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III. EXISTING AND FUTURE POPULATION AND EMPLOYMENT 
An important element of a transportation plan is to understand the location 
and type of both existing and future population and employment. This 
information is the foundation for creating a transportation system that 
meets the needs of the area or region. In larger urbanized areas this 
information may be used to develop a transportation model, but it is 
needed for smaller areas as well in order to evaluate circulation and safety 
concerns.  


A. CURRENT POPULATION DEMOGRAPHICS 
 


 Understanding the current population demographics of the area or 
region is vital for several reasons. First, it will reveal special issues 
or problems. For example, a large elderly population will present a 
different set of problems and solutions than if the population is 
younger and more mobile. Secondly, demographics will help 
planners understand how people are distributed geographically. 
This will better explain traffic patterns, particularly when used in 
conjunction with information on employment and land use. The best 
source of data on population is the U.S. Bureau of the Census.  
The Bureau prepares a comprehensive population census every 
ten years.  They also provide interim estimates between the official 
decennial census. Other sources include the Idaho Department of 
Commerce and Labor and Idaho Power Company. 


 
 Many jurisdictions establish their own tracking system to identify 


where growth is occurring. Residential and commercial building 
permits are entered into a database and mapped. This kind of 
information can be extremely helpful in refining or adding to needed 
improvements during the plan update process. 


B. CURRENT EMPLOYMENT CHARACTERISTICS 
 


 Current employment characteristics are important because it 
greatly determines where people travel to and from. Specific types 
of employment will generate different transportation demands. For 
example, trucking or industrial businesses will generate different 
traffic patterns than will retail businesses. Information on 
employment is available from the Department of Commerce and 
Labor subject to confidentiality issues. In some cases, it may be 
possible to estimate employment based on local knowledge. 
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C. EXISTING LAND USE 


  
 Official land use designations determine where people and 


businesses can be located geographically. Evaluating existing land 
use patterns will provide an understanding of the current 
relationship between where people live and where they work and 
shop. As mentioned above, assessing land use in conjunction with 
employment and population will provide insight on ways to improve 
the transportation system.  


 
 There is a great deal of debate about the relationship of land use to 


transportation. Which one drives the other? Some argue for higher 
densities and mixed development where people can find 
alternatives to driving alone. Others feel the market should drive 
land use. One thing is certain, this debate will continue. Each 
community has to make their own choices about this issue, and it 
will impact the nature of their transportation system.  


D. FUTURE PROJECTIONS 
 


 Future projections of population and employment will drive future 
transportation needs. Normally, plans are based on a twenty year 
horizon. This provides an opportunity to look ahead, informed by 
current trends and anticipated changes. The reality is that the future 
cannot be predicted with perfect reliability.  However, this exercise 
will result in proactive thinking and will provide a better opportunity 
for guiding growth in ways that meet the community’s vision than if 
no effort is attempted. 


E. FUTURE POPULATION 
 


 Sources for estimating future population include the Department of 
Commerce and Labor and Idaho Power Company. Woods and 
Poole, an independent private company also provides estimates for 
population and employment. Their website can be found at 
WoodsandPoole.com. Most of these sources use existing trends, 
and don’t take into account the recent dynamic growth in Idaho. 
Many cities and counties in Idaho are experiencing very high 
growth rates and whether or not this constitutes a long term trend is 
unclear. 


 
 Be sure not to overlook residential and commercial development 


currently in the pipeline. This may provide clues as to where future 
growth is likely to locate. 
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F. FUTURE EMPLOYMENT 
 


  Finding sources for twenty year employment forecasts is more 
difficult. The only sources for county-wide estimates are Idaho 
Power and Woods and Poole. There are consultants who specialize 
in demographic forecasts for individual areas. Advantages of using 
their services is that they are able to tailor a forecast to the specific 
conditions of an area or region and don’t depend entirely on straight 
line estimating.   


G. FUTURE LAND-USE  
 
 Highway jurisdictions with land use regulatory authority have at 


their disposal the single most important determinant of where 
growth will occur. Designating where future residential and 
employment will be located and at what densities will determine the 
future needs of the local transportation network. This means 
identifying the specific geographic location that growth is 
anticipated to go.  


