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INTRODUCTION  
The purpose of the Freight ATL: Northwest Atlanta Industrial Area Freight Study (Freight ATL: Northwest) is to 
address goods movement, traffic operations, and related planning needs in the industrial districts and 
surrounding neighborhoods in northwest Atlanta. The City of Atlanta Department of City Planning (DCP) is 
leading the study to ensure that Atlanta’s transportation system can sustain the area’s competitive industrial 
sector and high quality of life in the neighborhoods that support it. This approach means finding ways for 
industrial businesses and freight movement to coexist alongside other uses.  

The study area includes the portion of northwest Atlanta that is designated as a “Production Conservation 
Area” by Atlanta City Design. These are areas that “consist of strategic industrial land and railyards where 
intermodal transfer facilities, warehousing and key production facilities are needed close to the city center.”1 
The study area has significant land uses, buildings, transportation infrastructure, and workforce characteristics 
of a competitive, thriving industrial sector. The boundaries capture roughly 10,000 acres of land in northwest 
Atlanta that support a variety of industrial uses. This area represents over 50% of all land currently zoned for 
industrial uses in the entire city. Furthermore, the study area also includes 7,000 acres of land designated for 
Future Industrial Land Use in Atlanta’s Comprehensive Development Plan, several established industrial 
districts, intermodal facilities, and numerous residential neighborhoods. This mixing of uses, people, and 
modes of travel is creating issues and concern for the safety and mobility of everyone and is placing 
increased pressure on area roadways to serve all travelers.  

Freight ATL: Northwest is funded through the Atlanta Regional Commission’s (ARC) Freight Cluster Plan 
program, with support from Atlanta City Council Member Dustin Hillis (Council District 9) and Invest Atlanta. 
The Freight Cluster Plan program is intended to complement local and regional Comprehensive 
Transportation Plans (CTP) by clearly defining goals, needs, and priorities for moving goods, improving access 
to jobs, reducing traffic congestion, adapting to changes in the logistics industry, and improving safety, 
mobility, and access for all roadway users in the study area.   

REPORT PURPOSE 
The purpose of this Review of Best Practices Report is to summarize relevant ideas, approaches, and practices 
that have been implemented elsewhere to help improve goods movement, sustain competitive industrial 
sectors, and guide freight planning efforts. It draws upon the work of other Freight Cluster Plans from 
throughout the Atlanta region, as well as plans, projects, and case studies from across the country and 
summarizes emerging trends, challenges, and opportunities around moving goods and supporting sustainable 
industrial development. Approaches and practices of others can inspire ideas and provide important lessons. 

Review of best practices can inform recommendations for improving freight mobility and road safety in 
Atlanta’s northwest neighborhood while also retaining and attracting industrial businesses and jobs. 
Specifically, this work will support several key tasks that are part of this study:  

• Stakeholder Engagement and Community Outreach (Task 2)  
• Industrial Development and Jobs Analysis (Task 5) 
• Development of Recommendations (Task 7)  
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The review of best practices can also inform upcoming freight planning efforts, helping the City of Atlanta 
think holistically about the relationship between land use, zoning, real estate and industrial development, 
freight mobility, and the overall roadway network. Key findings from this report shed light on potential 
opportunities and challenges that may be useful in carrying out the City’s Economic Mobility, Recovery, and 
Resiliency Plan, zoning reform efforts, and future updates to the City’s Comprehensive Development Plan and 
Comprehensive Transportation Plan.  

REPORT STRUCTURE  
This report is structured around several big-picture themes. Each section starts with a discussion of trends, 
challenges, and opportunities, includes one or more case studies, and summarizes lessons learned and best 
practices that are applicable and transferrable to northwest Atlanta. The themes and topics discussed in the 
following pages include the following: 

• Topic #1: Health and Safety when Moving Goods on City Streets 
• Topic #2: Managing City Streets as First and Last-Mile Connectors  
• Topic #3: Affordable Industrial Space  
• Topic #4: Innovation Ecosystems  
• Topic #5: Impact of E-Commerce 
• Topic #6: Accessibility to Industrial Jobs 
• Topic #7: Advancing Diversity, Equity, and Inclusion in the Freight Industry  
• Topic #8: Decision-Making with Community  
• Topic #9: Equity in Freight Planning  

SUMMARY: TRENDS, CHALLENGES,  
AND OPPORTUNITIES 

BEST PRACTICES FROM OTHER ATLANTA AREA FREIGHT CLUSTER PLANS 
As part of ARC’s Freight Cluster Program, each local, small area freight planning project looks at best 
practices and emerging trends, with an emphasis on topics that are relevant to the context and setting within 
a given freight cluster. For the purposes of this report, the emphasis is on relevant findings to northwest 
Atlanta – an area characterized by a mix of land uses, complex network of roadways of various types 
(primarily arterials, collectors, and local streets), intermodal facilities, numerous established warehouse districts, 
as well as trails, bus routes, and residential areas. Figure 1 below shows best practices relevant to northwest 
Atlanta that were addressed in prior freight cluster plans. Other topics are also covered in each of the source 
documents. 
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FIGURE 1.  BEST PRACTICES IN OTHER FREIGHT CLUSTER PLANS 

E-COMMERCE AND HOME DELIVERY 
Freight transportation and the broader logistics industry face growing demands in e-commerce and home 
delivery and in rapid changes to technology, warehouse distribution and fulfillment centers. Even before the 
global COVID-19 pandemic, the retail sector experienced dramatic shifts, with e-commerce and online 
shopping altering consumer behavior and how people shop. E-commerce as a percent of total retail sales has 
steadily increased from 2000 through 2020.2 In general, the volatility of the supply chain magnifies demand 
for warehouse space, as companies stockpile goods in order to maintain a sufficient supply. During the 
COVID-19 pandemic, disruptions to the supply chain, due in part to worker shortages and plant closures 
among other reasons, exacerbated the volatility. Breakdowns in the supply chain meant fewer goods arriving 
less frequently or with significant delay. A 2019 report from the American Transportation Research Institute 
(ATRI) examined the impacts of e-commerce on trucking, documenting several key findings:3  

• From 1999 to 2017, e-commerce sales increased from less than 1% of total U.S. retail sales to more than 9%. 
• Electronic shopping and mail-order e-commerce sales grew by 287% over the 10-year period from 2006 

to 2016. 
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• Last-mile fulfillment centers represented about 73% of the industrial real estate market in 2017, up from 
around 60% from the previous year. 

• Since 2000, the number of intra-regional and last-mile truck trips has increased while the average length 
of hauls has decreased.  

Central questions for the future of moving goods in cities are: What will be the effect of replacing “traditional” 
shopping trips with “virtual” shopping trips? How does this affect daily travel patterns, the total number of 
miles driven, the number of vehicles on our roads day in and day out, fuel consumption, and other elements?  

U.S. households continue to purchase goods online at a rate of one delivery per household per week. 
Following recent trends, it is anticipated that households will increase online purchases, driving up home 
delivery. With these projected increases, it could be reasoned that both vehicle miles traveled (VMT) and 
energy use would continue to increase. Research conducted for the US Department of Energy and presented 
by the Federal Highway Administration (FHWA) as part of a Talking Freight Seminar4 indicates that an 
efficient e-commerce system with efficient vehicles may increase parcel delivery VMT, but would significantly 
reduce total last-mile retail VMT and overall energy usage. In other words, while greater use of e-commerce 
will likely result in more miles being driven for home delivery purposes, these will be offset by a reduction in 
the number of miles people drive in personal vehicles to shop at traditional retail stores. Coupled with 
increases in efficiency in the e-commerce system and advances in vehicle technology, this increased reliance 
on e-commerce and home delivery is likely to reduce overall total energy usage, compared to a more 
traditional scenario where more people do their shopping at traditional brick and mortar stores.  

INDUSTRIAL CONSTRUCTION  
Since the end of the Great Recession in 2009, Atlanta, like many major metropolitan areas across the country, 
has experienced a steady growth in industrial development. Even during the height of the COVID-19 
pandemic in 2020, millions of square feet of industrial space was under construction in the Atlanta metro area. 
Over 10 million square feet of industrial space was completed every year between 2016 and 2021.5 In fact, 
during the fourth quarter of 2020, the Atlanta region was ranked second among U.S. metropolitan areas with 
the most industrial space under construction, with a total of 22.5 million square feet, falling just behind Dallas 
Fort-Worth.6 The growing demand for industrial space is placing upward pressure on prices, with nearly 50% 
increases in rents since 2015 and record-low vacancy rates7 and as a result, much of the growing demand for 
industrial space is being met by new development on the periphery of the region where more land is 
available and more affordable.  

EMERGING TECHNOLOGY  
For decades the freight and logistics industry relied on traditional communication and management tools. 
Similarly, trucks with GPS and two-way radios were commonplace for years. But in an industry that is 
constantly evolving, newer technologies and digital tools are becoming more common. As the logistics 
industry looks for ways to automate and optimize  tasks with algorithms and digital platforms, vehicle 
manufacturers and traffic operations professionals are enhancing communication techniques, finding ways to 
push out notifications about weather and traffic incidents, increase driver’s awareness of their surroundings, 
and even give priority to certain kinds of vehicles approaching traffic signals. Data management and 
integrated marketplaces – online portals where shippers and carriers connect via interactive platforms and 
broker deals – are helping the industry increase efficiency and reduce delivery time.8 GPS, mobile devices, 
and real-time tracking have also made it possible for shippers and carriers to manage expectations and 
improve communications about shipments.    
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FREIGHT PLANNING 
The American Planning Association (APA) adopted an 
addendum to the organization’s Policy Guide on Surface 
Transportation in April of 2016 to explore how freight 
planning can be better integrated into planning for the larger 
transportation system. It recognizes the challenges of 
encouraging and accommodating growth in freight as an 
indicator of a strong economy while working to mitigate the 
negative and often-unintended consequences that impact 
communities. It also recognizes the importance of freight to 
the overall economy and the future of our communities. 

The multimodal freight system is complex – it involves 
multiple modes and is owned and operated by parties in both 
the public and private sector, and requires considerations of 
numerous complexities and trade-offs, as well as engagement 
of a wide range of community members and stakeholders. In 
recognition of this complexity, APA encourages pursuit of a 
“sustainable multimodal freight system that facilitates the 
efficient movement of freight and people, supports a thriving 
economy, and protects the natural and human environment,” 
further specifying that “a sustainable freight system should 
meet the needs of the present without compromising the 
ability of future generations to meet their own needs.”9 
Planning for freight should include full consideration of freight 
interactions with community, economic, social and land use 
policies, and potential conflict points as part of local and 
regional planning efforts.  

The APA encourages embracing best practices and innovative 
technologies to improve performance of the freight network 
while mitigating negative impacts of freight movement on 
communities, fostering partnerships with public and private 
sector stakeholders, increasing competitiveness, and taking a 
context-sensitive approach to freight planning – particularly in 
areas experiencing redevelopment of former industrial areas 
with residential and commercial uses in close proximity to 
active freight rail lines. The organization also encourages 
deploying freight technology in ways that remove barriers to 
entry and increases competition and embracing of new 
technologies like real-time routing and automation of vehicles.  

 

“COMMUNITIES MUST 
SUPPORT FREIGHT 
MOVEMENT WHILE TAKING 
STEPS TO SUPPORT 
POLICIES AND DESIGN 
FORMS WHICH ATTEMPT TO 
HARMONIZE THE 
MOVEMENT OF FREIGHT 
WITHIN THE NATURAL AND 
BUILT ENVIRONMENT.”  

- APA POLICY GUIDE ON FREIGHT 

DRAFT



 

6          DCP | FREIGHT ATL:  NORTHWEST          

#1: HEALTH AND SAFETY 
WHEN MOVING GOODS 
ON CITY STREETS 
WITH THE STARK INCREASE IN FATALITIES ON AMERICAN ROADWAYS OVER THE PAST SEVERAL 
YEARS, COMMUNITIES ARE DEMANDING GOVERNMENTS ADOPT PROVEN STRATEGIES FOR SAFER 
STREETS. 
The relationships between land use and development patterns, changes in population and employment, and 
safety on city streets are complex and ever-evolving. As cities gain population and strive to provide a range 
of housing and job options to remain competitive, there is increasing competition for limited space in the built 
environment. Sometimes growth or changes in development outpace changes in infrastructure, resulting in 
traffic congestion where smaller streets were not designed to handle large volumes of traffic or places where 
people now walk and bike despite a lack of sidewalk or dedicated bike lanes. Another challenge is the 
increasing mix of people, activities, and modes of travel in growing and changing areas, which can sometimes 
result in uncomfortable situations, especially for vulnerable road users, or potential conflicts between people 
and vehicles.  

Atlanta’s city street network is largely shaped by natural topography and the railroads which predated the 
city’s founding in 1837 as Terminus, and this is especially true within the Freight ATL: Northwest study area. 
Building upon its foundation as a railroad junction, Atlanta has transformed over time into a regional and 
national destination for freight through a layered system of infrastructure.10 Some of these layers, particularly 
surface transportation, have had a negative impact on community connectivity and quality of life. These relate 
to noise, air quality, traffic, and safety. Challenges stemming from diesel emissions, hazardous materials spills, 
truck-involved accidents, and noise pollution and vibration can have serious health implications for community 
residents and should be recognized and addressed as part of this freight planning effort.11 

Atlanta City Design is a visionary document and the city’s framework for guiding long-term growth and 
development. It aspires to the principles of the “beloved community” as identified by Dr. Martin Luther King Jr. 
and ensuring that Atlanta becomes more equitable, more resilient, and more committed to welcoming 
everyone. Today, Atlanta is a growth center for the Southern United States and plays a major role in moving 
freight from coastal Georgia to areas throughout the South and beyond. As Atlanta continues to grow, it is 
important to preserve strategic areas to support a growing economy, good jobs, and to be able to provide 
local goods and services needed for living, working, playing, and for businesses to conduct their operations. 
Some of these areas correspond to industrial land and railyards where intermodal transfer facilities, 
warehouses, distribution centers, and production facilities are located near Atlanta’s urban core (Figure 2).12 
Protecting these areas also means finding ways to ensure the health and safety of residents and workers in 
and around them.   
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FIGURE 2.  ATLANTA CITY DESIGN PRODUCTION AREAS AND ATLANTA AREA TRUCK ROUTES 
 

 
D A T A  S O U R C E :  C I T Y  O F  A T L A N T A ,  A T L A N T A  R E G I O N A L  C O M M I S S I O N  

TRENDS, CHALLENGES, AND OPPORTUNITIES  
The Atlanta region’s population is forecasted to grow by 2.9 million by 2050 based on the Atlanta Region’s 
Plan. A large share of this population growth is likely to be within Atlanta. Accompanying this growth is an 
anticipated rise in rail cargo and truck traffic across the region, but particularly within the urban core of 
Atlanta and the Freight ATL: Northwest study area. Much of the anticipated growth in truck traffic is being 
driven by an increase in e-commerce, with more goods being delivered to homes rather than to stores, and 
more than 81% of all freight in Georgia transported via truck.13  

The study area contains multiple City, Regional, and State truck routes which are expected to accommodate 
this increased growth in freight traffic including Donald Lee Hollowell Parkway (US 78/278/SR 8/12), Marietta 
Boulevard, and James Jackson Parkway (SR 280), among other routes. These corridors, however, pass through 
urban and suburban neighborhoods within Atlanta and are increasingly catering to a mix of traffic that now 
includes infill residential, office, and mixed-use developments in formerly industrial areas, such as Quarry 
Yards.14 The mixing of residential and industrial traffic adds to the complexities of these issues. Additional 
detail on real estate growth and development is provided in later sections on Affordable Industrial Space and 
the Impact of E-Commerce.  
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The number of people seriously injured or killed on roadways in the United 
States has been on the rise for the past several years. The National Highway 
Traffic Safety Administration (NHTSA) estimates that nearly 30,000 people 
died in motor vehicle crashes in 2021 – a 10.5% increase over 2020 and the 
largest annual percent increase since the reporting system was created.15 
Locally, Atlanta has also seen an increase in people seriously injured and 
killed on area roadways16 and the rate of pedestrian deaths due to traffic 
crashes in Atlanta it two times the national average.17 The Atlanta’s 
Transportation Plan determined that 72% of fatalities and 42% of injuries 
occur on just 6% of roadways. 

Across the country, governments are turning to a “Safe System”18 approach, 
working toward the vision of eliminating traffic deaths and serious injuries. 
This approach grew from Vision Zero initiatives and is a worldwide 
recognized systems-based strategy to eliminate roadway fatalities and 
serious injuries through safer urban street design, speed management, and 
other tailored transportation safety strategies.19 It differs from traditional 
efforts in that it recognizes traffic deaths as preventable, follows a systems 
approach, and views infrastructure investments as appropriate to mitigate 
fatalities and injuries.  

