
Transportation Research Record 1082 l 

Ridesharing Requirements in Downtown Los Angeles: 

Achieving Private-Sector Commitments 

PATRICK ROCHE and RICHARD WILLSON 

ABSTRACT 

Developers of major projects in downtown Los Angeles now enter into commitments 
to achieve specified r ideshar ing participation levels over the life of their 
projects. The Community Redevelopment Agency (CRA) of the city of Los Angeles has 
completed agreements for more than 6 million square feet of office space that 
commit the project owners to achieve a 60 percent employee ridesharing participa
tion level, that provide for regular monitoring of performance, and that define 
specified compliance measures if ridesharing levels are not achieved. The pri
vate-sector ridesharing commitments are part of a multiagency effort to address 
the transportation requirements of the 16 million to 20 million square feet of 
growth expected to occur in downtown Los Angeles by 1995. This paper is a report 
on the circumstances and processes leading to the endorsement of ridesharing com
mitments by the downtown development and business community and the adoption of 
the transportation system management (TSM) rideshare program by CRA. The concerns 
raised by developers during project negotiation are addressed. Suggestions are 
offered about the use of ridesharing requirements as a transportation strategy 
and about establishing a program. 

A private- and public-sector consensus on a wide 
range of transportation strategies for downtown Los 
Angeles has been emerging during the past year. That 
consensus includes a recognition of the role of man
agement-oriented approaches in providing transporta
tion services and of the value of ridesharing as a 
permanent, long-term element of urban transportation 
policy. This paper is a report on the process by 
which private and public sectors have developed pro
grams that will increase ridesharing in downtown Los 
Angeles. 

Many cities are using ridesharing techniques more 
extensively to address commuter transportation needs. 
The downtown Los Angeles experience has focused on 
the facilitation of continued growth and associated 
transportation improvement issues. This is consistent 
with an overall trend toward promotion of area-spe
c ific r ideshar ing programs that have transportation 
access problems as the rationale for their implemen
tation instead of regionwide concerns such as air 
pollution or energy conservation. 

A variety of implementation techniques has been 
used in ridesharing programs throughout the country. 
For example, in Seattle the "Director's Rule" is a 
measure to implement r ideshar ing provisions and re
strictions on the use of parking through ordinance
imposed conditions on the issuance of per mi ts. The 
program includes entering into a memorandum of 
agreement regarding r ideshar ing program implementa
tion and includes follow-up evaluation by the city. 
Alternatively, in Hartford, Connecticut, an extensive 
private-public consensus-building effort has resulted 
in the formation of a private nonprofit corporation 
to promote reliance on high-occupancy vehicles. The 
nonprofit corporation has been successful in gaining 
voluntary commitments to ridesharing from major 
employers. These examples and others demonstrate the 
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variety of implementation techniques available to 
meet local needs. 

The distinguishing characteristics of the downtown 
Los Angeles ridesharing program are that requirements 
are negotiated with developers before final design 
of the projects and that the ultimate agreements in
corporate specified performance requirements as well 
as monitoring and compliance procedures. The ride
shar ing program requirements are registered on the 
title of the property and burden the land and subse
quent owners. Thus the program is designed from the 
outset to achieve a long-standing commitment to 
ridesharing that will affect downtown commuter travel 
trends. 

The Community Redevelopment Agency (CRA) of the 
city of Los Angeles, in conjunction with other Los 
Angeles City departments and the private sector, has 
begun to implement ridesharing requirements for de
velopment occurring in downtown Los Angeles. CRA has 
entered into agreements with developers for ride
sharing programs for approximately 6 million square 
feet of development, and it will implement similar 
agreements for the additional 16 million to 20 mil
lion square feet of development expected by 1995. 
Under the current r ideshar ing performance require
ment, 60 percent of a project's employee population 
would use a ridesharing mode, including transit, 
carpools, and vanpools. 

In this paper the transportation and development 
context of downtown Los Angeles is outlined and the 
origins of the program and CRA's redevelopment role 
are described. The major program elements are ana
lyzed, developer response to the program is de
scribed, and conclusions that may have applicability 
for other cities are drawn. 

EXISTING CONDITIONS 

Downtown Los Angeles is encircled by freeways that 
extend radially outward to link downtown with many 
activity centers and residential communities. These 
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freeways, along with the well-developed network of 
surface streets and an extensive bus system, provide 
regional access to downtown. Figure 1 shows the local 
street system and surrounding freeway system. 

