permits,
and crushing local shopkeepers are just a few ills these companies are perpetrating in

--Yaakov Garb, Sustainable Transportation, www.itdp.org/Ste/index.html

Please contact your friends and colleagues and
encourage them to join PN.As a result of lapses
in our notification process, we've lost a big
bunch of members who probably just forgot to
renew their membership. We'll be sending out a
notice to them, but the network always works
better.

In 2003, PN will skip its annual conference and
our main objective will be to raise money to sus-
tain the magazine, future conferences, and a
more active involvement in advocacy. Write us
with your ideas, and volunteer to help.
Remember, we have no staff, and if you, the
membership doesn’t do it, it won’t happen.

— The PN Steering Committee

New Publications by PN Members
Don Alexander, a part-time instructor at Simon
Fraser University Geography) and Langara
College (Applied Urban and Rural Planning), was
recently the guest editor of Alternatives

Jottrnal The Summer 2002 issue, on the theme

of*Saving Place,” featured articles on Jane Jacob's
struggle against urban renewal in Greenwich
Village, understanding suburbia’s appeal, explor-
ing plaice attachment in the context of trail
development, neighborhood development that
respects existing residents’ sense of place, and
other topies related to “place” as an integrating
concept. Coples are available from Alternatives
(519HEE 1100, The issuc is suitable for use in
geography, urban studics, and planning courses.

Tom Angottd writes i monthly land use column
for the award-winning Gotham Gazette, an on-
line daily produced by The Citizens Union in
New York City, The October column is on inclu-
sionary zoning, Visit www, gol hamgazette.com.

City for Sale: The Transformation of San
Francisco (an updiate of his 1984 book), by

Chester Hartman, has just been published by
the University of California Press. For review
copies or course adoptions, contact Yoon Lee
(510-642-1302, yoonhyung.lee@ucpress.edu).
Earlier this year, the Rutgers Center for Urban
Policy Research published Hartman’s Between
Eminence and Notoriety: Four Decades of
Radical Urban Planning - a collection of 32 of
his past articles, preceded by a 56-page
Introduction of social history/autobiography
and a Foreword by Jane Jacobs.The contact for
review copies/course adoptions is Arlene
Pashman (732-932-3133, x528, pashman@rci.rut-
gers.edu). Also, Chester’s “High Classroom
Turnover: How Children Get Left Behind” is an
18-page chapter in the biannual report of the
Citizens Commission on Civil Rights. It shows
housing instability is the prime cause of school
instability. Reprints (free) from Chester (chart-
man@prrac.org, 202-387-9887, and the whole
350-age CCCR report is downloadable at
WWW.Ccccr.org/reports.html.

Daniel Lauber has recently published the book,
International Job Finder: Where the Jobs are
Worldwide (June 2002).This 348-page book is a
guide to over 1,200 of the most effective online
job and resume databases and directories as well
as printed directories, specialty and trade peri-
odicals, job-matching services, directories of
employers and professionals, and salary surveys.
For full details on the book or to purchase a
copy, visit: http://planningcommunications.com
or call 1-888-366-5200.

Susan C. Seifert (Director, Social Impact of the
Arts Project at the University of Pennsylvania
School of Social Work) and Mark J. Stern
(Principal Investigator, Social Impact of the Arts
Project) are co-authors of the article,“‘Irrational’
Organizations: Why Community-based
Organizations are Really Social Movements,”
which has just been published in the Fall 2002
cdition of Multitude, The Journal of the Walt
Whitman Arts Center based in Camden, New
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Jersey. The article is based on a paper that was
presented for the Planners Network Conference
in Toronto, June 2002.

New Appbint."r'i'ents

Daniel Lauber has recently assumed the posi-
tion of President-Elect of the American Institute
of Certified Planners (AICP).

New Hires

Laura Wolf-Powers has accepted a position s
Assistant Professor at the Graduate Center for
Planning and the Environment in the School of
Architccture at Pratt Institute in New York Ciry.
Laura is working with advocacy groups pressing
for affordable housing and job programs as part
of post-9/11 rebuilding across New York City. In

addition, she and her students are collaborating
this semester with the New York Industrial
Retention network and two community groups
to create a survey that will gather demographic
and other information about the city’s manufac-
turing labor force. The survey will be focused in
the South Bronx and Sunset Park in Brooklyn.

PNer Nicole Blumner writes: In May 1 moved
from New York City to St. Louis, MO where T am
now working for the City’s Leonomic
Development Corporation. As a project manag-
er, 1 am working on plans for industrial park
development in the North Riverfront area of the
City. 1 am also involved m helping to review var-
ious projects proposed for TIF financing. I'd love
to hear from other PNers living in or visiting the
area, Nicole can be reached at
nblumner@stlouis. Missouri.org.

WELCOME ...

