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6. Priority treatment of pool vehicles at toll 
booths; 

7. Provision of safe, convenient, and well
signed park-and-ride lots; 

8. Changes in zoning ordinances to discourage 
the use of large areas for employee parking; 

9. Tax credits for employers, as well as em
ployees, who participate in carpooling; 

10. Priority access to fuel for pool vehicles in 
time of fuel scarcity; 

11. Encouragement of alternative work schedules 
to permit pooling by employees who previously could 
not pool because of diffPrences in work hours, 

12. Provision of ideas to employers on use of 
vans during work hours as well as for commuting; 

13. Provision of informat i on on employee travel 
allowances to employers; and 

14. Promotional efforts with employee labor 
unions or credit unions. 
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Comm unity-Based Ridesharing: An Overlooked Option 
JOANNA M. BRUNSO AND DAVID T. HARTGEN 

The neighborhood ridesharing demonstration, which took place in four residen
tial communities in the Albany, New York, aren, is described. The project 
tested whether personalized coordinator techniquos could be used at the home 
end because residential areas offer homogeneous neighborhoods with estab· 
lished social networks. Careful test design and internal recording allowed for 
a rigorous evalua tion and comparison with othur approachet , The neighbor
hood ride.sharing coordinator program wo1 !hown to be a viabl concupl. Co· 
ordinators were successful in organizing rldesharing from tho homo end. The 
advert ising methods found to bo most succ1mful were word-of-mouth, news
paper articles obout tho program, nnd community group meetings. In com· 
pariton with employer-based coordinatoo, neighborhood coordinators wore 
equally effective in the number of placements and in cost-effectiveness mea
sures. Given that employer ridesharing programs gradually rise to a saturation 
point, a neighborhood program, which has a larger population base and con
tinuous changeover in residents, has possibilities for cost-effective expansion. 

Govecnroent-s ponsore d c a rpooling p rog rams began dur
ing the 1973-1974 e nergy er is is and focused largely 
on compute r i i:ed match ing services . The main thrust 
of these early programs was the savings in gasoline 
and money to be ach ieved <lrll. Interest fell off 
sharply as the crisis abated, and two-thirds of the 
programs initiated were discontinued. For those 
programs that were continued, promotional campaigns 
were expanded and the focus was on economic sav
ings. Interest ag a i n increased sharply during the 
1979 fuel c ri s i s but then s ubs ided as the crisis 
abated. Review and evaluation of these programs has 

been difficult. Rarely have such programs accounted 
f or more than l pe rcent of areawide wor k vehic l e 
miles of travel (VMT). Clear ly these programs are 
not having the effect inte nde d by their promote·rs . 

Additional evide nce also suggests that the prob
lem of increasing carpooling is far mo rP. difficult 
than f irst s urmised. First, c arpooling already in
volves 1 9 t o 23 percent of wo rk trave l i n many 
mel1upoli tan a rea s <l> and has been s t able a t that 
level since at least 1970; these levels are con
firmed i n t he 1980 c e ns us (j _l. Second, research 
into carpooling behav i o r <2-..!!l has disclosed that 
long-term r i de sha r i ng is of ten a socia l phenomenon 
rather than an economic one. Most people are reluc
tant to contact nonacquaintances to initiate car
pools except in the face of a major crisis. Eco
nomically or i ented carpools a re a much smalle r group 
and more t r ans itory t han the fi rs t group. The 
emerging p ic tu re is that c a rpooling is a social 
phenomenon that is largely impervious to government 
pressure. 

One suggested approach to dealing with the reluc
tance of people to carpool is the use of a carpool 
coordinator. The coordinator works out of an em
ployment or neighborhood site by using personalized 
methods to p romo t e ridesha ring , ma tch partli;;ipants, 
perform i n t roductions, and resolve rideshar i ng p rob
lems. In this way many carpooling diffi c ulties can 
(in theory) be overcome. 



