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ABSTRACT 

The information in this paper is based on documented field experience in Cen
tral Virginia where two human service agencies, a community health center and a 
community action agency, are using current transportation funding to provide 
the local match required to fund a regional public transportation system in 
four very rural counties. Virginia has several unique elements that affect the 
local share required for a community to institute public transportation. For 
capital expenditures, UMTA Section 18 will provide 80 percent. If requested by 
a local governing body, the Virginia Department of Highways and Transportation 
will also contribute an additional 19 percent, leaving only a 1 percent local 
share remaining to be funded. Further, this 1 percent local match can be raised 
through local business donations because Virginia has a Neighborhood Assistance 
Act program that will provide a 50 percent tax credit for donations to approved 
community projects. Because of the strict nature of Virginia statutes, not only 
is a thorough financial plan required, but strong local community development 
is required to assure local government support for a system. Virginia's experi
ence in funding is important to share with other states in fostering rural and 
specialized transportation systems and the positive aspects and some of the 
drawbacks of this model are shown in this paper. Virginia statutes tend to 
create a favorable environment for rural and small urban transportation in con
trast to the hostile or benign environments typical in most states. 

As do most states, the Virginia Department of Trans
portation (VDH&T) places heavy emphasis on highways 
and spends a relatively minor portion of transporta
tion funding on public transportation. There are, 
however, several statutes that create a favorable 
environment for public transportation and have 
helped a new rural provider, the Central Virginia 
Transportation system (CVT) to be established in the 
Central Virginia counties of Amelia, Buckingham, 
Cumberland, and Fluvanna. 

These four counties are in the Piedmont area of 
Virginia west of Richmond, north of Farmville, and 
east of Charlottesville. This area contains approxi
mately 1,500 mi 2 , has a population of 38,000, and 
a population density of 26. 7 persons per mi 2 in
cluding fi. fi percent transportation-dhadvantag11d 
(ll, 13 percent 65 years or older, and 18.9 percent 
below poverty level. This area has a significant 
need for public transportation when compared to 
areas where public transportation is already pro
vided. The district's rural character is reflected 
in the large percentage of land devoted to agricul
ture and forest. Although agricultural uses still 
dominate the district land use pattern, agriculture 
employment has declined continually over the past 30 
years. Jobs in retailing, service, and government 
sectors have increased steadily and manufacturing 
employment has shown increases over the past 20 
years. 

The lead agencies for planning services in the 
area were the Central Virginia Community Health Cen
ter, Inc. (CVCHC) and the Central Piedmont Action 
Council, Inc. (CPAC). These private, nonprofit cor
porations had provided transportation services to 
their own clients for more than 14 years, but there 

was no local public transportation. Both agencies 
were spending large amounts of money, serving a lim
ited population, and duplicating services by cover
ing many of the same routes at the same time. During 
calendar year 1983, more than $200 , 000 was used for 
CVCHC and CPAC transportation services. 

Several factors were considered in deciding to 
establish a public transportation system in Central 
Virginia: the poor utilization of CVCHC and CPAC 
vehicles, the duplication of services, the lack of 
public transportation in the area, the high level of 
poverty and transportation-disadvantaged persons in 
the community, continuing requests from other human 
service agencies, repeated requests from the general 
public, and a need to secure an alternative funding 
i'IOllrr.P. 

A major consideration of the CVCHC was the in
creasing concern by state and federal health offi
cials over the low utilization and high cost of 
transportation for CVCHC patients. This criticism 
was focused on resource utilization, however, not on 
management. It was believed that services were being 
provided at the lowest cost possible, but due to the 
nature of the services, it was underutilized. The 
service had available seats, but did not have extra 
available time, so a creative method of opening up 
the services was needed. It was realized by the 
CVCHC Board of Directors and by the U.S. Department 
of Health and Human Services project officer as
signed to monitor the CVCHC program that by modifi
cation of Center policy, a general public system 
could be created from the nucleus of services avail
able from CVCHC. It was recommended that technical 
assistance be sought to determine the cost and fea
sibility of opening up the service. 
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Establishment of public transportation in Central 
Virginia required several levels of effort and per
suasion. The CVCHC and CPAC management and boards 
had to modify internal policies to begin the pro
cess. The CVCHC Board approved this modification in 
October 1982. The VDH&T had to be convinced that 
there was sufficient need and demand to justify use 
of public funds for the project. Regional planning 
agencies had to be shown that the proposed service 
design was feasible and county governments had to be 
convinced that public transportation would be in the 
best interest of the public. 