As the largest and strongest commercial market in 
the region, downtown Los Angeles currently contains 
nearly 51 million square feet of private and public
sector office space. Class A office space represents 
slightly less than one-half of this total. There are 
approximately 215, 000 persons employed in downtown 
(1). 

- During the past two decades, the Southern Cali
fornia region and downtown Los Angeles in particular 
have experienced major growth in office space devel
opment, The primary reasons for this growth are the 
region's emergence as a center for finance and Pa
cific-Rim basin trade and a strengthening of the re
g ion's traditional role in the aerospace and high
technology industries. This most recent wave of 
economic growth has established downtown Los Angeles 
as one of the world's leading concentrations of fi
nancial.and corporate headquarters. 
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CURRENT DOWNTOWN TRAVEL PATTERNS 

Downtown Los Angeles is the most accessible activity 
center in Southern California, with 7 freeways, 30 
maJor surface streets, and 120 regional bO'"S,---,.1..,o~a'"tt-e~s,--------

serving the area. An average of 690,000 people enter 
a defined downtown cordon area on an average weekday; 
almost two-thirds of these people arrive in automo-
biles, vans, and trucks; one-third arrives in buses, 
and a small percentage arrive by other means. A 
large percentage of the total persons entering the 
cordon area is either traveling to downtown for non-
work purposes (tourism, shopping, business, etc.) or 
is making a through trip to destinations outside the 
cordon area. 

Existing data sources have not been structured to 
provide primary data to answer certain questions 
concerning ridesharing behavior. The following table, 
baseci on a downtown Los Angeles cordon count (2) , 
gives derived data on existing ridesharing participa
tion in downtown Los Angeles based on transportation 
mode surveys and data from transportation agencies. 

:•:•:• CRA Jurladlotlan 
······ 

FIGURE 1 Los Angeles central husine88 district, freeway system, and local street system. 
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Work Trips Made by 
Automobile (drive alone) 
Ridesharing (carpool, vanpool) 
Transit 

Percentag e 
46 
19 
35 

The high volume of traffic into and through the 
downtown results in peak-hour congestion on the 
streets and freeways. Traffic speeds on the freeways 
that converge on downtown average less than 20 mph 
for more than 2 to 3 hr during peak morning and 
evening periods. On the Harbor Freeway and regional 
access streets located west of downtown, traffic 
congestion has intensified because of recently con
structed high-rise office developments. Traffic 
volumes on the regional access streets average 3,000 
vehicles per hour with speeds of 5 mph during the 
peak. 

The level of employee participation in ridesharing 
programs depends on many factors, including the 
existence of employer-sponsored incentives. Some 
downtown employers promote well-established voluntary 
ridesharing programs. The Atlantic Richfield Company 
is a leader in this regard. Its program was estab-
1 ished more than a decade ago and serves as a model 
for a large single-tenant program. Other factors that 
contribute to existing r idesharing levels are the 
escalation of parking prices (approaching $150 per 
month for new development) and increased public 
awareness of commute alternatives made possible by 
the highly visible success of TSM measures during 
the 1984 Summer Olympics. 

REDEVELOPMENT ROLE OF CRA 

Under California law and the Los Angeles City Char
ter, the CRA is empowered to carry out a program of 
redevelopment and economic revitalization for por
tions of the city of Los Angeles. The CRA is answer
able to the city council and the mayor. It is a 
separate governmental entity and has specific imple
mentation powers and responsibilities for carrying 
out its city council-approved objectives. For ex
ample, the CRA can acquire property by eminent do
main, assemble and dispose of property, borrow money 
from any public or pr iv ate source, and use tax in
crement financing to issue bonds to support redevel
opment activities. 

The CRA, with policy directives from the city 
council and the mayor and state-mandated powers, is 
characterized by its implementation functions rather 
than any regulatory function. To implement redevel
opment activities, the CRA frequently enters into 
legally binding agreements with developers. These 
agreements outline the scope of development and re
sponsibilities of private and public parties. Often 
a developer is required to undertake certain actions 
either as a condition for development or as a condi
tion for the agency's assistance in developing a 
project. This unique ability to negotiate public and 
private commitments enables CRA to pursue significant 
ridesharing requirements for new developments in 
downtown Los Angeles. 

