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The role of paratransit has been less than its potential because of the regulatory struc
ture under which it operates, the uncoordinated and fragmented nature of the paratran
sit sector, and the inability (reflecting both the regulatory and fragmentation factors) 
to integrate paratransit modes with each other or with conventional transit. All of 
these problems are institutional in nature. Until they are overcome, paratransit al
ternatives will be unfeasible or illegal in some urban areas and greatly constrained in 
other areas. 

The institutional aspects of paratransit are directly influenced by the role and power 
of the institutions that affect the provision of paratransit service. The primary thrust 
of this paper is therefore on those institutions. They are examined primarily from 4 
viewpoints: planning, funding allocation, regulation, and operations. Shortcomings 
and conflicts with existing institutional arrangements are analyzed, and changes to 
overcome existing problems are proposed. 

IMPLICATIONS OF FRAGMENTATION IN THE PARATRANSIT 
SECTOR 

The paratransit sector is fragmented, uncoordinated, and unorganized. Paratransit 
services typically are provided by small-scale operators with limited capital resources 
and management expertise. Preoccupied with their own operations and short-term 
problems, these operators rarely concern themselves with influencing opinion or policy 
on a regional, state, or federal level. The taxicab and limousine industries have na
tionally based trade organizations, but these organizations have only recently begun 
interacting with the federal government. Paratransit services such as car and van 
pooling, which are not industries in the conventional sense, are seldom organized be
yond a local or regional basis. The paratransit sector, lacking an organized constit
uency, has not w1dertaken lobbying efforts, and so legislators and policy makers are 
largely unaware of the needs and potential of paratransit. 

Government policies and programs respond to and reflect well-organized vocal con
stituencies. While the paratransit sector has been fragmented and unorganized, the 
transit industry has developed lobbies to affect federal financial support favorably ori
ented toward conventional transit interests. 

When the Urban Mass Transportation Administration was first established, its pri
mary objective was to aid existing conventional transit operations. Funds were allo
cated for equipment replacement and the purchase of privately operated transit com
panies by public organizations. Even the limited funds for demonstration projects were 
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allocated almost exclusively for experiments using conventional transit alternatives. 
It is understandable why this funding approach was followed. Privately operated 

transit companies were experiencing mounting deficits, service and equipment were 
deteriorating, and many companies were going out of business. Government funds en
abled these services to continue operation and equipment to be upgraded. With these 
funding priorities it was difficult or impossible for new services to compete for public 
funds. Funding was not available to develop and test innovative paratransit concepts. 

The UMTA funding program was oriented primarily to assist the transit industry 
rather than to improve the many aspects of public transportation. Clearly the 2 ob
jectives are different. Conventional transit plays an important role in the provision 
of public transportation, but by no means the only role. 

A similar problem existed at regional and local levels. Regional and local transit 
and transportation authorities and commissions (hereafter referred to as RTA) were 
created to take over failing private transit companies. The charters of these RTAs 
typically were extremely broad, covering far more than those of conventional transit. 
However, the myriad of problems brought about by the newly acquired transit proper
ties and the necessity to cover ever-increasing deficits forced RTAs to concentrate on 
existing transit operations. Often the RTA became defensive and adapted a protection
ist attitude toward its transit operations. It ceased being an organization concerned 
with broad transportation responsibilities and became a transit operating company. 

This orientation has influenced RTAs in the 3 following areas : 

1. Resource allocation-Funds were allocated to support existing transit operators 
but not providers of other transportation services, particularly paratransit services, 
which were often not included in resource allocation decisions; 

2. Regulation-Regulatory authority was used to prevent competition and introduc
tion of new services rather than to protect the public interest; and 

3. Planning-Planning studies seldom considered paratransit alternatives and were 
often undertaken to justify and favor existing transit alternatives. 

Recent interest in paratransit has developed as a grass-roots movement. Many of 
the most successful systems have been planned and implemented by nontransportation 
professionals. As knowledge of these systems has spread, conventional transit plans 
in many urban areas have been questioned, and alternative paratransit approaches-re
ferred to as community responsive transit, minibus systems, and areawide ride 
sharing-have been proposed. 