Historically, studies conducted by regional plan
ning district commissions and the VDH&T several 
years earlier (.!,1) had recommended that CVCHC and 
CPAC combine their transportation resources and form 
the basis of a new, expanded system, but the studies 
provided neither a specific need or demand statement 
nor a step-by-step blueprint for development of the 
new system. 

Desp i t e t he l ack of a blueprin t f or provid i ng 
s erv ice s , a ma jor formal step i n t he c ooperat ive 
publ ic transportation venture was take n i n May 1983 
when CVCHC a nd CPAC e ach filed Sec tion 1 8 a pplica
tions with the VDH&T. The VDH&T indicated that the 
applications had mer i t, bu t that t hey were i ncom
plete with r egard t o specif ic operating detail. A 
s ugges tion by the Public Transportation Division of 
VDH&T that technical assistance was advisable re
sulted in a CVCHC application for a Section 18 Tech
nical Assistance grant request for a two-stage 
Transportation Development Plan (TOP) • Work on the 
TDP was initiated in August 1983 and was completed 
in January 1984 (3). The f irst phase of the TOP up
dated and e xpanded earlier data on the need of resi
dents and concluded that public transportation was 
both needed and feasible in the proposed service 
area. Phase II provided a service plan to meet the 
need and demand i de ntified in Phas e I. Revised fis
cal year (FY) 84 Sec tion 18 applications were filed 
in February 1984 along with FY 1985 requests. At the 
suggestion of the VDH&T, there was a single, com
b i ned a pplicatio n file d by CVC!IC for CVCHC to oper
a te t he s ys tem i n Bucki ngham a nd F luvanna a nd to 
subcontrac t with CPAC to operate t he s y stem in 
Amelia and Cumberland. The proposed budget for the 
s ystem' s f irs t f ull year of operation t otaled 
$825 ,000: $ 185 ,000 fo r administr ation, $ 290, 000 for 
operating deficit, and approximately $350 ,000 f o r 
capita l equ ipment . Authorization from t he VDll &T to 
proceed was received i n July 198 4 a nd t he system is 
e xpe c t ed t o beg i n service t0 the ge neral p ublic i n 
mid-1985. 

The application projec t e d the use of a c0mb ina
tion of federal, state, and local dollars with ex
isting agency cont r ibutions to e stablish and operate 
a public transpor tation system tha t would continue 
to meet t he n ee ds of CVCllC a nd CPAC cJ. i e nts and also 
meet the needs identified for the general public. A 
combination of fixed route, feeder service and a 
demand-response component was recommended and found 
to be necessary based on the demand identified in 
the TOP. This entire process was fostered by the 
favorable environment of several statutes from the 
u.s. Government and the State of Virginia. Each of 
these statutes is described in the remainder of this 
paper. 

Section 18 funding provides for public t rans por
tation cost re·imbursement at the following rates : 80 
percen t fo r a dmi nistrative costs , 5 0 percent for 
o per atinl) cle f ir. i ~. , a nd 80 percent f or c apital e x
p enses . In Virg i nia , t he r e maining c osts may be sup
pl ement ed by sta t e f unding assistance (1984 Act s of 
t he Ge neral Assembl y , Chapter 744, Item 640) a nd by 
a new law, the Neighborhood Assistance Act, that 
encourages private businesses to become involved in 

53 

community projects (Code of Virginia, Chapter 19, 
Section 63.1-320). 

