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Executive Summary
In the fall of 2004, the Northern Virginia Transportation Commission (NVTC) kicked off a 
study to understand the transportation needs of seniors in Northern Virginia and develop recom-
mended strategies that public transit and other providers could use to enhance seniors’ mobility 
options. Over the next 25 years, the United States will witness significant demographic change. 
The number of older residents is expected to more than double. A similar pattern of demographic 
change is expected in Northern Virginia. By 2030 the ratio of seniors age 65 and older is expected 
to increase from one in 13 residents to one in seven—an increase of more than 240,000 seniors 
in Northern Virginia. By understanding this demographic shift, the travel patterns of seniors, and 
their reported needs, NVTC hopes to guide the region’s planners and decision makers toward 
meeting the transportation needs of seniors in the current and coming decades. 

Not only is the senior population growing across the U.S., but the growth is expected to largely 
occur in suburban and rural areas, locations characterized by dispersed development patterns and 
fewer transportation alternatives for those who cannot, or choose not to, drive.  Given the location 
choices of younger adults today, and the phenomenon of “aging in place,” where seniors grow old 
in the homes where they raised their children and retired, tomorrow’s seniors will be more de-
pendent on the car than today’s seniors. Of concern is the potential contribution of this growing 
cohort’s drivers to area traffic congestion and emissions and the reduced use of public transporta-
tion services by a growing age group. 

In this study, a senior is anyone age 65 and older. Older seniors refer to those individuals age 75 
and older, while younger seniors are those age 65 to 74. NVTC’s primary research (telephone 
survey, focus groups, and one-on-one interviews) focused on older seniors, while analysis of cen-
sus and other data sets provide a breakdown of information by the various age cohorts available to 
the data set. 

The NVTC study includes an analysis of changing demographic trends, an inventory of existing 
transportation services available to seniors in Northern Virginia, a telephone survey with more 
than 1,600 older seniors, 23 in-depth one-on-one telephone interviews with older seniors, four 
focus groups with older seniors, and one focus group with professionals and volunteers who serve 
seniors and have an understanding of their transportation challenges. 

The key research questions explored by the study team include the following:
What do the travel patterns of Northern Virginia seniors look like today? Are there
differencesamong those living in different types of communities? How closely do these 
travel patterns resemble those of seniors across the nation? 
What socio-economic factors influence the travel patterns of seniors?
What are the utilization rates of existing transportation services by seniors?
What are the current and projected gaps in the existing and future transportation 
servicesavailable to seniors?
What programmatic and service changes need to be made to meet the transportation
 needs of a growing senior population?

•

•
•
•

•
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How can transit systems retain and increase the number of older persons using their 
services?
What are the estimated costs of providing recommended transportation services?

Travel Characteristics of Northern Virginia’s Seniors
Seniors are highly reliant on private automobile travel, and are expected to become more so in the 
coming decades. Driving oneself accounts for the majority of total trips (63%) taken by Northern 
Virginia’s older seniors. One-fourth of all trips taken are done by ridesharing, which includes rid-
ing with spouses and other relatives.  Walking is the second most popular means of getting around 
after travel by car with 36 percent reporting having walked to a destination in the past month. 
Nine percent of trips taken in the past week were trips on foot. 

Seniors’ likelihood of using public transportation has been dropping for decades according to the 
National Household Travel Survey. Trips taken on fixed-route public transportation by North-
ern Virginia’s older seniors tracks national ridership levels at 1.3 percent of all trips. One in eight 
(about 7,500) Northern Virginia seniors have used fixed route public transportation in the past 
month, while six percent have used some form of specialized transportation (transportation for 
people with disabilities and senior or community vans). 

While current use of public transportation among seniors is limited, according to the telephone 
survey results, several seniors in the focus groups said they would consider using public transporta-
tion if it were available to them.  They defined ‘availability’ as public transportation coming to or 
near their home, being accessible, and running at hours that are convenient to them. 

Proximity to public transportation is a strong determinant of transit use. NVTC calculated that 
about 85 percent of Northern Virginia’s seniors age 65 and older live within one-quarter mile of a 
bus route. After accounting for health and disability, sidewalk and census block boundary limita-
tions, NVTC estimates that the senior transit market is about 77,000 persons at the current time, 
or about 57 percent of those age 65 and older. For the population 75 years and older, the estimated 
transit market is about 31,000 people, or 52 percent of the older senior cohort. The NVTC tele-
phone survey revealed that only about 13 percent of older seniors currently use public transporta-
tion. Given that more and more seniors will reside in the outer jurisdictions in the coming years, 
transit providers will need to be proactive in catering to seniors’ needs to maintain and grow their 
use of public transportation.

The number of non-driving seniors is expected to double, from about 28,500 in 2000 to more than 
60,000 by the year 2030. The transportation needs of this population of non-drivers will need to 
be met through walking (the second most popular means of getting around by seniors after travel 
by car), through public transportation, and through other supplemental services such as MetroAc-
cess, taxis, and ridesharing. 

The senior population most vulnerable to social isolation is non-drivers living in poverty. Often 
their low income is coupled with a disability. Older women suffer from higher disability and pov-
erty rates than older men, and they are more than two times more likely to live alone. As North-
ern Virginia’s population ages, many older women will not have relatives or family to offer them 

•
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support or assistance, as women age 65 to 74 today will have had fewer children than any previous 
cohort of the elderly. Minority women, especially Asian women who are nearly 10 times more 
likely than white men their same age to live in poverty, are particularly vulnerable. 

Characteristics of the Senior Public Transit User
Thirteen percent of Northern Virginia’s older seniors, those age 75 and older, report having used 
fixed-route public transportation in the past month. These users are more active, healthy, and 
educated compared to those older seniors who do not use public transportation. They are the most 
mobile, with almost all (95%) taking three or more trips each week. They are also wealthier than 
non-fixed-route public transit users. Fixed-route users are the most satisfied with their ability to 
get around and are the least likely to report problems with driving, walking or public transporta-
tion.  Most drive for a portion of the trips they take each week. They are not dependent on public 
transportation, but rather they clearly choose to use it when it meets their travel needs. 

Those in Northern Virginia who use specialized public transportation, such as paratransit, se-
nior vans, and dial-a-ride, are more like those who rideshare in many respects than they are like 
fixed-route transit users. This may indicate that ridesharers and specialized transit users are facing 
similar limitations and are choosing, or being forced to choose, between depending on others 
versus using specialized transportation. This group of public transportation users is less healthy 
and mobile. Twenty-eight percent of ridesharers and 29 percent of specialized transit users report 
poor health and disability status, compared to just seven percent of fixed-route public transporta-
tion users. Twenty-three percent of ridesharers and 20 percent of specialized transit users do not 
get out on a given day. Specialized public transportation users’ income typically is lower than that 
of fixed-route users. 

Problems with Using Public Transportation
More than one-half of respondents said that each of the following is a problem with using public 
transportation:

1. Public transportation going where you need to go (56%),
2. The distance to bus stops or rail stations (53%), and/or
3. The time it takes (52%). 

In addition, at least four in ten said that transferring between routes (49%), the frequency of ser-
vice (45%) and/or being able to get a seat (43%) are also problems in using public transportation. 

When respondents who use public transportation are assessed separately from those who do not, 
the results on the question of problems with public transportation vary between the two groups.  
For each of the possible problems listed for the survey, fewer users of public transportation report-
ed problems than did non-users.  For example, 27 percent of seniors who now use public transpor-
tation reported that reliability is a problem, while a greater portion – 39 percent -- of non-users 
reported a problem with reliability.  On the issue of getting information, 28 percent of users report 
this as a problem, while a larger proportion (38%) of non-users say this is a problem.  While some 
of these results would be expected, for example, distance to bus stops or rail stations is less of a 
problem for public transportation users (39% vs. 56%), other results suggest that non-users may 
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perceive problems because they are not familiar with public transportation services in Northern 
Virginia. Services and information tailored to seniors’ needs could fill this gap.  

In total, more than six in ten seniors have never used public transportation, and another two in ten 
have used it in the past but are not currently doing so. About one in ten seniors are currently using 
public transportation at least occasionally but had never used it in the past, while a similar propor-
tion use public transportation at least occasionally now and had done so when they were younger. 
This suggests that there is a market of seniors unfamiliar with public transportation that could 
become transit users.

While driving and getting rides from others are the primary means for seniors to get around, 
when asked through an open-ended question to identify the area’s greatest transportation chal-
lenges for seniors, similar proportions named public transportation needs as named driving needs. 
Public transportation not available or reliable, lack of convenient stops, traffic congestion, and 
inconsiderate and aggressive drivers were the most frequently reported problems with the trans-
portation system. While most seniors drive, they are just as likely to recognize the need for public 
transportation improvements as improvements to the road network.

Mobility and Social Isolation
In several recent surveys of senior transportation, seniors’ mobility is assessed by the degree to 
which they go	out on a given day or week.  The ability and frequency with which seniors go	out 
helps to measure the degree to which seniors are connected to their communities and therefore 
indirectly their access to community goods, services and social events.  A Surface Transportation 
Policy Project report on senior transportation specifically uses go�ng	out on the previous day, or 
conversely stay�ng	at	home, as a measure of social isolation.

 According to this measure of go�ng	out, the NVTC study found that 22 percent of Northern 
Virginia seniors did not go out the previous day, suggesting social isolation.  Moreover, 2 percent 
did not go out at all during the previous week and another 11% made only one or two trips the 
previous week. Getting out is a particular problem for non-drivers, as only 60 percent get out of 
their homes three or more times a week, compared to 93 percent of drivers.  While the survey data 
indicate that seniors in Northern Virginia may be somewhat less isolated than seniors nationwide, 
seniors with more limited mobility become “marooned” in their homes according to a participant 
in the brokers focus group.

Those who get out more are more satisfied with how they get around. Almost six in ten of those 
who are satisfied with how they get around get out of their homes five or more times each week, 
compared to three in ten of those not satisfied with how they get around. 

Income and health appear to have a predominant effect on senior mobility. More than six in ten of 
those with household incomes greater than $30,000 say they typically get out more than five times 
a week, compared to about three in ten of those with lower incomes.  Almost seven in ten of those 
with an excellent health and disability status (HDS) get out more than five times a week, versus 
just three in ten of those with a poor HDS. 
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More than one-third (36%) of all respondents said they have problems getting somewhere they 
would like to go. While no one destination stood out, shopping for clothes and household items, 
seeing a doctor or other health care provider, visiting friends, and just getting out and about were 
some of the destinations seniors reported having difficulty reaching. Furthermore, those who pri-
marily have to depend on others for rides are more likely to have problems getting anywhere. 

Relationship Between Community Type and Senior Mobility
Among the objectives of the NVTC senior transportation study are two related to land use:  (1) to 
identify differences in the travel patterns of seniors by the type of community in which they reside; 
and (2) to assess the impacts of land use patterns and community type on senior mobility.  For this 
study the region was classified into three different community types, differentiated by population 
and population density, degree of mixed-use development, and existence of a walkable environ-
ment.  Survey respondent addresses were geocoded and then grouped into the three community 
types. 

Community Type I: 	A	walkable	urban,	or	town,	m�xed-use	commun�ty.	
Community Type II: 	A	suburban	res�dent�al	commun�ty	type	character�zed	by	a	separat�on	of		
																																				reta�l	and	commerc�al	serv�ces	from	the	res�dent�al	areas.	
Community Type III: 	A	rural/exurban	commun�ty	type.	

The development patterns of the past several decades have led to today’s seniors being more depen-
dent on driving to meet their transportation needs and those who cannot drive will be at risk for 
social isolation. Suburban development patterns, characterized by a separation of land uses, have 
led to increased distances between homes and services, making it less convenient to walk and use 
public transportation. In fact, in Northern Virginia and across the country, the use of public trans-
portation by seniors has been dropping for decades. In contrast, this trend is not true for Northern 
Virginia’s higher density, mixed-use, urban and town communities such as the Rosslyn-Ballston 
corridor in Arlington, Reston, and the region’s historic towns. 
The NVTC study reveals that senior travel patterns vary by the type of community in which a 
senior resides. Land use does affect senior travel and could be part of the solution toward meeting 
seniors’ transportation needs. For example, NVTC’s survey found that those who live in urban/
town mixed-use communities take a greater proportion of trips on fixed-route public transporta-
tion (4%) compared to those from suburban communities (1%) and from exurban areas (<1%). 
While this level of travel on public transportation may appear low for all community types, North-
ern Virginia’s mixed-use, walkable communities have bucked the national trend of decreasing 
transit use over the decades. Almost two in ten (18%) of seniors living in Type 1 communities say 
they have used public transportation in the past week.  Conversely, public transportation use is less 
common in Type 2 communities (7%) and least common in Type 3 communities (2%). 

Those who live in mixed-use urban and town communities take a greater proportion of trips by 
walking or fixed route public transportation than do seniors who live in suburban and rural areas. 
In the walkable, mixed-use urban and town communities, senior residents take an average of 
2.3 trips on foot to a destination each week. Moving outward from the more urbanized areas of 
Arlington and Alexandria and into the middle and outer suburbs, seniors report taking only an 
average of 0.7 walking trips per week, and in the exurban and rural areas of Northern Virginia, 
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only 0.4 trips per week on foot. Forty-eight percent of seniors from urban and town communities 
report having walked to a destination in the past week. That’s more than two times greater than 
reported for suburban areas, and nearly five times greater than for exurban areas. This is a signifi-
cant finding and suggests that efforts to improve mobility for seniors should look towards commu-
nity design policies and strategies that provide more pedestrian-oriented, mixed-use environments 
that foster walking trips. These types of improvements would also make public transportation use 
more convenient. 

Seniors from walkable, mixed-use urban and town areas are more mobile, taking 20 percent more 
trips each week than those from suburban and exurban areas. They are also less likely to be socially 
isolated. Only 16 percent of seniors from urban and town communities were found to not have 
gotten out the previous day, compared to 22 percent of those from suburban and exurban areas. 

Community type has a great impact on how much seniors drive. Driving oneself accounts for less 
than one-half (48%) of the trips taken by seniors living in urban and town communities, compared 
to about two-thirds of the trips taken by seniors living in suburban and exurban areas (64% and 
66% respectively). 

Seniors from walkable, mixed-use areas are more likely to have accepted rides as a passenger in a 
private vehicle in the past week than those from suburban and rural areas. This can be attribut-
able in part to lower licensing rates among seniors in walkable, mixed-use areas (84%) versus 90 
percent (suburban) and 91 percent (exurban). A higher percentage of younger seniors (age 65 to 
74) from Arlington and Alexandria have found ways to rely on other forms of transportation as 
suggested by the higher percentage of those without access to a car (31% and 33% respectively) 
versus nine percent for the region as a whole. 

Balancing Cost-Effective Transportation Improvements and 
Senior Mobility Needs 

It is clear that no one solution will address the transportation needs of all seniors in the region, 
as needs vary by health and disability status, income, and residential location, among others. The 
identification of cost-effective transportation solutions is a goal of this study. Transportation 
costs are influenced by several factors, including the type of service, distance traveled, the ability 
to group trips, whether services are operated by dedicated providers, and policy decisions that 
determine those who qualify for service and the size of the service area. The challenge is to design 
services that take into account these cost factors while offering enough service variety to meet 
seniors varying needs. NVTC’s recommendations emphasize meeting seniors’ transportation 
through least-costly fixed-route service. At the same time, the NVTC recognizes that frail seniors 
will need more specialized travel options. The recommendations also reflect land use and urban 
design considerations that encourage the expansion of walkable, mixed-use communities, as the 
distances between origins and destination are often shorter, and more travel options can be pro-
vided to seniors at lower cost. 

Fixed-route services are the least costly to provide on a per passenger trip basis, with service pro-
vided on a set schedule, traveling a set route.  In urban areas, such services may typically carry over 
20 passenger trips per vehicle hour, so that the operating costs are spread over relatively high ve-
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hicle loads.  And the marginal cost of each passenger trip is very low, with a fixed-route bus able to 
absorb additional ridership until the bus is full and no more standees can fit.  In addition, because 
the biggest cost component is driver wages, the bigger and fewer the buses, the cheaper the cost per 
passenger. This is not the case for paratransit and specialized transportation services, where pas-
senger trips are individualized, with varying origins and destinations that may change day to day. 
The marginal cost of each additional trip can be as high as the full cost per passenger trip.  The cost 
difference between the two types of public transportation on a per passenger trip basis is large: na-
tional data show the operating cost for a one-way unlinked passenger trip on paratransit is $21.43 
compared to $2.68 on fixed-route. 

Specialized transportation services are an important component of the overall public transporta-
tion network, and there are various types of specialized services, differentiated by their purpose 
as well as their operating characteristics and type of community in which they operate. Special-
ized transportation services that are designed with characteristics of fixed-route/fixed scheduled 
service are more cost-effective on a per passenger basis than those that are designed without such 
aspects.  Specifically, the ability to group trips, serve limited destinations, and operate on somewhat 
of a scheduled basis will help ensure more cost-effective passenger trips. However, the specialized 
services that are more individualized, providing trips throughout their service area on a  “many 
origins-to-many destinations” basis, provide for greater travel flexibility and allow for more rider 
assistance from the driver, which is important for frail seniors. By their nature, these types of spe-
cialized services are more costly on a per passenger trip basis. Yet, such individualized trips may be 
those that have been referred to as “quality of life” or “life enhancing” including trips to visit family 
and friends or to cultural events. These types of trips are important for seniors, and research shows 
that real needs exist for these trips.

In addition, costs for specialized transportation are influenced by the type of community in which 
they operate. The characteristics of Community Type 1, which include moderate to high density 
with mixed land uses and a pedestrian-oriented environment, support the feasibility of fixed-route 
transit service and specialized services with fixed-route attributes. Such transit services are less 
costly relative to other types of service on a per passenger trip basis given that greater grouping of 
riders is possible, trip lengths are shorter, and sidewalks and pathways ensure walking access to 
transit stops and stations. The characteristics of Community Types 2 and 3, which include lower 
densities, more segregated land uses, and, in rural and exurban areas, limited commercial and 
service activities, result in more limited opportunities to group riders and longer trips to access ser-
vices and destinations. Transit services for such communities will tend to have lower productivities 
and longer trip distances, leading to higher operating costs on a passenger trip basis.

While the projected numbers of trips on fixed-route transit are greater than those for specialized 
transportation, it is the costs for specialized transportation that deserve attention, given that the 
operating cost for a specialized transportation trip is eight times that of a fixed route trip, based on 
national data.  Using the cost range of $9-$23 per specialized transportation trip, it can be roughly 
estimated that the costs for providing specialized transportation in the NVTC region may fall 
between $4.5 million to $11.5 million in 2010 and between $8.8 million to $22.4 million by 2030, 
depending on whether the specialized service is individualized versus one that is able to effectively 
group passengers for greater cost-effectiveness. Both types of services are needed. These estimates 
are in 2005 dollars.  
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While it must be recognized that some seniors, particularly as they become older and more frail, 
will require more costly and individualized transportation services to maintain mobility, transpor-
tation improvements and community design policies can be developed that will work towards a 
range of options to meet future mobility needs. These options acknowledge that seniors’ transpor-
tation needs vary, as they do for all individuals, and that funding for public transportation is not 
unlimited.

Development of appropriate and cost-effective public transportation services to meet the increas-
ing need for senior transportation must balance the diversity of seniors’ mobility needs and look to 
community design and land use policies that support effective transit and mobility solutions. 

Projection of Future Transportation Needs
With increasing population comes increasing demand for transportation services. In 2005, ap-
proximately 720,000 fixed-route transit trips and 360,000 specialized transit trips were taken by 
Northern Virginia seniors age 75 and older. In 2030, NVTC estimates that this cohort of seniors 
will take 1,948,000 fixed-route trips and 974,000 specialized transit trips. Some researchers have 
postulated that total trip-making by seniors in future years will be greater than current rates, given 
high rates of mobility of today’s adults who will be tomorrow’s seniors. To the extent that this 
happens, the estimates of total trips may be understated. Conversely, these estimates assume that 
trip-making and modal use rates remain at levels reported in the study’s telephone survey. Given 
national trends in recent years of decreasing use of transit by seniors, this assumption may not 
hold true. And if proportionally more of Northern Virginia’s seniors are living in the more sub-
urban and exurban parts of the region in future years as anticipated, it will be increasingly more 
costly to provide effective public transit options to meet seniors’ transportation needs. 

NVTC’s analysis of senior travel patterns by community type underscores the importance of 
enhancing the public transportation system to meet seniors’ transportation needs. It also suggests 
that seniors’ mobility options may be improved through housing decisions; namely, choosing to 
live in more urbanized, mixed-use areas of Northern Virginia. 

Recommendations
NVTC had made recommendations in a number of areas to improve public transportation ser-
vices and mobility for seniors in Northern Virginia.  These recommendations build on the study’s 
quantitative and qualitative research, demographic analyses, review of existing specialized services, 
related literature on senior transportation, and experience in the transit industry.  

The recommendations focus efforts in three areas.  

1. Encourage and support increased use of fixed route transit by seniors 

Recommendations are made to encourage and support increased use of fixed route transit by 
seniors through a number of different strategies, including: 

a centralized information and referral service that includes “real people” as well as 
electronic information; 

•
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travel training; 
coordinated fixed-route service with “seamless” transferring, an improvement already
 planned with the Regional Fare Collection Integration Project;  
targeted marketing and incentives for seniors; 
senior sensitivity training for drivers; 
low floor buses; 
service routes in selected areas with concentrations of seniors; and,
mid-day and evening service.

These recommendations recognize that the region has many existing public transportation ser-
vices, including extensive fixed-route service in the more urbanized parts of the region, and use 
of existing services by seniors could be increased if seniors are given more support.  Generally, 
the recommendations are appropriate for all parts of the region, specifically the three community 
types, but have more potential where there are more transit services.  Some of the recommenda-
tions, however, should be focused to younger seniors who reside near fixed-route services. Simi-
larly, the recommendation for service routes would need to be tailored to existing services and land 
use considerations.  Service routes are neighborhood-based routes, using smaller buses, designed 
to serve seniors and provide access to local shopping and other services, and are more cost-effective 
than paratransit services.  

 
2. Encourage supplemental specialized services for seniors unable to use fixed-route service

The second set of recommendations focuses on supplemental specialized services for seniors, 
including volunteer transportation and taxi subsidy services, recognizing that some seniors, 
particularly older seniors who become more frail, are not able to use fixed route services.  Volun-
teer transportation is increasingly being recognized as an important component of the special-
ized transportation infrastructure for seniors and persons with disabilities, and efforts should be 
made to increase the role of volunteer transportation in Northern Virginia. Volunteer drivers can 
provide the more difficult to serve trips, such as those for very frail seniors, longer distance trips 
for specialized medical care, and multiple “chained” trips (e.g., a trip to the doctor, to the pharmacy, 
and then home).  These types of trips are difficult for public transportation to provide. While 
increased volunteer transportation is important throughout the region, it may be particularly im-
portant in the more rural parts of the region – Community Type 3 – given more limited options 
in such areas and the longer distances of many trips.  

Another supplemental specialized transportation service is provided through the region’s various 
taxi subsidy programs.  These programs provide the more spontaneous trips that seniors need 
and trips are typically not restricted by jurisdictional boundaries.  Specific improvements to taxi 
services are recommended to address fare payment, reliability, and driver sensitivity.  Taxi subsidy 
programs take advantage of existing transportation providers and subsidy levels can be adjusted 
for seniors of different income levels, with deeper subsidies provided to lower income seniors.  
Subsidized taxi services are relatively cost-effective compared to specialized services that require 
vehicles and drivers dedicated only to serving seniors and other target groups.

•
•

•
•
•
•
•
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3. Address land use and community design

The third and last set of recommendations addresses land use and community design to improve 
transportation and mobility for seniors.  Solid comprehensive plans that explicitly address the 
community’s changing demographics and senior housing and transportation needs will set the 
stage for the zoning ordinance and subdivision and site plan review. Accessory dwelling units, or 
granny flats, provide seniors with a rental housing option in their community or the means to gen-
erate rental income themselves. Transit oriented development should be planned and built across 
Northern Virginia to reduce overall auto dependency and increase the efficiency and convenience 
of using public transportation by people of all ages. Attention to street design that fosters walk-
ing and transit use is fundamental to TOD and can increase seniors’ transportation options in all 
types of communities.

Next Steps
During 2006, NVTC will test the effectiveness of instruction to seniors on how to use the region’s 
trains and buses, focusing on attracting seniors to public transportation and meeting their mobility 
needs. Funding for Phase II of the study is provided by the Virginia Department of Transporta-
tion. 
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Chapter 1 
Introduction

In the fall of 2004, the Northern Virginia Transportation Commission (NVTC) kicked off a 
study to understand the transportation needs of seniors in Northern Virginia and develop recom-
mended strategies that public transit and other providers could use to enhance seniors’ mobility 
options. Over the next 25 years, the United States will witness significant demographic change. 
The number of older residents is expected to more than double. A similar pattern of demographic 
change is expected in Northern Virginia. By 2030 the ratio of seniors age 65 and older is expected 
to increase from one in 13 residents to one in seven—an increase of more than 240,000 seniors 
in Northern Virginia. By understanding this demographic shift, the travel patterns of seniors, and 
their reported needs, NVTC hopes to guide the region’s planners and decision makers toward 
meeting the transportation needs of seniors in the current and coming decades. 

The impetus for this study evolved from recent publications documenting the notable demograph-
ic trends and associated travel patterns and the potential impact of an aging population on our 
transportation system.1 Not only is the senior population growing across the U.S., but the growth 
is expected to largely occur in suburban and rural areas, locations characterized by dispersed 
development patterns and fewer transportation alternatives for those who cannot, or choose not 
to, drive.  Given the location choices of younger people today, and the phenomenon of “aging in 
place,” tomorrow’s seniors will be more dependent on the car than today’s seniors. Of concern is 
the potential contribution of this growing cohort’s drivers to area traffic congestion and emissions 
and the reduced use of public transportation services by a growing age group. 

Providing transportation choices enables seniors to responsibly choose to stop driving when a 
personal medical condition indicates it’s time, thus helping to make the transportation system 
safer for everyone. On a per capita basis, older drivers have fewer crashes than younger drivers, but 
on an exposure basis (per trip or mile driver) older drivers are more likely to be killed or injured. 
Seniors should not feel that their lives have ended when it is time to give up the car keys. 

Ensuring seniors have access to transportation is important. Transportation enables people to 
maintain their needs for daily life maintenance and social contact. The key problem of later life is 
not health care or economic well-being, but social integration; namely, participation in clubs, serv-
ing as a volunteer, attending religious services, visiting friends, neighbors, and relatives.2 Reduced 
mobility among older persons is accompanied by lower self-esteem, feelings of uselessness, loneli-
ness, unhappiness, and depression.3 When physical frailty starts to take its toll (generally some-
time after age 75) and driving becomes difficult or impossible, mobility may be severely 

�	 	Rosenbloom,	Sandra.	The Mobility Needs of Older Americans: Implications for Transportation Reauthorization.	The	
Brookings	Institution	Center	on	Urban	and	Metropolitan	Policy.	July	2003.	Genevieve	Giuliano.	Travel Patterns of 
the Elderly: The Role of Land Use.	METRANS	Transportation	Center,	University	of	Southern	California.	July	2003.		
Demetra	V.	Collia,	Joy	Sharp,	and	Lee	Giesbrecht.	The 2001 National Household Travel Survey: A Look into the Travel 
Patterns of Older Americans.	Journal	of	Safety	Research	34	(2003)	46�-470.	

2	 	Giuliano.	p.�3.
3	 	Giuliano.	p.	�4.	
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constrained.4 “In a society where the automobile provides a level of mobility unparalleled by any 
other travel mode, the loss of driving ability dramatically impacts the lifestyle of the elderly. It 
reduces personal independence and accessibility to activities, and eventually may result in isolation 
from the rest of society”.5 Transportation provides that critical link to enable the individual to stay 
engaged in her/his community and is critical to the quality of life of the elderly. 

In this study, a senior is anyone age 65 and older. Older seniors refer to those individuals age 75 
and older, while younger seniors are those age 65 to 74. NVTC’s primary research (telephone 
survey, focus groups, and one-on-one interviews) focused on older seniors, while analysis of census 
and other data sets provide a breakdown of information by the various age cohorts available to the 
data set. 

The NVTC study includes an analysis of changing demographic trends, an inventory of existing 
transportation services available to seniors in Northern Virginia, a telephone survey with more 
than 1,600 older seniors age 75 and older, 23 in-depth one-on-one telephone interviews with 
older seniors, four focus groups with older seniors, and one focus group with professionals and 
volunteers who serve seniors and have a understanding of their transportation challenges. 

The key research questions explored by the study team include the following:

· What do the travel patterns of Northern Virginia seniors look like today? Are there 
differences among those living in different types of communities? How closely do these 
travel patterns resemble those of seniors across the nation? 

· What socio-economic factors influence the travel patterns of seniors?

· What are the utilization rates of existing transportation services by seniors?

· What are the current and projected gaps in the existing and future transportation ser-
vices available to seniors?

· What programmatic and service changes need to be made to meet the transportation 
needs of a growing senior population?

· How can transit systems retain and increase the number of older persons using their 
services?

· What are the estimated costs of providing recommended transportation services?

Northern Virginia is more than 1,300 square miles and home to about 136,000 persons age 65 
and older. The region is served by one of the nation’s premier regional fixed-route transit systems 
that carries more than 400,000 average weekday passenger trips. The Washington Metropolitan 
Transit Authority is the largest provider in this system with 20 Metrorail stations in Northern 
Virginia and combined Northern Virginia ridership on Metrorail and Metrobus of over 100 mil-
lion annual passenger trips. Fairfax Connector, the next largest bus system carries nearly 8 million 
additional annual passenger trips on its buses. Other providers include Alexandria DASH, the 
Potomac and Rappahannock Transportation Commission (PRTC) OmniRide and 

4	 	Giuliano.	p.	�3.
�	 	Giuliano,	p.	�3.
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OmniLink, Fairfax CUE, Loudoun County Transit, the Virginia Regional Transit Association 
(Loudoun County), Arlington Transit (ART), GEORGE, and the Virginia Railway Express 
(VRE).  Complementing the fixed-route transit system are specialized transportation services for 
seniors provided by WMATA and each of the local jurisdictions. Paratransit services for seniors 
and other persons with disabilities include MetroAccess, DOT Paratransit in Alexandria, Ar-
lington County’s STAR, FASTRAN in Fairfax County, City Wheels in the city of Fairfax, Fare 
Wheels in Falls Church, Loudoun Transit-On Demand Transportation (VRTA). In addition, 
several jurisdictions offer transportation to senior centers and adult day-care and taxi subsidy pro-
grams and they work with private, non-profit volunteer driver networks such as the American Red 
Cross and Interfaith Caregivers. 

What this study is not
Considerable research has been completed or is underway to expand seniors’ driving years in a safe 
manner.6 Efforts are underway to improve the safety of older drivers and their vehicles through 
driver screening, re-training and certification programs, enhanced night vision, lateral guidance, 
and eventually automated vehicles. Given the propensity of seniors to meet their transportation 
needs with the private vehicle, this work is no doubt important. Nonetheless, NVTC, as an agency 
whose primary mission is to promote public transit and ridesharing in Northern Virginia, has not 
included this aspect of senior mobility in its research; instead, the focus has been on identifying 
ways to meet the mobility needs of seniors more effectively using public transit options. 

Funding
This study was made possible through a $114,000 state grant from the Commonwealth of Vir-
ginia Department of Rail and Public Transportation. The Potomac and Rappahannock Trans-
portation Commission (PRTC) purchased an additional survey sample so that the research could 
be expanded to Prince William County and the cities of Manassas and Manassas Park. NVTC 
provided in-kind labor contributions to manage the project, convene and facilitate an advisory 
team, perform the demographic analysis, and produce the GIS maps and other graphics. WB&A 
Market research was retained to conduct the telephone survey and facilitate the focus groups 
while its subcontractor, the KFH Group, was retained to assist in the analysis of the findings and 
development of transportation recommendations. The research was guided by a multi-agency and 
multi-disciplinary advisory team composed of transportation planners and human service agency 
staff. A full list of advisory team members can be found in Appendix 7.  

6	 	Transportation	Research	Board	Committee	on	the	Safe	Mobility	of	Older	Persons	(ANB60).	
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CHAPTER 2 
Demographic and Travel 
Characteristics of Northern 
Virginia’s Seniors 
Demographic Characteristics of Northern Virginia Seniors

Several socio-economic factors influence the travel patterns of seniors. These socio-economic 
variables are not fixed but change with each passing generation. Seniors living in the United States 
today are generally healthier, wealthier and more mobile than the elderly of previous genera-
tions, and this trend is expected to continue. The sheer growth in the number of seniors requires 
a profound change in the way planners must understand the transportation environment and the 
effects of older persons on the transportation system. Transit providers must look anew at the 
services they provide to ensure they address the needs of the public and attract a growing market 
segment of the overall population.  

The following demographic statistics were 
largely derived from the 2000 Census. 
Travel characteristics are largely drawn 
from published research using 2001 Na-
tional Household Travel Survey data. 
Because many of the data tables provided 
by the US Census Bureau are not broken 
down by detailed age cohorts, the terms 
seniors, the elderly, and older	adults refer 
to those persons age 65 and over, un-
less otherwise mentioned.  Occasionally 
data are broken into categories called core 
(Arlington and Alexandria), inner (Fairfax 
County, city of Fairfax, and Falls Church), 
and outer suburbs (Loudoun and Prince 
William counties and the cities of Manassas and Manassas Park). These geographic groupings are 
commonly used by transportation planners in Northern Virginia. 

Numbers of Seniors and Median Age
According to the United States Census Bureau, there were approximately 136,000 men and wom-
en age 65 or older living in Northern Virginia in 2000. These older adults constituted 7.5 percent 
of the total population. About one in every 30 Northern Virginia residents was a senior age 75 
or older. The median age in 2000 among Northern Virginia’s nine jurisdictions ranged from 30.3 

Figure 2.1:  Jurisdictional Regions
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years in Manassas Park, to 39.7 years in Falls Church. The median age in Virginia is 35.7 years 
compared to a national median age of 35.3 years. 

Population Projections
Northern Virginia is expected to add more than 240,000 seniors age 65 and older over the next 
25 years. By 2030 the ratio of seniors age 65 and older is expected to increase from one in 13 
residents to one in seven. Another way to understand this growth is to compare the rate of growth 
of the total population with that of the senior population. Northern Virginia’s total population is 
expected to grow by a robust 87 percent over the next 25 years whereas the population age 65 and 
older is expected to grow nearly 180 percent. 

NVTC calculated these projections by applying the Virginia Economic Employment Commis-
sion population ratios by age group for the years 2000, 2010, 2020, and 2030 to the Metropolitan 
Washington Council of Governments Round 6.4a population projections. Fairfax and Arlington 
Counties provided its own population projections for these years. Tables A1.1 through A1.4 in 
Appendix 1 provides the projections for each jurisdiction for these four time periods. NVTC has 
applied these projections to calculate projected transportation needs in the coming decades (see 
Chapter 4). 

As can be seen in Figure 2.2, inside the beltway jurisdictions are expected to witness compara-
tively moderate growth in senior population between 2000 to 2030, while the outer jurisdictions 
(Prince William and Loudoun counties) are expected to see phenomenally high growth rates 

Loudoun County

Fairfax County
Alexandria

Arlington

Falls Church

City of Fairfax

Prince William County

Manassas

Manassas Park

Moderate Growth Rapid Growth

2000 2030
Number	of	Seniors ��,600 �3,�00

%	of	Total	Pop 9% 9%

2000 2030
Number	of	Seniors �7,800 40,287

%	of	Total	Pop 9% �6%

2000 2030
Number	of	Seniors �,300 2,600

%	of	Total	Pop �2% 22%

2000 2030
Number	of	Seniors �3,�00 80,800

%	of	Total	Pop �% �8%

2000 2030
Number	of	Seniors 9,�00 6�,600

%	of	Total	Pop 6% �4%

2000 2030
Number	of	Seniors 76,800 �60,700

%	of	Total	Pop 8% �3%

2000 2030
Number	of	Seniors 400 2,800

%	of	Total	Pop 4% �8%

2000 2030
Number	of	Seniors �,900 8,600

%	of	Total	Pop �% 23%

2000 2030
Number	of	Seniors 3,�00 �,300

%	of	Total	Pop �3% 2�%

Figure 2.2:  Projected Growth in Population 
                    Age 65 and Older
                    2000-2030

Source:	Virginia	Employment	Commission	projection	ratios	applied	to	
Metropolitan	Washington	Council	of	Governments	Round	6.4A.
Fairfax	County	Department	of	Systems	Management	for	Human	Services	adjustments	
Arlington	County	Department	of	Planning,	Housing	and	Development,	March	2006
(i.	see	endnote	for	more	information)
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among senior cohorts (a 499% growth rate in Prince William County and a 591% growth rate 
in Loudoun County). These high growth rates are largely due to the overall population growth 
expected during this time frame. For instance, Loudoun County is expected to grow by nearly 
300,000 residents between 2000 to 2030, a growth rate of more than 172 percent. While a rela-
tively lower growth rate is expected for Fairfax County (109%), given its already sizable population 
base, the county will likely see the largest increase in the total number of seniors during this period 
(around 84,000 seniors or about 37% of Northern Virginia’s total growth). The number of seniors 
as a percent of the total population is expected to remain the same in  Alexandria at nine percent. 
In all other jurisdictions, seniors as a percent of the total population will grow. 

This growth pattern is largely the result of “aging-in-place”—seniors choosing to remain in the 
homes where they raised their families and retired. Figure 2.3 presents another way to look at 
this. In 2000, 22% of Northern Virginia’s senior population resided in the core jurisdictions of 
Arlington and Alexandria, within close proximity to public transit, shopping and other services. 
Sixty percent lived in the inner jurisdictions, and 19% lived in the outer jurisdictions. By 2030, the 
percent of seniors in the core jurisdictions is expected to drop to only 14 percent, while the outer 
jurisdictions’ share will likely grow to 42 percent. Understanding these growth trends is central to 
properly programming transportation services for seniors in the coming decades. 

Migration Patterns (Location Choice) of Northern Virginia’s Seniors
In addition to looking at population projections of the number of seniors that are expected to 
reside in the Northern Virginia area, the project team investigated the extent to which seniors “age-
in-place.” The team was also interested in whether Northern Virginia attracts retirees from outside 
the area or whether it exports its retirees to other parts of the country. And finally, do the retirees 
that relocate to other parts of the country return to Northern Virginia when their health fails? 

Senior Population Distribution in 2030

Core	
Jurisdictions

�4%

Inner	
Jurisdictions

44%

Outer	
Jurisdictions

42%

Senior Population Distribution in 2000

Core	
Jurisdictions

22%

Inner	
Jurisdictions

�9%

Outer	
Jurisdictions

�9%

Source: Virginia Employment Commission projection ratios applied to 
Metropolitan Washington Council of Governments Round 6.4A.
Fairfax County Department of Systems Management for Human Services adjustments
Arlington County Department of Planning, Housing and Development, March 2006

Seniors 65 and Older by Sub-Area

Population Percent Population Percent
Core	Jurisdictions
		Arlington,	Alexandria 29,448					 22% �3,349					 �4%
Inner	Jurisdictions
		Fairfax	County,	city	of	Fairfax,	Falls	Church 8�,��3					 60% �68,666			 44%
Outer	Jurisdictions
		Loudoun	County,	Prince	William	County,
		Manassas,	Manassas	Park 2�,3��					 �9% ��7,872			 42%

�3�,9��			 �00% 379,887			 �00%

2000 2030

Figure 2.3: Location of Seniors in 2000 and 2030

Source:	Virginia	Employment	Commission	projection	ratios	applied	to	
Metropolitan	Washington	Council	of	Governments	Round	6.4A.
Fairfax	County	Department	of	Systems	Management	for	Human	Services	adjustments
Arlington	County	Department	of	Planning,	Housing	and	Development,	March	2006
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To investigate these questions, Census 2000 Migration data were used. The full analysis can be 
found in Appendix 6. 

The great majority (70.2%) of Northern Virginia’s residents age 55 and older are aging-in-place.1 
These are the people who reported having the same residence in 2000 as in 1995. While these 
aging-in-place rates are high, they are slightly lower than the US average (75.9%) and Virginia 
average (77.4%). 

Among Northern Virginia seniors age 55 and older who chose to move between 1995 and 2000, 
one in five relocated to residences still in Northern Virginia. Other movers tended to relocate to 
other parts of Virginia or the South Atlantic, especially Florida, Maryland, and North Carolina. 
Figures 2.4 and 2.5 show in- and out-migration patterns for Northern Virginia.  

Despite high levels of aging-in-place and the numbers of seniors who merely move to new resi-
dences within Northern Virginia, the Northern Virginia area is a net exporter of persons 55 and 
older, meaning that more people of that age cohort moved out of Northern Virginia during the 
1995 to 2000 time period than moved in. There are several possible reasons for this. For some, it 
may be because they wish to cash in on high home prices and move to less expensive parts of the 
country or it may be a desire to live in a warmer climate. Income certainly plays a role in relocation 
decisions. Of all Northern Virginia residents that reported moving out of the region between 1995 
and 2000, 48 percent were in the highest income bracket reporting an annual household income 
of $75,000 or more. Only 13 percent of seniors that moved out of the region were from the lowest 
income bracket, reporting an annual income less than $25,000 per year. Those with the most need 
for public support services will have limited, if any, relocation options. Thus, one cannot assume 
that being a net exporter of retirees will reduce the public burden to supply social services, includ-
ing transportation, to seniors. 

�	 Out	of	county	move	rates	for	those	age	6�	and	older	can	be	found	in	Appendix	6.	The	Census	only	provides	county	to	
county	migration	data	for	age	��	and	older.	

Figure 2.4:  Northern Virginia Outmigration Age 55 and Older (1995-2000)
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Wan He and Jason Schachter of the US Census Bureau found variations in state-level migration 
rates by age within the older population, suggesting a pattern of “return migration” at the oldest 
ages for some states.2 NVTC found this trend to be true for Northern Virginia, albeit to a lesser 
extent than in other areas of the country (see Figure 2.6). These changes in migration rate by age 
suggest that, at the older ages (over 85), many people who initially moved away at retirement may 
have returned to Northern Virginia, perhaps to be closer to family because of ailing health. The 
inner jurisdictions of Fairfax County, city of Fairfax, and Falls Church, along with Prince William 
County, Manassas, and Manassas Park show positive net migration rates for those age 85 and older 
(more persons moving to those jurisdictions than leaving those jurisdictions), but negative rates for 
those age 65 to 74. The positive net migration rate among older seniors from the core suburbs of 
Arlington and Alexandria is low. Loudoun County bucks the regional trend attracting seniors at all 
ages (positive net migration rates for all age cohorts). 

2	 Wan	He	and	Jason	P.	Schachter.	Internal	Migration	of	the	Older	Population:	�99�	to	2000.	Census	2000	Special	
Reports.	United		States	Census	2000.	US	Census	Bureau.	August	2003.

Figure	2.�:		Northern	Virginia	Inmigration	Age	��	and	Older	(�99�-2000)
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Figure 2.6:  Net Migration Rates (per 1000)1 for the Population 65 Years and Older by Age
                    1995-2000

�.	The	net	migration	rate	divides	net	migration,	which	is	inmigration	minus	outmigration,	by	the	approximated	�99�	population	and	multiplies	the	result	by	
�,000.		A	negative	value	for	the	net	migration	rate	is	indicative	of	net	outmigration,	meaning	more	migrants	left	an	area	than	entered	it.		Positive	numbers	
reflect net inmigration to an area.  Source: US Census Bureau, Census 2000.
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At the same time that NVTC was conducting a survey of seniors in Northern Virginia, the 
Northern Virginia Transportation Authority (NVTA) was conducting a survey of Northern Vir-
ginia residents as part of its planning effort to update the regional long-range transportation plan. 
One of NVTA’s research questions was residents’ priorities in deciding where to live. The results 
are telling (Figure 2.7). Seniors, more than any other subgroup, responded that being within walk-
ing distance of shopping, services and public transportation stops was most important to them.  

Nearly 90 percent of Northern Virginia’s older adults reside in more suburban or rural communi-
ties. 3 Given the aging-in-place phenomenon, most seniors chose their location of residences years 
or decades ago. As they’ve aged and their life circumstances have changed, proximity to shopping, 
services, and public transportation has grown in relative importance to them. Other factors, such 
as proximity to good schools and their workplace were likely more important factors at the time 
of their decision to locate in suburban or rural areas. The preponderance of people aging-in-place 
has significant transportation implications, given that the majority of these people do not reside in 
walkable, mixed-use communities. Transit services in the coming decades will need to be designed 
in such a way to cost-effectively serve seniors in lower-density areas. 

Educational Attainment
On average, Northern Virginia’s seniors are more highly educated and wealthier than their coun-
terparts from around the state and nation. Thirty-nine percent of residents 65 and older have a 
degree from a higher education institution, be it an associate, bachelors, graduate or professional 
degree. Statewide, just 20 percent of seniors from this same age cohort have an equivalent level of 
post high school education. Less than 20 percent of seniors nationally have post secondary degrees. 
As a percent, senior women in Northern Virginia are far more likely than their female counter-
parts in the state and nation to hold an associates degree or higher (38.7% versus 23.3% state and 
20.5% U.S.). Nonetheless, they are far less likely than Northern Virginia men of the same age 

�  Ninety percent of seniors 65 and older live in either Community Type II or III, as defined by NVTC. 

Figure 2.7:  Most Important Factor in Deciding Where to Live By 
Employment Status

9% 7% 12% 14% 9%
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Figure 2.7:  Most Important Factor in Deciding Where to Live By Employment Status

Source:	Northern	Virginia	Transportation	Authority,	200�. *88%	of	those	not	in	the	labor	force	are	female.
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group (54.1%) to have completed advanced studies. Educational attainment is expected to contin-
ue to grow in the coming decades as more younger persons, especially women, complete advanced 
degrees. 

Diversity
In 2000, the region’s senior population was predominantly white (81.1%) and only slightly more 
diverse than the state as a whole (80.8%) and slightly less diverse than the nation as a whole 
(83.6%) (Figure 2.8). While the number of elderly black and Latino residents was lower as a per-
cent of the total population than the state and national average, Northern Virginia was home to a 
proportionally higher percent of Asians (7.1% in Northern Virginia versus 1.8% in Virginia and 
2.3% in the US). The older population cohorts are expected to become increasingly racially and 
ethnically diverse in the coming decades as today’s more diverse younger population ages. North-
ern Virginia’s overall 2000 population was 35 percent minority. Between 1990 and 2000, more 
than 50 percent of the population growth in Northern Virginia stemmed from immigration.4 

About seven percent of Northern Virginia’s seniors age 65 and older reported speaking English 
“not well” or “not at all” in 2000. This reflects a higher immigrant population in Northern Virginia 
than the state and nation. Less than two percent of seniors in the state and only four percent of 
seniors nationally reported this same lack of English proficiency. The core and inner jurisdic-
tions have the greatest numbers of seniors who are not proficient with English. Across Northern 
Virginia, almost 10,000 seniors reported not having English proficiency.  Many of the region’s 
younger immigrants have chosen to locate in the inner and outer suburbs; thus, as the population 
ages, those seniors with limited English proficiency are expected to be more widely spread across 
Northern Virginia, rather than concentrated in the core and inner suburbs. As cultural and lan-
guage diversity grows, so too will the need for transportation services and information that address 
cultural and linguistic barriers.

4	 Numbers	do	not	include	children	of	foreign	born.	Ken	Billingsley,	Director	of	Demographics,	Northern	Virginia	Regional	
Commission,	presentation	to	NVRC	Board,	June,	200�.	
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Figure 2.8   Racial Composition of Northern Virginia Seniors

Source: Summary File 1, Table P12, Census 2000, U.S. Census Bureau

Figure 2.8:  Racial Composition of Northern Virginia Seniors

Source:	Summary	File	�,	Table	P�2,	Census	2000,	U.S.	Census	Bureau
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Income and Poverty
Poverty rates are much lower in Northern Virginia for all age groups compared to the state and 
nation. Younger seniors (those age 65 to 74) actually have slightly lower poverty rates (4.5%) than 
persons under 65 years of age (5.0%). However, by age 75, poverty rates increase to 5.6 percent. 
In terms of total numbers of individuals, the 2000 Census reports that more than 6000 Northern 
Virginia seniors age 65 and older live in poverty. Women and minorities are particularly vulnerable 
(Figure 2.9). While only 2.9 percent of white seniors 65 and older lived below the poverty line in 
2000, 15.3 percent of Asians, 14.4 percent of blacks, and 11.1 percent of Latinos (any race) of the 
same age group were poor.5 Older women were almost twice as likely to be living in poverty than 
older men, and those who lived alone had the highest poverty rate of all. Black women age 65 and 
older were 1.5 times more likely than black men, 4.5 times more likely than white women, and 
more than eight times more likely than white men to be living in poverty. Surprisingly, there are 
more Asian seniors living in poverty than there are either black or Latino seniors living in poverty 
in Northern Virginia (both in terms of absolute numbers of seniors living in poverty and as a per-
cent of their senior population). Asian women over 65 are nearly 10 times more likely than white 
men their same age to live in poverty. 

Income is a strong determinant of travel for all age groups.6 Over the past 20 years, the financial 
situation of seniors has, on average, improved.7 Should this trend continue, one can expect higher 
auto-ownership and trip-making among the elderly. Those who cannot drive may have more 
disposable income to spend on high-quality transportation services.8 Giuliano found that while 
low income is correlated with higher transit use among younger persons, the opposite is true 
among the elderly.9 Burkhardt also found that higher income seniors were more likely to use public 

�	 One	hypothesis	of	why	Asian	poverty	rates	are	higher	than	Latino	and	black	poverty	rates	despite	higher	income	levels	
among	Asians	in	the	younger	cohorts,	is	that	Asian	seniors	are	less	likely	than	Latino	and	black	seniors	to	live	with	their	
working-age	relatives.

6	 200�	National	Household	Travel	Survey.	
7	 Koffman,	David,	David	Raphael,	and	Richard	Weiner.	The	Impact	of	Federal	Programs	on	Transportation	for	Older	

Adults.	AARP	Public	Policy	Institute.	2004.	p.	42.	
8	 Burkhardt,	Jon	E.,	Adam	T.	McGavock,	Charles	A.	Nelson,	and	Christopher	G.B.	Mitchell.	Improving	Public	Transit	

Options	for	Older	Persons.	Transit	Cooperative	Research	Program	Report	82.	Vol.	I&2.	2002.	
9	 Giuliano,	Genevieve,	His-Hwa	Hu,	and	Kyoung	Lee.	Travel	Patterns	of	the	Elderly:	The	Role	of	Land	Use.	Final	Report	

Metrans	Project	00-8.	School	of	Policy,	Planning,	and	Development.	University	of	Southern	California.	July	2003.	
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transportation than seniors in poverty.10 However, the incomes of those who lack higher education 
or who have a disability have not kept pace. Burkhardt predicts that this discrepancy will create an 
even larger income gap for the about 15 percent of the elderly in or near poverty. And while many 
researchers forecast a continuation of rising incomes among seniors in the future, there is no assur-
ance that these trends will continue. Koffman notes that projections showing increases in future 
economic well-being of older adults are based on rather optimistic assumptions about trends in 
per-capita incomes. The future economic resources of older people and their need for publicly sub-
sidized alternatives to driving could change dramatically depending on changes in pension policies, 
Social Security benefits, the performance of private investments, labor force participation, and cost 
of living increases.11

Home ownership rates
Home ownership rates can be a predictor of wealth in Northern Virginia as well as a partial ex-
planation of aging-in-place. Home ownership rates among seniors in Northern Virginia are high. 
Seventy-eight percent of senior households were owner-occupied units. The cities of Fairfax and 
Manassas Park had the highest rates of home ownership among seniors (90.0% and 87.1% respec-
tively). Owning one’s home outright generally can be a strong incentive to remain where one now 
lives; however, Northern Virginia’s rising property taxes could force some property-rich, cash-poor 
seniors to move. As shown in Table A1.9, home ownership rates increase through age 65 but begin 
to decrease for the population cohort age 65 to 74 years. By age 85 and older only 58 percent of 
seniors own the home they live in, down from a high of 83 percent for the cohort age 55 through 
64 years. 

Live alone rates 
Twenty-five percent of all Northern Virginia seniors age 65 and older live alone, a slightly lower 
percentage than that observed for the state and US senior population. In Northern Virginia, older 
women are more than twice as likely as older men to live by themselves (33% and 14% respectively) 
(see Figure 2.10). Sandra Rosenbloom, writing for the Brookings Institution Center on Urban and 
Metropolitan Policy, points out that as seniors age and the likelihood of disability increases, those 
over 85, and women in particular, will face several serious constraints with little family assistance. 
“The majority of older women will live alone, some because they never married, some because they 
have been widowed or divorced.” She goes on to note that, “while most elderly men have a spouse 
for assistance, especially when health fails, most elderly women do not. In fact, most older women 
will have no relatives or family members to provide support or assistance, given that the 85-and-
older cohorts in the upcoming two decades will have had fewer children than any previous cohort 
of the elderly.”12

�0	 Burkhardt	J.	et	al.	p.	29.	
��	 offman,	D.	et	al.	p.	42.	
�2	 Rosenbloom,	Sandra.	The	Mobility	Needs	of	Older	Americans:	Implications	for	Transportation	Reauthorization.	Center	

on	Urban	and	Metropolitan	Policy,	The	Brookings	Institution.	July	2003.	



�-10	

Health and Disability
Several studies indicate that health status, rather than age, is a key determinant of the degree to 
which people can lead independent lives.13 The American Association of Retired Persons (AARP) 
conducted a national telephone survey in 1998/1999 of adults aged 50 and older. AARP found 
that age alone is not the best indicator of transportation mode use, transportation problems, or 
personal mobility, but rather health and disability status (HDS) is a strong predictor of mobility 
in the population age 75 and older. One in five of AARP’s respondents age 50 to 74 (22%) re-
poted excellent HDS compared 
with one in eight respondents 
age 75 to 79 (12%) and one in 
10 respondents age 80 and older 
(8%). Those 85 and older with 
excellent HDS were reported 
to be more mobile than their 
younger counterparts with 
poor HDS.14 A 1999 study 
in the Baltimore region found 
that an older person’s ability to 
walk three blocks was the most 
robust of all predictive variables 
in travel frequency.15 The results 
of NVTC’s telephone survey 
support the above findings and 
are discussed in detail in Chapter 3. 

�3	 Burkhardt	J.	et	al.
�4	 Ritter,	Anita	Stowell,	Audrey	Straight,	and	Ed	Evans.	Understanding	Senior	Transportation:	Report	and	Analysis	of	a	

Survey	of	Consumers	Age	�0+.	AARP.	2002.	p.	vii.	
��	 Burkhardt	J.	et	al.	p.	20.	
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Figure 2.11  Percent of Seniors that report difficulty going 
outside the home alone due to a physical, 
mental, or emotional condition lasting six 
months or more
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There are numerous methodologies in use to measure disability. Most reflect the complex interplay 
among a particular type, or types, of disability an individual endures, the resulting functional limi-
tations such as walking or understanding written material, and the impact these limitations have 
on the ability to engage in basic life activities, or activities of daily living (ADLs). Activities of daily 
living include personal care, home management, or traveling about the community.16 

The Census 2000 uses five types of disability classifications for seniors: 

· Sensory

· Physical

· Mental

· Self-care

· Go-outside-the home. 

The majority of Northern Virginia’s seniors are healthy. Sixty-six percent of seniors age 65 and 
older report not having any disability. The Census Bureau reports Northern Virginia seniors to 
have lower disability rates (34%) than seniors around the state and nation (42%). The incidence 
of disability rises significantly from age 65 to 75 and older. Among Northern Virginia seniors age 
65 to 74, 11 percent reported difficulty going outside the home alone due to a physical, mental, or 
emotional condition lasting six months or more, whereas 25 percent of seniors age 75 and older 
reported this type of disability (Figure 2.11). 

Consistent with other national research, women report higher disability rates than men. This trend 
is especially prominent among seniors over 74. Twenty-nine percent of women of this age cohort 
versus 18 percent of men report a “go-outside-the-home” disability. 

Reporting U.S.-level data from the National Center for Health Statistics Burkhardt found that 
black, non-Hispanic elderly persons are over two-thirds more likely to have difficulty with two 
or more activities of daily living (ADLs) than white, non-Hispanic elderly persons (9.4% versus 
5.6%). This may in part be due to higher poverty rates among elderly black persons than white 
persons. Poverty is highly correlated with disability among the elderly. Health problems can pose 
a serious drain on a household’s resources.  Older persons below the poverty level are more than 
twice as likely to report two or more ADL limitations than those older persons with incomes at or 
above the poverty threshold (10.6% versus 5.2%).17 

Seniors may experience difficulties in traveling outside the home because of temporary medi-
cal conditions. The census would not capture those travel difficulties because respondents were 
requested to report only medical conditions lasting six months or longer. The National Household 
Travel Survey (NHTS) included a similar question on its survey but without the duration con-
straint. In response to the question, “Do you have a medical condition that makes it difficult to 
travel outside the home?” nearly 24 percent of persons age 65 and older responded “yes.” Of those 
who answered “yes” 85 percent reported having reduced their day-to-day travel as a result of their 
condition. 

�6	 Burkhardt	J.	et	al.
�7	 	Burkhardt	J.	et	al.
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In the future, disability rates are expected to decline.18 This will likely lead to an increase in trip-
making, driving, and the potential market of healthy seniors able to use public transportation. At 
the same time, with the overall graying of the population, the total numbers of seniors in the older 
age cohorts and those with disabilities that limit their ability to drive or use conventional public 
transportation will grow. Alternative travel options are needed for both more mobile seniors as well 
as those least mobile seniors. 