Locally, Atlanta has also been taking steps to address safety on area 
roadways. In 2019 the Atlanta Department of Transportation (ATLDOT) was 
established with a mission to provide safer, more equitable mobility options 
for the city of Atlanta. In 2020, the City passed a Vision Zero ordinance (20-
0-1239)20 and set a 25 mph default speed limit on many city streets. Atlanta 
is currently working on a Vision Zero Action Plan.   

As cities add sidewalk, bike facilities, and trails, the potential for interactions between commercial vehicles and 
vulnerable road users (pedestrians, cyclists, older adults and others) is likely to increase. This is especially true 
as people continue to buy goods online and have them delivered to their homes; the proliferation of e-
commerce is changing the freight delivery landscape, driving up demand for freight facilities in urban areas 
closer to where people live. Increases in freight activity in urban areas leads to more competition for space on 
city streets among personal vehicles, transit vehicles, and people biking, walking, or using personal mobility 
devices21 and may increase the risk for potential conflicts between freight vehicles and vulnerable road users. 
An key factor is the vulnerability of people in smaller vehicles or not in a vehicle at all. While there not been 
much empirical work examining safety issues between freight vehicles and vulnerable road users, some 
research indicates that urban freight-related crashes are increasing, especially on local roads as compared to 
arterials and interstates.22 Between 2015 and 2020, approximately 15% of people killed in large truck crashes 
were pedestrians, cyclists, or motorcyclists, compared to about 9 or 10% during much of the 1990s.23    

Common challenges relate to multimodal safety at railroad crossings, pedestrian and cyclist crossings at and 
between signalized intersections, and along arterial and collector streets where many modes of travel are 
being used simultaneously. Factors that affect the likelihood of crashes between urban freight vehicles and 
vulnerable road users include, but are not limited to the type of infrastructure present and the density and 
style of development in the area, as well as speed limits, streetlights, transit service, and pedestrian 
connectivity among others.24  

 

72% 
OF FATALITIES AND 

42% 
OF INJURIES OCCUR ON JUST 

6% 
OF ATLANTA ROADWAYS 

S O U R C E :  A T L A N T A ’ S  T R A N S P O R T A T I O N  
P L A N  ( 2 0 1 8 )  
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At-Grade Railroad Crossing along Parrott Avenue  

Although nationally, all grade railroad 
crossing crashes have decreased by 46% 
since 2000, these types of crashes are still a 
concern with respect to motorist and 
pedestrian safety.25 Collaborating with other 
agencies to improve at-grade crossings 
within the study area, such as the one along 
Parrott Avenue near the former 
Chattahoochee Brick site (shown at left) 
could be an opportunity to improve safety in 
the study area. The Infrastructure Investment 
and Jobs Act (IIJA) is expanding funding for 
the Railroad Safety Program and will provide 
approximately $600 million per year as part 
of a new grant program aimed at eliminating 
or separating areas where railroads and 
motorists interact.26 To identify 
improvements tailored to at-grade railroad 
crossings, the FHWA Highway-Rail Crossing 
Handbook is an excellent resource.27 

Communities located adjacent to or in proximity of industrial areas that experience high levels in freight traffic 
are at risk of increased emissions levels, noise pollution, and negative health outcomes. Previous research has 
identified four key ways that freight affects health: air pollution and emissions, crashes and safety, noise, and 
economic impacts.28 Roadways and other transportation facilities, along with some industrial businesses, may 
create locally concentrated “hot spots” of elevated air pollution levels, which can negatively impact residents 
and workers in a given area. Air pollution attributed to freight traffic is often, but not exclusively, related to 
tailpipe emissions. A majority of trucks still burn diesel fuel; diesel exhaust contains particles and chemicals 
that can harm human health. Other air pollutants generated by freight vehicles and facilities include carbon 
monoxide, ozone, and particulate matter, among others. Exposure to air pollution, especially particulate 
matter, can exacerbate respiratory issues and has been associated with increased risk of asthma, lung cancer, 
and diseases such as bronchitis. 29 Pollution is not just associated with truck traffic. Freight railroads also 
generate air pollution, and while they have made strides in fuel efficiency and can help reduce trucks on 
highways, rail yards are challenging because of the number of trucks that idle while waiting to pick up or drop 
off goods. Although some companies are gradually switching to low and even no-emission vehicles, freight 
traffic and related facilities are still concerning when it comes to negative health effects.  

The Cargo Atlanta Health Impact Assessment (HIA) offers design considerations for maximizing visibility of 
pedestrians and cyclists, designing roads to accommodate industrial traffic, and spatially separating sensitive 
land uses from infrastructure or other land uses that generate negative health impact. Recommendations for 
buffers range from 500 feet along railroad corridors to 1,000 feet from rail yards and anywhere from 600 to 
1300 feet from major freight corridors. Property setbacks, restrictions on hours of operation and vehicle idling, 
and traffic diversions are other strategies to minimize negative health impacts. Policies setting maximum 
acceptable levels of noise or construction of noise barriers along highway freight corridors are also 
recommended. 

Noise is also a concern that has been associated with negative psychological, physiological, and mental health 
effects.30 Noise intensity varies depending on the type and size of vehicle. Trucks are louder than personal 
cars and their weight can cause loud reverberations when driving over potholes or over curbs, for example. 
This can be especially problematic in areas where trucks travel through primarily residential areas, because of 
a lack of effective routing, roadway connectivity, enforcement of truck routes, or a combination of these.  
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CASE STUDY: SEATTLE 
The Seattle Department of Transportation (SDOT) manages and oversees a 
Freight Program focused on investments and improvements that increase 
safety and address freight-related issues. The multi-pronged program 
includes a Freight Master Plan,31 freight connectivity projects, a Final 50 Feet 
Program to improve delivery at the end of the supply chain, and a Truck 
Streets route network, along with special location-specific projects.  The 
Freight Master Plan includes a data-driven prioritization framework focused 
on safety, mobility, and equity, as well as economy, state of good repair, and 
environment.32 Among criteria evaluated are safety and equity to account for 
locations with a history of truck crashes and how to mitigate impacts of 
freight in minority neighborhoods. 

Seattle’s Comprehensive Plan establishes curb use priorities to manage 
interactions between delivery vehicles, parking, bicyclists, and pedestrians. 
Specifically, it designates a “flex zone” that serves multiple purposes – 
parking, bus stops, passenger, and freight loading, which are prioritized 
based on predominant land uses in the area. In industrial and commercial 
areas, the Flex Zone prioritizes access for commerce over people, but in 
residential areas, it prioritizes access for people over commerce (see Figure 
3). The Flex Zone also allows use as parklets, providing more dedicated space 
for people. Accompanying policies direct designers to determine the needs 
of the pedestrian realm before allocating space to the flex zone or travel 
lanes, prioritizing people walking over vehicles. By providing flexible curb use 
to serve multiple functions where they are needed most, Seattle is able to 
make the most of a limited resource and reduce potential conflicts between modes. 

Through its Urban Freight Lab – a partnership with the University of Washington – Seattle became the first 
city in the U.S. to comprehensively map commercial vehicle loading and unloading space and its curb space in 
the downtown core. The resulting Curb Occupancy Toolkit examines the types of vehicles parked in 
commercial vehicle loading zones and where commercial vehicles parked in unauthorized zones, enabling the 
city to better plan for, design, and manage curb space to reduce negative impacts on surrounding 
communities.33 

FIGURE 3.  CURB “FLEX ZONE” PRIORITIES BY LAND USE TYPE 

S O U R C E :  S E A T T L E  D E P A R T M E N T  O F  T R A N S P O R T A T I O N  

SEATTLE’S FREIGHT 
MASTER PLAN  
PRIORITIZATION 
FRAMEWORK LOOKS 
HOLISTICALLY AT FREIGHT 
IN THE CONTEXT OF 
COMMUNITIES, WITH 
EMPHASIS ON SAFETY, 
MOBILITY, AND EQUITY, 
ALONGSIDE ECONOMY, 
STATE OF GOOD REPAIR 
AND ENVIRONMENT 

DRAFT

https://www.seattle.gov/transportation/document-library/citywide-plans/modal-plans/freight-master-plan


0 5  O C T O B E R  2 0 2 2  
 
 

 
 
 
 

 DCP | FREIGHT ATL:  NORTHWEST          11 

As part of its Vision Zero efforts, Seattle is working to 
integrate safety and combine design recommendations from 
their Bicycle, Transit, and Freight Master Plans with targeted 
enforcement and educational outreach.34 The Seattle 
Department of Transportation (SDOT) adopted a policy to 
evaluate adding Leading Pedestrian Intervals (LPIs) every time 
they build a new signal or do signal maintenance work, 
routinely installing them at all signalized intersections. LPIs 
give people walking a head start before vehicles, allowing 
people to establish their presence in crosswalks, making them 
more visible to drivers – especially drivers of large vehicles. 
From 2009 to 2018, Seattle has seen a 48% reduction in 
pedestrian turning collisions and a 34% reduction in serious 
injury and fatal crashes at locations where LPIs have been 
installed.35  

The Freight Master Plan differentiates between “design for” 
and “accommodation” of trucks, especially when they make 
turns at an intersection, and slightly modifies the traditional 
definition, allowing for some encroachment into adjacent 
lanes, so long as it is not into opposing lanes.36 In keeping 
with the city’s Vision Zero goals, geometric improvements 
should allow truck movements for specific truck types at 
specific locations (context-sensitive) while using the smallest 
possible curb radius to limit pedestrian crossing distances 
and ensure pedestrian safety. The priority is to allow truck 
traffic to blend in harmoniously with other roadway users. 
The Freight Master Plan includes freight-specific design 
guidelines for geometric improvements. Applying a context-
sensitive approach, Seattle recognizes that designing for 
freight vehicles and the safety of all users requires evaluating 
the surrounding environment, rather than simply relying on 
design standards. For example, some built-out areas have 
narrower roadways and intersections than others. Designs 
should “provide a safer and more accessible roadway that 
accounts for all the specific physical, environmental, and usage characteristics” of the area. Specific 
recommended small-scale geometric improvements for better truck mobility include:  

• Adding left-turn lanes at critical intersections 
• Repositioning utility poles 
• Modifying curbs and/or providing recessed stop bars to allow long trucks to turn corners more easily 

Seattle also makes use of quick and low-cost strategies such as clear, legible wayfinding signs and striping to 
help truck drivers identify appropriate routes and avoid those with prohibitions, or height and weight 
restrictions. To accompany signage, Seattle published a Major Truck Streets map, visually representing which 
streets are appropriate for which types of freight vehicles. Supportive policies such as truck restrictions, time-
of-day variations, and ordinances to control idling and loading zones are other examples of ways to manage 
freight operations. They can help prioritize freight movements during certain times of day or in certain areas, 
better accommodating a mix of roadway users in a constrained urban setting.   

DESIGNS SHOULD  

“PROVIDE A SAFER AND 
MORE ACCESSIBLE 
ROADWAY THAT 
ACCOUNTS FOR ALL THE 
SPECIFIC PHYSICAL, 
ENVIRONMENTAL, AND 
USAGE 
CHARACTERISTICS.”  

- CITY OF SEATTLE,  
FREIGHT MASTER PLAN, DESIGN 
GUIDELINES FOR TRUCKS   
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BEST PRACTICES AND LESSONS LEARNED 
1. Design for freight in mixed-use areas 
While truck mobility is a primary concern along designated truck routes, it must be balanced with the needs 
of other and more vulnerable users, including people on foot, bike, and taking transit. In denser urban areas, 
it can be challenging to accommodate freight and other modes simultaneously. SDOT’s freight plan toolbox 
contains a number of strategies to improve freight mobility while designing for safety of all users. 
Intersections can be designed to allow encroachment into adjacent lanes, provided trucks do not cross the 
centerline into opposing traffic. Bicycle boxes and LPIs can improve visibility of people walking and biking, 
reducing potential conflicts with vehicles. Modifying curb radii can better accommodate trucks, although 
strategies like repositioning crosswalks and installing raised median crossing islands should also be considered 
to improve safety for pedestrians. Lower speed limits in freight-heavy corridors, especially those with higher 
levels of pedestrian activity, can improve safety. Small-scale measures such as raised pedestrian islands, 
barriers, or physical separation can provide protection for pedestrians or other non-motorized users.  

2. Identify truck routes and restrictions based on holistic context 
Freight projects and planning initiatives ought to consider the surrounding context, including 
demographics/population, land use, and health characteristics, as well as the needs of people using all modes 
of transportation. Review existing conditions holistically early in a design or planning process to help minimize 
or mitigate negative health impacts. Re-evaluate truck route designations and restrictions to reduce the 
likelihood of trucks cutting through neighborhoods and other undesirable locations by identifying routes that 
are more suitable for freight traffic and create a connected network. Undesirable cut-through traffic can be 
mitigated through improved truck route connectivity. Seattle’s Freight Master Plan considers safety, equity, 
and how to mitigate impacts of freight in minority neighborhoods as part of its freight route designation 
process, along with making recommendations for updating the freight network based on where trucks are 
actually traveling in relation to other modes and priorities.  

2. Implement low-cost measures to complement truck routes  
Communicate which streets are appropriate for trucks through clear, legible wayfinding and signage. This may 
include signs and pavement markings on city streets, surrounding intermodal or distribution facilities, and near 
highway interchanges. Proper signage can reduce potential interactions between freight vehicles and non-
motorized transportation. Improved wayfinding can improve routing decisions, reduce illegal or unauthorized 
movements, and help truck drivers easily identify truck routes and avoid constrained corridors with weight 
and height restrictions. Improved signage and enforcement can help keep trucks out of undesired areas. 

Anti-idling ordinances can limit the time and place where drivers are allowed to leave vehicles running, 
helping reduce air pollution and improve environmental and community health. SDOT uses green buffers and 
seeks to increase tree canopy in industrial and manufacturing areas to reduce air pollution and screen 
communities from facilities such as truck routes, truck stops, and industrial facilities. Location-based loading 
zones where off-street parking is not available can reduce instances of trucks parking in bike lanes or blocking 
travel lanes.  

4. Manage curb use based on surrounding context  
Appropriately designed and positioned curb spaces can efficiently manage cargo delivery and parking while 
also reducing potential negative interactions between freight vehicles and people walking, biking, and using 
other forms of non-motorized transportation. Designing and managing curb space efficiently can better meet 
the needs of adjacent commercial businesses and reduce congestion and idling, reducing negative 
environmental and human health impacts. Seattle’s flex zone and curb use priority on public streets has been 
successful in improving safety by providing designated spaces for all users by prioritizing multimodal access in 
both commercial and industrial zones, followed by access for commerce and access for people. The use of a 
flex zone between the vehicular travel lanes and walkways provides space for pick-up/drop-off, deliveries, or 
short-term parking as needed.    
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#2: MANAGING CITY 
STREETS AS FIRST AND 
LAST-MILE CONNECTORS 
INCREASING GENERAL PURPOSE TRAFFIC ALONGSIDE FREIGHT AND DELIVERY TRAFFIC DUE TO 
GROWING ONLINE RETAIL SALES COMBINED WITH LIMITED LAND AREA ARE STRAINING ATLANTA’S 
LARGELY BUILT-OUT STREET NETWORK. FINDING OPPORTUNITIES TO MAXIMIZE EFFICIENCY AND 
OPTIMIZE PERFORMANCE WHILE BALANCING THE NEEDS OF ALL ROAD USERS IS KEY TO 
SUSTAINABLE GROWTH. 
A key parameter for sustaining a competitive industrial sector and vibrant economy is access and connectivity. 
The condition of streets and roads, height and weight restrictions, connectivity of truck routes, and travel time 
reliability, and access to information about incidents, closures, or truck routes are all key to ensuring drivers 
are able to get where they need to go, delivering goods on-time and safely. Mobility constraints such as 
limitations or barriers on the transportation network can inhibit efficient travel, delaying or making delivery of 
goods unpredictable. Some constraints are general, unpredictable, and/or recurring, such as congestion or 
incidents. Others are more specific like bridge weight and height restrictions, tight turning radii, or a lack of 
commercial loading zones. Strategies for improving routing, connectivity, and efficiency include maintenance 
of and improvements to physical infrastructure, communication and technology tools, and providing access to 
destinations.  

TRENDS, CHALLENGES, AND OPPORTUNITIES 
Regional freight challenges related to truck movements include inadequate infrastructure, wear and damage 
to pavement, insufficient loading space at customer facilities, and heavier truck movements adversely affecting 
automobile speeds on roadways.37 Within the Freight ATL: Northwest study area, documented issues include a 
growing mix of users competing for space on area roadways, limited access due to the presence of railroads 
and bridges, weight restrictions of the Marietta Road bridge near the NS Inman Yard, pavement quality along 
truck routes, intermodal connectivity, and infrastructure geometry.  

