
 

 

Chapter 2 Environmental Justice 

Title VI in Development of the Long Range Plan 

2.1 Mobile MPO Environmental Justice 

2.1.1 Definition, History and Principles 

The U.S.  Office of Environmental Justice defines Environmental Justice as follows: 

Environmental Justice is the fair treatment and meaningful involvement of all people regardless 
of race, color, national origin, or income, with respect to the development, implementation, and 
enforcement of environmental laws, regulations, and policies. Fair treatment means that no group 
of people, including a racial, ethnic, or socioeconomic group, should bear a disproportionate 
share of the negative environmental consequences, resulting from industrial, municipal, and 
commercial operations, or the execution of federal, state, local, and tribal programs and policies. 

Environmental Justice was a product of Title VI of the Civil Rights Act of 1964. This part of the 
Civil Rights Act bars deliberate discrimination and disparate impact discrimination. In 1994, 
President Bill Clinton signed Executive Order 12898, which forced all Federal agencies to 
address Environmental Justice. The Order is as follows: 

Each Federal Agency shall make achieving Environmental Justice part of its mission, by 
identifying and addressing, as appropriate, disproportionately high and adverse human 
health or environmental effects of its programs, policies, and activities on minority populations 
and low-income populations. 

The U . S . Department of Transportation outlined three guiding principles for Environmental 
Justice: 

 To avoid, minimize, or mitigate disproportionately high and adverse human health 
and environmental effects, including social and economic effects, on minority or low-income 
populations. 

 To ensure the full and fair participation by all potentially-affected communities in the 
transportation decision-making process. 

 To prevent the denial of, reduction in, or significant delay in the receipts of benefits 
by minority and low-income populations. 

2.1.2 Measures for Evaluation 

The 2015 American Community Survey provided an updated, demographic profile of the 
metropolitan planning area, identifying the residential, income, and employment patterns of the 
population.  With this new information, it is possible to more accurately evaluate new 
transportation plans, with respect to minority and low-income populations. However, system-
wide planning does not specify alignments of new roads; therefore, infrastructure impacts, such 
as the displacement of homes and businesses, and localized environmental impacts, will have 
to be addressed later in the environmental process. 



 

 

Measures for system-impact evaluation:  

 Employ mobility  evaluation  measures,  such  as  change  in  travel  time,  from  areas of 
predominantly low-income and minority populations to essential services, both in terms of 
absolute change over time, and to all areas of the study area. 

 Use employment opportunity measures, in terms of current conditions, and future 
forecasted conditions, and employment opportunity by way of transit.  

 Determine the effectiveness of public transportation service in areas with predominantly low-
income and minority populations. This measure has inherent deficiencies, because the 
presence of service in these areas does not necessarily mean adequate service; i.e. service to 
the desired destination may be indirect or nonexistent, therefore hindering or reducing the 
feasibility of the trip. 

2.1.3 Public Involvement Measures 

Information requests, comment forms, and personal contact information for proposed program 
actions, are available to the public at the following locations y 
halls/clerk offices, the ALDOT Region Office, the Wave Transit Office, all Mobile County 
Senior Centers, public libraries, the Mobile and Prichard public housing offices, the Mobile 
Chamber of Commerce, Saraland Chamber of Commerce, Tillma  Corner  Chamber  of  
Commerce, and  Mobile  Community  Action  Service Centers. Public information distribution 
is also through newspaper publications and other media, such as the Internet. Participation in 
community development programs is also used to measure public involvement. The complete 
Public Participation Plan can be found in the Appendix. 

2.1.4 Evaluation of the Long Range Plan 

In order to quantitatively assess and analyze federal investments in the regional transportation 
plan, and to ensure that low-income and minority groups receive a proportionate share of 
benefits, measures have been developed and applied to evaluate the long range transportation 
pl ct. A comparative analysis of accessibility to essential services for the overall region, 
and for the target population, was performed for the current scenario (2015) and for the future 
(2045) time frames. In addition, employment opportunity, defined as the average number of jobs 
within a specified travel time from each Traffic Analysis Zone (TAZ), was analyzed for the 
overall population and the target population. The analysis was performed for current (2015) 
scenarios and future (2045) conditions. 