New interest has occurred in paratransit at the federal level during the past 2 years. 
Within UMTA, the National Mass Transportation Assistance Act of 1974 encourages 
consideration of paratransit alternatives and provides for the use of section 5 money 
for that purpose. Other federal agencies, such as the Federal Highway Administration, 
Federal Energy Administration, Department of Health, Education and Welfare, and 
Department of Housing and Urban Development, that have urban transportation pro
grams have been responsible for the development of new paratransit systems. At the 
regional level, several progressive RTAs have exercised their broader role encom
passing paratransit as well as conventional transit alternatives (e.g., Delaware Valley 
Transit Authority and Knoxville Transit Authority are actively involved in van-pooling 
programs). However, in spite of this recent progress, most policies, programs, and 
priorities established during the past decade have not seriously considered paratransit 
alternatives. 

ORGANIZATIONAL ROLES 

Policy is effective only if it can be implemented. Implementation requires either a 
"carrot" or a "stick" approach or a combination of both. In the urban transportation 
context carrots have typically been government funds and the ability to allocate those 
resources; the sticks have been regulatory authority to limit, influence, or prevent 
certain services. 
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FWlding affects what can be done; regulation affects what cannot be done; together 
they affect how it can be done. Funding and regulation, the power of urban transpor
tation, greatly influence what planning will be performed, whether developed plans will 
be implemented, and how implementation will take place. Therefore, a critical insti
tutional concern in urban transportation is, Who is responsible for these functions and 
how are they related? 

The planning, fWlding, and regulatory functions should be coupled. Planning without 
funding and regulatory authority lacks clout and is rarely implemented. The impor
tance of coupling planning and funding authority has become more obvious in recent 
years. The coupling of planning and regulation in urban transportation is not fully ap
preciated but equally important. 

Although certain couplings are desirable, others are potentially dangerous. The 
planning, funding, and regulation functions should be separated from operations. Since 
several different operating organizations exist in an urban area, regionwide functions 
such as planning, funding, and regulation should not be vested in any one of these op
erating organizations. Otherwise, potential conflict of interests will exist between 
overall regionwide objectives and the objectives of particular agencies. 

FUNDING IMPLICATIONS 

The recent broadening of UMTA funding programs to include paratransit options will 
have many significant impacts. Most private paratransit operators, particularly the 
taxicab industry, have been divided on the benefits of such public funding. Three 
events recently occurred that changed the attitude of the taxicab industry. First was 
the squeeze on profits in the taxicab industry caused by inflation and the escalation in 
gasoline prices. Taxi companies were unable to obtain corresponding rate increases. 
Second, demand-responsive transportation services were initiated and subsidized by 
public transportation companies. Although these operations represented only a minis
cule portion of service provided by public transit companies, the taxi industry was 
concerned that a threat existed. They felt that either the public transportation com
panies should not provide taxilike service or the taxi industry should also be subsidized. 
Third, operating assistance was introduced in the National Mass Transportation Assis
tance Act of 1974. Although the benefits of capital assistance to the taxi industry were 
debatable, the benefits of operating assistance were clear-cut. 

The potential impact of operating assistance funding for paratransit provided in the 
National Mass Transportation Assistance Act of 1974 is far-reaching. The major 
questions are, How much of that potential will be realized? and How quickly will that 
occur? It is gratifying to see that taxi companies in several urban areas have re
quested operating assistance funds and in a few areas, such as Pittsburgh, these funds 
have been allocated. 

Allocations of operating assistance funds to taxi companies and other paratransit 
providers are certain to increase in the future. However, it is unlikely that many des
ignated agencies will allocate major funds for paratransit since these agencies often 
operate conventional transit service. An understandable bias exists to fund their own 
operations. Disputes relating to funding allocation are certain to develop. Some of 
these disputes will be settled at the local or regional level, but others will no doubt 
end up in the courts. The federal government has clearly stated its intent in the en
abling legislation that private operations and paratransit services are eligible for op
erating assistance. 