The Travel Characteristics of Today’s Seniors
The travel patterns of seniors are distinct from those of the general population. As Burkhardt 
points out, some of these differences are due to long-established travel patterns of the generations, 
while other differences are due to the above socio-economic factors, most importantly health and 
disability status.19 The following section summarizes the travel differences between seniors and 
younger age groups and the more pronounced differences among senior cohorts. Older Ameri-
cans are highly mobile. Travel by seniors remains close to the level traveled during pre-retirement 
years until about age 75 or older. Seniors are highly reliant on private automobile travel, a trend 
that is expected to increase in the coming decades. Their likelihood of using public transportation 
has been dropping for decades.  Despite these trends, the sheer growth in the numbers of seniors 
will lead to a large increase in non-drivers who will need transportation services. This may be in a 
form of fixed-route public transportation, specialized transportation services, or privately provided 
service. 

The 2001 National Household Travel Survey (NHTS) is one of the best sources of information 
on travel patterns by age group and is the source of the data below unless otherwise mentioned. 
This chapter reports national data. Data specific to Northern Virginia that were derived from the 
telephone survey are reported in the following chapter. It should be mentioned here that Northern 
Virginia seniors’ travel patterns closely resemble national statistics. These similarities and differ-
ences are discussed in Chapter 3. 

Transit and Other Modes
After travel by car, walking is the second most popular means of getting around by seniors. Nearly 
nine percent of trips taken by seniors are on foot. Trips on public transportation account for only 
1.3 percent of trips taken by seniors age 65 and older. Compared to the population as a whole, the 
elderly are less likely to take transit (the general population makes 1.7% of their trips on public 
transportation). Those age 61 to 80 make up 13 percent of the general population but only 7.7 
percent are transit users.20 Unfortunately, trip taking by seniors on public transportation declined 
by almost 50 percent between 1995 and 2001, a trend that began several decades ago. In 1995, 
transit use for non-work trips among the elderly was, for the first time, below that of younger 
people.21 Contrary to popular myth, the share of transit use does not increase as people age.22  

�8	 	Burkhardt	J.	et	al.
�9	 	Burkhardt	J.	et	al.
20	 Public	Transit	in	America:	Results	from	the	200�	National	Household	Travel	Survey.	National	Center	for	Transit	

Research.	Center	for	Urban	Transportation	Research	(CUTR).	University	of	Southern	Florida.	September	200�.	p.	47.	
2�	 Purcher,	John	and	John	L.	Renne.	Socioeconomics	of	Urban	Travel:	Evidence	from	the	200�	NHTS.	Transportation	

Quarterly,	Vol.	�7,	No.	3,	Summer	2003	(p.	49-77).	
22	 Rosenbloom,	S.,	2003.		
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Once an elderly person gives up driving, s/he is more likely to seek out rides as a passenger in other 
private vehicles, walk, and/or travel less than alight a bus. Taxi use by the elderly also fell between 
1995 and 2001, and in 2001 accounted for only 0.1 percent of trips. 23 

Despite low public transit use rates relative to other means of travel, an estimated 270,000 annual 
trips are taken by Northern Virginia seniors on fixed-route public transportation. Thirteen percent 
of telephone survey respondents reported having used fixed-route public transportation in the past 
month. 

Transit Availability
Proximity to public transportation is a strong determinant of transit use. NVTC calculated that 
about 85 percent of Northern Virginia’s seniors age 65 and older live within one-quarter mile of a 
bus route (see Figure 2.12). The actual senior transit market is much lower as the estimate was de-
rived using census block population data in a geographic information systems analysis. The entire 
senior population within a census block is counted if any portion of the census block is within one-

23	 Rosenbloom,	S.,	2003.	
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quarter mile of a bus route, regardless of whether some of that population is actually more distant 
from the stop. One must also subtract the number of seniors with medical conditions that make it 
difficult for them to go outside the home. Finally, not all seniors who live within one-quarter mile 
of public transportation have adequate sidewalks and crosswalks between their home and the bus 
stop or rail station. After accounting for the above limitations, NVTC estimates that the senior 
transit market is about 77,000 persons at the current time, or about 57 percent of the population 
age 65 and older.24 Among those age 75 and older, NVTC estimates that about 31,000 seniors 
(52%) live in close enough proximity and have good enough health to use public transportation. 
Given that more and more seniors will reside in the outer jurisdictions in the coming years, transit 
providers will need to be proactive in catering to seniors’ needs to maintain and grow their use of 
public transportation. Chapter 4 offers suggestions on ways to increase ridership by older adults. 

Trip-making
Children and the elderly travel the least of any age group. The highly mobile age group (25 to 64 
years old) makes an average of 4.4 trips and travel 32.7 person miles each day. That is a third more 
trips per day than children and the elderly, and almost twice the mileage per day.25 This is due to a 
reduction in work trips by retirees and the fact that travel diminishes significantly for the oldest of 
the old. 

The differences in travel among elderly cohorts are even greater than the variation observed be-
tween the elderly and the non-elderly. Those age 65 to 69 years made more than two times the 
number of trips each day than persons over 85. Similarly, persons 85 and older covered only about 
a third as many miles per day as persons 65 to 69 years old.26 

The elderly are more dependent on auto travel than any other age group. They rely on the car for 
89.1 percent of their trips. This is three percentage points higher than the population as a whole.27 
And while trip-making declines with age, even those over age 85 make 80 percent of their trips by 
car.28 

Older women travel less on average than older men. The 2001 National Household Travel Sur-
vey reports that older men age 65 and older travel 33.5 person miles each day while older women 
travel only 24 person miles daily. The discrepancy of daily vehicle miles traveled between men and 
women is even more pronounced (27 daily VMT for men and 9 daily VMT for women).  There 
is a strong correlation between zero-trip taking rates, an indicator of social isolation, and income. 
Of women 85 and older in households with annual incomes less than $25,000, 60 percent did not 
take a trip on a given day.29 

The discrepancy between elderly men and women’s travel patterns is expected to narrow in future 

24	 Assumptions:	subtracted	�7%	(population	w/disabilities),	subtracted	�0%	for	census	block	boundary	issues	and	
subtracted	�0%	for	sidewalk	issues.	

2�	 Pucher,	J.	et	al.	2003.
26	 Pucher,	J.	et	al.	2003.
27	 	Pucher,	J.	et	al.	2003.
28	 	Rosenbloom,	S.,	2003.	p.	4.	
29	 Liss,	Susan.	Our	Nation’s	Travel:	Current	Issues.	Draft.	200�	National	Houusehold	Travel	Survey	(NHTS).	U.S.	

Department	of	Transportation.	Federal	Highway	Administration.	p.	28.	
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decades as younger women are accustomed to driving and holding a license. Women now hold half 
of all licenses in America. The percent of drivers is the same for both sexes until about the age of 
45.30  Nonetheless, future generations of older women could continue to face mobility challenges 
given that women’s income remains below that of men and that women are expected to continue 
to outlive men and thus be more likely to live alone. Women’s disability rates also are higher than 
men’s.

There are a number of trends that point to a likely increase in the amount of driving by seniors in 
the coming decades. Licensing rates among seniors has been increasing over time, largely due to an 
increase in the number of female drivers.31 Seniors are aging-in-place in suburbs and exurbs where 
dispersed development patterns have required more car-oriented lifestyles and where transit options 
are more limited. The income level of most seniors is increasing, resulting in increased mobility for 
many. Seniors of today are healthier thus lead more active lifestyles. Despite these trends the sheer 
increase in the number of seniors will inevitably lead to more non-drivers in the coming decades. It 
is these non-drivers that are most vulnerable to becoming socially isolated from a lack of transporta-
tion. The NHTS reports that non-drivers age 65 and older make only half as many trips per day 
than drivers. 32 As Robert Case cogently points out, the greatest change in trip-making occurs not as 
people age, but when they stop driving.33 

Those seniors who report having a medical condition that makes it difficult to travel outside the 
home take an average of two trips per day compared to 3.9 daily trips among those without self-
reported medical conditions. How one responds to a medical condition differs by age and gender. 
Older drivers are more likely than younger drivers to limit their driving to daytime (48% versus 
40% respectively). Twice as many older adults than younger adults give up driving altogether. Older 
women are more likely to give up driving than older men (39% versus 30%). Older adults also are 
less likely than younger adults to ask others for rides (52% compared to 60%). Younger and older 
women are more likely than men to ask others for rides (57% versus 43%).34 Although alternative 
transportation becomes essential for those who do not drive, only a very small percentage (12%) of 
those with self-reported medical conditions use specialized transportation services such as dial-a-
ride. Older women are twice as likely to use specialized transportation services than older men. 35

A public policy trend that could affect the demand for senior transportation services is the move-
ment toward increasing reliance on noninstitutional care and outpatient treatment as an alternative 
to nursing homes and hospital care.36 Frail individuals will need travel to and from day treatment 
facilities, essential shopping, and other services. A similar trend in medicine toward outpatient care 
and early hospital release may result in more older people needing nonemergency medical transpor-
tation when they temporarily cannot drive.  

30	 Polzin,	Steven	E.,	Ph.D.,	Xuehao	Chu,	Ph.D.,	and	Lavenia	Toole-Holt.	The	Case	for	Moderate	Growth	in	Vehicle	Miles	of	
Travel:	A	Critical	Juncture	in	U.S.	Travel	Behavior	Trends.	Center	for	Urban	Transportation	Research.	University	of	South	
Florida.	September		2003.	

3�	 Burkhardt	J.	et	al.
32	 Case,	Robert	B.	Increasing	Elderly	Mobility	by	202�:	Using	the	National	Household	Travel	Survey	(NHTS)	to	Increase	the	

Mobility	of		Elderly	Non-Drivers.	Transportation	Research	Board	Poster	Session.	January	200�.	
33	 Case,	Robert	B.	Hampton	Roads	2030	Regional	Transportation	Plan:	Elderly	and	Handicapped	Transportation	in	2030,	

Part	�,	Improving	Elderly	Transportation	Using	the	NHTS.	Hampton	Roads	Planning	District	Commission.	June	200�.	
Powerpoint		Presentation.	

34	 Collia,	Demetra	V.,	Joy	Sharp	and	Lee	Giesbrecht.	The 2001 National Household Travel Survey: A Look into the Travel 
Patterns of  Older Americans.	Journal	of	Safety	Research	34	(2003)	p.	46�-470.

3�	 Collia,	D.V.	et	al.	
36	 Koffman,	D.	et	al.		
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Licensed Drivers
The majority of elderly persons are drivers (79%)37 and while only approximately 21 percent of 
today’s seniors are non-drivers, the fact that the number of persons age 65 and older is expected 
to more than double in the next twenty-five years could lead to a doubling in the number of non-
driving seniors as well. Koffman estimates that the number of non-driving seniors could grow 
from anywhere between 15 and 52 percent between 2000 and 2020, depending on whether one 
assumes elderly travel habits of future generations resemble those of the current elderly generation 
or whether their future travel resembles their higher level of travel today. Case estimates that the 
percentage of seniors who drive in the coming decades could increase from 79 percent today to 82 
percent in the coming decades. 

Assuming 18 percent of tomorrow’s seniors do not drive, by 2030 Northern Virginia could be 
home to more than 65,000 seniors who do not drive, compared to approximately 29,000 non-driv-
ing seniors today (a 125% increase) 
(Figure 2.13). Most of these seniors 
will not give up driving until their late 
seventies and beyond. Increases in 
longevity will mean that large 
numbers of older adults will 
require alternative means of 
transportation for substantial 
periods toward the ends of their 
lives. Recent research shows that, 
subsequent to driving cessation, 
men will outlive their driving 
years by six years and women by 
10 years.38  

Seniors involved in auto accidents
A strong argument for providing transportation alternatives to seniors is the higher death and 
injury rate that seniors suffer in car accidents. Older drivers are more likely to have crashes on an 
exposure basis (per trip or mile driven) and they are more likely to be killed or injured than are 
younger people in a crash of comparable magnitude.39 Older people, who represent 13 percent of 
the U.S. population, constitute 18 percent of deaths from U.S. motor vehicle accidents.40 Only 
those under age 25 have higher vehicle deaths per 100,000 miles driven than the elderly over age 
75.41 The Insurance Institute for Highway Safety estimates that the doubling of the elderly popula-
tion will mean that older people will be involved in 25 percent of all fatal car crashes.42 

37	 200�	National	Household	Travel	Survey.	
38	 	Koffman,	D.	et	al.	p.	4�.		
39	 	Rosenbloom,	S.,	2003.	
40	 	Rosenbloom,	S.,	2003.
4�	 	Rosenbloom,	S.,	2003.
42	 	Rosenbloom,	S.,	2003.

Figure 2.13 Number of Northern Virginians 65 and Older 
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It would be wrong to conclude that older drivers are dangerous drivers. On a per capita basis, older 
drivers have fewer crashes than any other age group and are less likely to be involved in crashes 
that kill someone.43 Per capita crash rates have been declining among those over age 65 for decades 
as a result of more driving experience and self regulation.44 Nonetheless, the sheer increase in the 
number of senior drivers and the likelihood that they will be driving more than previous genera-
tions will lead to an absolute increase in the number of car accidents involving senior drivers, even 
if per capita rates continue to drop. 

Given these accident statistics and projections, it is wise to design a transportation system that 
offers alternative means of travel for seniors, especially those with serious deterioration of eyesight, 
hearing, and reflexes. 

Vehicle Availability
Consistent with a reduction in driving in one’s later years is the noticeable reduction in vehicle 
availability after age 75. In Northern Virginia at least one vehicle was available to 91 percent of se-
nior households age 65 to 74. For householders age 75 and older, 22 percent did not have a vehicle 
available to the household (see Figure 2.14). The elderly are more likely than the non-elderly to 
live in households without cars, a difference that increases with each successive age cohort.45

Activity Patterns and Time of Travel
Regardless of age, a large portion of daily trips are taken for family and personal reasons such as 
shopping, running errands, and recreational activities. Social and recreational trips, such as visiting 
friends, accounted for the largest percentage of older adults’ trips (19%). Seniors take a signifi-
cantly higher percentage of daily trips for shopping as compared to younger adults and they take a 
higher percentage of trips for medical and religious reasons.46 Notwithstanding, the fact that they 
take fewer overall trips results in declining out-of-home activity with age. 

Daily travel for older adults peaks in the late morning between 10:00 A.M. and noon. Over 60 
percent of their daily travel is done between 9:00 A.M. and 3:00 P.M., likely due to the desire by 
many older adults to avoid night and rush-hour driving. This is not to say that seniors do not wish 
to get out at other times of the day. NVTC focus group respondents clearly indicated that evening 

43	 	Rosenbloom,	S.,	2003.
44	 	Rosenbloom,	S.,	2003.
4�	 	Giuliano,	G.,	et	al.,	2003.	
46	 	Collia,	D.,	et	al.,	2003.	
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travel is desired but many did not feel comfortable with driving during rush hour or after dark and 
lacked other transportation options. 

Congestion is a concern for 66 percent of all older adults that responded to the NHTS ques-
tionnaire, but is of particular concern to older women (70%). Older men express concern about 
congestion at the same rate as younger men and younger women.47 This may be due to a lifetime of 
less frequent driving by the current cohort of older women, and consequently less overall comfort 
behind the wheel.  

Effects of Land Use on Senior Travel Patterns
In a research paper published in July 2003, Genevieve Giuliano examines the relationship between 
residential location and travel patterns of the elderly based on an analysis of 1995 NPTS data. For 
the most part she found that land use and travel relationships are largely the same for the elderly 
as the non-elderly. For instance, residence in a metropolitan area and higher density neighborhood 
correlated with higher levels of transit use, as did having a transit stop near to one’s home. People 

of all age groups travel less total distance when they live in higher density areas. Giuliano also 
found evidence that the older elderly (age 75 years or more) are more sensitive to increased con-
venience to goods and services as can be found in more compact, mixed-use communities. Higher 
density was also associated with an increase in the number of trips made by seniors and shorter 
travel distances for those trips. 

Conclusion
Driving is certainly the preferred travel option of seniors. It provides the convenience of going 
where one wants to go, when one wants to go. Often, seniors with disabilities find driving possible 
even after they can no longer walk to a bus stop and use public transportation. While driving may 
be ideal for a great number of seniors, the nation’s auto dependency increases the vulnerability of 
those who no longer drive. Those non-drivers with disabilities and elderly women with limited fi-
nancial resources and who live alone are particularly susceptible to social isolation. Table 2.1 sum-
marizes the various demographic, social and transportation trends of older persons that will affect 
the requirements for transportation services for older adults in the future. It has been reproduced 
from TCRP Report 82: Improving Public Transit Options for Older Persons (Burkhardt p. 45). 

Future measures to increase the mobility of older adults will need to address the challenges of 
rapid senior population growth, the increasing numbers of seniors living in suburban areas with 
limited transportation alternatives, the entry into older age groups of a generation with little expe-
rience using public transportation, and the increasing cultural diversity of the population.48

The proposed mobility solutions outlined in Chapter 4 attempt to address the particular needs of 
non-driving seniors. They also include recommendations on transit service improvements that can 
capture senior drivers while they are young and healthy. Finally, they include improvements to the 
built environment that will aid in making alternative modes of transportation more feasible. 

47	 	Collia,	D.,	et	al.,	2003.
48	 	Koffman,	D.,	et	al.,	2004.
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Working Draft 2-��

Table 2.1 
Summary of Characteristics Affecting 

Future Travel Patterns and Mobility Needs of Older Persons 

Characteristics Transportation Implications Expected Trends Potential Travel Impacts 
Dispersion of activities:
Most	new	residential	and	
commercial	development	
occurring	in	suburban	areas.	

Dispersed	travel	patterns;	strong	
need	for	flexible	routing	and	
scheduling	as	offered	by	
automobile	travel.	

Most	new	development	will	continue	
to	occur	in	suburban	areas.	

Strong	continued	emphasis	on	
automobile	travel,	unless	other	travel	
modes	begin	to	offer	more	flexible	
routing	and	scheduling.	

Automobile driver licensing: 
Nearly	universal	driver	
licensing	in	younger	age	
groups.

Travelers	will	have	grown	up	with	
high	expectations	in	trip-making	in	
levels	of	comfort,	privacy	and	
spontaneity.	

Current	cohort	of	elderly	with	no	
driving	experiences	(primarily	
women)	will	disappear;	licensing	and	
driving	rates	among	older	females	
will	approach	those	of	older	males;	
more	elderly	will	drive.	

Older	persons	of	the	future	will	
expect	higher	level	of	service	from	
transportation	providers	than	are	
found	today.	

Aging in place: 
Most	people	now	�0	years	of	
age	or	older	will	live	in	the	
same	house	when	they	reach	
6�	years	of	age.	

Large	numbers	of	persons	aging	in	
suburban	and	rural	areas	that	now	
have	little	or	no	transit	service.		
More	non-metropolitan	elderly	own	
their	own	homes	outright,	thus	
having	a	substantial	incentive	to	
stay	where	they	now	live.	

Continuation	of	the	“graying	of	the	
suburbs,”	where	population	densities	
will	slowly	increase;	continued	
overrepresentation	of	the	oldest-old	
in	rural	areas.	

Need	for	new	transit	paradigms	
serving	low-density	areas	cost-
effectively.		New	funding	options	and	
sources	probably	needed	to	fill	these	
demands.

Health status: 
Improving	health	status	among	
older	persons;	longer	life	
spans.

Healthier	people	are	more	mobile	
and	have	greater	travel	needs;	
there	will	also	be	more	people	with	
mobility	limitations,	which	will	
increase	demands	on	transit	
services.	

Continued	improvements	in	health	
status;	some	individuals	living	longer	
with	chronic	conditions;	greater	
dispersion	of	characteristics	and	
capabilities	among	the	oldest	of	the	
old.

Greater	need	for	travel	options	for	
both	the	more	mobile	and	the	least	
mobile	seniors.		Unless	new	travel	
options	are	offered,	there	will	be	
more	drivers	of	advanced	age	and	
limited	abilities	on	the	road;	
automobile	crashes	could	increase.	

Income/poverty status: 
Improving	income	for	many	
older	persons.

Greater	level	of	choice	in	travel	
options,	leading	to	greater	
automobile	ownership	and	use.	

Continuation	of	general	
improvements,	which	will	create	an	
even	larger	income	gap	for	the	about	
��	percent	of	the	elderly	in	or	near	
poverty.	

More	disposable	income	to	spend	on	
transportation	for	most	seniors,	
meaning	more	emphasis	on	high-
quality	modes.		For	others,	a	greater	
need	for	low-cost	alternatives.	

Retirement status: 
Many	more	years	of	life	after	
retiring	from	the	primary	
profession	than	before.	

Increasing	travel	needs	for	
seniors;	more	trips	of	all	types,	
including	work	and	recreation.	

Increasing	dispersion	in	the	
implications	of	retirement	and	related	
travel	needs.	

Greater	trip	demand	among	the	
elderly.	Greater	variability	in	travel	
origins	and	destinations	will	create	
additional	needs	for	flexibly	routed	
and	scheduled	services.	

Family support: 
Decreasing	level	of	family	ties	
in	nuclear	and	extended	
families.

Loss	of	informal	networks	for	trip-
making	for	those	not	able	to	
provide	their	own	trips.		People	
living	alone	are	much	more	likely	
to	be	poor.	

Continuation	of	dispersion	of	children	
and	other	relatives	to	locations	some	
distance	away	from	aging	parents.	

Greater	focus	on	non-family	sources	
of	travel	assistance,	both	public	and	
private,	formal	and	informal.	

Urban/rural differences: 
Measurable	and	important	
differences	on	most	of	the	
other	characteristics.	

More	serious	transportation	
problems	in	rural	areas,	where	
distances	are	long,	transit	options	
are	fewer,	and	seniors	tend	to	
have	lower	incomes.	

Continuation	of	trends	of	average	
age	increases	in	the	rural	heartland;	
growth	in	retirement	destinations	in	
more	attractive	rural	communities.	

Continued	need	for	additional	public	
and	private	transit	options	in	less	
urbanized	areas,	emphasizing	more	
cost-effective	alternatives.	

Predominance of women: 
Substantial	numbers	of	frail	
and	poor	women	living	alone	at	
a	low	level	of	independence.	

Strong	need	for	assistance	with	
daily	transportation.		Non-
metropolitan	women	are	
particularly	vulnerable	to	health	
and	economic	problems	at	
advanced	ages.	

In	the	short	run	at	least,	a	
continuation	of	these	problems.	

Need	for	transportation	capable	of	
simultaneously	addressing	issues	of	
disability,	poverty	and	isolation.	

Cultural diversity: 
Rapid	growth	in	number	of	
minority	seniors;	socio-
economic	concerns	of	minority	
seniors	regarding	poverty,	
health,	and	longevity	still	
remain.	

People	in	some	minority	groups	
are	less	able	to	independently	
provide	their	own	transportation;	at	
this	time,	greater	reliance	on	taxis	
and	informal	networks,	which	are	
highly	developed	in	some	cultures.	

Increasing	proportions	of	the	elderly	
will	be	minorities;	improvements	in	
income,	health	and	longevity	
expected.

Need	for	transportation	capable	of	
simultaneously	addressing	issues	of	
disability	and	poverty,	and	also	
working	with	informal	alternatives,	
which	may	offer	substantial	
assistance	for	people	from	certain	
cultures.

Source:		Reprinted	with	permission	from	Jon	E.	Burkhardt,	Adam	T.	McGavock,	Charles	A.	Nelson,	and	Christopher	G.B.	Mitchell,	Transit Cooperative 
Research Program Report 82, Improving Public Transit Options for Older Persons, Volume 2: Final Report,	Transportation	Research	Board,	2002,	page	
4�.
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Endnotes
i. The difference in population growth rates for Arlington and Alexandria is likely to be much less. 

For this study, Arlington and Fairfax County provided their own population projections. For all 
other jurisdictions NVTC applied the population age ratios provided by the Virginia Employ-
ment Commission to Metropolitan Washington Council of Governments Round 6.4a population 
projections. 

Arlington County uses a shift-share method to project population by age. County demographers 
tabulate the most up-to-date population distribution by age for the state using US Census Bureau 
data. They then calculate the rates of growth or decline per age group for the years 2000-2030 and 
apply these rates to Arlington County’s known population per age group for the year 2000. Each 
age group’s share of the total population is determined for each year 2001 to 2030. Lastly, these 
ratios are then reapplied per year to the forecast population in Arlington County in each of these 
years. These total population forecasts are based on the Metropolitan Washington Council of 
Government’s Round 7.0 forecasts. 

The Virginia Employment Commission uses a baseline cohort-component method to project 
population by age to reflect recent trends in fertility, mortality, and migration. 

Fairfax County uses the 2000 Census population subdivided by five-year age cohorts and sex as 
the base from which to project population, supplemented by age specific 1999 death rates from 
the Fairfax County Health Department, 1985-1990 Census Migration, the 2000 Census PUMS 
data set, and modified as necessary based on review of the 2001 through 2003 American Commu-
nity Surveys conducted by the US Census Bureau. 

Using a single methodology; namely, applying VEC population age ratios to the MWCOG 
Round 6.4a population forecasts for each jurisdiction would result in Arlington County showing 
an increase of 3300 individuals age 65 or older between 2000 and 2030. The share of this older 
population as a percentage of the total population would remain at 9%. 
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CHAPTER 3 
SENIOR TRANSPORTATION ISSUES 
AND NEEDS: QUANTITATIVE 
AND QUALITATIVE RESEARCH 
FINDINGS FOR NORTHERN 
VIRGINIA

Primary research for the NVTC senior transportation study was carried out through four means: 
1,636 telephone interviews, four focus groups, 23 in-depth interviews, and a focus group targeted 
to professionals who work with seniors and senior transportation programs.  For the purposes 
of this study, seniors were defined as those 75 years of age and older.  Travel generally does not 
decrease with age until after or about the age of 75 years. The “younger” elderly substitute personal 
trips for work trips. After 75, vision and hearing problems, physical movement problems and 
reduced energy may explain observed lower rates of travel among the elderly.1

Telephone interviews were conducted between April 26 and May 31, 2005, among the general 
population of older seniors, defined as 75 years of age and older, in Northern Virginia, with quotas 
established by jurisdiction to ensure that an adequate number of interviews were completed for 
statistical analysis.  If a respondent was otherwise eligible but could not speak due to a physical 
or other disability, interviews were conducted with either their caregiver or someone else who 
was able to answer questions about that person’s transportation needs (4% of interviews).  The 
1,636 interviews averaged about 17 minutes in length.  The statistical margin of error was +/- 2.4 
percentage points at the 95 percent confidence level for the sample as a whole. The overall response 
rate was 45.1 percent. 

Four focus groups were conducted among seniors age 75 and older living in the following areas 
of Northern Virginia:  Arlington County, city of Alexandria, Fairfax County, city of Fairfax, city 
of Falls Church and Loudoun County.  These focus groups were conducted on July 18, 20 and 
21, 2005 in Alexandria, VA ( July 18) and Fairfax, VA ( July 20 and 21). Participants were chosen 
from a list of interested telephone survey participants to ensure a mix of both drivers and non-
drivers. Preference was given to those who used other forms of transportation besides driving 
oneself. The table below details the participant breakdown of each group:

�	 Giuliano,	Genevieve,	His-Hwa	Hu,	and	Kyoung	Lee.	Travel	Patterns	of	the	Elderly:	The	Role	of	Land	Use.	Final	Report	
Metrans	Project	00-8.	School	of	Policy,	Planning,	and	Development.	University	of	Southern	California.	July	2003.
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Location Participant Type # of 
Participants

# of 
Drivers

# of 
Non-

Drivers

Alexandria,	VA
(Seniors	from	Arlington/

Alexandria)

Mix	of	Drivers	and	Non-Drivers �0 7 3

Fairfax,	VA
(Seniors	from	Fairfax	County,	
city	of	Fairfax,	Falls	Church)

Primarily	Non-Drivers 8 2 6

Fairfax,	VA
(Seniors	from	Fairfax	County,	
city	of	Fairfax,	Falls	Church)

Primarily	Drivers �2 �� �

Fairfax	VA
(Seniors	from	Loudoun)

Mix	of	Drivers	and	Non-Drivers	
(from	Loudoun	County)

�� 7 4

Total 4�

Those who were invited to the focus groups but who were unable or unwilling to attend were 
then asked to participate in in-depth telephone interviews. Interviewing was conducted from July 
18 through July 23, 2005 by professional WB&A Market Research interviewers calling from 
WB&A’s central telephone facility located in Crofton, Maryland.  Interviews averaged about 30 
minutes in length. The research team conducted 23 in-depth telephone interviews. 
 
Finally, a targeted focus group for professionals who work with seniors was held on August 18, 
2005 to supplement information obtained through the study’s other efforts.  This focus group, 
called the “brokers” focus group, was convened by NVTC with support from Fairfax County staff 
and facilitated by WB&A at the Fairfax County Decision Support Center, using computer-as-
sisted facilitation technology.

This chapter summarizes the findings of the telephone survey; that is, the quantitative research 
findings, and the findings of the qualitative research, including the various focus groups and in-
depth interviews.  Detailed results of the telephone survey are provided in Appendix 2; complete 
findings of the senior focus groups, in-depth interviews, and brokers focus group are provided in 
Appendix 3. 

Demographic Characteristics of Survey Respondents
Based on the demographic data gathered from the telephone survey, survey respondents reported 
themselves to be somewhat more racially homogenous than the population recorded by the 2000 
Census. This difference may be due to normal sampling error. NVTC purchased a database com-
posed of residences likely to have someone age 75 or older living in Northern Virginia based on 
targeting census blocks with large proportions of seniors.  Thus, the sample may slightly under-
represent more difficult to reach populations such as those in poverty.  Sampling based on census 
blocks may leave out some seniors (e.g., those living in senior living facilities), and lower income 
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populations, seniors who tend to be more transient or those less likely to have telephones than the 
rest of the population.  The demographic makeup of telephone survey respondents is primarily 
white (92%, compared to 85% recorded by the 2000 Census for Northern Virginia and 93% na-
tionally) with a median income of about $50,000 ($48,700 nationally).  Survey respondents who 
are female (61%) outnumber their male counterparts (39%). About one-half of survey respon-
dents (48%) are college educated, while only about 21 percent of seniors nationwide are college 
educated. One-half of survey respondents (49%) have household incomes of $30,000 or more, 
compared to 18 percent nationwide.

The vast majority (84%) of survey respondents own their own home, having lived in their home 
for an average of almost 30 years (mean of 27.8 years).  However, most Loudoun County seniors 
have lived in their home for less than 10 years (75%, a mean of 10.6 years).   Reflective of the 
region as a whole, more than one-half (54%) of respondents are from Fairfax County, while Prince 
William and Arlington counties are the next two most represented jurisdictions (15% and 10% 
respectively).

This research sought to answer the following questions:

· What are the travel needs and differences among seniors 75+?

· What transportation services are seniors aware of and consider to be available to them?  
How often and for what do they utilize these services?

· What are their attitudes towards public transportation options?

· How convenient is public transportation to seniors in Northern Virginia?  Why?

· What isolation issues does this population face? 

The following sections detail the answers to these questions.

2

Figure	3.�:		Northern	Virginia’s	older	seniors	are	much	more	
educated	and	affluent	than	Older	Seniors	nationwide.

�8%

�0%

Northern
Virginia

U.S.*

2�%

48%

Northern
Virginia

U.S.*

College	Educated Household	Income	of	$30,000+

*Based	on	AARP	Study

Figure 3.1:  Northern Virginia’s older seniors are much more educated and affluent than 
                    older seniors nationwide.

*Based	on	AARP	Study
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Health and Wellness
Aging is particularly difficult for those who encounter corresponding health problems, and these 
in turn impact mobility.  A recent study on senior transportation conducted by the AARP2 docu-
ments the important effects that health and disability have on senior mobility, using an index3 of 
health and disability status: 

“Perhaps the most striking finding of the [AARP survey] is the extent to which health 
and disability status affects the mobility of adults age 75+. Compared with [seniors] 
with poor health and disability status, seniors with excellent health and disability status 
are: more likely to have gone out the previous day or in the previous week; more likely 
to walk regularly; more likely to drive; and less likely to be passengers in cars. Most 
notably, those age 85+ with excellent health and disability status are more mobile than 
their younger counterparts with poor health and disability status.”

To assess the impact of health on senior transportation in Northern Virginia, this study used the 
same health and disability status index (HDS) established through the AARP’s transportation 
study.  Survey results found that one-fourth of Northern Virginia seniors (24%) have a HDS of 
poor, compared to 16 percent nationally.  Only one in ten Northern Virginia seniors (10%, the 
same as the national average) rates their HDS as excellent.  Simply put,“Getting	old	is	hell,” accord-
ing to one focus group participant.  Limitations in getting out and in the transportation modes 
they use are typical for Northern Virginia seniors in poor health.  

2	 Ritter,	Anita	Stowell,	Audrey	Straight,	and	Ed	Evans.	Understanding	Senior	Transportation:	Report	and	Analysis	of	a	
Survey	of	Consumers	Age	�0+,	conducted	by	the	AARP,	Washington	DC,	2002.

3	 Respondents’	health	and	disability	status	(HDS)	was	measured	by	an	index	based	on	survey	data	that	combined	
respondents’ subjective assessment of their health status with their self-reported disabilities with respect to five tasks: 
reading,	hearing,	lifting,	climbing	stairs,	and	walking.

3

Figure	3.2:		Many	are	aging	in	place.
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Figure 3.2:  Many are aging in place.
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Interestingly, survey results found a strong correlation between HDS and income.  The average 
household income for a Northern Virginia senior with an excellent HDS is about $60,000 (me-
dian of $57,100), compared to a median income of $35,000 for those with a poor HDS.  HDS
also appears to impact how Northern Virginia seniors get around.  Most of those with an HDS 
of excellent or very	good have a driver’s license (95%), while fewer than nine in ten of those with a 
fair HDS (88%) are licensed, and only about eight in ten with a poor HDS (79%) have a driver’s li-
cense.  Furthermore, most with an excellent HDS (95%) have driven themselves in the past month, 
compared to fewer than six in ten with a poor	HDS (54%).  Those with a poor HDS are most 
likely to have been driven by someone else in the past month (93% have used in past month, ac-
counting for 40% of trips).  Not surprisingly, Northern Virginia seniors with an excellent HDS are 
also more likely to have walked somewhere in the past month (50% vs. 23% of those with a poor 
HDS).  Those with an excellent	HDS are also far more likely to use fixed route public transporta-
tion (19% vs. 4% with a poor HDS). 

How Seniors Get Around
Almost nine in ten Northern Virginia seniors (88%) have been a passenger in a private vehicle in 
the past month, while about eight in ten (79%) have driven themselves during the same period of 
time.  However, driving oneself accounts for the majority of total trips taken by Northern Virginia 
seniors (63%), while only one-fourth of all trips taken (25%) are done by ridesharing, including 
trips with one’s spouse (see Figures 3.4 and 3.5). Walking is the second most popular means of 
getting around after travel by car with 36 percent reporting having walked to a destination in the 
past month. Nine percent of trips taken in the past week were trips on foot. Only one in six (18%) 
have used public transportation in the past month, and no public transportation mode, be it Me-
trorail/VRE, public bus, paratransit, or community vans for seniors, accounts for more than 

4

Figure	3.3:		Many	have	difficulty	with	life	activities.	
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Figure 3.3:  Many have difficulty with life activities.
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1 percent of all trips taken by seniors.  Trips taken by seniors on fixed-route public transportation 
(Metrorail, VRE, and public bus) tracks national ridership levels at 1.3 percent of all trips.4 In 
fact, public transportation is the primary means of transportation for only 1 percent of Northern 
Virginia seniors, compared to 64 percent primarily driving themselves and 22 percent primarily 
counting on others for rides. Twelve percent of senior respondents reported having taken a taxi in 
the past month, but only one percent of all trips were taxi trips. 

4	 	200�	National	Household	Travel	Survey	for	seniors	age	7�	and	older.	

5

Figure	3.4:	Car	is	the	most	frequently	used	mode	of	transportation	
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Figure 3.4:  Car is the most frequently used mode of transportation
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Figure	3.�:		Car	driven	by	self	accounts	for	the	predominant	share	of	trips.Figure 3.5:  Car driven by self accounts for the predominant share of trips.
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One in eight Northern Virginia seniors (13%) have used fixed route public transportation in the 
past month, while six percent have used some form of specialized transportation (transportation 
for people with disabilities and senior or community vans). 

In total, more than six in ten seniors (63%) have never used public transportation, and another 
two in ten (19%) have used it in the past but are not currently doing so. About one in ten seniors 
(9%) are currently using public trans-
portation at least occasionally but had 
never used it in the past, while a similar 
proportion (8%) use public transporta-
tion at least occasionally now had done 
so when they were younger. This suggests 
that there is a market of seniors unfamil-
iar with public transportation that could 
become transit users.

While driving and getting rides from 
others are the primary means for seniors 
to get around, when asked through an 
open-ended question to identify the 
area’s greatest transportation challenges 
for seniors, similar proportions named 
public transportation needs as named 
driving needs. Public transportation not available or reliable, lack of convenient stops, traffic 
congestion, and inconsiderate and aggressive drivers were the most frequently reported problems 
with the transportation system. (36% named public transportation needs and 35% named driving 
needs). While most seniors drive, they are just as likely to recognize the need for public transporta-
tion improvements as improvements to the road network. This was found to be true of the popula-
tion as a whole.5

Satisfaction with How They Get Around
Forty-nine percent of seniors are completely satisfied with how they get around (a score of 10 on a 
scale of 0-10 where 10 means completely satisfied and 0 means completely dissatisfied).  Another 
20 percent are somewhat satisfied (score of 8 or 9).  Fixed-route public transportation users (those 
who reported having used trains and/or buses in the last month) are particularly satisfied, with 
more than three-fourths (78%) of them reporting they are completely or somewhat satisfied with 
how they get around. It should be noted that many of these seniors also rely on driving for a por-
tion of their trips and thus cannot be considered transit dependent seniors. Three-fourths (75%) 
of drivers are satisfied (score of 8, 9, or 10) with how they get around, compared to only about 
one-half (52%) of non-drivers.  These seniors primarily rely on their own car or someone else’s to 
get from place to place. Those who can still drive themselves are far more mobile and active than 
those who rely on other means of transportation. 

�	 QSA	Research	and	Strategy.	Public	Opinion	About	Transportation	Issues	in	Northern	Virginia.	A	telephone	survey	
report	prepared	for	the	Northern	Virginia	Transportation	Authority.	October		200�.	
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Mobility and Isolation
According to survey results, seniors fall into one of the following three groups:

· Current full-time drivers who drive themselves to many if not all of their destinations;

· Drivers who have chosen to curtail their driving, limiting it to certain times or certain 
situations; and,

· Non-drivers who never drove or have given up driving altogether.

Driving, however, poses challenges for many seniors as shown in Figure 3.2.  Three areas in par-
ticular were identified by respondents as being problems with driving:

· Inconsiderate or aggressive drivers (62% said this is a problem);

· Driving at night (55%); and,

· Dealing with traffic congestion (49%). 

While about nine in ten Northern Virginia seniors (89%) currently have a driver’s license, only 
about 64 percent of seniors reported that driving a car is their primary mode of transportation.  
Moreover, there is awareness among many of those who currently drive that the time may come 
when they have to cut back or completely eliminate driving.  This is met with general displeasure.  
Some realize that they will have to give it up even though they may not want to, while others, as 
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one focus group participant put it, feel that if you take away their car “you	may	as	well	bury me.”  

Northern Virginia seniors who have not driven in the past seven days most often say that it is due 
to general physical problems (42%).  Additionally, about two in ten said that they are not confident 
in their driving, in particular in their reaction times (20%) and/or that they have vision problems 
limiting their driving (18%).  This was confirmed in the focus groups, where participants who were 
cutting back on their driving most often said they would avoid driving at night or in rush hour 
traffic.  

In addition, a few focus group participants said they will only drive, day or night, to places with 
which they are familiar, citing anxiety when they cannot find their way.  Other participants con-
curred, saying they like driving on “autopilot,” meaning they are so familiar with their route they 
do not have to think about how to get where they are going.   This, however, has led many to limit 
their lives to a very small geographic area.

Cutting back on driving has also forced seniors to alter their lifestyles accordingly.  One example 
is a Loudoun County resident who frequently used to go out to dinner and the movies with his 
wife.  They now go to lunch and movies in the afternoon because they are not comfortable driving 
at night.  

As mentioned earlier, about two in ten (21%) have not driven themselves in the past month.  
“Frustration” was a word often used by focus group participants who have had to give up driving, 
with some saying that giving up driving has been the single greatest hardship of aging.  A few said 
they miss driving more than anything else.  For some, it became a difficult trade-off of risking driv-
ing vs. losing independence.  As one in-depth participant put it, “I	wish	I	would	of	kept	driving.		I	
would	have	been	more	independent	but	I	don’t	know	if	I	would	of	been	gone	(from	my	home)	that	much.		
I	never	did	like	to	drive	that	much.		I	still	have	a	license,	I	just	don’t	drive.		I	didn’t	get	a	license	until	I	
was	older	and	by	that	time	the	traffic	around	here	scared	me	and	so	when	I	was	driving	my	mouth	would	
get	dry	and	I	just	drove	because	I	had	to	get	somewhere.		I	also	got	a	car	so	my	daughter	would	learn	
how	to	drive.		When	she	learned	how	to	drive	real	well,	I	just	let	her	drive	me.”

For many seniors, giving up driving limits mobility, which can negatively affect seniors’ lifestyles. 
A recent report from the University of California on senior transportation summarizes various 
research showing the important role that mobility has for seniors.6 According to this report, many 
seniors identify mobility as key to life satisfaction.  Ability to travel helps ensure social integration 
for older individuals, and greater social integration leads to physical and psychological well-be-
ing.  Reduced mobility among seniors brings lower self-esteem, feelings of uselessness, loneliness, 
unhappiness, and depression.  Thus, mobility is very important for ensuring the quality of life for 
seniors.

In several recent surveys of senior transportation, seniors’ mobility is assessed by the degree to 
which they go	out on a given day or week.  The ability and frequency with which seniors go	out 
helps to measure the degree to which seniors are connected to their communities and therefore 
indirectly their access to community goods, services and social events.7  A Surface Transportation 

6	 Giuliano,	G.,	et.	al.,	2003.
7	 Ritter,	Anita	Stowell,	Audrey	Straight,	and	Ed	Evans.	Understanding	Senior	Transportation:	Report	and	Analysis	of	a	

Survey	of	Consumers	Age	�0+,	conducted	by	the	AARP,	Washington	DC,	2002.
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Policy Project report on senior transportation specifically uses going	out on the previous day, or 
conversely staying	at	home, as a measure of social isolation.8

 
According to this measure of going	out, the NVTC study found that 22 percent of Northern 
Virginia seniors did not go out the previous day, suggesting social isolation.  Moreover, two per-
cent did not go out at all during the previous week and another 11% made only one or two trips 
the previous week. Getting out is a particular problem for non-drivers, as only 60 percent get out 
of their homes three or more times a week, 
compared to 93 percent of drivers.  While 
the survey data indicate that seniors in 
Northern Virginia may be somewhat less iso-
lated than seniors nationwide (a 2002 AARP 
survey showed that 31 percent did not go out 
the previous day)9, seniors with more limited 
mobility become “marooned” in their homes 
according to a participant in the brokers focus 
group.

For non-drivers, ridesharing is the predomi-
nant mode of transportation, with their adult 
children (35%) and/or spouses or significant 
others (33%) being the person non-drivers rely on most for rides.  While there is no indication 
that those who provide these rides are resistant to doing so, there is concern among the depen-
dent seniors.  As one put it, “I	depend	on	my	daughter	and	she	comes	to	the	door	and	we	get	into	the	
car.		You	know,	it’s	just	great,	but	of	course	you	know	I	can’t	do	this	continuously.		I	just	feel	bad	and	I	
want	to	find	another	way	of	doing	it.		Not	that	she	is	complaining,	believe	me	she’s	not	but	I	just	think	it’s	
not	fair.” Younger women disproportionately meet thetransportation needs of seniors. The survey 
results show that 56 percent of drivers age 35 to 54 are female. Just 43 percent of drivers from that 
age group are male. This perceived 
burden articulated by focus group 
participants could be real in a city 
with a high proportion of working 
women. 

	
Despite there being a greater pro-
portion of seniors with a poor HDS, 
seniors in Northern Virginia tend to 
be somewhat more mobile than se-
niors of similar age across the United 
States. There are a number of fac-
tors that appear to impact mobility 
among seniors in the region, includ-
ing income and health.  The type 

8	 Bailey,	Linda.		Aging	Americans:	Stranded	Without	Options.	Surface	Transportation	Policy	Project,	April	2004.
9	 Ritter,	Anita	Stowell,	Audrey	Straight,	and	Ed	Evans.	Understanding	Senior	Transportation:	Report	and	Analysis	of	a	

Survey	of	Consumers	Age	�0+,	conducted	by	the	AARP,	Washington	DC,	2002.
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of community that seniors live in also impacts their mobility, as will be discussed in an upcoming 
section of this chapter.  According to the survey, more than six in ten of those with household 
incomes greater than $30,000 (62%) say they typically get out more than five times a week, com-
pared to about three in ten (31%) of those with lower incomes.  Almost seven in ten of those with 
an excellent HDS (68%) get out more than five times a week, versus just three in ten of those with 
a poor HDS (30%). Which all leads to the fact that almost six in ten of those who are satisfied 
with how they get around (58%) get out of their homes five or more times each week, compared to 
three in ten (30%) of those not satisfied with how they get around. 

Northern Virginia seniors were asked 
if they have problems getting anyplace 
in particular, however no one destina-
tion stood out.  Yet, more than one-third 
(36%) said they have problems getting 
somewhere they would like to go.  Those 
who do not drive themselves are far more 
likely to report having problems getting 
places (55% vs. 32%).  In fact, except for 
visiting family, non-drivers report having 
more problems getting to all other des-
tinations than do drivers.  Furthermore, 
those who primarily have to depend on 
others for rides are more likely to have 
problems getting anywhere. 

Figure 3.10   Mobility and Isolation

Base=Total Sample (NVTC n=1636; AARP n=1844)
Note: Letters indicate statistical differences at the 95% confidence level
Note: % not shown are ≤2%
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Figure 3.11:  Transportation Problems by Destination
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Public Transportation
Public transportation users are more active than non-users, with more than nine in ten (92% vs. 
84%) taking three or more trips per week.  Public transportation accounts for 10 percent of the 
weekly trips taken by those who use it.  Interestingly, public transportation users walk more often 
to get to a destination than do non-users (13% of trips vs. 7%).  And, while driving accounts for a 
greater proportion of non-users’ transportation (65%), on average public transportation users take 
more total trips each week driving themselves (7.7 vs. 6.7).  

The greater activity by public transportation users is not surprising, considering only one in eight 
(13%) report having an HDS of poor, compared to about one-fourth (24%) of non-users.  There 
are no differences in income levels between public transportation users and non-users. Similar pro-
portions of users and non-users report being satisfied with their ability to get around (70% each).  
Other differences between public transportation users and non-users include the following:

· Users are more likely to live in Type 1 communities (17% vs. 8%); and,

· Users are more likely to have a college education (61% vs. 45%). 

While current use of public transportation among seniors is limited, according to the telephone 
survey results, several seniors in the focus groups said they would consider using public transpor-
tation if it were available to them.  They defined ‘availability’ as public transportation coming to or 
near their home, being accessible, and running at hours that are convenient to them. 

More than one-half of respondents said that each of the following is a problem with using public 
transportation:

· Public transportation going where you need to go (56%);

· The distance to bus stops or rail stations (53%),;and/or,

· The time it takes (52%). 

In addition, at least four in ten said that transferring between routes (49%), the frequency of ser-
vice (45%) and/or being able to get a seat (43%) are also problems in using public transportation. 

When respondents who use public transportation are assessed separately from those who do not, 
the results on the question of problems with public transportation vary between the two groups.  
For each of the possible problems listed for the survey, fewer users of public transportation report-
ed problems than did non-users.  For example, 27 percent of seniors who now use public transpor-
tation reported that reliability is a problem, while a greater portion (39 %) of non-users reported 
a problem with reliability.  On the issue of getting information, 28% of users report this as a 
problem, while a larger proportion (38%) of non-users say this is a problem.  While some of these 
results would be expected, for example, distance to bus stops or rail stations is less of a problem for 
public transportation users (39% vs. 56%), other results suggest that non-users may perceive prob-
lems because they are not familiar with public transportation services in Northern Virginia.  For 
instance, 45 percent of non-users say that getting a seat on public transportation is a problem (vs. 
31% of users who say this is a problem).  If they are not current users, perhaps they do not know 
that transit providers reserve the seats behind the driver for seniors and persons with disabilities. 
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Furthermore, Northern Virginia seniors who do not use public transportation were more likely 
than those who do to report having problems.  Specifically, those who use specialized transporta-
tion (transportation for the disabled and senior/community vans) were more likely than those 
who used fixed route service to report having problems.  In fact, the proportion of those who use 
specialized transportation reporting having problems is similar to those who do not use public 
transportation at all. 

Thirty percent of respondents indicated that the cost of using public transportation is a problem, 
with 10 percent stating that the cost is a large problem. Of those who indicated cost is a problem, 
the perceived median cost of a round trip was $4.00. This is comparable to what a senior might 
actually have to pay for a round trip on public transportation if that trip involved bus and Metro-
rail transfers. For example, the base price at the discounted senior fare for a one-way Metrobus trip 
is 60 cents and the base price for Metrorail is 62 cents to $1.95 depending on distance. Bus-to-bus 
and Metrorail-to-bus transfers are free. Not surprisingly, a greater proportion of seniors reported 
the cost of taxis to be a problem (44%). Of those, they reported they typically pay $25 (the me-
dian) for a round-trip by taxi.  

Survey respondents can also be assessed by the types of transportation modes that they use.  
Results show, interestingly, that those in Northern Virginia who use specialized transit, such as 
paratransit, senior vans, and dial-a-ride, are more like those who rideshare in many respects than 
they are like fixed route transit users. This may indicate that ridesharers and specialized transit us-
ers are facing similar limitations and are choosing or being forced to choose between depending on 
others versus using specialized transportation. Among some of the differences between fixed route 
and specialized transit users:

•    Those who rideshare and who use specialized transit are more likely than fixed route users 
to have various problems with walking and public transportation.  Some examples include 
the following:

−	 Walking (asked only of those not using wheelchairs):

	Everything is too far away (a problem for 56% of ridesharers and specialized tran-
sit users vs. 37% of fixed route users)

	Carrying things on your return trip (50%-58% vs. 34%)

	Walking is too physically demanding (38%-47% vs. 21%). 

−	 Public Transportation:

	Distance to bus stops or rail stations (54%-56% vs. 33%)

	Transferring between routes (52% vs. 25%)

	Being able to get a seat (45% vs. 26%)

•	 Specialized transit users and ridesharers are also more likely to need to use various aids 
(e.g., canes, wheelchairs, etc.) or to need someone to help them get around.

• Almost all of those who used fixed route service (95%) get out of their homes at least three 
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times a week, compared to fewer than nine in ten ridesharers (84%) or specialized transit users 
(88%).

• Of these three groups, fixed route users have the greatest average household incomes (median of 
$60,100), compared to incomes closer to $50,000 among ridesharers ($53,600) and specialized 
transit users ($47,500).

• About one in seven fixed route users (15%) have an excellent HDS, and only 7 percent have a 
poor HDS.  Thus, fixed route users are much healthier than either ridesharers (9% excellent, 28% 
poor) or specialized transit users (6% excellent, 29% poor). This finding may not be surprising 
when one considers that taking a fixed-route trip, either by bus or rail, typically involves some 
walking, standing, and possibly carrying items.  Those seniors with limited ability to walk, in 
particular, may find fixed-route transit too physically difficult.

Relationship Between Community Type and Senior Mobility
Among the objectives of the NVTC senior transportation study are two related to land use:  (1) 
to identify differences in the travel patterns of seniors by the type of community in which they 
reside; and (2) to assess the impacts of land use patterns and community type on senior mobil-
ity.  For this study the region was classified into three different community types, differentiated by 
population and population density, degree of mixed-use development, and existence of a walkable 
environment.  Survey respondent addresses were geocoded and then grouped into the three com-
munity types. 

Community Type I:  A walkable urban, or town, mixed-use community. 

The urban/town community type is characterized by a walkable urban, or town, mixed-use com-
munity with a complete pedestrian network of sidewalks, crosswalks, and trails that encourage 
walking. Roads are generally two to four lanes wide and intersections designed for safe pedestrian 
crossing. Street traffic is slow enough as to not be intimidating to a senior pedestrian with limited 
agility. Examples of the walkable urban or town, mixed-use community type would include the 
Rosslyn-Ballston transit-oriented development corridor in Arlington County; pedestrian friendly, 
mixed-use areas of Reston in Fairfax County; and the historic downtown area of Manassas. In 
order to draw the distinction between the mixed-use and suburban community types, an area was 
not placed in the urban or town, mixed-use community type unless a fair amount of pedestrian 
activity could be observed in 2005. Another criterion is an integrated mix of use. Ideally, residents 
would be within ½ mile of commercial retail and services. Nine percent of Northern Virginia’s 
senior population age 75 and older was found to reside in community type I. 

Community Type II:  A suburban residential community type characterized by a separation of 
retail and commercial services from the residential areas. 

A suburban residential community type is characterized by a separation of retail and commercial 
services from the residential areas. For instance, a residential subdivision bordered by a commercial 
strip shopping center that offers a grocery store and other services would qualify under the subur-
ban residential community type. While sidewalks may link homes and the shopping center, seniors 
may find the distance too great or barriers such as surface parking lots, fast moving vehicular traf-
fic, and wide intersections not conducive for walking. Most of Northern Virginia’s senior popula-
tion falls within community type II (82%). 
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Community Type III:  A rural/exurban community type. 

This community type would be characterized by areas where farming, forestry, and ranchette 
activities occur and where single family homes on large lots are located. Few, if any, retail or service 
activities are located in these areas, with most located at crossroads. Most of this community type 
is found in western  Loudoun County and in Prince William County, although Fairfax County has 
some land area in this community type. Nine percent of Northern Virginia’s seniors live in rural/
exurban areas. 

The boundaries of these community types were drafted first by the project team. Census block 
group data overlaid on a regional land use map was used to isolate those areas with current and 
particular land use characteristics that are consistent in definition across the region. Three sce-
narios that provided options for community type designations were shared with the land use 
planning directors from each of the nine jurisdictions in Northern Virginia. Follow-up calls were 
made to each jurisdiction to ensure that feedback from land use planners was obtained. Minor 
changes to the community type boundaries of the project team’s preferred scenario were made per 
this jurisdictional feedback. A letter describing these community types and research objectives was 
mailed to jurisdiction planning directors for their feedback on the proposed boundaries. A copy of 
the letter and maps provided can be found in Appendix 5. 

A large enough sample of respondents from each of the community types was interviewed so as to 
analyze the results by this geographic breakdown. Weighting factors were developed from the orig-
inal sample and applied to the final survey date in order to ensure that the reported results would 
represent the relative populations of the universe of the Northern Virginia senior population. 
 
According to the survey results, there are important differences in senior mobility and trip-mak-
ing by community type.  The survey has found that seniors who live in Type 1 communities are 
more mobile than their counterparts in other communities in Northern Virginia based on several 
measures:

•	 Seniors living in Type 1 communities take somewhat more trips per week, on average, 
than seniors in other communities, with a mean of 10.0 for Type 1 vs. 8.4 for Type 2 
and 8.1 for Type 3; 
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•	 Seniors in Type 1 communities are more likely than others to make five or more trips 
per week (60% vs. 48%-51%); 

•	 Seniors in Type 1 communities are more likely to report that they went	out on the previ-
ous day.  According to recent research on senior transportation, the inability to go out 
and thus, staying home, is a measure of social isolation.  According to survey results, 
84 percent of seniors in Type 1 communities went out at least once in the previous day, 
compared to 77 percent in both Type 2 and Type 3 communities. Only 16 percent of 
seniors in Type 1 communities did not go out the previous day, compared to 22 percent 
in Type 2 and Type 3 communities.

Seniors living in Type 1 communities also report greater use of public transportation, which is 
related to the greater prevalence of transit services in those areas with higher population density 
and a supportive pedestrian environment:

•	 Almost two in ten (18%) of seniors living in Type 1 communities say they have used 
public transportation in the past week.  Conversely, public transportation use is less 
common in Type 2 communities (7%) and least common in Type 3 communities (2%). 

•	 Incidentally, those living in Type 1 communities are also more likely to say they occa-
sionally use each of the following means of transportation:

- Taxi (Type 1-25% vs. Type 2-13% vs. Type 3-2%);

- Metrorail or VRE (21% vs. 12% vs. 5%); and,

- Public bus (11% vs. 4% vs. 1%).
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This lower dependence on private auto travel and higher use of public transportation and rates 
of walking reflect the nature of a mixed-use community. By definition, shops and services were 
to be within ½ mile of residences and connected by a complete sidewalk network. Most of Com-
munity Type 1 is located in transit accessible locations in Arlington and Alexandria. As reported 
by respondents, around 75 percent from the urban/town mixed-use areas said they lived within 
one-quarter mile of a public bus stop, food store, and drug store. Fifty-six percent of respondents 
from the suburban area reported living within the same distance from one or more of these three 
conveniences. Only 15 percent of respondents from the rural/exurban area described their com-
munity as equally convenient. 