2.1.5 Definition of Target Population and Thresholds 

First, it was necessary to define the target population and to develop demographic profiles for 
each TAZ. Demographic data, identifying the low-income and minority population representing 
the target population for the Environmental Justice Analysis, was obtained from the 2015 
American Community Survey. The survey provided race/ethnicity, median household income, 
and average household size. Traffic zone boundaries were determined to have aligned closely to 
the Census blocks groups and the data was appended to each TAZ. 

 



 

 

The threshold for defining a Block Group as low-income was determined when the median 
household income is lower than the poverty level. The poverty rates are relative to the average 
household size of the Block Group; these ranges have been provided by the 2015 U.S. 
Department of Health and Human Services, see Table 2-1. Average household size for each 
Block Group was rounded to the nearest whole number. 

Table 2-1 2015 Poverty Guidelines* 

Persons in Family/Household Threshold($) 

1 $11,770 

2 $15,930 

3 $20,090 

4 $24,250 

5 $28,410 

6 $32,570 

7 $36,730 

8 $40,890 

* For families/households with more than 8 persons, add $4,160 for each additional person. 

(U.S. Department of Health & Human Services)  
 
Minorities are defined as a person who is Black, Hispanic/Latino, Asian American, American 
Indian/Alaskan Native, or Native Hawaiian/Other Pacific Islander. Block Groups were classified 
as a minority region if they had minority populations of more than 50 percent. This threshold is 

 

There are a total of 312 TAZs in the study area, 93 were identified as minority regions and 26 
were identified as both minority and low-income. TAZs that contained no residents and 

Figure 2-1, depicts TAZs with high minority/low-income concentrations. 

 
 
 
 



 

 

Figure 2-1 Low-Income and Minority Zones 

(Mobile MPO Based on 2015 American Community Survey) 



 

 

2.1.6 Analysis 

2.1.6.1 Accessibility to Essential Services and Activities 

A principal goal of the transportation plan is to provide and improve accessibility. Accessibility 
is defined as proximity to activities, measured by travel time in this analysis.  
Transportation needs and quality of life issues are represented by accessibility to the following 
essential services and activities: 

 Central business district 
 Major retail activity 
 Post-secondary educational facilities and training centers 
 Medical complexes 

These essential services and activities have been geographically located in traffic destination 
zones for the years 2015 and 2045. Figure 2-2 on page 10, and Figure 2-3 on page 11, are more 
thoroughly discussed below.  A traffic analysis zone map is in Section 5.0 Highway Facilities 
and is Figure 5-1 on page 164. 

 

 

 

 



 

 

Figure 2-2 2015 Attraction Zones 

(Mobile MPO) 



 

 

Figure 2-3 2045 Attraction Zones 

(Mobile MPO) 



 

 

2.1.6.2 Central Business District 

The CBD is defined by a calculated index of activity and development used in the MATS 
Transportation Plan modeling procedure.  This index quantifies development and/or activity in 
terms of traffic analysis zone (TAZ) density (units per acre) by traffic zone. It is calculated 
by adding households, college dormitory units, total employment, and post-secondary education 
enrollment, and dividing the sum by the size of the traffic zone in acres. As defined by this 
activity index, a CBD zone must contain 30.0 units per acre or more. This was calculated for the 
actual conditions in 2015, and the projected conditions of 2045 (see Figure 2-6 on page 25 and 
Figure 2-7 on page 26). Please see Figure 5-1 on page 164 in Section 5.0 Highway Facilities for 
location of traffic analysis zones (TAZ).  

2015: TAZ- 1, 2, 4, 5, 178 

2045: TAZ- 1, 2, 4, 5, 9, 15, 178 

2.1.6.3 Retail Sector 

Major retail activity is described as traffic zones containing over 500 retail sector employees, as 
defined by NAICS codes.  Projections for retail sector employees were developed in the 2045 
Long Range Plan. 

2015: TAZ- 59, 61, 76, 80, 125, 148, 174, 193, 202, 203, 210, 261, 268 

2045: TAZ- 57, 59, 61, 76, 80, 125, 148, 174, 175, 193, 202, 203, 210, 261, 263, 268  

2.1.6.4 Post-Secondary Education Facilities 

Post-secondary facilities are defined as those public academic institutions focusing on scholastic 
training, rather than solely on vocational training.  It is assumed that these facilities will 
remain in the same location over the analysis period so the traffic zones are the same for 2015 
and 2045. 

