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The purpose of this paper is to document the experience of the transit planning

community with census proaucts with the intent of hetping to generate

suggestions for 1990. In order to accomplish this in an orderly way' transit
pl-anning will be broken down into the series of planning processes normalLy

associated with public transportation. These are strategic planning' long-range

regiona!.systemplanningrprojectorcorridorplanning'siteorsubarea
pJ.anning, and operations or service pl-anning. Each of these wilL be addressed

first by clefining its technical contãnt and then bv giving an overview of the

utility of census products for that particurar type of pranning' Finallyr
nationaL experienc" i¡ tt" t"ti"à-ivpes of planning will be synthesized into a

series of, recommendations for L990'
It is important to note that the perspective.that wiLl be reflected in the

analysis that follows is one thai aeiineå transit planning as the process of

proviiling objective information to decision nakers associated with t'he provision

of public rnobility. As wiLl Ue tãen, this can be quite different frorn the

planning t,hat is Lotatty focused on the provision of conventional fixed-route'
iixea-scfreduLe pubLÍc transportation services'

STRATEGIC PI,ANNING

In the context of public mobiLity (Í.e., public transportation) strategic
plannÍng involves Lne anatysis oi l"ong-term trends ín those socíal and

demographic factors related to public nobility need ancl pubLic transportation

LtSê.Questionstypical.lyaddressedincludethefollowing:Whatarethe
emergíng (and decllning) narkets for public transportation in terms of location

and character? What kincl oe seivices and facil-ities will be most appropriate

and how should they be financed, ãLv"fop"d, and operated with an enphasis on

institutional structure?
The najor analytical tasks facing public transportation strategic planners

are (a) determining which denographlcl socioeconomÍc' and transportation supply

factors nost crosely infLu"n"" iãnéllåttn pubtic rnobÍlity needsi (b) deveroping

ways of forecasting change in these factors at aggregate levels (e'g.' regional'

state, and natÍonal); ancl (c) analyzing various investment and operations

options in the face of future forecast needs'

To characterize the ulility of census data to public transportation strategic

pl.anningasitwasjustdefinediseasy;withouttherichdataresources
proviðed by the ."rrãu" both in terms ol travel-ímpacting demographics and

transportation use, the task woul<l be i¡npossible. since 1970t virtually no

transportation strategic planning has been accomplisheil by any governnental

entity that dicl ,rot utitize at 1ãast some transportation-relate¿ census

product. In fact, a strategf. piãi"inq study. is now being carried out by UMTA

with assÍstance from the Joint cã"|"t ãor poiitical Studies using alnost a1l

transportation-related census products. The studY is based on an analysis of
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nationstide demographic and travel trends shown in the half-percent pubLic use
microdata sample and reLies heavily on resuLts of previous NationwÍde personal
Transportation Surveys. These nationwÍde trends will be arrayed against changes
identified in a parallel analysis at the regional level for 16 sample cities.
The regional-level analysis wilL ut,ilize data from the Census of popu}ation and
Housing as welL as the journey-to-work reports from the census.

REGIONAL SYSTEM PLANNING

Regional system planning is that process by whÍch specific, long-term (20 to 30
years) transportation problerns in a given region are identified and priority
ranke¡l. Long-range regionaL transportation system planning is usually
nultÍmodal in nature and ís charged not onLy with the identífication of the
corridor probLems reguirÍng longer-term major investment solutions but aLso with
the specification of a reasonable set of alternatives worthy of further study at
a reduced geographic and tenporal scale. Key analytical tasks associated with
regional system planning are the devel"opment, and appLication of traveL demand
and suppry simulation models capabre of sensit,Ívity to Large-scaLe
transportat,ion investnents and operational changes. Both the development (i.e.,
calibration) and applicat,ion of these nodeLs reguíre demographic or
socioeconomic data, the for¡ner for a base or calibration yeâr, the Latter for a
forecast or analysis year. Base-year data are, of course, measured whereas
future-year demographic data, though an Ínput Èo travel sinulation modeLs, must,
itseLf be forecast. Base travel" demand or use dat,a are typically used for model
development and as an aid in checkÍng forecast-year resuLts for reasonability.