NEW PLANNERS
NETWORK MEMBERS

Bmma Berndt
Jessica Bullen
Esther Farmer
Chanin French
Laura Garris
Carlos A, Gonzalaz
Erica Johnson
Margaret Killmer
John Pallante
Marites Perez
Patricia Petrie
Bob Pofahl
James Rubin
Heidi Samokar

RENEWING MEMBERS

Dr. Fukuo Akimoto
Larry Bennett
Rachel Bland
Eva M., Brown
Jim Converse
John E. Davis

Jennifer Fuqua
Joe Grengs
Joe Guggenheim
Jill Hanley
Bruce Hossfield
Clara Irazdbal
Vivian Kahn
Robert Kolodny
Michael Kuo
Robert W, Lake
Conrad Levenson
Allan Lichtenstein
Ray Lorenzo
Michael A. Morin
Marla K. Nelson
John Nettieton
Thomas Reiner
Gabriela Sandoval
Harry Schwartz
David Sears
Sidney Socolar
Aakash Thakkar

..and Special Thanks!
SUSTAINING MEMBERS

Ann Forsyth
Judith E. Innes
Yale Rabin
Ken Reardon
Michael E. Stone

JOIN PLA

For over 25 years, Plannoers MNotwinl has
been a voice for progressive prolission
als and activists concorned with tnhan
planning and sociad justice. PN msmils
in 38 states of the U.S. i 16 othey
countries receive lhis bimonthly pubticn
tion, network onlineg with PN-INET, arud
take part in the annual conferance 114
also gives progressive ideas o vodier in
the mainstream planning profession by
organizing sessions al annual condar
ences of the American Planning
Association and American Collegiate
Schools of Planning,

The PN Conference has been hald anno
ally each spring since 1994. These galh-
erings combine speakers and workshops
with exchanges involving focal communi-
ties, PN conferences engage in discus:
sions that help inform political strategias
at the {ocal, national, and international
levels. Recent conferences have been
hetd in Washington DC, East St. Louis iL,
Brooklyn NY, Pomona CA., Lowell. MA,
Torenio, Canada, and Rochester, NY.

Join Planners Network and make a dif-
ference while sharing your ideas and
enthusiasm with others!

Al members must pay annual dues. The
minimum dues for Planners Network
membears are as follows:

$25  Studenls and income under
$25,000

%35  Income between $25,000 and
$50,000

$50  Income over $50,000, organiza-
tions and libraries

$100  Sustaining Members -- if you
earn over $50,000, won't you
consider helping at this level?

Canadian members:
See colummn at right.

[Juis are deductable to the extent
permitted by law.

PN MEMBERS IN CANADA

Mombaorship fees by Canadian members may be paid in Canadian funds:

$440 for students, unemployed, and those with incomes <$40,000
BH4 1o those with incomes between $40,000 and 80,000

75 tor those wilh incomes over $80,000

H150 tor suslaining members

Rdake cluspics iy Canadian funds payable to: "Planners Network” and send w/ membership form to;
Babara Rahder, Faculty of Environmental Studies

vork Universily
Tosronlo, Onlario M3J 1P3

W derasted in joining the PN Teronto listsery, include your email address with

PURCHASING A SINGLE ISSUE

Flanias Helwiank bagazing s a benefit of membership. If non-members wish to purchase a single issue
ol Dwr e, phzise mail i checld for $10 or credit card information to Planners Network at 379
Dtk Ave Higoklyn, MY 11205, Please specify the issue and provide your email address or a phone
neipbe for ajepetio

Back istus of e nesyiletlions are for sale at $2 per copy. Contact the PN office at pn@pratt.edu fo
chocio lor avataliiiby and fin pricing of bulk orders.

Coplas ol s P {teadei are also available, The single issue price is $6 but there are discounts for bulk
orders. S odidsivg and cortonl information at hitpi/iwww.plannersnetwork.org/him/pubfpn-
reador/ingo: flnd

PLANNERS NETWORK ON LINE
The IPMWIER SITE is at www.plannersnetwork.org

The PN LISTSERY;
PR mainlaing s oo misding st for members to post and respond to gueries, list job post-
ings, confaranco andomcsnients, ole. To join, send an email message o
majordomo@ilist riledu with "subscribe pn-net” {without the guotes) in the body of the mes-
sage (nol the subjsct ine) You'll be sent instructions on how to use the list.

PN ADVERTISING RATES:

Full page §250 Send file via email to

Half pireges $175 <pn{@pratt.edu>, or mait camera-
HA e 575 ready copy, by January 1, April 1,
18 page %40 July 1 and October 1.

L IYes join progessi _
id Y e D want 1o join progressive planners asd work towards fimdamental change.
1 T arenewing member — Keep the faith!

My contribution is &
My credit card s Vi

Hitlog address (i!‘dif‘i’é}&-{i"uﬁ'c)]lw below)

__- Make cheeks payolilc to PLANNERS NETWORK.
MC  Amex

Cased Mo, Exp. date

Mail This Form To:

Planners Network

379 DeKalb Ave.

Brooklyn, NY 11205

INTERNATIONAL MEMBERS: Please send

LS. finds as we are unable o aceept payment

in another currency. Thanks.
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“"Sustainable and
Just Transportation”

Montgomery Bus
Riders Organize

Toronto: Bikes, Peds and Transit

®

Notes from Israel

Updates, Resources and More
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Your Last Issuer

Please check the date on your mailing
label. If the date is more than one year ago
this will be your last issue unless we
receive your annual dues RIGHT AWAY!
See page 47 for minimum dues amounts.

And while you’re at it send us an UPDATE
on what you're doing.

MOVING?

Please send us your new address.
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