Community type has a great impact on how much seniors drive as compared to using other means 
of transportation.  Driving oneself accounts for less than one-half (48%) of the trips taken by 
seniors living in Type 1 communities, compared to about two-thirds of the trips taken by those liv-
ing in Type 2 or Type 3 communities (64% and 66% respectively).  However, where someone lives 
has little impact as to whether or not they will drive themselves at least occasionally, with about 
nine in ten from each community type saying they drive themselves at least sometimes (88%-90%).  

With survey results finding that seniors in Type 1 communities are more mobile and drive them-
selves less than seniors in other community types, the question becomes: how are Type 1 North-
ern Virginia seniors getting around if they are not driving themselves? Primarily, they are walking 
more often than those who live in less densely populated areas with segregated land uses.  Walk-
ing accounts for more than two in ten of the trips taken by seniors in Type 1 communities (22%), 
compared to fewer than one in ten of the trips taken by those living in Type 2 (8%) or Type 3 (5%) 
communities.  In terms of total trips, senior residents of Type 1 communities take on average 2.3 
trips on foot to a destination each week compared with 0.7 trips by residents of suburban areas 
and 0.4 trips by seniors living in exurban/rural areas. When asked about their travel during the 
past month, walking was the third most popular means for getting around, followed by riding in 
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a private vehicle as a passenger and driving. Differences by community type are impressive. Forty-
eight percent of those from Type 1 communities report having walked to a destination in the past 
week. That’s more than two times greater than reported for Type 2 areas and nearly five times that 
of Type 3 communities. This is a significant finding and suggests that efforts to improve mobility 
for seniors should look towards community design policies and strategies that provide more pedes-
trian-oriented, mixed-use environments that support walking trips, in addition to other improve-
ments, such as those for public transportation services.

Given that seniors in Type 1 communities walk more than their counterparts in other community 
types, there was interest in assessing any health and disability differences between community 
types.  Interestingly, while the proportion of those with a poor HDS is not particularly different 
in each of the three land use types (Type 1 21%, Type 2 24% and Type 3 21%), seniors who live 
in type 3 communities tend to be the more likely to have an excellent	HDS (14% vs. 11% Type 2 
and 7% Type 1).  This suggests that walking remains a viable transportation mode for seniors in 
Type 1 communities despite their lower self-reported rates of excellent HDS relative to those rates 
reported by seniors from Type II and Type III communities. While Type III seniors’ self-reported 
health and disability status would suggest they are more able to walk, they lack the opportunities 
to do so. 

There were no reported differences in overall satisfaction with how one gets around by the com-
munity types where seniors live.  No differences by community type were reported for the question 
that asked how often transportation problems interfere with one’s ability to go to various places. 
This may be because seniors are willing to live with or accept what they have, even if it is not what 
they necessarily want or need.  They have learned to make do.  Some seniors also may move to 
where the transportation  is adequate to meet their needs.  

9

Figure	3.��:		Those	who	live	in	Urban/Town communities
take	a	greater	proportion	of	trips	by	walking	or	fixed	route	

public	transportation.
Share of Trips

94%

89%

70%

5%

8%

22% 4% 4%

1%

<1%

2%

Rural/Exurban

Suburban

Urban/Town

Car Walked Fixed Route Other

Figure 3.15:  Those who live in Urban/Town communities take a greater proportion 
                      of trips by walking or fixed route public transportation.
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Ideal System
The focus group and in-depth participants were probed in order to find out what constitutes their 
ideal transportation system.  Focus group participants used a handful of terms and phrases to 
describe the ideal transportation system for seniors:

•	 Frequency/how soon the service would be able to take them where they need to go;

•	 Personal service;

•	 Dependability;

•	 Good information; and

•	 Cost.

An adequately	frequent service was described as one that is “reactive	to	your	needs.”  For special-
ized transit, that would mean a service that does not need to be scheduled more than one day in 
advance.  For fixed route service, it would mean running often and throughout the day.

Personal service means being treated well by both the transportation service as a whole and by in-
dividual drivers.  It also means providing door-to-door service, particularly for less mobile seniors.  
When asked to give an example of good door-to-door services, many focus group participants 
mentioned taxis.  And when asked what constituted being treated well, driving safely, being pleas-
ant and having patience were some of the attributes cited.  As one focus group participant said, her 
daughter is her ideal means of transportation because her daughter has “my	best	interests	at	heart.” 

Dependability was defined by participants as both showing up and arriving to the final destina-
tion on-time.  Some participants pointed out that, if they are going to schedule their life around 
a service, that service has to be on a schedule they can count on.  A problem cited by many is that 
services might do a good job of getting passengers where they are going, but are not reliable for 
pick-ups for return trips. 

Some participants said that they are not well informed now about public transportation.  Accord-
ing to them, schedules are inaccurate, not kept up-to-date and with each service having a differ-
ent schedule format, it makes it difficult to learn and tie together multiple modes.  Furthermore, 
many participants did not know where to go to even find the schedules.  Suggestions were made to 
advertise in local newspapers and on local television, saying that these are their primary sources of 
information.  Other suggestions for disseminating information included the following:

•	 Keep the schedules succinct, 

•	 Have a Web site that would allow riders to enter their origin and destination and the 
Web site would then list the modes and schedule they should use,

•	 Provide a universal toll-free number for Northern Virginia transit that people could call 
for information, 

•	 Print information and scheduling telephone numbers on the side of buses, and

•	 Mail schedules to everyone. 
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Notably, a key component of most suggestions was that information should tie together the vari-
ous Northern Virginia transportation services. It should also be noted that the second and third 
suggestions exist for the fixed-route transit system. Residents can enter origin and destination 
information into WMATA’s Ride Guide on the Metroopensdoors.com website and get route and 
schedule information for Metrorail, Metrobus and local providers within the Metro compact area. 
The same information can be obtained by calling WMATA’s toll-free number. 

Cost for an ideal system is not necessarily defined as being “free,” but as being “economical” – i.e., 
make it something they can afford.  For example, many participants said they think that taxis and 
public transportation for seniors should either be partially or fully subsidized.  

Seniors Assessment of Proposed Transportation Services
As part of the qualitative research, participants in the focus groups, in-depth interviews and bro-
kers focus group were presented with different transportation service options for serving seniors 
and asked about their opinions on the services. Reactions and comments from the participants to 
the four different services – subsidized taxi services, volunteer transportation, community service 
routes, and route deviation – are presented below. While all of these services are offered in parts of 
Northern Virginia today, participants were presented with a generic concept description, and were 
not asked to comment based on their experience of an existing service. 

Subsidized Taxi Service
Fairfax area focus group participants, as well as the in-depth participants, were generally very posi-
tive about the subsidized taxi service concept, while Loudoun County and Arlington/Alexandria 
participants were more mixed in their views.  Participants liked the flexibility it provides along 
with the reduced cost.  However, there was concern over the cost to the taxpayer.  As one Loudoun 
County participant put it, “Great	for	me,	bad	for	the	taxpayer.”  For others, it had the appeal of “get-
ting	something	for	nothing.”	

Some of the strengths of this service were identified as the following:

•	 It can reach areas not covered by traditional public transportation;

•	 Vehicles would be accessible for people with disabilities;

•	 Increased use of taxis by seniors would prompt taxi services to improve service,;and, 

•	 Because seniors would have to pay for part of it (as opposed to volunteer services) there 
would be less “guilt” in using the service.

Some concerns expressed by seniors about the subsidized taxi service included the following:
•	 What would the cost be to the passenger, even when including the subsidy?

•	 How much would this cost the taxpayer?

•	 How complicated would it be to use the coupons?  Would it be difficult to calculate the 
cost of trips?

•	 Would the drivers be able to help passengers in and out of vehicles and from the curb 
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into and out of buildings?

•	 Would the taxi services earn as much from subsidized rides as they would from full-fare 
trips?  If not, they may be less inclined to take subsidized rides or might not provide the 
same quality of service. 

The subsidized taxi service was overall a well-received concept, and should be explored further 
with an emphasis on simplifying the coupon system and encouraging good personal service by 
drivers. 

Volunteers In The Community Provide Transportation To Seniors Who Need 
Rides
Overall, participants were generally mixed in their opinions of the Volunteer Driver concept.  
While they perceive that they would get personalized service, there were concerns about training 
and safety issues. 

Some of the strengths of this system were identified as the following:

•	 Using a volunteer service instead of a fixed route service would provide greater flexibil-
ity.

•	 It would be a good way to augment existing services and could serve as a safety net if 
friends and neighbors are not available to drive; and,

•	 Volunteers are apt to be more friendly and willing to help than paid employees. 

However, there were many questions and concerns raised by seniors:

•	 Would the volunteers, since they are not being paid, still be reliable?

•	 Would there be enough volunteers?

•	 Who are the volunteers?  Are they honest and trustworthy?

•	 What happens if there is an accident?  Are they insured?

•	 Are the vehicles inspected?

•	 Do the volunteers have a license to transport seniors?  Are they trained to deal with the 
special needs some seniors have (e.g., getting in and out of vehicles, dealing with dialysis 
machines, etc.)?

•	 Who would supervise the volunteers?

•	 Would they be available for round trips?

•	 Can you do multiple trips?

•	 Would they leave your community or county?

•	 How or how well would volunteers know the area?

•	 Who will pay for the gasoline?
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The Volunteer Driver concept could appeal to seniors in a limited fashion. However, assurances 
will need to be made that the drivers are adequately trained and that the service, despite being 
“volunteer,” is professional and well organized.

Small Buses Operate On Schedules To Link Areas Where Concentrations Of 
Seniors Live To Local Shopping Areas And Medical Facilities. 
Of the four transportation ideas presented in the focus groups and in-depth interviews, partici-
pants were the most divergent in their opinions of this service, often called “service routes” or “com-
munity service.”  Those who live in senior communities were very positive toward the idea.  In fact, 
many already had a similar system available to them through their community.  Many said it is 
easy and convenient to use.  However, those who do not live around a large number of seniors did 
not think such a service would be possible for them. 

Seniors identified the following as some of the strengths of this service:

•	 Being senior-only, it would not inconvenience the general public;

•	 There would be someone who could help passengers on and off of vehicles; 

•	 Since you are traveling with others, if you got lost you could just look for them; and,  

•	 It would be good for trips to common destinations, such as shopping centers or the 
Smithsonian.  

Beyond the doubts that it would be able to serve areas where seniors are not concentrated, the fol-
lowing are some of the concerns expressed about this service:

•	 This service may not be good for traveling to individual destinations (e.g., a doctor’s of-
fice).

•	 It would not be good for last minute trips or trips of unpredictable length;

•	 They do not want to feel rushed because they have to meet the bus at a specific time;

•	 A $4 round-trip could be expensive for lower income seniors;

•	 What would be the overall cost to the government, especially if the service goes to many 
destinations?

•	 Would the service be door-to-door?

Despite these concerns, this service would have a limited but real value for seniors living in high-
density senior communities.  However, it would need to have a door-to-door component for less 
mobile seniors to use.  A sliding scale fee might also be useful to entice lower income seniors to use 
the service. 
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Fixed Route Service With Deviations Off The Route (From Several Blocks To Up 
To 3/4 Mile) To Pick Up And Drop Off Passengers Who Request A Deviation 
The Route Deviation Service received the most negative reviews by participants both in the focus 
groups and the in-depth interviews.  Many did not want to be a “burden” on the general public, 
forcing people to wait while the bus took them off-route to their destination.  Many participants 
also found it difficult to believe that the bus would be able to stay on schedule while making devia-
tions.  Those who did like the idea said that it would be easier than using a normal bus service, 
which typically requires a longer walk to the bus stop.

Several of the specific concerns about this service included the following:

•	 It simply would not be possible for a service to stay on schedule when having to make 
several 1½-mile deviations (three-quarters of a mile each way).   

•	 Having to board and offload disabled seniors would further slow down the trip.

•	 Other riders may become upset with seniors if they were delayed while the bus is devi-
ating.  And it may not be practical for some who have to keep a work schedule.

•	 Conversely, how delayed would seniors themselves be by these deviations?

•	 How would vehicles navigate narrow streets? 

•	 Would the vehicles be accessible for seniors with aids such as wheelchairs and walkers?

However, several seniors did say that the service would be worthwhile, particularly because of the 
door-to-door aspect.  For them, it would mean less walking, and for some it would be the differ-
ence between a slightly longer trip and not getting out at all.

In order for this service to be successful, seniors will require a great deal of convincing that the 
service can run on time.  The service will also need to be accessible to the disabled.  Consideration 
should be given to making this a senior-only service, since inconveniencing the general public is 
something many seniors strongly wish to avoid. 
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CHAPTER 4
MEETING SENIORS’ 
TRANSPORTATION NEEDS
 

This chapter reviews existing public transportation services available to seniors in Northern 
Virginia, estimates senior trip needs based on population projections and current trip making 
as determined from responses to the study’s telephone survey, and provides recommendations to 
improve public transportation in the region to better meet the needs of seniors in the short and 
longer term.
 

EXISTING PUBLIC TRANSPORTATION SERVICES AVAILABLE TO 
SENIORS

Northern Virginia has a wide range of public transportation services available to seniors, includ-
ing traditional fixed-route services such as Washington Metropolitan Area Transit Authority’s 
(WMATA) Metrorail service and the Fairfax Connector and more specialized services that 
include senior center transportation programs and subsidized taxi services. These existing services 
are summarized below.

Fixed-Route Services
Fixed-route services in Northern Virginia include both rail and bus systems.  Table 4-1 provides 
summary operating statistics on the region’s fixed-route services.  As shown on this table, WMA-
TA’s Metrorail service carries by far the largest number of transit trips in the region, with more 
than 87 million annual trips on the Metrorail network in Northern Virginia.  WMATA’s fixed-
route bus service provides the largest number of bus passenger trips in the region, with more than 
19 million annual trips.  This is well more than twice the number of passenger trips carried by 
the next largest fixed-route bus provider, the Fairfax Connector, which provides close to 8 million 
annual passenger trips.  In addition to these larger fixed-route providers, a number of the region’s 
jurisdictions provide more local fixed-route service to meet the transportation needs of their resi-
dents, including, among others, Arlington’s ART service, Alexandria’s DASH, the city of Fairfax’s 
CUE, and Loudoun County Transit.

Specialized Transportation Services
In addition to the region’s fixed-route services, there are a variety of publicly sponsored transpor-
tation services provided for seniors in Northern Virginia. These services, generally referred to as 
specialized transportation services, include those sponsored by the jurisdictions in the region as 
well as the regional paratransit service provided by WMATA.  Efforts to identify these specialized 
transportation services began with information available through a large specialized transportation 
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study conducted for WMATA in 2004.1 The WMATA study identified the specialized trans-
portation services provided throughout the Washington region by the local jurisdictions as well 
as those provided through the major federal human service funding programs, such as Medicaid 
and the federal Community Services Block Grant. This NVTC study focuses on the Northern 
Virginia jurisdictions rather than the entire region and on the specialized transportation services 
provided through the jurisdictions and generally available to seniors, rather than the broader spec-
trum that includes the many human service and non-profit transportation programs.

Table 4-2 presents the various publicly sponsored specialized transportation services in North-
ern Virginia and their operating characteristics. Where data are available, Table 4-2 also provides 
information on the cost per passenger trip and estimated passenger trip length.

REVIEW OF PUBLIC TRANSPORTATION SERVICES AVAILABLE 
FOR SENIORS

Review of Fixed-Route Services
The fixed-route services in Northern Virginia have been designed to meet both commute and 
non-commute transportation needs in the region.  A number of the services are designed to meet 
longer distance commute needs, such as VRE and OmniRide, while others focus on more local 
commute and non-commute travel. To meet the requirements of the federal Americans with Dis-
abilities Act (ADA), the region’s fixed-route transit service is generally accessible to riders using 
wheelchairs and other mobility devices.

To the extent that seniors are functionally able to use fixed-route services (can walk to a bus 
stop or station, wait for the bus or rail service, and board the vehicle), seniors can use fixed-route 
services when such service is available and can serve their trip needs. However, use of public fixed-
route transit by seniors in the region is low, similar to national trends as noted below.  While the 
study’s telephone survey found that some seniors do use public transit occasionally (12% indicated 
occasional use of rail service and 4% indicated occasional use of public bus services), only a very 
small proportion of seniors’ total trips – 1.3 percent – are taken by fixed-route transit.2  According 
to a 2001 NVTC on-board survey of all riders of the fixed-route system, only 3.7 percent of riders 
were seniors, defined as those aged 65 and above.3 

Such usage rates are not unique to Northern Virginia.  As pointed out in Chapter 2, a recent 
Brookings Institute study found that the use of public transportation nationwide by seniors has 
been dropping for decades. In 1995, seniors made only 2.2 percent of all their trips by transit.  For 
non-work trips, senior trip-making on transit was for the first time, in 1995, below that of younger 
people. Between 1995 and 2001, transit usage rates fell even lower, by almost 50 percent, with only 

�	 Specialized	Transportation	Study	–	Final	Report,	prepared	for	the	Washington	Metropolitan	Area	Transit	Authority,	by	
KFH	Group,	Inc.	and	TranSystems,	April	�3,	2004.

2	 Among	the	younger	working-age	population,	those	age	2�	to	39	take	2.�	percent	of	their	total	trips	on	public	
transportation,	and	for	those	age	40	to	64	years,	�.�	percent	of	their	total	trips	are	on	public	transportation.	200�	NHTS.	

3	 Results	of	On-Board	Survey-Fairfax	Connector,	DASH,	CUE,	Loudoun,	and	ART,	Final	Report,	prepared	for	Northern	
Virginia	Transportation	Commission,	by	MCV	Associates,	Inc.,	April	200�.
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1.3 percent of all trips by seniors made on transit in 2001.4  Such trends are alarming, particularly 
given the expected growth in the senior population and their associated needs for transportation. 

NVTC believes the senior transit market to be much larger than current use would suggest. As 
noted in Chapter 2 and Appendix 1, NVTC estimates the potential transit market among those 
65 and older to be about 57% of the total population of that cohort and about 52% of those age 75 
and older. These are the individuals who live close enough to fixed-route service (within ¼ mile of 
a rail station or bus route) and who are healthy enough to use the system. Ridership by Northern 
Virginia’s older residents could be increased through service improvement that better meet seniors’ 
needs and through marketing and outreach tailored to the senior customer. 

Several of the region’s fixed-route systems have begun planning to better meet the needs of senior 
travel. Fairfax County recently began providing training sessions with a specially designed bus to 
teach seniors how to use fixed-route service. WMATA has purchased low-floor buses, which are 
considerably easier for seniors to board and alight, and has a policy to acquire only low-floor buses 
with future acquisitions. WMATA is also providing training to seniors and persons with disabili-
ties on use of Metro’s fixed-route services. (These and other strategies are discussed in more detail 
later in this chapter.)
 
Additionally, the transit industry, through its national association, has recognized the growing 
issue of senior transportation and is implementing measures to improve transit systems’ ability 
to meet the needs of seniors.  Various resources are available through the association’s website at 
www.apta.com/sim/ .

Review of Specialized Transportation Services
Northern Virginia’s specialized transportation services that are identified and listed in Table 4-2 
are reviewed below on several factors that relate to their availability to seniors and ability to meet 
trip needs.

Eligibility
The specialized transportation services in Northern Virginia vary in the degree to which they are 
available to seniors in the region. Several of the programs serve only or primarily persons who 
meet the eligibility criteria of the Americans with Disabilities Act (ADA), including WMATA’s 
ADA program, MetroAccess.  Such programs have been implemented and designed to meet 
the very prescriptive regulations of the ADA, which stipulate that eligibility be provided only to 
persons who are functionally prevented from using regular fixed-route transit.  For MetroAccess, 
an in-person interview and assessment determine eligibility by a licensed physical or occupational 
therapist. Age is not considered for eligibility, although the majority of certified users are older, 
given the relationship between older age and conditions that impair mobility. 

In addition to MetroAccess, the other specialized programs designed to serve ADA eligible users 
include Alexandria’s DOT Paratransit, Arlington’s STAR and city of Fairfax’s City Wheels. 

4	 Rosenbloom,	Sandra.	The	Mobility	Needs	of	Older	Americans.	The Brookings Institute Series on Transportation 
Reform.	Washington,	DC,	July	2003,	p.	4.
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However, the STAR program also serves a small number of seniors temporarily certified as eligible 
for the service, due to an expected short-term transportation-related disability.  It is expected that 
if these seniors require longer-term transportation, they will become ADA eligible through the 
ADA certification process.  According to the study’s telephone survey, approximately 4 percent 
of seniors in the region have used transportation services for persons wirh disabilities, including 
MetroAccess, in the past month, but, region wide, very few trips (1% of total trips) are provided by 
specialized services for those with disabilities.

While the ADA paratransit programs serve only those with significant functional disabilities 
and are provided on an advanced reservation next-day basis, transportation service is available 
seven days per week, from the very early morning hours until very late at night; service is provided 
throughout the Washington metropolitan region including the District and Maryland; there are 
no restrictions on trip purpose; and service cannot be constrained by limited capacity or other 
factors which limit service availability. According to one recent study, “ADA appears to have vastly 
improved paratransit service for a large number of older individuals who can work within its limi-
tations and who live in areas with public transportation service.”5  Compared to specialized trans-
portation services that often operate with only limited capacity, a restricted service area, or serve 
only certain types of trips, ADA paratransit has improved mobility for many ADA-eligible users.  

However, ADA paratransit is not available to the many seniors who do not meet the eligibility 
criteria and is not appropriate for those that require significant assistance when traveling. Arling-
ton County’s Assisted STAR program has been designed specifically to meet the needs of seniors 
(and other ADA eligible riders) who need such extra assistance.  Assisted STAR is a rider-support 
program for STAR’s eligible older riders, where the transportation operator is given a supplemen-
tal payment so that the driver provides door-to-door assistance to the rider for healthcare ap-
pointments only.  Given increasing frailty with older seniors, the availability of such extra support 
becomes more important when addressing the mobility needs of older seniors.

While the other specialized services do not limit eligibility to the extent of the ADA paratransit 
programs, the other services may be limited to those seniors who are lower income.  For example, 
the taxi subsidy programs in Fairfax County and in the cities of Fairfax and Falls Church target 
their taxi subsidy programs to seniors on low or moderate incomes. 

Some of the other programs are available only to seniors who participate in specific human service 
programs, such as FASTRAN and Loudoun County’s demand response transportation program 
managed by the Department of Social Services.  Additionally, other jurisdictions including Alex-
andria, Arlington County, and Prince William County have specialized transportation programs 
for seniors, but these tend to be in support of specific senior center programs and activities; thus, 
eligibility is restricted to those seniors who are participating in the specific programs.

Eligibility, then, for the region’s specialized transportation services varies by jurisdiction and/or 
program and may depend on functional mobility, participation in a particular senior or human ser-
vice program, and/or income level.

�	 The	Impact	of	Federal	Programs	on	Transportation	for	Older	Adults,	prepared	for	the	AARP	Public	Policy	Institute,	by	
Nelson\Nygaard	Consulting	Associates,	December	2004,	page	26.
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Service Area
The service areas of the various specialized transportation providers depend on the specific service 
sponsor, type of service, and type of provider.  As noted above, MetroAccess, as an ADA program, 
serves the metropolitan region, specifically the jurisdictions that comprise the WMATA compact, 
and complements WMATA’s fixed-route system according to ADA regulations.6  Alexandria’s 
DOT Paratransit and Arlington’s STAR, also ADA paratransit programs, serve predominately 
the Northern Virginia area but riders can travel throughout the Washington metropolitan region, 
with such trips scheduled on other MetroAccess transportation operators if they cannot be accom-
modated by the Arlington or Alexandria ADA services.

The service areas of the specialized services that are taxi-based, user-side subsidy programs (such 
as the numerous taxi voucher programs) are essentially unrestricted.  Users can request trips to 
destinations of their choice, and they are restricted only in their ability to pay for the trips with 
their allotted vouchers.  Given that most of the taxi voucher programs are targeted to lower-in-
come seniors, it is likely that such seniors have limited ability to pay for longer distance trips.  

Alexandria’s Senior Taxi program is a variation on the taxi subsidy programs.  This program, 
provided through Senior Services of Alexandria on a contract basis to the city of Alexandria, sub-
sidizes taxi trips within the city for a set fare of $1.50 as well as trips within a five-mile radius of 
the city for a fare of $2.00.  The taxi operators are paid the full meter rate for the trips.  Unlike the 
taxi voucher programs, the Alexandria program has established service area parameters, essentially 
ensuring that the taxi trips are relatively short and therefore less costly.
 
The specialized services operated by volunteers tend to have less formal service areas than other 
specialized programs. Loudoun County’s Red Cross transportation service, which includes volun-
teer drivers, serves medical and shopping trips within the county and various medical destinations 
outside the county and into the neighboring state. The other volunteer-based programs in North-
ern Virginia, however, including the Interfaith Care Givers transportation program in Prince Wil-
liam County seem to provide trips generally within the proximity of their “home” jurisdiction.
 
Specialized services that are designed to support senior-center programs or are funded through 
federal and state Area Agency on Aging (AAA) programs tend to be more restricted in terms of 
their service areas given their mission to support specific senior programs.  These services typically 
function to transport seniors to specific centers or to local shopping areas.  

One of the largest specialized transportation programs in the region, FASTRAN, serves Fairfax 
County as well as the city of Fairfax and city of Falls Church.  Service is provided primarily to 
support specific human service agency programs including senior programs; thus, its service area 
is restricted to the facilities and sites where the human service programs operate.  There is some 
limited local dial-a-ride service available during mid-day hours to low income residents including 
seniors, but this is constrained by capacity. 

6	 Since	Loudoun	and	Prince	William	counties	are	not	in	the	WMATA	compact,	MetroAccess	does	not	provide	service	to	
those	two	jurisdictions.
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The large service area of Loudoun County’s demand response transportation program managed by 
the Department of Social Services. While many of the trips served are within Loudoun County, 
trips are provided to distant locations as central Virginia (Charlottesville), West Virginia, and DC. 

Routing/Scheduling Structure  
The type of routing/scheduling structure relates to the types of passengers who are served and the 
purpose of the transportation program. It also can have an important influence on operating costs, 
as will be discussed in the following section.

Typically, routing/scheduling for specialized and other paratransit services is characterized by 
whether the service operates as many origins to many destinations (many-to-many), many origins 
to few destinations (many-to-few), many origins to one destination (many-to-one), or some varia-
tion thereof.  A specialized service that serves any pick-up and travels to any destination in the 
service area – many-to-many – provides a greater level of transportation service and options than 
one that is restricted at the pick-up end and/or at the destination end.   In Northern Virginia, the 
specialized services that operate as many-to-many include MetroAccess and the other ADA para-
transit services as well as the taxi voucher programs, where the user determines the trip ends. Such 
specialized services give seniors freedom to meet a wide range of trip needs. 

The specialized services that limit pick-ups to only specific residential areas are designed to serve 
those areas, such as the Arlington County Senior Loop, set up to serve specific low-income senior 
housing facilities. Those with restricted destinations are typically designed to serve those destina-
tions, such as the region’s various senior center transportation programs.  But because of their 
parameters, these programs do not serve the range of seniors’ trip needs.

Relationship of Type of Transportation Service, Operating Costs, and Community 
Type

Relative transportation costs by type of transit service are discussed below.  The impact of commu-
nity type on transportation costs is also addressed.

The cost of providing public transportation, including services for seniors, is influenced by a num-
ber of factors.  The type of service, specifically the mode of service, is a primary determinant, and 
other factors, particularly policy decisions that affect operations also impact costs.
 
In relation to the community types defined for the study region, it is not possible to specifically 
analyze the cost to provide service by the three community types, because of a lack of available 
data and the fact that the service areas of the providers encompass more than one community type.  
However, there are characteristics of transit service that both impact costs and are related to com-
munity type.  Among these include the type or mode of transit service—fixed-route vs. paratran-
sit—and the type of service area.  In particular, whether the service operates in a more dense urban 
area, a suburban area, or a rural area influences costs to some degree in relation to the length of 
passenger trips.  These characteristics are discussed below.
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Type of Transportation Service:  Fixed-Route vs. Paratransit
Fixed-route services are the least costly to provide on a per passenger trip basis, with service pro-
vided on a set schedule, traveling a set route.  In urban areas, such services may typically carry over 
20 passenger trips per vehicle hour, so that the operating costs are spread over relatively high ve-
hicle loads.  And the marginal cost of each passenger trip is very low, with a fixed-route bus able to 
absorb additional ridership until the bus is full and no more standees can fit.  In addition, because 
the biggest cost component is driver wages, the bigger and fewer the buses, the cheaper the cost 
per passenger. This is not the case for paratransit and specialized transportation services, where 
passenger trips are individualized, with varying origins and destinations that may change day to 
day.  The marginal cost of each additional trip can be as high as the full cost per passenger trip.7  
The cost difference between the two types of public transportation on a per passenger trip basis is 
large: national data show the operating cost for a one-way unlinked passenger trip on paratransit is 
$21.43 compared to $2.68 on fixed-route.8

Where specialized transportation services can adopt some of the characteristics of fixed-route/ 
fixed schedule service, such as some of the services in Northern Virginia, operating costs on a per 
passenger trip can be reduced.  In Prince William County, OmniLink’s flexible, route deviation 
service is an example of such a hybrid service.  The fixed-route operator deviates up to ¾ mile off 
the regular route to pick up and drop off passengers.  Of total OmniLink ridership in FY04, eight 
percent of trips were “off route” trips. The transit agency does not calculate the cost per deviated 
passenger trip; the FY04 average passenger cost based on all its local trips was $9.23.  The cost for 
the “off route” trips will be somewhat more than this average given the greater resources needed to 
serve the trips, but even at a somewhat higher cost than $9.23, the cost is likely considerably less 
than a typical paratransit passenger trip.

The region’s other specialized services that have characteristics of fixed-route service, such as those 
that serve senior centers with group trips on a fixed schedule/subscription basis, also can reduce 
their operating costs.  The average per passenger trip cost for the senior center oriented services 
listed in Table 4-2 is $5.72,9 considered low for a specialized trip.

In relation to community type, fixed-route service is more feasible in areas that are more densely 
developed, with a mix of residential and non-residential uses, and where there is a pedestrian 
environment that supports walking to and from bus stops or stations.  In particular, the residential 
density is important, providing the opportunities to group trips traveling along major streets and 
travel corridors. Planning experience suggests that a minimum density of 2,000 persons per square 
mile is needed to support fixed-route service. Higher density and mixed-use development patterns 
are characteristics that would be found in Community Type 1, and some portions of Community 
Type 2 will have moderate to higher density residential development though less mixed use devel-
opment.  These types of environments are more amenable to fixed- route service.   Flexible trans-
portation service – paratransit and hybrid fixed-route service such as route deviation – is more 
feasible in rural environments, such as Community Type 3, where residential development is lower 
density and activity centers are limited and spread out.

7	 To	the	extent	that	a	paratransit	system	can	group	trips,	the	marginal	cost	per	additional	trip	can	be	reduced.
8	 From	FY2003	National	Transit	Database.
9	 Calculated	as	the	average	of	Arlington	County’s	two	senior	center	services	and	the	Prince	William	County	senior	center	

service:	$3.87,	$8.�7,	and	$�.�2.
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Type of Paratransit Service
Paratransit services including specialized services designed for seniors have many variants. The dif-
ferent specialized services for seniors in Northern Virginia, as identified in Table 4-2 attest to this.  
Important differences between the transportation services relate to the type of passenger served 
and service parameters, many of which are determined by policy decisions.  The service parameters 
that have an important effect on transportation operating costs include the geographic area that 
is served, the type of routing/scheduling structure, and the type of provider.  While the type of 
subsidy does not directly affect operating costs, it merits attention in a discussion of transportation 
operating costs.

Type of Service Area
The service area within which a specialized provider operates impacts costs and is a factor most 
directly related to community type. Service areas that are larger, such as many rural service areas, 
tend to have longer passenger trips, leading to higher operating costs relative to specialized services 
with shorter passenger trips.  The specialized service with the largest service area in Northern 
Virginia appears to be Loudoun County Department of Social Services’ specialized transporta-
tion. This program serves not only its relatively large “home” county but also destinations in central 
Virginia (Charlottesville), West Virginia, and DC. Most of Loudoun County has been categorized 
as Community Type 3, characterized as predominately rural or exurban.  The large size of the 
service area contributes to the reported average trip distance of 20 miles and this in turn affects the 
relatively high per passenger trip cost of $29.00.

Specialized services with smaller service area will have shorter trip distances.  For example, Alex-
andria’s DOT Paratransit program serves primarily the city of Alexandria and also other closer-
in Northern Virginia jurisdictions.  Based on FY04 reported data, the average trip length is an 
estimated five to six miles.  This shorter distance contributes to the average cost per passenger trip 
of $18.10. The eastern portion of Alexandria is categorized as Community Type 1, with the rest as 
Community Type 2.

Arlington County’s specialized service, STAR, provides an interesting example of service area size, 
community type, and trip length.  The county itself is relatively small and largely urban, and sig-
nificant parts of the county are categorized as Community Type 1.  However, the average passen-
ger trip length on STAR is an estimated 10 to 11 miles, longer than would be expected for the size 
and characteristics of the county.  It is reported that about 40 percent of STAR passenger trips are 
to destinations outside the county, which contributes to the longer passenger trip length as well as 
the average cost per passenger trip of almost $27.00. 

Importantly, the service area is typically a policy decision, specifying the “boundaries” of where 
the vehicles and riders may travel. Where these boundaries are those of the jurisdiction, cities and 
counties that are geographically large will have large service areas and corresponding longer per 
passenger trip lengths.  Often, such jurisdictions are rural or suburban, so that these jurisdictions 
may find their specialized transportation services somewhat more costly on a per passenger trip 
basis. Particularly for rural areas, the service area may have to stretch to include medical facili-
ties that offer services unavailable in the rural jurisdiction, and the corresponding trips may be 
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quite long and costly. However, even smaller, more urban jurisdictions may have long passenger 
trip lengths that are more costly to provide, should they establish service area boundaries that go 
beyond their own borders to serve destinations that lie beyond (e.g., city of Fairfax’s subsidized 
FASTRAN service) or to meet ADA mandates (e.g., Arlington County).  

Routing/Scheduling Structure
The specialized services designed to focus only on limited destinations, that is, the many-to-one, 
many-to-few, or few-to-few routing/scheduling designs, will tend to have higher vehicle productiv-
ities (passenger trips carried per vehicle hour) and therefore lower per passenger trip costs.  Such 
service designs incorporate aspects of fixed schedule/fixed-route service.  As noted above, examples 
of such services include the various senior center transportation services in the region, which have 
a low per passenger trip cost.  

FASTRAN, which provides primarily subscription service to predetermined destinations for 
human service, senior, and other program purposes, is able to effectively group trips. Its FY04 per 
passenger trip cost is $18.39, considerably more than that of the senior center transportation pro-
grams, which is impacted by the fact that the FASTRAN vehicle fleet is used only for FASTRAN 
service, the greater number of destinations served, and the dispersion of destinations throughout 
the Fairfax County service area.  

But significantly, FASTRAN’s per passenger trip cost is 45 percent less than the cost per passen-
ger trip of MetroAccess, the region’s other large specialized transportation service.  MetroAccess 
is not able to group trips to the extent of FASTRAN, its service area is considerably larger, and it 
operates with very prescribed parameters that are necessary to meet the legal requirements of the 
ADA but that limit its ability to contain costs.  In fact, the characteristics of ADA paratransit that 
relate to its availability to eligible users to serve individualized trips from any origin to any destina-
tion within the region, the large size of the service area, and unconstrained capacity contribute to 
higher trip costs compared to other specialized transportation services.  For FY04, the average cost 
per MetroAccess passenger trip was over $33.00, the highest passenger trip cost of the specialized 
transportation services in the region.

The type of routing/scheduling structure is somewhat related to community type, in that the more 
densely developed areas, such as Community Type 1, provide greater opportunities for group-
ing passenger trips, which leads to higher vehicle productivity and lower per passenger trip costs.  
Additionally, in areas with a mix of residential and non-residential land uses, also characteristic 
of Community Type 1, the destinations and activity centers to which riders want access are more 
proximate compared to Community Types 2 and 3, which have a greater separation of land uses.  
The result is that transit trips linking riders to destinations will be shorter and less costly in areas 
with Community Type 1 characteristics.

Type of Operator
The type of transportation operator that provides the service day-to-day influences the operating 
costs.  Services operated by dedicated	providers, where the operator serves only the specified trans
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portation program, for example, MetroAccess and FASTRAN, tend to be more costly.  A primary 
reason for this is that the vehicles and drivers serve only the riders of the particular program.  All 
of the operating costs are thus allocated to the particular program. With a non-dedicated	provider, 
the operating costs can be spread over other programs, and the sponsoring transportation program 
pays only for the hours, miles, or parts of the day that are needed.

One of the least costly non-dedicated providers are taxis. Taxi drivers are independent contrac-
tors so there are no direct labor costs. Additionally, taxi services have lower vehicle operating costs, 
given the predominant vehicles in use are sedans rather than paratransit vans, the latter being more 
expensive to operate because of higher maintenance and fuel costs. 

The type of operator is not directly related to community type.  However, there may be fewer 
choices for transportation operators in more rural areas given that overall demand for transporta-
tion service is less, relative to more populated areas.  This may mean that, in Community Type 
3 areas, it is less feasible to use non-dedicated providers, if such providers do not have adequate 
other business to support their operations.

Type of Subsidy
The method used to subsidize the specialized transportation program may not have a direct 
impact on operating costs but deserves merit in a discussion of costs.  Where the transportation 
program requests specific services from an operator, typically with a contractual agreement, the 
subsidy to provide the service is paid directly to the providers – a provider-side subsidy. This may 
be in the form of a per hour cost or a per mile cost or some combination thereof. 

A user-side subsidy, on the other hand, provides funding to the users and allows them, within the 
parameters of the program, to decide how to spend their transportation dollars.  The taxi voucher 
programs in Northern Virginia are examples of user-side subsidies.  From the perspective of a 
sponsoring agency, such programs may be attractive as the level of subsidy can be adjusted depend-
ing upon policy decisions and funding availability.  It can be difficult, however, to obtain much 
operating data about the taxi voucher programs, as often the sponsoring agency does not have or 
receive information about the number of trips that are provided or other measures of effectiveness.  
In many cases, the only information available is the number of coupon books sold.  The lack of 
data hampers complete evaluations of such programs and their effectiveness.

The type of subsidy has no direct relationship to community type.  However, similar to type of 
provider, there may be fewer transportation operators in more rural areas, such as Community 
Type 3, and this may impact the ability to implement user-side subsidy programs.

Balancing Cost-Effective Transportation Improvements and Senior Mobility 
Needs 
Specialized transportation services are an important component of the overall public transporta-
tion network, and there are various types of specialized services, differentiated by their purpose as 
well as their operating characteristics and type of community in which they operate. 
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Specialized transportation services that are designed with characteristics of fixed-route/fixed 
scheduled service are more cost-effective on a per passenger basis than those that are designed 
without such aspects.  Specifically, the ability to group trips, serve limited destinations, and operate 
on somewhat of a scheduled basis will help ensure more cost-effective passenger trips. However, 
the specialized services that are more individualized, providing trips throughout their service area 
on a  “many-to-many” basis, provide for greater travel flexibility and allow for more rider assistance 
from the driver, which is important for frail seniors. By their nature, these types of specialized ser-
vices are more costly on a per passenger trip basis. Yet, such individualized trips may be those that 
have been referred to as “quality of life” or “life enhancing” including trips to visit family and friends 
or to cultural events. These types of trips are important for seniors, and research shows that real 
needs exist for these trips.10

In addition, costs for specialized transportation are influenced by the type of community in which 
they operate. The characteristics of Community Type 1, which include moderate to high density 
with mixed land uses and a pedestrian-oriented environment, support the feasibility of fixed-route 
transit service and specialized services with fixed-route attributes. Such transit services are less 
costly relative to other types of service on a per passenger trip basis given that greater grouping of 
riders is possible, trip lengths are shorter, and sidewalks and pathways ensure walking access to 
transit stops and stations. The characteristics of Community Types 2 and 3, which include lower 
densities, more segregated land uses, and, in rural and exurban areas, limited commercial and 
service activities, result in more limited opportunities to group riders and longer trips to access ser-
vices and destinations. Transit services for such communities will tend to have lower productivities 
and longer trip distances, leading to higher operating costs on a passenger trip basis.

Development of appropriate and cost-effective public transportation services to meet the increas-
ing need for senior transportation must balance the diversity of seniors’ mobility needs and look to 
community design and land use policies that support effective transit and mobility solutions.

PROJECTION OF FUTURE TRANSPORTATION NEEDS
The estimated trips of Northern Virginia seniors age 75 and older can be projected based on 
population projections and current transportation usage by mode as determined from the study’s 
telephone survey.  Table 4-3 shows the senior population age 75 and older in Northern Virginia as 
of the year 2000 and projections for 2010, 2020, and 2030.   

Total estimated annual trips are shown, estimated as one-way trips and including all types of trips 
such as walking; these are estimated based on seniors’ responses by jurisdiction to the query in the 
study’s telephone survey on mode usage for the previous week.  Some researchers have postulated 
that total trip-making by seniors in future years will be greater than current rates, given high rates 
of mobility of today’s adults who will be tomorrow’s seniors.  To the extent that this happens, the 
estimates of total trips may be understated. 

�0 Transportation Disadvantaged Seniors – Efforts to Enhance Senior Mobility Could Benefit from Additional Guidance 
and	Information,	Report	to	the	Chairman,	Special	Committee	on	Aging,	US	Senate,	by	the	GAO,	August	2004
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Table 4-3:  ESTIMATED ANNUAL ONE-WAY TRIPS OF SENIORS 75+

Elderly (75 +) Total Est. Est. Fixed Route Est. Specialized
Jurisdiction Population Trips Trips Transp. Trips

2000

Arlington County 9,475 8,554,000 334,000 66,000
Fairfax County 32,415 27,998,000 218,000 150,000
Loudoun County 4,136 3,290,000 20,000 58,000
Prince William County 4,983 3,348,000 4,000 16,000
Alexandria 5,910 5,388,000 124,000 68,000
City of Fairfax/City of Falls Church 2,181 1,876,000 14,000 1,000
Manassas City/Manassas Park 947 828,000 6,000 1,000
NOVA 60,047 51,280,000 720,000 360,000

2010

Arlington County 11,702 10,760,000 456,000 80,000
Fairfax County 37,998 33,428,000 282,000 174,000
Loudoun County 9,330 7,558,000 52,000 128,000
Prince William County 11,705 8,012,000 10,000 36,000
Alexandria 6,664 6,188,000 154,000 76,000
City of Fairfax/City of Falls Church 3,293 2,884,000 24,000 2,000
Manassas City/Manassas Park 2,362 2,102,000 16,000 2,000
NOVA 83,055 70,928,000 996,000 498,000

2020

Arlington County 15,286 14,206,000 642,000 104,000
Fairfax County 49,393 43,916,000 394,000 222,000
Loudoun County 16,943 13,870,000 102,000 228,000
Prince William County 19,437 13,446,000 20,000 58,000
Alexandria 6,859 6,438,000 172,000 78,000
City of Fairfax/City of Falls Church 4,125 3,652,000 32,000 2,000
Manassas City/Manassas Park 3,503 3,150,000 24,000 2,000
NOVA 115,547 98,678,000 1,386,000 694,000

2030

Arlington County 22,162 20,864,000 972,000 154,000
Fairfax County 63,338 57,046,000 530,000 294,000
Loudoun County 23,723 19,672,000 148,000 330,000
Prince William County 35,860 25,128,000 38,000 110,000
Alexandria 6,924 6,582,000 180,000 80,000
City of Fairfax/City of Falls Church 4,932 4,422,000 42,000 2,000
Manassas City/Manassas Park 5,464 4,976,000 40,000 4,000
NOVA 162,403 138,692,000 1,948,000 974,000

Notes:  Population projections provided by NVTC: NOVA data form VA Employment Commission age ratios applied to MWCOG
Round 6.4A population forecasts; Fairfax Co. projections from Fairfax Co. Dept. of Systems Management for Human Services.
Arlington County projections from Arlington County Dept. of Planning Housing and Development.
Trip estimates based on study's telephone survey results, with annualized estimates projected from 
respondents' answers to query on trip-making by mode for previous seven days.



�-1�	

Estimated annual trips on fixed-route and specialized transportation are also projected, again 
based on the telephone survey responses by jurisdiction. Importantly, these estimates assume that 
trip-making and modal use rates remain at levels reported in the study’s telephone survey.  Given 
national trends in recent years of decreasing use of transit by seniors, this assumption may not 
hold true.  And if proportionally more of Northern Virginia’s seniors are living in the more rural 
parts of  the region in future years, it will be increasingly more costly to provide effective public 
transit options to meet seniors’ transportation needs.  

On the other hand, if concerted efforts are made to improve the ability of public transportation to 
meet the needs of seniors and if seniors make housing decisions based in part on  the availability 
of non-driving transportation alternatives, seniors’ mobility may be improved.  Significantly, this 
study has found that seniors who live in more urbanized, mixed use areas of Northern Virginia 
(e.g., Arlington and Alexandria) are more mobile than their counterparts in the rural parts of the 
region as measured by total weekly trips and use of public transportation.
 
Projection of the rough costs to meet the transportation needs of Northern Virginia seniors 
into the future can also be made.   While the projected numbers of trips on fixed-route transit 
are greater than those for specialized transportation, it is the costs for specialized transportation 
that deserve attention, given that the operating cost for a specialized transportation trip is eight 
times that of a fixed route trip, based on national data.  For the cost projections, two different cost 
averages have been developed: one based on the specialized transportation services in Northern 
Virginia that are able to effectively group passengers for greater cost-effectiveness and the second 
for those specialized services in the region that are more individualized, providing “many-to-many” 
service.  Both types of specialized services are needed to meet the range of senior mobility needs. 
Using the two groupings of services, specialized transportation trips in the Northern Virginia 
region cost between $9.00 and $23.00 per one-way trip. 

Using the cost range of $9-$23 per specialized transportation trip, it can be roughly estimated that 
the costs for providing specialized transportation in the NVTC region may fall between $4.5 mil-
lion to $11.5 million in 2010 and between $8.8 million to $22.4 million by 2030. These estimates 
are in current dollars.  While it must be recognized that some seniors, particularly as they become 
older and more frail, will require more costly and individualized transportation services to main-
tain mobility, transportation improvements and community design policies can be developed that 
will work towards a range of options to meet future mobility needs. These options, presented in 
the following section, acknowledge that seniors’ transportation needs vary, as they do for all indi-
viduals, and that funding for public transportation is not unlimited.

RECOMMENDATIONS
This final section of Chapter 4 provides recommendations in several areas that are intended to 
improve public transportation services in the region as well as the built environment that supports 
transportation to better meet the mobility needs of seniors in the short and longer-term future.  
The recommendations are grouped into the following three categories: encouraging and support-
ing greater use of fixed-route transit; supplemental transit services; and improvements to the built 
environment.
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1.  Recommendations to Encourage and Support Greater Use of Fixed-Route Transit
Recommendations in this area cover a mix of programs and activities, ranging from a centralized 
information and referral service to more costly, technology-oriented strategies such as smart cards 
for fare payment.

Centralized Information and Referral for Public Transportation
Public transportation in Northern Virginia is a complex network of regional and local fixed-route 
systems operating bus and rail services that is supplemented by many different specialized trans-
portation services provided by a large number of public and non-profit agencies.  Getting infor-
mation on what services are appropriate for what types of 
travel and how to use a particular service is often not an 
easy task.  

Information resources are available but they may not 
include information on both fixed-route and specialized 
services, they may not be current, and there is not always a 
“real person” component since much of the information is 
provided through websites.  For example, WMATA has a 
“trip planner” function on its website (www.wmata.com) 
that provides information on its fixed-route services as well 
as those of the jurisdictions in the region.  Several of the jurisdictions provide information on 
available transit services, including specialized transportation, through their websites.  But such 
sources may not be available to seniors if they do not have computer access, and the sources do not 
include the full range of information and assistance that would be most helpful for seniors.
 
The NVTC study has confirmed that seniors have difficulty obtaining transit information.  More 
than one-third of telephone survey respondents (36%) reported problems in obtaining informa-
tion on transit fares, routes, and schedules. Problems obtaining transit information were also 
noted by various participants in the focus groups and in-depth interviews (referred to as the 
qualitative research phase) who said that access to information about public transportation was a 
barrier to the use of public transportation.  

Additionally, the dependability of public transit, an important desired feature by many partici-
pants can be tied to access to information.  For example, one participant said that seniors cannot 
rely on a service if they don’t know where it is or when it runs. Several participants noted they had 
tried to call different services but were frustrated navigating automated menus. One participant 
suggested that there be a universal toll-free number for information on transit in Northern Vir-
ginia that seniors and others could call for transit information.11 

��	 It	is	noted	that	the	transit	industry	has	championed	the	adoption	of	a	“���”	number,	similar	in	concept	to	4��	for	
telephone	information,	that	provides	statewide	information	on	transit	services.	A	number	of	states	have	adopted	the	
program,	including	Virginia.		Highway	and	public	transportation	information	for	part	of	the	state	is	available	by	dialing	
���	from	any	phone	in	Virginia	(or	�-800-�78-4���)	and	by	accessing	the	electronic	version	at	www.���va.org.	Those	
seeking	transit	information	are	connected	to	WMATA’s	customer	information	line.
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This problem with information was repeated in the study’s focus group held for professionals 
that work with seniors (referred to as the “brokers” focus group); a number of the participants in 
the brokers focus group said that seniors often have great difficulty with automated information 
services and would greatly benefit from a “real person” to answer their questions and guide them to 
appropriate transportation resources.  One participant even suggested that such a service should 
go beyond information and referral and actually schedule trips for seniors.  Such a service, where 
a centralized broker would actually schedule and book trips for seniors on the appropriate trans-
portation service, goes far beyond information and referral in terms of logistics and feasibility.  The 
Portland, Oregon region has a program with similarities to this concept, called Ride Connection.  
Ride Connection is a formalized and coordinated network of specialized transportation providers 
that supplements what the region’s public transit agency provides.  Ride Connection’s network of 
providers includes private and non-profit transportation providers and volunteers.   With a mis-
sion of mobility	management – finding the appropriate transportation service within the region 
or within its own network that can provide the trip that the individual needs – Ride Connection 
includes a scheduling function and directly schedules a small number of trips to selected providers 
in its network.

Lack of accessibility and availability of information on public transportation may impact the study 
finding that while an estimated 86 percent of older seniors live within one-quarter mile of a transit 
route,12 only 52 percent of seniors reported, through the telephone survey, that they live within 
one-quarter mile of a bus or rail stop. This is not to suggest that any senior who lives within 
one-quarter mile of a bus route can use transit service to meet their travel needs.  But given the 
telephone survey finding that more than 60 percent of seniors (63%) indicated no difficulty walk-
ing one-quarter of a mile, it is likely that many more seniors who currently do not use fixed route 
transit could potentially do so. 

Concept: The first recommendation suggests pursuit of a centralized information and referral 
service for Northern Virginia on both fixed-route and specialized transportation services.  This 
service would build and keep current a database of all available public transportation services 
available to seniors in the region and specific information on how to access and use such services.  
Information on transportation services provided through non-profit and volunteer organizations 
could also be included.  This service would assist seniors in navigating the various and sometimes 
confusing choices for transportation. Importantly, it is NVTC’s and the advisory team’s strong rec-
ommendation that the service include a “real person” component.  While the information should 
be available through the Internet, not all seniors have access to this technology and many seniors 
need the “human element” to help understand the information.

Significantly, the notion of centralized information and referral was one of several primary recom-
mendations that emerged from a WMATA study of specialized transportation in the Washing-
ton, DC metropolitan region in 2004.  The recommendation was called a “clearinghouse” by that 
study and included the provision of information on accessible fixed-route bus and rail services as 
well as information on specialized transportation in the region.  The notion of customized trip 
planning for users was also part of the study’s clearinghouse recommendation. 

�2	 Estimated	by	GIS	analysis,	which	may	slightly	overstate	proportion	of	seniors	within	¼	mile	of	a	bus	route,	given	that	
data	are	based	on	census	block	data;	if	any	part	of	the	block	falls	within	¼	mile	of	a	route,	all	of	the	block’s	population	
is	included.		
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WMATA is pursuing implementation of a regional information and referral clearinghouse, with 
funding allocated for planning and development in Fiscal Year 2005-06. As this point, WMATA 
anticipates that planning and development, including efforts needed for IT (information technol-
ogy) and determination of the most appropriate organization to operate the clearinghouse, will 
continue through FY06, with implementation in the beginning of FY07.  Current planning also 
anticipates that the regional clearinghouse will be implemented as a three-year demonstration 
project, with ongoing operations and funding after that time to be determined in conjunction 
with the jurisdictions in the WMATA compact. It is not clear if the WMATA concept includes 
“real” people who would answer phone calls and provide help. 

Implementation and Resources:  Implementation of an information and referral service could 
build on existing transportation information resources.  For example, Fairfax County’s electronic 
Transportation	Guide	to	Northern	Virginia lists a variety of transportation services, including pub-
lic and private bus and specialized services (available at www.fairfaxcounty.gov/dsb/tran_2001.
htm) but appears somewhat dated and is not comprehensive for the region.  Arlington County 
also has a directory of various transportation resources available to its elderly and disabled resi-
dents.

NVTC would need to determine which organization would spearhead the effort to develop the 
information and referral service for the region, provide the service, and maintain the currency 
of the information.  It is estimated that a regional information and clearinghouse effort could 
be implemented within one to two years.  Funding resources for development are estimated at 
$150,000 to $200,000 but will depend to a great extent on the level of effort needed to automate 
the database. Ongoing costs would include maintenance of the database and ensuring its currency. 
This should be relatively low cost, with annual costs for a technology support person estimated at 
about $60,000.  However, staffing of the information assistance service would be a more signifi-
cant ongoing cost.  Annual labor costs per staff member is estimated at approximately $40,000.  
Assuming staffing of about three to five persons plus staffing for technology support, the annual 
staff costs are estimated at around $180,000 to $260,000 (does not include administrative over-
head costs).

Another approach, which may be more cost effective, would be to support WMATA’s efforts to 
implement the regional clearinghouse recommendation from its 2004 study. While it is prema-
ture to plan exactly how this would work given that WMATA is still in the early planning and 
development stage for the clearinghouse, there is a precedent for WMATA and the jurisdictions 
to work cooperatively to coordinate development and implementation of a regional database.  
Such cooperation is occurring between WMATA and the local jurisdictions in development of 
a database on all fixed route bus stops in the region, with efforts made to ensure that each transit 
system database is compatible with that of WMATA. This type of coordinated approach could 
be used if NVTC and the Northern Virginia jurisdictions determined that they would pursue an 
information and referral service on their own, with coordination at the outset to ensure that all 
information collected and automated would then be compatible with WMATA’s regional clear-
inghouse. 
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Travel Training
Travel training for seniors and persons with disabilities has proven its effectiveness at many dif-
ferent transit agencies around the country. Travel training targets those individuals who want to 
learn how to use fixed-route service.  This may involve group training sessions where specific in-
formation on how to ride a bus is provided to attendees.  Often, a transit vehicle is brought to the 
training location so that trainees can practice getting on and off, including using the wheelchair 
lift, and the trainees may take a practice bus trip together.   

Travel training may also involve one-on-one training, where the trainer will take an actual trip 
or trips on transit with the trainee.  Such training is tailored to the specific individual, who may 
be able to choose the trip that he or she wants to take.  These programs may give special names 
to the trainers. For example, the transit agency in Phoenix, Arizona, which has recruited volun-
teer trainers through the local Area 
Agency on Aging, calls its trainers 
“pilots” or “navigators.” In Eugene, 
Oregon, the transit agency has 
recruited regular riders to provide 
individualized training, through its 
Bus Buddy program.

	
Travel training was suggested as an 
option to improve public transpor-
tation in the region at several of the 
focus groups as well as the focus 
group for brokers. This option was 
very well-received and participants 
indicated that it could help seniors 
use fixed-route transit, particularly the individualized training.  It was suggested that seniors 
could be trained to train other seniors, essentially peer training.  It was also suggested that high 
school students could be trained to function as trainers for seniors, as part of schools’ community 
service requirements.

WMATA provides instruction for fixed-route transit use through its Metro	Is	Accessible pro-
gram, referring to the training as Metro	system	orientation rather than travel training.  With staff 
from WMATA’s Office of ADA, the transit agency provides group orientation sessions to a wide 
range of organizations and user groups as well as individualized orientation, predominately for 
persons with disabilities. The trainer will provide instruction from the person’s home to a specific 
destination by bus or rail or both, lasting from several hours or up to a day.  Individualized orien-
tation for persons with visual impairments is provided on a contract basis for WMATA by two 
local organizations that have certified orientation and mobility (O&M) trainers. 
  
Since the start of the Metro	Is	Accessible program in December 2003, WMATA indicated that 
it has provided approximately 60 orientation sessions, which include both group sessions and 
individualized instruction.  
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Fairfax County provides travel training, using its new Mobile Accessible Travel Training (MATT) 
bus.  The MATT bus was renovated and designed specifically for training senior citizens to travel 
safely and independently on regional transit systems (see www.fairfaxcounty.gov/fcdot/mattbus). 
Fairfax County staff report that since initiation of travel training in 2004, roughly 50 to 100 
seniors have been trained, either on the MATT bus or on actual bus and rail services. Training 
has been group training, as staffing resources do not provide adequate time to offer individualized 
training. To date, the county has not deter-
mined the number of trained seniors who 
continue to use fixed route.