2015: TAZ- 28, 29, 51, 85, 108, 141, 148, 178, 259, 285 

2045: TAZ- 28, 29, 51, 85, 108, 141, 148, 178, 259, 285 

2.1.6.5 Medical Services 

The major medical complexes were chosen primarily for the purpose of emergency services, 
including major hospitals and public health services. Usually it is assumed that these facilities 
will remain in the same location over the analysis period but there have been two additional 
facilities built since 2015 in zones 210 and 258.  

2015: TAZ- 12, 28, 32, 33, 37, 43, 71, 85, 91, 105, 132, 142, 169, 175, 178, 197, 287, 306 

2045: TAZ- 12, 28, 32, 33, 37, 43, 71, 85, 91, 105, 132, 142, 169, 175, 178, 197, 210, 258, 287, 
306 



 

 

 

2.1.6.6 Transit Accessibility to Essential Services 

To accurately portray accessibility to essential services, transit travel times were also analyzed in 
terms of the previously define essential services (see Figure 204 on page 15 and Figure 2-5 on 
page 16); however, the transit travel times were only analyzed for current conditions because 
projected routes and schedules cannot be accurately forecasted over a 25 year period. As new 
routes are proposed and implemented, their impact on target populations will be analyzed. 

2.1.7 Employment Opportunities 

Employment opportunity is defined as the number of jobs available within a designated time 
frame from each zone. The average peak period home-based work travel time, as determined by 
the 2015 American Community Survey, was used as the threshold value. In 2015, the average 
peak home-based work travel time for the study area was 24.4 minutes, which was used as the 
time frame for this measure. 

The number of jobs within 24.4 minutes was calculated for each zone. Then the numbers of jobs 
per household were calculated for a comparison index. Then the same steps were followed to 
determine the employment opportunity per household and per traffic zone using projected 2045 
household and employment data. 

2.1.7.1 Transit Employment Opportunities 

Employment opportunity was evaluated in terms of the transit service area as well. Instead of 
using travel time from a given zone to determine employment opportunity, the total employment  
opportunity within the entire transit service area was calculated. Of the 312 traffic zones, one 
hundred and ninety-five are served by transit. A total of 108 target zones (see Figure 2-3 on page 
11) are served, while 87 non-target zones are served. Table 2-2 details the traffic zones served by 
transit. Detailed transit employment opportunity data is located in appendices of this document. 

Table 2-2 Traffic Zones Served by Transit 

 
 

# of Zones 
Type Zone 

 

Total 
 

Transit 
 

Percent 

 

All Zones 
 

312 
 

195 
 

62.50% 
 

Non-Target Zones 
 

193 
 

87 
 

45.08% 
 

Target Zones 
 

119 
 

108 
 

90.76% 
 

Poverty Zones 
 

26 
 

25 
 

96.15% 
 

Minority Zones 
 

119 
 

108 
 

90.76% 
 

Poverty & Minority Zones 
 

119 
 

108 
 

90.76% 

 

(Mobile MPO) 
 



 

 

2.1.8 Evaluation 

Accessibility to Essential Services and Activities 

A travel time evaluation was completed to determine whether the improvements to the 
transportation network proposed in the Long Range Plan would result in a disproportionately 
adverse impact on target populations and/or if the benefits as a result of these proposed 
transportation system improvements would be equitably distributed in the Mobile urban area. 

Initially, the traffic model was used to estimate off-peak and peak travel times from each TAZ 
to every other TAZ, also known as the travel-time skims. Travel-time skims were then used 
to identify the travel time from every zone to the zones where essential services, as previously 
defined, are located.  Finally, the travel times from all target zones to the specified attraction 
zones were calculated.  The average of the travel times in the 2015 base year were 
compared to travel times in the year 2045 with and without  
proposed in the Long Range Plan; the relationship of the target populat  travel time to the 
area-wide travel time was also compared for each year and over time. Data for both peak and 
off-peak travel times to each type of essential service are located in the appendices of this 
document and the data is summarized in Table 2-4 on page 19.  



