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Techniques for citizen involvement are discussed in the context of the 
traditional urban transportation planning process. Deficiencies in past 
approaches to citizen participation and planning efforts are · identified. 
A case study of a current project in which an intensive effort is being 
made to achieve citizen participation as part of a small urban area study 
is reported. The citizen participation program seeks to identify the ap
propriate roles for citizen input to a multimodal system plan. The proj
ect demonstrates techniques and identifies weaknesses in both the citizen 
participation process and the planning process. Preliminary findings and 
recommendations are presented. 

Although most people associated with transportation.plan
ning agree that citizen participation is an integral part of 
the transportation planning process, they also recognize 
that meaningful citizen involvement in all phases of 
transportation planning is difficult to achieve. Citizen 
disputes over specific transportation projects demon
strate that citizens will quickly become involved when 
the impact of a transportation project is immediate. 
However, a significant level of citizen involvement in 
long-range areawide planning is almost impossible be
cause citizens do not perceive the impact of these future 
plans on present mobility problems. 

More citizen participation in system-level planning 
is not only warranted because of the difficulties as
sociated with project-level planning, but also mandated 
by recent legal and administrative requirements. The 
most important of these are section 138 of the Federal
Aid Highway Act of 197p and the implementing document, 
Federal Highway Administration Policy and Procedure 
Memorandum 90.4, which require that states develop 
process guidelines to ensure adequate consideration of 
social, economic, and environmental effects of proposed 
highway projects. These guidelines require a high level 
of citizen involvement in the entire highway planning 
process. The project described in this paper follows 
such guidelines developed as part of the Pennsylvania 
Department of Transportation's (PennDOT)Action Plan(!). 

Publication of this paper sponsored by Committee on Citizen Participa
tion in Transportation Planning. 

The purpose of this paper is not to outline techniques 
that can be used to achieve effective citizen participation 
in system planning since such techniques are documented 
elsewhere (; ~ - Furthermore, effective citizen partic
ipation is not the result of implementation of a series of 
techniques, but rather a total process. This paper 
briefly reviews the state of the art of citizen participa
tion at the system planning level and describes the citizen 
participat ion program associated with a system planning 
study under way in central Pennsylvania. 

FUNCTION OF CITIZEN 
PARTICIPATION 

A panel of authorities on the topic defined citizen par
ticipation as (!, p. 4) 

... an open process in which the rights of the community to be informed, 
to influence, and to get a response from government are reflected and in 
which a representative cross section of affected citizens interact with ap
pointed and elected officials on issues of transportation supply at all 
stages of planning and development. The participants in the process iden
tify and examine all reasonable alternatives and their consequences to as· 
sist the appropriate decision-makers in choosing the course that they be
lieve is needed and that they feel will best serve the needs and objectives 
of the community. 

This process achieves more effective decision making 
in the public interest by ensuring that public decisions 
reflect the values, needs , and priorities of the people 
affected by the decisions. Active citizen involvement in 
all stages of the planning process also assists the plan
ner in identifying issues of importance to local citizens 
and officials. Further, this process provides a vital 
input to the evaluation of environmental, social, and 
economic effects of proposed alternative plans. 

Effective citizen involvement at the system planning 
level presents a difficult challenge to transportation 
planners. In recent years there have been numerous 
examples of successful citizen involvement at the project 
level. The immediacy of a project and its impact on 
local citizens have enabled planners to achieve a much 
greater awareness and involvement than in system plan
ning, which is characterized by an extended time period 
and fewer obvious and direct impacts. Until recently, 
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the view was that a high level of citizen involvement in 
system planning was extremely difficult and of little 
value because citizens were concerned only with trans
portation planning when imminent projects had a direct 
impact on their lives and property. Now, however, an 
increasing number of citizens are expressing concerns 
about neighborhood, community, and regional problems 
(4). Transportation planners must accept the challenge 
of responding to this new concern and develop effective 
participation techniques at the system planning level. 

PREREQUISITES FOR CITIZEN 
INVOLVEMENT 

The experience to date as documented in recent litera
ture identifies a number of prerequisites to effective 
citizen involvement in system planning (~ ;!_, !, ~). The 
citizen must be willing to devote time and energy 
to become acquainted with the issues and involved in 
the process. Transportation planners must develop a 
process that warrants the citizen's time and energy (5). 
Some approaches commonly suggested include the dis-: 
cussion of short-term problems in the context of long
range planning issues, use of immediate concerns about 
mobility as a tie-in to future planning, presentation of 
alternative plans in specific terms so that citizens can 
visualize the impacts, and early and continuing involve
ment with local officials and citizen group leaders who 
have a continuing interest in community affairs (6 ). 