FACTORS LEADING TO PROGRAM ADOPTION 

Concern about the ability of Los Angeles' transpor
tation network to accommodate projected growth has 
been a driving force behind citywide efforts to link 
development programs with specific transportation 
commitments. This concern is based on a number of 
factors: 

1. Strong market forces for the centralization 
of office growth in downtown Los Angeles. Downtown 
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Los Angeles has grown because of its role as a fi
nancial and corporate center and its expanded links 
with the Pacific-Rim economy. Economic forecasts 
suggest that 16 million to 20 million square feet of 
commercial and government office space will be added 
by 1995 <l>. 

2. Reduced local funding available for transpor
tation improvements. In California, Proposition 13 
(a tax limitation initiative that was approved by the 
voters in 1978) has reduced the ability of local 
governments to fund transportation improvements. 
Fiscal problems of local governments have had an im
pact on state finances. 

3. Potential federal policy changes regarding 
urban transit. For example, a reassessment by the 
Reagan administration of the federal role in and re
sponsibility for funding new-start rapid-rail transit 
projects has introduced increased uncertainty about 
significant increases in rapid transit services. 

4. Excessive use of existing roadway infrastruc
ture. In many built-up areas, roadway capacity has 
been fully utilized and increasing roadway or freeway 
capacity is difficult or impossible. 

These factors were reflected in a number of 
studies conducted by public transportation planning 
agencies (!) • Some of these issues were raised by 
community groups. Early in 1985 city council members 
voiced concern over these issues and subsequently 
several city council motions were introduced to im
pose a construction moratorium on new developments 
in certain areas because of strained transportation 
conditions or to impose transportation impact fees on 
new development. The CRA ridesharing program de
scribed in the next section was part of a multipro
gram response to these issues. 

DESCRIPTION OF PROGRAM 

The central elements of the TSM ridesharing program, 
approved by CRA, are the establishment of a specific 
ridesharing participation requirement, the estab
lishment of monitoring and compliance measures, and 
the registration of the program on the project's 
title. The program is implemented through developers, 
rather than tenants, because CRA has enforceable 
development agreements with developers and because 
up-front assurances concerning r ideshar ing per
formance are needed in order for CRA to approve proj
ects with yet-to-be-identified tenants. This ap
proach ensures that a buildingwide program will be 
developed in projects with numerous tenants and that 
tenants begin to plan for their employees' partici
pation in the program at an early stage (i.e., during 
lease negotiations). 

Summarized hereafter are the key elements of 
ridesharing programs that are included as part of 
CRA Owner Participation Agreements (OPAs) and Dispo
sition and Development Agreements (DDAs) with devel
opers of projects with 50,000 or more square feet of 
office space. 

1. Developer commitment that at least 60 percent 
of the building employee population will participate 
in ridesharing programs (i.e., carpools, vanpools, 
private or public bus, rail transit, walking, etc.). 
The intent of the requirement is to achieve a level 
of ridesharing participation that is 10 percent 
greater than current levels in the central business 
district (CBD). 

2. Establishment of an employee ridesharing pro
gram by the developer as part of the overall devel
opment program. The program would detail policies 
and actions to promote and reinforce ridesharing 
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among building employees, including transit pass 
subsidies, subsidized or preferential parking, or 
both, for carpools and vanpools, provision of staging 
areas, and so forth. 
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During the course of committee deliberations, the 
following concerns and recommendations were expressed 
to the mayor and presented to city council members: 

-------3- .- ... E!>._'tatT.l:±shment--and s t11:f f in~mm~t-e-E-E----''L....,RK<ee>G~GGgQ,,R-i-tioR--4f the need For pri vate a nd public 
transpor t a tion coordinator (CTC) office to operate sectors to jointly address transportation access to 
the ridesharing program and assist tenant companies the CBD through transportation system management and 
in developing a comprehensive ridesharing program transit improvement programs, 
for their employees. • The need to treat projects equitably, 

4. Implementation of a monitoring program so that •A challenge to government agencies to match 
the CTC office can report progress to CRA on (a) the private sector's performance and commitment to 
level of ridesharing participation; (b) percentage ridesharing, 
of employees using transit, carpool, vanpool, or • Encouragement of existing employers to partici-
other ridesharing modes: and (c) use of on-site pate in ridesharing programs, and 
parking to achieve ridesharing ob j ectives. • Maintenance of flexibility in the methods of 

5. A provision that the developer will augment complying with ridesharing requirements. 
transit and carpool modes by creating a vanpool pro
gram, should r ideshar ing participation requirements 
not be met. In that instance, the developer will be 
required to provide free vanpool seats equivalent to 
the shortfall between the ridesharing performance 
requirements and actual performance, under the pro
visions of the development agreement. The developer 
h a s t he right to propose alternatives to a vanpool 
program provided that such measures are likely to be 
of equivalent effectiveness. 