Truck routing is an issue in big cities across the country. Nearly all streets in major cities, whether designated 
for freight or not, are used by trucks picking up or delivering goods. Cities like Seattle and Chicago have 
undertaken robust efforts to rethink and redesignate truck routes based on factors such as:  
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Marietta Road Bridge Over Inman Yard 

• Current and future truck volumes 
• Surrounding land use and connections 
• Connectivity within the network 
• Roadway classifications 
• Resiliency of the network 
• Public input 
• Modal priorities 

Basing truck routes on factors other than proximity to 
industrial land uses, warehouse facilities, and intermodal 
facilities can help freight better coexist within the context 
of mixed-use or other types of areas, considering the 
needs of all roadway users. Providing interconnected truck 
routes can help minimize negative impacts on residential 
areas and adjacent communities – an important issue in an 
area that is experiencing significant infill and 
redevelopment. Once truck routes are identified, it is 
important to communicate those routes to drivers through 
wayfinding, signage, and published maps. Routine 
maintenance of signage is important, as missing and 
damaged route signage can have unintended 
consequences, leading to trucks on streets where they do 
not belong or are not desired, such as residential streets. 
Large trucks are often too heavy or too long to navigate 
local streets which serve residential areas and may damage 
pavement, curbs, catch basins, signs, trees, and more. 

Bridge condition, height, and weight requirements restrict 
truck movements and may force drivers to take 
alternatives that are not necessarily official truck routes. 
Bridges and railroad crossings on freight corridors can 
also create bottlenecks where multiple streets funnel into 
a single crossing point. Congestion at such locations can 
have upstream effects, causing delays on freight 
corridors and adjacent roadways. The Freight ATL: 
Northwest study area is home to several active at-grade 
railroad crossings, including Parrott Avenue near Bolton 
Road, Mayson Turner Road near Chappell Road and 
Joseph E. Boone Boulevard, and Joseph E. Boone 
Boulevard south of Mayson Turner Road. While not 
common in the study are, at-grade crossings can limit 
mobility and accessibility. The Marietta Road bridge over 
Inman Yard is one example in the study area with a 
posted weight limit that restricts which vehicles can use 
it. As a result, some drivers take alternative routes, and 
may end up on local streets.  

 

 

 

Truck Route Signage in the Study Area 

Trucks Needing to Access the Argos Cement Plant off of 
Bolton Road Are Directed to Use Paul Avenue 
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Federal funding through regional Transportation Improvement Programs and the new Infrastructure and 
Investment Jobs Act (IIJA) are opportunities to make improvements to such bottlenecks. The IIJA which 
earmarks the largest dedication of funding and investment for bridge repair, replacement, and rehabilitation 
since the construction of the Interstate highway system.38 

Roadway maintenance, pavement quality, and deterioration is a national problem that is not unique to the 
City of Atlanta. Roads must be engineered and designed to handle the expected traffic volumes along them, 
as well as oversized/overweight (OS/OW) loads, and extreme temperatures exacerbated by climate change. 
In large and growing cities, upkeep of existing roadways is a regular challenge. Potholes, pavement cracking, 
and buckling are common on highly traveled roadways, especially those carrying substantial volumes of large 
trucks. In Georgia, the number of road miles found to be in “acceptable” condition has increased over the 
past five years (from 15,271 to 29,511); however, the percentage of overall acceptable road miles has declined 
slightly as more roads have been built during this time period. Asset management programs and practices are 
beneficial to maintaining state-of-repair and ensuring a transportation network that is of good quality for a 
variety of roadway users, including freight.  

The use of Intelligent Transportation Systems (ITS), adaptive traffic control, and connected traffic signals are 
helping agencies better manage and optimize general purpose as well as freight traffic. These technologies 
allow processing of real-time data to adapt traffic signal timing to respond to localized conditions and help 
keep traffic moving. In some cases, technology can help predict patterns and better inform decisions about 
routing, signal timing, and operational improvements. Integrated corridor management is an approach that 
focuses on corridor-level operations. More than coordination and monitoring, it means taking action to 
improve the performance of the system. Benefits of integrated corridor management is improved awareness 
of conditions along key corridors, optimization of signal timing, and better understanding of operations and 
capacity. The Georgia Department of Transportation has been actively managing signal operations for more 
than ten years, including thousands of signals in the Atlanta region. Active management of signals along 
freight corridors can help improve efficiency and operations, making goods delivery more reliable. Freight 
signal priority is an emerging technology that gives signal priority to freight vehicles approaching a signalized 
intersection, taking into consideration speed, type, and weight.  
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CASE STUDY: WASHINGTON, D.C. COMMERCIAL 
LOADING ZONE MANAGEMENT PROGRAM  
In January 2015, Washington D.C.’s Department of Transportation (DDOT) launched a comprehensive program 
to improve management of the city’s curbside loading zones.39 This effort included:  

• An inventory of all commercial loading zones and signage within the city.  
• Adjusting regulations to support program needs. 
• Applying freight data to evaluate loading zone demand.  
• Engaging the freight community throughout the process.  

Using data from across the city collected during an 18-month process, DDOT inventoried all loading zones, 
documents dimensions, signage, and time restrictions and developed an interactive map. The agency also 
analyzed occupancy rate data based on business type, truck type, number of deliveries, average length of 
stay, the number of businesses per block, and observed conflicts. Engagement during the process included 
working with law enforcement, carriers, receivers, business improvement districts, and city officials.  

Results of the analysis helped DDOT improve its internal decision-making process about whether locations 
should have designated loading zones. As a result of the study, DDOT established a curbside loading zone 
evaluation process and developed a loading zone permitting process and payment system. The agency also 
added loading zone information to an interactive online map, shown in Figure 4.  

FIGURE 4.  WASHINGTON D.C.’ S TRUCK AND BUS MAP 

 

S O U R C E :  D I S T R I C T  D E P A R T M E N T  O F  T R A N S P O R T A T I O N 40  

The rules for commercial loading zones that resulted from this process include:  

• Annual and day permits allow commercial vehicles to park in loading zones during designated times for 
up to two hours 

• Annual permit holders can park in metered spaces between 10:00am and 2:00pm 
• Annual permits are valid for one calendar year – a cost effective option for large carriers 
• Businesses register with the DDOT’s permitting system and applies for as many permits as they have 

vehicles that utilize loading zones, up to 75 (after that vehicles are free) 
• Day permits, intended for carriers that do not frequent the D.C. area are valid for 24 hours  

DRAFT



0 5  O C T O B E R  2 0 2 2  
 
 

 
 
 
 

 DCP | FREIGHT ATL:  NORTHWEST          17 

CASE STUDY: CHICAGO METROPOLITAN AGENCY  
FOR PLANNING  
Regional planning in Chicago is conducted by the Chicago Metropolitan Agency for Planning (CMAP).41 
Within Chicago, CMAP plans and oversees a system that accommodates approximately 25% of all freight in 
the United States which includes goods movement that originates, terminates, or passes through the Chicago 
region. The freight network in Chicago is served by six Class I railroads, ten interstate highways, and Chicago 
O’Hare International Airport – one of the world’s busiest airports for cargo traffic.42 

Chicago developed its second regional comprehensive plan in 2018, called ON TO 2050, which calls for 
transportation investments in numerous areas including freight, to maintain Chicago’s status as a freight hub.43 
Supporting the development of ON TO 2050, CMAP created the Freight Snapshot informational document 
which reviews data and trends in the movement of goods to, from, and within Chicago. The Freight Snapshot 
identified infrastructure challenges including increased congestion, decreased safety, poor reliability, and 
damaged pavement and bridges. The snapshot examined freight deficiency as a composite of condition, 
mobility, and reliability as shown in Figure 5. 

FIGURE 5.  CHICAGO’ S 2016 FREIGHT DEFICIENCY SCORE COMPOSITE 

 

S O U R C E ,  C M A P  F R E I G H T  S N A P S H O T ,  P .  2 4 - 2 5  

Following up on this comprehensive plan, CMAP has made a commitment to further freight planning by 
preparing a Regional Strategic Freight Direction in 2018. This document stresses that multijurisdictional 
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planning efforts which CMAP oversees should develop a list of capital  investments, such as pavement 
upgrades, intersection improvements, and grade separations which are necessary to accommodate truck 
traffic on desired routes.44  

ON TO 2050 has also led to recommendations for the expansion of asset management practices through 
strategic investments within the Chicago region. These include implementing pavement management systems 
which minimize lifecycle maintenance costs, a pilot asset management plan, uniformity in pavement data 
collection, and training programs to assist municipalities in implementing and improving asset management.45  

Chicago is also utilizing technology to improve freight mobility. The Northeastern Illinois Regional Intelligent 
Transportation System (ITS) Architecture includes multiple service packages which correlate to ON TO 2050 
recommendations that aim to improve goods movement and the quality of the transportation system. 
Management of advanced railroad grade crossings, freight electronic clearance, parking facility management, 
and railroad operations coordination are all applications that benefit freight operations.  

In an effort to make freight data more accessible to community members, CMAP provides an array of 
multimodal freight data and analytics which both evaluates freight performance and drives strategic decision-
making on their website. These include truck bottlenecks, regional freight volume by rail, truck, air, and water, 
and an inventory of facilities.46 

CMAP has taken a data-driven process to identifying truck routes, based on the use and need of roadways, as 
related to trucks. The system takes into account traffic volume, connectivity and access, and first-/last-mile 
connectivity needs. As part of the O’Hare Subregion Truck Routing and Infrastructure Plan completed in 2017, 
CMAP developed a truck route categorization framework that features a four-tier system that includes truck 
routes labeled from Level A through Level D.47 

• Level A Truck Routes – High-mobility roads critical to through truck movements and for providing access 
to high-volume intermodal facilities. These routes should be highly considered in investment decisions. 

• Level B Truck Routes – Roads which facilitate through movements, local access for large trucks, and  
first-/last-mile connections.  

• Level C Truck Routes – These roads provide local access for small trucks. 
• Level D Roads – Trucks are strongly discouraged or restricted on these roads and truck access should not 

be a consideration in investment decisions. 
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BEST PRACTICES AND LESSONS LEARNED 
1. Differentiate truck routes by use and need  
Effective truck routing – in the form of signage, wayfinding, and pavement markings – can minimize 
community impacts and promote safe and efficient movement of goods in and around a community. 
Delineating truck routes by tier, as was done in Chicago, and not having a uniform type of truck route is one 
potential strategy to give trucks advance warning of the routes they can or cannot use to make trips to and 
from freight destinations. Truck routes should also take into account bridges with weight and height 
restrictions, truck bottlenecks, pavement condition, and reliability.  

Route sharing and planning tools are effective ways of communicating to drivers which roads are truck routes 
giving them an opportunity to plan routes ahead of time. Washington, D.C. created an interactive route 
planning tool, in addition to publishing a web-based map showing truck routes.48 

FIGURE 6.  WASHINGTON DC HEXAGON ROUTE PLANNER 

 

S O U R C E :  D I S T R I C T  D E P A R T M E N T  O F  T R A N S P O R T A T I O N  

2. Publish truck routes widely  
Web-based tools such as maps and route-planners can assist truck drivers in following adopted truck routes, 
avoiding corridors with restrictions, and can minimize negative impacts due to unwanted truck traffic in 
neighborhoods. In addition to on-site signage and pavement markings, online tools can help reinforce which 
streets and roads are appropriate for trucks and which ones are not.  

3. Consider freight-specific ITS architecture and service packages 
Chicago’s new ITS Architecture has specific service packages which align with both freight and asset 
management planning. These packages such as data sharing and analytics as well as advanced railroad grade 
crossings, freight electronic clearance, parking facility management, and railroad operations coordination help 
agencies collect and disseminate freight data as well as proactively address common challenges.   
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4. Embrace freight technology 
Technologies recognized at the federal level include adaptive traffic control49 and freight signal priority50 are 
proven methods to create safer transportation corridors that adapt to different travel conditions and patterns. 
Adaptive traffic control adjusts the timing of red, yellow and green light cycles to accommodate changing 
traffic patterns and ease traffic congestion, especially during peak hours of travel. Freight signal priority 
provides priority for freight and commercial vehicles at signalized intersections to improve travel time 
reliability and enhance safety. The advent of connected vehicle (CV) technology with local efforts such as the 
North Avenue Smart Corridor and GDOT’s Signal Operations (SigOps) program can help foster these types of 
technologies within the study area at locations where traffic challenges exist.  

5. Develop a loading zone policy 
Inventory all commercial loading zones and parking areas to understand where commercial zones are located 
and if they serve the intended businesses and carriers, along with their usage, length of stay, and conflicts 
between freight vehicles and other modes. Develop a policy based on the findings to help manage 
commercial loading activities and minimize conflicts with other users.  
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#3: AFFORDABLE 
INDUSTRIAL SPACE 

LIMITED LAND AVAILABILITY, COMBINED WITH HIGH LAND VALUES AND STRONG DEMAND FOR NON-
INDUSTRIAL USES CHALLENGE DEVELOPMENT AND PRESERVATION OF AFFORDABLE INDUSTRIAL 
SPACE IN URBAN CORES.        
Businesses have experienced challenges finding appropriate industrial space to lease in large cities like 
Atlanta, Chicago, and New York due to competition for urban industrial property. While some of the growing 
demand in the Atlanta region is being met with new development on the periphery of the region where land 
is more readily available and affordable, some industrial businesses require locating in the urban core. 
Growing demand for industrial space stems not only from traditional users like distribution and warehousing, 
but also from emerging businesses like breweries and makerspaces, as well as non-traditional users like video 
production that have flexible space needs.  

TRENDS, CHALLENGES, AND OPPORTUNITIES 
The Urban Manufacturing Alliance’s national report, The State of Urban Manufacturing, cited an unmet need 
for small, move-in ready spaces for growing small and medium-sized manufacturers, with more than half of 
their member businesses planning to be in larger spaces in the next few years according to a survey 
conducted in preparation of their 2019 national report.51  Without the availability of affordable move-in ready 
spaces for small- and medium-sized enterprises in cities, business owners are either pushed out to less ideal 
locations or burdened with unaffordable rents or the costs associated with rehabilitating an aging industrial 
building property. 

In the Atlanta region, the growing demand for industrial space has put upward pressure on rents, which have 
increased roughly 50% since 2015, to a record average of nearly $6.50 per square foot (NNN) and has also led 
to record low vacancy rates at 3.3%.52 As a core urban industrial cluster in the city of Atlanta, the Freight ATL: 
Northwest study area has experienced even greater pressure on rents with average industrial rents at nearly 
$15.00 per square foot (NNN), an over 100% increase since 2015.53 In addition to strong demand for industrial 
space, market pressures from other land uses means more tenants are fighting for the limited urban industrial 
space available, especially near mixed-use or residential areas. With both growing population and 
employment in the city, industrial properties will continue to be at risk of demolition or conversion. According 
to CoStar data, approximately 18% of all industrial demolition in the region since 2001 occurred in the study 
area, illustrating the impact that encroachment from other uses has on the availability of industrial properties.   
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FIGURE 7 :  NONPROFIT INDUSTRIAL DEVELOPMENT CORPORATION MODEL 

Redevelopment and reuse of older, smaller industrial buildings has historically been fairly limited due to the 
extraordinary development costs associated with modernizing functionally obsolete space, as manufacturing 
buildings were often constructed for specific uses and do not meet modern requirements. In addition, 
environmental remediation needs resulting from legacy uses can be cost-prohibitive for business owners and 
developers attempting to retrofit industrial properties. The redevelopment of contaminated property, or 
property perceived to be contaminated from a previous industrial use, adds uncertainty in costs and timelines 
for environmental testing, remediation, and government actions. These uncertainties are major hurdles for 
small businesses and developers that may not have the experience, capital, or time to undertake such an 
effort. 

 

S O U R C E :  S B  F R I E D M A N  D E V E L O P M E N T  A D V I S O R S  
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CASE STUDY: GREENPOINT MANUFACTURING  
AND DESIGN CENTER 
The Greenpoint Manufacturing and Design Center, or GMDC, in New York City is a nonprofit industrial 
organization established in 1992 to develop and maintain a viable manufacturing industry in city 
neighborhoods by assisting in planning, developing, and managing industrial real estate. 

The GMDC has played a vital role in creating affordable and flexible production space for small- to medium-
sized manufacturers by: 

• Acquiring, rehabilitating, and managing neglected industrial properties. 
• Acting as advocates through collaboration and coalition-building among key stakeholders. 
• Creating and influencing industrial development policy. 
• Building the field and promoting its model by publishing, presenting at conferences, and providing 

technical assistance to other communities.54 

As a nonprofit organization, GMDC relies on public and private capital 
sources to further their mission, relying on a broad range of financing 
sources and partnerships to develop affordable industrial space in New 
York City.  

 

 

 

SINCE 1992 GMDC HAS SUPPORTED 55:  

 
   

600,000 110 700+ 
SF OF INDUSTRIAL SPACE BUSINESSES EMPLOYEES  
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GMDC Ozone Park Industrial Center56 
Recognizing the rising demand of industrial buildings for 
non-industrial uses in New York City and their 100% 
occupied portfolio, in 2016 the Greenpoint 
Manufacturing and Design Center embarked on their 
largest industrial redevelopment project to date in the 
Ozone Park neighborhood of Queens.  