 

 

Figure 2-4 Transit Routes in Relation to Low-Income and Minority Zones 

 

(Mobile MPO) 



 

 

Figure 2-5 Transit Routes in Relation to 2015 Attraction Zones 

(Mobile MPO) 



 

 

2.1.8.1 Central Business District 

For travel time to and from the CBD, the present and future average peak and off-peak travel 
times from all zones to CBD zones were compared to average travel times from target zones.    
In 2015, average travel times from target zones were about 6.13 minutes lower during peak 
and 6.05 minutes lower during off-peak hours. The travel time increased for peak and off-peak 
hours for all zones and for target zones from 2015 to 2045; however, the increase was 
considerably more for target zones than for all zones to and from the CBD zones. The number of 
zones classified as CBD sector increased by two in the 2015-2045 time frame. This plan will 
reduce CBD travel time in all zones and target zones, particularly during peak hours when travel 
would be most frequent to the CBD. 

2.1.8.2 Retail Sector 

In 2015, the average travel times to retail activity were longer for all zones, 19.80 minutes, when 
compared to target zones, 17.34 minutes.  The proposed network improvements reduced peak 
travel time to all zone and target zones by 0.32, when compared to the 2045 network with no 
improvements.  The number of zones classified as retail sector increased by three in the 2015-
2045 time frames; however, the zones with high concentrations of retail activity remained 
centrally located near the interstates in Mobile, where access from all directions is sufficient. 

2.1.8.3 Post-Secondary Educational Facilities 

The evaluations of travel times to post-secondary educational facilities compared the present and 
future off-peak and peak average travel times from all zones and from target zones.  The average 
peak hour travel time from target zones was 17.71 minutes and 18.76 minutes from all zones. 
Education facility peak travel times from target zones and from all zones increased between 
2015 and 2045 (0.50 minutes and 0.51 minutes, respectfully).  

Peak and Off-peak travel times to education facilities to all zones and target zones would be 
reduced with the proposed plan, as opposed to if the network were not improved by 2045. Peak 
hour travel time would be reduced by 0.19 minutes to all zones and 0.21 minutes to target zones. 
Off-peak travel would be reduced by 0.06 minutes to all zones and 0.05 minutes to target zones. 
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2015 Peak 

 
18.57 

 
12.45 

 
-6.12 

 
 19.21 

 
17.31 

 
-1.90 

 
18.34 

 
17.71 

 
-0.63 

 
19.57 

 
17.81 

 
-1.76 

2.1.8.5 Transit Accessibility to Essential Services and Activities 
The Wave Transit System bus schedule was used to build a peak travel time matrix from all 
traffic zones served by transit to the attraction zones. All zones that were adjacent or intersected 
by one or more transit routes were considered served. Then the travel times were classified by 
type of essential service, and each classification was averaged to determine the average travel 
time from all zones to the attraction zones by purpose. Table 2-4 lists the average transit travel 
time by attraction zone. More detailed data for peak transit travel to each type of essential service 
is located in the appendices. 

Table 2-4 Average Transit Travel Time by Attraction Zone 

 

 

 

     Activity 

 

 

 

(Mobile MPO) 

For travel to and from the CBD, the average peak travel time for all zones to CBD zones was 
compared to the average travel time from target zones to CBD zones. The average travel time for 
target zones was 6.12 minutes lower than all zones during peak hours. Due to target zone 
proximity to CBD zones, they were favored in peak travel to the CBD. The average travel time 
to retail activity was also favored to all zones by 1.90 minutes. The peak travel time is 19.21 
minutes for all zones and 17.31 minutes for target zones. The average peak travel time from 
target zones to post-secondary education facilities is 0.63 minutes lower than the average travel 
time from all zones. The average peak travel time for all zones is 18.34 minutes and 17.71 
minutes for target zones. Travel time comparisons for major medical complexes used the 
minimum travel time from each zone to the closest (based on time) medical facility, where 
people would go in the case of a medical emergency.  The peak travel time from all zones to the 
closest medical facility exceeded travel time from target zones by 1.76 minutes. 