New federal requirements, such as having each urban area develop a transportation 
management plan and a data reporting system, represent additional assurances that 
paratransit alternatives will be properly considered. However, the effectiveness of 
these requirements depends on how seriously they will be used in determining funding 
allocations. Many urban areas view such requirements as nothing more than necessary 
paperwork to obtain funds they are certain to receive. Unrealistic promises are often 
made that urban areas are seldom held accountable for. 

Two types of improvement should be made if these requirements are to be effective. 
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First, proposals that a.re clearly unfeasible should not be approved. Second, fWlding 
in additional. yea.rs should be based on how well an urban area used its previous funds 
and fulfilled its pa.st promises. If the promised results did not develop, funding should 
not be approved until the plans a.re revised to be more realistic. 

Availability of federal funds will have a major impact on the development, imple
mentation, and provision of para.transit services. Experiences with state-based fund
ing programs provide the best evidence of this. The states oi Michigan, California, 
and Wisconsin have had transit operating assistance or demonstration programs or 
both for several years. Numerous successful new para.transit se1·vices we1·e initiated 
under these programs. Whereas the conventional. transit lobby is powerful at the fed
eral level, it is less powerful at the state level. Therefore, it is easier for funding 
programs with paratransit options to develop at a statewide level than al a federal 
level. 

Potential. al.so exists at the regional and local levels to develop funding for para.tran
sit alternatives. Cleveland voters recently approved by more than 70 percent a 1 per
cent sales tax increase earmarked for transit, which incorporated a large para.transit 
or ''community-responsive transit'' program. The successful Cleveland referendum, 
containing major service and para.transit components, should be contrasted with recent 
unsuccessful referenda. in Los Angeles and Orange County, where the focus was pri
marily on rail systems. The assumption that approval of a transportation referendum 
requires large fixed-guideway capital investment programs is open to serious ques
tions. 

Besides the obvious benefits of operating assistance for para.transit, there a.re po
tential dangers. Public subsidies can encourage inefficiencies unless adequate safe
guards are provided. Many existing para.transit operations are in financial. difficulty 
because they are poorly managed. Public funds should not be allocated to these oper 
ations unless significant improvements are made. 

The problem of escalating deficits for transit operations is becoming increasingly 
serious. Alternative approaches to providing assistance to opera.ting companies should 
be given consideration. Schemes such as direct assistance to users in the form of 
transportation stamps could result in systems that a.re both more equitable and more 
cost effective. It is unrealistic to imagine that such radical changes will develop ini
tially on a wide scale, but it is quite reasonable to test such approaches in demonstra
tion projects. 

REGULATION IMPLICATIONS 

Para.transit services suffer from both overregulation and underregula.tion. Overregu
la.tion takes the form of restrictive statutes that may impede efficient provision of ser
vice or prevent innovative or integrated service. Underregulation takes the form of 
la.ck of precise legal definition resulting from statutes with anachronistic attributes 
that a.re not flexible enough to deal with innovative concepts. Local ta.xi industry reg
ulations frequently embody the former problem, and the la.ck of regulations affecting 
van pools exemplifies the latter problem. 

Regulation of common carriers (i.e., ta.xis) is generally undertaken in order to pro
tect the public welfare by ensuring adequate distribution (availability) of service, rea
sonable pricing of service (rate sb'ucture), and safe provision of service (vehicle 
safety, driver qualification, liability insurance). Issues dealing wit4 safety a.re gen
erally vested in a state public utility commission (PUC) or a department of transpor
tation, and those dealing with distribution and pricing a.re generally handled on a re
gional or local basis. Unfortunately, these areas are often fragmented between RTAs, 
police departments, and local public utility commissions. The fragmentation of re
sponsibilities leads to the question, "Who's in charge?" 

Regulation issues are particularly important in the provision of para.transit services 
from 2 standpoints: 

1. Existing regulatory structures are often mandated by enabling laws that predate 
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World War II and that conceptually lack a definition of many paratransit alternatives; 
and 

2. The existence of a dual regulatory structure operates to prevent the effective 
coordination and integration of different paratransit and conventional transit services. 