The development, known as GMDC Ozone Park 
Industrial Center, occupies three structures totaling 
85,000 square feet on an entire city block within a small 
manufacturing area of Ozone Park. Completed in 2019, 
the Ozone Park Industrial Center was a $41 million 
endeavor that required complex financing, city and 
stakeholder support, and creativity and dedication from 
GMDC. Because of the public assistance, GMDC was 
able to offer lower rents to their tenants.  

The original structure at 101-01 95th Avenue was built in 
1906 for the hat and cap manufacturer Spear & 
Company and was one of the first structures in New York 
City to be built with reinforced concrete. Renovating a 
historic structure required creativity, particularly in 
bringing the building to code as well as transforming it 
from a single-user manufacturing space to a modern 
multi-tenant manufacturing building.  The finished 
development achieved LEED Silver certification and 
provides long-term space for 24 businesses with roughly 
80 new or retained jobs. GMDC tenants include furniture 
designers, woodworking professionals, artisans, and 
metalworkers, contributing to New York’s goal of 
retaining a manufacturing industry in the city. 

BEFORE               AFTER 
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25% - New York City’s 
Industrial Developer Fund 
Grant 

30% - Enterprise Community 
Loan Fund Loan and NYC 
Economic Development 
Corporation Loan 

 

40% - New Market Tax 
Credit and Historic Tax 
Credit Equity 
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FIGURE 8.  SOURCES OF FUNDS FOR THE OZONE 
PARK INDUSTRIAL CENTER 
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BEST PRACTICES AND LESSONS 
LEARNED 
To address and mitigate these industrial affordability 
challenges and supply constraints, cities have aligned zoning 
to protect and expand industrial uses where appropriate, 
established financial assistance programs and policies, and 
supported nonprofit models that facilitate preservation and 
development of industrial space. 

1. Align zoning to protect and expand industrial 
uses where appropriate 
Zoning regulations have historically been used to restrict, 
regulate, and segregate land uses, like industrial, that are 
thought to be incompatible with neighboring uses.  As urban 
industrial areas face increasing pressure for conversion, 
communities are rethinking traditional industrial zoning to 
accommodate a variety of land uses. According to the 
American Planning Association, mixed-use industrial districts 
have proliferated in cities to protect valuable industrial land 
areas from complete encroachment.57 This is done by 
permitting varying degrees of non-industrial uses in 
otherwise industrial districts while requiring that a minimum 
threshold of industrial uses remain.  

Mixed-use industrial districts can be established as a 
gradient, tailoring the districts to specific situations. For 
example, in Milwaukee, WI, Industrial-Commercial Districts 
have been utilized to control the encroachment of more 
intensive commercial uses that require large footprint 
buildings such as indoor sports facilities and doggie day 
cares. Employment-Oriented Districts have been utilized in 
Eugene, OR and St. Petersburg, FL to allow a wide variety of 
compatible uses that typically have high employment density 
of higher-paying, good jobs. St. Paul, MN’s IT Transitional 
Industrial districts allow commercial, office, and light 
industrial uses if they are compatible with neighboring 
residential or traditional neighborhood districts.  

Allowing for a variety of compatible land uses in industrial 
mixed-use districts helps relieve pressure from other land 
uses while preserving some land for light industrial uses. 

  

I-MIX ZONING  
Atlanta’s industrial mixed-use 
zoning classification (I-MIX) 
requires that sites over one acre 
dedicate a portion of the site  to a 
broad range of industrial uses 
while allowing other compatible 
uses. 

Examples of Permitted Industrial 
Uses: 

• Catering establishments 
• Microbrewery 
• Commercial greenhouses  
• Distribution centers 
• R&D facilities, laboratories 
• Manufacturing, wholesaling, 

repairing, assembly, and 
related operations 

• Printing and publishing 
operations 

THE WORKS  
The Works is an 80-acre adaptive 
mixed-use development in 
Atlanta’s Upper Westside that was 
one of the first to utilize  I-MIX 
zoning. The Works’ vision includes 
unique retail and dining 
experiences in an interconnected 
environment that preserves the 
character of Atlanta’s historic 
industrial buildings. The multi-
phase development includes 
350,000 square feet of retail and 
entertainment, 500,000 square 
feet of office and maker space, 
500 residences, 200 hotel rooms, 
and 13 acres of greenspace. 

S O U R C E :  C I T Y  O F  A T L A N T A ,  C O D E  O F  O R D I N A N C E S  
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2. Preserve land for open industrial uses 
Not all industrial land uses are appropriate for mixed-industrial districts, particularly heavy and open industrial 
uses like auto repair, scrap yards, construction materials, and cement factories. While these uses provide 
important services for the city, they may have external impacts on the surrounding area and often require 
buffering from non-industrial uses. New York City’s Open Industrial Uses Study recognizes the essential 
function of many heavy industrial uses and suggests regulatory changes to mitigate conflicts between open 
industrial land uses and neighboring land uses. These include identification and implementation of pollution 
prevention controls, transparency of environmental standards for business owners, establishing greater 
setback requirements, and the provision of more enhanced buffering and landscaping when there are nearby 
residential districts.58 

3. Provide financial assistance to support preservation and development of industrial 
uses 
The scarcity and high costs of urban industrial land coupled with development pressures from competing land 
uses has made it challenging to preserve industrial properties in urban areas. Public financial assistance is 
often needed to preserve and develop industrial properties in competitive real estate markets. Cities can 
support industrial (re)development by reducing extraordinary development costs with incentives, supporting 
infrastructure improvements, and leveraging publicly owned land.   

Cities and non-profit industrial developers, like GMDC, have utilized multiple funding sources to encourage 
industrial (re)development including local tax increment financing, federal New Markets Tax Credits, and 
targeted industrial development funds sourced by impact and conversion fees. Layered financing and public-
private partnerships, like the ones utilized by GMDC, are often necessary to encourage the development or 
rehabilitation of industrial space in urban areas. To capture the benefits of changing zoning from industrial to 
other land uses, several cities have implemented conversion fees, which are designed to mitigate the loss of 
industrial land in designated conversion areas by creating a source of funds aimed to support industrial 
preservation efforts in other parts of the city.  

The City of Chicago implemented an industrial land use framework, coupled with a conversion fee, that 
identified industrial subareas in the city to preserve and others to allow for transitioning to other land uses. 
The City identified subareas in the Industrial Corridor System that might be eligible for conversion based on 
shifting land use trends, availability of vacant land, and access to critical infrastructure. Areas with the most 
stable industrial land uses and proximity to critical infrastructure, like in the City’s Central subarea, were 
targeted for preservation. Areas that had already seen an influx of competing land uses would be permitted 
to transition to mixed uses, including office, commercial, and residential. To capture the benefits of industrial 
conversion, the City implemented an Industrial Corridor Fee that funds Chicago’s Industrial Corridor System 
Fund. The fund is used to preserve and enhance industrial properties by funding acquisition, rehabilitation, 
environmental rehabilitation, and supportive infrastructure in Industrial Corridors.  

4. Support nonprofit ownership/developer model to preserve and develop industrial 
space 
Nonprofit industrial development corporations acquire vacant and underutilized industrial properties and 
prepare them for tenancy or new ownership. GMDC is one example of this model, as a nonprofit industrial 
developer focused on retaining and growing small manufacturers by renovating existing buildings and 
providing space with stable, long-term leases. 

These organizations help to establish and maintain a stock of small- to mid-sized industrial spaces that may 
otherwise be at risk of conversion. Upon acquisition, the nonprofit entity works to renovate, reconfigure, and 
modernize the structure. In some cases, the nonprofit industrial developers maintain ownership and lease 
space to tenants at affordable rents. The nonprofit organizations may also provide small business support 
services to tenants to promote local business development. Cities can help support nonprofit industrial 
development by leveraging publicly owned vacant or underutilized land, facilitating the environmental clean-
up process, and streamlining the zoning process.   
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#4: INNOVATION 
ECOSYSTEMS  
A VIBRANT INNOVATION ECOSYSTEM WHERE THE COMMERCIALIZATION OF IDEAS CAN FLOURISH 
REQUIRES A COMPLEX NETWORK OF INNOVATION ASSETS INCLUDING ENTREPRENEURS, 
BUSINESSES, RESEARCH INSTITUTIONS, UNIVERSITIES, VENTURE CAPITALISTS, THE PUBLIC SECTOR, 
AND WORKFORCE DEVELOPMENT ENTITIES.  
The Brookings Institute, a leading researcher on innovation ecosystems, argues that supporting an 
environment of open collaboration and innovation entails economic, networking, and physical assets.59 By 
leveraging people, partnerships, and the power of place, cities have been successful in developing innovation 
districts and ecosystems to revitalize neighborhoods, commercialize cutting-edge technology, and spur local 
economic development. Fostering an innovation ecosystem focusing on advancements in logistics, 
transportation, and distribution technology and infrastructure can help streamline the movement of goods, 
optimize freight route planning, and improve efficiency. 

FIGURE 9:  INNOVATION ASSETS 
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TRENDS, CHALLENGES, AND OPPORTUNITIES 
Fostering an innovative ecosystem is not necessarily a prescriptive exercise, as successful innovation districts 
take on many forms and often function quite differently from one another. Innovation districts have been 
created as a venture of higher education institutions, through active public policy decisions, and by 
independent entrepreneurs simply looking to share workspace.  

Two leading forms include traditional place-based innovation districts as well as dispersed network-based 
innovation ecosystems.  

Place-Based Innovation Districts: Innovation that once took place in suburban office parks and research 
facilities is increasingly transitioning to vibrant urban neighborhoods. The modern innovation district 
requires a built environment that stimulates connectivity, collaboration, and innovation. These districts rely 
on physical assets in the form of public spaces, neighborhood amenities, and strategically designed 
offices with shared work and lab spaces to attract entrepreneurs and companies.  Often, place-based 
innovation districts rely on the proximity to and involvement of an anchor institution such as a university 
or research institution. These districts, often referred to as “anchor-plus” innovation districts, have 
proliferated in the United States and are exemplified by Cambridge, MA’s Kendall Square.  

Network-Based Innovation Ecosystems: While innovation ecosystems are often rooted in official or 
unofficial urban districts, they can also be successful outside of the bounds of a specific district. 
Innovation requires a network of researchers, entrepreneurs, incubators, businesses, and investors that 
are often not co-located. For these assets to work together in the commercialization of new technologies, 
they need to maintain collaborative relationships and promote opportunities for the sharing of ideas. The 
Massachusetts Clean Energy Center (MassCEC) is one example of the network-based innovation model. 
Rather than focus on a single location, MassCEC is dedicated to promoting the growth of the clean 
energy sector across the entire state and facilitates innovation by partnering with dispersed industry 
leaders, government offices, research universities, and the financial sector. They aid growing startups in 
securing capital and resources, connect employers, job seekers, communities and investors across the 
industry, and fund several incubator programs across the state.60        

While the geographic structure varies, both forms rely on entrepreneurs having access to each other as well 
as a larger network of partners, industry leaders, businesses, and researchers.  While much of the research 
around innovation ecosystems has historically focused specifically on place-based innovation districts which 
are grounded in a physical location, the place component is often the least important. Most critical are the 
people and partnerships committed to supporting the development and commercialization of ideas. In cities 
with dispersed economic assets, a network or partnership-based innovation ecosystem provides the 
collaboration and support startups, and entrepreneurs need without the physical proximity of place-based 
innovation districts. Proximity to Georgia Institute of Technology and its Science Park (formerly Technology 
Enterprise Park), as well as the Georgia Tech Supply Chain and Logistics Institute, and a cluster of Atlanta’s 
industrial businesses, provides an opportunity for innovation in logistics and manufacturing in the study area. 
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CASE STUDY: WINSTON-SALEM  
INNOVATION QUARTER 
Winston-Salem, NC’s Innovation Quarter is one of 
the leading innovation districts in the world and a 
thriving example of an anchor-based innovation 
district. More than an employment hub, the 
Innovation Quarter is also a vibrant mixed-use 
district that is home to academic institutions, 
businesses, and residential units.  

The success of Innovation Quarter is largely due to 
the involvement of nearby institutions that 
contribute to academic-industry collaboration. The 
roots of the Innovation Quarter stretch back to the 
late 1990s, when local academic institutions, 
businesses, and government entities envisioned a 
thriving downtown that could drive innovation and economic development. After a robust planning process, 
Wake Forest Biotech Place opened in 2012 in a redeveloped tobacco warehouse. This, in turn, sparked a 
period of growth and expansion for the district. International businesses relocated to the Innovation Quarter 
while educational institutions opened new buildings. The Innovation Quarter’s choice of tenants was 
deliberate; rather than simply fill the available space, it brought in specific users focused on health care and 
social innovation. 

Today, the Innovation Quarter is a place for research, business, and education in biomedical science, 
information technology, and advanced materials. Partnerships between corporations and academic institutions 
has accelerated research and fostered a forward-thinking environment of partnership and innovation in the 
Winston-Salem region.  

Partnerships, like those established in Winston-Salem, can be a catalyst for the development of innovation 
districts by strategically attracting employers who stand to benefit from the availability of high-quality talent. 
A critical mass of employees, students, and researchers provide an opportunity for mixed-use development 
that includes residential units, businesses, and entertainment.  

FIGURE 10:  TODAY, DOWNTOWN WINSTON-SALEM IS HOME TO.. . 61 
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CASE STUDY: MHUB IN CHICAGO 
As mentioned earlier, organic independent 
innovation centers have also been successful in 
growing local product innovation and 
commercialization of new technologies. mHUB is 
an independent hard-tech and manufacturing 
innovation center located in Chicago, IL with 
over 270 member and alumni startups and small 
businesses. By maintaining a strong network of 
product designers, engineers, corporate 
members, industry experts, investors, and 
entrepreneurs, mHUB provides a “hyper-
resourced” environment to entrepreneurs 
seeking to commercialize new hard-tech 
innovation.62  

mHUB members have developed products in 
robotics, smart sensors, energy technology, 
medical devices, and other-cutting edge 
innovations by engaging with the entrepreneurial 
ecosystem that mHUB offers. While mHUB is an 
independent innovation center, it is just one part 
of a large entrepreneurial ecosystem that exists 
in Chicago. By maintaining relationships with the 
public sector, research institutions, community 
and workforce development agencies, and 
funders, mHUB can plug its members into a 
comprehensive innovation network that can 
accelerate their innovations to commercialization.  

F IGURE 12 :  M HUB FACIL ITY  INNOVATION IMP ACTS 1 4 
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FIGURE 11:  REPRESENTATIVE COMPONENTS OF CHICAGO’S 
EMERGING CLEANTECH ENTREPRENEURIAL ECOSYSTEM 
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BEST PRACTICES AND LESSONS LEARNED 
Partnerships between cities, higher education institutions, and private companies have resulted in successful 
innovation centers that provide space for and drive innovation in product development, new technologies, 
prototyping equipment, and accelerating job growth.   

1. Align innovation focus with regional economy 
Innovation districts can be highly successful when they are targeted towards the specialized regional 
economies. Targeting innovation ecosystems around industries with a regional competitive advantage can 
foster greater connections between entrepreneurs, the business community, and consumers, leading to more 
successful ventures that can have spillover benefits for the greater community. For example, the Innovation 
Quarter in Winston-Salem, NC has a focus on data analytics, clinical research, public health, and regenerative 
medicine due to its relationship with local health sciences institutions. The district was developed in 
partnership with Wake Forest University’s Health Sciences system, other local educational institutions, and the 
City of Winston-Salem.  

2. Connect innovation assets 
Cutting-edge innovation does not occur in a vacuum; it requires comprehensive collaboration between 
entrepreneurs, researchers, and the business community. Developing a coalition of stakeholders can catalyze 
innovation by providing entrepreneurs with a broad supply of resources, industry expertise, and funding 
opportunities that may not be accessible otherwise.  Co-locating innovation incubators with research 
institutions and businesses can spur relationships that help inform the development of new technologies and 
products for commercialization. In addition to physical proximity, innovators can benefit from more 
collaboration and knowledge-sharing between institutions in the ecosystem.  

For example, Chicago’s 2025 Clean Tech Economic Coalition (CTEC) was formed as a result of statewide 
planning efforts and coordination between public, private, nonprofit, and institutional members including the 
University of Chicago, the State of Illinois, Chicago’s Metropolitan Agency for Planning, and others. CTEC’s 19 
partnering organizations support initiatives related to manufacturing, supply chain, workforce development, 
research, entrepreneurship, commercialization, and infrastructure.63 The coalition was successful in securing a 
competitive $500,000 grant from the Economic Development Administration’s Build Back Better Regional 
Challenge to further develop plans for two clean-tech incubators that are eligible to apply for up to $100 
million in Build Back Better funds.  

3. Build on existing anchor institutions 
Higher education institutions can act as an anchor to innovation districts by providing funding for business 
incubators, offering educational opportunities for emerging entrepreneurs, and linking cutting-edge faculty 
research with startup businesses that find a market for the useful application of their work.  Participation in 
anchor-led accelerator programs can provide not only technical support and mentorship, but also exposure to 
potential investment from industry partners who are granted early access to startups through their 
partnerships with anchor institutions.  