Transportation Research Record 914 

Since mid-1978 the New York State Department of 
Transportation (NYSDOT) has designed , implemented, 
and evaluated two ridesharing coordinator demonstra
tion programs: an employer-based program at three 
New York State agency sites and a residential-based 
program at four selected sites in the greater Albany 
area. The former, funded by the New York State 
Ene rgy Office and c arr ied out in 1979, has. been we ll 
documen ted (1, 10) and ls s umrnar i zed la t e r i n th is 
paper. Careful monitoring a nd e v·a.luat i o n r e vealed 
that , du.ring a pe r iod o f po litica l a nd economic 
pressure on t he supply and pr ice of gasoline, the 
carpool coordi na tor program was 3 times more effec
tive in carpool formation than the programs in state 
agencies that did not have a coordinator. The suc
cess of this program l e d to a follow-up project, 
funded by FHWA, in which a similar concept was 
tested at the neighborhood level. The findings of 
this study are summarized here; other reports 
(11,12) provide more detail. 

NEIGHBORHOOD RIDESHARING COORDINATOR DEMONSTRATION 

The neighborhood ridesharing demonstration project 
is organized around the belief that the successful 
techniques of the employer-based carpool coordinator 
project can also be used at the home end. Residen
tial areas offer several advantages for ridesharing 
formation. Neighborhoods are for the most part 
homogeneous and have established social networks 
that can be used to gather information about poten
tial ridesharing matches. Moreover, ridesharing 
coordinators can promote and create ridesharing ar
rangements for nonwork purposes as well as for com
muting to work. The NYSDOT study reported here is 

Figure 1. Capital District study 
area. 

DEMONSTRATION 
SITES 
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one of a number of demonstrations currently under 
way in Kansas City, Los Angeles, and the Maryland 
suburbs around Washington, D.C. 

The design of the neighborhood ridesharing demon
stration was laid out with careful postevaluation in 
mind ( 12, 13). The goal of this study was to test 
the concept of the ridesharing coordinators who work 
from a residential base. Considerations were also 
given to the type of communities or neighborhoods, 
the appropriate setting for an office, and the ef
fectiveness of various marketing techniques. Care
ful internal records were kept to permit comparison 
with the employer-based carpool coordinator project. 

It is well known that national economic and po
litical forces can also affect potential applicants' 
desire to share rides. To measure these effects, a 
before-and-after panel survey of residents' mode to 
work and ridesharing habits was conducted in each of 
the sites selected as well as in the region as a 
whole (__~). Analysis of these data revealed that, 
with stable gasoline supply and price, there were no 
significant differences in carpool formation between 
the demonstration sites and the region as a whole. 

Because future neighborhood rideshar ing programs 
would be more easily sustained if funded by juris
dictions with the power to tax, the town or city 
appeared to be the logical basis for a ridesharing 
site. Two types of office sites were tested: home
based offices and town hall-based off ices. Other 
important criteria included (a) distance from major 
employment sites, schools, and shopping areas; (b) 
development stage of the neighborhood , including the 
age of t he housing stock, t he res ident i a l street 
plan, a nd the degree of r esident t urnover; (c) 
soc i oeconom i c mix of the res i den t s; a nd (d ) availa
bility of transit. 

Four communities were selected for the demonstra
tion (Figure 1). The data in Table 1 summarize the 

5 
scale of 

0 
miles 

5 10 
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Table 1. Characteristics of sites 
Suburbs Cities for neighborhood ridesharing 

demonstration study. Clifton Albany- Albany 
Oiaracteristics Park' Glenville b Cohoes< South Sided SMSA 

Population 
1980 23,98'1 28,519 18,144 31,071 741,480 
1970 !.~&~ ~~636 !.M~ 3_Q.,001 721_,910 
Difference +9,122 -117 -509 +l,070 +19,570 
t, (%) +62 -4 -3 +4 . +3 

1980 households 7,464 9,840 7,106 15,898 267,428 
Medl.1tn value of o wner- 65, 500 40,100 36,500 37.700° 39,900 

occupied housing($) 
Transit available None Peak hour Good Good llrban areas, 

only weekdays 

Note: SMSA= st:.1mlard metropolitan statistical area , 
3

Seria of d~vclotJ1nun Ii bulh entirely . nee J 960. l'\WHh ir<.b ..:om mu tc 10 A lba l\)' urn.I unc-th ird ~:uinmu tc to 
b Sch necfndy. 