In addition to being analyzed by travel to essential services, the transit system was also analyzed  
by  the  number  and  type  of  households  and  the  quantity  of employment served by 
transit. Table 2-5 and  

Table 2-6 summarize the analysis. A total of 94,041 households are located within TAZs served 
by transit, which is 62.47 percent of the households in the study area. The type of households 
served reveals the advantage of target zones. Over 90 percent of target households are served 
by transit, while only 48.55 percent of non-target households are served by transit. A total of 



 

 

126,333 jobs are served by transit, or 80 percent of the employment opportunities in the study 
area.  Detailed data for the transit service analysis is in appendices of this document. 

Table 2-5 Households Served by Transit 

 
 

 

# of Households 
Type Households 

 

Total 
 

Transit 
 

Percent 

 

All Households 
 

150,540 
 

94,041 
 

62.47% 
 

Non-Target Households 
 

101,553 
 

49,305 
 

48.55% 
 

Target Households 
 

48,987 
 

44,736 
 

91.32% 

 
(Mobile MPO Based on 2015 Census) 
 
 

Table 2-6 Employment Served by Transit 

 
 
  

Total 
 

Transit 
 

Percent 
 

Employment 
 

157,100 
 

126,333 
 

80.27% 

 
(Mobile MPO Based on 2015 InfoUSA) 
 
2.1.9 Travel Time to Employment Opportunities 

Using the total travel skims for peak period auto travel, a matrix was created to sum the total job 
opportunities within 24.4 minutes of each zone. Then data from the 2015 census was used to 
determine the number of households per zone and to determine the target zones. 

Next  a  matrix  was  created  that  listed  job  opportunity,  households,  poverty 
designation and minority designation for every zone. To reflect true job opportunity, traffic 
zones with zero households were removed from the matrix. The total job opportunity for traffic 
zones with households was summed and divided by the total number of households to determine 
the job opportunity per household in the study area. This number served as the comparison 
variable. Then the number of job opportunities for designated poverty zones was summed and 
divided by the number of households to determine the average job opportunities per household 
in all designated poverty zones in the study area. The same methodology was followed to 
determine the average job opportunities for designated minority zones, for minority and poverty 
zones, and for non-minority and non-poverty zones. Table 2-7 on page 22 lists the 2015 and 
2045 employment opportunity by type of traffic zone. 

When the average employment opportunities for all zones, target zones, and non-target zones 
were compared, the target zones had significantly higher employment opportunities per 
household in both 2015 and 2045. The employment opportunity average for all zones in 2015 
was 221 per household. For target zones the average per household is 292, while the average for 



 

 

non-target zones was 173. In  2045,  the  average  job  opportunities  for  all  zones  is  
292  employment opportunities per household. For target zones the average is 500 employment 
opportunities per household, while non-target zones averaged 224 employment opportunities 
per household. Detailed data on employment opportunity is in the appendices. 

Between 2015 and 2045, the employment opportunities per household increased for all 
zones, target zones and non-target zones. Although travel time has increased over the 25 years, 

 
employment opportunities per household for all zones went from 221 in 2015 to 292 in 
2045, while target zones averaged 357 in 2015 and 500 in 2045. Non-target zones averaged 173 
employment opportunities per household in 2015 and 224 employment opportunities per 
household in 2045. After analysis of the data, several explanations for the decrease became 
apparent. 





 

 

The average home-based work travel time for the MATS area was held to 24.4 minutes in both 
2015 and 2045; however, travel time is expected to increase by 2045. In addition, the 
employment was also predicted to increase from 2015 to 2045.  The increased travel time 
indicates the increasing population is dispersing towards the less populated traffic zones of the 
study area, or the suburban zones, nonetheless employment opportunity increased. Figure 2-6 on 
page 25 and Figure 2-7 on page 26 depict the changes in employment and households per zone. 