Concept: Conceptually, travel train-
ing can be seen as a next step af-
ter information and referral.  Once a 
senior has information about a particular 
transportation service that may be ap-
propriate for that senior’s travel needs, the 
senior may need assistance in learning to 
use the service.  This is particularly true for 
fixed-route service, which can be intimidat-
ing for anyone, young or old, unfamiliar 
with the service.  

It is recommended that travel training include both group sessions as well as individualized train-
ing.  Some of the training could be provided by volunteers, as is done in various communities.  

Implementation and Resources:  Implementation of travel training should be coordinated 
with an information and referral service.  Information on specific travel training could be avail-
able through a central information and referral service, which would provide a specific referral to 
a training program appropriate for the transit service that can meet the person’s travel needs.  The 
actual training will need the involvement of the individual transit systems in the region, which 
would supply trainers, either staff or volunteers, to conduct the training.  Travel training must also 
include training on how to transfer among transit providers in the region.  

Based on available data, it has been estimated that individualized travel training for a person with 
a disability is about $1,000 per person if provided through a transit system. 13   However, it will 
likely not take the same length of time to travel train a senior as a person with a disability. The 
actual times will vary significantly depending on the specific seniors, their training needs, and their 
level of mobility.  For planning purposes, it can be estimated that individualized travel instruction 
would be one full day at a minimum.  To the extent that volunteer trainers are used, costs could be 
reduced.

�3	 Specialized	Transportation	Study	–	Final	Report,	prepared	for	the	Washington	Metropolitan	Area	Transit	Authority,	by	
KFH	Group,	Inc.	and	TranSystems,	April	�3,	2004.
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Seamless Coordinated Public Transportation
Many of the participants in the qualitative research phase would like to see the various local public 
transportation services “consolidated,” noting that it would be easier to get around without the of-
ten confusing and difficult multiple transfers that may be required.   On a more basic level, getting 
around on the different transit service is difficult because rider information varies by providers.  
Some of the focus group participants noted that the formats of the bus schedules vary by provider, 
making it difficult to try to figure out how to transfer among transit systems. 

Concept:  A “seamless,” coordinated public transportation system would pull together the vari-
ous local transit services into a more integrated system to facilitate regional travel and transferring, 
as well as marketing and public information.  Significantly, WMATA has spearheaded the Re-
gional Fare Collection Integration project since 2001, an ambitious project that will allow riders to 
transfer “seamlessly” among the 17 different fixed route systems in the Washington and Baltimore 
region, including Metrorail and Metrobus and the six fixed route providers in Northern Virginia.  
Costing approximately $150 million region wide, the project, once implemented, will allow transit 
riders to use SmarTrip cards with stored value to ride any of the region’s fixed route services and to 
transfer among them.  The basic functions of the SmarTrip cards are planned for implementation 
by 2006. Enhanced functions for the cards, such as automatic deductions from the card-holder’s 
account such as occurs with the highway EasyPass	transponder, will follow.

A common fare card will greatly facilitate transferring among systems, as well as data collection on 
ridership and transit trip patterns that will enhance planning capabilities.  Seniors will still need 
an accessible and effective source of information in order to access public transit and to learn what 
routes to take on which fixed route systems for their trips.  This latter function would be provided 
through a centralized information and referral service, described above.  Moreover, they may need 
help learning how to ride transit and negotiate transfers.  This could be provided through individu-
alized travel training, also described above.
 
Implementation and Resources:  Detailed development of the integrated fare system is 
underway, with actual implementation expected sometime in 2006. Northern Virginia’s effort is 
managed through NVTC, with the Northern Virginia share of the total cost estimated at about 
$6 million.  This effort includes fully integrating local provider fare collection technology and pro-
cedures into the regional system. New resources are not necessary for this recommendation.

Targeted Marketing and Incentives for Seniors
Some transit agencies have tried specific marketing campaigns to attract seniors, including, in 
many cases, fare incentives to encourage use.  San Diego, California implemented and sponsored 
for several years a very well-received marketing strategy aimed specially at younger seniors, to 
encourage them to try transit before they get to a point where they must restrict or give up driv-
ing.  The marketing campaign, known as Seniors	On	the	Go, gave seniors throughout San Diego a 
free week of public transit during June, with targeted marketing and informational materials that 
provided, among others items, specific directions on how to take transit to various local popular 
destinations, such as the historic shopping district known as Old Town. One of the objectives was 
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to make transit fun. In the campaign’s first year, 90,000 seniors picked up the Transit Information 
Kits and nearly 50,000 seniors actually used transit. In the second year, 100,000 kits were distrib-
uted and more than 60,000 seniors took tran-
sit trips during the free week.  Funding for 
the campaign was provided by several sources, 
including the San Diego transit agency, 
AARP, and several private sponsors such as 
a major grocery store chain. All participants 
in the campaign had great enthusiasm for the 
project.  Survey results showed that almost 25 
percent of participating seniors were first-
time-ever transit users.14  A staff member 
from one of the sponsoring organizations 
commented that “the transit centers were a sea 
of gray hair” during the free week.  Report-
edly, the seniors felt very comfortable trying 
transit that week as there was a real sense of 
“safety in numbers.”

Orange County, California provides an-
other example of a comprehensive marketing 
campaign to encourage seniors to ride tran-
sit.  Called Senior Marketing and Outreach 
Program, the Orange County transit agency’s campaign began in 2002 with a specific objective 
of increasing senior ridership. Targeting first the 30 different senior centers throughout the large 
county and then senior housing facilities, the campaign created marketing and informational 
materials tailored to each community in the county, so that seniors would have transit informa-
tion specific to their own community.  And similar to the San Diego marketing campaign, Orange 
County provided information on how to take transit to various popular destinations that seniors 
like to frequent –trying to make transit fun.  Over the first year or so of the campaign, the transit 
agency spent approximately $200,000 on outside assistance for developing marketing materials 
and consulting assistance; the second year involved primarily transit agency staff time and in-
house marketing materials.  Efforts were considered successful: the transit agency saw increased 
senior ridership, from about 4 percent of total ridership in 2001 to about 10 percent by 2005.15

Concept:  It is recommended that NVTC consider sponsoring a comprehensive marketing 
campaign targeted to seniors, and specifically including younger seniors, to encourage fixed route 
transit use.  Such a campaign should follow implementation of other recommendations, including 
the information and referral service, travel training, and senior sensitivity training for drivers, to 
help improve the “infrastructure” of public transit before a marketing campaign. 

�4	 TCRP	Report	70,	Guidebook	for	Change	and	Innovation,	Transportation	Research	Board,	Washington,	D.C.,	200�,	
pages	II-��3	–	II-���.

��	 The	transit	agency	acknowledges	that	a	small	proportion	of	the	reported	increase	may	stem	from	implementation	of	
more	sophisticated	fareboxes	yielding	more	accurate	ridership	counts.
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Implementation and Resources:  Implementation would involve detailed planning and de-
velopment, including the identification of other relevant organizations that could share sponsor-
ship and funding.  Other efforts would be needed to design, print, and distribute the marketing 
and information materials, and there would be follow-up evaluation of ridership impacts.  Staff 
time of sponsoring organizations would also be necessary.  Additional costs would include the 
foregone revenues with the provision of free-fares, should this be included as part of the cam-
paign.  Costs will depend to a great extent on the amount and design of marketing materials and 
whether such materials can be produced “in-house” by a participating organization. It is estimated 
that such a campaign would be planned and implemented within one to two years of concerted 
planning within a direct budget (not including staff time) of less than  $100,000. 

Senior Sensitivity Training for Drivers 
The drivers of public transportation and other alternatives such as taxis were discussed by par-
ticipants during the qualitative phase of the research.  Discussion focused on the ability of drivers 
to help seniors, including both the drivers’ willingness and their ability to do so given the type of 
transit mode.  Additionally, when describing their ideal transportation system if they could no 
longer drive, many of the participants included characteristics of the type of driver they would 
like: the driver should be pleasant and patient, safe, knowledgeable of the area and able to speak 
English.  Some said they would like to have the same driver each day, so they can feel comfortable 
with the driver and develop rapport.
 
The need for more and better driver training received considerable attention during the broker 
focus group.  Among the many comments included the following: transportation providers must 
have a “supportive” attitude to seniors, as they often “hate” not being able to drive themselves; pro-
viders need to be kind, patient, and trained to know that seniors will often move a lot more slowly. 
One participant suggested that the driver training include a dialogue between drivers and seniors, 
which would foster improved understanding.

Fixed-route transit systems recognize that their drivers are often not specifically trained to meet 
the needs of seniors, such as taking extra time and care when serving them.16  While most public 
transportation providers give sensitivity training to their drivers, focusing on appropriate ways to 
serve and respect riders with disabilities, there may not be specific training on serving seniors.

The importance of courteous and caring drivers is specifically recognized in the Beverly Founda-
tion’s Five	A’s	of	Senior	Friendly	Transportation:  “acceptability,” one of the five “A”s addresses the 
importance of user-friendliness, which includes transit operators who are courteous and helpful 
and conditions such as vehicle cleanliness.17

Additionally, research on improving fixed route transit services to meet the needs of seniors found 
that “drivers,” as a service attribute, are very important to seniors.18  While adding additional 

�6	 TCRP	Report	82,	Improving	Public	Transit	Options	for	Older	Persons,	Vol	2,	Final	Report,	Transportation	Research	
Board,	2002.

�7	 Transportation	Alternatives	for	Seniors:	High	Cost	Problems	and	Low	Cost	Solution,	by	the	Beverly	Foundation,	
Pasadena,	CA,	2003.		The	�	A’s	include:	availability,	accessibility,	acceptability,	affordability,	and	adaptability.

�8	 How	Best	to	Serve	Seniors	on	Existing	Transit	Services,	by	Koffman	and	Salstrom;	paper	presented	at	the	Annual	
Meeting	of	the	Transportation	Research	Board,	January	2002.
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transit service was rated as the improvement that would likely have the greatest impact on increas-
ing senior ridership, other improvements could have a major impact on senior ridership as well.  
Of a variety of service attributes that were tested in the research (e.g., fares, bus stop information, 
telephone information, vehicle cleanliness, service frequency, on-time performance, reliability, and 
drivers), drivers were among the most important attribute for seniors.  Moreover, seniors rated 
service attributes in general as more important than non-seniors, suggesting that service improve-
ments for the most highly ranked attributes, which include drivers, will have a greater impact on 
senior ridership than non-senior ridership.

Concept:  Driver training for the region’s transportation providers should specifically include in-
formation on effectively serving seniors.  This is particularly true for fixed route providers, though 
driver training for all modes would benefit from a renewed focus on serving seniors. Much of this 
training will be similar to material for training drivers on serving persons with disabilities, but 
should specifically recognize and acknowledge senior riders, with their need for patience and reas-
surance and often extra time to board, get seated, and then alight the vehicle. Training should also 
include something as seemingly basic as providing a friendly face to boarding passengers.  The bus 
driver is typically the first face-to-face contact the rider has with the transit system.  

Given that the transit systems are responsible for ensuring driver training, NVTC should encour-
age the systems to focus driver training attention on the specific needs of seniors.  NVTC can 
encourage the transit systems to use available materials on driver training, such as those provided 
through Easter Seal’s Project ACTION.19  NVTC might also develop a “speakers bureau,” with 
volunteer seniors who would be willing to speak to drivers during their training, and this could be 
coordinated with the local transit systems. 

A more intensive version of this concept would involve the development of a special driver train-
ing module on senior sensitivity that could be provided to the local transit systems for incorpora-
tion into their own training.  This effort would need to include coordination with the local transit 
systems to find out more specifically what their current sensitivity training involves and what ad-
ditional aspects would be useful and effective.  Such a focused training session on senior sensitivity 
training might involve a one to two hour module, depending upon current training curricula, with 
an instructor lesson plan, visual and other aides and materials, and possible inclusion of role 
playing and/or a guest senior or seniors to provide the riders’ perspective. Development of this 
type of session would need professional assistance, bringing experience in development of train-
ing curricula. Alternatively, professional staff from a local organization serving seniors may also be 
willing to develop such a training module, working collaboratively with training staff from one or 
more transit systems.

Implementation and Resources:  Implementation of driver sensitivity training is the 
responsibility of local transit agencies.  At the first level, NVTC’s role could be encouragement 
and support.  The transit systems should be encouraged to use available materials through Project 
ACTION and contact their local senior centers and/or Area Agency on Aging to solicit input on 

�9	 Among	resources	available	through	Project	ACTION	includes	a	Facilitator	Manual	for	Transportation	Solutions	for	
Caregivers,	which	presents	a	training	session	on	providing	transportation	to	seniors,	and	a	Solutions	Package	for	Adult	
Day Services Transportation Programs.  While these are not targeted specifically to a transit driver, they are useful and 
could	be	adapted	for	transit	driver	training.
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other material and specifics that might be included with local driver training to enhance drivers’ 
sensitivity to seniors.  Transit agencies should also be encouraged to bring in and involve seniors 
as guest speakers to share their perspective on transit use and effective measures to assist seniors.  
This could be done individually by the transit systems or through a centralized “speakers bureau” 
that could be developed by NVTC. The guest speakers would then be included as part of ongo-
ing driver training.  This is a low cost strategy that could yield positive results in improved cus-
tomer service to seniors.

At the more intensive level, this concept would include development of a driver training module 
on senior sensitivity, which would involve professional or donated time to prepare a brief driver 
training session on sensitivity to the needs of seniors.

	
Low Floor Buses  
The most distinguishing difference between a low floor bus and a conventional “high floor” bus is 
the boarding and alighting.  With the lowered floor, there are no steps for entry and passengers in 
wheelchairs enter by ramp, rather than a lift. The ease 
of entry and exit is a major advantage to a low floor 
bus.  Seniors and other riders do not have to climb 
up and down three 9-12 inch steps.  A rider boards 
and alights by stepping off the curb on to the bus, 
which is typically less than 3 inches above the curb. 

Another advantage of low floor buses is a shorter 
dwell time, that is, the time spent at stops for pas-
senger boarding and alighting, since passengers are 
able to get on and off more easily. This provides an 
operating time saving over the length of the route.

More than one-fourth of seniors responding to the 
telephone survey indicated that boarding	a	vehicle is 
a problem with public transportation.  When is-
sues with public transportation were probed during 
the qualitative phase of the research, a number of 
the participants indicated that getting on a bus is 
problematic. One participant noted that a “satisfying	
transportation	option” is one where she will be able to 
simply “get	on	the	bus.”

Since their deployment in the US in the early 1990s, low floor buses have become increasingly 
popular.  Many transit agencies recognize the improved potential such buses have for all riders, 
not just seniors and others who may have difficulty with large bus steps.  Transit riders generally 
like the ease of boarding and alighting, and seniors and persons with disabilities have shown an 
even stronger preference.20 

20	 TCRP	Report	4�,	New	Designs	and	Operating	Experience	with	Low-Floor	Buses,	Transportation	Research	Board,	
Washington,	DC,	�998.
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Within the region, WMATA has a policy to acquire only low floor buses with new bus purchases. 
Currently, of their 1,440 buses, 21 percent are low floor, and by 2005/2006, with expected deliv-
ery of new buses, half of the buses will be low floor.  Among the fixed route providers in Northern 
Virginia, there are few low floor buses currently operating. The city of Falls Church’s fixed route 
service, known as George, uses 30-foot low floor buses.  The Fairfax Connector, however, cur-
rently has no low floor vehicles, but reported that it has plans to move towards acquisition of such 
vehicles.

The cost of a low floor bus is somewhat more than a regular bus.  Moreover, the seated capacity 
is slightly less, with 31-40 seats in low floor buses versus 43-45 for standard buses, given design 
changes necessitated by the lowered floor.

Concept:  The acquisition of low floor buses for the region’s fixed-route providers would en-
hance convenience for all riders, but particularly many seniors and others with mobility limita-
tions, as boarding and disembarking the bus are significantly easier with a low floor vehicle.  
Additionally, with the easier entry and exit, there are operating time savings given the shorter time 
needed at stops for passengers to get on and off.  NVTC should recommend to the region’s fixed 
route providers that they seriously consider acquisition of low floor buses  for applications where 
this type of vehicle is appropriate.21

 
Implementation and Resources: This strategy is one that would be adopted and imple-
mented by the region’s fixed route transit providers.  NVTC should recommend to the transit 
providers that they consider acquiring low floor buses to improve service and passenger conve-
nience.  

Service Routes: Local Community Routes, Designed for Seniors, Using Smaller 
Vehicles
The popularity of local neighborhood or community routes, operating with smaller vehicles 
and designed to link concentrations of senior residences with retail, medical and other facilities, 
grew across the country with reports from Sweden in the early 1990s of the effectiveness of that 
country’s service	routes.  Service routes are essentially routes designed to connect senior housing 
and areas with concentrations of seniors with local shopping, medical offices and other destina-
tions, typically operating on smaller streets and with smaller vehicles.

Several jurisdictions in Northern Virginia operate such neighborhood services targeted to seniors, 
though they may not be known as service routes.  Arlington County, for example, operates “Se-
nior Loop” service, which has three “loop” routes that operate scheduled service to link four senior 
housing facilities with local grocery stores.  Alexandria also has scheduled service over pre-deter-
mined routes that are designed for seniors.  Given the higher density and mixed use environments 
that exist in these two jurisdictions, such scheduled, route services are more feasible than in areas 
with lower densities and more segregated land uses.  Within its suburban environment, Fairfax 
County also operates specialized services that are essentially service routes.  Known as 

2�  Low floor vehicles may not be appropriate in areas with difficult terrain or with high-crowned roadways.



�-�0	

FASTRAN “shopping clubs,” the County operates several different services designed to link se-
nior housing facilities with local grocery stores.  Depending on the type of senior housing, these 
shopping services operate on a scheduled basis with no need for advance reservations or, where 
housing is more dispersed, seniors must call in advance for the service.

The concept of service routes was introduced in the qualitative research phase of the study as 
one of four service concepts to serve seniors. More than two-fifths of the participants indicated 
that the concept was appealing, with just under half saying they would likely use such a service.  
Those that were positive about the concept included seniors who live in senior communities and 
either have or are familiar with a similar transportation service.  Many of these participants said 
the service was easy and convenient to use.  A number of these seniors say service routes would 
be useful as a supplement to other modes, given that there would still be various other individu-
alized locations to which seniors need access (e.g., medical appointments that are not close by).  
However, some of the participants indicated that they could not use such a service given their 
limited ability to walk; such participants need personalized door-to-door service.  Still others 
remarked that the bus could not efficiently serve their subdivisions of single family homes.

Concept: Service routes can be implemented in areas where there are concentrations of seniors 
that need improved access to local shopping and other retail and activity centers. Service routes 
may be provided in addition to regular fixed route services.  Service routes may also be provided 
as mid-day transportation in areas with concentrations of seniors where regular fixed route ser-
vice operates only during peak periods.

For preliminary planning purposes and as a prototype of the type of planning that could be 
conducted to determine areas for service route consideration, this study has used Fairfax County 
as an example.  Assessing the suburban parts of Fairfax County classified as Community Type 
2 for this study, concentrations of elderly, defined as census block groups with more than 300 
seniors 75 years and older, have been identified and then existing fixed route services reviewed.  
This analysis has found that among the six “senior concentrated areas” in Fairfax County, one may 
merit consideration of service routes given existing conditions; this is the Mantua area, an older 
neighborhood east of the city of Fairfax. Appendix 4 provides a detailed description of the analy-
sis used to identify the senior concentrated areas, including maps of the identified areas.

Given the expected growth in senior transportation needs, it might be useful for the region’s 
jurisdictions to periodically assess their local demographics with a specific focus on senior trans-
portation needs, using a planning process similar to the one used here and described in Appendix 
4.  Should trends evolve where neighborhoods “age” with seniors remaining in their homes as 
long as they can, there will be naturally occurring concentrations of seniors and senior transpor-
tation needs.  Such neighborhoods have been called NORCS, or, naturally occurring retirement 
communities. These neighborhoods may then be considered for some type of specialized trans-
portation service, such as service routes.

Implementation and Resources:  Planning and start up of a service route or routes would 
require more detailed service planning at the transit system or jurisdictional level.  This would 
involve more closely examining the specific locations within the areas shown to have higher 
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concentrations of seniors, such as senior housing or apartment buildings, and locations of neigh-
borhood retail areas and medical facilities. Existing transit services would also need to be assessed, 
to determine the level of service provided to that local area and the types of destinations that are 
served.  These analyses will identify possible areas that deserve specialized services.
 
Planning should also involve input from the senior community.  This might come from seniors 
and staff at the local senior centers or organizations that serve seniors. Such input can help deter-
mine the specific retail areas that seniors would like to access.  

Once origin and destination locations are determined, route planning will need to balance cover-
age with length of route.  Extra time will need to be built into the route schedule to allow the 
driver time to assist with boarding and disembarking, and as needed, with packages.  The schedule 
of the route may have variations, to expand the destinations that are served, so that on Mondays, 
Wednesdays, and Fridays, for example, the route may focus on local shopping and retail areas.  On 
Tuesdays and Thursdays, the route may serve the library, post office, and other such locations.  
Schedules should be set to provide choice and flexibility, with at least  three to four round trips per 
day, possibly more depending on the length and travel time of the route.

The cost for a service route will depend on the number of service hours that are operating, the 
number of vehicles required, and the type of operator.  For example, a route that operates 9 hours 
per weekday (from 9 am to 6 pm) with two vehicles in service and is operated by a private opera-
tor could cost roughly from $280,000 to $346,00022 on an annual basis.

Other Transit Service Recommendations
Northern Virginia’s transit services have largely been designed to cater to the working-age popula-
tion. The spine of the system, Metrorail, is designed to bring commuters to jobs in the downtown 
business district. Virginia Railway Express, PRTC’s OmniRide and Loudoun County Transit also 
accommodate commuters’ schedules and employment destinations (downtown D.C., the Penta-
gon, Rosslyn, and Crystal City). Many local bus lines are routed to bring passengers to the Me-
trorail system, with the most frequent service during the peak morning and afternoon commuting 
hours. Many bus routes in the Northern Virginia suburbs do not offer mid-day or evening service. 

During the focus groups, the study team repeatedly heard from seniors that they would like more 
convenient transit service. They specifically mentioned the desire to travel outside the rush hour 
period. More than one focus group participant mentioned the desire to attend Kennedy Center or 
after-hours Smithsonian Museum events such as films and lectures, but did not feel comfortable 
driving after dark. Taxis were considered too expensive for some or the pickups unreliable, espe-
cially for those using government subsidized vouchers. Nearly half of survey respondents reported 
a problem with public transportation “going where one needs to go.” 

Given that Northern Virginia’s senior population has more than tripled in the past 30 years, and is 
expected to grow to 14 percent of the total population, transit providers are strongly recommend-
ed to review their bus routes and schedules with an eye toward the specific needs of seniors, 

22	 	Assumes	$60-$7�	per	vehicle	service	hour.
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especially mid-day service to shopping centers and medical facilities. As pointed out in Chapter 
2, daily travel for older adults peaks in the late morning between 10:00 AM and noon. Over 60 
percent of seniors’ daily travel is done between 9:00 AM and 3:00 PM. Seniors take a signifi-
cantly higher percentage of daily trips for shopping as compared to younger adults and they take 
a higher percentage of trips for medical reasons.23 Commuters may also benefit from these service 
changes. The Northern Virginia Transportation Authority found that in 2005, the single most 
common home-to-work commute is within the inner suburbs, which include Fairfax County and 
the independent cities of Fairfax and Falls Church (22%), and the third most common commute 
is within the outer suburbs (13%).24

In addition to more mid-day and evening service and designing bus routes to connect residen-
tial areas populated by seniors and nearby shopping, transit providers could ease seniors’ travel 
by providing benches at bus stops and conveniently placing bus stops close to the front door of 
popular destinations. For example, where feasible, the bus should be routed onto a frontage road 
where passengers can board and alight close to the entrance of the store, rather than having to 
walk across an expansive parking lot to reach a stop along a major arterial. As this recommenda-
tion may entail scheduling and other technical problems for some routes, the better solution can 
be found in recommendations pertaining to the built environment. Land use decisions that foster 
compact, mixed-use development eliminate these large surface parking areas between the street 
and storefront, enabling transit agencies to provide front-door service without the bus ever need-
ing to leave the street.  

2.  Recommendations for Supplemental Transportation Services for Seniors
Recognizing that fixed-route services, even with improvements, cannot meet the needs of seniors 
who are more frail and need more personalized assistance as well as those who do not live nea
fixed-route service, supplemental service must be available.  Recommendations in this area in-
clude volunteer transportation services and taxi subsidy services.

Volunteer Transportation Services  
The concept of volunteer transportation has private citizens voluntarily providing rides in their 
own private cars to seniors who need trips.  Typically, there is an organization that matches vol-
unteers with transportation needy seniors.  Such an organization usually schedules the trips and 
screens driving records of volunteers. There may be modest fares for the service or donations 
accepted.  Volunteer transportation programs exist throughout the region and there are many 
variants to the programs (see, for example, volunteer programs in Arlington, Loudoun, and 
Prince William counties in Table 4-2).

Volunteer transportation was introduced to participants of the study’s qualitative research phase 
as one option to improve service for seniors.  Several of the participants had experience with such 
programs, including serving as volunteers to drive other less mobile seniors.  One participant 

23	 Collia,	Demetra	V.,	Joy	Sharp	and	Lee	Giesbrecht.	The 2001 National Household Travel Survey: A Look into the 
Travel Patterns of Older Americans.	Journal	of	Safety	Research	34	(2003)	p.	46�-470.	

24	 Inner	Suburb	to	District	is	the	second	most	common	commute	pattern.	Thirty-eight	percent	of	all	Northern	Virginia	
commuters	work	in	the	District	of	Columbia,	Arlington,	or	Alexandria.	QSA	Research	and	Strategy.	Public Opinion 
About Transportation Issues in Northern Virginia. A telephone survey report prepared for the Northern Virginia 
Transportation Authority.	October	200�.	p.�3	&	�8.	
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noted that he has served as a volunteer driver for a program and in exchange has gained “credits” so 
that his wife can use the service when he was not available to drive. 

One of the advantages of volunteer transportation is that it more closely resembles the preferred 
travel mode for the region’s seniors – that is, travel by private car – than many other transporta-
tion options (except for driving oneself ).  For those seniors who cannot use fixed-route service 
either because of availability or mobility limitations, or they need more assistance than provided 
through other specialized transportation services, a volunteer transportation program may be ap-
propriate.  However, there is the issue of recruiting an ad-
equate number of volunteer drivers to provide an effective 
service.  Some communities are reportedly more success-
ful than others in recruiting individuals to provide rides 
for seniors.  To some extent, the ability to find volunteers 
may depend on the level of reimbursement that is provid-
ed to volunteers.  With the dramatically increased cost for 
gasoline, some sort of reimbursement for volunteer drivers 
may be more important now than in the past.

Volunteer transportation service gained mixed reactions 
from the participants in the qualitative research phase 
of the study.  Generally, while they believed that such a 
service would provide personalized transportation service – an important characteristic for most 
of the participants – they had concerns about training and safety issues.  There were also concerns 
about the concept being “too idealistic” and that, because volunteers do not have the commitment 
of paid employees, it may not be completely dependable.

Volunteer transportation programs have gained significant attention in recent years, particularly as 
a way to supplement existing public specialized transportation services and an important service 
in rural areas with limited public transportation.  These volunteer programs are able to provide 
the highly personalized assistance needed by some older and frail seniors that most public spe-
cialized transportation services cannot provide.  For example, the volunteer driver, in addition to 
driving a senior to and from a medical appointment, can help the senior into and from the doctor’s 
office and may also wait with the senior during the appointment.  A volunteer may also be able 
to provide a series of trips for a senior, that is, from home to a medical appointment, from the 
medical appointment to the pharmacy to fill a prescription, and then back home.  This is called 
trip	chaining and is difficult if not impossible for a public provider to provide this higher level of 
service, given that each trip, with a unique origin and destination, must be booked and scheduled 
individually.  A recent GAO report25 found that such trips with multiple destinations as well as 
trips where packages must be carried are among the unmet trip needs for seniors who cannot drive 
themselves.

Concept:  To provide the more personalized transportation that many older seniors need, it is 
recommended that NVTC support the development of a new funding resource for volunteer

2� Transportation Disadvantaged Seniors – Efforts to Enhance Senior Mobility Could Benefit from Additional Guidance 
and	Information,	Report	to	the	Chairman,	Special	Committee	on	Aging,	US	Senate,	by	the	GAO,	August	2004.
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transportation services for seniors.  Funding support could be accomplished by providing funding 
to existing programs, or alternatively through an innovative volunteer program modeled after the 
program in Portland, Maine.
 
Implementation and Resources:  There are at least two approaches to implementing vol-
unteer transportation services in Northern Virginia.  The first approach would be to support the 
existing programs, of which there are several, enabling them to serve more seniors who need spe-
cialized transportation. There is currently some public financial support for several of the region’s 
volunteer programs:  Prince William County, for example, provides funding on a contractual basis 
to a local non-profit agency that uses volunteers to provide transportation to those who cannot 
use the county’s public bus service. 

Support could be provided through a grant program possibly through the state, with an estab-
lished funding level that could be used to support qualified awardees on an annual basis.  To 
support its state’s volunteer transportation programs, Maryland has just established a pilot Senior	
Rides	Demonstration	Program in the 2005 legislative session.  This grant program is providing 
$100,000 for the first year of the demonstration to qualified volunteer transportation programs 
that serve low and moderate-income seniors.  The program is planned to provide funding for 
three additional years as well. In its inaugural year, Maryland awarded funding to five non-profit 
agencies, out of eight applications submitted and evaluated, to support existing or recently-started 
volunteer transportation programs.  Importantly, as part of the application process, organizations 
are required to demonstrate their risk management strategies to address liability and help ensure 
driver and rider safety, and they must provide periodic reports on their progress and service. The 
organization must also contribute no less than 25 percent of total costs for its volunteer transpor-
tation service.

NVTC could support development of a similar grant program, designed to provide support 
to currently operating or new volunteer transportation programs.  The grant program could be 
designed to support any particular policy or programmatic strategies that might be desired for 
the region. For example, volunteer transportation services could be useful to provide the longer 
distance, interjurisdictional trips than many of the local specialized transportation programs can-
not provide because of service area boundaries.  The service might be available to all transporta-
tion-needy seniors, with a sliding scale of rider fees, recognizing that lower and moderate income 
seniors have more limited ability to pay for the service.  Needs for a specialized transportation 
program to serve more than only low and moderate-income seniors were identified through the 
project’s qualitative research phase, with one participant in the brokers focus group noting that 
income restrictions “leave	some	seniors	stranded.”

A second approach would be a more formalized, region wide volunteer transportation program, 
such as that developed by ITN Network of Portland, Maine.  This program, developed through 
research funded by several government agencies and AARP, establishes a non-profit agency that 
can be joined by anyone in the community who supports transportation for seniors.  Members 
who use the service open accounts and pay for their rides by the mile.  Transportation is provided 
by both volunteers and paid drivers.  This model envisions that public funds are used to start up 
the service and then private funds are used for sustainability, coming both from fares and 
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voluntary local community support, rather than public subsidy.  There are several features unique 
to the model, including: CarTrade, where older people who stop driving may trade their no-lon-
ger-used vehicle to pay for their rides; Transportation Social Security, where volunteer drivers 
store credits for their own future mobility needs; and gift certificates from adult children that 
seniors can use for their transportation needs. A number of ITN replications have been planned, 
including in Santa Monica, CA, Orlando, FL, and Mercer County, NJ. The Santa Monica replica-
tion is the furthest along, with service start-up expected by spring 2006, after one year of detailed 
planning and development.

The formal ITN model is proprietary, and there are requirements for replication of the program.  
Pursuit of the ITN model involves, first, an application process, which includes an analysis of 
the community or region to determine the suitability of the ITN model.  The analysis includes, 
among other aspects, review of demographics, description of leadership and entrepreneurial skills 
to guide the effort, fundraising and resource development potential, and availability of exist-
ing transportation resources.  Should the ITN model be determined appropriate, based on the 
application and analyses, the next steps are start-up costs and more detailed planning and devel-
opment.  The start-up cost has been identified as $125,000, with $35,000 provided to ITN for 
training and support and $90,000 for the first year’s planning and development.  Funding for the 
first year can come from public sources, but ongoing costs must not be public subsidy. After the 
first year, there are ongoing but diminishing yearly costs for the replication, which provide for, 
among other things, the computer support from the ITN headquarters in Maine. For planning 
purposes, it was estimated by ITN staff that it would take a community approximately five years 
and roughly $500,000 to begin the process and reach a fully sustainable ITN replication.

Taxi Subsidy Services 
Five jurisdictions in Northern Virginia currently sponsor and fund subsidized taxi services.  With 
these programs, the jurisdictions sell coupons or vouchers to qualified seniors, often those of low 
or moderate income, at a predetermined discount for their use on private taxi services.  Some of 
the jurisdictions purchase coupon books that have been discounted for seniors by the taxi com-
pany, and others print their own coupons for program use.  The taxi drivers accept the coupons at 
their cash value and redeem them at their companies.  There is typically very limited data on the 
use of the programs, often just the number of coupon books that have been sold.  The lack of data 
hampers complete evaluation of the programs and their effectiveness in meeting senior transpor-
tation needs.

The characteristics of subsidized taxi service fit many of those de-
sired most strongly by seniors for their transportation if they cannot 
drive themselves or get rides from family or friends. In the qualita-
tive research, senior participants repeatedly stated that they prefer 
personalized transportation that provides service door-to-door with 
little advance notification. 

However, current taxi subsidy programs do not always meet seniors’ 
expectations or trip needs.  Participants in the qualitative research 
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phase noted that taxis are not always reliable for return trips, sometimes leaving seniors stranded 
at doctors’ offices or other locations. Some also noted that drivers sometimes seem not to like the 
coupons as payment.  There have also been reports of drivers refusing to accept the coupons for 
payment.  Other participants noted that drivers are not always respectful of the seniors.  And it 
was mentioned that seniors do not always understand tipping procedures; without tips, taxi driv-
ers are less enthusiastic about the “coupon” trips.

Respondents to the telephone survey also provided perspective on taxi services (though the sur-
vey did not distinguish subsidized services).  Respondents who had used taxis in the past month 
(somewhat less than 15% of respondents) indicated that the most significant problem with taxis 
was their costs, and other problems included taxis being late, communicating with drivers, and 
taxis not showing up.

Given that taxi service is privately provided and drivers are essentially independent businesses, 
with each driver trying to earn adequate income within the taxi rate structure that is regulated by 
the jurisdictions, costs for taxi service will be significantly more than public transit modes such as 
bus and rail. Yet even with the subsidy, some of the participants in the qualitative research noted 
that the cost for trips was high.  According to one of the Northern Virginia cab companies, an 
average taxi trip in the region for the senior voucher programs is roughly five to six miles, with a 
cost of about $10.00.  A 20 percent tip would mean a total trip cost of about $12.

Use of coupons for payment was met with mixed reviews by focus group participants when the 
concept of subsidized taxis was raised.  On the positive side, some participants said that they 
could keep some coupons in reserve, to use as needed.  And also, it was mentioned that the taxi 
service could be used as a supplement when needed, for example, in bad weather, rather than as a 
primary mode of transportation.

Concept: It is recommended that NVTC pursue several strategies to improve the current taxi 
subsidy programs.  These strategies have the potential to improve the administration of the pro-
grams, easing payment procedures for riders, drivers, and taxi companies, and also provide data on 
program use to assess program effectiveness.  The strategies also attempt to address taxi reliability 
and driver sensitivity to seniors.

The first strategy is a pilot project to support a more sophisticated payment scheme for taxi sub-
sidy trips that would improve administration and data collection.  This would involve the use of a 
swipe (or transaction) card, a card reader in the taxis, and an Internet web application to support 
the collection of data.  This type of automated payment scheme would provide several benefits: 
it would eliminate the need for dealing with paper coupons, easing payment for the riders and 
drivers as well as administrative efforts for both the jurisdiction and taxi company; it allows faster 
payment to the taxi companies from the sponsoring jurisdictions, which should decrease taxi 
companies’ costs associated with the subsidized programs; and it will provide comprehensive data 
on usage, something that the jurisdictions do not have now.  

The swipe card is similar in size to a credit card, with a magnetic stripe.  The card can be designed 
as a debit card, with the ability to add funds to the card (funds from the rider, sponsor, or both) 
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or as a credit card. Importantly, the card is designed only for the taxi subsidy program, with no 
rider name, address, social security number, or other important identifying information embedded 
on the card.26 The rider is identified on the card by a unique number given for the program. The 
rider uses the card to pay the driver, and the tip can be included in the payment.  The card reader 
may range from a Nextel phone with a card reader capability to a more sophisticated mobile data 
terminal with GPS (Global Positioning Satellite) and electronic receipts, the latter being roughly 
$1,000 per unit.  It is also possible to provide the information over two-way radio dispatch if that 
is the only technology used by the cab company. The Internet web application provides the link 
between the card and reader, collecting data on the trips.  At least one company that has developed 
the software for the automated swipe cards will also serve as the “administrator” of the program, 
adding funds to the cards as needed and developing reports on usage. Alternatively, the public 
agency sponsor can administer the program, with access provided to the web application to carry 
out the administrative functions. The payment scheme can be customized for the program spon-
sor, for example, the public agency may want to subsidize trips only up to a set dollar amount. The 
cards would then be programmed with this restriction.  

Costs for the automated payment scheme include: the cost of the cards, which ranges from $0.40 
to $1.00 per card; costs for the card readers, which go up to $1,000 for the more sophisticated 
machines; and the web application, which will vary by the volume of trips, but ranges very roughly 
from $0.50 to $4 per trip, depending upon how much of the administrative function that the 
software company handles.  Taxi companies are increasingly improving their own technology with 
more sophisticated meters and mobile data terminals and may be encouraged to upgrade should 
public agency sponsors require the technology for the subsidy programs. So, depending on the taxi 
companies that might be involved, the public agency costs may be focused on the cards, web ap-
plication, and subsidy for the users rather than the in-vehicle hardware. 

The second strategy addresses issues that seniors reported when discussing the taxi subsidy pro-
grams during this study.  These include: problems with coupon payment, the reliability of taxi ser-
vice, and driver training issues.  In terms of the coupons, for some of the taxi companies, it appears 
that the drivers are not able to redeem the coupons at their face value.  This is likely a key reason 
that drivers appear not to like the subsidized trips. Based on a national survey by the Taxi, Limou-
sine, and Paratransit Association, 60 percent of taxi companies charge their drivers a “processing 
fee” for redeeming payment by credit card, vouchers, and coupons; on average, the processing fee is 
5.7 percent of the face value of the non-cash payment.  Reportedly, the processing fee tends to be 
higher with the smaller taxi companies.  However, 40 percent do not charge such fees. 

One approach to address this issue would be to ensure that the price that the jurisdictions pay for 
the coupon books for the subsidy programs allows the drivers to redeem the coupons at their face 
value, so that if the driver is paid $15 in coupons for a trip, he would get $15 in cash at the end of 
his day, rather than $13.50 or some other discounted amount.  This strategy may increase the costs 
of the subsidy programs to the jurisdictions, but it will also mean that the programs will be more 
attractive to drivers, which in turn should improve their willingness to provide the coupon trips 
and therefore improve service to seniors (and other coupon users).

26	 It	is	unlikely	that	the	taxi	swipe	card	could	be	integrated	with	the	regional	SmarTrip	card	at	least	in	the	short	term,	due	to	
cost	and	technology	issues.
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The reliability of taxi service is impacted by many factors, many of which are not controlled by the 
taxi companies since the drivers are independent contractors.  Recognizing this, a few ideas are 
offered that may help improve reliability:

•	 Working cooperatively with the taxi companies, consideration could be given to placing 
signage at large medical complexes and other major destinations that indicates where 
taxi riders should wait for their cab.  This may help drivers and riders “find each other” 
and avoid missed trips or drivers thinking the rider is a  “no-show.”

•	 If seniors have cell phones, they should be encouraged to use them when taking taxis.  If 
the taxi dispatcher has the cell phone number of a rider, it could be very useful if there 
are issues in finding the rider and her correct pick-up location or even finding the rider 
at locations with numerous people.  For return trips home, seniors can also use their 
cell phones if they need to call about a late cab, which means they would not have to go 
back inside and risk missing their cab if it comes while they’ve gone inside to phone.

•	 Seniors should be encouraged to give tips for taxi service.  During this study’s focus 
group research, it was mentioned that seniors do not always understand tipping pro-
cedures.  Information on the taxi subsidy program provided to eligible seniors should 
make clear how the seniors can tip and that they should tip as appropriate (can the 
coupons be used for tips? what is the appropriate amount to tip? can a combination of 
coupons and cash be used? etc.).  Taxi drivers will be more willing to take the coupon 
trips, often shorter and less profitable than other trip types, if the seniors provide tips, 
and this may help service reliability.

In terms of driver training and understanding senior riders, the cab companies that participate in 
the taxi subsidy programs should be encouraged to provide initial and ongoing periodic training to 
drivers on sensitivity to seniors.  Similar to the concept discussed above on senior sensitivity train-
ing for transit drivers, there should be a minimum level of training for taxi drivers who provide 
the subsidized service on serving seniors.  Such training need not be lengthy but would emphasize 
the need for patience, clear speaking, and provision of assistance in getting into and out of the taxi 
vehicle.  A training session could also involve a senior or seniors to share their perspective on taxi 
travel to help drivers better understand their senior customers.

Implementation and Resources:  Implementation of the first strategy, a pilot to test use of 
the automated payment scheme for the subsidy program, would be the responsibility of both a 
sponsoring jurisdiction and the participating cab company or companies.  Efforts would include 
arrangements with a provider of the swipe cards and web application and coordination with par-
ticipating cab companies to ensure the capability to read the cards.  Details for program adminis-
tration would need to be worked out. Also, information and marketing would be needed to inform 
the seniors of the program changes.  The city of Baltimore’s Commission on Aging uses such an 
automated payment scheme for its taxi subsidy program and, according to a program manager, 
while there was resistance from the seniors initially, over time the riders grew to appreciate the 
cards, their ease of use, and the fact that a lost card can be replaced with its remaining value, some-
thing not possible when coupons were lost or misplaced.

Addressing the fact that not all coupons translate dollar for dollar for the drivers is a strategy that 
could be pursued immediately, and would also need to be addressed if the option of automated 
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payment cards is pursued, as efforts should be made to ensure that the administrative fees associ-
ated with the scheme do not fall disproportionately on the drivers.  The sponsoring jurisdictions 
should ensure that their programs are structured so that the taxi drivers do not receive discounted 
payment for seniors’ discounted travel. This may involve greater costs for the jurisdiction, which 
will depend on the additional purchase price that might be needed and the volume of coupons 
that are purchased and redeemed, but may make the drivers more willing to serve the seniors and 
provide more reliable service.  

Suggestions for improving service reliability involve coordination with taxi companies on whether 
signage at large activity centers with multiple entrances would be helpful and, if appropriate, 
installation by the jurisdiction or the activity center of signs at the specified locations.  The other 
suggestions are targeted to the senior users of the taxi programs, with specific information on 
program use, thus would be implemented by the sponsoring jurisdictions. These are very low cost 
strategies.

Senior sensitivity training for taxi drivers would be pursued by the taxi companies.  This is envi-
sioned as a short session that would provide useful suggestions and tips to drivers on how the taxi 
coupon programs work and how to effectively serve seniors, providing good customer service to 
the seniors and improving their own profitability.  If a “seniors speakers bureau” is developed to 
augment transit driver training as suggested in an earlier recommendation, this resource could be 
made available to the taxi companies as well.

 3.  Recommendations for the Built Environment
The success of the transportation system is highly dependent on the degree to which the built 
environment supports its success. As discussed in the previous chapter, the built environment does 
appear to have some effect on the mobility of seniors. Seniors who live in urban/town, mixed-use 
areas served by public transportation take more trips each week and are more likely to get out of 
their homes on a given day than seniors from more suburban, exurban, and rural areas. It is also 
projected that much of the growth in the senior population over the next several decades will oc-
cur in the suburban and exurban areas of Northern Virginia rather than in the more urbanized 
areas of Arlington and Alexandria. According to the AARP, most elderly persons are capable of 
leading fairly independent lives, and prefer to remain in their own homes and neighborhoods.27 
Aging-in-place enables people to maintain local friendships and ties in the community, shop and 
obtain medical care in familiar places, and rely on neighborhood support networks fostered over 
many years for assistance. As such, the following proposed measures aim to positively affect the 
built environment of communities yet to be developed, as well as to retrofit existing communities 
in ways that make them more compatible with the needs of seniors. 

The underlying premise of these recommendations is the desire to create life-cycle communities. 
These communities offer housing choices appropriate to persons of all ages (families with children, 
college students, single professionals, empty nesters, and seniors).  These communities are also 
designed as walkable centers of commerce and housing and their density and layout is supportive 
of frequent and convenient transit services. The measures proposed offer quality of life improve-

27	 	American	Association	of	Retired	Persons,	Understanding Senior Housing for the 1990s.	�990.	
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ments for all generations. They are organized around the various levels of planning and project 
review typical in Virginia: comprehensive planning, administrative review and legislative review 
at the state and local levels. Achieving truly, multi-generational communities in each jurisdiction 
will require the understanding and buy-in by planners and decision-makers involved at each level 
of the development review process. Jurisdictions can review their planning processes and choose 
those measures most appropriate to their unique planning environment. Unfortunately, it is be-
yond the scope of this current research to inventory the extent to which each locality (county, city, 
and town) has already considered or implemented the following proposed measures. 

Concept 1:  Start with the Comprehensive Plan 
Local comprehensive plans should explicitly address the housing and transportation needs of a 
growing senior population. The comprehensive plan, established through community dialogue 
and debate, is a jurisdiction’s guide for land development and redevelopment decisions and is the 
foundation for the zoning ordinance and subdivision regulations. The vision it establishes provides 
direction to property owners as to the desired use and character of property in all locations of the 
community.  The comprehensive plan strengthens the local hand in negotiations with developers. 
Strong policy and direction in local comprehensive plans can help to avert piecemeal approvals 
that, when taken together, fail to attain the critical elements that a life-cycle community requires. 

The comprehensive plan should spell out the projected number of seniors expected to reside in the 
jurisdiction during the planning horizon, estimate the number and location of the those expected 
to age-in-place, and articulate a vision for how those naturally occurring retirement communities 
can be made more “life-cycle” and pedestrian-friendly. The comprehensive plan should also des-
ignate the preferred location of senior housing in areas that offer convenient transit service and 
where shops and services, such as medical facilities and beauty salons, are within a short walking 
distance. A recently approved amendment to Loudoun County’s comprehensive plan recognizes 
the importance of offering seniors the 
option of aging-in-place within their 
community through the application of a 
“universal design concept” and encourag-
ing the provision of a variety of housing 
choices in both existing neighborhoods 
and proposed developments.28 Specifi-
cally, the policy states that the County 
will develop incentives to encourage the 
provision of a certain percentage of units 
designed to meet the changing needs of 
seniors within all new residential de-
velopments. The plan amendment also 
directs that all new proposals for retire-
ment communities demonstrate safe and 
convenient pedestrian and/or bicycle 

28	 Universal	Design	Concept	is	basically	designing	homes	to	adapt	to	a	person’s	changing	needs.		For		example,	wider	
doorways that can accommodate a wheelchair; stacking closets with a collapsible floor toaccommodate an elevator 
in	the	future.		This	type	of	design	allows	a	person	to	age	in	place	and	adapt	their	home	to	their	changing	needs	and	is	
much	less	expensive	then	trying	to	renovate	your	home	at	the	time	itis	needed.

Figure 4.3: Mixed-use, transit-oriented development near 
Clarendon Metrorail Station in Arlington County

Figure 4.3:  Mixed-use, transit-oriented 
development near Clarendon Metrorail Station 
in Arlington County
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facilities that connect to surrounding amenities and that these communities integrate transit facili-
ties such as shuttle or mini-bus service and/or work with local and regional transit providers to 
ensure senior access to local and regional amenities and services. 

Planning for transit-oriented development (TOD) is becoming an increasingly common ele-
ment of local comprehensive plans in Northern Virginia. Moorefield Station in Loudoun County, 
MetroWest in Fairfax County, and Potomac Communities in Prince William County are just a few 
of the projects under review or development across the region. Arlington County is a recognized 
leader in transit-oriented development for its Rosslyn-Ballston corridor. TOD communities will 
help to address the mobility needs of seniors in coming decades, especially to the extent that they 
include senior and affordable housing components. TODs are compact, mixed-use, walkable com-
munities centered around and supportive of a transit stop. Frequent and convenient transit service 
cannot happen without transit-oriented development. The intensity of the TOD will vary depend-
ing on the type and frequency of transit service to be supported: the design principles will not. 

Conventional wisdom among transit analysts is that a minimum of seven dwelling units per acre 
is need to support bus service every thirty minutes, and 15 dwelling units per acre can support bus 
service every ten minutes.29 Densities upward of 50 or more dwelling units per acre will support 
Metrorail service to an urban downtown or suburban center. As important as density are design 
considerations. The pedestrian environment must not only be negotiable, but also inviting. This 
can be done only through attention to details (zoning that allows for street level activity such as 
outdoor seating in front of coffee shops, ground floor retail with windows oriented toward the 
sidewalk, pedestrian scale lighting, sidewalk furniture, parking that is relegated underground or 
behind buildings, and road design measures that slow traffic down to 30 miles an hour or less). 
Transit-oriented and other forms of mixed-use development serve to reduce the distance between 
origins and destinations and thus facilitate walking trips.  

Concept 2:  Zone for Housing Choices
Zoning is the basic means of land use control employed by local governments. Each jurisdiction 
divides its land area into districts and spells out the permissible uses and buildings, the required 
setbacks, height restrictions, lot coverage, minimum lot sizes, and density of such uses. Where 
applicable, the zoning ordinance describes the special exception uses of each district—a list of 
otherwise nonconforming uses that would be allowed in residential zones after a special review. 
The zoning ordinance should support the vision of the comprehensive plan through the proper 
location and definition of zoning districts. 

 
One means of creating additional housing options for seniors in their existing communities is the 
designation of accessory units, or granny flats, as special exception uses within residential zoning 
districts. Granny flats are apartments within single-family homes or on the premises (i.e., over the 
detached garage). Their use has been highly controversial in many localities across the country as 
homeowners have fought vigorously to protect their communities from a perceived reduction in 
property values that are believed to result with increased density and introduction of non-standard 
housing units. Neighborhood concerns such as these can be at least partially mitigated through 

29	 	Duany	for	Joint	Center	for	Environment	and	Urban	Problems,	Florida’s Mobility Primer,	p.	38.	
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a special exception process, whereby the property owner would need to bring his/her proposal 
before the planning board (planning commission, board of supervisors and/or city/town council) 
where it would be subject to discretionary review by citizens and the planning board to ensure 
that it conforms with zoning intent for that district. The special use exception process allows ju-
risdictions to retain control over location and quality. Each application for an accessory apartment 
may be studied on an individual basis according to specified criteria such as location and lot size, 
parking requirements, homeowner’s eligibility, space and dimensional requirements and design 
specifications. The special exception application must go through a legislative review (by a plan-
ning board) and thus would be subject to community input, minimally via a public hearing, from 
its future neighbors. 

The Fairfax County zoning ordinance allows “accessory dwellings in all residential districts that 
allow single family detached dwellings in order to provide the opportunity and encouragement 
for the development of a limited number of small housing units designed, in particular, to meet 
the special needs of persons who are elderly and/or disabled.”30 The County recognizes the need 
of elderly homeowners to obtain, through tenants in accessory units, rental income, companion-
ship, security, and services, and thereby to enable them to stay more comfortably in their homes 
and neighborhoods they might otherwise consider leaving. Elderly persons can also rent accessory 
dwelling unit from another property owner, presumably at an affordable price. 

Another zoning approach used by Arlington County to achieve mixed-use development in its Co-
lumbia Pike corridor is the application of a form-based code in a defined overlay district. Devel-
opers in the corridor may either redevelop according to their existing zoning or choose the com-
munity-preferred form-based code and receive expedited project review and better design options. 
Instead of focusing on what is undesirable, form-based codes concentrate on the community’s 
design vision through basic rules that specify a range of acceptable building types. These codes 
concentrate first on the visual aspect of development: building height and bulk, façade treatments, 
the location of parking, and the relationship of the building to the street and to one another. In 
essence, form-based codes emphasize the appearance and qualities of the public realm, the places 
created by buildings. Form-based codes emphasize mixed-use and a mix of housing types to bring 
destinations into close proximity to housing and provide housing choices to meet many individu-
als’ needs at different times in their lives. Arlington’s form-based code has been designed to sup-
port pedestrian-oriented development that will foster a vital main street through a lively mix of 
shopfronts, sidewalk cafes, and other commercial uses at street level, bordered by canopy shade 
trees and upper-story residences and offices. Arlington County has combined its land use code 
with convenient mid-day bus service approximately every seven minutes. This zoning method has 
been used to revitalize the Columbia Pike corridor: it is relevant to new development as well.  

Concept 3:  Negotiate Senior-Friendly Proffers
Proffers are voluntary commitments that a developer makes to the County to offset the impacts of 
a proposed development. They typically include monetary contributions toward capital facilities 
such as schools, parks, libraries, roads and other public facilities. They may also include dedication 

30	 Appendix	�,	Fairfax	County	Board	of	Supervisors’	Policy	on	Accessory	Dwelling	Units,	Fairfax	County	Zoning	
Ordinance,	July	200�.	
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of property for the future siting of schools, parks, trails, roads, and other facilities, and/or agree-
ments to construct public facilities that will serve future development. Proffers are negotiated as 
part of rezoning or special exception review.  

If they are not already doing so, local planners should negotiate for the following types of transit 
proffers that will positively affect the mobility of seniors:  private shuttle service, public transit 
capital contributions, ongoing transit operating contributions, and construction or monetary con-
tributions toward bus shelters and benches along routes. Pedestrian proffers should include the 
construction of sidewalks to recommended design standards, park benches, street trees, pedes-
trian-scale lighting and other sidewalk amenities to enhance the walking environment. 

Concept 4:  Build Pedestrian-Friendly Streets
In the past decade increased emphasis has been placed on the creation of pedestrian friendly 
streets. Efforts to make street environments more comfortable to pedestrians and other non-auto 
users have been underway under the terminology smart streets, context-sensitive design, complete 
streets, walkable or livable communi-
ties, and neo-traditional town planning. 
Underlying these efforts is a recognition 
that the design of the street environment 
can influence mode choice. Good design 
can benefit non-auto users of the system 
(pedestrians, bicyclists and transit users) 
without compromising travel conditions 
for those traveling by car. 

The NVTC telephone survey revealed 
that the second most popular means of 
senior travel, after travel by car is, pedes-
trian travel. Those seniors living in more 
walkable, mixed-use areas are more than 
three times more likely to travel to a destination on foot than those from suburban communities 
and more than five times more likely than those from exurban areas. The following recommenda-
tions on street design complement efforts to build transit-oriented development and other mixed-
use communities. The creation of a walkable community requires detailed attention to the design 
of the street cross-section (including the sidewalk), as well as the bordering land use. As a whole, 
these street design elements serve to slow vehicular traffic and create a sidewalk and crosswalk 
environment that is both comfortable and attractive from the perspective of the pedestrian.  

Achievement of a high quality pedestrian environment in suburban areas requires a new and inte-
grated vision for land use and transportation, one less car-centered and more human-centered. In 
figure 4.4, Dan Burden of Walkable Communities, Inc. offers a vision for how a major arterial in 
Albemarle County could be redesigned in stages to align with an evolving land use vision. 

“The current design process does not always result 
in the desired consistency in roadway alignment or 
driver behavior along these alignments. The desired 
product of good geometric design is a roadway 
alignment and cross section that will encourage the 
driver to operate safely and consistently with the 
function of the facility. Further, an ideal geometric 
design is both consistent with the context of the 
setting and cost-effective.”

-- National Cooperative Highway Research   
Program, Alternatives to Design Speed for Selection 
of Roadway Design Criteria, Active Project 15-2
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Narrow streets and travel lanes. Many roads and streets in Northern Virginia are over-designed; 
the result, vehicular travel moving at speeds greater than the posted speed limit. Pedestrians are 
most comfortable when they have their own dedicated space and where adjacent vehicular traffic 
moves at a speed no greater than 25 to 30 miles per hour. This perception coincides with traffic 
safety statistics. Increased speed puts pedestrians at higher risk. A ten-mile-per-hour increase in 
speed, from 20 mph to 30 mph, increases the risk of death for a pedestrian in a collision ninefold. 
If a car traveling 20 miles per hour hits a pedestrian, there is a 95 percent chance that the person 
will survive. However, if the same car is traveling 30 mph, the pedestrian’s chances of survival are 
reduced to 45 percent.31 Older pedestrians, because of their frailty, are at even greater risk of fatal-
ity than younger travelers. 

Often over-designed roads can be redesigned with fewer travel lanes and narrower travel lanes 
without compromising capacity and traffic flow. Ten or eleven foot travel lanes, rather than the

3�	 	National	Center	for	Bicycling	and	Walking.	Creating	Walkable	Communities.
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customary 12 foot lane, can 
help to slow traffic, as drivers 
no longer feel as unconstrained 
in their maneuverability space. 
The addition of six or seven foot 
striped bike lanes add space for 
emergency response vehicles 
and buses to turn. Excess traffic 
lanes can be replaced by turn 
lanes and a landscaped me-
dian in between intersections. 
In this way vehicular capacity 
is maintained while reducing 
the number of speed violators. 
Those who wish to speed will 
be held back by the majority of 
drivers who will choose to keep 
their speed within what they perceive to be a safe driving speed. 