Gl.!mHi:.ll y 1nh.H.l le '9ud uppe,...middlc cluss. Most work ror Gco~ntl Electric (t:E) ond Sch i0 11~a 1 ady -lHi~t:d businesses. 
~Sumu nvw duvclup 111011f. 
llama n( ti 1 yp1·~ 

elti.(,.rlian hQUlln:fJ V~ l uc for 111.llghborhouJ 111Jl :JY:Jllable.. Valuci 1mhi;ated is for en lire el l )' o r Alba ny . 

characteristics of these communities. The table 
below is a quick reference guide to the study sites: 

Type of 
Setting 
Suburb 
City 

Location of Office 
Town Hall 
Clifton Park 
Cohoes 

Home 
Glenvi lle 
Albany-South Side 

Coordinators 

The heart of the neighborhood ddesharing study is 
the coordinator who promotes rides haring through a 
variety of specific strategies . Selection of coor
d i nat ors was undertaken jointly by NYSDOT a nd the 
four communities. 

The program was initiated in January 1981. Al
though the newspapers in the Capital District re
ported the demonstration with enthusiasm, the towns 
vi;:;;;:d the .idea with some sKepticism. Part of the 
problem was that the officials of each s ite per
ceived their own locality to have either a ma j or or 
minor transit problem and believed that the demon
stration fu nd i ng could be better used i n addressing 
these problems. Community auspices were granted 
after some i n itial discussion. Once hired, the 
coordinators were trained for operating t he demon
stration. These activi ties i nc luded 

1. 
alized 

... ... 
NYSDOT 

3. 

Presentations and di scussions of the person
ridesharing ma tching approach; 
Familiarization with the operation of the 
employer-based demons tration; 
Presentation of the energy situation in New 

York State; 
4. Presentation by transit authority staff of 

routes, schedules, capacity, and limitat i on of cur
rently available service; 

5. Schedule and discussion of marketing approach; 
6. Instruction and practice in i nformal presen

tations; and 
7. Equipment, office supplies, and procedures 

for running an office. 

Marketing Strategies and Promotional Literature 

As part of the marketing strategy, messages were 
designed to influence various groups · (market seg
ments ) to consider ridesharing and the usefulness of 
the neighborhood ridesharing coordinator. This work 
was undertaken by NYSDOT by using the results of the 
before survey, the l iterature on cidesharing be
havior, and the findings for the Albany area (14). 
The resulting mater i al was developed around the 
Sweet Car-o-li ne logo, which featured a clairvoyant 
fortune-teller who predicts (and helps make happen) 

a happy r idesharing future. The literature focused 
on the · nonthreatening aspects of ridesharing and 
emphasi zed t he fun and convenience and the person
alized match i ng of the coordinator. 

Applications consisted of a single tear-off card 
attached to the Sweet Car-o-U ne flye r. Information 
obtained from the application i nc luded 

1. Home and work addresses, 
2. Work start and leave times, and 
3. Ridesharing request (work, school, shopplng, 

other). 

The source of each application (e.g., newspaper, 
radio, telephone, poster) was also recorded. 

The marketing strategies involved five basic 
kinds of activity: 

1. General announcements, newspaper articles, 
posters, stuff boxes, and so on; 

2. Door-to-door and telephone promotion; 
3. Group presentations; 
4. Promotion through matching activities; and 
5. Other (word-of-mouth, friend). 

The effect of each acti v ity was evaluated by review
ing the number of applicati ons generated versus the 
effort and funds involved, and the resulting impact 
on carpooling and VMT reduction. 

Literature marketing strategies were also used, 
including: 

1. Posters (and applications) at community 
stores, 

2. Door-to-door delivery of applications, 
3. Literature made a vailable at group meetings, 

and 
4. Newspaper articles, radio spots, and news-

paper advertisements. 

To the extent possible , without violating indi
vidual privacy , the coordinators also recorded data 
on demographic characteristics. 

Progress and Results 

Applications and New Carpoolers Attracted 

The i ncrease in applications occurred in differing 
patterns in each of the test sites . The greatest 
activity was in the Clifton Park area , a community 
completely dependent on t he automobile, where flyer 
delivery and news articles generated nearly 70 ap
p lic ations at t he end of 10 weeks, but then applica
tions grew at the rate similar to the other sites. 

... 
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The number of applications and new carpoolers in 
Cohoes appears higher than it actually was because 
many of the c oordinators' frie nds who were already 
carpooling registered as applicants . Because it is 

' easier to find matches among a large group of will-
ing ridesharers, these applications were included, 
dlthough the number of new carpoolers is actually 23 
rather than 45. The Glenville coordinator received 
a slow, steady trickle of applications for work car
pooling, primarily from the Glenville area to the 
Albany area, and from students attending community 
colleges in the area. 