 
 One of the key tasks after a transportation plan is completed is to 


integrate it with the local comprehensive plan or plans if it is multi-
jurisdictional. This important task will assure that the assumptions 
for transportation and land use fit together. There is really no point 
in estimating future population and employment unless there is 
some agreement as to where it will be located geographically. 


 
 In cases where highway jurisdictions without land use regulatory 


authority are preparing transportation plans, it is critical that they 
coordinate closely with those that do to ensure that the 
comprehensive plan supports the assumptions in the transportation 
plan. 


 
H. FUTURE LEVEL OF SERVICE 


 
In communities where growth is high, a top concern is congestion. 
Congestion is usually measured by calculating a level of service 
(LOS). Simplified, LOS is calculated by dividing traffic volume by 
road capacity. In essence, the definition of LOS is how well a 
transportation system functions from the perspective of a driver. It 
is rated using a letter grade between A and F, where A equals free 
traffic flow and F equals failure or complete system breakdown. 
Rural areas are normally expected to operate at a higher LOS than 
urban areas.  
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LOS measurements can help determine whether new capacity is 
needed.  Many rural areas have so much excess capacity that new 
roads will probably not be needed during the twenty year planning 
horizon. However, the increased traffic volumes may require other 
improvements including signalization, turning lanes, and access 
management.  
 
If it is determined that new road capacity is required, the challenge 
is much more difficult. Capacity can be increased through a variety 
of means. Usually, most effort is focused on transportation system 
management (TSM), which refers to physical improvements to the 
transportation network. The most common TSM approaches are to 
add more lanes within existing right of way, refine signalization, and 
improve access management. Difficulties arise when there is 
inadequate right of way or when entirely new connections are 
needed to serve incipient development in fast growing areas. New 
roadways are expensive, but if they are needed, it is better to begin 
preserving corridors as early as possible. 
 


 Transportation demand management (TDM) refers to alternative 
approaches to improve the efficiency of the transportation system 
centering on influencing driver behavior. These alternatives are 
aimed at reducing the number of single occupied vehicles and 
include options like transit, van and car pools, off peak work hours, 
and bike and pedestrian facilities. Policies that may help encourage 
such alternatives include denser, mixed land uses, parking 
restrictions, high occupancy lanes, and congestion pricing. 
Congestion pricing refers to charging more to drive on certain 
streets and locations during peak hours and less when congestion 
is lower. 
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IV.  EXISTING CONDITIONS EVALUATION 
  


A. FUNCTIONAL CLASS REVIEW 
 


 A review of the functional classification of roads in a jurisdiction is 
an essential requirement of a good plan. Functional class refers to 
the operation of a roadway based on a balance of access to 
mobility. The three types of classifications for roadways are arterial, 
collector and local. Arterials generally carry longer trips at higher 
speeds between major land uses. Collectors channel traffic from 
local streets to arterials, while local roads provide access to homes 
and businesses. 


B. REVIEW ACCESS MANAGEMENT POLICIES IN RELATIONSHIP 
 TO LAND USE, ROADWAY CAPACITY AND SAFETY 


 
 Access management primarily refers to achieving a balance 


between providing accesses to local land uses and maintaining an 
efficient flow of traffic. The concepts of access management and 
functional class are entwined. As functional class moves up from 
local to arterial, access in the form of driveways should go down. 
As access increases, roadway capacity can be negatively impacted 
due to rising turning movements. Also, there is a documented 
correlation between the number of accesses, rising turning 
movements and the subsequent increase in crashes 


C. CURRENT INTER-MODAL INVENTORY 
 
 Transportation plans should evaluate all modes of travel. A good 


mix of transportation options can help reduce the number of trips on 
the road network. There are also equity concerns relating to 
providing transportation to segments of the community that are 
unable to drive a vehicle due to economic or physical conditions.  
Examples of underserved populations may include the elderly, 
economically impoverished, and those that are disabled.  


 
 Documenting what inter-modal facilities exist or do not exist is the 


first step in determining if there are additional needs. 


1.  TRANSIT 
 


 A transit inventory should include existing inter and intra-city 
bus routes, senior transportation services and transportation 
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options available to underserved populations.  Inadequacies 
in such services can be documented and discussed.    