The Polsky Center for Entrepreneurship and Innovation at the University of Chicago is a leading 
entrepreneurship center offering mentorship opportunities, entrepreneurial learning, workshops, and physical 
lab space to entrepreneurs seeking to prototype and commercialize new technology. In addition, the Polsky 
Center provides funding to students, faculty, staff, and alumni-led startups in the form of fellowships and 
scholarships made available through various endowment funds, allowing entrepreneurs to pursue the 
commercialization of research and participate in accelerator programs.  
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4. Explore an organic incubation approach 
Although they often do, thriving innovation ecosystems do not necessarily require the direct support of an 
institutional anchor. As long as entrepreneurs have access to networks of like-minded innovators, industry 
experts, as well as adequate research and prototyping equipment and facilities, they will be more prepared to 
commercialize their products and start successful businesses.  

The Los Angeles Cleantech Incubator (LACI) was founded by the CleanTech LA alliance, a broad coalition 
whose mission is to “create an inclusive green economy by unlocking innovation, transforming markets, and 
enhancing communities.”64  LACI’s industry-specific incubation approach attracts promising innovators from 
the cleantech sector to three tracks of startup programs that have been successful in launching 108 startups to 
market.65 LACI’s facility, the La Kretz Innovation Campus, includes an advanced prototyping center, 
collaborative work and office space, and a Customer Engagement Lab and Sustainable Living Lab for product 
testing. LACI hosts advisory sessions, curriculum exercises, roundtables with investors, and pitching 
competitions at their facility for startups in their programs, acting as a hub for entrepreneurs to collaborate, 
develop, and showcase new technologies.   
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#5: IMPACT OF  
E-COMMERCE  
EVEN BEFORE THE GLOBAL COVID-19 PANDEMIC, THE RETAIL AND INDUSTRIAL SECTORS WERE 
EXPERIENCING DRAMATIC SHIFTS WITH 
GROWTH IN E-COMMERCE.  
Increasingly, consumers are turning to online 
shopping for day-to-day needs. This reliance 
on e-commerce is changing how goods get 
from manufacturers to peoples’ homes. Rather 
than buying from brick-and-mortar stores, 
people are buying online and having goods 
delivered directly to their homes.  

Rising e-commerce demand has increased 
pressure on wholesalers, retailers, and third-
party logistics, and distribution companies, as 
companies strive to reach consumers faster 
than ever, while also aiming to reduce 
transportation costs and overcome supply chain 
disruptions. E-commerce businesses rely on a 
network of distribution facilities and 
warehouses that now dominate the industrial 
market. With the increasing consumer demand 
for next-day and same-day at-home delivery, as well as increased demand for meal delivery services, 
competition is increasing for urban industrial space suitable for logistics and distribution. These forces have 
also increased workforce needs, hours of operation, and the number and types of delivery vehicles sharing 
city streets with commuters and pedestrians, leading to additional conflicts. 

TRENDS, CHALLENGES, AND OPPORTUNITIES 
The proliferation of traditional retailers, grocery delivery services, restaurants, and online subscription services 
offering at-home delivery has driven competition for centrally located industrial space in order to deliver 
goods faster than ever. This pressure has resulted in demand for industrial space closer to consumers, 
particularly for last-mile facilities that must locate in close proximity to population centers. CBRE Research has 
found that $1 billion in incremental e-commerce sales generates 1.25 million sq. ft. of warehouse space 
demand.66 As e-commerce continues to grow, it is expected that there will continue to be increasing demand 
for industrial space to support the movement of goods.  
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In the wake of the COVID-19 pandemic, supply chain volatility is increasing the demand for warehouse space 
as companies adjust inventory strategies to maintain a “safety stock” of inventory and reduce the potential risk 
and impacts of supply chain disruptions. Prior to the pandemic, many businesses relied on a just-in-time 
inventory strategy, which limits on-hand inventory and requires synchronization across the supply chain. Just-
in-time inventory is particularly vulnerable to supply chain disruptions, which have been experienced during 
the pandemic. Retailers reported record low inventories in the summer of 2021, with only 33 days of inventory 
on average, a reduction from 43 days in February 2020.67 In addition to low inventories, businesses have been 
negatively impacted by supply chain issues, with 36% of small businesses responding to a 2021 U.S. Census 
Small Business Pulse survey reporting delays with domestic suppliers. As a result of global supply chain 
disruptions, many companies are reviewing their inventory strategy.  

Supporting the movement of goods requires a complex web of distribution facilities: large intermodal rail 
facilities, large suburban gateway locations on the periphery, and last-mile order fulfillment centers closer to 
the urban core. Some traditional brick-and-mortar retail stores now also serve as mini-“warehouses” or storage 
locations for goods purchased online, offering customers the opportunity to pick-up in store. Warehouse and 
distribution buildings often fulfill various purposes and require diverse building specifications and locations 
depending on urgency (time to market) and consumption of goods (business-to-business or business-to-
consumer). In urban areas, the proliferation of last-mile facilities has also led to larger last-mile carrier 
workforces, expanded hours of operations, and the proliferation of more convenient, flexible, and diverse 
fleets of delivery vehicles including trucks, vans, personal automobiles, and bikes. Often the focus is on cost-
effective solutions, improving reliability, and reducing waste.68 The growth in delivery vehicles sharing city 
streets with commuters and pedestrians has increased competition for curb space. Other trends are starting to 
shift even this newer model of e-commerce. Uber Eats, a transportation network company, recently 
announced that it would start delivering other goods and products, not just food. Other models of last-mile 
delivery are also evolving and changing the way goods are delivered. Examples include bicycle fleets, 
personal mobility devices, unmanned or robotic delivery vehicles. 

FIGURE 14:  PRODUCTION AND DISTRIBUTION NETWORK 
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CASE STUDY: SEATTLE FREIGHT MASTER PLAN 
Seattle’s Freight Master Plan uses a “toolbox” approach to moving e-commerce goods. Tools in the box 
include maintenance and preservation, ITS applications, wayfinding, geometric improvements, freight 
operations management, capital investments, and freight mitigation. Strategies to deploy these tools include: 

• Development of an urban goods delivery strategy that includes minimum distances for loading from 
businesses, expanded commercial vehicle loading zones, and changing curb design. 

• CCTVs to monitor use of curb or parking spaces. 
• Dynamic message signs manage access into or out of crowded locations, directing traffic where to go. 
• Traveler information apps and notifications to push out information and alerts to drivers who may be 

unfamiliar with an area. 
• Time-of-day restrictions, idling control, and loading zone control to help manage delivery vehicles.  

Freight operations management can help manage traffic to prioritize freight movements at certain times of 
day or along certain segments of roadway.  

Seattle’s plan also recommends the exploration of joint distribution centers or local building logistics centers  
to support a thriving and diverse economy for the region. Doing so would require collaboration with private 
and public sector partners to conduct a study of the feasibility assessing real estate opportunities, site 
development needs, and partnerships, including with third-party logistics companies.  

More conventional solutions that could also help accommodate e-commerce include addressing bottlenecks 
and other constraints along key freight corridors, networks, and intermodal connections and improving 
roadway design to support goods movement using approaches tailored to modern freight vehicles.  

Another strategy offered by the Seattle plan is to work with communities impacted by goods movement to 
reduce long-term truck parking on residential streets, increasing the tree canopy to improve air quality, 
implementing ‘green buffers’ along freight network roadways, mitigating stormwater runoff with green 
infrastructure, and tracking the impacts of increased home-delivery services in neighborhoods to identify 
whether actions are needed to mitigate negative impacts.  

FIGURE 15:  SEATTLE DOT’ S FREIGHT TOOLBOX  

S O U R C E :  S E A T T L E  D E P A R T M E N T  O F  T R A N S P O R T A T I O N  F R E I G H T  M A S T E R  P L A N   
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Neighborhood Loading Zone Outreach 
Flyer for Park Slope 
S O U R C E :  N Y C D O T  

Off-Hour Deliveries Infographic 
Reporting Truck Volumes by the Hour  
S O U R C E :  N Y C D O T  

CASE STUDY: NEW YORK CITY  
As part of its Urban Freight Initiatives program, NYC DOT also has a 
number of initiatives aimed at reducing the environmental, health, safety, 
and congestion impacts of delivery vehicle traffic on city streets. 
Delivering New York is the City’s strategic freight management plan. It 
provides a comprehensive policy framework for safe, sustainable, 
equitable, and efficient last-mile freight delivery which can help manage 
e-commerce deliveries. The City has established several programs that 
are good examples of a well-rounded approach to managing last-mile 
freight delivery. 

• The Clean Trucks Program offers rebate incentives for 
businesses that move goods and commercial truck owners 
operating within Industrial Business Zones to offset costs of 
battery electric or EPA-compliant alternative fuel vehicles. 

• The Neighborhood Loading Zone program aims to reduce the 
amount of delay and safety issues that result from double-
parking, especially on residential streets through a combination 
of signage and regulation enforcement. 

• The Off-Hours Deliveries program provides greater flexibility 
to companies in scheduling deliveries, seeking to expand the 
number of deliveries that happen between 7:00pm and 
6:00am, especially in the more densely populated parts of the 
city to alleviate congestion and potential conflicts.  

• The Truck’s Eye View program is designed to help the public 
understand obstructed vision areas for large trucks. 

New York’s Smart Truck Management Plan aims to enhance economic 
vitality and quality of life for all New Yorkers by providing for safe, 
equitable, efficient, and responsible movement of goods. The plan 
includes 32 strategies, programs, and policies aimed at transforming 
last-mile delivery. They fall into four categories: safety, efficiency, 
sustainability, and knowledge and partnerships. Examples of key 
strategies include:  

• Increase the number of loading zones to reduce conflicts between 
vulnerable road users (e.g., cyclists and pedestrians) and trucks. 

• Promote urban freight concepts for last-mile goods delivery.  
• Explore shared use locker storage for improved last-mile goods delivery.  
• Expand the NYC Clean Trucks Program.  
• Develop data-driven citywide truck enforcement strategies and training programs and explore 

technologies for automated enforcement. 
• Establish a Smart Urban Freight Lab to study, test, and evaluate innovative last-mile freight strategies. 
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Georgetown Crossroads Warehouse 
S O U R C E :  P R O L O G I S  

BEST PRACTICES AND LESSONS LEARNED 
To accommodate distribution facilities in areas with limited land 
availability, cities have embraced new building designs and 
typologies. Additionally, cities have implemented curb 
management strategies to minimize conflicts between increased 
delivery courier traffic and pedestrians, cyclists, and vehicles.  

1. Embrace new design features for last-mile 
fulfillment centers 
The range of needs for different types of distribution facilities, 
particularly last-mile facilities, requires cities and developers to 
explore innovative strategies to facilitate the efficient 
distribution of goods. The strong demand for smaller warehouse 
facilities closer to the urban core is in conflict with increasingly 
constrained inventory, and warehouse users have struggled to 
find affordable space. As a result, cities, developers, and 
logistics companies across the country are embracing new 
technologies, alternative building designs, outsourced delivery 
couriers and third-party logistics companies to address the 
issue.  

Vertical Warehousing & Distribution: Industrial property 
developers have begun to build up rather than out to 
ensure sufficient operation space in urban areas with limited, 
high-priced land. These multi-story warehouses have smaller 
building footprints and higher ceilings to accommodate 
automation technology. One example of a modern multi-story 
warehouse concept is Prologis’s Georgetown Crossroads facility. 
As a leading industrial real estate company, Prologis developed 
a 590,000-square-foot three-story warehouse in Seattle which 
incorporates. order fulfillment and last-mile deliveries on the 
first two floors, and 180,000 square feet of maker space 
available for light manufacturing and maker uses on the top 
floor. This model has since been replicated throughout the 
country, in cities like New York, San Francisco, and Los 
Angeles.69    

Neighborhood Lockers: Another emerging and visible e-
commerce trend is the proliferation of neighborhood delivery 
lockers. These lockers are often located in apartment buildings, 
outside convenience stores and in office buildings, allowing 
couriers to drop off parcels in a centralized location for customer 
pick up. According to Urban Freight Lab, 80% of the time a 
delivery person is in a building is spent either getting through 
security or traveling from door to door to customers.70 
Centralizing the courier drop-off point not only reduces package 
delivery time for an entire building, but also reduces the idle 
time the courier’s vehicle is parked on the curb.  

 

Neighborhood Locker 
S O U R C E :  P A C K A G E  C O N C I E R G E  
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Microhubs: Microhubs are consolidated delivery and logistics centers that bundle goods closer to delivery 
points in urban areas. This allows larger freight vehicles to make one stop to transition bundled goods to 
lower-emission, last-mile delivery vehicles. Microhubs operate either with a singular logistics carrier or as 
consolidation facilities for multiple carriers. B-Line, in Portland, OR is a delivery and logistics services company 
that operates out of the Central Eastside. B-Line partners with businesses to manage their downtown and 
close-in delivery needs by offering warehouse space, order fulfillment services, and inventory management. 
As the e-commerce boom has contributed to a decline of in-store retail sales, the opportunity to retrofit malls, 
shopping centers, and other obsolete commercial spaces into distribution centers or multi-tenant microhubs 
has emerged. Jones Lang LaSalle, noticing a declining demand for downtown parking in Chicago, is 
converting a 3.8 million-square-foot underground, truck-friendly, parking garage in the center of the city to a 
multi-tenant distribution hub coined “Millennium Mile” because of its proximity to the “Magnificent Mile” 
shopping district.   

Ghost Kitchens: Online ordering has also disrupted how customers interact with the restaurant 
industry. The rising use of food delivery services such as GrubHub, Door Dash, and Uber Eats has 
created a demand for commercial kitchens that prepare food to be picked up and delivered by on-
demand food couriers to customers. A ghost kitchen, a form of commercial kitchen, provides the 
physical equipment needed for a restaurant operation focused solely on a food delivery model without 
seating for diners. Ghost kitchens can function in many ways, but are often differentiated from delivery-only 
establishments by hosting multiple food vendors without brick and mortar operations. Ghost kitchen may also 
include established chains operating as delivery-only. The presence of ghost kitchens is expected to continue 
to increase as consumers become accustomed to on-demand meal delivery.71 Due to ghost kitchens being a 
relatively new phenomenon, they can be difficult for cities to regulate in regards to parking requirements, 
increased peak traffic, and pedestrian safety risks; therefore, mitigation plans are necessary to maintain quality 
of life for neighboring residents and businesses.  

  

 

Ghost Kitchen 
S O U R C E :  C H I C A G O  T R I B U N E  /  A R M A N D O  S A N C H E Z  

B-Line Portland Microhub Warehouse  
S O U R C E :  B - L I N E  P O R T L A N D  
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2. Address curb management conflicts 
The movement of goods along city streets has grown in 
response to increasing online purchases, which dramatically 
rose during the COVID-19 pandemic. This leads to higher 
competition for limited space discussed in Section 1. Cities 
across the nation, including Atlanta, face challenges related 
to truck circulation and parking for drop-off and pick-up of 
deliveries for businesses within urban cores. Seattle has 
made strides in utilizing local partnerships research how to 
best plan for and enforce curbside deliveries working with 
companies such as Amazon and UPS.  

In addition to policy and enforcement, this issue has 
implications for commercial vehicle design. Technological 
changes including autonomous delivery vehicles, e-cargo 
bikes, and electric vehicles show the innovation that the 
automotive industry is undergoing to meet e-commerce 
demand, improve efficiency, and mitigate pollution. One 
example is the emergence of the delivery van and related 
vehicles that are small enough to not require commercial 
driver’s licenses and allow a larger pool of drivers to make 
deliveries.72 Agencies should be mindful of evolving 
commercial vehicle dimensions and the implications they 
have for the built environment, including on-street parking 
spaces, loading zones, and curb availability.  

New York has undertaken significant planning work to 
explore truck and curbside management strategies and 
policies through city- and state-wide initiatives. The State’s 
Complete Streets Considerations for Freight and Emergency 
Vehicle Operations outlines common challenges facing 
freight and emergency vehicle operations and identified 
design, regulatory, and operational strategies to address 
these challenges. The New York City Department of 
Transportation (NYCDOT) completed a Smart Truck 
Management Plan in May 2021 in response to 1.5 million 
daily package deliveries within the city and a forecasted 
freight traffic growth of 68% through 2045.73 The plan 
considers a central business district tolling program, off-
hour deliveries, off-street consolidation, smart curb 
management, truck route network revisions, green technology, and truck route navigation and sensor 
technologies.74 Final freight strategies presented include those relating to safety, efficiency, sustainability, and 
partnerships.75 Ongoing implementation efforts include imposing taxes on e-commerce companies by the 
minute to park and make deliveries within certain boroughs in the city including Manhattan and Brooklyn. This 
tax is designed to reduce waste and maximize truck loads as well as introduce different delivery modes such 
as cargo e-bikes.76 

In addition to learning from New York’s curb management strategies, the Atlanta’s Curbside Management 
Action Plan may also offer strategies relevant to Freight ATL: Northwest. Atlanta could work with CIDs to 
determine applicability of recommended strategies in that plan on corridors where on-street parking is 
available within northwest Atlanta based on design dimensions, typology, and adjacent land uses.   