The exclusion of many paratransit alternatives from enabling legislation leaves certain 
paratransit services in a regulatory vacuum. For example, if a private taxi operator 
begins offering sJ1ared-ride service, does he or she need a "certificate of public con
venience" from the RTA? If the same service were to be offered by a private bus com
pany under a different name {Dial-a-Ride); such a certificate would w1doubtedly be re
quired. When does a taxi stop being a taxi and become a bus? Who should regulate the 
provision of publicly offered shru:ed-1·ide services-local PUCs or RTAs? The 2 groups 
generally bring to the regulatory environment markedly different philosophies that sig
nificantly affect the cost, quality, nature, and quantity of service provided. 

Van pooling represents a similar type of problem. Does van pooling constitute a 
for-hire service and, as such, become subject to common carrier insurance licensing, 
route approval, and fare regulations? In Massachusetts, the attorney general's opinion 
was "No," provided the operator did not make a profit; in California the state PUC 
ruled that the operator could charge only for operating costs and that charging of cap
ital amortization costs would place him in a common carrier status. The state trans
portation department disagreed with that decision and filed for a rehearing. Since then, 
the state legislature has passed 2 bills that permit the organization of van pools by in
dividuals and employees of organizations without PUC approval. The problem in both 
states is basically the same: The statutes do not conceptually relate to van pooling and 
are simply not definitive as to legislative intent. The concept did not exist in the minds 
of the legislators who developed the statutes. 

The existing regulatory framework in most urban areas is based on the provision of 
a limited number of service options by a limited number of providers. To satisfy the 
range of different transportation needs with varying levels of service, we should ex
pand both the range of options and the manner in which services are provided. Regu
lation must be compatible with these goals. This has not been the case. Instead regu
lations have discouraged or prevented new services, thus encouraging existing opera
tions to have monopolistic tendencies. Monopolies of any sort, be they public or pri
vate, are generally not in the public interest. 

Conventional "mass" transit implies a service to satisfy mass rather than individ
ual needs; a service that does not offer a high level of service for particular market 
segments and particular travel needs; a compromise service that attempts to serve 
all needs in an adequate manner instead of serving particular needs in an optimal man
ner. Before the major impact of the automobile, conventional transit was sufficient 
since it was the primary or sole travel alternative. This is obviously no longer the 
case. The combined effects of automobile availability, increased affluence, and more 
dispersed low-density urban development dictate the need for personalized forms of 
urban transportation that provide a high level of service. 

As paratransit services develop, much greater attention must be directed towud 
regulatory issues. Planning and transit officials in many urban areas are not totally 
aware of what regulations exist in their areas and how those regulations impact exist
ing and potential services. The federal government has imposed certain planning re
quirements to qualify for federal funding programs; however, no similar requirements 
exist with respect to regulation. In the same way that each urban area must develop a 
regionwide planning framework, each should also be responsible for the development 
of a coordinated and integrated regionwide regulatory framework. At a minimum, each 
urban area should be required to develop process guidelines for regulatory reform. 
The emphasis would be on the regulatory process rather than the content of specific 
regulations since each urban area has unique characteristics that affect its regula
tions. The federal government could assist urban areas by developing model ordi
nances to serve as the basis for the specific ordinances of each region. 



110 

RESTRUCTURING OF ROLES 

Identification of the appropriate regional organization to perform the planning, funding, 
and regulatory functions is an important question. Two types of organizations are most 
obvious: the metropolitan planning organization (MPO) or the RTA. Each has certain 
advantages and disadvantages. 

An RTA can effectively play the role if it is able to switch its primary orientation 
away from the operation of conventional transit services to broader areawide concerns. 
Such a change in orientation will take time and, in many cases, might be unrealistic. 
The principal advantages of the MPO are its lack of involvement in transportation op
erations and its broader concern for the relation of transportation planning to overall 
areawide planning. The principal disadvantages are that, typically, the MPO is con
cerned primarily with broad policy planning and rarely with detailed project planning 
and implementation. Often, transportation pla!ming is not its highest priority with re
spect to other planning activities. Many MPOs have experienced recent shifts from 
long-range master plan development to shorter range incremental plans.. MPOs are 
becoming more involved in the transition from planning to implementation. Assump
tion of funding allocation and regulatory roles in urban transportation is appropriate 
in this changing orientation and should be encouraged. 