2. BICYCLE AND PEDESTRIAN FACILITIES 
 
 Bicycle and pedestrian facilities are gaining popularity not 


only for recreation but as an alternative to automobile travel. 
A transportation plan usually includes a separate bicycle and 
pedestrian plan or map that designates routes on the 
existing road network or on separated trails. Where bicycle 
and pedestrian facilities are located should be based on land 
use patterns that provide users with good access to where 
they live, work, and go to school.  


3. AIRPORT FACILITIES 
 Existing airport facilities should be included as part of the 


inter-modal inventory. Items to consider are access to the 
facility, adjacent land uses, and potential safety concerns 
related to flight patterns. Communities with regional airports 
should also evaluate boarding trends, future growth issues 
and circulation needs. 


4. FREIGHT AND TRUCK TRAFFIC 
 Providing efficient ingress and egress for freight is important 


to the economy of a community. Truck traffic also has an 
impact on capacity and road wear and tear. One key piece of 
information is the mix of truck traffic to automobile traffic. 
Some communities have high levels of truck traffic due to 
agricultural production, or are adjacent to interstate trucking 
routes. This may lead to consideration of truck routes or 
acknowledgement of special maintenance needs. 


5. RAIL FACILITIES 
 While the number of railroad facilities has declined in recent 


decades, they are still significant resources in many 
communities. Even abandoned railroads are valuable as 
potential rails to trails conversions or for future corridor 
preservation. Another significant issue that should not be 
overlooked is railroad crossings. These locations should be 
evaluated for safety concerns.  


D. ROADWAY CONDITIONS 
 


 In order to plan for future needs, it is first necessary to have a good 
understanding of the existing roadway conditions. This necessitates 
review and analysis of a large amount of data. Some smaller 
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highway jurisdictions may not be in the practice of collecting this 
information since they are busy just trying to stay even with basic 
maintenance. In reality, knowing the details of the road network 
intimately will allow more efficient use of scarce resources. 


 
 Basic information on the condition of the existing road network will 


help identify areas that do not meet standards, are safety problems, 
or need immediate attention. Below is a partial list of the types of 
features that could be part of your inventory. 


 
• Intersection configurations 
• Pavement width\c  
• F  
• Surface type and condition 
• Shoulder width 
• Sidewalks and bikepaths 
• Sign Inventory 
• Bridge condition 
• Drainage 
• Current traffic counts 
• Current level of service 
• Traffic safety conditions 
• Right of way 


 


E. BASE MAP DEVELOPMENT 


  
A common first step in evaluating roadway conditions is to develop 
a digital base map of the road network. Base maps are normally 
prepared using global positioning satellite technology (GPS). This 
technology will generate a fairly precise location (approximately 1 to 
2 meters) of where an item is on earth using latitude and longitude 
measurements. This information can then be transferred to other 
software such as a geographical information or pavement 
management system. Good knowledge of all of these technologies 
is helpful in developing a base map that is appropriate for potential 
pavement management applications. 
 


 The advantage of having a good base map is that it assists in 
collecting, storing, and displaying existing and future conditions 
graphically. 
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I. INTRODUCTION 
 


 The purpose of this manual is to promote a level of consistency in the 
development of transportation plans funded through the Local Highway 
Technical Assistance Council. This manual is intended to provide a 
summary of standard elements and tasks identified by transportation 
professionals over recent years. It is not intended as a comprehensive 
discussion of transportation planning. Several excellent sources for 
additional background on transportation concepts and issues are 
“Transportation in Your Local Comprehensive Plan, A guide for Local 
Government Officials” and the “Idaho Corridor Planning Guidebook” 
prepared by the Idaho Transportation Department.  Both documents are 
available on ITD’s web page at itd.idaho.gov., and each have a large 
catalog of additional references that will help those interested in learning 
more about transportation planning.  


 
 It has become standard operating procedure for highway jurisdictions to 
 hire professional transportation planning consultants to prepare plans. 
 Consultants bring special expertise that may not be available within the 
 community in the areas of planning, civil, and traffic engineering. This 
 manual will serve as a bridge between consultants and project 
 sponsors so everyone is on a similar page. 
 