ATLANTA CURBSIDE 
MANAGEMENT ACTION 
PLAN STRATEGIES 
• Curb Operations 
• Consolidate Curb Management 
• Formalize Communications 
• Targeted Enforcement 
• Policy and Regulatory Changes 
• Adopt Curb Typology 
• Require Developer 

Transportation Studies 
• Allocated Targeted Loading 

Space 
• Curb Flexibility and Performance 
• Maintain Curb Inventory 
• Performance-Based Curb 

Management 
• Curb Utilization Studies 
• Loading and Emerging Mobility 

Data 
• Physical Infrastructure and Curb 

Allocation 
• Design Standards to Prevent 

Modal Conflict 
• Allocate Multimodal Space 
• Allocate People Space 
• Curbside Use Pilots 
• Curb Management Technology 

Pilots 

S O U R C E :  A T L A N T A  C U R B S I D E  M A N A G E M E N T  A C T I O N  
P L A N ,  D R A F T  S T R A T E G I E S ,  2 0 2 1  
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#6: ACCESSIBILITY  
TO INDUSTRIAL JOBS  
ESTABLISHING CAREER PATHWAYS FOR BLACK AND LOW-INCOME RESIDENTS IS ESSENTIAL FOR THE 
FUTURE ECONOMIC PROSPERITY OF THE CITY.  
According to the Urban Manufacturing Alliance, “an equitable innovation economy leverages the productive 
gains of innovation to create good jobs and broaden access to these jobs for people of color and low-income 
residents, while expanding growth by increasing the talent pool for more innovation.”77 Supporting an equity-
driven growth workforce development model requires that communities: 

• Choose and prioritize workforce strategies that promote inclusion and growth simultaneously 
• Target programs and investments to the people and places most often left behind including Black and 

Brown residents 
• Assess equity impacts at every stage of the process, and 
• Ensure meaningful community participation, voice, and leadership.78 

 

Achieving equity-driven growth in the Freight ATL: Northwest study area will include retaining and attracting 
high-quality jobs and ensuring jobs are accessible to Black and low-income residents. The One Atlanta 
Economic Mobility, Recovery and Resiliency Plan defines good jobs as “those that provide stable employment, 
middle-class wages and benefits,” and promising jobs as “entry-level positions from which most workers can 
reach a good job within 10 years.”79 An understanding of growing industry sectors with good and promising 
jobs in the study area will be necessary to align workforce development initiatives and encourage local 
employment.  

TRENDS, CHALLENGES, AND OPPORTUNITIES 
Many of the established and growing industrial sectors in the study area are goods-production (“making”) and 
freight dependent logistics and transportation (“moving”) industries. As of 2022, nearly 15,000 jobs in the 
study area are at industrial businesses that make or move goods.80 A better understanding of the skills, 
credentials, and education required to fill good and promising jobs in these industries can inform career 
pathways for residents of the study area. 

Jobs in the making industries have typically been associated with traditional manufacturing businesses. Broadly 
recognizable job titles in these industries include Operating Engineers, First Line Supervisors, and Line 
Workers, which can require varying levels of education and credentials. Jobs in the making industries continue 
to be an avenue for Black and low-income residents to achieve middle-class livelihoods, with average annual 
wages of approximately $57,000 nationally for jobs in the manufacturing industry.81   

Across the United States, the manufacturing industry is at a critical turning point, referred to as the “fourth 
industrial revolution.” Growth in e-commerce, new technologies, automation, and artificial intelligence have 
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shifted the modern making industries to favor smaller, more flexible, and specialized industrial processes. A 
smaller production system requires a more specialized workforce than has been traditionally required in the 
manufacturing industry. Jobs in emerging small and medium-sized enterprises related to the production of 
goods often require a workforce with a knowledge of computer technology and related processes, as well as 
a higher degree of numeracy and literacy than previously required in the manufacturing sector. As the 
workforce needs of the making industry shift, there is a manufacturing skills gap nationally that could leave 
nearly 2.1 million jobs unfilled by 2030.82 Additional workforce training is required to help fill these gaps in 
making industries. 

The moving industries are also established in the study area and offer another opportunity for the 
development of a career pipeline into good and promising jobs as nearly 60% of logistics jobs require no 
formal education credentials and 18% require only a high school diploma.83 Jobs in the moving industries 
include Truck Drivers, Freight Transportation Arrangement, Rail Transportation Support, and Wholesale Trade 
Agents and Brokers. Across education and experience levels, the average annual pay for logistics jobs is 
approximately $50,000, presenting an opportunity for accessible good jobs to residents of the study area.  

The changing dynamics of making industries and relatively low barriers of entry for moving industries offer an 
opportunity to develop a strong career pipeline to good and promising jobs for Black and low-income 
residents of the study area.  
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CASE STUDY: ALBERT C. WILSHIRE EMPLOYMENT 
CENTER AT THE BROOKLYN NAVY YARD84 

The Brooklyn Navy Yard is located between the DUMBO 
and Williamsburg neighborhoods of Brooklyn, NY. The 
300-acre Navy Yard was established in 1801 as a naval 
shipbuilding facility; it was decommissioned in 1966 and 
sold to the City. In 1981, the nonprofit Brooklyn Navy Yard 
Development Corporation (BNYDC) took control of the 
site and begun to manage it as an industrial park for 
small and medium-sized enterprises. Since BNYDC took 
control of the site, they have continued to develop and 
expand its facilities and programming, and The Yard is 
now home to over 450 businesses which employ more 
than 11,000 people.  

In addition to maintaining and developing the Navy Yard 
properties, BNYDC is a mission driven organization that 
strives to provide a pathway to the middle class for 
residents of the city and to connect local communities to 

economic resources and opportunities. The Albert C. Wiltshire Employment Center, or the EC, is the internal 
employment and workforce development center of the Navy Yard. It works to connect local residents to 
career and internship opportunities in the Yard on behalf of tenants.  

Job seekers engage with EC staff, are notified of opportunities that fit their skills and interests, receive 
interview preparation lessons, and are connected to job training and other support services with partner 
organizations.85 Partner organizations include Brooklyn Workforce Innovations, a local organization that helps 
low-income community members overcome barriers to employment through skilled training, career 
development support, and programs to obtain employer recognized credentials. The EC also works with 
nearby public housing agencies to build pathways to jobs for residents. 

 

F IGURE 16:  2 019 H IRING IMPACT OF  THE  Y ARD 3 8 
    

589 90% 36% 44% 
HIRES IN 2019  LOCAL HIRES PUBLIC HOUSING 

RESIDENTS  

GED/HS DIPLOMA 

Brooklyn Navy Yard 

S O U R C E :  B R O O K L Y N  N A V Y  Y A R D  D E V E L O P M E N T  C O R P .  
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BEST PRACTICES  
AND LESSONS LEARNED 
1. Connect Black and low-income residents to 
workforce development initiatives 
To increase accessibility of workforce development initiatives 
to Black and low-income residents, strategic partnerships with 
community groups and organizations can be deepened 
through stronger engagement and communication. These 
partnerships can improve the perception of industrial jobs, 
inform community members of training and education 
opportunities, and connect employers to pipelines of trained 
local talent. 

Cities across the country have leveraged existing higher 
educational institutions, technical colleges, workforce 
development programs, and high school programs to prepare 
people for careers in good and promising jobs in moving and 
making industries. For example, the Chicago Cook Workforce 
Partnership is a comprehensive organization partnering with 
Chicago Public Schools, the City Colleges of Chicago (7 local 
community colleges), local employers, banks, workforce 
development programs, and nonprofit organizations. Sector-
specific centers, such as the Transportation, Distribution, and 
Logistics Sector Center, facilitate engagement with employers 
in high demand regional sectors to provide and support 
recruitment and retention services like train-to-hire initiatives, 
apprenticeships, and pre-screening services. Since 2012, the 
Partnership has raised more than $149 million in non-federal 
investments through its member network that will help 
strengthen Chicago’s career pipeline.86 

  

THE SUPPLY CHAIN AND 
LOGISTICS INSTITUTE 
is an Interdisciplinary Research 
Center at Georgia Tech whose 
mission is “to enable supply chain 
professionals, businesses and 
governments to transform complex 
supply chains and trade corridors 
to improve logistics performance 
by providing education, innovation 
and solutions for global and 
domestic supply chains.” Beyond 
industry research and degree 
programs, the institute offers open-
enrollment professional education 
courses to individuals as well as 
custom training courses targeted to 
larger organizations and employers.  

There is an opportunity to leverage 
Georgia Tech’s Supply Chain and 
Logistics Institute’s proximity to the 
Northwest side of Atlanta to 
engage residents of the Study Area 
in workforce development 
programming that is tailored to the 
needs of moving industries on the 
Northwest side.   

S O U R C E :  G E O R G I A  T E C H  S U P P L Y  C H A I N  A N D  L O G I S T I C S  
I N S T I T U T E ,  W E B S I T E .   
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2. Implement local hiring programs 
Cities are also successfully implementing hiring programs 
that require and/or incentivize businesses receiving any 
public assistance to hire locally. Local hiring requirements 
have helped companies to grow reliable and local 
workforces while lowering the barriers of employment for 
job seekers who have experience racial discrimination. For 
example, East Palo Alto, CA has recently expanded their 
local hiring policy that was first created in 2000. The First 
Source Hiring initiative requires that redevelopment projects 
that have received over $50,000 in public assistance, as well 
as the businesses that occupy the developments, hire local 
residents and use local small businesses. To facilitate and 
prioritize local hiring, businesses can post job opportunities 
in the First Source Referral System in advance of general 
jobs posting.87  

3. Provide public financial assistance  
Cities are also supporting workforce development by 
providing public financial assistance to reduce the costs of 
training. The City of Chicago’s TIFWorks program assists 
businesses in tax increment financing districts by 
subsidizing the costs of workforce training initiatives. The 
TIFWorks program has contributed to the training of 10,000 
incumbent employees at over 500 businesses as well as the 
hiring of 1,100 new employees.88   

  

WORKSOURCE  
 

Georgia’s Atlanta office provides 
recruitment support for businesses 
to help fulfill employment needs. 
By meeting with job candidates and 
assessing skills and interests, 
WorkSource Atlanta delivers 
tailored training, education, and 
support to boost local employment. 
Work Source Atlanta also 
collaborates with businesses to 
understand their employment 
needs and grow a prepared and 
capable local workforce.   

S O U R C E :  W O R K S O U R C E  A T L A N T A  W E B S I T E  
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#7: ADVANCING 
DIVERSITY, EQUITY, AND 
INCLUSION IN THE 
FREIGHT INDUSTRY  
MINORITY- AND WOMEN-OWNED BUSINESSES FACE ADDITIONAL BARRIERS TO ACCESSING CAPITAL, 
TECHNICAL ASSISTANCE AND PATHWAYS TO INCREASING BUSINESS GROWTH WHICH LIMITS THE 
ABILITY TO BUILD WEALTH. 
As industries continue to evolve, it is important to nurture the local business community to facilitate inclusive 
growth across sectors. For decades, cities across the United States have lost high-quality manufacturing jobs 
in large numbers as advancements in technology and globalization have fundamentally changed 
manufacturing. However, recent growth in industrial sectors provides a unique opportunity for communities 
and companies in the “Beloved Community” to build strong and diverse industrial businesses offering middle-
class wages, and improves wealth building opportunities for minority-owned businesses and woman-owned 
businesses (MWBEs).  

TRENDS, CHALLENGES, AND OPPORTUNITIES 
According to the Small Business Association, while the number of small firms has recovered post-Great 
Recession, the COVID-19 pandemic brought widespread economic disruption, particularly for Asian and Black 
business owners.89 Despite ongoing challenges, small business ownership can provide a pathway for wealth 
creation. According to a study by the Association for Enterprise Opportunity, Black business owners have 12 
times more wealth than Black wage earners.90 Supporting diverse businesses requires a multi-prong approach 
to addressing challenges related to access to incubators, capital, and expertise.   

One pathway for entrepreneurs of color to build wealth is through manufacturing. Traditional manufacturing is 
often thought of as existing strictly in factories; however, the advancement of technology and an emerging 
digital marketplace has transformed the needs of manufacturers, particularly small and medium-sized 
enterprises (SMEs), in preference of shared maker spaces with communal equipment, co-working spaces, and 
business services. According to the Small Business Administration, small and medium-sized businesses make 
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up 99% of manufacturing firms in the United States and have contributed to 62% of net new job growth since 
199591. Manufacturing is a capital-intensive industry that requires access to specialized equipment, technology, 
and industrial space for SMEs and large companies alike. Incubators, accelerators, and co-working spaces 
provide shared facilities and resources that SMEs may not be able to access otherwise.  

SMEs across business sectors must compete in an extremely tight capital market. For example, only 0.4% of 
venture capital funds are being invested into manufacturing enterprises. Entrepreneurs of color face even 
more barriers, struggling to access capital from traditional financial institutions and often relying on personal 
networks. Black entrepreneurs are nearly three times as likely as white entrepreneurs to report a lack of access 
to capital as being detrimental to their profitability and are two times as likely to report that the cost of capital 
as negatively impacting their businesses.92 Although there is a need for traditional financial institutions to 
embrace minority-owned and women-owned business enterprises, networks of community organizations, 
Community Development Financial Institutions (CDFIs), and local governments can also play a part in 
nurturing the growth of historically disadvantaged entrepreneurs. 

SMEs also require access to technical assistance programming that can accelerate business development. 
While startup assistance is more widely available to entrepreneurs in the earliest stages of starting a company, 
and real estate and tax incentives are available to some large-scale manufacturers, there is a lack of support 
for production-specific business services for firms in the “middle” within the small business ecosystem.93  
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CASE STUDY: PROSPER PORTLAND  
Prosper Portland, formerly the Portland Development 
Commission, is the official economic and urban 
development agency in Portland, OR. They work 
to grow an equitable economy by supporting small 
business development, workforce development 
initiatives, and job creation. In addition, Prosper 
Portland and its partners in the public and private 
sector work to develop livable and accessible 
neighborhoods throughout the city.  

Prosper Portland’s Inclusive Business Resource 
Network (IBRN) is a program that streamlines 
multiple business support services into a one-stop 
network for small businesses and entrepreneurs. 
The program’s providers offer support with 
Financing, Intensive Business Advising, Navigating 
Business Services, Networking & Workshops, as 
well as Peer to Peer Learning. Consistent with 
Prosper Portland’s mission, the IBRN program 
works to collaborate and invest in programs that 
serve MWBEs. The program maximizes their 
impact by assisting entrepreneurs in navigating 
business services, providing one-on-one advising, 
and tailoring their assistance based on the needs 
of the business owner. The program has been 
responsible for nearly $14 million of investments 
which have gone towards establishing 20 
community organizations that provide services to 
small businesses and entrepreneurs.  

Building a critical mass of supportive business 
services for minority- and women-owned small businesses, particularly through organizations with a strong 
and explicit framework focused on racial equity, works to intentionally narrow the wealth gap.  

FIGURE 17:  BUSINESS IMPACT OF PROSPER PORTLAND 94  
   

2,900+ 68% 95% 
ENTREPRENEURS  BIPOC-OWNED FIRMS SMALL BUSINESSES  

(<5 EMPLOYEES) 
 

Portland Mercado: Latin Public Market  
S O U R C E :  P R O S P E R  P O R T L A N D ,  C O M M U N I T Y  L I V A B I L I T Y  G R A N T ,  P O R T L A N D  
M E R C A D O  
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BEST PRACTICES AND LESSONS LEARNED 
Organizations, cities, and business associations have been 
successful in nurturing inclusive business ecosystems by 
providing opportunities for innovation through business 
incubation, providing targeted technical assistance and 
development incentives, fostering business-to-business 
relationships, and dedicating capital to entrepreneurs of 
color and historically disadvantaged business enterprises.  

1. Support business incubators and provide 
technical assistance 
The Urban Manufacturing Alliance’s State of Urban 
Manufacturing report identified a lack of available business 
support for manufacturing SMEs as a hinderance to their 
ability to grow their businesses. For these businesses to be 
successful, they need to be able to access the ecosystem of 
suppliers, distributors, contractors, and other service 
providers that cater to small-batch manufacturers. Business 
owners cited issues in finding a centralized network of 
service providers or an organization that was able to 
facilitate introductions between entrepreneurs and specialty 
service providers. Fostering business-to-business 
connections between makers, manufacturers and the 
business support ecosystem can stimulate innovation, 
facilitate knowledge sharing, and build capacity for business 
growth. The Chicago Neighborhood Business Development 
Centers (NBDCs) program provides funding to nearly 70 
local non-profit chambers of commerce and business 
support organizations, who use the financial assistance to 
improve the small business ecosystem. The NBDCs offer a 
range of services, including supporting emerging business 
models and industry-specific needs, providing general 
business technical assistance, facilitating access to capital 
and assisting entrepreneurs with specific language needs.    