The land use categorization of many zones changed between 2015 and 2045. The  classification  
of  a  traffic  zone  is  determined  by  adding  households, college dormitory units, total 
employment, and post-secondary enrollment and then dividing the total by the size of the 
traffic zone in acres. The thresholds for each level of land use were set after evaluating 
conditions in 2015 and after analyzing known developmental levels. The first category is the 
Central Business District (CBD), which increased from five traffic zones in 2015 to seven in 
2045. These zones have a density of 30.0 units/ acre or greater and a terminal time of five 
minutes.  The second category is an Activity Center, which in 2015 had 18 traffic zones and 
2045 had 22 traffic zones. These zones have a density from 10.0 units/acre to 30.0 units/acre and 
a terminal time of four minutes. The third category is an Urban zone, which increased from 97 
traffic zones to 100 traffic zones. These zones have a density from 2.5 units/acre to 10.0 
units/acre and a three minute terminal time. The fourth category is a Suburban zone, 
which increased from 112 zones in 2015 to 120 zones in 2045. These zones have a density 
from 0.5 units/acre to 2.5 units/acre and a two minute terminal time. The last category, rural 
(undeveloped) zones, decreased from 80 traffic zones in 2015 to 63 traffic zones in 2045. A rural 
zone has a terminal time of one minute. When a given zone is reclassified at a higher index level, 
travel time to any other zone is increased compared  to the current conditions, due to the 
higher terminal time. At marginal travel time levels (around 22 minutes), some zone pairs are 
dropped in the future condition. Figure 2-8 on page 27 and Figure 2-9 on page 28 depict the land 
use categorization for each zone in 2015 and in 2045. 

The  majority  of  the  target  zones  are  located  in  close  proximity  to  high employment 
zones; therefore, an increase in travel time affected the target zones less than the non-target 
zones. 

2.1.9.1 Transit Employment Opportunities 

The 2015 transit employment opportunity per household is 263, while the projected 2045 
employment opportunities per household are 373. The increase in transit employment 
opportunities is caused by a greater rate of increase in employment than households in the 
area served by transit. The households served by transit increased  by  1,588  to  95,629,  while  
the  employment  increased  by  44,234  to 168,567. 

2.1.10 Environmental Justice Conclusion 

The accessibility to essential services measure indicates that the improvements proposed in the 
long range transportation plan either equally impact travel time for all zones or in some cases 
benefit travel for target zones.  Overall, the study did not find any disparaging effects on 
minority and/or low-income zones. Comparing travel times in 2015 to those in 2045, the 
differences were greater for peak travel than off-peak travel to the CBD, Post-Secondary 



 

 

Education Facilities, Retail, and Medical Facilities. Average travel time from target zones 
generally increased less than the average from all zones, except for off-peak and peak travel to 
CBD areas. This can be attributed to many factors, one of which is the proximity of the origin 
zone to the destination (zones where essential services are located). An inherent assumption in 
the traffic model was that most services (with the exception of retail) will be in their present 
location in the year 2045. 

As development continues to spread westward, these services may in fact relocate farther from 
the central city, or new services may be established in outer areas, therefore altering the situation. 
The evaluation of transit accessibility to essential services indicates large variation between non-
target and target zones. Peak travel to the CBD significantly favors target zones by 6.12 minutes, 
and peak travel to Post Secondary Education Facilities favors target zones by 0.63 minutes. 
During peak transit travel to medical facilities, target zones are favored by 1.76 minutes, while 
transit travel time to retail facilities are shorter (1.90 minutes) for target zones than the area wide 
zone average. However, as mentioned earlier, the quality of the service cannot be quantitatively 
measured. One can only deduce that service to all zones and target zones is comparable. 



 

 

Figure 2-6 Projected Change in Employment from 2015 to 2045 

 
(Mobile MPO) 



 

 

Figure 2-7 Projected Change in Households from 2015 to 2045 

 

(Mobile MPO) 



 

 

Figure 2-8 2015 Land Use Index 

(Mobile MPO) 



 

 

Figure 2-9 2045 Land Use Index 

(Mobile MPO)



 

 

 

The current employment opportunities for target zones were significantly higher than for both 
area wide zones and non-target zones, and the gap between target zones and non-target zones 
widened under 2045 conditions. Three factors contribute to the large advantage of the target 
populations. First, the average travel time for the MATS area increased from 2015 to 2045, 
which decreased the number of job opportunities from 2015 to 2045.  Second, the land use 
classification for numerous zones increased, thus increasing travel times, which eliminated some 
employment opportunities. Third, the bulk of the target zones are located near the inner city, 
where a majority of employment opportunities are located. 