 It should be obvious to those applying to LHTAC for federal and state 
 aid, that planning is a high priority. Applications for projects by highway 
 jurisdictions that have done good planning are given more points.    
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V. PAVEMENT MANAGEMENT SYSTEM (PMS) 
 
 The most currently accepted approach to evaluate existing and future 


pavement condition is to employ pavement management technology. 
There are a number of PMS software programs currently on the market. 
Some are very sophisticated, requiring a large amount of data and 
associated training to operate them. Other programs are relatively easy to 
use and will provide a sufficient level of detail for most smaller highway 
jurisdictions. 


 
 A PMS provides the ability to store and analyze pavement condition data 


for individual road segments. One key requirement is the ability to provide 
some level of prediction regarding the rate of pavement deterioration. This 
information will help one to anticipate the best time to provide appropriate 
maintenance treatments before pavement condition declines beyond the 
point where preservation techniques can solve the problem. A second 
important capability is providing analysis of different scenarios. The million 
dollar question is, how will different road maintenance approaches affect 
remaining service life in the most efficient and cost effective manner. 


A. CONDITION INVENTORY 
 
 Pavement condition is the key input for a PMS. Once the basemap 


is completed, (See page 12, Section IV, E. Basemap Development) 
pavement attribute data can be entered for each road segment. 
Pavement management programs normally establish distress 
ratings for pavement that are entered using some kind of scale. The 
scale rates pavement for various conditions such as cracking, 
rutting, drainage, and so forth. Once completed, this will provide a 
database that can be updated preferably on an annual or semi-
annual basis.  


B. ESTABLISH ROAD IMPROVEMENT COSTS 
 
 Most pavement management systems include the ability to analyze 


a range of road improvement scenarios. The first step in that 
process is to identify the approximate costs of various types of road 
improvements per lane mile. 


 
 The most basic type of road maintenance is seal coating. This 


refers to the process of applying a thin layer of gravel and asphalt 
emulsion on an existing asphalt road. Seal coats are normally 
applied every five to seven years depending upon conditions, and 
can extend the life cycle of a road indefinitely. Research has shown 
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that in the long run, keeping up on road maintenance is far less 
expensive than reconstruction. 


 
 Minor pavement rehabilitation refers to a variety of practices 


including crack sealing, grinding and grooving, and the application 
of a two or three inch asphalt overlay to pavement that is still in 
relatively good condition. Pavements that have a higher degree of 
stress in the form of cracking and rutting will require more 
expensive rehabilitation treatments that normally include milling 
existing pavement prior to applying additional asphalt. Without 
adequate maintenance, at some point pavement will deteriorate to 
such a degree that the only solution is a complete reconstruction. 
Obviously, the cost of reconstruction is very high in comparison to 
seal coats and minor rehabilitation techniques. 


  


C. DEVELOP MAINTENANCE SCENARIOS 
 


 An effective pavement management system is a tool to help make 
better decisions on how to use limited resources in the most 
efficient manner possible. A decision matrix is a useful way to 
assist in this exercise. For example, a simple decision tree can be 
created that will specify the type of treatment to apply based upon a 
pavement condition index (PCI). A simple matrix where pavement 
condition is rated from 1 to 5 with 5 being new may look like this:  


 
 Condition    Treatment 
 
 PCI gt 3.5 but lt 4.0   Seal coat 
 PCI lt 3.5 but gt 2.5   Two inch Overlay 
 PCI gt 2.0 but lt 2.5   Mill and overlay 
 PCI lt 2.5      Reconstruct 
 


 One of the most powerful aspects of a pavement management 
system is the ability to measure the effectiveness of a given 
maintenance strategy. Is it more cost effective to spend greater 
resources on repairing best pavement first or focus on roads that 
are in very bad condition? Which mix of maintenance strategies 
given limited resources will increase the inventory of good 
pavement? Being able to anticipate pavement condition several 
years in advance will assist in developing maintenance plans and 
budgets that are most advantageous. 
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VII. PLAN UPDATE PROCESS 


A. APPROXIMATE 5 YEAR CYCLE 
 
 A good rule of thumb is to formally update your plan on a five year 


cycle. This is not one size fits all though.  Major developments and 
overall growth should drive the update process. Local knowledge 
will help inform this decision. 