2. Improve access to capital s 
With limited access to traditional financing, minority-owned SMEs often utilize personal forms of financing for 
startup capital, such as leveraging individual credit or relying on personal networks. According to the Minority 
Business Development Agency, 42% of minority-owned business enterprises with receipts under $500,000 
who applied for loans were denied compared to 16% of their non-minority counterparts.95  

Emerging manufacturing enterprises require a large amount of working capital to scale. For minority-owned 
SMEs to successfully grow their businesses, non-traditional financing must be established to fill the gap left 
behind by financial institutions. A multi-stakeholder approach that involves local philanthropic groups, CDFIs, 
economic and community development organizations, and universities can provide more flexibility in financing 
emerging small businesses. For example, the Accion Opportunity Fund is a non-profit focused on improving 
the inclusivity of the financial system by combining the financial resources of a CDFI with small business 
support services. With a focus on providing access to opportunity for people of color, women, and 
immigrants, the organization provides tailored lending products and evaluates non-traditional credit criteria in 
order to broaden access to capital.  

INVEST ATLANTA 
Invest Atlanta, Atlanta’s economic 
development authority, works to 
strengthen the local economy by 
accelerating the creation of jobs, 
revitalizing neighborhoods, and 
fostering innovation. In addition, 
Invest Atlanta provides resources to 
growing small businesses including 
targeted funding for MWBEs, 
technical assistance, and 
competitions for startups to 
showcase their businesses.  

In 2021, Invest Atlanta has created 
or retained over 10,000 jobs, 
secured $34 million in funding, and 
contributed nearly $800,000 Small 
Business Loan funding.   
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3. Require diversity in the procurement process 
To mitigate the effects of historic racism that has led to a 
disproportionate amount of public contract dollars awarded 
to non-minority, non-female businesses, cities must be 
proactive in promoting minority- and women-owned 
enterprises participation in publicly contracted business. The 
City of Atlanta has taken strides in acknowledging that 
disadvantage businesses like “African American-, Female-, 
Hispanic-, and Asian American-owned businesses have 
suffered the effects of racial and gender discrimination in 
both public and private markets.”96 

The State of Washington’s Office of Minority & Women’s 
Business Enterprises Toolkit for Equity in Public Spending 
suggests strategies to increase disadvantaged business 
participation in public contracting and procurement to 
increase diversity: 

• Proactively identify the city’s contracting and 
procurement needs. Early planning and advanced 
notice support supplier diversity.  

• Review the city’s procurement practices to identify any 
barriers to diversity and inclusion, for example, reducing 
the bundling of purchases from a singular business to 
create more opportunity for inclusion.   

• Identify disadvantage businesses, including minority- 
and women-owned business, options for each category 
of spending. 

• Market research and outreach to inform disadvantaged 
businesses of certification and public contract 
opportunities.  

• Monitor public spending on contracts with 
disadvantaged businesses to identify what is and is not 
working to adjust future strategies.97  

Promoting the participation of historically disadvantaged 
businesses and contracting companies in publicly awarded 
business requires conscious effort from the local 
government. Providing contract opportunities for minority 
and women-owned businesses can improve the financial 
wellbeing of their business while also contributing to 
owners’ ability to build wealth.    

“IN ATLANTA, ABILITY, 
DRIVE, AND TALENT ARE 
NEITHER GENDER NOR 
COLOR SPECIFIC.”  

- CITY OF ATLANTA, DIVERSITY IN 
BUSINESS 
The City of Atlanta has made it a 
mission to promote business 
opportunities for all Atlantans who 
wish to do business with the City. 
The Mayor’s Office of Contract 
Compliance (OCC) works as a 
bridge between disadvantaged 
businesses and City-related 
business opportunities. By 
maintaining a directory of certified 
vendors, providing information on 
licensing requirements and small 
business resources, the City is 
working to mitigate the lasting 
effects of past and present 
discrimination against minority and 
women-owned businesses.   
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#8: DECISION-MAKING 
WITH COMMUNITY  
EFFECTIVE COMMUNITY ENGAGEMENT REQUIRES A HYBRID APPROACH OF ONLINE AND IN-PERSON 
OPTIONS WITH A VARIETY OF ACTIVITIES AT DIFFERENT TIMES, IN DIFFERENT PLACES THAT RESPECTS 
A VARIETY OF COMMUNICATION STYLES.  
Public and stakeholder engagement in transportation planning is a well-established and often required 
practice. Talking with local community members allows planners to better understand conditions, challenges, 
and concerns and to tailor and improve upon their proposed designs or recommendations to better meet the 
needs of people who will live with them. Outreach and engagement practices have evolved over the years 
with a recent focus on reaching people traditionally left out of such processes. Over the past decade or so, 
many planners and agencies have stuck with traditional in-person activities, in part, because not everyone has 
access to internet service or is technologically savvy. However, that is changing – and more rapidly now than 
ever before, due, in large part, to the COVID-19 pandemic.  

TRENDS, CHALLENGES, AND OPPORTUNITIES  
Freight planning is a complex issue. Stakeholder outreach and engagement is critical to successful freight 
planning decisions, but quite often, freight planning focuses on private sector stakeholder engagement and 
does not include the broader community and area residents. Some communities are beginning to rethink their 
approaches to freight planning when it comes to engagement and outreach. As a professional organization, 
the APA encourages planners to work to address negative impacts of the freight system to local communities, 
particularly environmental justice communities – places that have been disproportionately burdened by land 
use and economic decisions over time – environmentally sensitive areas, and to historical or culturally 
significant resources. 

Right now, “meetings” look very different than they used to. The global COVID-19 pandemic presented new 
challenges to community engagement and collaboration. It forced cities to adapt quickly to new technologies 
and new forms of engagement. With public health guidelines discouraging, and in some cases prohibiting, in-
person meetings and group gatherings, planners turned increasingly to online tools and meeting platforms. 
Smart phones are now a critical tool for public engagement, particularly in areas where internet service is 
lacking.98 Many people own smart phones even if they do not have computers or tablets.  

As planners, it is important to recognize that we do not all communicate in the same manner, and furthermore 
that different approaches are needed to ensure we are including everyone. While online community 
engagement may be more convenient for some, it is also important to recognize that not everyone has 
internet access or access to internet-enabled technology. Online meetings are convenient, cost-effective, and 
can reach a large number of people; however, unfortunately online presentations can sometimes feel like one-
way communication and effective engagement must be a two-way street.99 Quality, trustworthy, and 
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meaningful engagement means more dialogue and interaction and it is imperative to helping people be part 
of the process of developing solutions for their communities. Fortunately, online platforms and methods are 
continuing to improve the quality of meetings and types of communication. Agencies are making better use 
of breakout rooms, where people can discuss their specific concerns in smaller groups. 

It is also critical to acknowledge that not everyone responds well to online or digital engagement. Some 
people prefer face-to-face conversations or may have visual impairments that make it difficult to read material 
online. Providing a variety of ways for people to participate, review material, provide feedback, and ultimately 
be involved in the process is essential. In general, planning has moved away from traditional town halls 
because they are not convenient to many people, nor have they proven effective in establishing rapport 
between planners and community members or in yielding meaningful input that is useful to the process. 
Furthermore, they tend to isolate people and are frequented only by a select few community members.  

Public open houses have become much more commonplace in planning processes over the past decade. 
While these forums provide more flexibility in terms of schedule, they are still relatively limited windows of 
opportunity to participate. A more inclusive, multi-pronged approach with multiple opportunities at a variety 
of times of day and day of week is essential. Comfort levels vary: some people like to speak before an 
audience, while others prefer to enter comments in an online chat. Likewise, some people have the luxury of a 
flexible schedule that allows them to attend public meetings, while others may not. Current trends point to a 
hybrid scenario as the future, with the best collaborative planning processes offering a combination of in-
person and online with options to suit a variety of needs, schedules, languages, and communication styles.  

Community engagement is about more than just presentations and meetings. Talking to people in the 
community, at the site of a project is just as important and provides planners with a broader perspective from 
a wider cross-section of the community than would likely attend a typical meeting. Attending community 
festivals, holding pop-up events in the street or in a park is gaining traction as an effective way to meet 
people where they are. Some communities are also developing ambassador programs with specific liaisons 
assigned to neighborhoods as a way of building longer-term relationships that can outlast a planning 
project.100 

It is equally important to include potential partners who will play a role in implementation strategies during the  
freight planning process. To help inform and develop a holistic strategy to address freight mobility needs, it is 
important to involve a wide variety of perspectives. Strategic partners may include those who represent local, 
regional, or state government (agencies that control the public right-of-way as well as land use and zoning), 
potential funding partners, community or neighborhood representatives, and representatives of local business 
interests. Business associations, chambers of commerce, and community improvement districts or other 
groups that have established relationships with industry representatives are a good place to start.  

Community members who live, work, and travel in the study area must also be part of the process. They 
provide critical insight from their day-to-day experiences that can supplement quantitative data. No one 
knows an area better than someone who is in that location day in and day out. Finding ways that make it 
convenient and easy to provide meaningful input that will help shape planning processes is essential to 
ensuring that plans meet the needs of all community members.  
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CASE STUDY: PORTLAND 
The City of Portland, Oregon is developing an update to the City’s Freight Master Plan adopted in 2006. The 
update, 2040Freight, will guide the Portland Bureau of Transportation (PBOT) in developing strategies to 
support safe, equitable, efficient, and sustainable urban freight movement in the city. In doing so, the City and 
the project team are making an effort to make freight planning accessible to the community and easy to 
understand. Everything from simple graphics to a clean and easy-to-follow website are helping. As an 
example, take this explanation in the “Learn About Freight” section of the website: under a heading titled, 
“What Is Urban Freight” the project team uses plain language in its answer:  

“In the 2040Freight Plan, urban freight refers to commercial items (“goods”) that are moved throughout the 
city. Most people think of freight as trucks on the highway but in the urban space goods can also be delivered 
through delivery vans, bikes, and hand carts. The flow of goods and services in the urban area is critical to 
everyday life. Every item that is in your home, favorite restaurant, or favorite store, has been delivered from 
nearby or from different places around the world.” 

The plan also ties in pressing issues like safety by incorporating principles of Vision Zero, acknowledging 
structural racism, and directly seeking to address issues of environmental justice.  

2040Freight is applying an old planning 
principle to freight planning, continually 
helping community members answer, “What’s 
in it for me?” The project team is developing a 
series of short videos in which workers in the 
freight and logistics industry explain how their 
goods and products get where they need to 
go. Similarly, a series of blog posts with two-
minute video clips explore freight issues in a 
firsthand manner, telling the stories of local 
producers and businesses, helping explain how 
locally grown and produced goods get to 
homes and businesses. The videos serve 
another purpose too: they give the businesses 
an opportunity to express their concerns with 
the current freight system and their hopes for 
the future.  

 

 

The 2040Freight website provides a lot of resources and while some of the sections are very lengthy, there 
appears to be a thorough record of the planning process. Not only are plan reports, presentations, and 
technical documents provided, but summaries of meetings and feedback on presentations are also provided. 
Several of the documents also come with a brief explanation to help people understand what it is or contains. 
In addition to uploading maps for people to view or download as PDFs, the website displays several maps 
embedded in the “Learn About Portland Freight” section.  

  

Example of clean, simple, easy-to-understand graphics make 2040Freight all 
about planning for people 
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As part of 2040Freight, the City of Portland, 
Oregon’s 2040 Freight Plan, the City issued a 
community survey. The survey served multiple 
purposes: to both inform the community about 
urban freight issues and to solicit information 
about urban freight and how it impacts the 
day-to-day lives of community members. The 
survey is not overly complex and uses simple, 
easy-to-understand language paired with 
colorful graphics. Additionally, the survey, 
developed using ESRI’s Survey123 platform, uses 
an interactive mapping feature to encourage 
respondents to indicate on a map where they 
experience safety, access, mobility, air quality, 
or other concerns related to urban freight 
movement.   

In an effort to be people-centric in its process, 2040Freight not only explains the purpose of the advisory 
committee and what they are expected to do, but provides short biographical paragraphs on each member of 
the committee, helping to communicate the breadth and depth of expertise of the group while also 
celebrating its diversity. The committee is comprised of a wide range of stakeholders, including people 
involved directly with goods movement, people in associated industries and businesses, environmental and 
social justice advocates, and policy makers among others. The committee is tasked with thinking critically and 
strategically about the transportation system while working with the PBOT Director and staff on how best to 
engage community members in each step of the process. Another part of the responsibility of the committee 
is to help expand the reach of the study – distributing invitations to open houses, public events, and online 
surveys. The committee includes an array of partners who represent diverse perspectives – from climate 
change legal issues to regional transportation companies and import/export logistics to mountain biking and 
outdoor recreation advocacy.  

Unlike many freight plans, 2040Freight places emphasis on issues and topics that are critical to human health 
and safety. In mapping and analyzing data related to urban goods movement throughout the City, the project 
team incorporated the PBOT Equity Matrix,101 which categorizes areas of the city by the proportion of Black, 
Indigenous and People of Color (BIPOC) populations and income. This equity lens is applied to data on 
safety, congestion, and diesel emissions throughout the city.  

Survey Mapping Tool from 2040Freight 
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BEST PRACTICES AND LESSONS LEARNED 
Communities across the country are grappling with effective community engagement dealing with a range of 
complex issues related to land use, housing affordability, freight planning, and other issues, all while adapting 
to an evolving public health situation. What follows are several lessons learned and best practices for 
community collaboration that Atlanta Department of City Planning can put into practice as part of this and 
future freight planning efforts.  

1. Talk to people directly affected  
As part of the 2040Freight process, Portland not only included people directly involved in and affected by 
goods movement on the Community Advisory Committee, but produced a series of videos featuring 
manufacturers, transporters, and other local freight businesses. These videos shed light on how people are 
affected by the freight industry and offer direct perspectives that can inform study recommendations. Locally, 
the Aerotropolis Atlanta Freight Cluster Plan, led by the ATL Airport Community Improvement Districts 
(AACIDs), took an innovative approach through personal connections to truck drivers and recruited former 
truck drivers to help with an on-site survey administered to truck drivers at local warehouse and distribution 
sites, with permission from property owners.102 Working with people who have direct experience as truck 
drivers allowed the team to speak the same language as the drivers they were surveying. It helped the drivers 
being surveyed feel more comfortable and freer to speak. This strategy proved effective, yielding dozens of 
responses directly from drivers; typically it is hard to reach this group and input from the ‘trucker’ perspective 
is more likely to come from company administrators or people in corporate positions. Firsthand insight from 
drivers shed light on particular challenges they face, ranging from safety and security concerns, to congested 
locations, and parking challenges. The more that Freight ATL: Northwest can talk with people who are 
involved in the day-to-day operations of freight and industrial businesses as well residents of neighborhoods 
directly impacted by freight traffic the better. This can take the form of interviews, walking tours, or short 
video clips in which people tell their stories.  

2. Use a variety of communication and outreach tools 
The 2040Freight plan emphasizes making it easy for community members to learn about and understand 
urban freight movement. From simple graphics and handouts to an interactive web-based map and ‘freight 
perspectives’ and ‘how goods move’ videos, the city is using a variety of approachable communication tools 
to share information about the study and communicate the important role freight plays in our daily lives. In 
addition to traditional tools like fact sheets and the project website, the study team developed a series of 
short videos and blog posts that explore freight issues through story-telling. Although most of the resources 
are made for online consumption – digital flyers, videos, and surveys – they are effective ways of 
communicating with a variety of people in a convenient manner.  

3. Get the right mix of partners to the table 
Including a broad range of perspectives in the freight planning process is critical to success. The composition 
of official stakeholder committees or advisory groups is important, but so is ensuring broad outreach to 
engage a range of perspectives that represent a variety of interests. As an example, Portland’s 2040Freight 
plan established a broad community advisory committee that includes representatives from environmental 
organizations, regional transportation companies, trucking operations, parcel or package delivery companies, 
logistics and import/export businesses, manufacturers and producers, public policy practitioners, outdoor and 
recreation enthusiasts, real estate, neighborhood organizations, community organizers, rail companies, and 
universities. Likewise, 2040Freight included 31 stakeholder interviews focused on two groups: 1) industry 
leaders including shippers and carriers and 2) policy makers and community leaders. Tapping into a broad 
spectrum of constituents and stakeholders will ensure the planning process considers a range of needs and 
perspectives.   
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Freight ATL: Northwest could consider similar direct outreach to residents, employees, and people who travel 
the study area on a regular basis. This could take the form of short intercept questionnaires, conversations or 
walking tours with known community advocates or neighborhood representatives. Another option could be to 
work directly representatives of Neighborhood Planning Units or City Council members to identify individuals 
to invite to participate in small group discussions. Working directly with people who are known, recognized, 
and respected in their communities goes a long way toward building trust and encouraging people to get 
involved. 