Free access to information and technical assistance 
is a key ingredient in all citizen participation efforts 
(!, ~). To achieve intelligent citizen involvement in the 
planning process, citizens must have access to all the 
information available to planners and, perhaps more 
important, to impartial technical assistance for help in 
evaluating planning data. Efforts to accommodate this 
information need have ranged from merely providing 
access to planning files through hiring planning advocates 
to assist citizens in the development of alternative plans. 

SYSTEM PLANNING PROCESS 

How well does the citizen participation process interact 
with the technical planning process? Until recently, 
citizens were not involved in the planning process until 
the presentation of final plans, at which time a public 
meeting was held so that the end product could be pre
sented to the citizens. Manheim (7. o. 43) suggests that 
"most of the current (comprehensive·, cooperative, and 
continuing) transportation planning processes are still 
largely technocratic exercises in that the technical staffs 
are sometimes so busy with the mechanics of turning 
out the technical product that somehow the real issues 
don't get surfaced." If this evaluation of the process is 
correct, then citizen participation is unnecessary and 
therefore a public meeting at the end of the study is more 
than sufficient. If, on the other hand, the planning pro
cess is largely one of identifying and resolving political 
issues, then involving the public at large in the process 
becomes mandatory. Although this topic is discussed 
in detail in the following section, key entry points into the 
planning process that have been identified include the 
formulation of goals and objectives for the transportation 
plan, identification of problems and potential solutions, 
identification and assessment of environmental, social, 
and economic effects, and identification of implementation 
priorities. 

CASE STUDY OF SMALL URBAN 
AREA SYSTEM PLANNING 

The relationship of citizen involvement to the system 

planning process can best be seen by examining a case 
study of an intensive effort to involve citizens in the 
Centre Region Area Transportation Study. 

The Centre Region Area Transportation Study (CRATS) 
is being carried out in the State College, Pennsylvania, 
area. This study is not called for by section 134, Title 
23 of the U.S. Code, since State College does not have a 
central city population in excess of 50 000. The study 
was initiated by PennDOT as a cooperative effort of 
federal, state, and local agencies because the area is of 
significant size and exhibits transportation needs of suf
ficient complexity to warrant a separate study. PennDOT 
has undertaken similar nonmandated studies in Hazleton, 
New Castle, and Sunbury. 

The study area includes the Centre Region, which con
tains the borough of State College (population 33 000) and 
five surrounding townships. Total population of the study 
area is approximately 56 000. The principal employer 
and dominant force in the area is the Pennsylvania State 
University, which has more than 30 000 students and 
7000 employees at the main campus in the heart of the 
region. The presence of the university creates an urban 
population in a largely rural area of central Pennsylvania. 
The area represents a microcosm of socioeconomic 
characteristics, life-styles, and values. 

Initial discussions preceding the initiation of CRATS 
began in 1970. From the outset this study was intended 
to be innovative. A small area such as the Centre Region 
enabled experimentation in the planning process at mod
erate cost and time commitment. This study was in
novative in scope, process, and citizen involvement. 

The experiment was jointly funded by the Federal 
Highway Administration and PennDOT; local government 
agencies contributed. Additional funds were provided to 
the borough of State College under the technical studies 
grant for short-range transit planning. This multimodal 
study included consideration of highway, transit, bicycle, 
and pedestrian transportation. Bicycle and pedestrian 
facilities were given special attention because of their 
potential as transportation modes and not just as recrea
tion facilities. 

Unlike many areawide transportation studies, the 
CRATS program is an integral part of the comprehensive 
planning of both the Centre Region and Centre County in 
which the Centre Region lies. Because of this coordina
tion, future land use and transportation could be related 
in an iterative planning process. In a departure from 
traditional studies in which only one land use plan was 
considered, local planning com.missions and citizens 
reviewed five future land use strategies developed by 
local planners and agreed on two for additional testing of 
transportation system impacts. All of the background 
information and analysis developed for the comprehensive 
plan were brought to bear on the selection of land use 
strategies for the transportation plan. 