The transit employment opportunities revealed an increase in both the number of households and 
employment served by transit. The increased employment opportunity per household is due to 
the greater rate of increase for employment as compared to households. 

2.1.10.1 Short-Term and Displacement Impacts 

Projects proposed in the long range plan are located throughout the region. Exact alignments 
have not yet been determined except in the case of recommended widening, where rights-of-way 
generally already exist. Because a significant portion of the target area is heavily developed, 
there are few construction projects with new roads or road extensions proposed in target areas.   
It should be noted that transportation investments in a particular area may not always correlate to 
increased benefits in that area.  In previously developed areas there are often smaller setbacks 
from the road and a higher density of residents and businesses; the road projects would cause 
more disruption and displacement than in undeveloped or less developed areas.  Therefore, the 
amount of displacement that is expected to occur from construction of a roadway project is 
subjective.   Another consideration i s  the timing of a project, as the amount of development 
in an area varies over time so the level of impact could also vary considerably. 

The projects in the long range plan located in target areas involve widening existing roads, 
reconstruction, or implementing congestion management type projects (ex. signalization 
improvements), as shown in Figure 2-10 on page 30. Projects sited in or adjacent to target 
zones include Michigan Avenue, Dauphin Street, US-90, Airport Boulevard, Schillinger Road, 
Old Shell Road and Zeigler Boulevard.  Widening existing arterials may have some adverse 
short-term construction impacts; however, the city of  practice of reserving rights-
of- way for future use will result in minimal long-term negative impacts. 

The overall improvements, as shown in Figure 2-10 on page 30, to radial corridors from the 
impacted zones should far outweigh the few, if any, direct impacts to the target groups.  These 
possible impacts will be given strong and explicit consideration as the project develops. 

 

 

  

  



 

 

Figure 2-10 Proposed Road Improvements Relative to Low-Income and Minority Zones 

(Mobile MPO) 



 

 

2.1.10.2 Economic Impacts 

Ensuring that transportation investments support the economic vitality of the Mobile MPO Area 
without adverse impacts to target zones is essential. Sound transportation investments will 
account for the needs of industry such as Airbus, the Alabama Port, Austal and many others, to 
ship goods and materials to market and encourage economic growth. Transportation 
improvements will allow Mobile to be competitive in local, regional, and national markets. The 
proposed plan will have economic impacts far exceeding reduced operating costs, which is 
further discussed in Section 5.0 Highway Facilities.  

2.1.10.3 Multi-Modal Impacts 

Accessibility to the transit system was also addressed.  The majority of the target zones are 
accessible by public transportation, as shown in  

Figure 2-4 on page 15; however, the outlying zones, to the south, north and northwest are not 
presently served by public transportation.  While coverage of the urban area is generally 
good, access to the system does not necessarily mean that the system provides transportation to 
the desired destinations.  

(Mobile MPO) 

Figure 2-5 on page 16 depicts the 2015 attraction zones as served by transit routes, many of 
which extend along the perimeter of most of the destination zones.  To conclude that these 
destinations are served by public transportation is subjective and will vary according to the 
specific site within the zone, but in general, the destination points are located on major streets 
and the radial major streets are served well by the transit system. However, most major north-
south (circumferential) corridors are not served by the bus system and lack of such service has 
been noted to the transit system by MPO staff on numerous occasions and in several plans 
prepared by consultants. Figure 2-11 on page 32 shows the bicycle routes that are located in 
Mobile County including the proposed and in-design routes. These routes can be used for 
transportation purposes as well as for recreation.   Attractions or destinations for bicyclists will 
most likely be within close proximity of the origin zone. They will most likely choose another 
mode of travel for longer distances.  The inclusion of bicycle and pedestrian routes in 
conjunction with road improvement projects will expand the potential for alternative modes of 
travel and help to improve accessibility, particularly for those without vehicles. Of note, the 
Crepe Myrtle Trail and the Three Mile Creek Trail are all predominantly in target zones. These 
bicycle routes will only benefit any travel time to destination zones. 

 

 

 

 

 



 

 

(Mobile MPO) 

Figure 2-11 Bicycle Routes and Target Zones 

        