Most applications in Albany came through recrea
tional sports leagues. This is refl~cted in the 
climb in applications in the spring and late sum
mer. The two commuter carpools from the Albany area 
to Schenectady resulted from participation by 
Schenectady Community College. 

Travel Saved 

By and large the applicants fell into three catego
ries: new job hol ders who did not own a car, solo 
drivers who were looking for riders to share commut
ing costs, and people from multiple-car households. 

The data on work carpools and on school carpools 
(this includes community college, school, and recre
ational sports carpooling) were analyzed separately 
(see Table 2). The latter group cannot be observed 
on a regular basis throughout the year and this 
should be observed over a prolonged period of time 
to determine continued behavior. The weekly VMT 
saved was twice as high in the suburbs as the urban 
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areas. The application rate in the suburban areas 
was higher than in the urban areas, but the rate of 
new carpoolers placed was lower in the suburban 
areas. However, if the community college bus riders 
are included, the suburban placement rate is 
highe r. It may be argued here that suburban sites 
are t he preferred targets fo r neighborhood rJ.deshar
ing programs. Whereas it is possible to increase 
ridesharing i n urban areas, t he existence of transit 
and taxi services over relatively short distances 
can serve as alternatives to solo-occupant auto
mobile driving. 

Carpool occupancy averaged 2.8 for work trips and 
3. 6 for school and recreation trips. An automobile 
occupancy of 2.8 for commuter ridesharing is consis
tent with 1978 and 1979 New York State agency 
surveys. 

The data in Table 3 summarize the direct program 
effects of 176 new carpoolers who were attracted as 
a result of internal efforts: 18, 797 VMT/week were 
saved. Carpools for nonwork purposes (school, 
recreational, and HVCC bus) involved about 111 new 
individuals who saved an average of 116 miles/week: 
work carpools i nvolved 65 persons who saved an aver
age of 90 miles/week. These numbers are comparable 
to the internal results of the employer demonstra
tion during its first year. 

E.ffect of Marketing Strategies 

Analysis of returned applications (Table 4) revealed 
that most (50 percent) were generated from newspaper 
articles, and fewer by flyer distribution (21 per-

Table 2. VMT saved per 
carpooler by purpose and 
site. 

Area Persons Carpools 

Avg 
Automobile 
Occupancy 

Total Miles 
per Week 

Area VMT 
per Carpool 
per Week 

VMT Saved 
per Week per 
Ridesharer• 

Table 3. Direct program 
effect. 

Work Carpools 

Oifton Park 
Glenville 
Albany 
Cohoes 
Total test 

23 
27 
10 
14 
74b 

9 
9 
3 
5 
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2.5 
3.0 
3.3 
2.8 
2.8 

School, Community College, and Recreational Carpools 

Oifton Park 
Glenville 
Albany 
Cohoes 
Total test 
HVCC bus' 

2 
17 
45 

9 
73b 
38 

1 
7 
8 
4 

20 
1 

2.0 
2.4 
5.6 
2.2 
3.6 

38 

1,600 
1,235 

191 
715 

3,741 

100 
1,055 

337 
436 

1,928 
250 

177.8 106.7 
137.2 91.5 
64 44.6 

143 91.9 
143.9 92.5 

100 50.0 
151 88.1 
42 34.5 

109 59.5 
96.4 69.6 

250 243 

a Averuge weekly VMT saved per riJesharer = l (average automobile occupancy - t.O)/average au tomobilt: occupancy I x (average 
b Wt~kt;· VMT/C' .. q H.lfJ1) . 
. lncluJc!ll '-'Xllling c:n1>0ol~rs who were ab:t.orhcd with new carpoolers . 
cllV(.' ' bus _. Huds on Valley Community 'ollege bus system. 

Clifton Albany-
Item Cohoes Park Glenville South Side Total 

No. of applications received 75 189 80 52 396 
Work 115 43 
Community college 74 37 

New applicants 
Work carpoolers 14 23 19 9 65 
School and recreation 9 2 17 45• 73 

carpoolers 
HVCC bus riders 32 6 38 --
Total 23 57 42 54 176 

Weekly V MT saved 
Work 1,282 2,454 1,739 401 5,876 
School and recreation 536 100 1,498 1,553 3,687 
HVCC _?_,]}_§_ ill§. ...2,l34 
Total T;Bf 8 10,330 4,695 1,954 18,797 

No. of hours of effort 1,188 1,174 1,076 854 4,292 

3
lncludes 33 persons in recreational sports league. 
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cent), group meetings (15 percent), and friends (14 
percent). 