To ensure citizen input, the Pennsylvania Transporta
tion Institute (PTI), an interdisciplinary research unit of 
the Pennsylvania State University, was contracted with 
to manage and monitor the citizen participation program. 
A consulting engineering firm conducted the main tech
nical work program and assisted in the citizen participa
tion program. PTI was selected because of its back
ground in the area plus its close working relationship 
with the local community citizens and officials. Although 
the contract was not a formal research contract, the 
purpose of the citizen participation program was to test 
and evaluate new ideas for involving citizens in the plan
ning process and for facilitating community involvement 
in the CRATS program. The total cost of the study was 
approximately $30 000. In addition to this cost, the con
sultant's contract included $6000 for citizen participation. 
Local planning agencies were also expected to contribute 



to the public participation program through staff ser
vices. 

Preliminary phases of the CHATS study began in the 
spring of 1973, when data such as traffic counts and 
roadside interviews were collected. The study officially 
started in October 1973, when committees were formed. 
The Coordinating Committee had overall policy respon
sibility and was supported by the Technical Committee 
and the Citizen Advisory Committee (CAC). Because 
only six local governments were involved, all of which 
could be represented directly on the Coordinating Com
mittee, a local government advisory committee was not 
needed. 

The CAC followed guidelines proposed in PennDOT's 
action plan (1). These guidelines call for appointment, 
by each voting member of the Coordinating Committee, 
of two citizens to a steering committee. This steering 
committee then developed its own guidelines for ex
pansion and operation of the total citizens' committee 
so that the expanded CAC represented the entire com
munity. 

Citizen Participation Strategy 

The strategy used to involve citizens recognizes four 
levels of citizen interest in transportation planning: 
persons totally uninterested, persons only occasionally 
interested, persons desiring to be actively involved in 
the process, and persons having the time and the 
interest to be intensively involved in the development 
and evaluation of alternatives. Specific techniques were 
developed to respond to the needs of all levels of in
terest, including those persons who have no particular 
interest at a given point but who might later become in
terested in the study. The following paragraphs briefly 
discuss some of the techniques used to achieve citizen 
participation. 

Mass Media 

Mass communication techniques were used to inform all 
residents of the area of the existence of the study and its 
progress. The CRATS program achieved a high level of 
press coverage by both of the general distribution news -
papers in the area as well as the daily student paper. 
All Coordinating, Technical, and Citizen Advisory Com
mittee meetings were covered by the press, which often 
reported events on the front page. In addition, the news
papers prepared feature articles based on information 
provided by the committees. For example, when land 
use strategies were discussed, newspapers carried a 
series of six feature articles detailing the proposed land 
use strategy alternatives. Maps and descriptions of 
transportation alternatives were also published. Investi
gative reporting by the local newspapers also provided 
information and shaped opinions of local elected officials. 
Newspaper articles were a major source of information 
for elected officials. 

The two local radio stations carried news items 
related to the study and devoted public service time to 
discussion of study elements such as the land use alter
natives, 

A close working relationship was developed with the 
local mass media. Background information was provided 
to reporters for news and feature articles. Experience 
indicated that providing background information was more 
desirible for a reporter's use than offering prepared 
releases. When a study's progress was of sufficient 
public interest, the news media would seek out opportuni
ties to report it. Mass media, thought to be of principal 
value in informing citizens with only a passive interest 
in the process, were also of significant value in inform-
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ing study participants. This double benefit was due to 
the high quality of reporting experienced during the study. 

Mass Mailing 

A booklet, Citizen's Guide to Transportation Planning, 
was distributed to all households, apartments, and student 
dormitories (23 000 addresses) in the study area in the 
fall of 1974. This publication replaced the traditional 
publicity brochure that had limited circulation and pro
vided insufficient information for public understanding 
of the study process. The 32-page citizen's guide de
scribed in simple terms the transportation planning pro
cess and how this process applied to the study area and, 
most important, identified the key entry points for citizen 
involvement in the process. Included with this booklet 
was a reply postcard that gave the recipient the op
portunity to submit his or her name for inclusion on a 
mailing list for further information about the study; over 
800 responses were received. The intent of this booklet 
was to alert study area residents to the study, an im
portant prerequisite to their involvement, and to pro-
vide them with basic information needed to participate 
in the study. 