   


B. EVALUATE POPULATION AND EMPLOYMENT GROWTH 
 TRENDS 


 
 A key element of the plan update process is to evaluate actual 


growth with projected growth. Do they track well or are they widely 
divergent? As mentioned in the section on demographics, 
monitoring growth through a residential and commercial permit 
tracking system can be very useful for this analysis. This is 
particularly important when the update cycle does not correspond 
to the decennial census. Currently, much of Idaho is experiencing 
substantial, growth. The question is, does this constitute a long 
term trend or is it of a cyclical nature. The answer will probably vary 
community by community.   


 


C. REEXAMINE LAND USE PATTERNS 
 
 Where residential and commercial development will take place in 


the future are key assumptions in your transportation plan. Planned 
improvements have been chosen at least partly based upon these 
anticipated patterns. Were the assumptions accurate? If not, it may 
require changes to recommended road improvements or entirely 
new ones. 


D. EVALUATE CURRENT LEVELS OF SERVICE 
 


A calculation of traffic volumes and capacity should be done to 
make sure congestion has not increased beyond expectations.  


E. EVALUATE FUNCTIONAL CLASS AND ACCESS CONTROL 
 
 Are the roads still operating functionally as expected, or is it time to 


consider a reclassification? Also, the access control policies should 
be evaluated to determine effectiveness. 
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F. EVALUATE ACCIDENT DATA 
 
 Review data on accidents to determine if there are areas where 


there is a high incidence of crashes or pedestrian conflicts. This 
may trigger a need to consider safety improvements like 
signalization, turn lanes, signing, or pavement stripping. 


G. UPDATE RECOMMENDED IMPROVEMENTS 
 A review of goals and objectives should be the first step in 


evaluating whether changes should be made to recommended 
improvements in the plan. Have conditions changed so significantly 
that the original set of improvements will not achieve the vision set 
out in the original plan? Or, has the vision of the future that is 
desired changed? 


H. UPDATE THE CAPITAL IMPROVEMENT PLAN 
Changes to the CIP should be made on an annual basis. But, if 
during the plan update improvements have been completed, 
changed, or reprioritized make sure this is reflected in the CIP. 


   


I. INCORPORATE CHANGES INTO COMPREHENSIVE PLAN 
 Once again, there should be a feedback loop between the 


transportation plan and comprehensive plan and ordinances when 
major changes are made.  
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II.  PUBLIC INVOLVEMENT PROCESS 
 


 Public involvement is a critical and challenging element of a successful 
transportation plan. A robust public process will inform participants of the 
issues and needs, assure everyone has a voice, and help strengthen 
support of the recommendations that flow from the plan. It can be difficult 
to engage the public due to demands on their time and the long range 
nature of planning, so creative thinking is required. 


 
A recommended approach is to develop a public involvement plan within 
the scope of work. The plan should clearly outline proposed activities in 
detail. These activities should include the number, type and schedule of 
technical advisory meetings, the schedule and number of information 
distribution efforts through brochures or other means, and any special 
events such as open houses.  
 
Further information and references on public involvement can be found in 
the Corridor Planning Guidebook and Public Involvement Manual 
published by the Idaho Transportation Department. These documents can 
be found on the Departments web page at itd.idaho.gov. 


 
  A.  MULTI-JURISDICTIONAL PROCESS 


 
 LHTAC advocates planning that is comprehensive and multi-


jurisdictional in nature. This means at times looking beyond 
highway district, city, county and federal agency boundaries. 
Transportation problems and solutions will often extend beyond and 
between political lines. Further, the term jurisdiction can be 
misleading. It is not limited solely to entities that are made up of 
elected officials. A possible list of participants in a multi-
jurisdictional process is identified below: 


 
● Cities and Counties 


  ● Highway Districts 
  ● Idaho Transportation Department 
  ● Legislators and elected officials 
  ● Indian tribes 
  ● School Districts 
  ● Local transit providers 
  ● Emergency services 
  ● Federal and state resource agencies 
  ● Major employers 


 It is anticipated that participation in a multi-jurisdictional process will 
continue beyond the completion of a plan. This will promote better 
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communication and cooperation as conditions change and projects 
are implemented. There are ample opportunities to join existing 
multi-jurisdictional transportation groups in most areas of the state. 
Contact LHTAC to see if such a group is available in your area.  