6. A commitment to participate in areawide pri
vate-sector efforts to coordinate management of 
site-specific ridesharing programs. 

7. Recording of the program on the project's 
title and application to subsequent owners. Agency 
development agreements cover a wide range of project 
construction and implementation specifications and 
programs. Rideshar ing programs are included in de
velopment agreements. After completion of a project 
and termination of the development agreement, ride
sharing agreements and other programmatic obligations 
are recorded as covenants that run with the land in 
an Agreement Affecting Real Property and burden the 
land and apply to all subsequent project owners. 

Monitoring ridesharing agreements requires a sub
stantial time commitment on the part of the devel
oper or project owner and CRA. Performance monitorinq 
occurs every 6 months for the first 5 years and an
nually thereafter. The deve loper or owner reports on 
financial records of rides haring incentive programs, 
s ur veys e mploye es , a nd r eports to CRA on compliance 
wi th perf o r ma nce r e quiremen ts . CRA r e v iews t he re
por t , wor ks wi t h developer s on progra m i mproveme nts 
i f per f ormance requiremen ts are not being met , an d 
a dminis t e r s c ompl iance measures ou tl i ned in the 
f o regoing I t em 5 i f performance i s below requ i re
ments . This approach is feas i bl e because of t he 
limited geographic scope in which CRA conducts de
tailed planning and implementation activities. In 
addition, CRA will conduct an areawide survey of 
downtown employees on a periodic basis to monitor 
trends and refine subsequent TSM requirements. 

RESPONSE OF DEVELOPERS 

Developers have responded to the program collectively 
through a priva t e-sector commi t tee on CBD t r anspor
tation establ ished by Mayor Bradl ey and individua l ly 
through development project review. Reactions at both 
levels are discussed. 

The Mayor's Blue Ribbon Committee, comprised of 
27 major development interests and community leaders, 
reviewed CRA's ridesharing program. This committee 
endorsed the concept of mandatory ridesharing pro
grams for new development. They recommended that new 
development achieve 10 percen t impr ove men t over cur
rent levels of rideshar i ng for c ompa cable bu ildings 
in the relevant area. This requirement is comparable 
to the 60 percent r e quirement in the CRA program~ 

The Blue Ribbon Committee's final position in 
support of the proyram was preceded by considerable 
discussion concerning issues such as the appropri
ateness of imposing the program on developers instead 
of on employers, the extent of ridesharing improve
ment to which developers thought they could commit, 
and the general issue of developing programs that 
attempt to induce shifts i n commuter transportation 
modes instead of supplying additional roadway capac
ity. Concerns in these areas were addressed through 
numerous discussions at subcommittee meetings. 

The staff of many public transportation agencies 
played an educational role, informing the Blue Ribbon 
Committee members about the extent of the problem 
facing downtown Los Angeles and stressing the poten
tial of ridesharing as a key component of the solu
tion. Providing examples of successful programs was 
helpful in illustrating the different ways in which 
programs could be implemented, stressing the poten
tial cost savings of replacing drive-alone parking 
subsidies with extensive incentives to rideshare. In 
this regard, illustrating the extent of current sub
sidies became important because parking prices in 
new developments in downtown Los Angeles are commonly 
$150 per month. F inally, the near-term advantages of 
the ridesharing program for employers, such as im
proved access to the labor pool and reduced absen
teeism and employee turnover, were presented. 

The citywide political climate also influenced 
the committee's perceptions because the downtown 
community wished to play a leading role in addressing 
transportation and land use issues and in expressing 
their concerns to the city council. 

Individual developers have responded to the pro
gram through the project review and approval process. 
Responses at the project level have varied. Some de
velopers retained ridesharing consultants during 
project negotiations and offered counter proposals, 
whereas others relied primarily on their legal coun
sel to review legal implications. Often these dis
cussions focused on CRA's assumptions and definitions 
as well as factors relating to registering the 
agreement on the title. In some cases, developers 
based their agreement to the r ideshar ing program on 
assurances that no subsequent comparable project 
would have less stringent ridesharing requirements. 
Because the concept of incorporating ridesharing 
provisions in urban development projects is so new, 
some developers believed that any problematic aspects 
would be resolved before the development projects 
were completed. Typical development projects require 
between 1 and 5 or more years lead time before the 
corrunencement of construction, so there is a time 
during which experience would be gained in developing 
and implementing development-related r ideshar ing 
programs. 