Determining the effectiveness of techniques used in 
citizen participation efforts is usually difficult. Because 
this technique was costly, nearly 30 cents/ booklet, 
a random telephone survey of 300 households in the study 
area was conducted during the week following the mailing. 
The results were both sobering and encouraging. Nearly 
40 percent of the households did not remember receiving 
the publication even though it was markedly different 
from the usual "junk mail." About 40 percent stated that 
they either had already read it or intended to do so. The 
remaining 20 percent read it very briefly and then threw 
it away. Even though the study had been under way for 
over a year and had received excellent press coverage, 
two-thirds of those households that acknowledged receiv
ing the publication said they had no previous knowledge 
of the study. 

The objectives of distributing the citizen's guide were 
met. Knowledge of the study was increased and the reply 
postcard identified interested citizens who could be pro
vided with additional information. 

Citizen Advisory Committee 

The Citizen Advisory Committee was the principal ve
hicle for active citizen involvement in CHATS. Members 
of this committee represented citizens willing to devote 
time and energy to actively influence the planning deci
sions. The structure and conditions for membership on 
the CAC were such that no individual or group was ex
cluded from participation in the transportation planning 
study. The steering committee determined that the CAC 
would consist of all persons having a continuing interest 
in the study. A two-phase approach was taken to solicit 
membership. First, approximately 80 organized groups 
that were known to exist in the region were contacted and 
invited to appoint members to the committee. This in
cluded specific transportation interest groups and general 
interest groups such as the League of Women Voters 
and the Kiwanis Club. In addition, large ads were placed 
in local newspapers inviting interested citizens to join 
the committee. The first meeting held in April 1974 
attracted 42 persons in addition to the 14-member steer
ing committee. Average attendance at subsequent meet
ings ranged from 20 to 40 participants. 

Interest in transportation matters was high throughout 
the study area. Controversy over a limited access high
way and short-range transit and bicycle facility plans 
focused attention on transportation issues. Elected 



50 

officials and planners tied action on these projects to 
the results of CRATS. Through the early phases of the 
study the large CAC functioned well since its role turned 
out to be one of listening. However, once the study 
reached a stage of interaction between the study team 
and citizens, a different approach was taken. 

During the first year of the study, the CAC officers 
were elected by the CAC. These officers, although 
very interested in the activities of the CAC, were neither 
required nor allowed to assume the usual duties of such 
positions since much of the activity of the CAC was con
trolled by the study staff. The problems created by the 
presence of the dual responsibility of the chairman and 
the professional director of the citizen participation 
program surfaced during the attempt to nominate new 
officers. No one would serve as chairman since all 
potential candidates were unable to identify a useful role 
for the chairman. 

As an alternative the nominating committee suggested, 
and the full CAC accepted, the formation of a steering 
committee of 10 persons to direct the citizen input. The 
director of the citizen participation program would serve 
as a resource to this group. In turn, the steering com
mittee would help the director to develop the agenda for 
citizen activities. Members of the steering committee 
were selected by area of interest. By the time of the 
formation of the committee, the problem areas and 
issues of the study had been sufficiently defined to allow 
the members to identify particular interests. 

During the active discussion of transportation alter
natives, members of the steering committee served as 
chairpersons for public meetings on specific corridors. 
After the adoption of a plan, the CAC is expected to 
elect officers. 

Membership on the CAC remains open; the only 
restrictions imposed by the current membership are 
that persons who desire to vote on an issue attend two 
prior meetings of the CAC and do not miss two succes -
sive meetings. This minimal membership require
ment permits residents maximum opportunity to be 
members yet maintains attendance continuity to allow 
well-informed discussion of issues. Formal votes are 
seldom taken since the function of a CAC is to identify 
issues, not to decide on them. When votes are taken, 
the related discussion as well as the results are re
ported to the Coordinating Committee. 

Early in the study, 13 by 18-cm (5- by 7-in) ads 
were prominently plarP<I in lnr::il nPw.<,papers to en
courage residents to attend CAC meetings. In addi
tion, notices were mailed to persons who had previ
ously attended meetings. To determine the value of 
the advertising, the ads were discontinued. Attendance 
at the meetings did not change in number or composition 
of participants. After this experiment only large meet
ings or special activities, such as the television program 
described below, were publicized with display ads. 
Brief announcements of CAC meetings and agenda were 
carried by the newspaper as regular articles. 

