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Some people might wonder why the Urban Mass Transportation Administration is among 
those taking such keen interest in paratransit. The answer is simple: UMTA is inter
ested in any new transportation concept that holds promise of improving the quality of 
urban transportation service. Those who view UMTA as a modal agency, an agency 
with a stake in a particular mode of transportation, are going to be disappointed. UMTA 
is an intermodal, urban-oriented transportation agency devoted to assisting states and 
localities in developing, maintaining, and improving balanced metropolitan transporta
tion systems and services, without regard to mode. 

Nor is UMTA's horizon confined to supporting traditional transit systems and ser
vices. We are keenly aware that, if mass transportation is to become a viable alter
native to the automobile, it must adapt to the changing needs of the public. And we 
know that these needs have drastically changed in the past 20 years because of evolving 
land uses, trip patterns, and life-styles. 

Since the mid-1960s regular transit has been serving a rapidly shrinking proportion 
of urban population. The trip patterns in the outlying portions of metropolitan areas 
have become simply too diffuse and too scattered to be served conveniently and ef
ficiently by regularly scheduled buses operating on fixed routes. Consequently, ser
vice had to be often drastically curtailed or abandoned in those areas. Many of the 
newer suburban communities, built entirely around the automobile, have never gener
ated sufficient demand to justify extension of scheduled transportation service or crea
tion of a local internal circulation transit system. As a result, millions of urban 
Americans-those who are too young, too old, too incapacitated to drive, or too poor 
to own a car and the countless persons whose spouses preempt the use of the family 
car-have become virtual prisoners in their own neighborhoods for lack of convenient 
and economical means of public transportation. One reason for our interest in para
transit is our hope that this new type of service will offer some relief to these transit
dependent elements of our population. 

But the rationale for paratransit does not have to rest solely on the need to alleviate 
the problem of the carless. The federal program of assistance to urban transportation 
has also a special interest in and responsibility to contributing to the national goal of 
fuel conservation. It is not enough to say that rail rapid transit and buses can serve 
this objective just as well. For in the lower density parts of our metropolitan areas 
and in the small towns, the choice is often not between paratransit and regular transit 
but between paratransit and no transit at all. Thus, paratransit is a key element in our 
efforts to reduce the wasteful use of single-passenger automobiles. 

Another reason for our interest in paratransit is that it offers promise of providing 
a far superior level of service in low-density areas than can be obtained from the bus. 
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Good service with conventional fixed-route vehicles is based on a dense network of 
routes and short headways-conditions that can be maintained in high-density central 
cities but that are uneconomic in the suburbs, small towns, and rural communities. 
Paratransit, by virtue of its greater degree of flexibility in scheduling, dispatching, 
and routing, can give a more personalized service and still remain viable economically. 
Paratransit, in other words, may bring convenient public transportation service to a 
vast number of smaller communities that are too small or too spread out to support 
fixed-route service-and may do so, we hope, at a price that people are willing to pay. 

So much for the basic rationale for our interest in paratransit. In these days of 
intense competition for the available federal dollars, it is necessary to understand 
what special reasons might exist to justify federal presence in any new program. For 
our part, we are satisfied that there is a strong and convincing case to be made in favor 
of active federal support of paratransit. 

NATURE OF FEDERAL SUPPORT 

Paratransit services that satisfy the test of "mass transportation" as that term is de
fined in the Urban Mass Transportation Act of 1964 are eligible for federal capital and 
operating assistance under the UMTA discretionary and formula grant programs, known 
as the section 3 and section 5 programs respectively. This support is available both 
to private and public operators . However, to become eligible for federal aid, the ser
vices must be included in the local areawide transportation improvement pr ogram de
veloped annually under the direction of the metropolitan planning or ganization (MPOL 
Inclusion of mass transportation services in the program may be recommended by the 
local transportation agency, general purpose local government, or local transit op
erating officials. Providers of transportation services who wish to introduce new para
transit services and become eligible for federal support must work closely with the lo
cal transportation authority and with the local officials so that the paratransit services 
may become officially incorporated in the areawide public transportation program. 