Capital assistance of 95 percent of the nonfed
eral share (19 percent of the total cost) is avail
able from the state if, and only if, it is requested 
by the local governing bodies. In the CVT system, 
local governing bodies in each of the four counties 
requested the capital assistance on behalf of the 
system. The federal and state combination of funding 
left a 1-percent share of the total capital costs 
that must be made available by local sources. This 
1-percent local match for capital will be raised 
through community donations and should be enhanced 
by t he Virginia General Assembly's passage of the 
Neighborhood Assistanc e Act that became effective in 
1982. 

The Neighborhood Assistance Act is a unique state 
program that encourages businesses to invest in com
munity improvements by allowing state tax credits as 
incentives for business firms to invest directly in 
community services designed to benefit low income 
individuals. Improved community relations, enhanced 
public image, increased visibility, and tax credits 
are all potential advantages of participation in the 
program by community businesses. Applications for 
approval of projects is handled by the Virginia De
partment of Social Services. This program emphasizes 
partnerships between the private and public sectors. 
The Neighborhood Assistance Act calls for defining 
local problems, designing local solutions, and using 
all available resources to improve the environment 
for both business and the community. The Act lists 
such areas as education, job training, crime preven
tion, and community services as types of projects to 
be sponsored under the new program. Flexible guide
lines allow local groups and businesses to design 
specific community programs. Examples include child 
care centers; job training centers; cultural centers 
for art, music, dance, and drama; winterization of 
homes for the elderly and handicapped; renovation of 
older neighborhoods; and, in Central Virginia, pub
lic transportation. The CVT public transportation 
system has been approved as a Neighborhood Assis
tance Act program, and businesses that invest in the 
program may take a 50 percent state tax credit for 
any contribution greater than $100. The Virginia 
General Assembly designed the Act so that virtually 
all Virginia businesses, regardless of type or size, 
can take advantage of this incentive for community 
involvement. In addition to credits for monetary 
support, tax credits may also be taken for materi
als, employees' paid time and services, and other 
resources, with appropriate verification. Although 
many businesses are familiar with federal government 
programs that require elaborate record-keeping and 
reporting, the Neighborhood Assistance Act program 
is state-operated with simple, streamlined applica
tion and record requirements. The paperwork can be 
developed by either the business or the neighborhood 
organization i nvol ved in the effort. 

Another exceptiona lly attractive feature in Vir
ginia, for systems operated by public bodies, is a 
95 percent reimbursement for nonlabor operating 
costs not reimbursed by Section 18. This means that 
expenses such as fuel, tires, and maintenance can be 
reimbursed to a system by the state. The CVT will 
not be eligible for these funds because it will not 
be operated by local governments or any other publ i c 
body. The CVT operating costs not funded by Section 
18 will be funded by CVCHC and CPAC dollars pres
ently used to operate the nonpublic §ystem. These 
funds are part of the CVCHC and C~AC maintenance of 
effort. Both agencies have made a commitment to con
tinue transportation funding at the same level as 
before Section 18 funds were requested. The TOP ad
dressed the issue of possible incorporation by the 
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CVT as a separate public service corporation, but 
this was not considered the most desirable entity 
for several reasons: recognition and relative accep
tance of the CVCHC and CPAC organizations by the 
community, initial time and expense to develop a new 
organization, long-term funding issues with regard 
to current funding levels, strong indications that 
county governments did not wish to be anymore in
volved than absolutely necessary, and an associated 
reluctance to develop a new legal entity. Once pub
lic operation experience is gained and the service 
is well established in the community, a separate 
corporate status may be more feasible. 

Eighty percent of the administrative costs of the 
CVT system will be reimbursed by Section 18 with the 
remaining 20 percent coming from both the CVCHC and 
CPAC budgets to help fulfill their maintenance of 
effort requirements. If a public body were operating 
this system, 10 percent of the administrative costs 
would be covered by state dollars also, leaving only 
a 10 percent local requirement. 