The CAC was the focal point of efforts to actively 
involve the community in the planning study. All large 
public meetings were sponsored jointly by the Coordinat
ing and Citizen Advisory committees. Individual mem
bers of the CAC, to the extent that they represented 
groups or neighborhood interests, were used as cata
lysts to engage their constituencies in discussion and 
consideration of the transportation planning issues. 
Small neighborhood and special interest group meetings 
at which residents were encouraged to express them
selves were the most important contact with the public. 
Large public meetings, scheduled only three times dur
ing the study, were intended mainly to present informa
tion to the public and only then to promote active dialogue. 

Television Program 

A televised "town meeting" was held in May 1975, when 
study problems and possible solutions had been identified. 
The program was carried on the local cable system. 
This medium was selected because of its ability to focus 
on the study area. The local cable broadcasting station 
had a coverage area of 20 counties although the particular 
program was of interest to residents of only a portion 
of one county. Because of the rural location of the 
Centre Region, most households are connected to the 
cable since it provides the only means of receiving all 
major public networks. 

A further advantage of the cablecast was the lack of 
a time constraint. First a 17-min background module 
was presented. (This had been prepared and shown four 
times during the previous week.) Following a repeat of 
the background module came a live telephone call-in, 
question-and-answer period; questions were answered 
by a panel of study team members. The live portion of 
the program was allowed to continue as long as questions 
were called in (approximately 90 min). Such large 
amounts of time clearly could not have been made avail
able on commercial television. 

Evaluating the usefulness of the program is difficult. 
Over 30 callers phoned in questions. Most were in
telligent and indicated understanding of the issues. The 
television medium, especially if a cable system is used, 
offers great potential for widespread dissemination of 
information. The town meeting format also provides a 
means for persons who might not otherwise participate 
1n the process to provide suggestions or questions. The 
cost of such an effort depends on the local situation and 
the sophistication of the production. In this case the 
cost was approximately $2500. 

As stated earlier, the success of a citizen participa
tion program is a function not of the number of techniques 
used but rather the degree to which citizens can become 
involved in a meaningful planning effort. Experience to 
date has indicated that problems encountered in the 
citizen involvement program have been related more to 
the technical planning process than to the specific par
ticipation techniques used. One of the failures of the 
citizen participation program, land use strategy evalua
tion, illustrates this point. 

Land Use Strategies and Citizen 
P~'f'tirin~tirm - -~~ ----c------

CRATS was innovative in that land use alternatives were 
considered as an integral part of the transportation 
planning process and not accepted from a previously 
adopted land use plan. For the purposes of CRATS, the 
regional planning commission developed five alternative 
land use strategies based on background data that had 
been assembled for its comprehensive plan. These 
alternatives range from a present trend strategy of 
limited control of development through various plans 
to concentrate growth to an extreme of a strict no
growth policy. The implications of each of these alter
natives were described by neighborhood and municipality 
and presented to the governing bodies and planning com
missions of each municipality. The land use alterna
tives were discussed at two CAC meetings and were 
explained in a series of newspaper articles, in a public 
service radio program, and in the public meetings of 
the elected officials and planning commissions of the 
six governments involved. 

To provide for direct input to the Coordinating Com
mittee, a large public town meeting was scheduled. The 
meeting, widely publicized in news articles and adver
tisements, was held to permit citizens to respond to the 



proposed alternative land use strategies. The meet
ing was held in the evening at a centrally located 
school. Attendance was disappointing not only in 
number but also in composition. Fewer than 50 citizens 
attended; of those who did, most were either members 
of the CAC, the Centre Citizens Council (a group ob
jecting to a local highway project), or the Chamber of 
Commerce. The meeting failed to attract citizens not 
previously involved in the discussion of land use strat
egies. The meeting, advertised as a listening session, 
consisted of a 15-min review of the subject matter to be 
discussed and then became an interaction among the 
Coordinating Committee, its consultants, and the audi
ence. Very little of the 2-h discussion addressed the 
topic of the meeting-the specific merits of the land use 
strategies-but rather evolved into a discussion of the 
planning process. This result, while unexpected, has 
had a very positive influence on the study. 

The citizens, in a dedicated effort to understand and 
become involved in the planning process, raised the very 
issues that make citizen involvement at the systems 
planning level difficult, A feeling of distrust of the 
planners surfaced in a discussion of how the alternatives 
were formulated and evaluated. Several citizens sug
gested that the data presented in the evaluation of the 
consequences of the land use strategies were biased 
toward the preferred choices of the professional plan
ners. The data used in evaluating the alternatives were 
also challenged, indicating citizens' concern about the 
ability of the professional staff to evaluate adequately the 
alternatives. 