Summarizerl next are overall responses to the pro
gram that emerged during meetings with individual 
developers: 
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1. Project location will affect the ability to 
meet requirements. Some parts of downtown Los Angeles 
are better served by transit than others. Accord
ingly, some projects must rely more heavily on car
pool and vanpool ridesharing. 

2. Project tenant mix will affect the ability to 
meet requirements. Developers of projects who expect 
to have higher numbers of small professional firms 
raised concerns about meeting the same targets as 
projects with large employers. 

3. Flexibility among r ideshar ing modes is e_ssen
tial. Developers resisted attempts to prescribe the 
r ideshar ing mode or modes to be implemented in the 
program. 

4. Alternatives to free vanpool compliance mea
sures are necessary. Alternative compliance measures, 
which recognized the unique tenant and locational 
characteristics of the project, were proposed. 

5, All projects should have similar requirements 
so that no project would be subject to perceived 
market risks. 

CRA's staff response to the first two concerns 
has been to assist in the identification of ride
sharing techniques that can be used in areas off ma
jor transit routes or in multitena~t buildings. In 
addition, CRA will undertake a survey of the CBD work 
force in 1986 to examine variations in r ideshar ing 
behavior that can be attributed to locational and 
tenant mix variables. Few data are currently avail
able on those variations and the effect they have on 
achieving a successful program. 

Concerns about flexibility among ridesharing modes 
and the need for alternative compliance measures have 
been addressed through modifications of the original 
program. The core of the program is the r ideshar ing 
performance requirement, which can be achieved by a 
number of means. It is expected that a wide range of 
r ideshar ing incentive programs will be developed as 
project owners explore least-cost solutions to the 
transportation requirements of projects. 

The last concern, equal treatment, has been ad
dressed through "favored nations" clauses that give 
project owners assurance that subsequent comparable 
programs will not have substantially less stringent 
requirements. By addressing the concern over equit
able treatment, these clauses have made possible tbe 
institutionalization of the program for new develop
ment. 

CONCLUSIONS 

Although the ridesharing requirement has been insti
tutionalized in general terms, refinements are some
times needed for developments that may involve some 
unique characteristics. Accordingly, all the agree
ments with developers have comparable requirementsi 
however, in some cases they contain variations that 
reflect particular concerns that have been raised by 
the developer during project negotiations. The review 
of the details of each program with the developer 
provides a valuable dialogue about the nature of the 
ridesharing requirements and, in some instances, op
portunities to incorporate provisions reflecting any 
unique characteristics of particular development 
projects. 

The ridesharing agreements discussed in this paper 
will be implemented in projects that are currently 
under construction or are scheduled for construction 
in the next 5 years. Accordingly, the conclusions 
summarized here pertain to experience gained through 
the process of establishing requirements and achiev
ing consensus on the extent of pr ivate_-sector com- , 
mitments rather than implementation experience. The 
processes outlined in this paper are applicable in 
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urban centers that are now adopting ridesharing pro
grams, or in those that are moving from voluntary 
approaches to commitments to ongoing monitoring and 
achievement of performance requirements. 

Summarized next are some overall conclusions about 
the role of r idesharing as an urban transportation 
strategy. 

1. Management-oriented transportation solutions 
are being recognized by the development community as 
a major part of long-term transportation solutions 
in dense urban areas. Decreases in funding available 
for capital improvements to transit and roadway sys
tems have increased private-sector awareness of the 
need for other feasible cost-effective approaches to 
addressing future transportation needs. 

2, Market trends favor increased ridesharing. 
Key among these factors are increases in parking 
prices, decreasing parking supply ratios, increasing 
time costs of congestion, and continued growth of 
development in activity centers. 

3. The strongest attribute of r ideshar ing pro
grams is that they can contribute to the continued 
growth of urban activity centers. The CRA program 
was tied to the issue of the continued growth of 
downtown Los Angeles as an economic and cultural 
center in the Pacific Rim. One of the first ride
shar ing agreements was part of a creative development 
project that had strong public benefits. These link
ages place ridesharing programs in the context of a 
long-term vision of the future. Justifications for 
programs should be broader than concern about traffic 
congestion, air pollution, or energy conservation. 