Inevitably there may arise differences of opinion as to whether there is a need for 
paratransit services and who is best qualified to provide them. These issues, we be
lieve, are properly a matter of local concern, to be negotiated and resolved in the con
text of the local institutions. The intent and spirit underlying the federal program of 
mass transportation assistance are to leave to localities the widest possible discretion 
and flexibility in deciding on the nature of their transportation systems. 

Accordingly, we will consider the program submitted to us through the metropolitan 
planning organization as a legitimate expression of the local transit needs and objectives. 
We will, however, in accordance with the intent of our act, review the plans and pro
grams to ensure that the MPO has given proper consideration to improvements in local 
transportation and that private operators have been given a fair and timely opportunity 
to participate in any arrangements for the provision of community paratransit services. 

I should stress that UMTA funds are available to support paratransit services in 
small towns and rural communities as well as in urbanized areas. Section lOlb of the 
National Mass Transportation Assistance Act of 1974 has earmarked $ 500 million of 
the contract authority exclusively for assistance in areas "other than urbanized areas." 
Our proposed procedures call for apportioning these funds to the states for use in the 
nonurbanized areas. We hope that this resource will be used productively to create 
services that are responsive to the special needs of the residents of small communities. 
We believe there is a real opportunity here to bring effective public transportation to 
the 43 percent of our citizens who still reside outside of urbanized areas-citizens 
whose transportation needs have heretofore been largely ignored. The effectiveness 
of these funds will be even more enhanced if the House concurs in the Senate-approved 
bill that would open up these funds to operating as well as capital assistance. 

Our emphasis on public ride-sharing arrangements should in no way be interpreted 
as a lack of federal interest or support for private forms of collective transportation 
such as commuter van pooling and subscription bus service. Quite the contrary, the 
U.S. Department of Transportation has long been on record in urging a more efficient 
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use of private vehicles, especially for commuting purposes. We believe that, if trans
portation is to contribute significantly to the national goal of energy conservation, pri
vate as well as public transportation resources must be harnessed to help in this effort. 
If rising fuel prices alone will not constitute a sufficient incentive for commuters to 
share rides, then additional incentives could be provided in the form of special parking 
privileges, preferential lanes, lower bridge tolls for car pools, tax credit and insurance 
assistance to employers providing van-pooling services, and elimination of regulatory 
restrictions on paying passengers. Our transportation system management requirement 
encourages localities to consider a wide range of such supportive actions to promote the 
use of high-occupancy vehicles. 

FUTURE OF PARATRANSIT 

What does the future hold for paratransit? It is safe to assume that its further growth 
in small towns and suburban communities is likely to continue. The concept lends it
self well to the dispersed travel patterns prevailing in the low-density areas. With the 
help of more sophisticated scheduling, dispatching, and routing techniques and with 
more sensitive fare policies, paratransit services are in an excellent position to be
come the dominant form of local public transportation in small communities throughout 
the nation. 

An outstanding example of a successful community paratransit system can be found 
in El Cajon, California. It is the result of an unusual partnership between local gov
ernment and the local taxicab company. Like many small suburban communities, El 
Cajon was not able to afford a regular bus transit system of its own, and the buses that 
served the community ran on only 2 routes, provided infrequent service, and carried 
few passengers. After exploring various methods of providing better forms of public 
transportation, the community decided to subsidize private taxis to act as public car
riers. The partnership is proving its worth, as demonstrated by the 120,000 passen
gers who were carried in the first 10 months of operation. 

Of special promise is the concept of multipurpose community paratransit services. 
Imagine, for example, the following scenario: In the morning a fleet of vans or mini
buses delivers the residents of a low-density suburban community to the local commuter 
rail station or express bus stops. During the day some of the same vehicles provide 
scheduled service from the community to the regional shopping, medical, and other 
activity centers. Other vehicles provide demand-responsive shared-ride local transit 
service for children and adults without cars who wish to visit friends, go to the neigh
borhood swimming pool, the local library, or other community centers. In the late 
afternoon, the vehicles meet the commuter trains and buses and bring the returning 
commuters back to their homes. In the evening and on weekends, part of the fleet 
doubles as a local taxi system that responds to telephoned requests for individual door
to-door transportation service. By adjusting the form of service to the changing tem
poral demand patterns, the paratransit fleet achieves a high rate of use and superior 
productivity while providing at the same time a high level of service. 