One particularly difficult issue raised was the adequacy 
of information provided to citizens for their evaluation. 
Although a citizen audience was generally recognized to 
require much greater explanation of background data 
and education on methods used, balancing this need with 
financial and time constraints was difficult. One proposal 
resulting from this public meeting and subsequent CAC 
action was that testing of land use alternatives not be 
limited to two as called for in the work program, but be 
expanded to include perhaps all of the alternatives so 
that citizens and planners might have a better under
standing of the implications on transportation of each 
of the land use strategies. This recommendation was 
reluctantly rejected by the Coordinating Committee on 
the grounds that it would increase the cost of the study 
and extend the time necessary for completion. In my 
view, this dilemma is one of the most perplexing issues 
in modification of the planning process to include citizen 
involvement. On the one hand, policy-making officials 
have an obligation to conduct fiscally responsible pro
grams; on the other hand, there is a need to achieve a 
much greater community involvement and understanding 
of the planning process and resulting plans. Further 
research and experience are necessary to determine 
the value of information in systems planning. 

Citizen Participation in Travel 
Forecasting 

A common criticism of transportation planning is that 
travel forecasts are often overestimated, thereby leading 
to overestimation of need for, and benefit from, new 
facilities. The attempt to prevent construction of a 
limited-access bypass of the Centre Region focused on 
this issue. Citizens and local officials were cognizant 
of the importance of the travel forecasts and therefore 
took special interest in the forecasts for 1985 and 2000 
produced by the consultants. The first set of travel 
forecasts indicated an increase in total travel of ap
proximately 70 percent from 1975 to 2000, based on a 
relatively modest 1 percent/year population growth. 
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This travel forecast led to a projection of deficient high
ways that included nearly all arterial streets. The re
sulting forecast was challenged by members of all three 
study committees as ignoring present and future economic 
and energy trends. After substantial discussion, a 
revised forecast of approximately 35 percent growth in 
travel was developed. The primary difference in the two 
forecasts was a change from past trends of assuming a 
3 to 5 percent growth in travel per person to an assump
tion of no change in the travel rate but a travel increase 
due to population increase. 

The revision of the forecasts was brought about by 
local involvement in the ongoing study process. The 
change in travel forecasts had a profound effect on the 
identified problems and proposed solutions. The wisdom 
of reducing travel forecasts will be judged by time. 

Evaluation of Transportation Alternatives 

Consideration of alternative transportation plans followed 
the land use discussion, There was a lapse of nearly a 
year between these public discussions. This was due in 
part to the time required to develop land use data for the 
trip generation models and in part to turnover of key 
consultant personnel. 

This lag raised questions of the credibility of the study 
in addition to creating a lack of public interest in the 
study. A serious mistake was made by attempting to 
continue CAC meetings and other small public meetings 
during this period when there was no new content to 
discuss. Several members of the CAC threatened to 
quit if something of consequence did not happen. 

Learning from the experience of the land use dis
cussion and the intervening period of little action, the 
steering committee of the CAC was called on to suggest 
a better approach to obtaining meaningful input during the 
evaluation of alternative transportation plans. This 
committee cited lack of detailed information on the al
ternatives as the most serious deterrent to informed 
participation. Their suggestions were used to develop 
the following process for public input. 

The study area was divided into four corridors or 
problem areas. Interrelated project proposals were 
grouped on this basis. Detailed maps and explanations 
were prepared by the technical consultant. With the 
concurrence of the Technical Committee, PTI developed 
public handouts written in lay terminology. These hand
outs were supplemented by in-depth newspaper articles. 
The information on each corridor was made available to 
the CAC, other interested individuals, and groups prior 
to public meetings that were held to discuss each of the 
four corridors. 

Proposals for all modes of transportation as they 
relate to a particular corridor were discussed at the 
meetings. After a public meeting on each area, smaller 
meetings were held with civic and special interest groups 
to identify as many viewpoints as possible. 

After this round of meetings during the fall of 1975, 
the CAC with the assistance of PTI prepared written 
reports summarizing the issues raised during the public 
discussion and submitted them to the Technical and 
Coordinating committees for consideration. The Coor
dinating Committee will direct the consultant to develop 
a final recommended plan based on recommendations of 
the CAC and the Technical Committee. A further round 
of public meetings will be held at that time. The num
ber will depend on the degree of controversy aroused by 
the recommendations. 
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OBSERVATIONS ON CITIZEN 
PARTICIPATION IN SYSTEM 
PLANNING 

Based on 2 years of experience with the system plan
ning process, the following observations are offered. 