In smaller urban areas lacking MPOs or RTAs, state transportation departments 
can assume a primary role in funding allocation and regulation. This approach is con
sistent with the new UMTA legislation, which has the states allocate operating assis
tance money to smaller urban areas. 

Regardless of whether the state, the MPO, or the RTA takes the lead on planning, 
funding allocation, and regulation, some changes are necessary in the relation be
tween RTAs and other operators. A primary role of the RTA should be to ensure that 
an integrated system of various services is provided in the urban area. The challenge 
is to develop combinations of services that are compatible with respect to service 
quality and complementary with respect to system use. System and service compo
nents should be integrated in a balanced manner that satisfies customer demands, pro
vides for customer choice of different service levels at different costs, and uses the 
various system components in a highly efficient manner. The concept of an integrated 
system does not imply a single operating agency. Many different services can be 
offered by different transportation providers, both public and private. It is entirely 
reasonable to achieve system coordination and integration while maintaining the inde
pendence of various operators. 

The RTA can play a critical role in coordinating these individual services. The co
ordination would include accepted techniques such as issuing information, maps, and 
schedules for all operations; undertaking marketing and promotion programs; encour
aging intermodal coordinated transfers among different operators; and developing pric
ing policies that encourage the combined use of service provided by different operators. 

Other means of coo1·di11ation that impact paratransit services are possible. Cen
tralized computer control systems offer a potential for coordinating what (heretofore) 
have been independent services. A single centralized control center operating with a 
comprehensive data base of travel requirements for an entire region could simulta
neously control a number of different paratransit services operated by a variety of 
public and private operators: taxis, demand-responsive and subscription services, 
jitneys, van pools, car pools, and multiuser automobile services (also referred to as 
public automobile services). A single centralized control brokerage system with the 
comprehensive knowledge both of travel needs and of multiple service options would 
offer an unprecedented potential for the development of an efficient, integrated trans
portation system with multiple components, options, and alternatives. Note the dis
tinction here between a single organization such as an RTA that could coordinate all 
paratransit operations and many organizations, both public and private, that could op
erate the various services. 

Coordination of different paratransit and transit services by the same organization 
is desirable for 2 reasons. First, adequate multimodal operations for trips involving 
both paratransit and transit components would be ensured. Second, adequate phasing 
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from lower productivity paratransit services to higher productivity transit services 
would be provided. Paratransit is a valuable tool for new transit services. As demand 
builds for a paratransit service, consideration should be given to the partial or total 
substitution of a transit type of service. For example, in an area initially served by 
demand-responsive transportation, analysis of demand patterns may indicate corri
dors with high enough demand to justify one or more conventional bus lines. This in
cremental planning approach is often more rational than trying to assume beforehand 
the optimum routes, schedules, and stops of a new fixed-route bus line. 

An example of how integrated services with different operators could function is the 
Allegheny Airlines Commuter System. More than 10 small commuter operators have 
entered into contract with Allegheny Airlines to augment line-haul service provided by 
Allegheny. The customer using one of the commuter lines perceives that he or she is 
flying with Allegheny and uses the Allegheny computer reservation system. Flights 
are listed in the Official Airline Guide, and Allegheny personnel transfer luggage to 
connecting flights. These services are normally not available to a commuter airline 
service . 

In many cases, Allegheny uses the commuter service technique as a way of re
placing inefficient line-haul service. The Allegheny Commuter Airline report of 1973 
stated, ''In nearly every city where Allegheny Commuter Service is introduced, flight 
frequencies double, triple, and even quadruple those previously provided by Allegheny 
Airlines with larger 50 -passenger aircraft.'' But Allegheny does not choose to oper
ate the commuter lines. It recognizes that a carrier oriented toward medium-distance, 
line-haul travel is not necessarily the best carrier to provide short-haul commuter 
service. Allegheny does, however, provide the coordination role, as stated in the 1973 
report: ''Commuter flights are scheduled to connect with flights operated by Allegheny 
and other major airlines at hub terminals. Convenient, high frequency connecting pat
terns have increased passenger boardings at commuter cities dramatically compared 
with traffic prior to replacement by Allegheny Commuter service.'' 