Establishment of the CVT system has required 
close cooperation and coordination at many levels. 
CVCHC needed permission from both its community 
board of directors and the u.s. Department of Health 
and Human Services (OHHS) because approximately 70 
percent of CVCHC funds comes from a Public Health 
Service Section 330 grant. The remaining 30 percent 
comes from locally generated patient fees and is 
available as local dollars for UMTA match purposes. 
CPAC also needed permission from its board of direc
tors. CPAC receives most of its funding through the 
Community Services Block Grant program. The most 
difficult cooperation to obtain was that from the 
County Board of Supervisors. The county governments 
were concerned about possible liability and future 
obligation for funding if federal and state funds 
were decreased or discontinued. It required more 
than 20 meetings with local Boards of Supervisors 
and community pressure to obtain necessary agree
ments from the 4 counties. The liability issue was 
addressed by specific contracts between the four 
counties and the operators that passed on the lia
bility the counties incurred through the state
county agreements. A special provision of the 
county-operator contracts was that the operators 
would secure a bond that would guarantee that any 
costs incurred by the counties would be fully reim
bursed by either the operator or the bonding company. 

A major problem in securing agreements from the 
counties was the philosophy of local officials who 
considered transportation a low priority public ser
vice. Local governments, contrary to what would be 
expected, appear to be less sensitive to such local 
needs than are state and federal governments. A 
gradual, yet undocumented, change appears to be oc
currin'o in the rural ,HP.as 11s youngPr, hPt.t.Pr-Pnn
cated persons are seeking the improved quality of 
life available in rural areas. Also, an increasing 
number of elderly are moving back to the rural area 
and these persons historically have a much higher 
need for public transportation because of limited 
income and physical restrictions. Both of these fac
tors are likely to increase pressure on local gov
ernment for essential services, such as public 
transportation. 

Strong encouragement for the public system has 
come from human service agencies such am the health 
departmentsi and social service, vocational rehabil
itation, mental health, and senior citizen services 
in the four counties. Local churches have expressed 
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strong support and a local Chamber of Commerce has 
expressed an interest in some joint ventures with 
the system. After the public system has established 
credibility in the community, it is anticipated that 
local governments may agree to become more in'"volved. 

It is believed that several factors are present 
that will ensure success for this project. The CVCHC 
has always considered transportation a cost center 
and is aware of the high cost of providing transpor
tation services. Transportation is considered a sep
arate line item on the detailed semiannual cost re
port filed by CVCHC to OHHS (!>• This is in contrast 
to many human service agencies who have difficulty 
establishing actual transpo1 Latlun t!usts b!!cause 
these costs are so interwoven with other program 
costs. This has led to an underestimation by some 
agencies of the actual cost of transportation, 

Another factor to help assure success of this 
project is that CPAC has an excellent community net
work in place that can assist in securing public 
support. Also, an extensive marketing campaign, 
specifically tailored to the area, will assure that 
all rural residents know about the system and how to 
use its services. The VOH&T required an extensive 
TOP to assure that there was sufficient demand for 
public transportation in the area and that it was 
feasible to provide public transportation by enhanc
ing existing providers. A large TOP steering com
mittee, which included representatives from each 
county government, planning district commissions, 
school boards, and various human service agencies, 
has assured that these community groups are aware of 
what level of services are planned for the region. A 
CVT Advisory Committee will assure that there is 
continuing community input into service delivery. 
These factors, along with the favorable Virginia 
statutes described earlier and the increasing aware
ness at the federal level of the issue of rural 
transportation funding equity, should give the new 
CVT system an opportunity to show that public trans
nnr+-::1+-;nn ,a ~ 10.g~ .. -1 ..... ~+-" public ser·v·ic~ .Lll the 
rural area, and that community cooperation can allow 
scarce resources to have maximum impact on the lives 
of all the community. 
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