4. Meet communities where they are comfortable 
It is important to make community engagement convenient, but also to make it comfortable. This can mean 
many things, depending on the community and the individual. It means using the languages of the 
community, hosting events in neutral, accessible spaces, and providing multiple options for how people 
provide input or feedback. Some people prefer to talk with team members while others prefer to write 
comments down on paper. Making people comfortable also means using simple, easy-to-understand 
language and avoiding technical jargon or so-called “government speak.” Understanding what makes people 
comfortable take building relationships and getting to know community leaders. Relying on trusted 
“connectors” who live and work in the communities where you are planning is a proven strategy for helping 
eliminate the perceived barriers between City government and community members. In addition to broad 
public surveys and community meetings, 2040Freight conducted multiple focus groups in languages other 
than English and held focus groups geared toward specific topics or interest groups. Examples include a 
pedestrian advisory committee, bicycle advisory committee, a session for people with disabilities, and a 
session for cargo bicycle operators. 

This applies to the online world as well. The digital divide is very real, but it is not just about access to the 
internet, it’s also about digital literacy and understanding how to use tools and platforms. Some communities 
are well-versed in digital technology and for them, digital meetings are now the norm. In other communities, 
people may be hesitant to use a new technology or download an app for a government meeting. In some 
places, it may be more common for people to own smartphones than computers.103 In such cases, mobile 
messaging may be preferable to email and streaming meetings on social media may reach more people than 
the meeting platforms themselves. One way to determine what works best is to talk with people in the 
community and understand where they go for information. This can be done through simple questions as part 
of other outreach activities or informal interviews when conducting site visits.  
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#9: EQUITY IN FREIGHT 
PLANNING 
PAST DECISIONS AND PATTERNS OF SERVICE DELIVERY HAVE PUT SOME COMMUNITIES AT A 
DISADVANTAGE COMPARED WITH OTHERS, LIMITING ACCESS TO HOUSING, JOBS, AND OTHER 
OPPORTUNITIES. TODAY, EQUITY IS A TOP CHALLENGE FACING THE TRANSPORTATION FIELD. 
Historically, minority, low-income, and limited-English proficiency populations have not benefitted equitably 
from transportation investments and programs, and have often been left out of the transportation planning 
and decision-making processes. Research has shown historic patterns of biased decision-making and service 
delivery with regard to income, race, ethnicity, and national origin. These issues have been exacerbated in the 
past two years by the global COVID-19 pandemic with low-income and communities of color facing 
compounding effects of disparities of diminished transportation services, limited opportunities for 
collaborative and inclusive planning activities, increased health risks, and more. 

TRENDS, CHALLENGES, AND OPPORTUNITIES 
Across the United States, equity is among the top challenges facing the transportation field, as noted in the 
Transportation Research Board’s (TRB) Critical Issues in Transportation 2019.104 The focus on equity and the 
need for candid and honest dialogue intensified through 2020 and 2021 as part of the national conversation 
on race and equity in response to incidents of police brutality and other acts perpetrated against minorities 
and people of color. Noting that “[r]acim has been overt in transportation,” TRB issued a Racial Equity 
Addendum105 to the 2019 Critical Issues in Transportation that addresses racial equity exclusively and explores 
considerations for the transportation field. Similarly, the Transit Cooperative Research Program (TCRP) issued 
a report in 2020 that serves as a reference guide for how planners and policy-makers can integrate equity 
into public transportation planning and development through an integrated participatory and quantitative 
approach. The resulting five-step equity analysis process106 provides details on methods and suggested 
practices for identifying populations for analysis, identifying needs and concerns, measuring impacts, 
developing strategies to mitigate impacts, and strategies for effective public engagement.   

Recognizing the intertwined nature of transportation, economic development, and human and environmental 
health, Policy Link collaborated with research partners to publish a report called Healthy, Equitable 
Transportation Policy: Recommendations and Research.107 Among other topics, the report includes a paper on 
the importance of breaking down silos in transportation planning and policy. For decades, transportation 
professionals and highway engineers were not required to think about land use, economic development, and 
health implications of their decisions. However, it is clear that transportation directly impacts what kind of 
development occurs, where it occurs, and who has access to it, thereby also impacting access to jobs and 
food, income, housing, and quality of life. While the paper focuses more on federal transportation policy, it 
also provides recommendations that are applicable on a local or regional-scale. It suggests that a more 
holistic approach is needed that eliminates silos, taking into account the interrelated nature of transportation, 
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housing, and workforce development with short-term policies that meet the transportation needs of people 
where they are today as well as long-term policies that will create healthier futures for everyone.   

The City of Atlanta is taking numerous steps to tackle issues of equity head-on in its transportation planning 
processes. The One Atlanta Strategic Transportation Plan is a roadmap for a safer, more equitable and more 
sustainable network in which everyone can travel where they need to go and trust that the transportation 
system will get them there safely, reliably, and efficiently. It is built around four key pillars:  

• A safe, welcoming, and inclusive city  
• Thriving neighborhoods, communities, and businesses 
• World class employees, infrastructure, and services, and  
• Ethical, transparent, and fiscally responsible government 

The plan lays out several goals, 
strategies and benchmarks aimed at 
addressing challenges identified in  
Atlanta’s Transportation Plan. These 
challenges include the 
disproportionate risk of injury or 
death to certain populations, the 
amount of money spent on 
transportation, the uneven 
distribution of opportunities and 
burdens facing Atlanta’s 
neighborhoods. The plan 
recognizes that infrastructure and 
services are not evenly distributed 
across the City. As examples, 72% of 
fatalities and 42% of injuries occur 

on just six percent (6%) of roadways and a significant portion of the City – including much of the Freight ATL: 
Northwest study area – has less than 50% sidewalk coverage.108 The plan outlines specific actions the City can 
take to begin making streets safer, using data and technology better to inform decision-making, improving 
movement of goods through the City, and planning and distributing resources based on equity, safety, and 
mobility conditions.  

  

Sidewalk Coverage and Street Condition Graphics from One Atlanta 
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CASE STUDY: LA COUNTY GOODS MOVEMENT 
STRATEGIC PLAN 
Los Angeles County’s Goods Movement Strategic Plan109 
was completed in 2021, just as the County continues 
recovery from the global COVID-19 pandemic and life 
begins to adjust to a ‘new normal’ with more people 
traveling to and from jobs and school day in and day out. 
Likewise, the County is working to adapt to and recover 
from disruptions to the global supply chain as a result of 
the pandemic and the blockage of the Suez Canal.  

The plan serves as a roadmap of sorts; it contains four 
guiding priorities and five strategic initiatives and is 
focused on LA Metro’s (the County’s Metropolitan 
Transportation Authority) core values of equity and 
sustainability. It looks at how to move freight more 
efficiently and cleanly, regardless of the mode of 
transport, and how to preserve the economic 
competitiveness of the L.A. Metro Area, while prioritizing 
a safe multimodal transportation system and good jobs. 
The guiding priorities and strategic initiatives both 
explicitly and implicitly address the needs of a variety of 
perspectives, recognizing the importance of community 
involvement, cleaner modes of transportation, safety and 
efficiency, and access to good jobs.  

The first strategic initiative of Metro’s Goods Movement 
Plan is to convene a goods movement task force 
comprised of equity-focused stakeholders to help guide 
planning for goods movement and related issues. The initiative is broken into three specific strategies, each 
with action steps in which Metro will serve as the lead and/or work with partners. Strategies guide staff to 
take actions related to communication about goods movement, incorporate goods movement representatives 
in other County advisory councils, develop performance measures, collaborate with other departments, collect 
and distribute date on goods movement equity programs, and produce a white paper on the intersection of 
goods movement and equity.  

The plan uses a combination of simple icons and infographics along with clear language that can be 
understood by a wide range of people: “Goods movement is the lifeblood of our regional economy,” “We 
have challenges to solve,” and “How will we get to better?” are the key chapter titles of the plan. The tagline, 
“We’re planning a better way to move goods” is approachable and puts people at the center of the plan, 
using first-person language. This simple language reinforces that this plan is for everyone and lives up to the 
first strategic initiative – increasing community involvement in goods movement policies and programs.   

FIVE STRATEGIC 
INITIATIVES 
• Creating an equity freight working 

group to increase community 
involvement in goods movement 
policies and programs 

• Deploying cleaner truck 
technology in the region 

• Forming a freight rail partnership 
to bring investment into L.A. 
County 

• Advancing the role of goods 
movement needs in curbside 
management planning and 
policies 

• Fostering workforce development 
programs to build good careers in 
the freight industry 
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Whereas many plans and planning documents may 
contain a section on equity and its considerations or 
implications for the study, Metro’s Goods Movement 
Plan is centered on equity from the beginning and this 
is reinforced throughout the plan. The plan starts with a 
“Call to Action” that outlines pressing issues and 
challenges facing freight and goods movement over the 
past several years, explicitly including the “long-
standing concerns raised by equity-focused 
communities regarding the impacts of goods movement 
on their vulnerable residents” and goals to improve air 
quality by reducing harmful emissions attributed to 
freight.  

The plan explicitly address how each priority will 
consider and incorporate equity by asking two key 
questions:  

• What are the measurable outcomes and 
benchmarks for equity?  

• How do we track progress and accountability?  

Furthermore, the plans roadmap begins with a vision 
that centers equity and sustainability while seeking to 
position the County as a national leader and regional 
partner in implementing a modern, responsive, and 
coordinated freight transportation system. This roadmap 
is founded on the Metro Board-adopted definition of 
equity, acknowledging the disparities and challenges 
that exist in the current goods movement system and 
that change will only come with intentional work to 
make it happen. Metro’s definition of equity identifies 
equity as both an outcome and a process– working to 
address racial, socioeconomic and gender disparities, 
and to ensure fair and just access. It was developed 
through ongoing dialogue with stakeholders to reflect 
the real impact of goods movement on the most 
vulnerable users.  

Metro’s Goods Movement plan openly recognizes the benefits and negative impacts of freight-related 
activities on quality of life and public health, including air pollution, noise, traffic, and ‘visual pollution.’ 
Sections on each of the issues discuss the benefits associated with efficient freight movement and the 
challenges it presents to communities. For example, the plan discusses the benefits associated with good jobs 
while acknowledging that those jobs are not distributed equally across the communities of the County. 
Likewise, it reports that residents of LA County are exposed to significantly more air pollution from vehicles 
than the average in California and how this affects some communities more acutely than others. In the same 
section, the plan addresses head-on the challenges of righting past wrongs – the effects of practices such as 
redlining and freeway construction and resulting displacement. It goes further, discussing the continued 
disparate effects of COVID-19 on vulnerable communities and the need to remain vigilant, to continue to work 
to mitigate unanticipated impacts cause by changes in the supply chain and long-term exposure to freight 
emissions among others.     

Equity is explicitly discussed for each priority within LA 
Metro’s Goods Movement framework. 

FIGURE 18:  METRO’ S EQUITY CONSIDERATIONS  
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BEST PRACTICES AND LESSONS LEARNED 
Across the United States over the past few years, communities have begun to acknowledge and embrace the 
need to better understand issues of equity and incorporate them into planning practices. Whereas equity 
considerations have long been discussed or addresses as part of required plan sections on environmental 
justice, cities and counties across the country are making more concerted efforts to do better – to 
acknowledge the impact of past practices and policies, to mitigate ongoing issues, and identify ways to 
improve conditions for all community members going forward. The City of Atlanta has already begun this 
process, with Atlanta City Design at the foundation of this work. Drawing largely from the work of LA County, 
the following are examples of lessons that may be useful in this and other planning processes.  

1. Establish guiding principles 
LA County is very intentional in the way it refers to and incorporates established core values of equity and 
sustainability into everything the agency does, including the Goods Movement Strategic Plan. The plan 
consistently comes back to those two core values and discusses how they guide everything from the process 
itself to the priorities and recommended strategies. Having a set of guiding principles or core values could 
serve the City of Atlanta well in formulating priorities and articulating action steps. As the planning process 
evaluates complex issues and potential trade-offs, it could be helpful to return to these statements as a 
reminder of the values or priorities that have already been agreed upon. Oftentimes, plans get bogged down 
in jargon and convoluted goal statements with multiple objectives that try to accomplish too much at once. 
Simple, clear value statements or priorities will be more approachable and more easily understood by a broad 
audience, ensuring that more community members will understand what the plan is about.  

2. Apply an equity lens or framework 
Centering equity at the core of the plan through a consistent message about the purpose of the plan that 
does not talk about the technical process is an important way to communicate the City’s priorities. 
Consistently coming back to equity and considering the implications of policies, projects, and strategies on 
the most vulnerable communities is an effective way of making sure that the needs of everyone in the 
community are being considered.  

3. Develop equity-focused goals and actionable strategies 
LA Metro’s Goods Movement Strategic Plan provides a good example of how a plan can drill down from a 
broad vision to priorities, strategic initiatives, and specific actions that all focus on equity and making progress 
toward established goals. A local example, Atlanta’s Strategic Transportation Plan, identifies strategies and 
actions the city can take to improve conditions for all Atlantans under each goal. Specifically, the plan 
recommends distributing resources based on equity, safety, and mobility to ensure the Capital Improvement 
Program (CIP) reflects neighborhood needs.110 It also recommends developing a strategy to increase 
participation by non-traditional stakeholders and helping spread information about the transportation 
decision-making process. Freight ATL: Northwest should follow these examples by reaching out broadly to 
community members from a variety of backgrounds and sharing information about how transportation 
decisions are made. It should also develop specific goals and strategies focused on reaching and including 
more people, measuring and reporting on progress toward equity targets, and collaborating with other 
departments as ways to integrate equity into freight planning now and in the future. 

One example of an equity-focused strategy is to establish an equity working group focused on goods 
movement. Taking cues from Metro, Atlanta could create a working group with minority business owners and 
residents around goods movement, and collaborate to establish performance measures that integrate issues 
of housing and workforce development or tie funding mechanisms to equity priorities. Recommendations 
should draw from lessons learned, best practices, and a combination of local and expert knowledge of the 
study area and issues at-hand.  
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KEY TAKE-AWAYS 
Issues surrounding transportation planning are complex, particularly when planning for freight. The movement 
of goods in, around, and through a city is essential to economic competitiveness of the city as a whole. It is 
also essential to the daily activities of businesses and residents. With limited land and a high degree of mixing 
of people, land uses, and modes of travel, finding or carving out space for industrial businesses and freight 
vehicles alongside commercial districts, residential areas, parks and open spaces, and the rest of the 
transportation network can be challenging. New approaches to managing development of and access to 
industrial areas is important to sustain a thriving economy.  

Case studies and examples from Chicago, Los Angeles, New York, Portland, Seattle, Washington, D.C., and 
Winston-Salem provide some insights into approaches that Atlanta might consider as part of Freight ATL: 
Northwest and future studies. A brief summary of lessons learned and best practices from the previous 
sections is provided below.  

• New federal funding and other grant programs may present opportunities to infuse funds directly into 
development of infrastructure projects that support efficient and responsible goods movement. 

• Working with local, regional, and state-level partners from the public and private sectors from the early 
stages of the planning process is critical to long-term success. 

• Truck routes are used by multiple types of vehicles for different purposes; it may be helpful to consider a 
system that differentiates routes based on vehicle size, the types of facilities to which they provide 
access, and their connectivity to other parts of the roadway system. 

• Direct financial assistance dedicated to supporting and preserving industrial uses may be an important 
tool alongside supporting non-profit/developer models such as non-profit industrial development 
corporations to facilitate industrial development (or redevelopment). 

• A concerted effort is needed to foster cutting-edge innovation. This may include partnerships with 
institutions of higher education, creation of incubator programs, and public-private partnerships.  

• With limited land areas, cities and developers should embrace new designs for last-mile fulfillment 
centers that allow for multi-story and more vertical warehousing, localized neighborhood lockers and 
pick-up sites, and microhubs that bundle goods closer to delivery points in urban areas. 

• As commercial and residential development and redevelopment continue in northwest Atlanta alongside 
increased home-delivery, competition for curbside space will become stiffer. Strategies to design, track, 
and otherwise manage curb usage will become increasingly important.  

• Workforce development initiatives aimed at jobs in freight, logistics, and industrial sectors along with 
local hiring programs can increase quality jobs for Black and low-income communities. 

• Procurement and project evaluation processes must include equity considerations to improve business 
opportunities and ensure that infrastructure and development projects are prioritizing historically 
disadvantaged communities and benefitting everyone.  
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• Working toward equity requires intentional action and commitment. Specific, targeted initiatives such 
as direct neighborhood outreach, use of equity factors in data analysis, truly prioritizing vulnerable or 
disadvantaged community members, and direct involvement of affected community members are 
effective strategies.  

• The best way to understand community needs and priorities is direct communication with community 
members. A combination of in-person and online engagement that uses plainly stated information, 
highlights common goals or desires, and asks simple questions will help quickly drill into key issues and 
foster development of potential solutions.        
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