Coordination of urban transit services is of course far more complex than the Alle
gheny example. Each of the urban transportation services (e.g., transit, taxi, limou
sine, and specialized services) has acted in the past as a separate culture with its 
own procedures and traditions. Thus, there is wide variation in how these industries 
are structured and function. 

Possibly the greatest variation exists with respect to labor arrangements. Since 
all paratransit services are labor intensive, the manner in which the service is pro
vided and, in particular, the role of the driver have significant impacts on the cost of 
service. For some services such as car pooling, van pooling, and car rental, the 
driver is one of the passengers who is providing an "in kind" service. Those ser
vices using a for-hire driver have considerable variations with respect to salary scale, 
method of compensation, and work rules. Transit companies have union drivers with 
base wage rates falling generally within the $ 5 to $ 7 per hour range, generous fringe 
benefits, and strict work rules that prohibit the use of part-time employees. Taxi 
companies lease vehicles to drivers to use nonunion drivers on a commission basis, 
are usually not bound by strict work rules, and often make liberal use of part-time 
drivers. Many specialized transit services rely on volunteer drivers who receive 
limited or no compensation. 

As a result of these differences, paratransit services operated by transit compa
nies generally cost considerably more than similar services operated by taxi compa
nies; but taxi companies often suffer from poorly skilled drivers and high turnover 
rates (a labor turnover of 300 percent per year in the taxi sector is not uncommon). 
Public service organizations providing paratransit service frequently have problems 
because the volunteer drivers are not always reliable. 

The labor situation is extremely complex, often generating strong emotional reac
tions. Organized labor is viewed with suspicion and frequently blamed for preventing 
new paratransit services because of unrealistically high wages or unrealistic work 
rules. Considerable wage increases might make certain viable paratransit services 
unfeasible. However, many of these "viable" services are currently operated in a 
substandard manner because of the low wages and the type of drivers being attracted 
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at those wages. The poor service provided by the existing drivers may likely result 
in a decline and possible elimination of service. 

Furthermore, the impacts of productivity on economic viability are greater than 
the impacts of the driver wage. For example, examination of operational demand
responsive systems reveals that wage scales vary by a maximum factor of 3 but pro
ductivities (people/vehicle/hour) vary by a factor of 5 or greater (1). 

Many labor difficulties arise from presupposing labor opposition and approaching 
labor unions with suspicion and mistrust. Several recent experiences, such as the 
Rochester demand-responsive project and the Knoxville van-pooling project, demon
strate that, if the labor union is involved from the beginning and treated with respect, 
reasonable arrangements can be developed. In both of these cases successful arrange
ments were made under the Urban Mass Transportation Act of 1964 by transit compa
nies for paratransit services. 

Many real labor problems do exist. Escalation of wages is of concern to the entire 
transit industry, not just to paratransit. Work-rule arrangements for transit are often 
restrictive and pose major problems when applied to paratransit operations. Unions 
should realize that there are basic differences between providing transit services and 
providing paratransit service. In the same way that there are different work rules 
for transit drivers and mechanics there should be different work rules for transit and 
paratransit drivers. 

We tend, however, to exaggerate these labor problems and thus establish potential 
conflict situations between labor and management. Coordination of transit and para
transit services does not imply similar labor arrangements for all services. As in 
all problems involving the assimilation of different cultures, patience, time, and un
derstanding are required. Paratransit is a melting pot of different labor approaches 
where gradual assimilation will occur while fundamental differences remain. 

EXPERIMENTATION AND IMPLEMENTATION 

Because of many existing institutional constraints, introduction of paratransit services 
may be a difficult and time-consuming process. We cannot realistically expect an op
timal integration of transit and paratransit services to occur quickly. The following 3 
stages of development are most probable. 

1. Separate systems. Paratransit services will be provided in areas where there 
is little or no conventional transit service. 