Of considerable surprise was the small number of 
applications that originated from the neighborhood 
meetings. Several explanations are possible from 
the above results, but the most likely, in our view, 
is that group meetings already have matched people 
of a common interest and carpooling is already at 
o ptimum levels. We therefore would not expect 
strong results, particularly because most of the 
applications received were for work travel. 

In sp f te cf low response, program awareness was 
high. The data in Table 5 indicate that between 31 
and 52 percent of respondents in a survey conducted 
in October 1981 had heard about the program. Most 
respondents r emembered news articles or conversa
tions with friends. The flyers and posters gener
ated disappointing results. Considering that there 
was only one radio interview, the resul t s indicate 
that radio is indeed an effective marketing device. 
When compared with the program use rate, results 
show that lack of program awareness was not a major 
factor. 

COMPARISON OF APPROACHES 

Employer-Based Program 

The employe r - based carpool coor d i na t or program began 
in fall 1978 in a climate of concern over the ade
quacy of the energy supply and r1s1ng gasoline 
pr i ces . Three New ~ork State agencies participated; 
one agency instituted a hard-sell approach and an 
aggressive personalized matching campaign, whereas 
the other agencies used less-active approaches. 
Cutbacks and hiring freezes subsequently reduced the 
effective time available for coordinator activities 
assumed by agency personnel, and the program was 
left in a passive state in December 1979. 

Table 4. Impacts of marketing materials. 

Application Source 

Flyer Group 
Month Newspaper Distribution Friend Meeting 

lamrnry 18 0 4 0 
February 30 20 11 0 
March 21 16 11 5 
April 7 4 5 5 
May 7 0 4 2 
June R 2 4 5 
July 4 I 5 4 
August 0 0 4 4 
Srrtcmber 3 0 I l 
October 4 0 5 3 
November 1 0 l I 
December 0 0 0 0 
Total i03 43 55 .30 

Table 5. Awareness of 
program. Albany-

Item South Side 

Overall (%) 
Heard about program 31 
Received help 0 

How heard about rrogram ('/, ) 
Newspaper 21.1 
Radio 2.0 
Flyer delivered to home 0 
Flyer picked up al public building 0.8 
Speaker at group meeting 0.4 
Telephone call from coordinators 0.9 
Friend 7.5 
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With t he start of the neighborhood ridesharing 
demonstrat i on program, the three ag e ncies were asked 
and agreed to maintain their same level of commit
ment. Nevertheless, personnel changeovers and in
creased work loads of the coordinators resulted in 
changes in the matching approaches among the agen
cies. One agency [Department of Motor Vehicles 
(DMV) I developed the most active program by target
ing (on a weekly basis) a group of employees who 
were asked to vis i t the coordinator's office and 
review the l i st of employees' names and addresses 
for possible carpool matching. This approach was 
effective enciugh to totally eliminate the carpool 
notices on OMV bulletin boards, and it is now used 
heavily by new employees. The program is being con
tinued by the DMV ; less t han 10 percent of the coor
dinator_' s time is spent on ridesharing activities. 

NYSDOT canvassed all of the applicants in their 
file s in November 1981; the results are given in the 
table below: 

Item Value 
Total no. of new carpoolers 106 
Total no. of uncovered carpoolers 274 
Total no. of carpoolers 380 
Total no. of carpools 113 
Avg automobile occupancy 3.4 
Avg one-way trip distance (miles) 22.0 
VMT reduction (%) 

Attr ibuted to circuity (%) 7 
Attributed to car lef. t home (%) 5 

Weekly VMT saved by each carpooler 135.5 

[Note that VMT saved 2 distance x car left home x 
circuity x frequency = (22.0 miles) x (1 - 0.05) x 
(1.0 - 0.07) x (3.4 - 1.0/3.4) x (10 days)= 135.5.J 
The average trip length of these carpoolers was 22 
miles, which c..; more than 5 miles longer than the 
average trip '" '';: !-.ed in the fall 1979 sur-