But the concept of paratransit does not have to be confined to low-density residential 
communities. In central cities, paratransit can serve as a valuable complement to 
regular transit. Fleets of jitneys, for example, could provide service along main tran
sit corridors at low-demand times such as early morning, late evening, and weekends 
when patronage is insufficient to warrant the use of regular buses. Paratransit could 
also supplement existing mass transit services during peak hours to relieve some of 
the pressure on regular buses in heavily traveled commuter corridors. Lastly, para
transit could furnish prearranged or on-demand transportation services to special 
groups of central city residents such as senior citizens, handicapped persons, and 
children. 

The use of taxis to replace buses on routes that are little frequented at night has been 
already put into practice in several German cities. The German route taxis operate 
exactly like a bus. They serve the same routes, run on fixed schedules, and disem
bark passengers at regular bus stops. Passengers pay standard bus fare for a ride. 
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Cooperation between transit authorities and local ta:xi companies is voluntary and reg
ulated by contract. 

Munich began experimenting with this type of service last September on a little used 
2-mile bus route. The taxi operates between 8:15 p.m. and 3:30 a.m. at intervals of 
every 15 minutes. The experiment has been a success economically, according to 
local officials. Other German cities where taxis have been substituted for buses at 
night are Stuttgart, West Berlin, and Karlsruhe. Several other cities, including Frank
furt and Hamburg, plan to introduce a similar service shortly. 

I should stress, however, that, although I see many useful applications for jitneys, I 
do not agree with those who urge that we totally abandon transitional transit service in 
favor of a freely competitive all-jitney system. Jitneys have neither the capacity nor 
the productivity needed to move large numbers of people efficiently and economically, 
especially during commuting hours. They can only supplement-never fully supplant
regular transit services. 

A third, and potentially the most far-reaching, opportunity for paratransit lies in 
the concept of integrated transit-paratransit operations within large metropolitan areas. 
The conventional bus is an efficient carrier in heavily traveled corridors, but as rider
ship density decreases more and more vehicles run nearly empty to maintain an ac
ceptable level of service. At some point on the periphery of the city, it becomes both 
cheaper and more efficient to link up with smaller vehicles that run on fle:xible routes 
to serve a wider territory. In other words, paratransit can be used to extend the reach 
of line-haul transit into neighborhoods that would otherwise remain unserved. In this 
role paratransit acts as an element of an integrated metropolitan transit system, work
ing in a close partnership with buses and trains to generate additional patronage and to 
optimize the efficiency and performance of the system as a whole. 

Several cities, notably Rochester, New York, are beginning to experiment with this 
kind of integration. We would like to see more such arrangements not only because we 
believe they offer better service to the public but also because they may save transit 
operators unnecessary bus purchases and reduce operating deficits by eliminating un
economic routes. UMTA is prepared to make its financial and technical assistance 
available to promote transit and paratransit integration. 

LOWERING THE BARRIERS TO IMPLEMENTATION 

Thus, it would seem that paratransit can satisfy a wide range of travel needs. Indeed, 
paratransit represents perhaps the brightest hope in the search for energy-saving modes 
of transportation that could serve conveniently and efficiently the dispersed travel pat
terns and land use arrangements of present-day urban areas. But although the pros
pects for paratransit appear promising and UMTA is willing to assist with financial 
support, much depends on how imaginatively local transportation officials, planners, 
union officials, regulatory bodies, and public and private operators respond to the 
emerging opportunities. Let me set before you some possibilities for improving the 
climate for paratransit implementation. 

The first is the concept of the transit authority as a purchaser of service. Under 
this conce.(lt the primary function of the transit body is to act as a broker between the 
customer (i.e., the transit user) and the provider of transportation services. This con
cept is being successfully tested in Knoxville, where the transit authority is purchasing 
the services of private individuals to carry patrons beyond the areas served by the 
fixed-route transit system. The commuter-drivers have the use of the vans in off hours 
and are given a monetary compensation. The transit authority is saved the expense of 
purchasing additional buses and operating unprofitable routes. 