In high traffic corridors, multilane arterials and collectors can be designed as boulevards where 
travel lanes are segmented by landscaped medians and pedestrian refuge islands (see Figure 4.6).  

Integrated street network.  Keeping streets down to a size that the average senior can comfortably 
cross requires an integrated street network. The typical suburban, hierarchical street network has 
maximized residential cul-de-sacs at the expense of street connectivity and route choice. Streets 
that are laid out in well-connected patterns, at a pedestrian scale, provide alternative vehicular and 
pedestrian routes to every destination. Because of this connectivity, travelers from several neighbor-
hoods are not all required to all use the same arterial roadways. Ample connections spread traffic 
throughout the system and enable collector and arterial roads to be designed for less traffic than if 
they had to carry the full load from all adjoining streets. Thus, even arterials can be designed to
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Washington

Source:	Dan	Burden,	Walkable Communities, Inc.

Figure 4.5: Recommended Lane and Sidewalk WidthsFigure 4.5:  Recommended Lane and Sidewalk Widths

Source:	Dan	Burden,	Walkable Communities,	Inc.

Figure 4.6: Collector and arterial roadways can be designed as boulevards to carry traffic 
without compromising the pedestrian environment.

Source:	Dan	Burden,	Walkable Communities, Inc.

Figure 4.6:  Collector and arterial roadways can be designed as boulevards to carry 
                     traffic without compromising the pedestrian environment.

Source:	Dan	Burden,	Walkable Communities,	Inc.
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carry less volume than would be required in the traditional suburban development pattern, thus 
making it easier to design the street in scale with pedestrian movement. 

Sidewalks and Street Amenities.  An unbroken network of sidewalks forms the foundation of 
a comfortable and safe pedestrian environment. Sidewalks on both sides of the street are ap-
propriate for mixed-use areas and along streets where vehicular traffic travels 25 mph or more. 
Sidewalks in residential areas should be a minimum of five feet wide.32 The preferred sidewalk 
width in a downtown or other activity area is 12 feet, at least six feet of which should be clear of 
obstructions. This width allows two pedestrians to walk side by side, or someone in a wheelchair 
to pass another pedestrian comfortably. More width is desirable to accommodate bus shelters, 
sidewalk cafes, and other outdoor retail.33 Seniors, and others, benefit from the inclusion of park 
benches, public restrooms, drinking fountains, artwork, fountains, and other similar elements in 
downtown and activity center environments. These elements help to create more attractive and 
functional environments for pedestrians. 

Continuous Separation from Traffic.  Pedestrians not only benefit from properly sized sidewalks 
but also from measures that separate them from traffic. Wherever possible, sidewalks should 
not be constructed adjacent to streets but set apart by a landscape, or other, buffer. Street trees 
between the street and sidewalk reduce the drivers’ perceived width of the road and thus may 
reduce vehicular speed. They also provide a shaded canopy for pedestrians. Parallel parking also 
provides a buffer and tends to slow the typical driver. Traffic engineers, planners, urban designers, 
drivers and pedestrians can all agree on the desirability of reducing the number of driveway cross-
ings along a commercial roadway. The result is safer conditions for all users and a more aesthetic 
environment.  

Crosswalks and Signal Timing.  As our population ages, street crossings should be designed with 
the senior pedestrian in mind. Signal timing that allows slower seniors sufficient time to safely 
cross the street is essential. Walking rates among the general population are generally 2.5 to 6.0 
feet per second with an average of 4.0 feet per second, according to the Manual on Uniform 

32	 	Dan	Burden,	Walkable	Communities,	Inc.
33	 	National	Center	for	Bicycling	and	Walking.	Creating	Walkable	Communities.	www.walkbike.org.

Figure 4.7:  Ample buffering of the main road creates a relaxing pedestrian environment.

Source:	Dan	Burden,	Walkable Communities, Inc.

Figure 4.7:  Ample buffering of the main road creates a relaxing pedestrian environment.

Source:	Dan	Burden,	Walkable Communities,	Inc.
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Traffic Control Devices (MUTCD).34 However, many studies acknowledge that the speed is sig-
nificantly slower for older pedestrians. In a 2001 publication, the Federal Highway Administration 
(FHWA) recommends a conservative design guideline of 2.8 feet per second be used to accommo-
date the shorter stride and slower gait of less capable (15th percentile) older pedestrians, and their 
exaggerated “start up” time before leaving the curb.35

Arlington County has recently reengineered many intersections to include curb bulb-outs that 
force vehicular traffic to slow down around corners [See figure 4.8]. 

For higher capacity intersec-
tions, the integration of 
pedestrian refuge islands 
can make it easier and safer 
to cross the street on foot. 
Particular attention needs 
to be paid to the design of 
channelized right-turn lanes. 
The crosswalk within the 
channelized area should be 
located as close as possible to 
the approach leg to maximize 
the visibility of pedestrians 
before drivers are focused on 
scanning for gaps in traffic on 
the intersecting roadway.36 

SUMMARY OF RECOMMENDATIONS
Recommendations are made in a number of areas to improve public transportation services and 
mobility for seniors in Northern Virginia.  Table 4-4 summarizes the recommendations and 
Table 4-5 shows the recommendations by community type.  These recommendations build on the 
study’s quantitative and qualitative research, demographic analyses, review of existing specialized 
services, related literature on senior transportation, and experience in the transit industry.  

The recommendations focus efforts in three areas.  First, recommendations are made to encourage 
and support increased use of fixed route transit by seniors through a number of different strate-
gies, including: a centralized information and referral service that includes “real people” as well as 
electronic information; travel training; coordinated fixed-route service with “seamless” transferring, 
an improvement already planned with the Regional Fare Collection Integration Project;  targeted 
marketing and incentives for seniors; senior sensitivity training for drivers; low floor buses; and 

34	 National	Center	for	Bicycling	and	Walking.	Creating	Walkable	Communities.	www.walkbike.org.
3�	 U.S.	Department	of	Transportation.	Federal	Highway	Administration.	Guidelines	and	Recommendations	to	

Accommodate	Older	Drivers	and	Pedestrians.	Publication	No.	FHWA-RD-0�-0��.	May	200�.	
36	 U.S.	Department	of	Transportation.	Federal	Highway	Administration.	Guidelines	and	Recommendations	to	

Accommodate	Older	Drivers	and	Pedestrians.	Publication	No.	FHWA-RD-0�-0��.	May	200�.

Bulb-outs reduce the distance a pedestrian must cross at an intersection.

Figure 4.8:  Bulb-outs

Source:	Dan	Burden,	Walkable Communities, Inc.

Figure 4.8:  Bulb-outs

Source:	Dan	Burden,	Walkable Communities,	Inc.
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service routes in selected areas with concentrations of seniors.  These recommendations recognize 
that the region has many existing public transportation services, including extensive fixed-route 
service in the more urbanized parts of the region, and use of existing services by seniors could be 
increased if seniors are given more support.  Generally, the recommendations are appropriate for 
all parts of the region, specifically the three community types, but have more potential where there 
are more transit services.  Some of the recommendations, however, should be focused to the most 
appropriate group of seniors or part of the region.  For example, the market segmentation analysis 
from the study’s telephone survey suggests that the “car riders” group, 25 percent of the market, 
should be the focus of the marketing campaign to encourage seniors to try transit before they get 
to the age when they find they must curtail or give up driving.  Similarly, the recommendation for 
service routes would need to be tailored to existing services and land use considerations.  Service 
routes are neighborhood-based routes, using smaller buses, designed to serve seniors and provide 
access to local shopping and other services, and are more cost-effective than paratransit services.  

	
The second set of recommendations focuses on supplemental specialized services for seniors, 
including volunteer transportation and taxi subsidy services, recognizing that some seniors, 
particularly older seniors who become more frail, are not able to use fixed route services.  Volun-
teer transportation is increasingly being recognized as an important component of the special-
ized transportation infrastructure for seniors and persons with disabilities, and efforts should be 
made to increase the role of volunteer transportation in Northern Virginia. Volunteer drivers can 
provide the more difficult to serve trips, such as those for very frail seniors, longer distance trips 
for specialized medical care, and multiple “chained” trips (e.g., a trip to the doctor, to the pharmacy, 
and then home).  These types of trips are difficult for public transportation to provide. While 
increased volunteer transportation is important throughout the region, it may be particularly im-
portant in the more rural parts of the region – Community Type 3 – given more limited options 
in such areas and the longer distances of many trips.  

Another supplemental specialized transportation service is provided through the region’s various 
taxi subsidy programs.  These programs provide the more spontaneous trips that seniors need 
and trips are typically not restricted by jurisdictional boundaries.  Specific improvements to taxi 
services are recommended to address fare payment, reliability, and driver sensitivity.  Taxi subsidy 
programs take advantage of existing transportation providers and subsidy levels can be adjusted 
for seniors of different income levels, with deeper subsidies provided to lower income seniors.  
Subsidized taxi services are relatively cost-effective compared to specialized services that require 
vehicles and drivers dedicated only to serving seniors and other target groups.
 
Among the transit service recommendations, it is noted that route deviation and dial-a-ride 
services are not included. Route deviation, while useful in extending the coverage of fixed-route 
service particularly in suburban and rural areas (e.g., Prince William County), has limitations for 
specialized transportation needs. The deviations are restricted to those within a relatively short 
distance from the routes and to those that can be made without compromising the overall route 
schedule. Moreover, riders may need to walk up to several blocks, depending on the distance of the 
deviations, to access service. When the different service concepts were presented to seniors in the 
study’s focus groups, route deviation was considered the least appealing. Dial-a-ride service, used 
in a number of communities to serve seniors and persons with disabilities, is not recommended 
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primarily because of costs.  It is a relatively costly service on a per passenger basis when provided 
on a dedicated basis.  Given the wide variety of existing specialized services in the region, it is 
recommended that steps be made to improve current services and their ability to meet the needs of 
seniors before new door-to-door services are contemplated.

The third and last set of recommendations addresses land use and community design to improve 
transportation and mobility for seniors.  Solid comprehensive plans that explicitly address the 
community’s changing demographics and senior housing and transportation needs will set the 
stage for the zoning ordinance and subdivision and site plan review. Accessory dwelling units, or 
granny flats, provide seniors with a rental housing option in their community or the means to gen-
erate rental income themselves. Transit oriented development should be planned and built across 
Northern Virginia to reduce overall auto dependency and increase the efficiency and convenience 
of using public transportation by people of all ages. Attention to street design that fosters walking 
and transit use is fundamental to TOD and can increase seniors’ transportation options in all types 
of communities. 
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Endnotes
i.	 The	difference	in	population	growth	rates	for	Arlington	and	Alexandria	is	likely	to	be	much	less.	For	this	

study,	Arlington	and	Fairfax	County	provided	their	own	population	projections.	For	all	other	jurisdictions	
NVTC	applied	the	population	age	ratios	provided	by	the	Virginia	Employment	Commission	to	Metro-
politan	Washington	Council	of	Governments	Round	6.4a	population	projections.	

Arlington	County	uses	a	shift-share	method	to	project	population	by	age.	County	demographers	tabulate	
the	most	up-to-date	population	distribution	by	age	for	the	state	using	US	Census	Bureau	data.	They	then	
calculate	the	rates	of	growth	or	decline	per	age	group	for	the	years	2000-2030	and	apply	these	rates	to	
Arlington	County’s	known	population	per	age	group	for	the	year	2000.	Each	age	group’s	share	of	the	total	
population	is	determined	for	each	year	2001	to	2030.	Lastly,	these	ratios	are	then	reapplied	per	year	to	the	
forecast	population	in	Arlington	County	in	each	of	these	years.	These	total	population	forecasts	are	based	
on	the	Metropolitan	Washington	Council	of	Government’s	Round	7.0	forecasts.	

The	Virginia	Employment	Commission	uses	a	baseline	cohort-component	method	to	project	population	
by	age	to	reflect	recent	trends	in	fertility,	mortality,	and	migration.	

Fairfax	County	uses	the	2000	Census	population	subdivided	by	five-year	age	cohorts	and	sex	as	the	base	
from	which	to	project	population,	supplemented	by	age	specific	1999	death	rates	from	the	Fairfax	County	
Health	Department,	1985-1990	Census	Migration,	the	2000	Census	PUMS	data	set,	and	modified	as	
necessary	based	on	review	of	the	2001	through	2003	American	Community	Surveys	conducted	by	the	US	
Census	Bureau.	

Using	a	single	methodology;	namely,	applying	VEC	population	age	ratios	to	the	MWCOG	Round	6.4a	
population	forecasts	for	each	jurisdiction	would	result	in	Arlington	County	showing	an	increase	of	3300	
individuals	age	65	or	older	between	2000	and	2030.	The	share	of	this	older	population	as	a	percentage	of	
the	total	population	would	remain	at	9%.	
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al
ka

bl
e

ur
ba

n 
or

 to
w

n,
 m

ix
ed

-u
se

 c
om

m
un

ity
 ty

pe
 w

ou
ld

 in
cl

ud
e 

th
e 

R
os

sl
yn

-B
al

ls
to

n 
tra

ns
it-

or
ie

nt
ed

 d
ev

el
op

m
en

t
co

rr
id

or
 in

 A
rli

ng
to

n 
C

ou
nt

y;
 p

ed
es

tri
an

 fr
ie

nd
ly

, m
ix

ed
-u

se
 a

re
as

 o
f R

es
to

n 
in

 F
ai

rfa
x 

C
ou

nt
y;

 a
nd

 th
e 

hi
st

or
ic

 d
ow

nt
ow

n
ar

ea
 o

f
M

an
as

sa
s.

  I
n 

or
de

r t
o 

dr
aw

 th
e 

di
st

in
ct

io
n 

be
tw

ee
n 

th
e 

m
ix

ed
-u

se
 a

nd
 s

ub
ur

ba
n 

co
m

m
un

ity
 ty

pe
s,

 a
n 

ar
ea

 w
as

 n
ot

 p
la

ce
d 

in
 th

e 
ur

ba
n 

or
 to

w
n,

 m
ix

ed
-u

se
 c

om
m

un
ity

 ty
pe

 u
nl

es
s 

a 
fa

ir 
am

ou
nt

 o
f p

ed
es

tri
an

 a
ct

iv
ity

 c
ou

ld
 b

e 
ob

se
rv

ed
 in

 2
00

5.
  A

no
th

er
 c

rit
er

io
n 

is
 

an
 in

te
gr

at
ed

 m
ix

 o
f u

se
. I

de
al

ly
, r

es
id

en
ts

 w
ou

ld
 b

e 
w

ith
in

 o
ne

-h
al

f m
ile

 o
f c

om
m

er
ci

al
 re

ta
il 

an
d 

se
rv

ic
es

.  
N

in
e 

pe
rc

en
t o

f N
or

th
er

n
V

irg
in

ia
’s

 s
en

io
r p

op
ul

at
io

n 
ag

e 
75

 a
nd

 o
ld

er
 w

as
 fo

un
d 

to
 re

si
de

 in
 c

om
m

un
ity

 ty
pe

 I.
 

C
om

m
un

ity
 T

yp
e 

2:
  A

 s
ub

ur
ba

n 
re

si
de

nt
ia

l c
om

m
un

ity
 ty

pe
 c

ha
ra

ct
er

iz
ed

 b
y 

a 
se

pa
ra

tio
n 

of
 re

ta
il 

an
d 

co
m

m
er

ci
al

 s
er

vi
ce

s 
fro

m
 th

e
re

si
de

nt
ia

l a
re

as
.

A
 s

ub
ur

ba
n 

re
si

de
nt

ia
l c

om
m

un
ity

 ty
pe

 is
 c

ha
ra

ct
er

iz
ed

 b
y 

a 
se

pa
ra

tio
n 

of
 re

ta
il 

an
d 

co
m

m
er

ci
al

 s
er

vi
ce

s 
fro

m
 th

e 
re

si
de

nt
ia

l a
re

as
.  

Fo
r i

ns
ta

nc
e,

 a
 re

si
de

nt
ia

l s
ub

di
vi

si
on

 b
or

de
re

d 
by

 a
 c

om
m

er
ci

al
st

rip
 s

ho
pp

in
g 

ce
nt

er
 th

at
 o

ffe
rs

 a
 g

ro
ce

ry
 s

to
re

 a
nd

 o
th

er
 s

er
vi

ce
s 

w
ou

ld
 q

ua
lif

y 
un

de
r t

he
 s

ub
ur

ba
n 

re
si

de
nt

ia
l c

om
m

un
ity

 ty
pe

.  
W

hi
le

 s
id

ew
al

ks
 m

ay
 li

nk
 h

om
es

 a
nd

 th
e 

sh
op

pi
ng

 c
en

te
r, 

se
ni

or
s 

m
ay

fin
d 

th
e 

di
st

an
ce

 to
o 

gr
ea

t o
r b

ar
rie

rs
 s

uc
h 

as
 s

ur
fa

ce
 p

ar
ki

ng
 lo

ts
, f

as
t m

ov
in

g 
ve

hi
cu

la
r t

ra
ffi

c,
 a

nd
 w

id
e 

in
te

rs
ec

tio
ns

 n
ot

 c
on

du
ci

ve
 

fo
r w

al
ki

ng
.  

M
os

t o
f N

or
th

er
n 

V
irg

in
ia

’s
 s

en
io

r p
op

ul
at

io
n 

fa
lls

 w
ith

in
 C

om
m

un
ity

 T
yp

e 
2 

(8
2%

). 

C
om

m
un

ity
 T

yp
e 

3:
  A

 ru
ra

l/e
xu

rb
an

 c
om

m
un

ity
 ty

pe
.

Th
is

 c
om

m
un

ity
 ty

pe
 w

ou
ld

 b
e 

ch
ar

ac
te

riz
ed

 b
y 

ar
ea

s 
w

he
re

 fa
rm

in
g,

 fo
re

st
ry

, a
nd

 ra
nc

he
tte

ac
tiv

iti
es

 o
cc

ur
 a

nd
 w

he
re

 s
in

gl
e 

fa
m

ily
ho

m
es

 o
n 

la
rg

e 
lo

ts
 a

re
 lo

ca
te

d.
  F

ew
, i

f a
ny

, r
et

ai
l o

r s
er

vi
ce

ac
tiv

iti
es

 a
re

 lo
ca

te
d 

in
 th

es
e 

ar
ea

s,
 w

ith
 m

os
t l

oc
at

ed
 a

t c
ro

ss
ro

ad
s.

  
M

os
t o

f t
hi

s 
co

m
m

un
ity

 ty
pe

 is
 fo

un
d 

in
 w

es
te

rn
  L

ou
do

un
 C

ou
nt

y 
an

d 
in

 P
rin

ce
 W

ill
ia

m
 C

ou
nt

y,
 a

lth
ou

gh
 F

ai
rfa

x 
C

ou
nt

y 
ha

s 
so

m
e 

la
nd

 a
re

a 
in

 th
is

 c
om

m
un

ity
 ty

pe
.  

N
in

e 
pe

rc
en

t o
f N

or
th

er
n 

Vi
rg

in
ia

’s
 s

en
io

rs
 li

ve
 in

 ru
ra

l/e
xu

rb
an

 a
re

as
. 
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M
et

ho
do

lo
gy

 (c
on

tin
ue

d)

16
36

13
9

13
43

15
4

16
36

20
1

11
80

25
5

13
34

5
11

36
10

95
3

12
56

To
ta

l

0.
33

33
3

0.
69

23
1

-
10

1
9

0
16

3
13

0
81

5
76

-
M

an
as

sa
s 

Pa
rk

0.
50

00
0

0.
82

50
0

0.
75

00
0

43
1

33
9

54
2

40
12

34
9

9
26

8
72

M
an

as
sa

s 
C

ity

0.
61

53
8

1.
65

74
1

-
24

3
64

17
9

0
21

2
10

4
10

8
0

19
85

52
4

14
61

-
Pr

in
ce

 W
ill

ia
m

-
0.

76
05

6
1.

25
00

0
59

0
54

5
75

0
71

4
47

8
1

43
5

42
C

ity
 o

f F
ai

rf
ax

-
0.

46
15

4
0.

83
33

3
16

0
6

10
25

0
13

12
13

4
-

50
84

C
ity

 o
f F

al
ls

 C
hu

rc
h

-
0.

57
14

3
0.

64
28

6
11

1
0

84
27

18
9

0
14

7
42

90
5

-
68

3
22

2
C

ity
 o

f A
le

xa
nd

ria

1.
00

00
0

0.
57

72
4

0.
50

00
0

10
1

16
71

14
16

7
16

12
3

28
82

3
13

4
57

9
11

0
Lo

ud
ou

n 
C

ou
nt

y

0.
75

00
0

1.
51

40
7

0.
45

28
3

88
8

57
80

7
24

66
2

76
53

3
53

72
41

46
3

65
85

19
3

Fa
irf

ax
 C

ou
nt

y

-
0.

75
75

8
0.

62
50

0
16

5
0

10
0

65
23

6
0

13
2

10
4

13
49

-
81

6
53

3
A

rli
ng

to
n 

C
ou

nt
y

T3
T2

T1
To

ta
l

T3
T2

T1
To

ta
l

T3
T2

T1
To

ta
l

T3
T2

T1

W
EI

G
H

TS
TA

R
G

ET
S

C
O

M
PL

ET
ES

U
N

IV
ER

SE

S
in

ce
 th

e 
re

se
ar

ch
 d

es
ig

n 
so

ug
ht

 to
 re

fle
ct

 th
e 

tru
e 

se
ni

or
 p

op
ul

at
io

n 
of

 N
or

th
er

n 
V

irg
in

ia
, i

t w
as

 n
ec

es
sa

ry
 to

 u
se

 th
e 

ac
ce

pt
ed

 
st

at
is

tic
al

 p
ra

ct
ic

e 
of

 a
pp

ly
in

g 
w

ei
gh

tin
g 

fa
ct

or
s 

to
 a

ss
ur

e 
th

at
 th

e 
co

m
pl

et
ed

 in
te

rv
ie

w
s 

w
ou

ld
 a

ct
ua

lly
 re

pr
es

en
t t

he
 re

la
tiv

e
po

pu
la

tio
ns

 o
f t

he
 u

ni
ve

rs
e 

of
 th

e 
N

or
th

er
n 

V
irg

in
ia

 s
en

io
r p

op
ul

at
io

n.

N
ot

e:
 T

1=
Ty

pe
 1

; T
2=

Ty
pe

 2
; T

3=
Ty

pe
 3

W
he

re
 a

pp
lic

ab
le

, t
he

 re
su

lts
 o

f t
hi

s 
st

ud
y 

ha
ve

 b
ee

n 
co

m
pa

re
d 

to
 s

en
io

rs
 a

ge
 7

5 
an

d 
ol

de
r f

ro
m

 th
e 

19
98

-1
99

9 
st

ud
y 

by
 th

e 
A

m
er

ic
an

 A
ss

oc
ia

tio
n 

of
 R

et
ire

d 
P

eo
pl

e 
(A

A
R

P
), 

U
nd

er
st

an
di

ng
 S

en
io

r T
ra

ns
po

rta
tio

n.
  T

hi
s 

st
ud

y 
w

as
 c

on
du

ct
ed

 a
m

on
g 

se
ni

or
s 

fro
m

 a
cr

os
s 

th
e 

U
ni

te
d 

S
ta

te
s.
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S
ui
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 4

01
 • 

C
ro

fto
n,

 M
D

  2
11

14
 • 

41
0-

72
1-

05
00

D
em

og
ra

ph
ic

 P
ro

fil
e

R
es

po
nd

en
ts

 w
er

e 
as

ke
d 

a 
se

rie
s 

of
 q

ue
st

io
ns

 in
 o

rd
er

 to
 d

ev
el

op
a 

de
m

og
ra

ph
ic

 p
ro

fil
e 

of
 s

en
io

rs
 a

ge
 7

5 
an

d 
ol

de
r i

n 
th

e 
N

or
th

er
n

V
irg

in
ia

 a
re

a.
  T

he
se

 re
sp

on
se

s 
w

er
e 

co
m

pa
re

d 
to

 th
e 

19
98

-1
99

9 
A

A
R

P
 s

tu
dy

 U
nd

er
st

an
di

ng
 S

en
io

r T
ra

ns
po

rta
tio

n,
 th

at
 a

na
ly

ze
d 

se
ni

or
s 

fro
m

 a
cr

os
s 

th
e 

U
ni

te
d 

S
ta

te
s.

  

•
R

es
po

nd
en

ts
 a

re
 ty

pi
ca

lly
 W

hi
te

 (9
2%

) f
em

al
es

 (6
1%

) w
ith

 a
 m

ed
ia

n 
in

co
m

e 
of

 a
bo

ut
 $

50
,0

00
 ($

48
,7

00
). 

 N
ot

e:
 It

 is
 n

ot
 

un
co

m
m

on
 fo

r t
el

ep
ho

ne
 re

se
ar

ch
 to

 s
ke

w
 to

 a
 s

lig
ht

ly
 h

ig
he

r i
nc

om
e.

  H
ig

he
r i

nc
om

e 
ho

us
eh

ol
ds

 a
re

 le
ss

 tr
an

si
en

t a
nd

 a
re

 
m

or
e 

lik
el

y 
to

 h
av

e 
te

le
ph

on
es

. 

•
R

es
po

nd
en

ts
 in

 th
is

 s
tu

dy
 a

re
 m

or
e 

ed
uc

at
ed

 a
nd

 h
av

e 
hi

gh
er

 in
co

m
es

 th
an

 s
en

io
rs

 7
5 

or
 o

ld
er

 a
cr

os
s 

th
e 

U
ni

te
d 

S
ta

te
s.


A

bo
ut

 o
ne

-h
al

f o
f t

he
 re

sp
on

de
nt

s 
(4

8%
) a

re
 c

ol
le

ge
 e

du
ca

te
d,

 w
hi

le
 o

nl
y 

ab
ou

t 2
1%

 o
f s

en
io

rs
 n

at
io

nw
id

e 
ar

e 
co

lle
ge

 
ed

uc
at

ed
. 


O

ne
-h

al
f o

f t
he

 re
sp

on
de

nt
s 

(5
0%

) h
av

e 
ho

us
eh

ol
d 

in
co

m
es

 o
f $

30
,0

00
 o

r m
or

e,
 c

om
pa

re
d 

to
 1

8%
 n

at
io

nw
id

e.
 

•
Th

e 
va

st
 m

aj
or

ity
 (8

4%
) o

w
n 

th
ei

r o
w

n 
ho

m
e,

 h
av

in
g 

liv
ed

 in
 th

ei
r h

om
e 

fo
r a

lm
os

t 3
0 

ye
ar

s 
(m

ea
n 

of
 2

7.
8 

ye
ar

s)
.

•
R

es
po

nd
en

ts
 w

er
e 

w
ei

gh
te

d 
by

 ju
ris

di
ct

io
n 

an
d 

co
m

m
un

ity
 ty

pe
.


R

ef
le

ct
iv

e 
of

 th
e 

ar
ea

 a
s 

a 
w

ho
le

, m
or

e 
th

an
 o

ne
-h

al
f (

54
%

) a
re

 fr
om

 F
ai

rfa
x 

C
ou

nt
y,

 w
hi

le
 P

rin
ce

 W
ill

ia
m

 a
nd

 A
rli

ng
to

n 
C

ou
nt

ie
s 

ar
e 

th
e 

ne
xt

 tw
o 

m
os

t r
ep

re
se

nt
ed

 ju
ris

di
ct

io
ns

 (1
5%

 a
nd

 1
0%

 re
sp

ec
tiv

el
y)

.


M

or
e 

th
an

 e
ig

ht
 in

 te
n 

(8
2%

) a
re

 fr
om

 a
 T

yp
e 

2 
co

m
m

un
ity

, w
hi

le
 9

%
 a

re
 fr

om
 T

yp
e 

1 
co

m
m

un
iti

es
 a

nd
 8

%
 a

re
 fr

om
 T

yp
e 

3 
co

m
m

un
iti

es
. 
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(c
on

tin
ue

d)

D
em

og
ra

ph
ic

s 
 

 
Ju

ris
di

ct
io

n 
C

om
m

un
ity

 T
yp

e 

To
ta

l 
Ar

lin
gt

on
 

Fa
irf

ax
 

C
ou

nt
y 

Lo
ud

ou
n 

Al
ex

an
dr

ia
 

FC
/F

x 
C

ity
 

PW
 

M
an

as
sa

s/
M

an
. P

ar
k 

Ty
pe

 1
 

Ty
pe

 2
 

Ty
pe

 3
 

 
 

(B
) 

(C
) 

(D
) 

(E
) 

(F
) 

(G
) 

(H
) 

(I)
 

(J
) 

(K
) 

n=
 

(1
63

6)
 

(2
36

) 
(6

62
) 

(1
67

) 
(1

89
) 

(1
00

) 
(2

12
) 

(7
0)

 
(2

55
) 

(1
18

0)
 

(2
01

) 
Ju

ris
di

ct
io

n
 

 
 

 
 

 
A

rli
ng

to
n 

C
ou

nt
y 

  1
0%

 
n/

a
n/

a
n/

a
n/

a
n/

a
n/

a
n/

a
   

41
%

J
  1

1%
 

- 
Fa

irf
ax

 C
ou

nt
y 

54
 

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

21
 

  4
5 I

K
 3

8 I
Lo

ud
ou

n 
C

ou
nt

y 
6 

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

11
 

10
 

8 
A

le
xa

nd
ria

 
7 

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

16
 

12
 

- 
N

et
: F

C
/F

x 
C

ity
 

5 
n/

a
n/

a
n/

a
n/

a
n/

a
n/

a
n/

a
6 

7 
- 

 
Fa

lls
 C

hu
rc

h 
1 

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

 5
J

1 
- 

 
Fa

irf
ax

 C
ity

 
4 

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

2 
 6

I
-

P
rin

ce
 W

illi
am

 C
ou

nt
y 

15
 

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

- 
9 

 5
2 J

N
et

: M
an

as
sa

s/
M

an
. P

ar
k

3
n/

a
n/

a
n/

a
n/

a
n/

a
n/

a
n/

a
5 

4 
2 

 
M

an
as

sa
s 

C
ity

 
3 

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

n/
a

 5
K

 3
K

1
 

M
an

as
sa

s 
P

ar
k 

1 
n/

a
n/

a
n/

a
n/

a
n/

a
n/

a
n/

a
- 

1 
1 
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 c
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 d
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 p
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is

 to
o 

fa
r a

w
ay

 (5
2%

),


C

ar
ry

in
g 

th
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r c
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 d
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 s
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 p
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 d
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f t
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 d
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 c
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r t
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 d
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 p
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an
sp

or
ta

tio
n 

fo
r t

he
di

sa
bl

ed
 a

nd
 s

en
io

r/c
om

m
un

ity
 v

an
s)

 w
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 p
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 p
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P
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Ty
pe

 1
 

Ty
pe

 2
 

Ty
pe

 3
 

 
 

(B
) 

(C
) 

(D
) 

(E
) 

(F
) 

(G
) 

(H
) 

(I)
 

(J
) 

(K
) 

G
oi

ng
 w

he
re
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u 
ne
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(1

39
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(2
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) 

(5
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(1
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(1
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) 
(8

9)
 

(1
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) 
(5

8)
 

(2
28

) 
(1

00
1)

 
(1
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N
et

: P
ro

bl
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  5

6%
 

  4
1%

 
   

58
%

B
   

  6
4%

BE
F 

   
51

%
B

  4
9%

 
   

60
%

B
   

57
%

B
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%
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%

I
  5
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e 
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6 B
E

 
   

41
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F 
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I
43
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 b
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  4
2%

 
 7

4%
B

C
D

EF
H

 
  4

4%
 

  3
8%

 
   

51
%

I
   

 7
4%

IJ
 

 
La

rg
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ng

 b
ei

ng
 to

o 
fa

r a
w

ay
 w

he
n 

w
al

ki
ng

 (5
8%

). 
 Y

et
 th

ey
 a

re
 th

e 
m

os
t l

ik
el

y 
to

 h
av

e 
pr

ob
le

m
s 

w
ith

 p
ub

lic
tra

ns
po

rta
tio

n.
  S

pe
ci

fic
al

ly
, t

he
y 

ar
e 

as
 o

r m
or

e 
lik

el
y 

to
 h

av
e 

pr
ob

le
m

s 
w

ith
 e

ac
h 

of
 th

e 
fo

llo
w

in
g 

th
an

 th
os

e 
in

 o
th

er
 c

om
m

un
ity

ty
pe

s:

•
D

is
ta

nc
e 

to
 b

us
 s

to
ps

 a
nd

 ra
il 

st
at

io
ns

 (7
4%

),
•

Fr
eq

ue
nc

y 
of

 s
er

vi
ce

 (5
0%

),
•

O
pe

ra
tin

g 
ho

ur
s 

(4
0%

),
•

C
os

t (
34

%
), 

an
d

•
R

id
in

g 
w

ith
 s

tra
ng

er
s 

(3
4%

). 
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Pr
of

ile
s 

–
C

om
m

un
ity

 T
yp

es
 (c

on
tin

ue
d)

O
ve

rv
ie

w
 o

f C
om

m
un

ity
 T

yp
es

 
 

Ty
pe

 1
  

(9
%

)
Ty

pe
 2

  
(8

2%
)

Ty
pe

 3
  

(8
%

)
n=

 
(2

55
) 

(1
18

0)
 

(2
01

) 

Ju
ris

di
ct

io
n 

A
rli

ng
to

n 
(4

1%
), 

Fa
lls

 C
hu

rc
h 

(5
%

), 
 

M
an

./M
an

. P
ar

k(
5%

) 
Fa

irf
ax

 C
o.

 (4
5%

) 
P

.W
. (

52
%

), 
Fa

irf
ax

 C
o.

 (3
8%

) 

C
om

m
un

ity
 T

yp
e 

- 
-  

- 

Pr
op

or
tio

n 
of

 T
rip

s 
C

ar
 (4

8%
), 

R
id

es
ha

re
 (2

2%
), 

W
al

k 
(2

2%
) 

C
ar

 (6
4%

), 
R

id
es

ha
re

 (2
5%

), 
W

al
k 

(8
%

) 
C

ar
 (6

6%
), 

R
id

es
ha

re
 (2

8%
), 

W
al

k 
(5

%
) 

U
se

d 
Fi

xe
d 

R
ou

te
 P

T-
Pa

st
 M

on
th

 
25

%
 

1 4
%

 
5%

 

U
se

d 
Sp

ec
ia

liz
ed

 T
ra

ns
it-

Pa
st

 M
on

th
 

8%
 

6 %
 

2%
 

Ai
ds

 U
se

d 
 

 
H

el
p 

in
 a

nd
 o

ut
 o

f h
om

e 
(9

%
) 

 
 

N
et

: W
he

el
ch

ai
r (

11
%

) 

Pr
ob

le
m

s 
D

riv
in

g 
 

C
os

t (
39

%
) 

 
Tr

af
fic

 c
on

ge
st

io
n 

(5
8%

) 
C

on
fid

en
ce

 (2
8%

) 
 

 
P

ar
ki

ng
 (3

0%
) 

 
 

S
ee

in
g 

si
gn

al
s/

si
gn

s/
la

ne
 m

ar
ki

ng
s 

(2
2%

) 
 

 

Pr
ob

le
m

s 
W

al
ki

ng
 

 
E

ve
ry

th
in

g 
is

 to
o 

fa
r a

w
ay

 (5
3%

) 
E

ve
ry

th
in

g 
is

 to
o 

fa
r a

w
ay

 (5
8%

) 
 

C
ar

ry
in

g 
th

in
gs

 (5
0%

) 
 

Pr
ob

le
m

s 
w

/ P
ub

lic
 T

ra
ns

po
rt

at
io

n 
B

oa
rd

in
g 

a 
ve

hi
cl

e 
(3

3%
) 

G
oi

ng
 w

he
re

 y
ou

 n
ee

d 
to

 (5
6%

) 
D

is
ta

nc
e 

to
 s

to
ps

/s
ta

tio
ns

 (7
4%

) 
 

D
is

ta
nc

e 
to

 s
to

ps
/s

ta
tio

ns
 (5

1%
) 

Fr
eq

ue
nc

y 
of

 s
er

vi
ce

 (5
0%

) 
 

C
os

t (
29

%
) 

O
pe

ra
tin

g 
ho

ur
s 

(4
0%

) 
 

B
oa

rd
in

g 
a 

ve
hi

cl
e 

(2
7%

) 
C

os
t (

34
%

) 
 

 
R

id
in

g 
w

ith
 s

tra
ng

er
s 

(3
4%

) 

Ty
pi

ca
l W

ee
kl

y 
Tr

ip
s 

(3
+ 

tim
es

) 
87

%
 

8 5
%

 
87

%
 

Ti
m

e 
in

 H
om

e 
 

20
.5

 y
ea

rs
 

2 7
.7

 y
ea

rs
 

24
.3

 y
ea

rs
 

O
ve

ra
ll 

Sa
tis

fa
ct

io
n 

w
/ G

et
tin

g 
Ar

ou
nd

 
73

%
 

7 0
%

 
69

%
 

Av
er

ag
e 

In
co

m
e 

$5
0,

00
0 

$ 5
4,

60
0 

$5
6,

70
0 

O
ve

ra
ll 

H
ea

lth
 (E

xc
el

le
nt

/V
er

y 
go

od
) 

43
%

 
4 8

%
 

47
%

 

H
D

S 
E

xc
el

le
nt

 (7
%

), 
P

oo
r (

21
%

) 
E

xc
el

le
nt

 (1
1%

), 
P

oo
r (

24
%

) 
E

xc
el

le
nt

 (1
4%

), 
P

oo
r (

21
%

) 
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1-
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00

Pr
of

ile
s 

–
H

D
S 

A
s 

a 
se

ni
or

’s
 H

D
S

 d
ec

lin
es

, t
he

y 
be

gi
n 

to
 re

po
rt 

m
or

e 
an

d 
m

or
e 

pr
ob

le
m

s 
w

ith
 tr

an
sp

or
ta

tio
n 

an
d 

th
ei

r m
ea

ns
 o

f t
ra

ns
po

rta
tio

n 
ch

an
ge

s.

Ex
ce

lle
nt

 H
D

S 
(1

0%
 o

f m
ar

ke
t)

D
riv

in
g 

th
em

se
lv

es
 is

 th
e 

pr
im

ar
y 

m
ea

ns
 o

f t
ra

ns
po

rta
tio

n 
fo

r t
ho

se
 w

ith
 a

n 
ex

ce
lle

nt
 H

D
S

 (6
9%

 o
f t

rip
s)

.  
Th

ey
 a

re
 a

ls
o 

am
on

g 
th

e 
m

os
t l

ik
el

y 
to

 u
se

 fi
xe

d 
ro

ut
e 

pu
bl

ic
 tr

an
sp

or
ta

tio
n 

(1
9%

) a
nd

, n
ot

 s
ur

pr
is

in
gl

y,
 th

e 
le

as
t l

ik
el

y 
to

 u
se

 s
pe

ci
al

iz
ed

 tr
an

si
t (

3%
). 

 T
he

y 
ar

e 
al

so
 th

e 
le

as
t l

ik
el

y 
to

 re
po

rt 
pr

ob
le

m
s 

w
ith

 d
riv

in
g,

 w
al

ki
ng

 o
r p

ub
lic

 tr
an

sp
or

ta
tio

n.
  T

he
y 

ar
e 

th
e 

m
os

t m
ob

ile
, w

ith
 9

5%
 ta

ki
ng

 th
re

e 
or

 m
or

e 
tri

ps
 p

er
 w

ee
k 

ou
t o

f t
he

ir 
ho

m
es

, a
nd

 a
re

 th
e 

m
os

t s
at

is
fie

d 
w

ith
 th

ei
r a

bi
lit

y 
to

 g
et

 a
ro

un
d 

(9
0%

 s
at

is
fie

d)
.  

In
 a

dd
iti

on
, t

he
y 

ar
e 

am
on

g 
th

e 
w

ea
lth

ie
st

, w
ith

 a
n 

av
er

ag
e 

ho
us

eh
ol

d 
in

co
m

e 
of

 o
ve

r $
60

,0
00

 p
er

 y
ea

r. 
 

G
oo

d 
H

D
S 

(3
9%

 o
f m

ar
ke

t)

Th
os

e 
w

ith
 a

 g
oo

d 
H

D
S

 a
re

 a
ls

o 
m

os
t l

ik
el

y 
to

 d
riv

e 
th

em
se

lv
es

 (6
9%

 o
f t

rip
s 

ta
ke

n)
, a

nd
 tw

o 
in

 te
n 

us
e 

fix
ed

 ro
ut

e 
pu

bl
ic

 
tra

ns
po

rta
tio

n 
(1

9%
). 

 In
 a

dd
iti

on
, o

ne
 in

 tw
en

ty
 u

se
 s

pe
ci

al
iz

ed
 tr

an
sp

or
ta

tio
n 

(5
%

). 
 H

ow
ev

er
, t

ho
se

 w
ith

 a
 g

oo
d 

H
D

S
 d

o 
ha

ve
 s

om
e 

pr
ob

le
m

s 
w

ith
 th

ei
r a

bi
lit

y 
to

 g
et

 a
ro

un
d.

  T
ho

se
 w

ith
 a

 g
oo

d 
H

D
S

 a
re

 m
or

e 
lik

el
y 

th
an

 th
os

e 
in

 b
et

te
r h

ea
lth

 to
 h

av
e 

pr
ob

le
m

s 
w

ith
 th

e 
co

st
 o

f o
pe

ra
tin

g 
an

d 
m

ai
nt

ai
ni

ng
 a

 c
ar

 (2
8%

) a
nd

 p
ar

ki
ng

 (1
4%

).
Th

os
e 

w
ith

 a
 g

oo
d 

H
D

S
 s

ta
rt 

to
 h

av
e 

pr
ob

le
m

s 
w

ith
 p

ub
lic

 
tra

ns
po

rta
tio

n 
go

in
g 

w
he

re
 th

ey
 n

ee
d 

to
 g

o 
(5

3%
), 

di
st

an
ce

 to
 b

us
 s

to
ps

 a
nd

 ra
il 

st
at

io
ns

 (4
9%

), 
fre

qu
en

cy
 o

f s
er

vi
ce

 (4
1%

), 
tra

ns
fe

rri
ng

 b
et

w
ee

n 
ro

ut
es

 (3
9%

) a
nd

 g
et

tin
g 

in
fo

rm
at

io
n 

ab
ou

t f
ar

es
, r

ou
te

s 
an

d 
sc

he
du

le
s 

(3
2%

). 
 T

he
y 

al
so

 s
ta

rt 
to

 h
av

e 
pr

ob
le

m
s

w
ith

 w
al

ki
ng

, i
n 

pa
rti

cu
la

r w
ith

 th
e 

fo
llo

w
in

g:

•
E

ve
ry

th
in

g 
be

in
g 

to
o 

fa
r a

w
ay

 (4
6%

), 
•

C
ar

ry
in

g 
th

in
gs

 (3
7%

),
•

B
ei

ng
 to

o 
ph

ys
ic

al
ly

 d
em

an
di

ng
 (2

3%
), 

•
H

av
in

g 
pl

ac
es

 to
 re

st
 (2

8%
),

•
P

er
so

na
l s

af
et

y 
(2

8%
), 

an
d

•
C

ro
ss

in
g 

in
te

rs
ec

tio
ns

 (2
5%

).

W
hi

le
 th

os
e 

w
ith

 a
 g

oo
d 

H
D

S
 tr

av
el

 a
s 

fre
qu

en
tly

 a
s 

th
os

e 
w

ith
 a

n 
ex

ce
lle

nt
 H

D
S

 (9
4%

 le
av

e 
th

ei
r h

om
es

 th
re

e 
or

 m
or

e 
tim

es
 p

er
 

w
ee

k)
, t

he
ir 

sa
tis

fa
ct

io
n 

w
ith

 th
ei

r a
bi

lit
y 

to
 g

et
 a

ro
un

d 
de

cr
ea

se
s 

(8
0%

 s
at

is
fie

d)
.
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Pr
of

ile
s 

–
H

D
S 

(c
on

tin
ue

d)

Fa
ir 

H
D

S 
(2

7%
 o

f m
ar

ke
t)

Th
os

e 
w

ith
 a

 fa
ir 

H
D

S
 d

ec
re

as
e 

th
ei

r d
riv

in
g 

(6
1%

 o
f t

rip
s)

 w
hi

le
 in

cr
ea

si
ng

 th
e 

am
ou

nt
 th

ey
 ri

de
sh

ar
e 

(2
7%

). 
 O

ne
 in

 e
ig

ht
 (1

2%
) u

se
 

fix
ed

 ro
ut

e 
pu

bl
ic

 tr
an

sp
or

ta
tio

n,
 w

hi
le

 7
%

 u
se

 s
pe

ci
al

iz
ed

 tr
an

si
t. 

 O
nc

e 
a 

se
ni

or
 re

ac
he

s 
a 

fa
ir 

H
D

S
, t

he
y 

be
co

m
e 

m
or

e 
lik

el
y 

to
 u

se
 

ai
ds

.  
In

 p
ar

tic
ul

ar
 a

 c
an

e,
 c

ru
tc

h 
or

 w
al

ke
r (

27
%

), 
a 

pe
rs

on
 to

tra
ve

l w
ith

 (1
2%

) a
nd

/o
r n

ee
d 

he
lp

 in
 a

nd
 o

ut
 o

f v
eh

ic
le

s 
(6

%
).

H
av

in
g

no
 s

id
ew

al
ks

 o
r h

av
in

g 
si

de
w

al
ks

 in
 p

oo
r c

on
di

tio
n 

be
co

m
es

 a
 p

ro
bl

em
 (5

2%
). 

 T
he

y 
al

so
 a

dd
 m

an
y 

ad
di

tio
na

l p
ro

bl
em

s 
w

ith
 th

e 
us

e
of

 p
ub

lic
 tr

an
sp

or
ta

tio
n:

•
Th

e 
tim

e 
it 

ta
ke

s 
(5

3%
),

•
G

et
tin

g 
a 

se
at

 (4
7%

),
•

R
el

ia
bi

lit
y 

(4
1%

),
•

O
pe

ra
tin

g 
ho

ur
s 

(3
7%

),
•

C
os

t (
33

%
),

•
B

oa
rd

in
g 

a 
ve

hi
cl

e 
(3

3%
), 

an
d 

•
R

id
in

g 
w

ith
 s

tra
ng

er
s 

(2
6%

). 

A
 s

ig
ni

fic
an

t p
ro

po
rti

on
 o

f t
ho

se
 w

ith
 a

 fa
ir 

H
D

S
 b

eg
in

 to
 re

po
rt 

ad
di

tio
na

l p
ro

bl
em

s 
w

ith
 d

riv
in

g,
 in

cl
ud

in
g 

dr
iv

in
g 

at
 n

ig
ht

 (6
0%

), 
tra

ffi
c 

co
ng

es
tio

n 
(5

4%
), 

co
nf

id
en

ce
 (2

4%
), 

se
ei

ng
 s

ig
na

ls
, s

ig
ns

 a
nd

 la
ne

 m
ar

ki
ng

s 
(2

1%
) a

nd
 b

ei
ng

 w
or

rie
d 

ab
ou

t g
et

tin
g 

lo
st

 (1
9%

). 
 

In
te

re
st

in
gl

y,
 th

os
e 

w
ith

 a
 fa

ir 
H

D
S

 a
re

 a
ls

o 
th

e 
m

os
t l

ik
el

y 
to

sa
y 

th
ey

 h
av

e 
pr

ob
le

m
s 

w
ith

 in
co

ns
id

er
at

e 
or

 a
gg

re
ss

iv
e 

dr
iv

er
s

(6
5%

), 
ev

en
 m

or
e 

so
 th

an
 th

os
e 

in
 p

oo
re

r h
ea

lth
.  

H
ow

ev
er

, i
t s

ho
ul

d 
be

no
te

d 
th

at
 a

s 
se

ni
or

s’
 h

ea
lth

 d
ec

lin
es

 fu
rth

er
, t

he
ir 

am
ou

nt
 o

fd
riv

in
g

fa
lls

 o
ff 

si
gn

ifi
ca

nt
ly

. O
nl

y 
tw

o-
th

ird
s 

of
 s

en
io

rs
 w

ith
 a

 fa
ir 

H
D

S
 (6

6%
) s

ay
 th

ey
 a

re
 s

at
is

fie
d 

w
ith

 h
ow

 th
ey

 g
et

 a
ro

un
d.

 

Th
os

e 
w

ith
 a

 fa
ir 

H
D

S
 a

re
 th

e 
m

os
t l

ik
el

y 
to

 li
ve

 in
 a

 T
yp

e 
1 

co
m

m
un

ity
 (1

2%
). 

 F
ew

er
 th

an
 n

in
e 

in
 te

n 
(8

6%
) g

et
 o

ut
 o

f t
he

ir 
ho

m
es

th
re

e 
or

 m
or

e 
tim

es
 e

ac
h 

w
ee

k.
  

Po
or

 H
D

S 
(2

4%
 o

f m
ar

ke
t)

D
riv

in
g 

ac
co

un
ts

 fo
r l

es
s 

th
an

 o
ne

-h
al

f o
f t

he
 tr

ip
s 

ta
ke

n 
by

 th
os

e 
w

ith
 a

 p
oo

r H
D

S
 (4

8%
), 

w
hi

le
 c

on
ve

rs
el

y,
 th

e 
pr

op
or

tio
n 

of
 th

ei
r 

tri
ps

 th
ro

ug
h 

rid
es

ha
rin

g 
in

cr
ea

se
s 

(4
0%

). 
 O

nl
y 

a 
fe

w
 u

se
 fi

xe
d

ro
ut

e 
pu

bl
ic

 tr
an

sp
or

ta
tio

n 
(4

%
), 

an
d 

7%
 u

se
 s

pe
ci

al
iz

ed
 tr

an
si

t.
Th

ey
 u

se
 m

or
e 

ai
ds

 th
an

 h
ea

lth
ie

r s
en

io
rs

, n
ow

 b
ei

ng
 th

e 
m

os
t l

ik
el

y 
to

 u
se

 w
he

el
ch

ai
rs

 (2
5%

) a
nd

 n
ee

di
ng

 h
el

p 
in

 a
nd

 o
ut

 o
f t

he
ir

ho
m

es
 (1

5%
). 

 S
ha

rin
g 

th
e 

sa
m

e 
pr

ob
le

m
s 

w
ith

 tr
an

sp
or

ta
tio

n 
as

 th
os

e 
w

ith
 a

 fa
ir 

H
D

S
, o

nl
y 

in
 g

re
at

er
 n

um
be

rs
, a

bo
ut

 o
ne
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52
%

 
2 7

%
 

H
D

S 
Ex

ce
lle

nt
 (1

2%
), 

P
oo

r (
16

%
) 

E
xc

el
le

nt
 (3

%
), 

Po
or

 (5
4%

) 
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–
Pu

bl
ic
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ra

ns
po

rt
at

io
n 

U
se

Th
e 

fo
llo

w
in

g 
is

 a
 c

om
pa

ris
on

 o
f f

ix
ed

 ro
ut

e 
pu

bl
ic

 tr
an

sp
or

ta
tio

n 
an

d 
sp

ec
ia

liz
ed

 tr
an

si
t u

se
rs

, o
f w

hi
ch

 th
ei

r m
ay

 b
e 

so
m

e 
cr

os
so

ve
r, 

ve
rs

us
 n

on
-u

se
rs

 o
f p

ub
lic

 tr
an

sp
or

ta
tio

n.
  

Fi
xe

d 
R

ou
te

 U
se

rs
 (1

3%
 o

f m
ar

ke
t)

Fi
xe

d 
ro

ut
e 

pu
bl

ic
 tr

an
sp

or
ta

tio
n 

us
er

s 
ar

e 
m

or
e 

lik
el

y 
th

an
 o

th
er

s 
to

 li
ve

 in
 T

yp
e 

1 
co

m
m

un
iti

es
 (1

8%
). 

 In
 a

dd
iti

on
 to

 fi
xe

d 
ro

ut
e,

ab
ou

t o
ne

 in
 te

n 
(1

1%
) u

se
 s

pe
ci

al
iz

ed
 tr

an
si

t. 
 H

ow
ev

er
, d

riv
in

g 
st

ill
 a

cc
ou

nt
s 

fo
r t

he
 g

re
at

es
t p

ro
po

rti
on

 o
f t

he
ir 

tri
ps

 (5
9%

). 
 T

he
y 

ar
e 

th
e 

le
as

t l
ik

el
y 

to
 u

se
 a

id
s 

an
d 

th
e 

le
as

t l
ik

el
y 

to
 re

po
rt 

pr
ob

le
m

s 
w

ith
 d

riv
in

g,
 w

al
ki

ng
 o

r p
ub

lic
 tr

an
sp

or
ta

tio
n.

  T
he

y 
ar

e 
th

e 
m

os
t 

m
ob

ile
, w

ith
 a

lm
os

t a
ll 

(9
5%

) t
ak

in
g 

th
re

e 
or

 m
or

e 
tri

ps
 e

ac
h 

w
ee

k.
  F

ix
ed

 R
ou

te
 U

se
rs

 a
re

 th
e 

ha
pp

ie
st

 w
ith

 th
ei

r a
bi

lit
y 

to
 g

et
 a

ro
un

d 
(7

8%
 s

at
is

fie
d)

.  
Th

ey
 a

re
 a

ls
o 

th
e 

he
al

th
ie

st
 (7

%
 p

oo
r H

D
S

) a
nd

w
ea

lth
ie

st
 ($

62
,1

00
 a

ve
ra

ge
 in

co
m

e)
.

Sp
ec

ia
liz

ed
 T

ra
ns

it 
U

se
rs

 (6
%

 o
f m

ar
ke

t)

W
hi

le
 m

or
e 

th
an

 fo
ur

 in
 te

n 
tri

ps
 b

y 
sp

ec
ia

liz
ed

 tr
an

si
t u

se
rs

 a
re

 ta
ke

n 
by

 d
riv

in
g 

(4
5%

), 
al

m
os

t t
w

o 
in

 te
n 

ar
e 

ta
ke

n 
ei

th
er

 b
y

se
ni

or
 o

r 
co

m
m

un
ity

 v
an

s 
(9

%
) o

r b
y 

tra
ns

po
rta

tio
n 

fo
r p

eo
pl

e 
w

ith
 d

is
ab

ili
tie

s 
(9

%
). 

 In
 a

dd
iti

on
, a

bo
ut

 o
ne

-fo
ur

th
 (2

6%
) o

cc
as

io
na

lly
 u

se
 fi

xe
d 

ro
ut

e 
pu

bl
ic

 tr
an

sp
or

ta
tio

n.
  S

pe
ci

al
iz

ed
 tr

an
si

t u
se

rs
 a

re
 th

e 
m

os
t l

ik
el

y 
to

 re
qu

ire
 a

 v
ar

ie
ty

 o
f a

id
s 

in
 o

rd
er

 to
 g

et
 a

ro
un

d.

S
pe

ci
al

iz
ed

 tr
an

si
t u

se
rs

 re
po

rt 
a 

va
rie

ty
 o

f p
ro

bl
em

s 
w

ith
 g

et
tin

g 
ar

ou
nd

.  
Tw

o-
th

ird
s 

(6
6%

) s
ay

 th
at

 th
ey

 h
av

e 
a 

pr
ob

le
m

 w
ith

 d
riv

in
g 

at
 n

ig
ht

.  
In

 a
dd

iti
on

, t
he

y 
ar

e 
th

e 
m

os
t l

ik
el

y 
to

 s
ay

 th
ey

 h
av

e 
pr

ob
le

m
s 

ca
rr

yi
ng

 th
in

gs
 w

he
n 

w
al

ki
ng

 (5
8%

), 
cr

os
si

ng
 in

te
rs

ec
tio

ns
(4

4%
) a

nd
/o

r w
ith

 th
ei

r p
er

so
na

l s
af

et
y 

w
he

n 
w

al
ki

ng
 (4

0%
). 

 A
lo

ng
 w

ith
 a

 v
ar

ie
ty

 o
f o

th
er

 p
ro

bl
em

s 
w

ith
 p

ub
lic

 tr
an

sp
or

ta
tio

n,
sp

ec
ia

liz
ed

 tr
an

si
t u

se
rs

 a
re

 th
e 

m
os

t l
ik

el
y 

to
 re

po
rt 

ha
vi

ng
 a

pr
ob

le
m

 w
ith

 th
e 

tim
e 

it 
ta

ke
s 

(7
3%

). 
 O

ve
ra

ll,
 s

pe
ci

al
iz

ed
 tr

an
si

t u
se

rs
 

ar
e 

th
e 

le
as

t s
at

is
fie

d 
w

ith
 th

ei
r a

bi
lit

y 
to

 g
et

 a
ro

un
d 

(5
1%

). 
Th

ey
 a

re
 th

e 
le

as
t h

ea
lth

y 
(2

9%
 p

oo
r H

D
S

) a
nd

 h
av

e 
th

e 
lo

w
es

t a
ve

ra
ge

 
ho

us
eh

ol
d 

in
co

m
es

 ($
47

,5
00

). 
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se
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f P
ub

lic
 T

ra
ns

po
rt

at
io

n 
(8

2%
 o

f m
ar

ke
t)

Th
os

e 
w

ho
 d

o 
no

t u
se

 a
ny

 fo
rm

 o
f p

ub
lic

 tr
an

sp
or

ta
tio

n 
ar

e 
th

e 
m

os
t l

ik
el

y 
gr

ou
p 

to
 li

ve
 in

 T
yp

e 
3 

co
m

m
un

iti
es

 (9
%

). 
 D

riv
in

g 
ac

co
un

ts
 fo

r t
he

 m
aj

or
ity

 o
f t

he
ir 

tri
ps

 (6
5%

), 
w

hi
le

 ri
de

sh
ar

in
g 

ac
co

un
ts

 fo
r a

no
th

er
 2

6%
.  