Marketing Activities 

No. Attending 
Articles Flyers l~cetings Meeting 

14 0 0 0 
4 4,000 l 25 
5 2,000 18 395 
l 1,000 19 236 
I 1,000 12 182 
6 0 6 255 
2 0 4 148 
6 0 6 107 
0 0 ~ 68 
0 0 3 342 
0 0 0 0 
0 0 0 0 

39 8,000 ff 1,758 

Clifton Capital 
Cohoes Park Glenville District Total 

32 52 32 18 
0 1.3 0.8 0 

15.2 36.3 16.8 13.3 20.4 
4.6 3.4 4.9 3.5 3.7 
1.3 3.0 0.8 0 1.2 
2.1 3.4 1.2 0.4 1.6 
0.4 0.9 2.6 0.7 1.0 
2.5 1.3 2.0 1.2 1.6 

10.l 6.0 6.1 4.3 6.8 
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vey. The average automobile occupancy of 3.4 is 
also higher than the 2. 75 noted in the previous 
agencywi de survey. [For add i tional d i s cussions of 
the res ul ts of the employer- ba·sed car poo.l coordina
tor program, see other reports (~,10).] 

Cost Compar i son 

Table 6 gives the costs of both the neighborhood 
ridesharing demonstration and the continuation of 
the employer carpool coordinator project chargeable 
to the former project. The total cost of the neigh
borhood ridesharing demonstration program was 
$96,980, a considerable portion of which was evalu
ation oriented and would not necessarily be re
peated. Note that the $34, 710 spent by the four 
r ideshar ing coordinators represents the total hours 
the coordinators were allowed to work, at $4. 40/hr 
plus fringe and leave benefits at 59. 08 percent, 
regardless of whether they were actively seeking 
applicants or passively waiting by the telephone. 
On the other hand, the amount charged by the 
employer-based coordinators represents the part-time 
costs (including fringe and leave) of the coordina
tor, whose major responsibility was other depart
mental work. Aside from the number of hours worked, 
the difference in these coordinators costs are 
attributed to differences in salary. 

Measures of Effectivensss 

The results of the employer-based carpool coordina
tor program and the neighborhood ridesharing coordi
nator program were strikingly similar (Table 7), 
even though the neighborhood program ran for a 
slightly longer period of time, served a much larger 
population, and required more input hours. When the 

Table 6. Program costs. 
Cost($) 
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program length of the neighborhood program is ad
justed to correspond with the employer program, the 
estimated new ridesharers attracted to the neighbor
hood program is 154 versus 150 for the employer 
demonstration. The neighborhood program saved 
slightly more VMT, mainly due to the community 
college buspooli but when these savings are adjusted 
for similar program l e ngths, the sav i ngs and dif
ferences even out. 

The employer program was more effective in at
tracting applicants. However, the placement rate 
was higher in the neighborhood demonstration, which 
indicates a less difficult matching effort. But it 
must be remembered that the efforts of the neighbor
hood coordinators include some passive time, i.e., 
traveling and waiting for the applications to reach 
a matchable level. The employer-based coordinators 
worked only part-time on this demonstration and they 
were occupied with other tasks when not involved in 
coordinator activities. Thus, although the applica
tion rate is higher in the employer demonstration, 
the carpool attraction rate is more similar than it 
might otherwise appear. 

The employer demonstration took place during gas
oline supply shortages and rapidly rising gasoline 
costs, whereas a stable economic situation existed 
in the initial stage of the neighborhood demonstra
tion. It is probable that the employer program 
would not have succeeded in attracting as many car
poolers in a stable environment; this further re
duces the difference in the. results. There is no 
continuation period in which to compare the two 
demonstrations, but the relatively high effective
ness demonstrated in the employer continuation 
period suggests that, after initial start-up, this 
neighborhood program may be more successful. In
deed, the amount of applications received did not 

Employer-Based Carpool Coordinator 
Demonstration 

Item 

Implementation 
Personnel services 

Administrative salaries 
Support staff 
Ridesharing coordinators 

NYSDOT 
Office of General Services" 
DVM" 
CETA" 

Total 

Nonpersonnel services 
Telephone 
Printing 
Supplies 
Computer tabulation 
Total 

Total direct costs 
Total charged to neighborhood 

demonstration 

Development 
Administration 
Technical support 
Clerical 
Total 

Evaluation 
Administrative and technical 

support 
Clerical 
Total 

Total NYSDOT costb 

January 1979-
December 1979 

8,369 
1,426 

6,381 
125 

-~-21~ 
22,227 

400 
3,099 

104 
262 

3,865 

26,092 

January 1980-
Dece mber 1980 

680 

3,008 
21,078 

3,744 

28,510 

28,510 
3,688 

u1 lonuted. bl,~riod from May I, l 9KO lo h•bruury I, 19K2. 