1. The requirement of a participatory system 
planning process is more demanding than a nonpartic -
ipatory process. A process that is totally open requires 
greater flexibility in timing to allow for the uncertainties 
associated with public discussions and controversy. The 
credibility of the process is questioned if public discus -
sion is cut short because of contractual requirements. 
The open process also places new demands on planners 
to provide data in understandable form. More important, 
many assumptions previously made by planners now must 
be supported by data. Citizens require support for 
crucial assumptions; rules of thumb are challenged. 

2. The assumption that early involvement of citizens 
is desirable should be examined. Arousing citizen 
interest in CHATS before there was any content to dis
cuss consumed unnecessary resources, but more im
portant led to lack of interest when there was something 
to discuss. Unless citizens really have the opportunity 
to shape the work program and study design, they should 
not be involved until all data are collected and all models 
made operational. The suggestion is often .made that 
citizens develop goals and objectives early in the study. 
This policy was not adopted as part of CRATS since the 
regional planning commission had recently involved 
citizens in developing goals and objectives. Whether 
these goals and objectives had any impact on the study 
is not clear. Because it is not clear that citizens can 
develop goals and objectives in the abstract, a wiser 
course would appear to be to hold consideration of goals 
and objectives until there is some appreciation of the 
possible available alternatives. Goals and objectives 
can be deduced from reaction to specific alternatives if 
the options reflect a range of real choices. This ap
proach would avoid citizen involvement too far removed 
from the body of the study as in the case of developing 
goals and objectives prior to initiating the study. 

3. The limitations of a system planning study should 
be clearly identified. As an innovative effort, CRATS 
was presented to the public and elected officials as a 
solution to all previous shortcomings of the transporta
tion planning process in the citizen participation pro
gram. Lengthy consideration of land use strategies 
established that even the most extreme, politicallyviable 
land use strategy alternatives had little effect on trans -
portation alternatives. In a period of modest population 
growth, major changes in land use are not likely. The 
range of transportation options to be considered was 
also overestimated. At least in a small community 
the options are limited. Highway proposals are con
strained by severe fiscal limitations as well as en
vironmental concerns. Transit and bicycles are much 
discussed modes of transportation within CRATS, but 
realistically do not provide alternatives for substantially 
reducing congestion. Evaluation of policy variables such 
as parking policy or energy pricing is limited by lack of 
techniques to measure impacts. The value of testing 
extreme policy options was questioned not only by study 
team members but also by citizens. 

4. Currently there are institutional constraints that 
limit citizen participation. Conducting a participatory 
planning process often requires a departure from pre
vious practice. The need for timing flexibility often is 
at odds with contract administration and fiscal con
straints. As stated previously, built into an open pro
cess is the trade-off between extended discussion and 

fiscal responsibility. Another policy that was confronted 
during the CHATS effort was the disclosure of information 
prior to approval of the Coordinating Committee. Pre
vious practice called for committee approval prior to 
public release. This policy prevented meaningful citizen 
input prior to committee discussion. At the request of 
a member of the press this policy was changed. Policies 
concerning financial support for citizen development of 
proposals were also confronted. Technical assistance 
by PTI was made available to citizens, but no funds for 
development of proposals were offered. 

CONCLUSION 

Actively involving citizens in the transportation system 
planning process is not a simple task. The abstract 
nature of system plans and the remote impact of long
range proposals have failed in the past to arouse citizens 
into active involvement in the planning. Further, the 
planning process, which has been considered to be a 
technical process, has not been responsive to community 
participation. Identification of entry points for mean
ingful participation by citizens and development of tech
niques for engaging them in this continuing process are 
crucial to the improvement of the system planning 
process. 

This paper reported on a pilot project addressing 
these questions in an actual planning study. The Centre 
Region Area Transportation Study provided a laboratory 
for testing many myths and facts about citizen participa
tion. There is a need for more experience with incor
porating citizen participation into the planning process. 
The interaction between the technical process and the 
citizen participation process is critical to the success 
of the overall planning effort. Further work is needed 
to improve the integration of the two processes. 
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