Th
ey

 u
se

 a
id

s 
al

m
os

t a
s 

fre
qu

en
tly

 a
s 

do
 

sp
ec

ia
liz

ed
 tr

an
si

t u
se

rs
.  

W
hi

le
 n

ot
 a

s 
fre

qu
en

tly
, n

on
-u

se
rs

 a
ls

o 
re

po
rt 

pr
ob

le
m

s 
w

ith
 d

riv
in

g 
at

 n
ig

ht
 (5

6%
). 

 T
he

y 
ar

e 
th

e 
m

os
t l

ik
el

y 
to

 re
po

rt 
fin

di
ng

 w
al

ki
ng

 to
 b

e 
to

o 
ph

ys
ic

al
ly

 d
em

an
di

ng
 (4

6%
). 

N
on

-u
se

rs
 a

ls
o 

re
po

rt 
th

e 
gr

ea
te

st
 n

um
be

r o
f p

ro
bl

em
s 

w
ith

 p
ub

lic
tra

ns
po

rta
tio

n,
 a

m
on

g 
w

hi
ch

 th
ey

 a
re

 th
e 

m
os

t l
ik

el
y 

to
 h

av
e 

sa
id

 e
ac

h 
of

 th
e 

fo
llo

w
in

g 
ar

e 
pr

ob
le

m
s:

•
R

el
ia

bi
lit

y 
(3

9%
); 

•
G

et
tin

g 
in

fo
rm

at
io

n 
ab

ou
t f

ar
es

, r
ou

te
s 

an
d 

sc
he

du
le

s 
(3

8%
); 

•
O

pe
ra

tin
g 

ho
ur

s 
(3

4%
);

•
R

id
in

g 
w

ith
 s

tra
ng

er
s 

(2
6%

). 

O
ve

ra
ll,

 s
ev

en
 in

 te
n 

(7
0%

) a
re

 s
at

is
fie

d 
w

ith
 h

ow
 th

ey
 g

et
 a

ro
un

d.
  N

on
-u

se
rs

 o
f p

ub
lic

 tr
an

sp
or

ta
tio

n 
te

nd
 to

 b
e 

th
e 

le
as

t m
ob

ile
, w

ith
84

%
 g

et
tin

g 
ou

t o
f t

he
ir 

ho
m

es
 th

re
e 

or
 m

or
e 

tim
es

 a
 w

ee
k.

  T
he

ir 
he

al
th

 s
ta

tu
s 

is
 s

im
ila

r t
o 

th
at

 o
f s

pe
ci

al
iz

ed
 tr

an
si

t u
se

rs
,w

ith
 

ab
ou

t o
ne

-fo
ur

th
 (2

6%
) h

av
in

g 
a 

po
or

 H
D

S
.  
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Fi

xe
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R
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te
  

(1
3%

) 
Sp

ec
ia

liz
ed

 T
ra

ns
it 

 
(6

%
) 

N
ei

th
er

 
 (8

2%
) 

n=
 

(2
34

) 
( 1

02
) 

(1
32

5)
 

Ju
ris

di
ct

io
n 

Fa
irf

ax
 C

o.
 (5

0%
), 

A
rli

ng
to

n 
(2

2%
) 

Fa
irf

ax
 C

o.
 (3

6%
), 

A
rl.

 (2
2%

), 
P

.W
. (

19
%

), 
Lo

ud
ou

n 
(1

3%
) 

Fa
irf

ax
 C

o.
 (5

6%
), 

P.
W

. (
16

%
), 

C
ity

 o
f F

ai
rfa

x 
(4

%
) 

C
om

m
un

ity
 T

yp
e 

Ty
pe

 1
 (1

8%
), 

Ty
pe

 2
 (7

9%
) 

T y
pe

 2
 (8

3%
) 

Ty
pe

 2
 (8

3%
), 

Ty
pe

 3
 (9

%
) 

Pr
op

or
tio

n 
of

 T
rip

s 
C

ar
 (5

9%
), 

R
id

es
ha

re
 (1

8%
), 

W
al

k 
(1

3%
), 

M
et

ro
ra

il/
V

R
E

 (5
%

) 
C

ar
 (4

5%
), 

R
id

es
ha

re
 (2

4%
), 

W
al

k 
(1

3%
), 

S
en

io
r/C

om
m

un
ity

 v
an

 (9
%

), 
 

Tr
an

s.
 F

or
 D

is
ab

le
d 

(9
%

), 
Ta

xi
 (4

%
) 

C
ar

 (6
5%

), 
R

id
es

ha
re

 (2
6%

), 
W

al
k 

(7
%

) 

U
se

d 
Fi

xe
d 

R
ou

te
 P

T-
Pa

st
 M

on
th

 
10

0%
 

2 6
%

 
0%

 

U
se

d 
Sp

ec
ia

liz
ed

 T
ra

ns
it-

Pa
st

 M
on

th
 

11
%

 
1 0

0%
 

0%
 

Ai
ds

 U
se

d 
 

C
an

e,
 c

ru
tc

h 
or

 w
al

ke
r (

31
%

) 
C

an
e,

 c
ru

tc
h 

or
 w

al
ke

r (
27

%
) 

 
P

er
so

n 
to

 tr
av

el
 w

ith
 (1

8%
) 

P
er

so
n 

to
 tr

av
el

 w
ith

 (1
5%

) 
 

H
el

p 
in

 a
nd

 o
ut

 o
f v

eh
ic

le
s 

(1
0%

) 
H

el
p 

in
 a

nd
 o

ut
 o

f v
eh

ic
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s 
(8

%
) 

 
N

et
: W

he
el

ch
ai

r (
8%

) 
N

et
: W

he
el

ch
ai

r (
9%

) 
 

H
el

p 
in

 a
nd

 o
ut

 o
f h

om
e 

(6
%

) 
H

el
p 

in
 a

nd
 o

ut
 o

f h
om

e 
(5

%
) 

Pr
ob

le
m

s 
D

riv
in

g 
 

D
riv

in
g 

at
 n

ig
ht

 (6
6%

) 
D

riv
in

g 
at

 n
ig

ht
 (5

6%
) 

Pr
ob

le
m

s 
W

al
ki

ng
 

 
E

ve
ry

th
in

g 
is

 to
o 

fa
r a

w
ay

 (5
6%

) 
E

ve
ry

th
in

g 
is

 to
o 

fa
r a

w
ay

 (5
4%

) 
 

C
ar

ry
in

g 
th

in
gs

 (5
8%

) 
C

ar
ry

in
g 

th
in

gs
 (4

9%
) 

 
To

o 
ph

ys
ic

al
ly

 d
em

an
di

ng
 (3

8%
) 

To
o 

ph
ys

ic
al

ly
 d

em
an

di
ng

 (4
6%

) 
 

P
la

ce
s 

to
 re

st
 (4

5%
) 

P
la

ce
s 

to
 re

st
 (4

2%
) 

 
C

ro
ss

in
g 

in
te

rs
ec

tio
ns

 (4
4%

) 
C

ro
ss

in
g 

in
te

rs
ec

tio
ns

 (3
5%

) 
 

S
af

et
y 

(4
0%

) 
 

Pr
ob

le
m

s 
w

/ P
ub

lic
 T

ra
ns

po
rt

at
io

n 
 

D
is

ta
nc

e 
to

 s
to

ps
/s

ta
tio

ns
 (5

4%
) 

D
is

ta
nc

e 
to

 s
to

ps
/s

ta
tio

ns
 (5

6%
) 

 
G

oi
ng

 w
he

re
 y

ou
 n

ee
d 

to
 (6

4%
) 

G
oi

ng
 w

he
re

 y
ou

 n
ee

d 
to

 (5
8%

) 
 

Tr
an

sf
er

rin
g 

(5
2%

) 
Tr

an
sf

er
rin

g 
(5

2%
) 

 
Ti

m
e 

it 
ta

ke
s 

(7
3%

) 
Ti

m
e 

it 
ta

ke
s 

(5
2%

) 
 

G
et

tin
g 

a 
se

at
 (4

5%
) 

G
et

tin
g 

a 
se

at
 (4

5%
) 

 
Fr

eq
ue

nc
y 

(5
2%

) 
Fr

eq
ue

nc
y 

(4
7%

) 
 

B
oa

rd
in

g 
a 

ve
hi

cl
e 

(3
8%

) 
G

et
tin

g 
in

fo
rm

at
io

n 
(3

8%
) 

 
C

os
t (

35
%

) 
R

el
ia

bi
lit

y 
(3

9%
) 

 
R

id
in

g 
w

ith
 s

tra
ng

er
s 

(2
8%

) 
O

pe
ra

tin
g 

ho
ur

s 
(3

4%
) 

 
 

B
oa

rd
in

g 
a 

ve
hi

cl
e 

(2
9%

) 
 

 
C

os
t (

31
%

) 
 

 
R

id
in

g 
w

ith
 s

tra
ng

er
s 

(2
6%

) 
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d 
R

ou
te

 (1
3%

) 
Sp

ec
ia

liz
ed

 T
ra

ns
it 

(6
%

) 
N

ei
th

er
 (8

2%
) 

Ty
pi

ca
l W

ee
kl

y 
Tr

ip
s 

(3
+ 

tim
es

) 
95

%
 

8 8
%

 
84

%
 

Ti
m

e 
in

 H
om

e 
 

26
.6

 y
ea

rs
 

19
.2

 y
ea

rs
 

28
.4

 y
ea

rs
 

O
ve

ra
ll 

Sa
tis

fa
ct

io
n 

w
/ G

et
tin

g 
Ar

ou
nd

 
78

%
 

5 1
%

 
70

%
 

Av
er

ag
e 

In
co

m
e 

$6
2,

10
0 

$ 4
7,

50
0 

$5
3,

50
0 

O
ve

ra
ll 

H
ea

lth
 (E

xc
el

le
nt

/V
er

y 
go

od
) 

61
%

 
3 8

%
 

45
%

 

H
D

S 
E

xc
el

le
nt

 (1
5%

), 
P

oo
r (

7%
) 

E
xc

el
le

nt
 (6

%
), 

P
oo

r (
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%
) 

E
xc

el
le

nt
 (1

0%
), 

P
oo

r (
26

%
) 
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rt

at
io

n

Th
e 

fo
llo

w
in

g 
is

 a
 c

om
pa

ris
on

 o
f f

ix
ed

 ro
ut

e 
pu

bl
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 m
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r t
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 p
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REVISED: 5/10/05
WB&A Market Research 
Job #05-532A 
February 2005 

Meeting the Transportation Needs of Northern Virginia’s Seniors 

QUOTAS (based on sample) 

Jurisdiction 
Completed 
Interviews 

Arlington County 210 
Fairfax County 945 
Loudoun County 150 
City of Alexandria 150 
City of Falls Church 15 
City of Fairfax 30 
Prince William 100 
Manassas City 20 
Manassas Park 10 
Total 1,630

INTRODUCTION AND SCREENER

ASK EVERYONE: 
S1. Hello, my name is   , from WB&A, a local research firm.  We are calling people 

today/this evening to learn more about the transportation needs of seniors in your area.  This is part 
of a very important study.  Is there anyone in your household who is 75 years of age or older who I 
can speak to? (IF NECESSARY, READ: “We are conducting this research study on behalf of 
NVTC, a regional transportation agency that is working with Area Agencies on Aging.  NVTC is the 
Northern Virginia Transportation Commission.  All responses are kept strictly confidential.  Your 
responses will be included with those from other people and reported in aggregate.  You will never 
be identified as a respondent.”  IF SPEAKING TO A CAREGIVER/CARE ATTENDANT, 
READ:  “When answering the questions in this survey, please answer them on behalf of the person 
in your household who is 75 years of age or older.”  CLARIFY ‘NO’ RESPONSES.)

 01 Yes      SKIP TO S3 
 02 No      THANK & TERMINATE
 03 Person cannot speak due to physical/  CONTINUE 

other condition 
 04 Person unavailable    SCHEDULE CALLBACK

IF PERSON CANNOT SPEAK [S1 (03)], ASK: 
S2. May I speak to their personal caregiver, care attendant or someone who can answer questions 

regarding that person’s transportation needs? 

 01 Yes    CONTINUE, REINTRODUCE
 02 No    TERMINATE, CODE AS ‘REFUSAL’

03 Person unavailable  RECORD PERSON’S NAME, SCHEDULE 
CALLBACK

ASK EVERYONE: 
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S3. In which county or jurisdiction do you live? 

01 Arlington County 
02 Fairfax County 
03 Loudoun County 
04 City of Alexandria    
05 City of Falls Church   CONTINUE
06 City of Fairfax 
07 Prince William 
08 City of Manassas 
09 City of Manassas Park 

95 Other    THANK & TERMINATE
98 Refused  THANK & TERMINATE
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S4. Type of community (RECORD FROM SAMPLE, DO NOT ASK): 

 01 Walkable/Mixed-use 
 02 Primarily suburban  QUOTAS TO BE DETERMINED
 03 Primarily rural 

MAIN QUESTIONNAIRE

Q1. DELETED 

Q2. When was the last time you [INSERT MODE]?  Would you say it was within the past month, within 
the past year, within the past two years, more than two years ago, or have you never used this 
service?  (READ MODES.)

MODES 
Past

month 
Past
year 

Past 2 
years 

>2
years Never Rfsd DK 

a. Drove a car or other vehicle 01 02 03 04 96 98 99 
b. Rode in car or other vehicle driven 

by someone else 01 02 03 04 96 98 99 

c. Used Metrorail or VRE (Virginia 
Railway Express) 01 02 03 04 96 98 99 

d. Used public bus service 01 02 03 04 96 98 99 
e. Walked to get to a destination 01 02 03 04 96 98 99 
f. Used transportation provided to 

people with disabilities who cannot 
use or get to public transportation 

01 02 03 04 96 98 99 

g. Used a senior or community van, 
such as dial-a-ride, not 
transportation for persons with 
disabilities

01 02 03 04 96 98 99 

h. Took a taxi 01 02 03 04 96 98 99 
i. Rode a bike 01 02 03 04 96 98 99 
k. Insert other means 01 02 03 04 96 98 99 

FOR EACH MODE USED IN PAST MONTH [Q2 (01)], ASK: 
Q3. During the past seven days, how many trips did you take using each of the following means of 
 transportation?  (READ LIST.  USE ‘98’ FOR REFUSED AND ‘99’ FOR DON’T KNOW.)

# of Trips 
a. A car or other vehicle you drove yourself 
b. Rode in car or other vehicle driven by someone else 
c. Metrorail or VRE (Virginia Railway Express) 
d. Public bus service 
e. Walking to get to a destination  
f. Transportation provided to people with disabilities who cannot use 

or get to public transportation 
g. A senior or community van, such as dial-a-ride, not transportation 

for persons with disabilities 
h. A taxi 
i. A bike 
k. Insert other means 

TOTAL
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IF DRIVEN BY SOMEONE ELSE IN PAST SEVEN DAYS [Q3B (01-95)], ASK: 
Q4. When you took a trip in the past seven days in a car or other vehicle driven by someone else, what 
 was that person’s relationship to you?  Were they your…?  (READ LIST.  ACCEPT ALL THAT 
 APPLY.)

 01 Spouse or significant other, 
 02 Child, 
 03 Another relative, 
 04 Friend,     CONTINUE
 05 Neighbor,   
 06 A volunteer,  
 95 Or someone else (specify) 

 98 DO NOT READ:  Refused  SKIP TO Q5D

IF MORE THAN ONE ANSWER GIVEN IN Q4, ASK: 
Q5. Which of these people drove you most often in the past seven days?  (IF A TIE, PROBE: “Which 

one of these people typically drives you most often?”  LIST ANSWERS GIVEN IN Q4.  READ 
LIST IF NECESSARY.  ACCEPT ONE RESPONSE ONLY.)

 01 Spouse or partner, 
 02 Child, 
 03 Another relative,  CONTINUE
 04 Friend, 
 05 Neighbor,   

 06 A volunteer,  
 95 Other responses
 98 DO NOT READ:  Refused   SKIP TO Q5D
 99 DO NOT READ:  Don’t know 

THOSE WHO RECEIVED RIDE MOST OFTEN FROM FAMILY MEMBER, FRIEND OR 
NEIGHBOR [{Q4 (01-05) AND NOT Q5 (01-99)} OR Q5 (01-05)], ASK: 
Q5A. What is the age of the person who drove you most often in the past seven days?  (READ LIST.

STOP WHEN RESPONDENT SAYS ‘YES.’)

01 16 to 34 years old, 
 02 35 to 54 years old, 
 03 55 to 64 years old, 
 04 65 to 74 years old, or  
 05 75 years or older 
 98 DO NOT READ:  Refused   
 99 DO NOT READ:  Don’t know 

Q5B. Is this person male or female? 

 01 Male 
 02 Female 
 98 Refused 
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THOSE WHO RECEIVED RIDE MOST OFTEN FROM FAMILY MEMBER OR FRIEND 
[[{NOT Q4 (05-98) AND NOT Q5 (98-99)} OR Q5 (01-04)],  ASK: 
Q5C. Does this person live with you? 

 01 Yes 
 02 No 
 98 Refused 
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ASK EVERYONE: 
Q5D. At any point before you were 65 years old were you a regular user of public transportation? 

 01 Yes 
 02 No 
 98 Refused 
 99 Don’t know 

Q6. Do you currently have a valid driver’s license? 

 01 Yes   CONTINUE
 02 No   SKIP TO Q8
 98 Refused  SKIP TO Q10

THOSE WHO CURRENTLY HAVE A DRIVER’S LICENSE BUT HAVE NOT DRIVEN IN THE 
PAST SEVEN DAYS [{Q2A (02-96) OR Q3A (00)} AND Q6 (01)], ASK: 
Q7. Why did you choose not to drive yourself in the past seven days?  (PROBE & CLARIFY.)

THOSE WHO DO NOT CURRENTLY HAVE A DRIVER’S LICENSE [Q6 (02)], ASK: 
Q8. For what reason do you currently not have a driver’s license?  (PROBE & CLARIFY.) 

Q9. DELETED 

ASK EVERYONE: 
D7. Do you use or need any of the following? (READ LIST.)

Yes No Refused 
Don’t
know 

a. A cane, crutch or walker 01 02 98 99 
b. An electric wheelchair or scooter 01 02 98 99 
c. A non-electric wheelchair 01 02 98 99 
d. A person to travel with you 01 02 98 99 
e. A person to help you get in and out 

of your home 01 02 98 99 

f. A person to help you get in and out 
of vehicles 01 02 98 99 

Q10. I’m going to read to you a list of some difficulties people have when driving.  Whether or not 
 you are currently driving, please tell me whether you would consider each of these a large 
 problem, a small problem or no problem at all for you?  (READ  LIST.   RANDOMIZE)

Large
problem

Small
problem

No
problem Refused

Don’t
know 

a. The cost of operating and 
maintaining a car 03 02 01 98 99 

b. Dealing with traffic 
congestion 03 02 01 98 99 

c. Being worried about getting 
lost 03 02 01 98 99 

d. Inconsiderate or aggressive 03 02 01 98 99 
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drivers 
e. Being able to see signals, 

signs and lane markings 03 02 01 98 99 

f. Parking 03 02 01 98 99 
g. Feeling confident about 

driving 03 02 01 98 99 

h. Driving at night 03 02 01 98 99 
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THOSE WHO DO NOT USE A WHEELCHAIR [D7B (02-99) AND D7C (02-99)], ASK: 
Q11. Thinking about walking to get to a destination, please tell me whether you would consider each 
 of these a large  problem, a small problem or no problem at all for you?  (READ  LIST.  
 RANDOMIZE.)

Large
problem

Small
problem

No
problem Refused

Don’t
know 

a. Walking is too physically 
demanding 03 02 01 98 99 

b. Carrying things on your 
return trip 03 02 01 98 99 

c. Having places to rest 03 02 01 98 99 
d. No sidewalks or sidewalks 

are in poor condition 03 02 01 98 99 

e. Crossing intersections  03 02 01 98 99 
f. Everything is too far away 03 02 01 98 99 
g. Personal safety 03 02 01 98 99 

ASK EVERYONE: 
Q12. What do you think are the greatest transportation challenges for seniors in this area?  (PROBE
 & CLARIFY.)

THOSE WHO HAVE USED A TAXI IN THE PAST MONTH [Q2H (01)], ASK: 
Q13. Thinking about taking a taxi, please tell me whether you would consider each of these a large 
 problem, a small problem or no problem at all for you?  (READ  LIST.   RANDOMIZE.)

Large
problem

Small
problem

No
problem Refused 

Don’t
know 

a. Cost 03 02 01 98 99 
b. Taxis being late 03 02 01 98 99 
c. Being able to communicate 

with drivers 03 02 01 98 99 

d. Personal safety 03 02 01 98 99 
e. Taxis not showing up 03 02 01 98 99 
f. Difficulty scheduling a taxi 

when you wish to travel 03 02 01 98 99 

THOSE WHO HAVE A PROBLEM WITH THE COST OF TAXIS [Q13A (02-03)], ASK: 
Q14. What (do you/would you have to) typically pay for a round-trip by taxi?  (DO NOT ACCEPT 

RANGES.  USE 99.98 FOR REFUSED AND 99.99 FOR DON’T KNOW.  READ FIRST 
STATEMENT IF USED TAXI IN PAST YEAR [Q2H (01-02)], OTHERWISE READ 
SECOND STATEMENT.)

$    .    
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ASK EVERYONE.  READ FIRST STATEMENT IF THEY HAVE USED PUBLIC 
TRANSPORTATION [Q2C,D,F OR G (01)], OTHERWISE READ SECOND STATEMENT: 
Q15. (Thinking about public transportation, please tell me whether you would consider each of these 
 a large problem, a small problem or no problem at all for you?/Even though you do not 
 currently use public transportation, if you were to use public transportation would you consider 
 each of these a large problem, a small problem or no problem at all for you?)  (READ LIST.  
 RANDOMIZE.)

Large
problem

Small
problem

No
problem Refused 

Don’t
know 

a. Distance to bus stops or rail 
stations 03 02 01 98 99 

b. Boarding a vehicle 03 02 01 98 99 
c. Being able to get a seat 03 02 01 98 99 
d. Getting information about 

fares, routes and schedules 03 02 01 98 99 

e. Riding with strangers 03 02 01 98 99 
f. The time it takes to use public 

transportation 03 02 01 98 99 

g. Cost 03 02 01 98 99 
h. Transferring between routes 03 02 01 98 99 
i. Public transportation going 

where you need to go 03 02 01 98 99 

j. Reliability 03 02 01 98 99 
k. Frequency of service 03 02 01 98 99 
l. Operating hours of public 

transportation 03 02 01 98 99 

THOSE WHO HAVE A PROBLEM WITH THE COST OF PUBLIC TRANSPORTATION 
[Q15G (02-03)], ASK: 
Q16. What (do you/would you have to) typically pay for a round-trip by public transportation?  (DO 

NOT ACCEPT RANGES.  USE 99.98 FOR REFUSED AND 99.99 FOR DON’T KNOW.  
READ FIRST STATEMENT IF USED PUBLIC TRANSPORTATION IN PAST YEAR 
[Q2C,D,F OR G (01-02)], OTHERWISE READ SECOND STATEMENT.)

$    .    

Q17-Q20.  DELETED 

ASK EVERYONE: 
Q21. How many times did you go out yesterday?  By going out, I mean leaving your house and yard, 
 or apartment to go someplace else.  (READ LIST.)

 01 None, 
 02 Once, 
 03 Twice, or 
 04 Three or more times 
 98 DO NOT READ:  Refused 
 99 DO NOT READ:  Don’t know 
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Q22. How often would you say you go out in a typical week? (READ LIST.)

 01 Not at all, 
 02 One or two times, 
 03 Three to five times, or 
 04 More than five times 
 98 DO NOT READ:  Refused 
 99 DO NOT READ:  Don’t know 
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Q23. Next I am going to ask about some different places you might go.  For every destination, please 
 tell me how often transportation problems interfere with your ability to go to each kind of place.  
 If you don’t ever go to a place mentioned, just tell me you don’t go there.  Would you say that 
 transportation problems often, sometimes or never interfere with your going…?  (READ  LIST.  
 RANDOMIZE.  *ALWAYS ASK ITEM I LAST.)

Often Sometimes Never 
Don’t go 

there Refused
Don’t
know 

a. To your doctor or other 
health care provider 03 02 01 96 98 99 

b. To visit your family 03 02 01 96 98 99 
c. To visit friends 03 02 01 96 98 99 
d. To your place of worship 03 02 01 96 98 99 
e. To the grocery or drug store 03 02 01 96 98 99 
f. Shopping for clothes or 

household items 03 02 01 96 98 99 

g. To entertainment or other 
outings, such as going out 
to eat or to the movies 

03 02 01 96 98 99 

h. To volunteer activities 03 02 01 96 98 99 
i. Just to get out and about* 03 02 01 96 98 99 

Q24. Overall, how satisfied are you with how you get around when you want or need to go 
someplace?  Using a scale from 0 to 10, where 0 means you are completely dissatisfied, 5 means 
you are neither satisfied or dissatisfied, and 10 means completely satisfied, how satisfied are you 
with how you get around?   

Completely 
satisfied 

   Completely 
dissatisfied Rfsd DK 

10 09 08 07 06 05 04 03 02 01 00 98 99 

Q25. DELETED 

Q26. Do you currently live within one-quarter mile (about three city blocks) of…?  (READ LIST.)

Yes No Refused 
Don’t
know 

a. A food store 01 02 98 99 
b. A drug store 01 02 98 99 
c. Your doctor’s office or 

other health care provider 01 02 98 99 

d. A public bus or rail stop 01 02 98 99 

Q27. Including yourself, how many people in total live in your household? (ENTER AS 2-DIGIT 
NUMBER.  USE ‘98’ FOR REFUSED AND ‘99’ FOR DON’T KNOW.) 

 _________ people 

Q28. DELETED 

THOSE WITH SOMEONE ELSE LIVING IN THEIR HOUSEHOLD [Q27 (02-95)], ASK: 
Q29. Other than yourself, how many of the people living in your household regularly drive a car or other 

vehicle? (ANSWER SHOULD BE <Q27.  ENTER 2-DIGIT NUMBER.  USE ‘00’ FOR NO 
ONE ELSE, ‘98’ FOR REFUSED AND ‘99’ FOR DON’T KNOW.) 
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 _________ people

ASK EVERYONE: 
Q30. Which of the following best describes your current living status?  Do you…?  (READ LIST.  

ACCEPT ONE RESPONSE ONLY.)

 01 Own your own home or condominium;        
 02 Rent a home or apartment; 
 03 Live with another family member; 
 04 Live in an assisted living facility, group home or other  
  senior care facility;      
 95 Or something else? (specify)

 98 DO NOT READ:  Refused 
 99 DO NOT READ:  Don’t know 

Q31. How long have you lived in your current residence?  (ENTER 3-DIGIT NUMBER.  USE ‘000’ 
 FOR LESS THAN ONE YEAR, ‘998’ FOR REFUSED AND ‘999’ FOR DON’T KNOW.) 

 years 

DEMOGRAPHICS

READ TO EVERYONE:  These final few questions are for classification purposes only and will be kept 
strictly confidential. 
D1. Gender (ASK IF NECESSARY):

 01 Male 
 02 Female 

D2. Are you of Hispanic or Latino origin? 

 01 Yes 
 02 No 
 98 Refused 

D3. Do you consider yourself to be…?  (READ LIST.  ACCEPT ONE RESPONSE ONLY.) 

 01 White, 
 02 Black/African-American, 
 03 American Indian or Alaskan Native, 
 04 Asian,  
 05 Native Hawaiian or Other Pacific Islander, 
 95 Or of some other racial background 
 98 DO NOT READ:  Refused 
 99 DO NOT READ:  Don’t know 

D4. What is the highest level of education you have completed…?  (READ LIST.)

 01 Less than a high school diploma,  
 02 High school graduate, 
 03 Technical or vocational school, 
 04 Some college or 2-year degree, 
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 05 4-year college degree, or 
 06 Post graduate studies 
 98 DO NOT READ:  Refused 

D5. In what year were you born?  (ENTER 4-DIGIT NUMBER. USE ‘9998’ FOR REFUSED AND 
‘9999’ FOR DON’T KNOW.) 

 _________ 

D6. Please stop me when I reach your total personal annual income?  Please include income received 
from Social Security, pensions, annuities and investments when thinking of your personal annual 
income.  Is it…? (READ LIST.)

 01 Less than $30,000,  
 02 $30,000 to less than $50,000, 
 03 $50,000 to less than $75,000, or 
 04 $75,000 or more 
 98 DO NOT READ:  Refused 
 99 DO NOT READ:  Don’t know 

D7. MOVED TO BEFORE Q10 

D8. How would you rate your overall health now?  (READ LIST.)

05  Excellent, 
04  Very good, 
03  Good, 
02  Fair, or 
01  Poor 
98  DO NOT READ:  Refused 
99  DO NOT READ:  Don’t know 

D9. Do you have difficulty with any of the following?  (READ LIST.  IF D7A-C (01), DO NOT ASK 
 D9D OR E.  RANDOMIZE.)

Yes No Refused 
Don’t
know 

a. Seeing the words and letters in an 
ordinary newspaper even when 
wearing glasses 

01 02 98 99 

b. Hearing what is said in a normal 
conversation even when using a 
hearing aid if you use one 

01 02 98 99 

c. Lifting or carrying something as 
heavy as 10-pounds, like a bag full 
of groceries 

01 02 98 99 

d. Climbing a flight of stairs without 
resting 01 02 98 99 

e. Walking one-quarter mile, or 
about three city blocks, without 
assistance  

01 02 98 99 

D10. What is your home zip code?  (USE ‘99998’ FOR REFUSED.)
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D11. Can we contact you in the future to get your opinion on other senior transportation issues?   

 01 Yes 
 02 No/Don’t know 

IF ZIP CODE IN D10 DOES NOT MATCH ZIP CODE IN SAMPLE, ASK: 
D12. What is the name of the street you currently live on…?  (IF INCORRECT, RECORD NEW 

INFORMATION.) 

 Street:    

READ TO EVERYONE: 
Those are all the questions I have.  Thank you very much for your cooperation.  For quality control purposes, 
you may receive a follow up phone call from my supervisor to verify that I have completed this interview.  
Can I please get your name or initials so they know who to ask for if they call back? 

RECORD NAME AND CONFIRM PHONE NUMBER FOR SUPERVISOR VERIFICATION.



Appendix 3 QUALITATIVE ANALYSIS 
Summary of Focus Groups with Seniors and 

Brokers Focus Group 
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Background and Objectives 

According to the Transportation Equity Act of the 21st Century, the number of older Americans is expected 
to double over the next 25 years.  Many of these elderly individuals will face mobility issues as time goes by 
creating a large demand on appropriate transportation options.  The Northern Virginia Transportation 
Commission (NVTC) recognizes that, in the near future, public transportation must shift to meet the needs of 
this growing group of people.  But, where is this shift headed and exactly what are the needs of seniors, 
specifically those 75 years and older?  How mobile are they?  How often do they use public transportation?  
If not often, why not?  By 2025, more than 18% of Virginia’s residents will be of retirement age.  In seeking 
to be proactive regarding senior mobility, NVTC commissioned WB&A Market Research to conduct 
quantitative and qualitative research among seniors in Northern Virginia in order to impact planning and 
strategic policy development with the results of commissioned market research.  The overall objectives of 
this research were as follows: 

• Determine travel needs and differences among seniors 75+; 

• Determine transportation services available and utilization rates; 

• Determine attitudes towards public transportation options; 

• Ascertain the factors that would make public transportation more convenient to seniors; 

• Collect information on the connection between land use and senior travel patterns; 

• Collect feedback about isolation issues facing this population in particular.  

What follows is a summary of the results from the qualitative phase of this research.  
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Methodology 

Focus Groups 

A total of four focus groups were conducted among seniors living in the following Northern Virginia 
jurisdictions: the counties of Arlington, Fairfax and Loudoun, and the cities of Alexandria, Fairfax, and Falls 
Church.  These focus groups were conducted on July 18, 20 and 21, 2005.  The following table illustrates the 
schedule and make-up of each focus group:

Location Participant Type Date Time 
# of 

Participants
Alexandria, VA Mix of Drivers and Non-Drivers 7/18 11:00 AM 10 

Fairfax, VA Primarily Non-Drivers 7/20 10:30 AM 8 
Fairfax, VA Primarily Drivers 7/20 12:30 PM 12 

Fairfax VA Mix of Drivers and Non-Drivers (from 
Loudoun County) 7/21 11:00 AM 11 

   Total 41 

All participants were recruited on the telephone by professional WB&A interviewers from WB&A’s central 
telephone facility located in Crofton, Maryland.  Respondents were recruited from a list of those who 
participated in the quantitative phase of this research and at that time said they would be interested in taking 
part in future research.   

In order to qualify, participants had to meet the following criteria: 

 Recall how many trips they had taken in the previous seven days, 

 Do not work in market research, advertising, public relations or for a car rental company, airline or 
airport, and 

 Have not attended another focus group in the past six months.  

Because all participants had participated in the previous phase of research, it had already been determined 
that each was at least 75 years old.  In addition, in order to ensure that the research was conducted among 
diverse and often underrepresented portions of the population, an emphasis was put on recruiting participants 
who had household incomes of less than $30,000 per year and/or who were ethnic minorities.  Preference 
was also given to those who reported using other forms of transportation besides driving oneself.

Respondents were mailed a travel diary approximately one week prior to the groups.  They were asked to fill 
out this diary during that week, detailing the trips they had taken, and to bring the completed diary with them 
to the group.  The primary purpose of the diary was to get the participants thinking about their personal 
transportation.

All groups were moderated by Steve Markenson, President of WB&A and a professional focus group 
moderator.  All focus groups were held in focus group facilities that allowed the clients to view the 
proceedings.  The discussions lasted approximately 2 hours each, and the participants were paid $60 each as 
an incentive for participation.  Because of the nature of this research, some respondents were unable to 
provide their own transportation to the groups.  Respondents who were unable to find their own means of 
transportation were offered transportation, free of charge.  This service was provided by the Loudoun County 
Department of Social Services, Alexandria DOT Paratransit Service and FASTRAN. If respondents were still 
unable or unwilling to attend, they were invited to participate in a different qualitative phase of this research 
– in-depth telephone interviews.   
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Methodology (continued)

In-Depth Interviews 

Those who were invited to the focus groups but who were unable or unwilling to attend were then asked to 
participate in an in-depth telephone interview.  WB&A conducted 23 in-depth telephone interviews among 
seniors age 75 and older, or with the caregivers of those who could not themselves participate (i.e., they had 
physical/cognitive limitations too great to allow them to take part in a telephone interview). 

Interviewing was conducted from July 18 through July 23, 2005 by professional WB&A Market Research 
interviewers calling from WB&A’s central telephone facility located in Crofton, Maryland.  Interviews 
averaged about 30 minutes in length.   

Prior to the interviews, participants were mailed four travel concepts (see Appendix) and asked to read them 
in preparation for the interview.  In addition, participants who completed the interview were given $25 as an 
incentive for participation.   
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Methodology (continued)

The table below illustrates focus group and in-depth telephone interview participants’ characteristics.

Profile of Participants 
Group

Total
Arlington/ 
Alexandria Fairfax Area 

Loudoun 
County In-Depths 

n= (64) (10) (20) (11) (23) 
      
Means of Transportation      
Driven by other 43 7 16 5 15 
Drive car 31 7 13 7 4 
Walk 22 6 6 3 7 
Fixed route 9 4 2 2 1 
Specialized transit 6 2 1 1 2 
      
Community Type      
Type 1 (urban/town walkable, mixed-use) 21 7 5 4 5 
Type 2 (suburban) 46 3 12 6 15 
Type 3 (rural/exurban) 7 - 3 1 3 
      
Valid Drivers License      
Yes 49 9 18 9 13 
No 15 1 2 2 10 
      
Times Out/Typical Week      
None 2 - - - 2 
1 or 2 12 - 1 3 8 
3 to 5 17 3 6 3 5 
More than five 33 7 13 5 8 
      
Overall Satisfaction w/ Getting Around      
Satisfied (8-10) 42 7 14 6 15 
Neutral (3-7) 18 3 6 4 5 
Dissatisfied (0-2) 1 - - - 1 
Don’t know 3 - - 1 2 
      
Gender       
Male 21 2 10 5 4 
Female 43 8 10 6 19 
      
Ethnicity      
White 52 7 17 9 19 
Black/African-American 3 1 1 - 1 
Other 5 1 1 1 2 
Refused 4 1 1 1 1 
      
Income      
Less than $30,000 18 6 5 3 4 
$30,000 or more 36 3 13 8 12 
Don’t know/Refused  10 1 2 - 7 
      
HDS      
Excellent 7 1 3 - 3 
Good 18 2 6 5 5 
Fair 20 5 5 4 6 
Poor 17 2 5 2 8 
Not available 2 - 1 - 1 



A�-�

Methodology (continued)

The table below is a summary of the travel diaries.

Travel Diaries 
   Group 

Total
Arlington/ 
Alexandria Fairfax Area 

Loudoun 
County 

n= (64) (10) (20) (11) 
     
Trips by Means of Transportation = (231) (61) (111) (59) 
Drive car 153 38 65 50 
Driven by other 72 20 40 12 
Walk 20 14 5 1 
Fixed route 10 6 3 1 
Specialized transit 7 1 6 - 
Taxi 1 - 1 - 

Trips by Start Time = (231) (61) (111) (59) 
Before 6:00 am 1 - 1 - 
6:00 am to 11:59 am 118 35 51 32 
12:00 pm to 2:59 pm 65 15 37 13 
3:00 pm to 6:59 pm 40 10 17 13 
7:00 pm to midnight 7 1 5 1 

Trips by Length = (231) (61) (111) (59) 
Less than 1 hour 36 11 12 13 
One to less than two hours 45 11 24 10 
Two to less than four hours  69 15 38 16 
Four hours or more 68 22 37 9 
Unknown 3 2 - 1 

Trips by Other Person = (72) (20) (40) (12) 
Spouse/Significant other 23 6 16 1 
Child 19 5 12 2 
Friend 9 2 4 3 
Neighbor 7 1 5 1 
Relative 3 1 2 - 
Other 11 5 1 5 

Location of Trips = (231) (61) (111) (59) 
Grocery/Drug store 64 16 33 15 
Other shopping 55 8 28 19 
Movie/Dining 39 9 22 8 
Medical/Doctor 30 5 19 6 
Church 20 8 9 3 
Visit friends/family 19 5 11 3 
Barber/Beauty salon/Hairdresser 9 4 5 - 
Gym/Sports/Exercise 6 - 6 - 
Arts/Museums 5 - 4 1 
Other/Unknown 87 30 27 30 

Aids Used  n= (37) (8) (20) (9) 
Cane, crutch or walker 7 - 6 1 
Electric wheelchair or scooter - - - - 
Non-electric wheelchair 2 - 2 - 
Person to travel with 8 2 4 2 
Person to get in and out of home 4 1 3 - 
Person to get in and out of vehicles 2 1 1 - 
None 27 5 14 8 
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Research Caveat/Limitations

Qualitative research methods consist of conducting in-depth interviews with a small but targeted group of 
participants.  In this case, participants represented those age 75 and older residing in Northern Virginia. 

Typically, qualitative research is used to provide answers to attitudinal questions, as well as to provide 
insight and in-depth understanding of consumer perceptions and opinions. 

By nature, this research method does not usually allow for statistical analysis and interpretation.  Rather, it is 
a tool for decision-making purposes.  The findings from this type of research should be used to provide 
insight and direction into decision-making rather than as the sole basis for decision-making. 

Qualitative research tends to provide answers to questions like “Why?” and “How?” whereas quantitative 
research tends to provide answers to questions such as “How many?” or “How much?” 

The statements made in this report, including the conclusions and implications or any recommendations, are 
based upon the attitudes and opinions of the participants and are not necessarily projectable or generalizable 
to the population-at-large. 

Please note that respondent rating scores are shown as percentages instead of the actual number of 
respondents in order to allow the reader to more easily compare actual relationships between scores.  
It is very important to understand that this is qualitative data, based on extremely small samples and 
cannot be extrapolated to the population as a whole.  
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Detailed Findings 
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Isolation & Personal Issues

Once focus group participants were seated and properly introduced to one another, they were brought into a 
general discussion about their personal travel habits.  In-depth participants were asked a similar set of 
questions.

Satisfaction with Getting Out 

The majority of focus group participants, drivers and non-drivers alike, get out of their house at least once a 
day, and many will leave their homes a few times a day.  Participants go out for a variety of reasons, some of 
the most common being to go shopping, to the doctor, for volunteer work, a place of worship, a beauty parlor 
or hair salon, or to dinner or a movie.  In addition, a few participants said they still work.   

 A myriad of other reasons were given for getting out, including visiting with friends, for exercise, 
(particularly walking), to go to clubs and social organizations, to play golf, and/or to go to museums, 
the theater or other cultural events. 

 Those who did not go out every day cited several reasons for staying at home, most having to do 
with what they saw as limited transportation options, weather as a barrier (humidity in the summer, 
cold or snow in the winter) and/or the physical demand of going out.   

Many of the in-depth participants would like to get out often but do not do so.  In fact, while many of the 
focus group participants get out daily, the majority of in-depth participants only get out one to three times a 
week.  For them barriers include health issues, money and/or weather.  

 Money is a barrier both for using specialized public transportation and for the cost of operating and 
maintaining a car.

 Several also said they cannot leave their house without someone accompanying them.   

 It should also be noted, however, that a few in-depth participants who only get out of their homes in 
a limited fashion do so by choice, saying they are happy to stay home and do such things as spend 
time with their spouses or other family members or do things around the house.   

When in-depth participants do get out, their trips often include shopping, medical appointments, visiting 
friends and family, and other social commitments (clubs, etc.).   

Those who did not drive themselves relied on a variety of means to get around, with the most common being 
their spouse, other family members or friends.  Other common means of getting around included taxis, 
Metrorail, and both community and local bus and van services. 

All but one of the focus group participants was a driver at one point.  Currently, participants fall into one of 
the following three groups: 

1. Current, full-time drivers who drive themselves to many if not all of their destinations; 

2. Drivers who have chosen to curtail their driving, limiting it to certain times or certain situations; and 

3. Non-drivers who have given up driving altogether. 
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Isolation & Personal Issues (continued) 

Among those who currently drive, several said they are aware a time will come when they may no longer 
be able to drive.  Many said that traffic conditions are the major problem they have with driving currently. 

 However, several did say they do not want to give up driving.  As one Arlington/Alexandria 
participant put it, if someone took away his car “you may as well bury me.”  In addition, the in-depth 
participants who drive take a great deal of pleasure and pride in the fact that they are still able to do 
so.

 Several drivers said they were frustrated with the volume of traffic, and one Fairfax area participant 
in particular said he was furious that more money is not spent for more roads in the area.   

- While not specifically in reference to spending on more roads, probing that was done in the 
Loudoun County group revealed that many participants are aware that a large proportion of 
seniors vote, and because of this they feel that their needs should be met.   

 A few participants said they like to drive every day because it helps to keep them alert.   

 In addition, a few Fairfax area participants said that they currently volunteer to drive other, less 
mobile seniors.  Each said that they would use this service themselves if they needed to, and one said 
that he currently does it in order to earn “credit” so his wife can use the service.   

 One Alexandria/Arlington participant said that she almost did give up driving when she had 
difficulty getting in and out of her vehicle.  However, she was able to purchase a more accessible van 
that she describes as “wonderful,” and was obviously quite pleased to be able to continue to drive.   

Both focus group and in-depth participants who have cut back on their driving have done so in several 
ways.  Many avoid driving at night or during rush hour traffic.  

 Some drivers said they simply will not drive after dark, while others said they will only drive at night 
in areas they are familiar with.  In fact, many in-depth participants only go out at all by themselves 
during the day, and for a few that means it’s the only time they go out, period.  

- Conversely, a few participants said that they prefer to drive at night because there is typically 
less traffic.  

 In addition, a few participants from Arlington/Alexandria said they will only drive, day or night, to 
places with which they are familiar, citing anxiety when they cannot find their way.  Other 
participants in this group concurred, saying they like driving on “autopilot,” meaning they are so 
familiar with their route they do not have to think about how to get where they are going.  

 Several in-depth participants said that, while they drive, their driving is limited to just the area in 
which they live.  This has confined their life to a very small geographic area.   

- In particular, one participant said that she has great difficulty going anywhere because she is 
very limited in her ability to drive and lives in a rural area “far away for someone who feels 
uncomfortable on the road.”  
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 Several drivers admitted to having adjusted their plans based on traffic.  For example, a few 
Alexandria/Arlington participants said they never make plans during rush hour.   

- In another example, one Loudoun County participant said that he and his wife used to go to 
dinner and movies in the evening, however they go to lunch and to movies in the afternoon now 
because they are not comfortable driving at night. 

- A few participants also avoid driving in Washington, DC altogether.  

 Other reasons cited for cutting back on driving included the cost of gasoline and difficulty finding 
and cost of parking.  

Those who do not drive often have to rely on friends and family to get around, as well as public 
transportation and taxis.  Opinions of public transportation and taxis were varied, and while friends and 
family are seen as reliable, many non-drivers do not want to be a burden on others.    

 “Frustration” was a word often used by those who have had to give up driving, with some saying that 
giving up driving has been the single greatest hardship of aging.  A few said they miss driving more 
than anything else.  Participants who had to give up driving said they did so either because of failing 
eyesight or diminishing reflexes.  A few spoke of how they gave up driving after serious accidents 
and “totaled” cars.

– For some, it became a difficult trade-off of risking driving vs. losing independence.  As one in-
depth participant put it, “I wish I would of kept driving.  I would have been more independent 
but I don’t know if I would of been gone (from my home) that much.  I never did like to drive 
that much.  I still have a license, I just don’t drive.  I didn’t get a license until I was older and by 
that time the traffic around here scared me and so when I was driving my mouth would get dry 
and I just drove because I had to get somewhere.  I also got a car so my daughter would learn 
how to drive.  When she learned how to drive real well, I just let her drive me.” 

 Spouses, children and neighbors are those who participants would typically rely on for transportation 
if they cannot drive.  While no one said they have been turned down for rides or that they have 
experienced any animosity, several said they have chosen not to go out rather than ask others, 
especially if they feel they are “putting people out.”  A few said they feel embarrassed to call a friend 
or neighbor and ask for a ride.  A few others were limited, not because their friends and neighbors 
would not give them a ride, but because their friends and neighbors could not.

- For example, one Fairfax area participant said that she depends on her daughter exclusively for 
transportation, but that her daughter does not typically get home from work until 7:00 pm.  This 
has resulted in the participant becoming much less active.    

- Another in-depth participant said that she hates having to be a burden on her daughter.  “I 
depend on my daughter and she comes to the door and we get into the car.  You know, it’s just 
great, but of course you know I can’t do this continuously.  I just feel bad and I want to find 
another way of doing it.  Not that she is complaining, believe me she’s not but I just think it’s not 
fair.”
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 Many non-drivers, particularly those in Arlington/Alexandria and the Fairfax area, said that they use 
public transportation, and generally their opinion of local transportation is positive.  Many current 
users of pubic transportation said it is “good” to “excellent.”   

- However, in general, Loudoun County participants were far more negative toward public 
transportation, one even using the term “horrendous.”  Providing more buses, smaller buses, 
hub-to-hub service, bus stop signs, park benches and shelters at bus stops were some suggestions 
given for improving public transportation service.   

- In comparison, several Loudoun County participants said that they have private community 
services available to them, and they consider these services to be very good.  These services 
provide transportation to grocery stores, pharmacies, the District of Columbia and occasionally 
to special events.  Some have to pay for this service while others do not.  Those who do not have 
to pay indicated they are pleased about this, while those who do have to pay said they think it is 
fair for them to have to do so.  However, all admitted that these services can be limited, often 
only running at certain times or days and not taking them everywhere they need to go (e.g., 
individual medical appointments).   

- Several participants said they do not like it that most public transportation and taxi services will 
not wait at places like doctors’ offices and stores for a round-trip return, and that scheduling 
return trips without a vehicle waiting can prove to be difficult.   

 A lack of familiarity with the area and with public transportation systems is a barrier for many non-
driving in-depth participants.  Many rely on friends and/or family to get out when they cannot drive.  
Several said they would like to know more about transportation options for seniors, but they are not 
sure how to go about doing that. 

- As one in-depth participant said, “I have to depend on my daughter and it’s coming to a point 
where…she has a job she is a single mother and I feel very bad taking her away from her job.  I 
drive but I am two or three years living here.  I come from New York and I never, I don’t know 
whatever possessed me but I never thought of checking the transportation facilities here.” 

Several drivers said they would consider using public transportation if it were available to them.  They 
defined ‘availability’ as public transportation coming to or near their home, being accessible, and running at 
hours that are convenient to them.   

 Several Fairfax area participants said that they cannot get to public transportation.  In particular, a 
few participants said that they would like to use public transportation but that no buses come into 
their respective subdivisions.  

 Being unable to walk to public transportation is also seen as a barrier by a few in-depth participants.   

 Another obstacle to public transportation use brought up by some participants was being able to get 
information on transportation.  A few Fairfax area participants said that they had tried to call 
different services, but were frustrated having to navigate an automated menu.  A Loudoun County 
participant suggested publishing transportation information in local newspapers.  

 Many participants did say they would prefer it if the myriad of local public transportation services 
could be consolidated.  Several think that there are redundancies in the systems, and that it would be 
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easier to get around without having to transfer from one system to the next.  A few also said that 
having to transfer from system to system is confusing.   

 An Arlington/Alexandria participant said she would use her local bus service, but she has difficulty 
getting on and off the bus.  Interestingly, she blamed herself, saying it is ‘her fault’ and not the fault 
of the service.  Others in this group said they also have difficulty maneuvering on buses.  

 Bus stops not being marked and public transportation services taking too long were other reasons 
given for not using public transportation or not using it more often.   

Possible Means of Getting Out More Often 

While the majority of participants said that they can generally get out as much as they want, there were some 
who are limited somewhat by time (i.e., not during rush hour or at night), other physical limitations (e.g., 
cannot walk), financial (e.g., the cost of parking, gas or taxis) or by limited transportation options.  When 
asked what might help them get out more, very personalized transportation was mentioned most often.  Some 
examples provided by participants included trips to medical appointments, into the District of Columbia to 
see the Smithsonian or the Kennedy Center, and to stores where the vehicle would wait for them.   
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The Ideal 

Participants were asked to describe their ideal transportation system, and were encouraged not to think of 
their car.  Interestingly, many participants focused more on improving existing services than on creating new 
ones.

 Common themes of frequency, personal and dependable service were characteristics of many of 
the systems suggested by both focus group and in-depth participants.  Keeping the cost 
reasonable and providing information about the service were also important to many 
participants.

 Interestingly, many in-depth participants noted the ability to transfer between systems as part of 
their ideal service.  When describing their ideal, they just wanted a service that would link them 
to existing services (e.g., Metrorail).  As one participant put it, all they need is “just a seat.”  

Several respondents, concerned either about how frequently they could get service or how soon the service 
would be able to take them where they needed to go, said their ideal service would be on-call – one that is 
“reactive to your needs.”  For example, one Fairfax area participant said she would like a limousine service 
because she could always rely on it to get her where she needs to go when she needs to go there.  In fact, 
personal service was an attribute used to describe many of the ideal systems.   

 Most participants agreed that, for any specialized transit, they would like a service that they have 
to schedule no more than one day in advance.  And for many, even a 24 hour lead time was said 
to be too far in advance.  Several participants, particularly current drivers, said they are never 
sure when or where they are going to want to take a trip, and that having to plan one day or more 
in advance could be very limiting.  Still, others said that while advanced notice may be limiting, 
quality door-to-door transit would still be a good service to have.  However, a few participants 
did say they believe such a system would be too expensive to be practical.   

 Frequency was also said by some to be an important attribute for an ideal fixed route service.  As 
an example, one Fairfax area resident said that she would like a rapid transit service that runs 
every 10 minutes.  

 For a few in-depth participants, frequency means running every day of the week as well as 
throughout the day, so that they may use the system as a substitute when a friend or family 
member is unavailable.  

 A few participants also suggested extending the hours of existing services and having more 
frequent service on weekends.   

For many participants, personal service in their ideal means of transportation went beyond door-to-door to 
mean how they are treated by the service overall and by their actual driver.  In fact, door-to-door service was 
the single most frequently mentioned feature by in-depth participants, as well as being a common feature for 
many focus group participants.   

 As one Arlington/Alexandria participant described it, her daughter is her ideal means because her 
daughter has “my best interests at heart.”  For a few participants, personal service meant the driver 
showing common courtesy and being polite.  For others, it was coming to the door of their home or 
to the curb if they are at a store, because having to walk a distance, particularly when carrying 
packages, is a problem for some.   
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 The majority of the in-depth participants said they would like a service that comes to their door.  In 
fact, many said that taxis are their ideal form of transportation.  Many also want a service that can 
help people in and out of vehicles and in and out of their homes.  A few participants use family and 
friends as their primary means of transportation because that person will help them.   

 A few others said they would always like to have the same driver so that they can feel comfortable 
and develop a relationship/rapport with the driver.  As a Fairfax area respondent put it, she wants 
someone “with a sense of humor,” someone she can talk to.  Other attributes to describe the ideal 
driver were… 

A driver who speaks English, 

Knows the area, 

Clean and neat, 

Pleasant,

Patient, and 

A safe driver. 

– For a few in-depth participants, a “safe driver” means more than avoiding accidents, it means 
how that driver handles their passengers.  As one participant said, a driver must be someone 
“who would understand and be considerate.  I wouldn’t want to be on the bus if the driver didn’t 
care whether I got on or off safely.  Safety is very important.”   

 For a few in-depth participants, personal service means being able to take someone with them (i.e., a 
caregiver, family or friends) who can help them out or simply accompany them on their trip.   

Dependability was brought up repeatedly by participants.  Dependability was defined by participants as both 
showing up and arriving to the final destination on-time.   

 Some in-depth participants pointed out that, if they are going to schedule their life around a service, 
that service has to be on a schedule they can count on.   

 Several participants said they have had trouble with fixed route and specialized services that would 
take them to where they were going adequately, but then the participant would be left waiting for 
their return trip, sometimes in areas where the respondent was uncomfortable to wait or had no place 
to wait.  Ideally, they would like a specialized service that would either wait for them or return on-
time, or a fixed route service that runs frequently and maintains its schedule.   

 An Arlington/Alexandria participant gave the Red Top taxi service as an example of a system that 
maintains good on-time performance by having cars located throughout the area.   

 Another Arlington/Alexandria participant said that a system that runs frequently would not force 
riders to figure out the schedule and work around it (a positive).   

 However, it should be noted that a few participants did not want to hold either the systems or drivers 
accountable for not arriving on-time, understanding that traffic can be unpredictable.   
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For some, dependability was inexorably tied to getting good information on a service.  As one 
Arlington/Alexandria participant put it, you cannot rely on a service if you do not know where and when it is 
running.  A few said that their ideal service would be proactive in getting information to the public, not 
putting all of the responsibility for learning about the service on riders.   

 Some participants said that they are not well informed now.  According to them, schedules are 
inaccurate, not kept up-to-date and with each service having a different schedule format, it makes it 
difficult to learn and tie together multiple modes.  Furthermore, many participants did not know 
where to go to even find the schedules.   

 Many in-depth participants suggested increased advertising in local newspapers and on local 
television, saying that these are their primary sources of information.   

 Several participants said they would use the Internet to learn about services if information was 
available, and one suggested having a Web site that would allow riders to enter their origin and 
destination and the Web site would then list the modes and schedule they should use (similar to what 
is currently provided through WMATA’s Ride Guide on www.wmata.com).  Ideally, this system 
would link all modes in Northern Virginia.   

 Other suggestions for disseminating information included the following: 

- Keep the schedules succinct,  

- Provide a universal toll-free number for Northern Virginia transit that people could call for 
information,  

- Print information and scheduling telephone numbers on the side of buses, and 

- Mail schedules to everyone.  

 The information itself would need to detail the schedule and cost.  For any new service, a few 
participants said that it would have to ensure them that the service was legitimate and trustworthy.  
“It would have to basically spell it out really clearly, what the cost is.  Who’s running this, the source 
of this?  So it doesn’t appear as a scam or a come-on.  The taxi appears at the door and suddenly 
you’re at a finance seminar you didn’t want to go to.  Something really clearly laid out.  I would say 
the format of you sending it that is very clear.”  

Cost, while not being among the first things mentioned by most participants in describing their ideal 
transportation, was still something of an issue, particularly when discussing a taxi or other specialized 
service.  However, cost was not necessarily defined as being “free,” but as being “economical” – i.e., make it 
something they can afford.  Some said they would like to have a government subsidized taxi service for 
seniors who cannot drive.   

 Many said that any senior transportation service (fixed route or specialized) should be either partially 
or fully subsidized by local or county governments.  A few others said that such a service could be 
run through local churches or other philanthropic organizations.   

 Many of the in-depth participants who said their ideal transportation service is a taxi or other door-
to-door service said that such a system should be at least partially subsidized.  However, it should be 
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noted that the in-depth participants had read the four test concepts, which included subsidized taxis, 
prior to being interviewed.   