Comprehensíve home interview surveys vrere once the major source of
disaggregate-lever demographic and travel data useful for regional
transportation planning. Since 1970, however, their cost has become so
prohibitive that few, if any, have been taken. The census has become virtually
the sole source of basic, home-end demographic data, with travel data supplied
by both the census journey-to-work survey resuLts and various s¡nall-sample
supplementaL surveys focusing on nonwork trips and other de¡nand issues. Although
netropolitan planning organizations (MpOs) are t,he keepers of the regional
nodels and data bases, they are utilized by transit operators in addition to
state and locaL governments.

PROJECT OR CORRIDOR PLANNING

Project or corridor pLanning, known in UMTA parlance as alternatives anaLysis,
is that process in which the range of investnent options identified as potential
ways of solving long-term regionaL transportation probtems during regional
systems planning are studied in detaiL. The travel demand (and system supply)
sinulation models used in transít corridor planning are similar to those used in
regional. system planning but generally refLect íncreased geographic d.etail and a
shorter analysis time frarne (e.g., 15 years) . Cost-effectíveness, fÍnanciaL
inpacts, high-occupancy-vehicÌe (Hov) demand, anrl station capacity and
congestion are key analysis issues. These usuaLly requíre both simulation tools
deveLoped and applied at a more disaggregate level of detaiL than regionaL
planning and totally new, add-on procedures. Unfortunately¡ the requisite
addítional de¡nand data for model deveJ.opment , application, and checking are not
avaiLable from any census source and must be supplied by supplemental counting
and survey programso These data incLude information dealing with mode of access
or egress and parking and traveL by time of day, data that must be collected on
a highly disaggregate basis.



72

In recent years, transit project pLanning has become synon]tmous with the
uMTA-mandated aLternatives analysis process. The financial and

cost-effectiveness criteria producedl-during various alternatives analyses across

t,he country are used to rate proposals for discretionary federal (Section 3)

funding Ín ter¡ns of their reLative investnent worthiness from a natlonal
p"r"p.ãtlrr". This national investment rating process reguires that the
requisite evaLuation factors be producerl in a conslstent fashion' This cannot

be accomplishedl vtithout the common data base that the census provides'

SITE OR SUBAREA PTANNING

Síte or subarea planning is the process by which engineers and planners assist
in the overall desígn of well-clefined, encapsulated urban developments' To the
degree that travel áemanil and supply simulation tools are used at all in site
plãnníng, they focus on estimatinõ peaestrian and vehlcle flows and inpacts at a

ielatively mlcroscopic LeveL for a time horizon that is usually quite short
(less than 10 y".t"i. Regulred demographlc and travel dernand data most

frequently dea!. with the nonhone end of tripsr requiring augmentation of the

traditional data bases and analytical- tools developed with census data'
It is lÍkely that the major site or subarea planning exercises for the rest

of this decade and the 1990s wlLL focus on areas that have become known as major

nondowntown activity centers. These are suburban deveLopment nodles that contain
regional shopping ^åU", 

offlce space, and resídentlal units spread over the
niénrv ..."sãiutã ar"a at the confluence of a number of regional transportation
facilities (e.g., freeways, co¡nmuter rail Lines) . Because they are relativelY
srnall conpared witn centrai Uusiness dlstricts (CBDs) (usually under 50r000

e¡npLoyment) and because large urban areas may have more than one, the travel and

demogiaphic data necessary to support traffic analyses must usualLy be obtained
fro¡n ad hoc speclal-purpos. "ort 

åy" taken outside the hone (e.g., at parking

Iots, roadsides, and workplaces).