Neighborhood Ridesharing 
Coordinator Demonstration: 
January 1981-December 1981 

7,580 
180 

34,710 

42,470 

1,120 
3,507 

865 

5,492 

47,962 
47,962 

23,161 

_ :J_,_Q§.! 
26,225 

17 , 123 

1.982 
T9,lo5 
96,980 
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Table 7. Comparative survey of direct results of employer versus neighborhood ridesharing demonstrations. 

Item 

Target 
Time period (weeks) 
When 
Population 

Effort (input) 
Coordina to1 s 
Hours 
Cost($) 
Cost per week ( $) 
Cost per hour($) 

Results (output) 
Applicaiions received 
New carpoolers attracted 
Avg trip length (miles) 
Avg carpool occupancy 
Avg miles per week saved 
Avg gasoline per week saved (gal) 
Total YMT saved per week 
Total gasoline per week saved (gal) 
Gasoline price per g.11lon ($) 
Savings per week($) 

Effectiveness 
Applications per hour 
Placements per application 
New carpoolers per hour 
Cost per new carpoolcr ($) 
Benefit/cost ratio 

aWork/nonwork trip length. 

Neighborhood 

Entire Period 

48 
January-November 1981 
101 ,723 

4 
4,292 
47,962 
999 
11.17 

396 
176 

106.8 
7.1 
18,797 
1,253 
1.38 
1,729 

0.09 
0.44 
0.04 
272 
1.73 

Adjusted to 
42 Weeks 

42 

I 01.723 

4 
3,755 
41 ,967 
999 
11.l 7 

346 
154 
14.4/ 11.8" 
2.8/3.6" 
106.8 
7.1 
16,447 
1,097 
1.38 1.00 
1,S l4 1.097 

0.09 0.09 
0.44 0 44 
0.04 0.04 
272 272 
1.52 LIO 

indicate any leveling off when the demonstration 
ended. 

These comparisons are clouded by different cost 
rates, gasoline prices, backgrounds, and input 
hours, but it was concluded that neither the neigh
borhood nor the employer demonstrat ion is clearly 
s.iperior to the other . In parallel circumstances, 
DOth programs are likely to be equally cost ef
fective. 

Ease of Implementation 

Each of the programs lasted approximately 4 months 
from the time the sites were chosen until the begin
ning of the implementation phase. Although help was 
being provided fre e to the communities, the offi
cials needed time to assess the possible implica
tions of the p rogram for 'their· constituents. The 
age nc ies were asked to cooperate in a new c oncept 
tha t mi ght help their employees a t a t ime of gaso-
1 ine scarcity; however, each department had to agree 
to donate the services of an exist i ng employee. 

Now that each of these approaches ha s mP.il s urnhl P. 

demonstrated effects, the implementation potential 
becomes less hypothetical. Ridesharing programs 
have been shown to be effective wherever top manage
ment provides real support for the programs. In 
these instances, personnel and funds for marketing 
anil parking management have been made available to 

he program. Manage me nt can generally gain by 11"
plementation of a r ide shar i ng program (e.g., reduc 
t i on of 2arking space, attraction for employees , 
less need for relocation facilities, easing of labor 
disputes). When these benefits are not present , 
employers are reluctant to enter i nto r ideshar i ng 
programs. Even when concerns for patriotism or 
energy conservation have motivated employers, labor 
contracts may prevent changes in benefits such as 
parking. Establishi ng progcams in an empl oyer site 
is diff icult unless the employer perce i ves a real 
gain. 