Other types of purchase of service arrangements can be readily envisioned. For 
example, transit authorities could contract with taxi operators to provide jitney service 
along low-demand bus routes at night and on weekends, as is done in German cities. 
Private entrepreneurs could also be enlisted to provide fle:xible feeder and distribution 
services to express bus stops and commuter rail stations in the outlying portions of 
metropolitan areas where fixed-route scheduled service would be uneconomic. The 
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contracted services could be closely coordinated with the regular services so that to
gether they formed a truly unified and integrated transit system. 

This is not to say that public transit authorities cannot themselves operate para
transit services. A case in point is Ann Arbor, Michigan. The transit authority there 
is providing demand-responsive service to feed the fixed-route segments of its transit 
system. In off-peak hours, the drivers are used to augment the dial-a-ride service. 
The growth in ridership has been so impressive that the concept is being introduced 
under the state's leadership to a number of small- and medium-sized communities 
throughout Michigan. 

This leads me to my second point: the role of the states. As I mentioned earlier, 
paratransit services are likely to be especially attractive in smaller communities. Yet 
these communities and their transit operators cannot be expected to have the capability 
and expertise to plan, design, and implement innovative paratransit schemes. The 
state should provide the necessary technical assistance and help these small communi
ties to launch their paratransit operations. Michigan's statewide demand-responsive 
program can serve as a model for other states to emulate. 

The third way to foster paratransit is through a change of emphasis in the planning 
process. In general, transit planning has been remarkably narrow in focus. The at
tention and activities of the areawide planning agencies have been almost entirely de
voted to the problems of commuter transportation. The needs for public transportation 
within the small communities and suburban centers have been almost entirely ignored. 
Our policy on major mass transportation investments tries to correct this imbalance 
by providing that "explicit recognition should be given to community-level transit ser
vices that address local circulation needs .... " We will be expecting future unified 
work programs to reflect this new emphasis. 

ROLE OF PRIVATE OPERATORS 

No discussion of paratransit would be complete without a reference to the role of private 
enterprise. We have already said on several occasions that paratransit offers a sig
nificant opportunity for private operators, including taxi and limousine operators, to 
assert themselves as providers of mass transportation services. This is not to say 
that we do not already recognize the taxi industry as an important component of the 
urban transportation system. Indeed, the taxi industry already carries more revenue 
passengers than rail transit and over half as many as the bus. But, important as its 
role is, we believe that it could be even more significant. 

We urge those in the private sector to view paratransit not with suspicion or as a 
threat but as a challenge and an opportunity. In this country we have always looked to 
private enterprise for inventiveness and ability to respond to public needs. Many of 
you have already demonstrated willingness to assume new roles and to experiment with 
new service concepts such as shared-ride services, subscription taxi pools, and 
special services for the elderly and handicapped. We believe that your experience 
with scheduling and dispatching of large fleets of vehicles and with serving dispersed 
patterns of origins and destinations should serve you well in expanding into the field of 
paratransit. 

The decision as to who can best provide paratransit services is, of course, a local 
decision. Therefore, we urge those in the taxi industry to work in close partnership 
with local officials, planning agencies, and public transit operators toward an effective 
consensus of a fair allocation of roles of private and public operators. For our part, 
at the federal level, we have statutory responsibility to ensure that local transportation 
programs "shall encourage to the maximum extent feasible the participation of private 
enterprise." As I indicated earlier, we intend to exercise this responsibility. 

But if the taxi industry and other private enterpreneurs are to become effective 
partners in providing improved transportation services, then the regulations and laws 
governing their operation may have to be reexamined. In many communities regulations 
prevent taxi operators from engaging in the provision of anything but exclusive-ride 
service. Much of this climate of restrictiveness has historical antecedents that have 
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no relevance today. We urge those of you at the local level to work for regulatory re
form that would allow our private transportation resources to be effectively used. 

Finally, a word about the implications of paratransit for organized labor. No one 
can deny that federal support of paratransit, with its diversity of providers, raises 
complex labor protection issues. But we must be careful not to have tunnel vision in 
pursuing our objectives and interests. The fact is that paratransit can provide ex
panded job opportunities for organized labor both directly as in the case of the Ann 
Arbor and Rochester systems and indirectly by creating increased demand for more 
line-haul services. A family of transit and paratransit services, well planned and 
coordinated, can benefit all: organized labor, transit operators, private entrepre
neurs, and the riding public. Thus, we must work constructively together to establish 
arrangements that are fair and equitable to all. 