On the basis of recent experience in Los Angeles, 
it is likely that ridesharing programs implemented 
through similar development agreements will be more 
commonly used in urban centers. However, the process 
of establishing the type of program described in this 
paper rests on a number of factors. The experience 
in downtown Los Angeles suggests that the following 
considerations are important in establishing a pro
gram: 

1. A perceived cr1s1s helps to focus political 
and private-sector attention on the problem. A short 
program design and public review period enabled CRA 
to respond while the issue was in the forefront. 

2. The ability to propose that r ideshar ing pro
grams be an established component of development 
agreements is enhanced by the existence of a working 
relationship with the development community. The CRA 
program added an element to an existing development
planning process that was familiar to the development 
community. 

3. A forum for private-sector involvement, sepa
rate from individual project review activities, is 
er i tical. In Los Angeles, the Blue Ribbon Committee 
provided an opportunity for CRA to directly communi
cate the rationale for the program and to illustrate 
how it could be implemented. This committee also af
forded downtown leaders the opportunity to prepare 
an independent assessment of downtown's transporta
tion problems and solutions. 

4. Monitoring and compliance measures represent 
major time commitments for the public agency and the 
developer. Because of the long-term performance re
quirement and monitory effort, the development 
agreement approach outlined in this paper may be most 
appropriate for limited geographic areas. 

Ridesharing represents a major component of the 
transportation future of downtown Los Angeles, The 
change in attitude toward management-oriented trans
portation strategies has been dramatic. Further im
provements in ridesharing participation are expected 
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as regional transit projects are implemented, as 
parking prices rise, and as the positive interactive 
effects of r ideshar ing programs currently being es
tablished manifest themselves. 
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Concept for Ridesharing 

JESSE GLAZER, ANN KOVAL, and CAROL GERARD 

ABSTRACT 

The most common objection of solo drivers to carpooling is lack of flexibility. 
Part-time carpooling (two persons 2 days per week) appears to answer much of this 
objection. A demonstration project was undertaken to test the effectiveness of 
part-time carpooling, identify the nature of the market for this concept, and de
termine what elements contribute most to the success of this type of undertaking. 
Participants were asked to commit to a two-person carpool 2 days a week for 3 
months. A total of 212 people registered, which indicated that the market size 
for part-time carpooling is approximately 5 percent of the drive-alone commuters 
at the demonstration site. Half of the registrants had had no previous carpooling 
experience, and there was a higher-than-normal spread in work schedules. Of the 
212 registrants, 100 were matched in potential carpool groups, and 44 people 
formed new, part-time carpools. There was no ongoing matching support, which may 
explain in part the high attrition rate (75 percent in 8 months). This demonstra
tion project indicates that part-time carpooling is a promising technique for 
reaching beyond the commuter market segments traditionally served by conventional 
ridesharing programs. 

The most common and strongest objection voiced by 
solo drivers to ridesharing is lack of flexibility. 
Every ridesharing professional who has contact with 
commuters hears this objection more often than any 
other. Studies in Los Angeles (1) and elsewhere have 
found that the perception of the inflexibility of 
r ideshar ing is the single largest barrier to accep
tance of the idea among solo-driver commuters. 

This appears to be a major reason why fewer than 
one-third of all commuters who are offered free 
ridesharing information will even bother to apply 
for this service. It may also explain in large part 

J. Glazer, Crain & Associates, Inc., 2007 Sawtelle 
Boulevard, Suite 4, Los Angeles, Calif. 90025. A. 
Koval and c. Gerard, Hughes Aircraft Corporation, 
Building 522, Mail Stop E316, P.O. Box 92919, Los 
Angeles, Calif. 90009. 

why such a small percentage, typically 5 to 15 per
cent, of those who do apply for ridesharing matching 
services actually use that information to join or 
form a carpool (~) • 

If significant improvements are to be realized in 
the carpool placement rates that result from ride
shar ing efforts, something must be done to overcome 
this common objection of solo drivers. The potential 
for improved placement rates is enormous. If half of 
all commuters who voice this objection were to be 
won over by the part-time carpooling concept, the 
typical ridesharing placement rate would almost 
double. 

This demonstration project was an attempt to 
directly and strongly respond to this objection by 
offering commuters a highly flexible ridesharing 
program--part-time carpooling. The organizers of this 
demonstration believed that promotion of this concept 