Implementation in the community may be somewhat 
easier. Programs may be as flexible as the funding 

Employer 

Initial Period 

42 
January-October 1979 
4,207 

4 
2,230 
26 ,092 
621 
11-70 

624 
150 
18 
3.2 
108.9 
7.5 
16,335 
1,126 
I.DO 
1,126 

0.28 
0.24 
0.06 
174 
1.81 

Continuation Period 

109 
October 1979-November 1981 
4,200 

3 
1,150 
28,510 
262 
24.79 

1,264 
163 
22 
3.4 
135.5 
9.0 
22,087 
1,472 
1.25 
1,840 

1.10 
0.13 
0.14 
17 5 
7.02 

and imagination of officials and program management 
allow. Labor problems may be fewer; however, es
tablishing programs at this level requires that 
funds must either be raised through taxes or by 
divert ing funds from other pcuycams . Because 
elected officials must answer to their constituen
cies, such a program must be percP.ivP.ti ~s n~c~ssary 

and effective. 

Awareness of Program 

Awareness of the program is easier to generate at 
the employer level because information channels are 
often well established. Problems may arise with 
employee perception of the effectiveness of the pro
gram; thus the long-term support of weak program:; 
may resul,t in noneffective programs. However, this 
is directly under the control of management. 

Awareness at the community level is somewhat more 
difficult to develop. Results indicated that flyers 
delivered door-to-door tend not to be effective. 
Repeated newspaper articles have more effect, as do 
prcocntations at gi:oup m"'"'Llnys, but these are not 
generally under the control of officials or program 
managers. Eventually, information is no longer 
newsworthy, and group programs are no longer open to 
repeated messages about ridesharing. Thus expensive 
marketing campaigns may have to be added to the 
ridesharing program budget. 

Potential for Expansion 

The potential for expansion of the program is 
greater at the community level than at the employer 
level. Company programs can and will attract em
ployees who want to reduce commuting expenses and 
also some who are just entering the work force. 
However these programs will face a saturation 
point. That carpooling to work has remained stable 
over the past several years confirms this finding. 
Applications may continue to grow, but turnover and 
dropout rates will reduce gains and ultimately pro
duce a stable total. 
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Because of the larger base of residents within 
communities, there is greater possibility for expan
sion. The communities contain many commuters who 
may commute to jobs at firms that are too small to 
have ridesharing programs. These residents may only 
lack awareness of other community residents who are 
traveling to close-by locations. The experience of 
the ridesharing coordinators and the findings of the 
panel survey indicate that at least half of the new 
ridesharers are just entering the work force and use 
this service until they can afford to own and oper
ate their own automobiles. In this respect, ride
shar ing enables persons to get to jobs they might 
otherwise be unable to take or keep without diffi
culty. 

Although nonwork ridesharing was difficult to 
organize, the limited success in organizing ride
shar ing to schools, recreation programs, and com
munity col leg es indicates that r ideshar ing programs 
can be successful in either reducing VMT or provid
ing transportation to those who otherwise would not 
have that option. The limits of such specific pro
grams were not even approached by the coordinators. 
It is believed that great expansion potential exists 
within many communities. 

In summary, with positive and negative aspects of 
the program inherent in each approach, it cannot be 
said that one approach is more effective than the 
other. The continuation phase of the employer dem
onstration indicates that sustained effort produces 
more results for less effort and cost. The neigh
borhood approach deserves a continuation phase and 
is worthy of attempts in other types of communities 
throughout the country. 

CONCLUSIONS 

In conclusion, it appears that the neighborhood
based ridesharing coordinator program is a viable 
concept. With the solid support of the communities, 
ridesharing coordinators can influence ridesharing 
formation for the residents of those communities. 
The coordinators were most successful in forming 
carpools to work and to regularly scheduled activi
ties such as community colleges. In this study, the 
coordinator was the catalyst for a buspool to a 
local community college. Ridesharing arrangements 
for nonwork purposes other than school were found to 
be informal, socially based, and not a productive 
target of the coordinators' efforts. 

Public awareness of the program was high. The 
most effective marketing technique appears to be 
word-of-mouth generated by newspaper articles about 
the program and brief announcements and flyer dis
tribution at large group meetings. Most nonwork 
groups were not open to involl/'ed discussion about 
the benefits of ridesharing. 

In comparison with the employer-based carpool 
coordinators, who ran a proven program in a time of 
rising gasoline prices and fuel supply shortage, the 
neighborhood ridesharing coordinators were equally 
effective in the number of placements per hour and 
in cost-effectiveness measures. Given that employer 
r ideshar ing programs gradually rise to a saturation 
point, a neighborhood program that has a large popu
lation base and a continuous changeover in residents 
has great possibilities for cost-effective expan
sion. Therefore, additional demonstration programs 
are recommended. 
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