 B.  COORDINATION WITH ADJACENT JURISDICTIONS AND 
 AGENCIES 


 Coordination with adjacent highway jurisdictions during the 
planning process should not be overlooked. It is important that the 
transportation system operate seamlessly between city and county 
boundaries and between one county and another. A lack of 
coordination may result in classifying a roadway that extends 
through adjacent jurisdictions differently even though the roadway 
functionally operates the same. 


 
It is equally important to work with the Idaho Transportation 
Department to make sure that the state highway system is 
integrated with the local road system. Other state and federal 
agencies may also have a substantial interest in participating in the 
planning process for transportation and other areas of agency 
interest. The National Forest Service and Bureau of Land 
Management are examples of agencies that have both 
transportation and environmental responsibilities.  


C. LOCAL INTER-JURISDICTIONAL AGREEMENTS 
 


There are many cases where entering into agreements with 
adjacent highway jurisdictions makes good sense. Highway districts 
are widely used in Idaho, but do not hold regulatory authority 
outside of the road right of way. In many cases agreements have 
been made that make a highway district a reviewer of subdivision 
applications. Other potential areas where agreements may be 
appropriate include shared maintenance, access management, and 
coordination within areas of impact. These agreements should be 
identified in the plan as part of the recommendations. 


 


 D. ELECTED OFFICIAL PARTICIPATION 
 Although stating the obvious, it is important that elected officials are 


represented during the planning process. Participation can take 
many forms, but popular approaches are including elected officials 
on technical advisory committees, initial one on one interviews, and 
special briefings. Perhaps the most important role of elected 
officials is to adopt the plan once it has been completed. 
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E. TECHNICAL ADVISORY COMMITTEES (TAC) 
 
 The TAC may be the most common basic method of public 
 involvement in use today. An effective TAC will include a good 
 cross representation of people who bring local knowledge and 
 interests to the planning process. At specific decision points in the 
 planning process, the TAC provides and reviews information from 
 the consultant, gives input on policy recommendations, helps 
 distribute information to the public, and makes choices about 
 recommended improvements in an advisory capacity to the 
 sponsor’s elected body. 


F. STAKEHOLDERS 
 


 The term stakeholder has become popular and perhaps overused. 
 In essence, it refers to those groups or individuals who have a 
 particular concern or interest in the outcome of a plan or project.  
 In the case of a transportation plan, those considered to have a 
 stake in the outcome can be quite diverse. For example, there 
 may be large employers, developers and business owners who 
 have a financial interest in how the transportation system is 
 designed. School districts and emergency services will have  their 
 own concerns and issues. Various interests groups may also be 
 represented in areas like public transit, environmental quality, and 
 bike/pedestrian representatives. Further, federal agencies may 
 have an interest in the impact of the plan on their area of 
 influence. Identifying and incorporating the concerns of these 
 groups early in the process can save trouble later on.  
 


Stakeholder interviews are one technique that has gained favor in 
identifying the issues and concerns of these diverse groups. The 
key to  this approach is to ascertain the range of stakeholder 
interests in the area or region by working closely with local experts. 
Normally, interviews are done on a one to one basis lasting about 
an hour. Results of all of the interviews are compiled and 
summarized by issue. 


 


G. GENERAL PUBLIC 
 


 The general public is the most challenging group to get involved in 
a long range planning process. The most common approach is to 
hold several open house type meetings at key decision points. The 
key decision points are generally at the beginning of the process, 
midway through when preliminary recommendations are 
considered, and near the end to review the draft document. The 
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first meeting can be used to inform the public about the overall 
process, future opportunities for input, and to identify major issues 
and concerns. The second meeting, to present preliminary 
recommendations, can be an invaluable opportunity to obtain 
feedback as to whether there is support for the concepts presented 
in the plan. The final public meeting is to provide the public with an 
opportunity to review the draft document. If substantive issues are 
identified there is still time to address these concerns in the final 
draft of the document. 


 
 There are a number of techniques that can be used to increase the 


knowledge and participation of the general public. One of the most 
common is to distribute newsletters and brochures at various times 
throughout the process. Some jurisdictions have sent newsletters to 
all residents either as part of a utility billing or a mass mailing. Other 
techniques include special events like transportation fairs, kiosks at 
special affairs, and role playing. The timing of open houses is also 
very important. Try not to schedule meetings during community 
events including festivals, high school sporting events, rodeos or 
other similar activities. 