 While participants expressed more concern for controlling the costs of specialized transit and taxis, 
several also said that the costs of fixed route transit needs to be reasonable as well.  A few in-depth 
participants said they would not even consider taxis and would only consider a fixed route service 
because they believe fixed route services are less expensive.   

 While most did not seem to have a problem with paying tips for taxi service, a few participants said 
that tips should not be assumed.   

 For some participants, their concerns about transportation costs were tempered by an awareness of 
rising gasoline prices.  This was said to be a particular problem for transportation services that have 
to cover a large geographic area. 

Participants provided some other suggestions for elements that would make up their ideal service, including 
the following: 

 Have clean and comfortable vehicles; 

 Provide service to medical appointments; 

 Have moving sidewalks and crosswalks;  

 Have service that better serves “fringe” areas;  

 Create more hubs tying systems together, and move those hubs closer to points of interest; 

 Have a cross-county bus service; 

 Have buses that are easier for the disabled to access (e.g., more buses that will lower to allow 
access);  

 Offer a service where other seniors volunteer to drive you and earn credits so they can get rides 
themselves or for others when needed;  

 Have room on vehicles for wheelchairs and walkers as well as to carry baggage;  

 And finally, offer any service that would reduce stress on the rider.  

When asked if anything similar to their ideal currently exists, reactions were mixed: 

 Many said that a taxi is similar to their ideal in that it provides door-to-door service and the drivers 
will generally be helpful.  However, cost was an issue, particularly for longer distance trips.  
Furthermore, a few Fairfax area participants who have used a taxi voucher program did not like 
having to pay the tax on the cost of the ride.  In addition, most participants said that taxis are not 
reliable for return trips.

– One in-depth participant also gave the following example of their ideal currently existing, but 
also noted its limitations:  “We have a small cab company in Fairfax City, it is called White Top 
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Cap.  They are not as large and independent as the Yellow Cab service and I find they are 
frequently more responsive to my needs than the Yellow Cab.  The only problem with them is 
that they don’t have as many cabs and if it’s especially inclement weather and a heavy demand 
on cab service, they can’t accommodate you as quickly as you want to be accommodated.” 

 Others said that an inexpensive system that can get someone across counties quickly is not realistic, 
citing current systems that promise impossibly fast trips.  According to these participants, traffic and 
other factors make it too difficult to accurately schedule inter-county commutes.       

 Two bus systems in particular were cited as being good examples of participants’ ideal 
transportation.  A few participants said that DART is very good about providing information to its 
riders.  A few Fairfax area participants specifically named the #23 McLean-Crystal City Metrobus 
line as an example of a safe and reliable bus.  Another Arlington/Alexandria participant cited the 
Kennedy Center shuttle service as an excellent transportation service, saying that it is inexpensive 
and saves her additional money on parking.   

 A few in-depth participants said that some senior centers provide door-to-door or neighborhood bus 
services that are reliable.  

Satisfying Transportation Options 

Participants were asked to complete three sentences that described what a satisfying transportation option is 
and is not to them. 

A. A satisfying transportation option is one that is… 

 Some answers typical of what participants said were as follows: 

“Regularly and frequently scheduled, and on-time.  Available at late hours as well as normal 
hours.”

“Getting you where you need to go safely, conveniently and in a timely fashion.”  

“Car or bus, easy to access right from my front door at a convenient time for me.” 

“I will be able to get there and get on the bus.”   

“Getting you where you want to go with a minimum amount of stress and flurry!”   

 Safety, on-time performance, being instantly available and convenient to use were most often given 
by participants as the definition of a satisfying transportation option.  Convenience takes on many 
forms for participants.  According to one Fairfax area participant, with an opinion shared by others, a 
convenient option must make it easy to estimate how long it will take to get from point A to point B.  
For others, it means being there when they need it and getting them where they want to go.  Another 
Fairfax area participant said that this means running at later hours, while for a Loudoun County 
participant it means running often so that it would always be there when they need it.  

B. A satisfying transportation option is one that results in… 
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 Some answers typical of what participants said were as follows: 

“Ability to get out to the places and events that I want to go.” 

“Getting passengers where they want to go and get him back home safely.” 

“Getting to an appointment on time (with) no long waiting time for pick-up.”   

“Getting to and from (my) destination in a timely, comfortable way.”   

“Getting where you want to go at the time you want to be there safely.”

 In general, participants indicated they want transportation that will result in them getting to their 
destination quickly and without a long wait by a quiet and comfortable means.  A few participants 
said that it is important that transportation systems work to save time that belongs to riders – their 
time – as part of being reactive to riders’ needs.  As one Fairfax area participant said, 
“Transportation doesn’t run your life, you’re not a slave.”  Reducing wait time to get a ride and 
reducing the length of the trip were means suggested to accomplish this.  

C. A satisfying transportation option is one that does not result in… 

 Some answers typical of what participants said were as follows: 

“Missed appointments, long waits and no-shows!”  

“An accident or (getting) lost and unable to make your appointment.”  

“Spending too much time in going to and from than necessary.”  

“An emotional upheaval for the passenger.  A trying emotional experience.” 

“(Being) late for appointments with a long, unnecessary ride.  Believing the driver is not familiar 
with the area.”

 Primarily, participants indicated that they do not want to have to wait long for transportation and 
have the trip result in their being late for wherever they are going.  They also do not want to spend 
unnecessary time in the vehicle (i.e., by getting lost or stuck in traffic).  In addition, many 
participants said they would be particularly dissatisfied with having to wait for transportation for 
their return trip.   
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70%

61%

Respondents were given four new transportation ideas (in random order) and were asked to give their 
opinion of each idea.  They were also asked to rate how appealing they found the system to be and how 
likely they would be to use it, using a 10-point scale where 10 means very appealing or very likely and 1 
means not at all appealing or not at all likely.   

Please note that the number or percentage of participants answering a certain way has been cited in 
various instances only for the purpose of adding perspective to a statement, NOT for the purpose of 
quantitative analysis.

CONCEPT - Subsidized taxi service 

 Taxi sedans and vans are used.  A wheelchair accessible taxi can be requested.  

 Passenger requests service the same way anyone requests a taxi – telephoning for a trip when you 
need one.  Currently, wheelchair users are encouraged to schedule their rides one day in advance to 
ensure availability. 

 Taxi provides pick-ups in front of your home and takes you directly to the curb in front of your 
destination.

 Some drivers are willing to help you get in and out of the taxi and sometimes to and from your door. 

 Trip is not shared with other riders, unless you bring a companion. 

 Cost for taxi voucher trip depends on the subsidy provided by your city or county.  In Fairfax 
County, coupon books worth $30 are sold for $10 to eligible seniors.  This means that a one-way trip 
that cost $15.00 on the meter would actually cost you $5.00, with an additional cost for the tip 
(recommended 15% on $15 or $2.25). The total charge for the one-way trip ($17.25) would cost you 
$7 with the coupons. 

36%

38%

17%

23%

8%

9%

25%

23%
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3% 6%

2%

2%

Likelihood of using

Overall appeal

10 9 8 4-7 3 2 1

Fairfax area participants, as well as the in-depth participants, were generally very positive about the 
subsidized taxi service concept, while Loudoun County and Arlington/Alexandria participants were more 
mixed in their views.  Participants liked the flexibility it provides along with the reduced cost.  However, 
there was concern over the cost to the taxpayer.  As one Loudoun County participant put it, “Great for me, 
bad for the taxpayer.”  For others, it had the appeal of “getting something for nothing.”   

Base=Total Participants (n=64) 
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 Some participants had used subsidized taxi service in the past, and their experiences were generally 
positive.  One Fairfax area participant did say, however, that their wife had used a subsidized taxi 
service while in the hospital and even with the discount it was still very expensive.  A few others 
without past experience also expressed concerned that the system would still be expensive.  

There were several other aspects of the service seen by many to be positives:  

 One advantage seen by many participants was that this service would come into areas not reached by 
traditional public transportation.   

 Another positive was that the vans would be accessible to those with disabilities.

 While some concern was expressed about the dependability of the service vis-à-vis standard taxi 
service, several participants said they thought this would encourage taxi services to provide better 
service for seniors since seniors would be increasing their use.   

 Furthermore, several saw this as superior to volunteer services because they would not feel as 
“guilty” about using the service as often as they need to.  For example, according to two in-depth 
participants:

– “Because it’s not volunteer, you feel like you can call them whenever you need them.”   

– “(People) would rather pay full price and get full service.  This (subsidized taxi service) does 
that but of course the state helps out.  A lot of people would prefer this rather than depending on 
volunteers and others.” 

The coupons themselves met with mixed reactions.  Those who did not like the coupons said they would be 
complicated to use and calculate the cost.  A few who did not like the service said they might consider it 
except for the coupons.  Conversely, many did not mind the coupons, saying that the service’s staff/drivers 
would be helpful in explaining how to use the coupons.  In addition, some participants said the coupon 
system would be an advantage.  They could keep the coupons in reserve, using them as needed.  They would 
use the taxi service not as their primary means of transportation, but as a supplement (e.g., in bad weather or 
at night when they cannot drive).  

 Additionally, some participants were concerned that, when using the subsidized program, they may 
not receive the level of service from drivers they would otherwise.  The thought being that drivers 
may look down on them for using the service, or may not earn as much money as drivers would 
normally for a full-fare ride.   

– “The drivers seem to think it’s charity or something.  I don’t think it is.  It’s just a senior perk.” 

– “The drivers for some reason don’t like it (subsidized service).  I don’t know if they don’t get as 
much money for it or what but they kind of sneer at it.”   

A few in-depth participants were concerned with whether the drivers would be able to help them in and out 
of vehicles as well as from the curb to where they were going.  “Sometimes these buildings are far away to 
walk in and they also have a lot of steps” said one in-depth participant.
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A few other questions were raised by participants, which included the following: 

 Would there be a limit to the distance one could travel?  

 Would it go into the District of Columbia? 

 How would eligibility be determined? 
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60%
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CONCEPT - Volunteers in the community provide transportation to seniors who need rides 

 Volunteers use their own cars. 

 Passengers request trips in advance through an organization that matches volunteers with seniors 
needing rides – typically requests are made one to several days in advance, although some programs 
allow for same-day scheduling and service. 

 Volunteer driver can provide help getting in and out of the car and to the destination. 

 Trip is usually not shared with other riders. 

 Cost to the passenger will vary.  Examples: Passengers pay $3 to $5 per one-way trip depending on their 
trip distance. 

26%

29%

11%

14%

12%

17%

29%

29%

6%

6%

3%

2%

18%

3%

1%

0%

Likelihood of using
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Overall, participants were generally mixed in their opinions of the Volunteer Driver concept.  While they 
perceive that they would get personalized service, there were concerns about training and safety issues.   

 Many said it is either a great idea, a good idea for some trips or at least a step in the right direction.  
A few, however, said the idea is too “utopian” and “idealistic.”  In their opinion, volunteers would 
never have the level of commitment that paid employees would (others, however, said that volunteer 
dedication would not be a problem).  Said one in-depth participant… 

– “What a nice idea but volunteers are volunteers and therefore I didn’t see it as workable.  It’s 
dependent on someone being willing to do this and there are individuals who sacrifice their lives 
for other people, the ‘volunteer for everybody and everything’ and they are what I call a living 
saint, but these people are rare.  Then there are inconsistencies.  Some people can volunteer for a 
limited amount of time in their lives.  (Then something) changes and they can no longer 
volunteer.  Therefore there has to be someone to pick up the slack.  I would say it’s great and I 
know it’s possible but it’s the undependability of it.” 

 In the end, about one-half of the participants said they would be likely to use such a service, although 
many added the caveat that they would not necessarily use it now, but would if they eventually could 
not transport themselves.   

Base=Total Participants (n=64) 
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Testing Services (continued) 

Some expressed concern as to how safe the drivers and vehicles would be.  In all four focus groups and in 
many of the in-depths, when presented with the Volunteer Driver concept, participants asked about safety-
related issues:

- What happens if there is an accident?   

- Who are the volunteers?  Are they honest and reliable?  

- Would the drivers be licensed and trained to deal with passengers with special needs (e.g., 
disabled)?

- Who would supervise the volunteers?  

- Are the vehicles inspected? 

 Some participants said the volunteers should be specially licensed (others were noncommittal to 
this).  A few also assumed the vehicles would be inspected by the overseeing agency.  Others were 
not so sure, and said they would not want to risk riding unless they were sure both the vehicles and 
drivers were safe.  

Some participants had other questions about how the service would actually work: 

- Would they be available for round trips? 

- Can you do multiple trips? 

- Would they leave your community or county? 

- How or how well would volunteers know the area? 

- Who will pay for the gasoline? 

 In regards to gasoline, a few participants said they did not think the $3-$5 fee would adequately pay 
for it.  Some suggested government subsidies, while others said that it should be paid for through 
donations.   

These concerns were summed up best by one in-depth participant, “I have a number of questions about that.  
About the volunteers helping you in and out of the car and all that sort of thing.  What about insurance for the 
volunteers?  Are they licensed drivers?  Are they certified licensed chauffer or whatever it is the state 
requires to transport people?  All those things about insurance and about their qualifications (for) driving a 
passenger around for hire; that bothers me a little bit.  That’s not clearly indicated what sort of abilities they 
have.  Again, do they do (it) only in Loudoun County?  And how does it get them to come back again?  Two 
things I do a lot of is I go shopping for food and other items of personal need and I go to my doctors 
appointments and the doctors appointments are mostly in Loudoun County, but there are also three or four 
that are outside of the county in Fairfax.  Again, how do I get there from here?  Do these services take me 
that far away?” 
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Testing Services (continued) 

A few participants also expressed almost a sense of guilt at having to ask for assistance from others.  In 
addition, the having to depend on others was seen as frustrating and embarrassing.  As one in-depth 
participant said… 

 “I come from New York and I am so independent it’s disgusting and to be put in this position now is 
really hard for me.” 

 However, others said it made them feel more independent, citing the flexibility they do not have now 
as they depend on public transportation and/or friends and family with limited availability.   

Several participants said that they have had previous experience with similar systems, either as volunteers 
and/or as users, and that such systems worked quite well.  Some participants, however, said they would feel 
“embarrassed” having to ask others for “favors” (this included both current drivers and non-drivers).   
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Testing Services (continued) 

47%

61%

CONCEPT - Small buses travel on routes purposefully designed to link areas where 
concentrations of seniors live to local shopping areas and medical facilities. Service is 
operated on a scheduled basis 

 Small buses, accessible to passengers in wheelchairs, are used. 

 Trips do not have to be requested in advance.  Pickup times occur at the same times on the same days 
each week.    

 In one type of service route, a bus would pick up at an apartment building at 10:15 every Tuesday and 
take them to the grocery store, returning at noon.  The same bus on Thursdays would take seniors to the 
shopping mall, returning at 1:00... 

 In another type of service route, buses would come by only two days each week (for example Tuesdays 
and Thursdays) every 30 minutes between 9:30 and 3:30, always using the same route going by 
residences, stores, and medical facilities within the same general area.

 Routes are designed to minimize walking to and from the bus.  This means, for example, the bus would 
stop right in front of the door of the apartment complexes and the main stores, rather than on the street. 

 Bus driver provides help in getting on and off the bus, but not to and from building entrances. 

 Trips would be shared with other seniors and possibly younger persons with disabilities. 

 Cost for trip may be the same or somewhat more than a regular bus trip – for example, $2.00. 

25%

31%

17%

17%

5%

13%

30%

25%

6%

3%

13%

9%

2%

5%Likelihood of using

Overall appeal

10 9 8 4-7 3 2 1

Base=Total Participants (n=64) 
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Testing Services (continued) 

Of the four transportation ideas presented in the focus groups and in-depth interviews, participants were the 
most polarized in their opinions of this service.  Those who live in senior communities were very positive 
toward the idea.  In fact, many already had a similar system available to them through their community.  
Many said it is easy and convenient to use.   

 A few also said they like that this system does not inconvenience the general public, since it is a 
senior-only system.  Non-seniors would not be forced to wait while seniors board and depart 
vehicles.  (For more on this, see the following subsection on Route Deviation Service.)   

 Many in-depth participants particularly liked the idea that there would be someone there to help 
passengers on and off the vehicles.   

 Those who do not live in senior communities said that there simply are not enough seniors in their 
area to justify such a service. 

A few participants are familiar with similar systems, and those who are had high praise for them.  For 
example, according to one in-depth participant, “We visit up to Pennsylvania and one little town we go to 
you see buses all of the time taking seniors to the bank or to the drug store, you know, just all over and they 
get on and off.  They seem very happy to be traveling that way so I just think it’s a good thing to have for 
people.”

Those who like the idea of this service saw it as being a supplement to other modes, not as their primary 
mode.  One of the concerns expressed was that this system would not take them to individual destinations 
(e.g., medical appointments).  It also might not be good for last minute trips or trips of unpredictable length.  
As pointed out by some in-depth participants…  

 “I would have to know more about the times because you know shopping is an unpredictable thing.  
If you can get in and out of the store in 15 minutes or an hour depending on what time of day it is 
and how many people are in line in front of you at the checkout counters.” 

 “Usually when you are (shopping) you want to look around, you don’t want to feel too pressured in 
the sense that ‘oh, we have to hurry because the bus is going to be here in thirty minutes!’  When you 
are actually shopping, you want to concentrate on shopping and not time.” 

However, many said it could be useful trips to cultural activities, such as to the Smithsonian museums.  And, 
others said it would, in fact, be very good for shopping trips.  For trips like these, according to one 
Arlington/Alexandria participant, such a system would make it easier to avoid missing your return trip since 
you could just look for others who came with you.   

 Some Loudoun County participants did not see reaching individual medical appointments as a 
problem.  According to them, many doctors are concentrated in certain areas.  A few 
Arlington/Alexandria participants also said that it might work for those who go to medical 
appointments where many doctors are concentrated.  

 One proposal made by a few Arlington/Alexandria participants would be to have the service drop 
people off anywhere along the route.  This would allow people to go to some individual 
appointments.  
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Testing Services (continued) 

39%

35%

The cost was also a concern for some.  Those with higher incomes generally said the cost would not be 
prohibitive, but several of those with lesser incomes that a $4 for a round-trip is expensive.  A few said they 
would only use it if they had to do so.  

 Furthermore, several in-depth participants said they would be concerned about the overall cost to 
government.  Such a system would have to serve too many areas to be cost effective.  However, a 
few others said they think the limited number of days the system runs would keep it from being 
underutilized.   

A final barrier to use for some, regardless of where they live, is their own limitation in walking.  A few said 
they could not use any service that would involve them walking much past their front door, so unless the 
service would come directly to their home it would be impractical for them.   

Additional questions were raised as to the geographic area such a service would serve.  Some said it would 
have to link to the Metro services, while a few said it would have to serve several counties/jurisdictions.  

CONCEPT - Bus service that operates on a regular route, with deviations allowed so the bus 
driver can travel off the route (from several blocks to up to 3/4 mile) to pick up and drop off 
passengers who request a deviation 

 Mid-size buses, accessible to passengers in wheelchairs, are typically used. 

 Passenger requests a deviation in advance – for example, several hours or possibly up to one day in 
advance.  A set number of deviations are allowed, so that the bus can stay on its schedule. 

 Bus may come close to your house or possibly to the curb in front of your house for a deviation trip, 
depending on where you live. 

 Driver provides very limited, if any, help in getting on and off the vehicle. 

 Once on board, seniors would ride with the general public. 

 Cost for a trip is typically more than a regular bus fare – for example, if the regular fare is $1.00, the 
deviation may cost another $1.00, for a total of $2 a one-way trip.  

 This route would offer free transfers to transit routes providing connections to other parts of the region. 

11%

9%

8%

8%

16%

22%

31%

38%

8%

3% 8%

19%

13%

8%Likelihood of using

Overall appeal

10 9 8 4-7 3 2 1

Base=Total Participants (n=64) 
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Testing Services (continued) 

The Route Deviation Service received the most negative reviews by participants both in the focus groups and 
the in-depth interviews.  Many did not want to be a “burden” on the general public, forcing people to wait 
while the bus took them off-route to their destination.  Many participants also found it difficult to believe that 
the bus would be able to stay on schedule while making deviations.  Those who did like the idea said that it 
would be easier than using a normal bus service, which typically requires a longer walk to the bus stop. 

 Many of the seniors said they seek to be as independent as possible, and in that said they do not want 
to be a “burden” on others.  Much concern was expressed that other people would be greatly 
inconvenienced and angry if they were forced to wait.  “I would image the passengers would be 
annoyed unless they got used to it if it happened frequently” according to one in-depth participant.

 Several said they do not think this system would be practical for those who work, and that seniors 
would be a minority of the passengers while people who are traveling to and from work would be the 
majority.  They do not want to make others late for work on their behalf.  As said by one Loudoun 
County participant, “What about the 20-something whose boss will be mad?”  According to them, it 
would be unfair to others and create more resentment toward seniors.  Several participants suggested 
having the system be senior-only so as to not inconvenience others.  Yet others said they do not want 
to be separated, saying they enjoy being around others.  

- In addition to inconveniencing others, some (but not nearly as many) were concerned that they 
themselves would be inconvenienced.  A few said they were worried about being late for 
appointments or missing connecting routes.  

- According to one in-depth participant, “I am going to be in the same bus with a lot of other 
people…I will be subject to a lot of stops that I may or may not like.  (It will) take a lot of my 
day, take a lot of my time which I may or may not like to give up.” 

- Another in-depth participant said that both seniors and the general public would be burdened by 
such a system.  According to him, “We are in the same situation where the seniors and the 
disabled and whatever else you have in wheelchairs riding with the general public.  You’re going 
all over Hell’s green acre and these people get tired.” 

 Even when reiterated to them that the system would only accept a certain number of deviations in 
order to stay on schedule, most participants did not believe it was possible.  A few said that the 
service would be slowed down greatly trying to navigate their neighborhoods.   

– Put simply by one in-depth participant, “If he has to make a detour of three-quarters or a mile 
and then three-quarters back, that is a mile and a half.  He isn’t going to be able to keep any kind 
of schedule.” 
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Testing Services (continued) 

 Others said that having to board and drop-off disabled passengers would further slow the bus down.
Traffic would be yet another obstacle, and some said it might work better in off-peak hours.  
However, some participants did say that if it could stay on schedule they would be more interested in 
the service.

- Some participants said they do not think that this system would be accessible for the disabled.  
This was particularly a problem for some in-depth participants, several of whom said they had 
wheelchairs, walkers, dialysis machines or other apparatus they have to bring with them.  Others, 
however, thought it might have a lift or lower itself so people can board.  

Not everyone, however, disliked the idea.  The idea that it would come directly to their home is very 
appealing.  A few said a slight delay for deviations is not bad compared with having to walk farther.  It also 
opens up options for some, as pointed out by an in-depth participant, “The deviations, in other words you 
will have more choices of destinations.”  And for a few others it might be the difference between anyone’s 
inconvenience and not getting out at all.   

 Some participants also said they had used similar systems in the past (e.g., FASTRAN, Omnilink) 
and while staying with a schedule was a problem, it was very good when it did work.  And even a 
few Fairfax area participants who were generally negative to the idea said they thought the system 
should be tried on a small scale and then expanded if and when the problems were worked out.  

Paying for Services 

When asked what they thought of a debit card style system for paying for public transportation, which could 
be pre-paid or deducted from an account, participants were mixed in their reactions.  Most said they would 
prefer to pay cash, but some said they like the idea, particularly for buses.  Interestingly, while focus group 
participants were overwhelmingly in favor of paying for services in cash rather than by any other means, in-
depth participants were more mixed.  Many liked the idea of using a card.  However, most said they would 
rather have that card be prepaid versus any other form.   

A few said that they have had experience with taxi vouchers.  Some said that they would definitely consider 
such a system, while others wondered if it would come with a senior discount.  
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Information Sources and Other Issues 

Participants were asked what information sources they use to learn about what is going on in their 
community and how to get around.   

 In order to learn about what is going on in the area, participants primarily rely on a combination of 
word-of-mouth, community newspapers and the Washington Post, television and radio.  Some also 
use community centers and organizations as sources of local information. 

- It should be noted that most of the Loudoun County participants said they are new to the area 
and are not as familiar with where to look for information. 

- Word-of-mouth can be both a positive and a negative for a transportation service, however.  As 
one in-depth participant said, “If I weren’t happy I would tell everyone else about it and try 
somebody else out.” 

 For information on transportation options, participants said they rely even more on word-of-mouth.  
Several also check community newspapers or newsletters, and a few will look in community centers, 
local government buildings or on the Internet.  

The afternoon Fairfax area focus group, the Loudoun County focus group and a few of the in-depth 
participants were asked about travel training.  Travel training provides seniors the opportunity to learn how 
to use the public transportation system through a hands-on learning experience.  Trainers board buses with 
seniors at senior centers and teach interested seniors the ins and outs of using the system while riding to and 
from a destination of their choice.  The travelers-in-training will identify a bus stop near their residence, learn 
to read bus schedules and route maps, learn how to pay the fare and how to signal the driver to stop, as well 
as other bus travel skills.  The bus delivers seniors to a Metrorail station where they learn how to determine 
the fare and purchase Metrorail fare cards, read the system map, and board the trains to travel by rail.  

 Most participants said this is a great idea.  In fact, one Loudoun County participant joked that there 
would be so much interest the “(telephone) line would be busy all day.”  A few others said it would 
be a good part of a community “welcome wagon.”  The only concerns expressed by a few were over 
who would pay for this service. 

In all four focus groups as well as in many of the in-depths there were concerns about how many of the ideas 
would be paid for.  Some were concerned with raising taxes.  However, as mentioned earlier, most of the 
Loudoun County participants (the only group to be directly probed on this) said that seniors vote in large 
numbers, and because of this, politicians should focus on seniors’ needs.  A few other participants said that 
any individual transportation plans should be tied to larger plans for the community.  As said one Fairfax are 
participant, “Transportation can’t be divorced from land use policy.”   
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Appendix
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WB&A Market Research                                Time Started: 
Job #05-532B Time Finished: 
June 2005 Total Time: 

Meeting the Transportation Needs of Northern Virginia Seniors 
- Recruitment Screener- 

Respondent’s Name:            

Address:             

City:          State:    Zip:    

Telephone Number: (         )           
            
Respondent ID#:   Recruiter:         

Date of Group/Interview:      Time of Group/Interview:    

ASK FOR NAME ON SAMPLE: 
Hello, my name is   with WB&A, a local market research firm.  You took part in a telephone research 
survey recently with us on behalf of the NVTC (Northern Virginia Transportation Commission).  We would like to 
conduct just a quick follow-up survey that should only take a few minutes of your time.  

1. During the past seven days, how many trips did you take using each of the following means of 
 transportation?  (READ LIST.  USE ‘98’ FOR REFUSED AND ‘99’ FOR DON’T KNOW.)

# of Trips 
a. A car or other vehicle you drove yourself  
b. Rode in car or other vehicle driven by someone else  

TOTAL OF A+B 
c. Metrorail or VRE (Virginia Railway Express)  
d. Public bus service  
f. Transportation provided to people with disabilities who 

cannot use or get to public transportation 
g. A senior or community van, such as dial-a-ride, not 

transportation for persons with disabilities 
TOTAL OF C+D+F+G 

e. Walking to get to a destination   

2. DO NOT ASK:  Primary means of transportation (RECORD ONE RESPONSE ONLY.) 

 01 Car (if Q2A+B is greatest) 

 02 Public transportation (if Q2C+D+F+G is greatest)  CHECK QUOTAS
 03 Walk (if Q2E is greatest) 

 04 Mixed (if the two greatest in Q2 are equal) 

 99 Don’t know/Refused (if don’t know/refused to all in Q2)  THANK & TERMINATE
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3. What other modes of transportation, if any, have you used during the past seven days?  (DO NOT READ 
LIST.  ACCEPT ALL THAT APPLY.)

 01 Taxi  

 02 Bike 

 95 Other (specify):          
 98 Refused 

 99 Don’t know 

4. Is your total personal annual income, which includes income received from Social Security, pensions, 
annuities and investments less than $30,000 or is it $30,000 or more?  (MAKE SURE THAT AT LEAST 
TWO RESPONDENTS IN EACH GROUP HAVE INCOMES LESS THAN $30,000.)

 01 Less than $30,000 

 02 $30,000 or more 

 98 Refused 

 99 Don’t know 

5. RECORD, DO NOT ASK:  Gender

01 Male   GET A MIX
02 Female   

6. Do you or does anyone in your household work in any of the following industries?  (READ LIST.)

 Yes No Refused 
Advertising 01 02 98 
Market Research 01 02 98 
Public Relations 01 02 98 
Public Transportation 01 02 98 

IF YES OR REFUSED TO ANY (01 OR 98), THANK AND TERMINATE. 

7. When was the last time you participated in a market research group discussion or focus group?  (READ
LIST.)

01 Within the past 6 months THANK & TERMINATE

02  More than 6 months ago  CONTINUE 
03 Never  CONTINUE

99 DO NOT READ:  Don’t know/Refused  THANK & TERMINATE
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8. DO NOT ASK:  Group type 

 01 Arlington/Alexandria     Monday 7/18 11:00 am
 02 Fairfax City/Falls Church/Fairfax County [Q2 (02-04)] Wednesday 7/20 10:30 am
 03 Fairfax City/Falls Church/Fairfax County [Q2 (01)] Wednesday 7/20 12:30 am
 04 Loudoun County     Thursday 7/21 11:00 am

INVITE QUALIFIED RESPONDENT TO GROUP:
We are conducting a research focus group discussion among area residents regarding their opinions of and experiences 
with transportation in this area.  This is not a sales meeting of any kind – no one will try to sell you anything as a result 
of your participation.  This is part of a research study on this subject and we would like to include your opinions. 

The discussion is scheduled to take place on [INSERT DATE] at [INSERT TIME] at [INSERT FACILITY].  As a 
token of our appreciation, you will receive $60 for taking the time to share your opinions with us.  In addition, (a 
meal/light snack) will be served.  The discussion will last about 2 hours and we think you may find it interesting to 
share your experiences and ideas with others.  In addition, if you arrive at least 15 minutes before your scheduled 
session time, you will be entered into a drawing for an additional $60.  And, if necessary, we can provide 
transportation for you to this group.   

9. Would you be able to attend this discussion? 

 01 Yes    CONTINUE  
 02 No/Don’t know   SKIP TO IDI INVITATION

THOSE WHO CAN ATTEND FOCUS GROUP [Q9 (01)], ASK: 
10. Would you need transportation to be provided for you to this discussion? 

 01 Yes   SKIP TO Q11
 02 No  SKIP TO FOCUS GROUP INFORMATION SECTION
 99 Don’t know CONTINUE

THOSE NOT SURE WHETHER THEY NEED TRANSPORTATION [Q10 (99)], READ: 
If you do need transportation to the group discussion, feel free to give us a call at 1-800-383-2324 ext. 532.  We just 
ask that you let us know at least two business days in advance.  (SKIP TO FOCUS GROUP INFORMATION 
SECTION.)

THOSE WHO NEED TRANSPORTATION [Q10 (01)], ASK:   
11. Someone will contact you a few days before the group discussion to tell you the name of the transportation 

company you should be expecting and what time to expect them.  Will you be bringing a wheelchair with you? 

 01 Yes  

 02 No 

12. Will a spouse or aide be accompanying you in the vehicle for the purpose of assisting you? 

 01 Yes 

 02 No 

 99 Don’t know 

FOCUS GROUP INFORMATION SECTION:
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So that I may send you a confirmation letter with the location and directions, may I please have your name and 
complete mailing address, including zip code?   Also, I'd like to confirm your telephone number.  (RECORD ON 
FRONT OF SCREENER)

Along with the confirmation letter we are going to send you a travel diary.  For the week prior to the group discussion, 
we would like for you to just record what trips you take, and then bring this diary to the discussion so we can talk 
about your travel experiences.  

Since we are extending only a limited number of invitations to this discussion group, if for some reason you cannot 
attend, please call our office at 1-800-383-2324 ext. 532 so that we can invite another participant.  Thank you for your 
time and we look forward to having you at the discussion.  (END SCREENER.) 

SCHEDULE OF GROUPS: 

Group Day Date Time Location 
Respondent 

Type (Q2) City (Q8) 
1 Mon. 7/18 11:00 am Metro Research 

Services 
1729 King Street 

Suite 302 
Alexandria, VA  22314 

10 car 
4 other 

Arlington/
Alexandria 

2 Wed. 7/20 10:30 am Metro Research 
Services 

9990 Lee Highway 
Suite 110 

Fairfax, VA  22030 

14 other Fairfax City/ 
Falls

Church/Fairfax 
County 

3 Wed. 7/20 12:30 pm Metro Research 
Services 

9990 Lee Highway 
Suite 110 

Fairfax, VA  22030 

14 car Fairfax City/ 
Falls

Church/Fairfax 
County 

4 Thur. 7/21 11:00 am Metro Research 
Services 

9990 Lee Highway 
Suite 110 

Fairfax, VA  22030 

7 car 
7 other

Loudoun County 

IN-DEPTH-INTERVIEW INVITATION:  
We are also conducting more detailed telephone interviews among area residents regarding their opinions of and 
experiences with transportation in this area and would very much like to hear your opinions and suggestions.   

Each interview will last no longer than 30 minutes and you will be paid $25 for your time and participation.  We think 
that you will find the discussion very interesting.  I would like to schedule a date and time that would be convenient 
with you when we could call you back to complete this interview.  Between July 18 and July 24, when would be a 
good day and time for you to take part in this interview?  (CHECK GRID FOR AVAILABILITY OF DAY/TIME.)  

 01 Participating   RECORD DATE & TIME ON FRONT OF SCREENER 
 02 Cannot participate  THANK & TERMINATE  

READ TO EVERYONE: 
Thank you for your time and we look forward to talking to you on [INSERT DATE] at [INSERT TIME]. 
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WB&A
Job No. 05-532B 
June 2005 

Meeting the Transportation Needs of Northern Virginia Seniors  
Focus Group Discussion Guide 

I. Introduction   (10 minutes) 

A. Purpose of meeting:  To discuss your travel needs and preferences so that the Northern Virginia 
Transportation Commission might work with its partners to design better transportation services for 
seniors.

B. About focus groups: 

1. Independent, 3rd party (no vested interest). 

2. Discussion will last about 1½ to 2 hours. 

3. Audio taping -- speak up. 

4. Two-way mirror; associates viewing. 

5. Don't have to raise hands, but speak one at a time. 

6. No right or wrong answers, only your opinion. 

7. It's okay to have a different opinion or feel different from someone else.  And when you do, 
please say so.  Everyone is different, so they think different things.  

8. If I have to interrupt you, it is to keep us moving along, not to be rude. 

9. If you have to leave the room (e.g. to use restroom), please don’t leave all at once, and please 
come back! 

10. Turn off cell phones/pagers (or put on vibrate). 

C. Respondent introductions: 

1. Name (or preferred nickname) 

2. Where live in area?  How long? 

3. Ice breaker 
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II. Isolation & Personal Issues (15 minutes) 

Objective:   Determine the threshold number of trips below which seniors’ quality of life is impacted. 

 A. How often do you like to get out-of-your house? 

 B. How satisfied are you with your ability to get around when you want or need to go someplace? 

  1. If satisfied, how often do you go out? 

  2. If not satisfied, how often do you go out? 

 C.  Why do you not get out more often? 

  1. Does the lack of transportation prevent you from going to the places you want to go? 

a. What places are these? 

b. What time of day/evening/night? 

III. Ideal System (30 minutes) 

Objective:   Determine the characteristics of the ideal senior transportation service (non-driver).  
Understand what people want versus what they need in this service, and where opportunities 
exist for new service or improving existing services. 

A. Describe your ideal transportation option if you could not drive?  (HAVE RESPONDENTS WRITE 
DOWN.)

1. PROBE FOR ATTRIBUTES: Convenient, courteous staff, safe, information that was easy 
to understand, etc.  

2. How does it work?   

3. What amenities does it have?  

4. Where would you get the information about it? 

5. What information do you need to use the service? 

6. Where does it take you?  When?  What time of day? 

7. What does it cost? 

8. How do you pay for it? 

9. Who travels with you? 

 B. If you could change anything about your existing transportation options, what would it be? 

 C. A satisfying transportation option is one that is…  (HAVE RESPONDENT WRITE ANSWER  
  FIRST, THEN DISCUSS.) 

 D.  A satisfying transportation option is one that results in…  (HAVE RESPONDENT WRITE  
  ANSWER FIRST, THEN DISCUSS.) 
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 E. A satisfying transportation option is one that does not result in…  (HAVE RESPONDENT WRITE 
  ANSWER FIRST, THEN DISCUSS.) 

 F. Facilitator works to have participants prioritize the most important attributes and outcomes. 

 G. Does anything similar to this ideal currently exist? 

IV. Testing Services (30 minutes) 

 Objective:   Test interest in new transportation ideas and means of payment.  

Note:  Section A will apply to each concept to be tested.  There will be separate 
handouts/description for each concept.

 A. Present concept.  Read concept to participants.  Have participants rate concept on 
 appeal and likelihood to use on handout.

  1. What is your initial reaction to this concept? 

  2. What, if anything, do you find appealing?  Why do you say that? 

  3. What, if anything, is not appealing to you?  Why do you say that? 

  4. How does this compare to your current means of getting around?  Why is that?  

  5. Is there anything confusing or difficult to understand about the concept? 

  6. Overall, how appealing is this concept? 

a. Is it something that you would consider investigating further if it were available in this 
area?  

7. How likely would you be to use this form of transportation? 

 B. When paying for transportation services, how would you prefer to pay? 

1. Would you be willing to use a debit card that debits from a bank account or from a special 
account, which you’ve already pre-paid?  (Show of hands) 
a. If you were shown how to use one, how likely would you be to use it?  

2. Do you or have you ever used taxi vouchers?   

a. Would you be willing to use a taxi voucher? 

b. If you were shown how to use one, how likely would you be to use it? 
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V. Information Sources (10 minutes) 

Objective: Learn how people learn about transit, what people need to know and how to develop better 
information sources.  

 A. How do you get information about things going on in your community?  

B. How do you prefer to learn new tasks, like using transit?  (e.g., brochure, try it with a friend) 

 C. How do you get information about getting around the community? 

 1. What types of information would you need in order to use transportation?  (e.g.,  signage, 
 schedules on pamphlets, posted schedules) 

2. Where would you look for this information?  PROBE:  Do you pay attention to newspaper 
inserts?  Brochures at the library?  The Internet?  Is direct mail useful? 

VI. Closing (10 minutes) 

A. Suppose you were elected to your local transportation board.  What changes would you make to local 
transportation? (MODERATOR LEAVES ROOM.) 

B. Any comments or suggestions you can make to or about public transportation in particular? 

C. Thank you for your time and opinions.  You can collect your honorarium from the host. Announce 
raffle winner. 
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WB&A Market Research                                Time Started: 
Job #05-532C Time Finished: 
June 2005 Total Time: 

Meeting the Transportation Needs of Northern Virginia Seniors 
- In-Depth Interview Questionnaire - 

Respondent’s Name:           

Address:            

City:         State:  VA   Zip:    
Telephone Number: (         )          
           
Respondent ID#:   Interviewer:        

ASK FOR NAME ON SAMPLE: 
Hello, my name is   with WB&A calling on behalf of the NVTC (Northern Virginia Transportation 
Commission).  I am calling you for your scheduled interview about the transportation needs of seniors in this area.  
Again, a reminder that as a thank you for completing this interview we will send you $25. 

ISOLATION & PERSONAL ISSUES

Q1. First, how often do you like to get out of your house? 

Q2. How satisfied are you with your ability to get around when you want or need to go someplace?  (PROBE:
How often do you go out?”)

Q3.  Why do you not get out more often?  Does a lack of transportation prevent you from going to the places you 
want to go?  (PROBE:  “What places are these?  What time of day/evening/night?”)

IDEAL SYSTEM

Q4. Can you please describe your ideal transportation option if you could not drive?  (PROBE FOR 
ATTRIBUTES: Convenient, courteous staff, safe, information that was easy to understand, etc.  IF ‘MY 
OWN CAR,’ ASK AFTER INITIAL RESPONSE:  “Suppose your car wasn’t available to you?”)
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FOLLOW UP WITH EACH OF THE FOLLOWING: 

a. How does it work? 

b. What amenities does it have? 

c. Where would you get the 
information about it? 

d. What information do you 
need to use the service? 

e. Where does it take you?  
When?  What time of day? 

f. What does it cost? 

g. How do you pay for it? 

h. Who travels with you? 

Q5. If you could change anything about your existing transportation options, what would it be? 
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Q6. Could you please finish the following sentences:  (RECORD ANSWER THEN DISCUSS BEFORE 
ASKING NEXT SENTENCE.  HAVE THEM PRIORITIZE A-C.)

 a.  “A satisfying transportation option is one that is       “

 b. “A satisfying transportation option is one that results in      “

 c. “A satisfying transportation option is one that does not result in     “

Q7. Does anything similar to this ideal currently exist?  What is it?  

TESTING SERVICES

Q8. Now I would like to ask you about the four transportation concepts that we mailed to you a few days ago.  
They were titled Concept L, M, N and O.  Did you receive these in the mail, and if so, do you have them with 
you now? 

 01 Received and have them   CONTINUE

 02 Received, but do not have them now ASK THEM TO GET CONCEPTS

 02  No, did not receive   READ: “That’s okay, I can read them to you  
        now.” 
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ROTATE CONCEPTS L-O 

CONCEPT L - Volunteers in the community provide transportation to seniors who need rides  
READ CONCEPT. 
a. What is your initial reaction to 

this concept? 

b. What, if anything, do you find 
appealing?  Why do you say that? 

c. What, if anything, is not 
appealing to you?  Why do you 
say that? 

d. How does this compare to your 
current means of getting around?  
Why is that? 

e. Is there anything confusing or 
difficult to understand about the 
concept? 

f. Is it something that you would 
consider investigating further if it 
were available in this area?

Q9. On a scale of 1 to 10, where 10 means this form of transportation would be “very appealing” and 1 means this 
form of transportation would be “not at all appealing,” how appealing would this form of transportation be to 
you? 

Very appealing Not at all appealing Rfsd DK 
10 09 08 07 06 05 04 03 02 01 98 99 
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Q10. Again on a scale of 1 to 10, where 10 means you would be “very likely” and 1 means you would be “not at all 
likely,” how likely would you be to use this form of transportation? 

Very likely Not at all likely Rfsd DK 
10 09 08 07 06 05 04 03 02 01 98 99 

CONCEPT M - Subsidized taxi service.  READ CONCEPT.
a. What is your initial reaction to 

this concept? 

b. What, if anything, do you find 
appealing?  Why do you say that? 

c. What, if anything, is not 
appealing to you?  Why do you 
say that? 

d. How does this compare to your 
current means of getting around?  
Why is that? 

e. Is there anything confusing or 
difficult to understand about the 
concept? 

f. Is it something that you would 
consider investigating further if it 
were available in this area?

Q11. On a scale of 1 to 10, where 10 means this form of transportation would be “very appealing” and 1 means this 
form of transportation would be “not at all appealing,” how appealing would this form of transportation be to 
you? 

Very appealing Not at all appealing Rfsd DK 
10 09 08 07 06 05 04 03 02 01 98 99 
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Q12. Again on a scale of 1 to 10, where 10 means you would be “very likely” and 1 means you would be “not at all 
likely,” how likely would you be to use this form of transportation? 

Very likely Not at all likely Rfsd DK 
10 09 08 07 06 05 04 03 02 01 98 99 

Q13. Would you be willing to use a debit card that debits from a bank account or from a special account, which 
you’ve already pre-paid?  (PROBE:  “If you were shown how to use one, how likely would you be to use it?”)

Q14. Do you or have you ever used taxi vouchers?  (PROBE: “Would you be willing to use a taxi voucher? If you 
were shown how to use one, how likely would you be to use it?”)

CONCEPT N - Small buses travel on routes designed to link areas where concentrations of 
seniors live to local shopping areas and medical facilities.  READ CONCEPT.
a. What is your initial reaction to 

this concept? 

b. What, if anything, do you find 
appealing?  Why do you say that? 

c. What, if anything, is not 
appealing to you?  Why do you 
say that? 

d. How does this compare to your 
current means of getting around?  
Why is that? 

e. Is there anything confusing or 
difficult to understand about the 
concept? 

f. Is it something that you would 
consider investigating further if it 
were available in this area?
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Q15. On a scale of 1 to 10, where 10 means this form of transportation would be “very appealing” and 1 means this 
form of transportation would be “not at all appealing,” how appealing would this form of transportation be to 
you? 

Very appealing Not at all appealing Rfsd DK 
10 09 08 07 06 05 04 03 02 01 98 99 

Q16. Again on a scale of 1 to 10, where 10 means you would be “very likely” and 1 means you would be “not at all 
likely,” how likely would you be to use this form of transportation? 

Very likely Not at all likely Rfsd DK 
10 09 08 07 06 05 04 03 02 01 98 99 

CONCEPT O - Bus service that operates on a regular route, with deviations allowed so bus 
can travel off route to pick up/drop off passengers who request deviation.  READ CONCEPT. 
a. What is your initial reaction to 

this concept? 

b. What, if anything, do you find 
appealing?  Why do you say that? 

c. What, if anything, is not 
appealing to you?  Why do you 
say that? 

d. How does this compare to your 
current means of getting around?  
Why is that? 

e. Is there anything confusing or 
difficult to understand about the 
concept? 

f. Is it something that you would 
consider investigating further if it 
were available in this area?
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Q17. On a scale of 1 to 10, where 10 means this form of transportation would be “very appealing” and 1 means this 
form of transportation would be “not at all appealing,” how appealing would this form of transportation be to 
you? 

Very appealing Not at all appealing Rfsd DK 
10 09 08 07 06 05 04 03 02 01 98 99 

Q18. Again on a scale of 1 to 10, where 10 means you would be “very likely” and 1 means you would be “not at all 
likely,” how likely would you be to use this form of transportation? 

Very likely Not at all likely Rfsd DK 
10 09 08 07 06 05 04 03 02 01 98 99 

Q19. When paying for transportation services, how would you prefer to pay?  

INFORMATION SOURCES

Q20. How do you get information about things going on in your community? 

Q21. How do you prefer to learn new tasks, like using transit?  (e.g., brochure, try it with a friend) 

Q22. How do you get information about getting around the community? 

Q23. What types of information would you need in order to use transportation?  (e.g.,  signage, schedules on 
pamphlets, posted schedules) 

Q24. Where would you look for this information?   (PROBE:  Do you pay attention to newspaper inserts?  
Brochures at the library?  The Internet?  Is direct mail useful?)

READ TO EVERYONE: 
This concludes our survey.  Thank you for your time and opinions.  So that I can send you our thank you of $25, could 
I please get your full address? (RECORD ADDRESS ON FRONT OF SCREENER.) 



A�-�0

Handout #1 

Describe your ideal transportation option if you could not drive
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Handout #2 

A satisfying transportation option is one that is… 

A satisfying transportation option is one that results in… 

A satisfying transportation options is one that does not result in…
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Transportation Concept L

Volunteers in the community provide 
transportation to seniors who need rides. 

Volunteers use their own cars. 
Passengers request trips in advance 

through an organization that matches 
volunteers with seniors needing rides – 
typically requests are made one to 
several days in advance, although some 
programs allow for same-day scheduling 
and service. 
Volunteer driver can provide help getting 

in and out of the car and to the 
destination.
Trip is usually not shared with other 

riders.
Cost to the passenger will vary. 

Examples: Passengers pay $3 to $5 per 
one-way trip depending on their trip 
distance.



A�-��

What is your initial reaction to this concept?
(Please explain) 

How appealing would this form of transportation be to you? 

Very appealing      Not at all appealing 

10 09 08 07 06 05 04 03 02 01

How likely would you be to use this form of transportation? 

Very likely      Not at all likely 

10 09 08 07 06 05 04 03 02 01
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Transportation Concept M 

Subsidized taxi service. 

• Taxi sedans and vans are used. A wheelchair 
accessible taxi can be requested.

• Passenger requests service the same way anyone 
requests a taxi – telephoning for a trip when you 
need one.  Currently, wheelchair users are 
encouraged to schedule their rides one day in 
advance to ensure availability. 

• Taxi provides pick-ups in front of your home and 
takes you directly to the curb in front of your 
destination.

• Some drivers are willing to help you get in and out 
of the taxi and sometimes to and from your door. 

• Trip is not shared with other riders, unless you bring 
a companion. 

• Cost for taxi voucher trip depends on the subsidy 
provided by your city or county.  In Fairfax County, 
coupon books worth $30 are sold for $10 to eligible 
seniors.  This means that a one-way trip that cost 
$15.00 on the meter would actually cost you $5.00, 
with an additional cost for the tip (recommended 
15% on $15 or $2.25). The total charge for the one-
way trip ($17.25) would cost you $7 with the 
coupons.
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What is your initial reaction to this concept?
(Please explain) 

How appealing would this form of transportation be to you? 

Very appealing      Not at all appealing 

10 09 08 07 06 05 04 03 02 01

How likely would you be to use this form of transportation? 

Very likely      Not at all likely 

10 09 08 07 06 05 04 03 02 01
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Transportation Concept N 

Small buses travel on routes purposefully designed to link 
areas where concentrations of seniors live to local shopping 
areas and medical facilities. Service is operated on a 
scheduled basis. 

 Small buses, accessible to passengers in wheelchairs, are 
used.
 Trips do not have to be requested in advance.  Pickup times 

occur at the same times on the same days each week.
 In one type of service route, a bus would pick up at an 

apartment building at 10:15 every Tuesday and take them 
to the grocery store, returning at noon.  The same bus on 
Thursdays would take seniors to the shopping mall, 
returning at 1:00... 
 In another type of service route, buses would come by only 

two days each week  (for example Tuesdays and 
Thursdays) every 30 minutes between 9:30 and 3:30, 
always using the same route going by residences, stores, 
and medical facilities within the same general area.
 Routes are designed to minimize walking to and from the 

bus.  This means, for example, the bus would stop right in 
front of the door of the apartment complexes and the main 
stores, rather than on the street. 
 Bus driver provides help in getting on and off the bus, but 

not to and from building entrances. 
 Trips would be shared with other seniors and possibly 

younger persons with disabilities. 
 Cost for trip may be the same or somewhat more than a 

regular bus trip – for example, $2.00. 
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What is your initial reaction to this concept?
(Please explain) 

How appealing would this form of transportation be to you? 

Very appealing      Not at all appealing 

10 09 08 07 06 05 04 03 02 01

How likely would you be to use this form of transportation? 

Very likely      Not at all likely 

10 09 08 07 06 05 04 03 02 01
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Transportation Concept O 

Bus service that operates on a regular route, with 
deviations allowed so the bus driver can travel off the 
route (from several blocks to up to 3/4 mile) to pick up 
and drop off passengers who request a deviation. 

Mid-size buses, accessible to passengers in 
wheelchairs, are typically used. 
Passenger requests a deviation in advance – for 

example, several hours or possibly up to one day in 
advance. A set number of deviations are allowed, so 
that the bus can stay on its schedule. 
Bus may come close to your house or possibly to the 

curb in front of your house for a deviation trip, 
depending on where you live. 
Driver provides very limited, if any, help in getting on 

and off the vehicle. 
Once on board, seniors would ride with the general 

public.
Cost for a trip is typically more than a regular bus fare 

– for example, if the regular fare is $1.00, the 
deviation may cost another $1.00, for a total of $2 a 
one-way trip.
 This route would offer free transfers to transit routes 

providing connections to other parts of the region. 
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What is your initial reaction to this concept?
(Please explain) 

How appealing would this form of transportation be to you? 

Very appealing      Not at all appealing 

10 09 08 07 06 05 04 03 02 01

How likely would you be to use this form of transportation? 

Very likely      Not at all likely 

10 09 08 07 06 05 04 03 02 01
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TRIP 1:    Date:      

A. TIME OF TRIP? START: FINISH: 

1. Drove a Car 

2. Rode in a car or something else driven by someone else 

3. Used Metrorail, VRE or public bus service 

4. Walked to get to destination 

5. Used transportation provided to people with disabilities  

B. MEANS OF 
TRANSPORTATION?
(PLEASE CIRCLE ALL 
THAT APPLY) 

6. Used a senior or community van, such as dial-a-ride 

C. IF SOMEONE ELSE DROVE 
YOU, WHO DROVE? 

D. IF YOU TOOK A TAXI, DID 
YOU USE A TAXI VOUCHER? YES NO 

E. WHERE DID YOU GO  
ON YOUR TRIP? 

1. A cane, crutch or walker 
2. An electric wheelchair or scooter 

3. A non-electric wheelchair 

4. A person to travel with you 

5. A person to help you get in and out of your home 

F. DID YOU USE ANY OF THE 
FOLLOWING? (PLEASE 
CIRCLE ALL THAT APPLY.) 

6. A person to help you get in and out of vehicles 

G. COMMENTS: 
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Senior Brokers Focus Group 
Meeting Summary 

August 18, 2005 
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Background and Objectives 

On August 18, 2005, twenty-one professionals and volunteers met at the Fairfax 
County Decision Support Center to discuss the transportation needs of seniors in 
Northern Virginia. The individuals invited to participate in this focus group were 
brokers (professionals and volunteers) in direct contact with seniors and well 
aware of their transportation needs. The participants work for public, volunteer, 
and private organizations that provide seniors and adults with disabilities 
transportation service information and referral or actual transportation.  A list of 
participants and their organizations is attached.  

NVTC’s objective for this focus group was to gain insights on the transportation 
needs of seniors that currently are not being adequately met. Participants were 
asked to describe an ideal transportation system for seniors and recommend 
short-term (the next five years) and long-term (over the next 25 years) solutions.

The Fairfax County Decision Support Center is a state-of-the-art facility that 
offers collaborative technology services to make meetings more efficient and 
productive. Participants were each assigned a workstation where they were 
asked to type in answers to specific questions posed.

This meeting summary is intended to provide an overview of the key messages 
received from focus group participants. A complete printout of all comments 
provided by participants through their workstation can be found is attached.
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The Ideal Transportation System for Seniors 

A Satisfying Transportation Options is: 

Participants were asked to describe an ideal transportation system for seniors by 
focusing on satisfying transportation options. Accessibility, easy-to-use, reliable 
and available ranked as the top responses.  Transportation providers should care 
for the well being of the individual by being supportive, providing safe 
transportation, making the system individualized, and assisting with mobility 
needs.

An accessible system should be sensitive to the needs and abilities of seniors.  
Accessibility was defined by participants according to the quality of service, 
whether the system serves a large geographic service area, and whether it 
accommodates riders’ physical limitations.

 Participants would like seniors to have a system that operates seven days 
a week and during the evenings.  Seniors who drive in the day may not 
drive in the evening (7-11pm). The non–peak service times need to be 
focused on seniors.

 The individual needs to physically access the vehicle.  This may require 
assistance from the driver or an escort.  The vehicles also need to be 
handicapped accessible. 

 Vehicles should be well-maintained so that they are working properly and 
are dependable.

A complicated transportation system can discourage seniors. Ease of use was 
the second most important characteristic of a suitable system.  This includes 
activities from scheduling appointments to handling fares. 

 The individual should be able to schedule an appointment without a 
significant amount of lead-time.  One or two days advance scheduling at 
the most. Same day service is ideal. 

 Taxi drivers need to be responsive and accept the vouchers presented by 
the senior.  Taxi drivers often show irritation with coupons, causing some 
seniors to feel intimidated.

Participants scored reliability and availability as a key element in a transit 
system for seniors.  A reliable service was defined as one that runs on-time for 
both the outbound and return trip.
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 Seniors need a reassurance from a live person that the vehicle will show 
on-time.

 A lack of reliability and availability of a service can cause anxiety, stress, 
frustration, and discourage ridership. Seniors need to get to locations on 
time in a stress free environment, feeling safe and reassured the driver will 
return from them.   

Affordability was fairly important, but did not rank among the highest responses.
However in discussion, cost was a significant issue for poor seniors and those in 
fear of depleting all of their resources. 

A Satisfying Transportation Option Results In: 

Participants were asked to list characteristics of what a satisfying transportation 
option results in.  Decreased stress for the senior passenger would be the best 
result.  This reduction would be obtained by a system that is safe, on-time, and 
comfortable.  Seniors want to manage their lives independently and this is 
possible with a less stressful transit system.  Participants indicated a stressful 
experience could build anxiety and frustration among its customers and 
ultimately discourage ridership entirely.

The safety of the senior is dependant on the service provider (driver) and the 
vehicle used to transport the seniors.   

 Participants indicated that seniors worry about arriving at their destination 
safely.  A senior’s family members also need to be confident that the 
transportation their loved one receives is safe.   

 There has to be a level of security with the driver and the vehicle.  Seniors 
fear being jostled into wheelchair vans.

Reaching a destination on-time is very relieving for a senior.  A service that is 
regularly tardy can cause distrust in the reliability.  This can be very stressful if a 
senior only has one transportation option. 

 A late arrival may mean a refusal of medical service or the senior may 
have to wait many hours for the next opening.   

 The wait time for a ride should be no more than 5 or 10 minutes.  15 
minutes would be the maximum amount of time. 

 If seniors are being stranded numerous times, the word will spread to 
other customers and they will not use the service again. 
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Participants indicated a senior’s comfort would greatly reduce the level of stress.

 A warm, assisting attitude of the service provider would make the senior 
feel more comfortable, lowering stress levels.

A satisfying; therefore successful, transportation option may enable seniors to 
remain in their own homes for as long as they desire.  A lack of adequate 
transportation may severely limit a senior’s housing choices.  