2. Combined systems. Paratransit services will augment existing conventional 
transit in a complementary manner (e.g., feeder systems to line-haul transit). How
ever, few changes will be made to conventional systems to reflect the available para
transit options. 

3. Integrated systems. A basic restructuring will occur where conventional ser
vices are modified and combined with paratransit services in a coordinated manner. 

The process of innovation is a slow one. Currently we are somewhere between levels 
1 and 2 above. One would anticipate at least a decade before level 3 is achieved. 

The time delay is a function not of technical shortcomings but of institutional con
straints. New institutional and organizational arrangements must be tested to estab
lish their validity, and the results must be disseminated to encourage widespread use. 

The benefits derived from testing new paratransit concepts can be considerable. 
Since most paratransit concepts require a low capital investment and no construction, 
they can be implemented quite quickly. More important, they can be modified or dis
continued just as quickly. The results of various state-funded programs in Michigan, 
California, and Wisconsin demonstrate how modest investments in new service con
cepts and institutional arrangements can have significant payoff. 

Since the major investment in urban transit is increasing at the federal level, the 
role of the federal government with respect to funding is key. Although large amounts 
of operating assistance funds are available for paratransit services, allocation of 
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these funds for paratransit experimentation will proceed somewhat slowly for reasons 
stated in this paper. 

The UMTA Service and Methods Demonstration Program has placed a major em
phasis on exploring new institutional arrangements and new service methods, many of 
which have paratransit components. That program is an outstanding example of how 
the federal government should foster innovation. However, funding available to that 
program is minimal in comparison to the overall federal financial commitment to 
public transportation. Funding of the Service and Methods Demonstration Program 
should be greatly increased so that major experiments can be undertaken. Several 
different experimental approaches are appropriate. 

1. Improvements in accepted service concepts. Certain paratra.nsit services such 
as taxicab and limousine services have been provided for many decades. Significant 
service and productivity improvements can be realized through institutional and regu
latory reform and the introduction of technological innovations (e.g., improved commu
nications systems, automated dispatching, and automatic vehicle monitoring systems). 

2. Expansion of promising new concepts. Car pooling, van pooling, and many 
forms of demand-responsive transportation have only recently been implemented. 
Major expansion of these services should be undertaken on a national basis. 

3. Experimentation with untested concepts. New rental car concepts such as multi
user automobile systems and alternative means of providing service such as legalized 
coordinated hitchhiking and transportation brokerage schemes should be tested. 

SUMMARY 

To fulfill its potential role, paratransit must overcome many existing institutional con
straints. The paratransit sector suffers from fragmentation; operations are extremely 
small with limited capital and management expertise. Few organized groups of para.
transit operators exist, and no organized constituencies or lobbies have developed. 
The paratransit sector, therefore, has been largely ignored or constrained by govern
ment organizations at all levels. 

Technological advancements will impact and improve paratransit services; however, 
the primary improvements needed are institutional rather than technological. Regula
tions that are outdated, conflicting, and inconsistent must be updated. Regulatory 
authority must be used as intended-for protection purposes, not constraining purposes. 
The regulatory, funding allocation, and planning functions should be closely coupled but 
separated from operational functions. 

Paratransit has been described as a bridge between conventional automobile and 
conventional transit. Certain concepts such as taxi and car pooling have developed 
from the automobile end of the spectrum, and other concepts such as subscription bus 
service have developed from the opposite extreme. As the continuum of service con
cepts develop and there is movement from each end of the spectrum toward the center, 
certain conflicts are inevitable. Two major cultures, privately operated taxi compa
nies and publicly operated transit companies, that have previously operated indepen
dently and differently must now learn to understand each other's environment and work 
together. However, to view the problem as simply as taxi versus transit or public 
versus private is naive. Paratransit provides the opportunity both to increase avail
able options with respect to the service that is provided and to allow more of a free 
market situation to develop. With new and improved institutional and regulatory frame
works, the mix of service can be successfully integrated-at one level by interfacing 
paratransit services with each other and at a higher level by interfacing paratransit 
with conventional fixed-route transit in a complementary manner. 
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