 
Another approach that is gaining favor is the creation of a project 
web page. As computers and access to the internet become more 
common, this can be an effective way to distribute information to 
the public. 
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		II.  PUBLIC INVOLVEMENT PROCESS

		 It is anticipated that participation in a multi-jurisdictional process will continue beyond the completion of a plan. This will promote better communication and cooperation as conditions change and projects are implemented. There are ample opportunities to join existing multi-jurisdictional transportation groups in most areas of the state. Contact LHTAC to see if such a group is available in your area. 

		 B.  COORDINATION WITH ADJACENT JURISDICTIONS AND  AGENCIES

		 Coordination with adjacent highway jurisdictions during the planning process should not be overlooked. It is important that the transportation system operate seamlessly between city and county boundaries and between one county and another. A lack of coordination may result in classifying a roadway that extends through adjacent jurisdictions differently even though the roadway functionally operates the same.

		C. LOCAL INTER-JURISDICTIONAL AGREEMENTS



		 D. ELECTED OFFICIAL PARTICIPATION

		E. TECHNICAL ADVISORY COMMITTEES (TAC)

		F. STAKEHOLDERS

		G. GENERAL PUBLIC
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VI. RECOMMENDED IMPROVEMENTS 
 
 The point of all of this data collection and analysis is to develop a cohesive 


set of recommended improvements that will help move a highway 
jurisdiction towards achieving its vision of the future. Recommendations 
are not limited to physical improvements. Policy and regulatory changes 
can also play an important role. 


 
A. GOALS AND OBJECTIVES 


 
Before decisions can be made about the package of projects and 
policies that will be implemented, it is necessary to determine goals 
and objectives. Goals are usually framed in broad policy statements 
and might include statements like “Improve traffic circulation within 
the Central Business District” or “Encourage bike and pedestrian 
facilities”. Objectives are more specific and may include detailed 
measures about how to achieve goals. One way to evaluate how 
well potential improvements will achieve goals and objectives is to 
establish evaluation criteria. These criteria can then be used to rate 
and prioritize individual improvements. 


 
B. EVALUATION CRITERIA 


Selecting evaluation criteria will be dependent on the goals and 
objectives that have been decided upon. Examples of criteria that 
have been used include cost, economic and environmental impact, 
improved mobility, improved safety and so forth. 
 
Once criteria are selected, a method must be developed by which 
each potential improvement can be rated. There are several 
approaches that can be employed. One approach is to develop a 
simple matrix where each potential improvement is scored from 1 to 
10 on how well they achieve each criteria. Projects with higher 
scores receive a higher priority. It is also possible to refine this 
process by assigning variable weights to the criteria. For example, 
if reduced congestion is the highest priority, that criteria could be 
assigned a higher value. 
 
Other techniques may be used during the public involvement 
process to narrow potential improvements or eliminate 
unacceptable ones. Most everyone is familiar with the dot exercise, 
where people are given a certain number of dots and are asked to 
place them next to their top projects. While not binding or 
statistically significant, it can help further inform decision makers. 
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C. INTEGRATION WITH COMPREHENSIVE PLAN AND 
 ORDINANCES 


 
 A critically important step is to coordinate and integrate the 


transportation plan with local comprehensive plans and ordinances. 
This is particularly needed for policy  recommendations related to 
land use changes, access management, subdivision and zoning. 
For example, if a jurisdiction wants better traffic circulation patterns, 
the subdivision ordinance may need revised to require a more grid 
like system or limitations on accesses. Another common issue is to 
make sure the comprehensive plan implements with transportation 
plan assumptions about where future land uses will be located. 


  


D. CAPITAL IMPROVEMENT PLAN (CIP)  
 


Once recommended improvements have been selected, they are 
included in a CIP. CIP’s are the mechanism to implement your plan, 
and normally include a list of recommended capital improvements 
for a six year period. 
 
Key to a successful CIP is an evaluation of project costs versus 
anticipated revenues. Most experts advise that CIP’s be financially 
constrained. Developing a financially constrained CIP that 
successfully implements needed improvements can be difficult. 
Most highway jurisdictions have more need than money. This 
necessitates a prioritization process. 
 