OPERATIONS OR SERVICE PLANNING

In operations or service pLanning, information germane to the potential
cost-effectiveness of existing or proposed publ-ic transportation services is
generated on a route-by-route basis. In these analyses, the same horizon is
ãxtrernely short (e.g., Èomorrow) and the level of geographic aggregation,
cJ.osely related to aocess or egress walklng distances¡ is incredlibly detailed.

Though UMTA and others have expended nuch effort on the deveJ'opment of
route-Ieve!. de¡nand (and operating cost) moclels in support of operations
planners, ¡nost existing operations analysis tool-s are limited in market
iclentification as opposed to actual demand forecasting. These tools use census

address reference flles or some other network representation and block- or
tract-level census data (or both) to determine the number and character of
households within walking distance of the route or routes under analysis. These

data in turn can be subseguently input to an actual demand model.
In recent years, operations planners have become increasingly involved in the

specÍfication and analysis of nonstandard transit services. These include
door-to-door paratransit services for the elderly and handlicapped, carpooling
and vanpoollng programs, employer-provided transportationr and so forth. The

great detail required for conventional transit service planning in terms of
qeograpt¡y an<l socioeconomic character is even more pronounce<å for these
increasingly popuLar servlce options because of their market-focused rather than
available-to-the-public nature.
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SUMMARY AND SYNTHESIS

The foregoing dÍscussion has out,lined the technical content of the variousanalyticar processes that make up transit planning in an attempt to specify theuses of and need for census data by transit professionals. rf there is anysingre conclusion that can be drawn, it Ís tñat virtually no anaryticar aspectof transit planning can proceed without at least part of the rich data resourcesprovided by the census. whether the technical work to be accomprished iscost-effectiveness assessment, financiar forecasting, or sirnpie marketidentificatíon, demographic data describing the full range of factors affectingtravel behavior are required. The lever oi tt¡e geographic aggreçJation of thedata may vary as a functÍon of the type of pranning-ueing acáornprished, as maythe need for supplemental travel and socioecononic informatÍon. Nevertheless,the need of every state MPor t'ransit operator, and local government for the sanedata speaks to the efficíency of its cärrectiän by a natiãnal entity. Moreover?t'he need for federal strategic planning and proieãt evaluation points to theneed for a consistent data format and base year.rt shourd be kept in mÍnd, however, that as urban areas and transportationneeds have evolved, so have transit and transportation pranning. whereas oncethe concern was with the pranníng and impre."r,tution of wholr.y newtransportation programs and regionar syslems, norrr the concern is nostly with themaintenance and upgrading of existing ån"", witrr onty incrementar newadditions. Arthough urban transport,ation problems \rere once associated strictrywit'h cBDs, suburban actívity cent,er access and egress and internal circulationproblems and suburban publíc mobiLity are now íncreasingly dominant concerns.Finally, a]-though level-of-service, demand, environmental, and energy impact,swere once the key t,ransit, planning issues, financial reasiuÍtity andcost-effectiveness have become increasingly Ínportant.
The impact of these changes on transit planning data needs is ctear if theresultant' shift in the mix of required anaiytical activities is examined.Future stress will be on strategic and financial pranning, operations pÌanning,subarea pranning, and project, anarysís. This neans an Íncreased emphasis onactivitÍes that, though werr served by current census products, reguiredenographic and travel data that are supplementar to the data currenttyavailable' The need for increased geoqiãphic presentation frexÍbility ís anadditional factor that must be accounted for ín planníng for r-990.None of the foregoing suggests Less of a need for thà current census programsand products now avairable to the transit community. Nor does it suggest theneed for a massive increase in the types (and i¡nount) of data collected by thecensus' rt does suggest, however, that evoLutionary changes in the exist,ingdata set are reguired, as are flexíble techniques for intãgraLíng census datawith needed suppJ-emental data resources, DeveÌopíng or disseminating theseflexible tools and providing assistance and traininq in theír use rnust be animportant objective of any transit planning technicat assistance progran.

The views expressed in the preceding are those ofrepresent a stat,ement of policy by the Urban Mass
the author and do not
Transportat ion Administration .
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