There is a diversity of potential funding sources available to fund 
improvements. LHTAC provides funding for local projects on a 
competitive basis through two main programs. The primary funding 
program is the Federal Aid Incentive Program. All highway 
jurisdictions that contain major collectors and/or arterials are 
eligible to apply for these funds. This program can also be used to 
fund transportation plans even if there are no collectors. A second 
popular program is the Local Rural Highway Invest Program. 
Eligibility for this program is limited to rural areas below a 
population of 5,000, and can fund smaller construction, sign and 
transportation plans. A bridge program is also available for local 
and off system bridges below a certain condition index. Contact 
LHTAC for additional information about these programs. 
 
Local funding options are often left unexplored. The most obvious 
source of funding is to create a general account for transportation 
through a property tax levy. Other local options include a vehicle 
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registration fee, local improvement districts, development fees, tax 
increment district, and impact fees.  


E. FINAL REPORT 
 


 Completion of the final report can take a significant amount of time. 
Normally, there is at least one draft report that will provide the 
sponsor with an opportunity to make sure all of the tasks have been 
completed and that the end product is satisfactory. The draft stage 
is also a time to make last minute adjustments. As mentioned in the 
public involvement section, this is a good time to present the 
document to the community for a final reality check. 
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APPENDIX A 
 


 Appendix A is an example of a transportation plan work program showing 
more detailed tasks and provides for an estimated range of effort. This is 
intended to be a guideline. The actual level of effort for individual tasks 
can vary widely depending on the needs of the sponsor.  


 
TASKS.xls 


 A1 
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PERCENT OF            SAMPLE TRANSPORTATION PLAN WORK PROGRAM
PROJECT


5%-7% TASK 1 PROJECT MANAGEMENT AND ADMINISTRATION.


A.  Monthly progress reports
B.  Scope Refinement
C.  Schedule Updates


15-25% TASK 2 DEVELOP AND IMPLEMENT PUBLIC INVOLVEMENT PLAN


A.  Stakeholder Interviews (up to 20).
B.  Prepare for and attend up to five (5) Technical Advisory Committee meetings.
C.  Prepare for and attend up to three (2) City Council work sessions or public meetings.
D.  Prepare for, attend and help facilitate three (3) Public Open House meetings.


15-25% TASK 3 EVALUATE EXISTING TRANSPORTATION SYSTEM


A.  Identify and assemble plans, reports and records.
B.  Analyze and prepare summary of inventory results.
C.  Assemble and evaluate daily and peak hr traffic volumes for roads and intersections.
D.  Evaluate existing roadway and intersection operations and level of service.
E.  Review and evaluate traffic safety.
F.  Inter-modal inventory.
F.  Review functional Class.


15-20% TASK 4 DEVELOP TRAFFIC FORECASTS & EVALUATE IMPROVEMENT ALTERNATIVES


A.  Prepare existing land use estimates (20 years). 
B.  Prepare future land use estimates (20 years).
D.  Identify goals and objectives.
E.  Develop 20 year traffic forecasts.
F.  Evaluate future traffic operations and needs.
H.  Identify and evaluate new roadway connections.
I.   Identify maintenance needs based on PMS analysis.
J.  Identify and evaluate future inter-modal needs.


10-15% TASK 5 PAVEMENT MANAGEMENT PLAN


A.  Define goals and objectives.
B.  Define methodology.
C.  Prepare GIS base maps
D.  Conduct inventory
E.  Establish road improvement types and costs
F.  Evaluate maintenance scenarios
G. Training and software installation
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PERCENT OF            SAMPLE TRANSPORTATION PLAN WORK PROGRAM
PROJECT


5-7% TASK 6 PREPARE CAPITAL IMPROVEMENT PROGRAM & MAINTENANCE PLAN


A.  Develop CIP project list.
B.  Prepare planning level cost estimates.
C.  Develop project priorities.
D.  Identify project timing based on needs.
E.  Develop long-term maintenance plan (with costs).


15% TASK 7 DEVELOP DRAFT & FINAL TRANSPORTATION PLAN


A.  Prepare financial plan.
B.  Revise and prepare implementing policies.
C.  Prepare draft and final transportation plan. 
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