A Satisfying Transportation Option Does NOT Result In: 

Participants were asked to list characteristics of what a satisfying transportation 
option does not result in.  The reported characteristics reinforced the ideals of a 
satisfying transportation services from the first two questions posed.  The main 
negative characteristics discussed included: high stress and anxiety, missed 
appointments or being stranded, and high costs.

Most of the characteristics described rely highly on good customer service.
Seniors are looking for drivers that provide a comfortable, stress free 
environment.  They also need services to take them to a variety of venues and 
that offer extended hours of operation.

This question lead participants into a discussion of availability and funding for 
transportation services.   

 It was reported that in one jurisdiction, limited transportation funding has 
resulted in intergeneration “wars” over resources.  Younger individuals 
with disabilities fight against the senior population for resources to fund 
appropriate services. Another participant pointed out that MetroAccess 
has to compete against Metrorail and Metrobus for funding.

 Metrorail is not a satisfying option for many seniors because it is primarily 
designed to serve commuters to the central business district.  

Transportation Needs Identification 

Participants were asked to provide general and specific examples of the 
transportation needs of their senior clients that are not currently being met or to 
describe the types of transportation challenges their clients experience.

Destinations Not Served: 

1. Types of destinations not served by existing transportation options. 
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 Some of the responses are as follows: 

“Areas outside of one’s county” 

“Walter Reed Medical Center” 

“Long distance trips” 

“Beauty/barber shop, church, drug store, appointments outside area” 

One participant who is familiar with the decision-making for county policies gave 
an in-depth explanation of this problem. As an increasing number of seniors give 
up driving, they are left “marooned and isolated or dependent on others (if 
available) for meeting their travel needs.”  This participant cited the root of the 
problem as dispersed development patterns coupled with minimum transit 
availability, and suggested that the county invest in “low-cost, widely diffusible 
transit modes” that would benefit seniors and the general population.

2. Longer trips

 There is a need for long distance transportation (greater than 60 miles). 

 One participant lists the facilities in the County where seniors reside or 
make frequent visits: 

“…senior housing facilities, senior centers, community centers, adult day 
care facilities, and large commercial properties where physicians, 
specialists, and grocery stores are located.”

3.  Inter-jurisdiction Paratransit 

 Many participants indicated seniors need to be able to travel out of their 
jurisdiction.  For example one comment was: “Metro only serves 
jurisdictions that are part of its compact.”

Inaccessible Infrastructure: 

Some seniors are unstable and have trouble walking, requiring door-to-door 
service from providers.  They also need assistance carrying packages such as 
groceries.  Some seniors may require a knock on the door if they have trouble 
remembering pick-up times. 

1. Inaccessible Infrastructure: 
 Responses are as follows: 
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“Many of the bus stops do not have benches for people to sit and wait or 
be protected from the weather” 

“Curb cuts that do not align with bus stops that may be mid-street or no 
curb cut where bus shelter is located” 

“Difficult getting bus drivers to make stop announcements which assists all 
customers, but especially seniors and customers who are blind or who 
have cognitive disabilities and need assistance orienting themselves as 
they travel on the bus so they know at what stop to get off.” 

“Wheelchair lifts that break down frequently” 

2. Few door-to-door Options: 
 Responses are as follows: 

 “Significant problems for people with minimal mobility”

“This is a very important concern for independence” 

3. Bus Deviation is an important service for those who cannot wait on a street 
corner for an extended amount of time.  Some areas do not have transit 
within miles.  The problem is that people move out to these areas with no 
transit and later want transit to come to them.

Eligibility Limitations: 

1. Eligibility limitations regarding income, age or disability leave some stranded, 
without the service they need. 

 Occasionally there are no transportation options for low-income seniors; 
public transportation may not reach their neighborhoods or they may be 
unable to even afford discounted transportation. 

 Even seniors who can afford the taxi fee are worried about having enough 
money.

 Seniors have to qualify by income level, age, and disability to be eligible 
for special transportation services. One participant explained that the 
number of different services, each with its own qualifying standards is 
confusing for industry professionals. S/he recommended increased 
consistency among providers to make it simpler to access these various 
options.
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 Several participants suggested a fee scale for higher income seniors, 
allowing them to receive service as well.   

2.  The existing services for seniors have several limitations.  For example 
MetroAccess only serves people with disabilities and requires a certification of 
the disability.  This certification expires every three years, even for individuals 
permanently disabled.

 Participants commented on the existing services: 

“MetroAccess does not serve seniors unless they have a disability.” 

“In Alexandria, the in-town trips are available to all seniors age 60+ without 
regard to income for medical appointments and grocery shopping.” 

“Although seniors 75+ have options for lower cost taxi’s many people  
under this age are also in need” 

Assistance Needs: 

1. Door-to-Door Service 

 The overall response from participants is that transportation services 
should at least offer door-to-door services.  Some participants would like 
to see more door-through-door services. “Many of the transportation 
services do not provide assistance for seniors with packages, getting in 
and out of the vehicle.”

2. Training for Paratransit Drivers 

 Drivers need more training on how to assist seniors and people with 
disabilities.  Drivers need to display some sense of sensitivity to a senior’s 
physical limitations or mental disability.

 One participant recommends having seniors at the training sessions so a 
dialogue can take place. “Service providers need to be kind, patient, and 
trained to know that older people will probably operate a lot slower than 
younger people.” A language barrier may cause further frustration for the 
rider and driver. 

 Healthy seniors need a personal escort to demonstrate how to navigate 
the bus/rail systems.
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Service Span Hours:

Participants indicated service hours need to be extended to the late afternoon, 
evening, and weekend hours.  The paratransit services should mirror the general 
availability of transit services now in existence.  An adequate volunteer service is 
also important.  Currently the limited number of volunteers affects the availability 
of the service provided.   

Cost:

1. High Fares 

 Participants suggest the use of an “easy pass” for seniors, similar to what 
is used for toll roads.  There needs to be a uniform method of payment 
accepted by each of the transportation vendors.

 Many seniors cannot afford the price of transportation.  The income 
requirement should be abolished. Many people are left behind because 
they require an escort and cannot afford it. 

2. Operational Costs 

 Agencies costs increase on a daily basis. The cost of gasoline, additive 
equipment, and labor are a few examples of operation expenses.  One 
participant suggested an emergency fund be in place to meet the growing 
needs.

Reliability

1.  Participants were posed the following questions: Is the service dependable?
Does the bus show up when it is scheduled?  Does the taxi provide a return trip 
as requested?  How much stress is caused by lack of certainty in how the service 
will perform? 
 Responses are as follows: 

“Frequently not picked up for appointments with enough time to meet 
deadline.  Also left waiting at the doctors office for return transportation to 
home.”

“Drivers not always sure of destination” 

“Many times seniors wait for a while, go back in their homes to make calls 
and then the transportation comes and leaves them because they are not 
outside waiting.” 
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“A lot of stress is caused by unreliable service” 

“They end up feeling trapped in a system that is not good for them, but 
they have no other choice.” 

2. Taxi Driver versus Private Drivers 

 Participants indicated that taxi drivers cause tremendous stress for the 
senior. “Taxi services provide unreliable service.”  There is also a 
shortage of wheelchair accessible taxis. 

 Participants favor volunteer private drivers.  “Private drivers offer the 
greatest dependability.” 

 Both services need to meet the needs of the senior.  Providers need to be 
well trained and on-time.  Only a ten-minute window is acceptable. 

Ease of Use:

Participants were asked: “Can seniors easily locate understandable information, 
or are they required to make call to multiple agencies and individuals?” 

1. There is still little written information that presents a compilation of all 
providers’ services available to seniors. While there is considerable information 
on fixed-route services available over the internet, most seniors do not use the 
technology and thus cannot access this information. Sometimes there is too 
much information to comprehend over the phone.  Foreign accents of information 
line operators can also add confusion for the senior with poor hearing.  Some 
systems are complicated because of the operating conditions.  A senior has to 
find out: “Do they qualify?  Where will the service take them?  Who do they have 
to contact in order to get the service? Where do they get the application for 
service?”

2. Participants made suggestions to improve the ease of use of a system: 

 “More medical and personal services that come to seniors – like ‘wills on 
wheels’ and ‘meals on wheels’.”

 “Where possible, have a live person answer phone—voice mailbox 
options are hard to hear for seniors and difficult to maneuver.”

 “Ensure that information is simple, easily read and is sensitive to non-
English speaking seniors.”
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 “For each transportation option there should be, ideally, a mentor program 
teaching the rider how to use the system most effectively.”

Convenience: 
Participants were asked the initial question: Does the service take seniors where 
they need to go when they need to go? 

1. Extended Service Hours 

 Transportation providers need to extend the hours of their service to 
include 7-11pm and weekends.

 24-hour service also needs to be available. 

2. Special Trips 

 Seniors often need service to other areas such as John Hopkins in 
Maryland.

 Emergency medical appointments need same day service. 

Other:

The following are responses from participants identifying needs not already 
addressed: 

 “A change in attitudes of elected officials regarding the importance of the 
transportation of seniors.” 

 “Assisted living facilities are resistant to their residents being able to use 
non-facility transportation services even if the resident is mobile.” 

 “We have found that even though adult care facilities advertise as offering 
transportation, they often do not provide it on an as-needed basis.” 

 “We need to address ESL (English as a Second Language) for seniors 
and the unique issues that will arise with language and cultural barriers.” 

Potential Solutions:

Potential solutions were discussed among the participants in an open forum.
Elected officials need to recognize the need and fund the solutions accordingly.  
Public transportation needs to be improved for every user.  The design of 
communities need to be discussed and planned by land use and transit 
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individuals.  Some participants advocated for planned communities with mixed-
use development where everything would be conveniently located near 
everything else (medical facilities, stores, senior housing), less spread out and 
easier to get to. One participant added that age-segregated communities are not 
an ideal solution—intergenerational communities are better. Even in well-planned 
communities, more sidewalks accessible to seniors and persons with disabilities 
are needed. Someone offered that additional regulations are needed to put 
builders and transit providers together to develop infrastructure. S/he offered the 
example of where Fairfax County built a homeless shelter on Route 29 without 
any nearby bus service. Someone else mentioned that transit proffers are not 
negotiated in all jurisdictions.

Transportation Concepts 
Participants were presented with five different transportation concepts.  They 
were asked to list the advantages and disadvantages of each. 

Concept L: Volunteers in the Community provide transportation to seniors 
who need rides. 

Passengers request trips one to several days in advance through an agency, 
matching them with an appropriate driver.  Some same day scheduling may be 
possible.  Volunteers would use their own cars and provide help getting in and 
out of the car and to the destination.  Trips are not shared with other riders.  Cost 
to passenger will vary depending on distance.   

1. Advantages: 

 Participants stated this option cares for the whole individual.  It is a 
reliable, accessible, personal, comfortable, safe, and simple service.
Since it would be a private ride of the senior, the driver can be for flexible 
to help them with their needs.  This also provides some much-needed 
one-on-one attention for the passenger. 

 The ability to match a driver to a particular passenger was also favored by 
participants.  This would allow a passenger to request a person, for 
example, men might prefer a male driver.  It would also be “possible to 
develop a relationship with someone.”   The passenger would be able to 
build a trust with the driver, lowering that passenger’s stress level. 

 Several participants indicated that the cost of the service was affordable.
“This has a potential to provide a low cost solution to a big need.”

 The same day service would also be beneficial to the customer.  This 
service could serve as a back up for missed trips. “There is a lot of 
interest in using same day service.”
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2. Disadvantages: 

 Cost is also listed as a disadvantage for low-income seniors if they need 
numerous trips.

 Many of the disadvantages are for the volunteer.  The volunteer will have 
to pay for the gas and afford the increasing prices.  They may also have to 
pay for increasing their liability insurance.

 Since the volunteers are using their own vehicle there are less chances 
that it will be wheelchair accessible.  “Can this service meet all types of 
physical disability needs?”

Concept M: Subsidized Taxi Service 

This service provides wheelchair accessible taxi sedans and vans upon request.  
Passengers would schedule a trip the same way anyone would request a taxi.
Wheelchair users are encouraged to call one day in advance.  This would be a 
curb-to-curb service.  Some drivers are willing to help the passenger get in and 
out of the taxi and sometimes to and from your door.  Trips can be shared with 
other riders unless the passenger brings a companion.  Cost of taxi voucher trip 
depends on the subsidy provided by the passenger’s city or county.

1. Advantages: 

 Participants found this concept to be more flexible for seniors.
Passengers do not have to schedule a trip far in advance, which gives 
them a sense of normalcy.

 The “door-to-door service is very desirable.” This concept would be 
acceptable as another option for seniors. 

 Wheelchair accessibility is also thought to be a great asset by the 
participants.   

 The drivers are familiar with most routes in the area and already have 
liability insurance. 

2. Disadvantages: 

 Currently this system is unreliable.  The drivers show up late, leaving a 
senior to stand outside in various weather conditions.   
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 This is an impersonal form of transportation. “Many drivers lack sensitivity 
to the needs of seniors, are unable to assist with disabilities, frequently 
have heavy accents, and are not understood by seniors.”

 This option is also thought to be too costly for low-income passengers. 

 Wheelchair accessible vehicles are not always available.  Passengers 
may require more assistance since this service is not always door-to-door. 

Concept N: Service Routes 
Small Buses travel on routes purposefully designed to link areas where 
concentrations of seniors live to local shopping areas and medical facilities.  
Service is operated on a scheduled basis. 

This service operates small, wheelchair accessible buses.  Pickup times occur at 
the same times on the same days each week and trips do not have to be 
requested in advance.  Routes are designed to minimize walking distance to and 
from the bus.  Bus drivers would provide help getting on and off the bus, but not 
to and from building entrances.  Trips would be shared with other seniors and 
those with disabilities.  The cost of the trip would be comparable to a regular bus 
trip.

1. Advantages: 

 Most participants indicated this was a good concept for those mobile 
seniors living in an apartment complex.  Seniors would have the 
opportunity to meet others in the complex and assist others with needs.

 The cost of this service is considered inexpensive. 

 The structured schedule allows the passenger to plan their appointments 
around this transportation.   

 “Trying out this system may encourage seniors who are able to begin to 
use Metorbus or local bus service to get around for other trips.”

2. Disadvantages: 

 This service is limited to those passengers who do not need assistance to 
the building entrance and those who live on the route of the bus.  This 
service would leave out most of the population in single-family homes.

 There is concern for how long the passenger will be riding on the bus.  
“What if the bus is full?”
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 The destinations of the service are also limited.

Concept O:  Route Deviation  
Bus service that operates on a regular route, with deviations allowed so the bus 
driver can travel off the route (from several blocks to up to ¾ mile) to pick up and 
drop off passengers who request a deviation. 

A mid-size bus, accessible to passengers in wheelchairs would typically be used.  
The deviation requests need to be made in advance from several hours to one 
day.  The bus may come close to the passenger’s home or possibly to the curb in 
front of their home.  Driver provides limited, if any, help getting on and off the 
vehicle.  Senior would ride with the general public and the cost for a trip is more 
than a regular bus fare.  This route would offer free transfers to transit routes 
providing connections to other parts of the region.

1. Advantages: 

 Participants found this concept to be an excellent idea.  “With accessible 
bus stops, this is an idea that could meet the needs of a significant 
number of seniors.” 

 This is an affordable option of transportation for independent seniors.

 It is also a benefit to have seniors interacting with the general public.   

2. Disadvantages: 

 Passengers need to be educated on how to use the system.  This service 
can be inconvenient and some seniors maybe reluctant to use the bus.

 This requires advance planning and the driver on the return trip my not be 
aware of the deviation.   

 Seniors still have to wait in weather conditions.  The wheelchair 
accessibility remains a limitation.  Seniors who need assistance would be 
at a disadvantage.

Concept P: Travel-Training 

Travel training provides seniors the opportunity to learn how to use the public 
transportation system through a hands-on learning experience.  Trainers would 
ride with seniors to and from a destination explaining how the system worked.  
The bus delivers seniors to Metrorail stations where they learn how to determine 
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the fare and purchase Metrorail fare cards, read the system map and board the 
trans to travel by rail.   

1. Advantages: 

 Many participants found this to be an “excellent” option, giving the senior 
some independence.   

 The one-on-one concept is good for those seniors who need individual 
attention.  The senior needs to be matched appropriately with a trainer 
who speaks the same language.   

 “Travel training would provide an opportunity for passengers to learn to 
use public transportation rather than to depend on paratransit or senior 
transit services.”

2. Disadvantages: 

 This option is not feasible for seniors with special needs.   

 There needs to be an incentive for the senior to try this option.

 There may be too much information for the senior to comprehend. It takes 
the right kind of trainer for the senior to feel comfortable.

Discussion Exercise 
Participants were told they had been appointed to the Northern Virginia 
Transportation Authority, the regional body responsible for deciding which 
solutions to pursue.  They were asked to come to consensus on the solutions to 
pursue for the next five years and over the next 25 years.

Recommendations included establishing a broker system where seniors could 
get one-stop information on transportation services available to them in the 
region and schedule rides on those services, measures that would improve the 
accessibility of public transportation, and recommendations on the best means of 
getting information to seniors.   They recommended that funding decisions be 
guided by an assessment that quantifies the extent of the different transportation 
needs of seniors.

Participants indicated the limitations of just one solution.  A solution for Arlington 
might not work for Prince William County.  The services should be built on 
existing infrastructure. “One size doesn’t fit all localities or all seniors.”  The main 
focus of the services should be to enhance the quality of life of passengers by 
providing quality transportation services. 
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Public officials need to be convinced that the population is aging, and that 
seniors want to age in place and maintain mobility.  The adult councils and 
commissions on aging should be used to lobby public officials.  Officials should 
role-play people with disabilities to see the impacts upon mobility.   

Recommended Measures to Improve Senior Mobility 
 Public transportation in general needs to be improved and seniors need to 

be included in the design of services.  Public transit needs to be promoted. 
There should be disincentives for driving single-occupancy vehicles.   

 Increase the accessibility of public transit by bus by installing sidewalks, 
bus shelters and benches, posting schedules, purchasing low-floor buses 
that do not require users to step up to get on the bus, and providing an 
attendant to help with boarding.

 Use a universal debit card accepted by all providers (regional SmarTrip 
card accepted on all buses and taxis).

 Riding transit needs to be simple.  Voice announcers should be 
operational.

 The unanimous decision of the group was to fund travel-training.  Use 
high-school volunteers to learn transit and train folks.  Also, “train seniors 
to help seniors.”

 Volunteer driver programs were also accepted, but participants still 
emphasized the need for more funding. 

 Developments should be responsible for sponsoring shuttle services. 

 Provide one central location for travel information for seniors.  A broker 
should match seniors with rides using a computerized system.  Home 
visits maybe required to assist some seniors in filling out an application. 
Fund a broker to coordinate all the discussed concepts and refer seniors 
to the option that best fits their needs.  Users are registered with 
information indicating their needs and capabilities.  Bilingual staff would be 
needed.

 Provide a senior travel kit explaining how to get to various destinations.  It 
should also be translated into different languages. 

 Information should be distributed to senior centers, senior housing, 
NORCs, churches/synagogues, etc. 
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 The Area Agencies on Aging are good sources of information, but there 
are still many resources that need more funding. 

 Most seniors get information about transportation options by word of 
mouth.

 Seniors should be aware that the services cannot accommodate everyone 
because of the lack of funding. 
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Agenda - NVTC 
8/18/2005 
10:00 AM WELCOME & INTRODUCTION 
10:05 AM SESSION SIGN-IN & INTRODUCTIONS (Topic Commenter) 

Today's attendance. 
10:15 AM REVIEW AGENDA & GROUND RULES 

Facilitator discusses agenda for the session and review ground rules. 
10:20 AM HOW ARE YOU INVOLVED? (Topic Commenter) 

Provide information about your involvement in transportation issues for 
seniors.  What senior transportation services, if any, does your organization 
provide? 

10:30 AM IDEAL SYSTEM (Topic Commenter) 
Participants will identify the qualities of a satisfying transportation system for 
seniors.

10:40 AM TRANSPORTATION NEEDS IDENTIFICATION (Categorizer) 
Participants will identify the transportation needs of seniors that are currently 
unmet and provide an idea of the extent of those needs. 

11:00 AM TRANSPORTATION SOLUTIONS (Categorizer) 
Participants will participate in a brainstorming session to identify potential 
solutions to meet the needs of seniors. 

11:10 AM TRANSPORTATION CONCEPT L (Categorizer) 
Participants evaluate advantages and disadvantages of a potential solution 
already proposed. 

11:15 AM TRANSPORTATION CONCEPT M (Categorizer) 
Participants evaluate advantages and disadvantages of a potential solution 
already proposed. 

11:20 AM TRANSPORTATION CONCEPT N (Categorizer) 
Participants evaluate advantages and disadvantages of a potential solution 
already proposed. 

11:25 AM TRANSPORTATION CONCEPT O (Categorizer) 
Participants evaluate advantages and disadvantages of a potential solution 
already proposed. 

11:30 AM TRANSPORTATION CONCEPT P (Categorizer) 
Participants evaluate advantages and disadvantages of a potential solution 
already proposed. 

11:35 AM BOARD EXERCISE 
Participate in a role-playing exercise serving as members of the board that has 
to decide which solutions to pursue. 

11:55 AM SESSION FEEDBACK (Topic Commenter) 
12:00 PM WRAP UP & ADJOURN MEETING 
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SESSION SIGN-IN & INTRODUCTIONS (Topic Commenter) 

Participant Instructions 
Please provide us with your Electronic Business Card information. 

DOUBLE CLICK on sheet of paper and key in your information in the edit window at 
the bottom.  Then click on SUBMIT and CLOSE. 

Thank you. 

1. ELECTRONIC BUSINESS CARD (Name, Organization, Title, Phone #, E-mail) 
Steve Sheard 
GDSC
Technographer
207-6960
Steven, {#13} 

Louise Armitage 
Human Services Coordinator 
City of Fairfax {#14} 

Janice Holmblad 
Shepherd's Center of Oakton-Vienna 
Executive Director 
703-281-5088
jholmblad@scov.org {#15} 

MaryAnn Griffin 
City of Alexandria 
Director, Office of Aging and Adult Services 
703 838-0921 {#16} 

Pat Williams 
President, GraceFul Care, Inc. 
Chairman, Herndon Dulles Chamber of Commerce 
703-904-3994   Pat@GraceFulCare.com {#17} 

Rikki Epstein 
WMATA 
ADA Project Officer 
202-962-1125
repstein@wmata.com {#18} 
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Buffy Ellis 
KFH Group, Inc. 
Sr Transportation Planner 
301-951-8660
bellis@kfhgroup.com {#19} 

Michael Artson 
FASTRAN
Transportation Planner 
703-324-7071
michael.artson@fairfaxcounty.gov {#20} 

Cheryl Johnson 
PRCR - Office of Senior Adult Programs 
Countywide Director of Senior Centers 
703-228-4746
cejohnson@arlingtonva.us {#21} 

Nancy Sutton 
Loudoun Volunteer Caregivers, A Faith in Action Program 
Executive Director 
703-779-8617
NSutton@LVCaregivers.org {#22} 

Michele G. Campbell 
Arlington Agency on Aging  
Aging Services Specialist 
703-228-1729
mcampb@arlingtonva.us {#23} 

Linda Peterson 
Coordinated Services Planning - DSMHS 
Social Worker II 
703-324-5448
Linda.Peterson@fairfaxcounty.gov {#24} 

Marion Pontzer 
Fairfax County Department of Health 
Public Health Nurse 
(703)237-6011
marion.pontzer@fairfaxcounty.gov {#25} 

Marion Jacknow 
Fairfax Area Agency on Aging 
Director, Older Worker Employment Program 
(703) 324-5426 {#26} 
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Joan DiCostanzo 
Jewish Council for the
aging
Senior HelpLine 
I & R 
jdicostanzo@jcagw.org 
301-255-4213 {#27} 

Louise Armitage 
Human Services Coordinator 
City of Fairfax 
703 385 7894 
LArmitage@fairfaxva.gov {#28} 

Denis P. Paddeu 
Fairfax County Dept. of Transportation 
Transportation Planner III 
703-324-1439 Voice 
Denis.Paddeu@fairfaxcounty.gov
Denis #17 {#29} 

Mary Cadden 
Manager, Connect-A-Ride 
Jewish Council for the Aging 
11820 Parklawn Drive, Suite 200 
Rockville, MD 20852 
301-255-4207
mcadden@jcagw.org {#30} 

john r hudson 
dfs/dspd
program mamager 
703-324-5874
john.hudson@ fairfaxcoubty.gov {#31} 

Nelfred Tilly Blanding 
DSMHS
Regional 4 Community Developer 
703-324-5252
Tilly.Blanding@fairfaxcounty.gov {#32} 
Member, Fairfax County  Long Term Care Council {#33} 
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Jerry Kieffer 
Senior Employment Resources & Transportation Consultant 
Annandale, VA 22003 
(703) 591-8328 
Kiefpubl@aol.com {#34} 

Lin Wagener 
PWAAA 
Dir., Prince William AAA 
703-792-6406  lwagener@pwcgov.org {#35} 
marion.jacknow@fairfaxcounty.gov {#36} 

RAYMOND T. JOHNSON,  
OFFICE OF TRANSIT SERVICES AND PROGRAMS 
5100
CITY OF ALEXANDRIA, VIRGINIA {#37} 

Mary M. Jackson 
Past President 
 Herndon-Reston FISH 
703-391-0105 {#38} 

RAYMOND T. JOHNSON, URBAN PLANNER 
OFFICE OF TRANSIT SERVICES AND PROGRAMS 
301 KING STREET, ROOM 5100 
AlexaNDRIA VA  22314 
703-838-3800
Raymond.Johnson@alexandria.va.us.gov {#39} 

HOW ARE YOU INVOLVED? (Topic Commenter) 

1. How are you involved in transportation issues for seniors?  What senior transportation 
services, if any, does your organization provide? (Please identify your organization) 

I work at a senior center with assessments and referrals--I give information to seniors and 
their families.  My org. doesn't supply any transportation services.  I am with the Fx. 
Health Dept.  Sometimes home visiting seniors and providing resource information. 
Our agency provides volunteer non-emergency transportation for frail seniors and adults 
with disabilities.  In addition to medical, we also provide transporation to the grocery 
store, bank, and any support service that is necessary for QUALITY of life.  Our 
volunteers use their own vehicles and are not re-imbursed for mileage.-Loudoun Vol. 
Caregivers

Provide information on the available transportation services, assist them in getting into 
these services, as well as advocate for new /better programs to serve the needs. We do not 
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provide direct transportation services but do fund several of the options that are provided 
by contractors. Participate in the CoA Transportation committee. 
staff to fairfax area disabiity services board which advises the board of sups on matters 
related to people with disabilities and their access to sevices and community life.  
advocate for access for all age groups.  also serve on council of gov. access for all 
committee. 

PWAAA provides transportation in County vehicles to our adult day care and senior 
centers programs, funds a volunteer organization to do one on one transportation, and 
PWAAA runs a tour bus program (35 capacity) in our own tour bus and trips go all over 
the Country. 

Provider of bus and rail transportation. Oversee a project to educate people with 
disabilities and senior citizens about using public transportation. Conduct presentations 
and briefings to consumers and service providers about accessible public transportation 
options. Conduct free bus and rail system orientations to help people with disabilities and 
senior citizens learn how to use Metrobus and Metrorail. Ensure that Metro is in 
compliance with the Americans with Disabilities Act, and work to enhance accessibility 
of Metrobus and Metrorail. Reduced Fare Program for Seniors. -- Metro Office of ADA 
Programs 

I contractually purchase both FASTRAN Dial-a-Ride and Seniors on the Go services 
from Fairfax County for City of Fairfax residents.  I also help certify people for the 
CityWheels paratransit service in the City,  provide information and referral to callers 
about MetroAccess and arrange transportation assistance through FISH or other volunteer 
avenues.

our org takes calls from seniors looking for transportation services.  we provide referrals 
to various transportation agencies such as fastran, seniors on the go, metro access. We 
also do direct referrals to area community based organizations we work with (they use us 
as a screening base) who provide limited volunteer transport services. 
I work for a human service transportation program that transports seniors to Adult Day 
Care Centers, and Senior Centers.  In addition, we transport low income seniors to 
medical appointments and for essential shopping. 

I manage the Connect-A-Ride program for Montgomery County, MD. This is an 
Information and Referral service for seniors and/or their caregivers in Montgomery 
County, MD.  In addition, we're helping to pilot a new program sponsored by the Jewish 
Federation/Community Partners, Smooth Riding, which is a program aimed at NORCs. 
My office manages and operates a special transportation program.  we have three 28-
passenger buses and 2 wheel accessible vans.  the programs transports seniors to the 
senior centers, grocery shopping, personal shopping, recreation and special events. 

the city of Alexandria funds a senior taxi program for residents age 60+ that provides 
transportation to medical appointments within the city and within a 5 mile radius outside 
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of the city and grocery shopping within the city.  seniors pay $1.50 per one way trip, with 
unlimited access to the number of trips that they may take. 

Out of the DFS/Fairfax Area Agency, I direct and coordinate an Older Worker 
Employment Training Program for persons age 55 and over of very limited income.  
These persons work/train in community public and private non profit agencies throughout 
Fairfax County.  Most use public transportation to get to and from their training sites - 
and use public transportation in the evening to get to and from vocational training in the 
area schools.  Our agency often coordinates the transportation for these people.. 
I am involved with educating and assisting seniors with transportation provided to them.
We offer discounted transportation services to senior in the county.  We provided senior 
nutrition program transportation, super senior taxi, and senior center adult transportation 
program. 

DSMHS
I am not directly involved with senior transportation issues in my job, rather indirectly as 
I serve the community-at-large in region 4.  I've been in this particular position for 2 
months and as of yet this has not come up as a significant problem---not to say that it is 
not.  My agency ddeals with this issue through the CSP workers who take calls each day 
relating to residents needs.  I'v e dealt with this issue in other positions that I've had in the 
county.

PROVIDE PARATRANSIT SERVICES TO PERSONS WHO HAVE DISABILITIES, 
MANY OF WHICH ARTE ELDERLY. OVER ONE THIRD OF OUR CLIENTS LIVE 
IN HOUSING FOR THE ELDERLY. 

GraceFul Care is an agency providing nonmedical assistance and companonship for our 
seniors/elders, with a 2 hour minimum and no maximum.  I have 60 caregivers and need 
more!  Every day we receive at least 5 calls for assistance, and 99% of the time, 
transportation is required, if not daily, at least weekly.  Our group of caregivers is mostly 
a college-educated group, as opposed to a custodial group of caregivers.  Our clients want 
a mature helper, whose language they can understand. 

Our agency provides information and referrals for public, volunteer and private 
transportation in Montgomery and Prince Goerge's Country, Washington, DC and 
Northern VA.  One dept. call Connect-/A-Ride provides this just for Montgomery 
County.  For the other areas we try to give options and often that is challenging due to the 
financial situation of the senior who is calling and the avilability of transportaion and the 
senior's need/disabilities/transportation destination such as going outside of their 
county....NOVA to Washington, DC, for example. 

In cases where they need groceries and want to go shopping we will give other options 
such as calling a place that delivers groceries, etc. 

Shepherd's Center of Oakton-Vienna. Volunteers from our organization provide 
transportation to medical appointments. Volunteers also provide transportation to non-
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essential locations, grocery and other shopping, library , our programs activities, hair 
appointments, visits to spouse or firends in nursing care. Volunteers are mostly adults 
over 50.

Services are for people over 50. Transportation provided in volunteers personal vehicles. 
I am employed with the FC Department of Transportation and am responsible for all 
services and rousources related to seniors and transit. My position was indentified as part 
of something called the Senior Initiative whihc was a compliation effort generated by a 
County work group in late 1998 -99. The final report was provided to the BOS and 
County Executive in 1999 and was the first written acknowledgment that the County was 
going to face a significant increase in the number of seniors who were residing or going 
to reside in the County. Currently, I oversee a subsidized taxicab program for income-
eligible seniors in the County as well as urruently developing a Travel Training program 
to re-orient or teach seniors how to use the fixed-route system here in Northern VA 
I became involved with senior transportation issues when I served as Staff Director of the 
1981 White House Conference on Aging.  I served also as a transportation consultant on 
emerging transportqtion issues for mqny years.  Served as a member of the Fx 
Commisssion on Aging and presented a senior trqnsportation issues report with 
recommendations to the County Brd. of Supervisors in the lqte 1980's. 

IDEAL SYSTEM (Topic Commenter) 

1. A satisfying transportation option is: 

reliable, easy to access, hours of operation meet the needs of the clients {#4} 

easy to use, not complicated {#5} 

accessibility and availability to most seniors, better hours of service {#6} 

ez to use, reliable, accessible, door to door {#7} 

Complete accessibility for all people. Getting to and from where you need to go without  
difficulty. Ease of use. Good customer service. Dependable and reliable. {#10} 

getting to the appointment on time and returning home in a timely manner. Any help 
needed for mobility is provided {#11} 

One that is accessible, safe, convenient, affordable and widespread. {#12} 

one that meets the clients needs {#13} 

a ride that is as efficient and economical as if I drove it myself, picks me up at my house 
when I need to be picked up, reassures me they will be there {#14} 

Transportation that is to my avail at times that I need it, easy to access, easy to use. {#16} 
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individualized ,supportive, available when needed, caring, accessible {#17} 

handicapped accessible 
sensitive to the needs and abilites of seniors 
easy to use 
timely pickup {#18} 

a system that operates 7 days a week 
A reliable system {#20} 

one that reaches all areas in PWC and the cities of Manassas and Manassas Park.  It 
would have escorted transportation available to all seniors on a sliding fee scale. {#21} 

SAFE , EASY AND ACCESSABLE TRANSPORTATION {#22} 

. buses that travel frequently between the hours of 7 AM and 11 PM 

. a taxi system that is responsive and shows up on time or shows up at all. 

. a provider that can assist people in and out of the vehicle used. {#27} 

one which is affordable, easily accessible, doesn't require significant lead time (greater 
than a day or two to schedule), available regardless of income, on time, provides services 
to a variety of venues--social, medical, grocery store, etc, multi-lingual {#37} 

Availability of a reliable, convenient, all weather means of enabling seniors to get to jobs, 
plqces of recreation, shopping, and government and other services. {#47} 

being reassured that someone IS coming to pick me up! {#50} 

Help to get my groceries into my house.  Help to get into the doctor's office and out. 
{#61}

2. A satisfying transportation option results in: 

being picked up on time; feeling safe in the source of transportation; can afford the 
transportation; can get in and out of the transportation vehicle. {#9} 

getting where you need to get on time and without worry {#15} 

getting to destination safely and on time {#19} 

Being able to get out and where you want to go on time and with ease. {#23} 

non-stress with transportation, feeling that the person still has independence {#25} 

arriving at my destination on time and relaxed, allowing me to go all the places I need to 
go {#28} 
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having the client picked up on time and transported to the destination in a manner that is 
comfortable for them and not stressful. {#29} 

An individual(s) who can access the myriad of resources and amenities through the use of 
a viable and flexible transit system. {#31} 

a reliable service--getting to appointments on time and being picked up when requested 
{#32}

all older adults being able to remain in thir own homes for as long as they desire 
older adult able to get where they want to go {#33} 
g
etting to destination safely; on time and being able to get in and out of vehicle; not having 
a difficult time setting p appointment to get the transportation. {#34} 

low cost 
reliable {#35} 

ease and stress free feeling - picked up on time and arrive on time. {#41} 

Delivering a service that has the outcome I expect and need---timeliness, safe, 
comfortable and stress-free. {#43} 

satisfied customers.  In the case of seniors those customers are also their family 
caregivers who are trying to see that their older relative gets the services he or she needs, 
allowing the daughter or son to work without worry. {#44} 

good customer service, satisfied customers, getting to destination on time, feel safe and 
secure with the service, high use {#45} 

getting to and from the destination on time without fear or intimidation from the provider  

who may be irritated by the method of payment if it is other than cash {#51} 

.  Getting where you need to go and be on time. 

.  Having options. {#52} 

CLIENTS BEING ABLE TO GET TO VARIOUS ACTIVITIES IN THEIR LIVES 
AND HAVING THE INDEPENDENCE TO MANAGE THEIR OWN AFFAIRS. {#53} 

3. A satisfying transportation option does NOT result in: 

DELAYED OR MISSED TRIPS {#8} 

limited availability or being cost prohibititive to the senior {#24} 
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anxiety,missed appointments {#26} 

frustrated, stranded riders, {#30} 

denial of services, poor customer service, not being able to get to where you need to go 
on time {#36} 

distress, anger, upsetment, accidents, etc. {#38} 

my standing outside in the heat or cold or rain, being forgotten about, missing my 
appointment, {#39} 

A frustrating system that does not meet the needs of the user. {#40} 

anxiety, missed or late appointments, a cost decision between transportation and other 
necessities {#42} 

missed trips 
unreliable equipment {#46} 

feeling stressed due to not being picked up on time or getting to destination on time. 
{#48}

expensive, inaccessible either physical or because of time of need, frustratation, missed 
appointments {#49} 

anxiety over being picked up on time, denial of services, missing appointments {#54} 

Undue stress on my physical and emotional well-being. {#55} 

being picked up late; disrespect by the driver; being over charged; not be ing able t get 
trasportation when needed. {#56} 

population wars or one age group against another in order to get limited transportation.  
There needs to be enough available for older adults and younger disabled. {#57} 

unsatisfied customers, under utilized service, frustration, limitations of service {#58} 

persons being stranded, missing appointments, too costly for regular use, unavailable to 
persons of moderate income, break down {#59} 

. Being left standing by the curb on a freezing night. 

. Arranged transportation not showing up at all. {#60} 
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METRORail is not a satisfying option for many seniors because its rail lines qre too few 
and don't go to the daily destinations that many seniors wish to relqe to.  It can't be 
diffused, as are the residences of most seniors because its construction and O/M costs are 
too high. {#62} 

TRANSPORTATION NEEDS IDENTIFICATION (Categorizer) 

DESTINATION not served 

1. Destinations not served: Types or specific destinations not served by existing 
transportation options. 

Areas outside of the County {#26} 

Walter Reed Medical Center {#27} 

long distance {#28} 

long distances, other counties, DC area {#30} 

Beauty /Barber shop, Church, Druug Store, appointments outside area {#31} 

Veterans Hospital in D.C. {#32} 

UVA medical center {#36} 

DESTINATION IN WASHINGTON, D.C., MARYLAND AND AREAS SOUTH OF 
THE NORTHERN VIRGINIA AREA ARE NOT IN THE SERVICE AREA. {#41} 

The community transportation availability is far too limited for the entire population.  For 
seniors, the situation is much more difficult, because increasing numbers of them use 
automobiles less and less or not at all.  That leaves many of them marooned and isolated 
or dependent on others (if available) for meeting their travel needs.   

The County policymaking level has failed to recognize the simple fact that the 
community living pattern is widely diffused, whereas the transit availabilty is sharply 
constrained on account of the very high construction and O/M costs.  Until the County 
recognizes that it must invest in low cost, widely diffusable transit modes, we aren't 
going to meet the needs of increasing numbers of seniors, as well as the population in 
general.  Moreover, current transportation planning will not result in any meaningful 
reduction of traffic congestion. 

All we are doing now is try to stretch around a patchwork of transportation services that 
are going to be too expensive, too fragmented, and too service-limited to have much 
useful effect. 
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Sorry for this dose of negative perspective.  But reality is reality, and I have been a close-
up witness to the process of decision-making for a long time, and I can't point to a lot of 
sustainable progress. {#213} 

2. Long distance transportation-ie,more than 60 miles 

All facilities in the County where seniors either reside or frequent, to include senior 
housing faciliities, senior cneters, community centers, adult day care facilities, and large 
commerial properties where physicians, specialists, grocery stores are located. {#68} 

3. Shopping areas/centers; any service in most of PWC for drs., appts., etc. 

4. Metro only serves jurisdictions that are part of its compact  

5. New rural developments in westers fairfax county 

suburban neighborhoods are auto dependent {#110} 

6. they really need to broaden the areas they serve - too many pockets where no service 
exists

7. limited things for which this transportation may be used.  for many visiting friends 
and/or having one's hair done is as important as going to the grocery store 

8. outer suburban areas have more limited bus service available 

9. some local paratransit service does not travel to other jurisdictions (i.e., many only take 
people from a place in Arlington to another place in Arlington, but if a person needs to go 
to DC, it doesn't cross jurisdictional boundaries) 

INACCESSIBLE infrastructure 

1. Inaccessible Infrastructure: examples - vehicles without wheel chair lifts, bus stops 
without sidewalk access or benches to sit on, no access to restrooms, etc. 

Many bus stops do not have benchs for people to sit and wait or be protected from the 
weather {#46} 

frequency of trips so that public transportation becomes second nature {#141} 

2. currently few door to door options 

this is a significant problem for people with minimal mobility difficulties {#63} 
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agree - this is needed much more.  Anything that keeps an older person as independent as 
possible for as long as possible is a much less expensive service for a person/family that 
having to go into a facility. {#80} 

this is a very important concern for independence {#148} 

3. visual impairments complicates fare exchange and trust 

4. buses that lower down 

5. Lots of problems with bus stop accessibility for people with disabilities, lack of accessible 
pathways, sidewalks and curb cuts 

curb cuts that do not align with bus stops that may be mid street or no curb cut where bus 
shelter is located.  inadequate size of paved area surrounding bus shelter {#85} 

6. wheelchair lifts that break down frequently 

7. need buses that go off main route, more into the neighborhoods 

8. all of the above are accurrate! 

Accessible transit stops is the paramount issue here. No matter how sophistcated and 
comprehensive a transit system is, is isn't worth squat if you can't get to it safely. {#102} 

9. Accessibility for disabilities.  Sufficient shelter at sites regarding bad weather conditions. 

10. reservations require too much advance notice; no live person to answer the phone at the 
reservations line or being on hold for an extended period of time.  again no evening and 
weekend hours for rides 

11. Bus stops - need more - with benches. 

12. SERVICE PROVIDES CURB TO CURB SERVICE RATHER THAN DOOR TO 
DOOR SERVICE 

13. right now about 50% of Metrobuses have an audio stop announcement system. 
Difficulty getting bus drivers to make stop announcements which assists all customers, but 
especially seniors and customers who are blind or who have cognitive disabilities and need 
assistance orienting themselves as they travel on the bus so they know what stop to get off 

concern about being rushed {#217} 
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ELIGIBILITY limitations 

1. Eligibility limitations: income or disability limitations that leave some stranded, without 
the services they need. 

Some low income populations can not even afford the discounted transportation and the 
public transportation does not run in their neighborhoods. {#55} 

perhaps offer sliding scale payment system so seniors with higher income can receive 
service as well {#101} 

2. Middle income adults 

services should not require eligibility {#97} 

3. MetroAccess does not serve seniors unless they have a disability 

4. many programs are based on the ADA eligibilty leaving many people without service 

5. Although seniors 75 + have options for lower cost taxi's many people under this age are 
also in need 

6. Ensure that all seniors regardless of age are included 

We have a myriad of transportation options here; however, many have restrictions and 
limitations (income, age, etc.) thta would confuse the best of people. I work in this 
industry and I'm confused sometimes. There must be some consistency among the 
providers that would make it simplier to access these options. {#136} 

7. consider sliding fee scale for higher income seniors who also need service 

i agree {#165} 

8. in Alexandria, the in town trips are available to all seniors age 60+ without regard to 
income for medical appointments and grocery shopping 

nice if purpose of trip was not limited {#175} 

9. There are seniors who can easily afford to pay a taxi fare, but are still terribly worried 
that they won't have enough money - depression mentality 

agree {#173} 

boomers may change dynamic of tight fist...not sure {#187} 

10. NO COMMENT 
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11. worry about isolating seniors from mainstream, but reliable transit worth it 

12. Recertification for chronic conditions that won't get better 

ASSISTANCE needs 

1. Human assistance needs: For seniors who need door-to-door, or door-through-door 
assistance, an escort for a trip, help carrying packages, etc. 

many of the transportation services do not provide assistance for senior with packages, 
getting in and out of the vehicle (unless wheelchair bound). {#76} 
t
his is very important to quality of life concerns {#81} 

2. More door through the door escorted service 

Agreed! {#117} 

Agreed {#172} 

3. Paratransit drivers need more training on how to assist seniors and people with 
disabilities so they provide more effective customer service and assistance as needed 

seniors seldom get assistance getting on or off of bus--drivers lack sensitivity to physical  

disabilities {#106} 

This is very true. {#131} 

A general education of the public would also help, i.e., in addition to transportation  

providers. {#183} 

4. I understand hospitals are going to relay on day care centers to take patients into the 
centers during recovery - to save hospital/medicare costs! 

Well-  Medicare will be running a 3 yr. trial in 5 area (not here) of funding medical 
model adult day care centers.  For the patient that is capable of attending the group 
program, it is much more rewarding than a hospital setting or being alone and receiving a 
visititing nurse so this may be a coming thing and it may be good! {#169} 

5. THE CLIENT HAS TO PROVIDE THEIR OWN PERSONAL CARE ATTENDENT.  

do not assure that senior gets into their home--left on curb usually. {#118} 
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When a client needs to provide their own personal care attendant, it drives up cost--cost 
of the attendant plus cost of the transportation. {#199} 

especially difficult for very old singles living alone, i agree {#205} 

6. need door to door [not just curb to curb]; need for escorted service that is affordable 

very important for elderly {#211} 

7. Door to door is vital and cost sensitive services 

This population is growing at a fast pace, which means that there will be a greater 
number in this population who will need assistance. Transit resources will have to alter 
the way in which it does business to accommodate a population that will simply need 
more and more assistance. {#155} 

8. training between the drivers and perhaps have seniors there so a discussion and dialogue 
can take place. 

9. We need personal escorts to show seniors who are healthy but can't drive how to 
navigate the bus system for the first time - or the Metro - which is impossible to figure out.   

10. Cannot overestiamte the significance of vendor service providers having a "supportive" 
attitude to these seniors who "hate" not being able to hop into their car any longer  Service 
providers need to be kind, patient, and trained to know that older people will probably 
operate a lot slower than younger people.  Also - With over 50% of the community 
population being foreign, they will need a lot of patience to understand the rider/driver. 

SERVICE SPAN hours 

1. Service span: the days or hours do not meet seniors' needs. 

not available during late afternoon and evening hours.  Seldom available on weekends. 
{#95}

2. Some local jurisdiction paratransit service does not operate on weekends and evenings 
when seniors need and want to travel 

3. more than 8 to 4; add evenings and weekends with a reasonable amount of time in 
advance for reservation.  this allows seniors freedom to make plans and allows them 
flexibility 

Budget restraints prohibit offering service outside of 8-4pm {#122} 

4. should mirroe general availability of transit services ie now it would be 6 am to 12pm 
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5. this is a really serious problem - they need expanded hours 

6. some programs are very limited in hours of service only day time and not everyday 

7. limited by the # of volunteers available to provide service 

8. need for night time service when seniors are reluctant to drive themselves 

9. perhaps there can be "only" evening hours for some vendors. 

10. SAME DAY SERVICE 

11. There should be enough "coverage" that allows seniors to use service when it is needed.  
Volunteer management is also important 

Transit must provide a level of service during non-peak hours to meet the needs of this 
population. This would include mid-day, evening, weekend and holiday, times when the 
target population is comfortable traveling. {#171} 

12. NO COMMENT 

COST

1. Cost: example - the fare is too high. 

have an "easy pass" similar to what is used on toll roads {#61} 

have a pass system that allows for "x' number of uses {#71} 

need to be available to all seniors and not just those meeting income requirements.  Many  
seniors are unable to drive {#74} 

i agree {#113} 

2. for volunteer agencies,the cost of gas is becoming an issue 

The Government should take over most transportation because of cost {#98} 
I agree with the initial comment. I don't agree that Government should take over most 
transportation; however, incentives might be given to providers, including volunteers, to 
defray costs. {#129} 

3. "affordable" is a relative term, depending upon one's income and the frequency that 
they need to use the service.  "affordability" is therefore a relative term 

4. There is great need financial wise to facilitate the transportation need which is in great 
need in our area.
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5. often times even those w/ higher income may not be able to afford it - particularly when 
they have a lot of out of pocket medical expenses 

6. if need to go far for medical appointment, can be extremely expensive for low-income 
person.

7. needs to be an easy way for agencies to support payment for poor people, that is accepted 
by all transportation vendors. 

8. FAAA offers volunteer transportation - but only for about 3-4 trips per month - for free, 
if people call a week ahead.  Sometimes seniors need help the same or next day - this is an 
unmet problem. 

9. Operational cost keeps increasing on a daily basis, i.e Gasoline, Adaptive equipment, 
labor, etc. There should be emergency fund, to meet these needs. 

10. Many people fall in between in the cracks--need escort and can't afford it. 

11. I agree. 

12. THE COST TO THE CLIENT CONSIST OF A CO-PAYMENT. THERE IS NO 
RELATIONSHIP BETWEEN WHAT THE  TRIP MAY COST  AND WHAT THE THE 
CLIENT PAYS. 

13. I agree. 

14. for some seniors even the 2.00 co pay for ADA transport is too much for them , 
especially if they have a medical problem and are going for treatments everyday or even 
every other day in addition to other doctor visits. 

If it's inexpensive, they will come. {#179} 

15. Metro Reduced Fare Program for seniors enables seniors to travel on Metrobus and 
Metrorail for half the regular fare at all times 

16. No senior should be denied the best service offered due to cost 

17. We need huge funding for the county Senior Express program, which provides escorted 
transportation for seniors, charging based on income. 

18. The taxi voucher for the Seniors on the Go program run out too fast - program needs 
more $$$ 

agree. benefit should reflect the % of income going to transportation {#190} 
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RELIABILITY

1. Reliability: Is the service dependable?  Does the bus show up when it is scheduled? Does 
taxi provide a return trip as requested?  How much stress is caused by lack of certainty in 
how the service will performs? 

frequently not picked up for appointments with enough time to meet deadline. Also left 
waiting at doctors office for return transpo to home. Drivers not always sure of 
destination or how to get there {#65} 

Some services are more dependable than others 
Traffic problems contribute to the reliability issue 
Small transportation budgets add to the problem {#78} 

driver shortage for some of the taxi services provide unreliable service 
poor dispatcher (giving wrong address & directions) {#123} 

many times senior wait for a while go back in their homes to make calls and then the 
transportation comes and leaves them because they are not outside waiting. {#135} 

a lot of stress is caused by unreliable service, it is more of a trust issue than anything else.
If they can not depend on the transportation service available to them some have no one 
else to depend on so how are they suppose to get around.  They end up feeling trapped in 
a system that is not good for them, but they have no other choice. {#161} 

2. Fastran needs to revamp to become reliable - too many stories of people waiting too long 

3. vehicle must show up when it promises to.  no more than a `10 minute window is 
acceptable

4. not always reliable - need well trained providers  

5. private drivers offer greatest dependability  

6. often taxi driver doesn't show up ...tremendous stress 

7. Service set-up by an agency that is not familiar with the client's locale often leads to 
missed appointments, ie the cancer society sets up transportatin for clients in Loudoun and 
assigns the service to a Fairfax provider 

8. reliability of bus lifts and elevators in rail stations is also very important to keep 
customers using the regular bus and rail systems 

9. critical that seniors who often feel vulnerable are not left waiting alone 
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10. BECUASE OF INCREASING TRAFFIC CONGESTION, IT IS INCREASINGLY 
MORE DIFFICULT TO MAINTAIN A HIGH LEVEL OF ON TIME PERFORMANCE 

11. All drivers, whether private or public, should be properly trainined to handle the needs 
of seniors 

Seniors have little problem making use of a transit resource to travel to a destination; the 
frightening part is the return ride, whether it's a para-transit, cab, bus or rail trip. That is 
the issue which must be addressed. {#195} 

12. many times it is the return trip that is the problem, they get to the appointment but the
ride doesn't show up to bring them home. 

13. Private vendors should be eligible for subsdise; when they provide services to the 
public, in order to make more accessibility for those in need, instead of putting the load to 
the recipients   

14. there is a shortage of w/c accessible taxi's and many individuals wait for an excessive 
amount of time for a ride, this seems to be a bigger problem in the evening hours. 

15. unfortunately the mention of Metro Access and Fastran brings groans - due to very 
poor reliability experiences.  Do the programs need more money, drivers, vans? 

EASE of USE 

1. Ease of use: example - can seniors easily locate understandable information, or are they 
required to make call to multiple agencies and individuals? 

many seniors aren't connected to new technology {#39} 

have friendly phone access to information {#44} 

They can call the County Area Agency on Aging {#45} 

seniors not always able to understand information given over telephone--little written 
information. Unable to understand foreign accents {#47} 

some systems are complicated to use because of the conditions under which the service is 
provided; do they qualify? where will the service take them?  who do they have to contact 
in order to get the service?  where do they get the application for service? {#193} 

2. if disabled not always 

agree {#180} 

Clear and comprehensive signage, and lots of it! {#200} 
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3. reservations have to be available for more than 8 a.m. to 4 p.m. and should not require a 
large amount of advance notice 

4. often; need person to help. 

5. how about more medical and personal services that come to seniors - like "wills on 
wheels" amd "meals on wheels" 

6. often times the service is booked in advance and the service is not available for the time 
they need. 

7. speak too fast when need to make choices on telephone 

8. NO OMMENT 

9. Some seniors continue to live in their own homes and are mentally slower and have 
difficulty assimilating information.

agree. {#184} 

agree {#188} 

10. There's a lot of good information on the Internet and agency websites about available 
transportation options, but many seniors do not use this method of obtaining information 

11. many phone systems are frustrating to seniors when they can't get through to a person 
and have to go through a bunch of voice menus to eventually obtain the information they 
need

agree strongly {#192} 

they are often confused about which agency they are speaking to, and what agency

provides what service...... {#206} 

12. multiple providers, multiple regulations, equal confusion and not using service 

13. where possible, have a live person answer phone--voice mail box options are hard to 
hear for seniors and difficult to maneuver 

YES! {#196} 

14. it can take several phone calls of explainations of the program before the senior feels 
comfortable in their own ability to navigate the systems. 

15. For each transportation option there should be, ideally, a mentor program teaching the 
rider how to use the system most effectively. 
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16. Ensure that information is simple, easily read and is sensitive to non-english speaking 
seniors

CONVENIENCE

1. Convenience: Does the service take seniors where they need to go when they need to go? 

life is more than just going to the doctor. {#29} 

.  Currently bus service is very infrequent during the day and non existent in the evening, 
i.e. 7 - 11PM in areas of the county:  
. {#56} 

some services only take them to the senior centers in their area and they want to go to a 
special event at another center or take a class at another center in the county. {#208} 

2. not always 

needed at other hours than available {#40} 

3. service needed from 7am to 10pm, with most service from 9 to 4 

Service needs to be available 24/7.  For example, if a senior would need to be in 
Baltimore at Johns Hopkins at 8 or 9 AM, they might have to leave home by 5:30 or 6 
AM. {#84} 

agree with this. {#204} 

4. some serivce needs to be available to get to Maryland - Johns Hopkins for example 

excellent point - often they need transport out of the area. {#60} 

5. the transportation needs to be availaible when and where seniors want to go; weekday 
hours only without evenings and weekends do not mean "convenience" for many.  also, 
depending upon how much advanced notice one must give to make a reservation might 
make service inconvenient 

6. Convenience means different things to different people. Depending how mobile the 
senior is, convenience could mean escorted door to door service. For others, it may mean 
curb to curb. 

7. no - they often need service on the weekends 

So true. {#207} 
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8. RESERVATIONS HAVE TO MADE A DAY IN ADVANCE. THERE IS NO SAME 
DAY SERVICE 

9. many transportation options are not available on the evenings and weekends  

10. some same day service needed for emergency medical appointments fopr example 

11. This is a gap that needs addressing 

Not right now. Until we factor in the needs of this population on a scale closer to those of 
the commuters, it will not work. {#210} 

OTHER

1. Other: needs not already identified. 

2. a change in attitudes of elected officals regarding the importance of the transportation 
needs of seniors 

I AGREE...OUR COUNTY OFFICIALS THINK THAT SENIORS WOULD BE 
COMFORTABLE RIDING WITH HIGH SCHOOL STUDENTS {#139} 

what about assisted living facilities? we have found that they are reisistent to their 
residents being able to use non-facility transportation services even if the resident is 
mobile {#159} 

We have found that even though adult care facilities advertise as offering transportation, 
they often do not provide it on an as needed basis. {#186} 

3. transportation needed by seniors being released from a hospital stay....frequently they
are only given a few hours notice and families and agencies cannot operate in that short 
time span 

4. Proper training for all drivers 

elected officials want these seniors to have these things, but there's a huge cost to do his 
right. {#216} 

5. Prior to forming all recommendations, I encourage this group to have a good size focus 
group of "older users" of the transportation systems - comprised of all economic groups, 
ages, aneducation and differennt languages. 

6. we need to address ESL for seniors and the unique issues that will arise with language 
and cultural barriers 
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TRANSPORTATION SOLUTIONS (Categorizer) 

DESTINATION not served 

1. Destinations not served: Types or specific destinations not served by existing 
transportation options. 

INACCESSIBLE infrastructure 

1. Inaccessible Infrastructure: examples - vehicles without wheel chair lifts, bus stops 
without sidewalk access or benches to sit on, no access to restrooms, etc. 

ELIGIBILITY limitations 

1. Eligibility limitations: income or disability limitations that leave some stranded. 

ASSISTANCE needs 

1. Human assistance needs: For seniors who need door-to-door, or door-through-door 
assistance, an escort for a trip, help carrying packages, etc. 

SERVICE SPAN hours 

1. Service span: the days or hours do not meet seniors' needs. 

COST

1. Cost: example - the fare is too high. 

RELIABILITY

1. Reliability: Is the service dependable?  Does the bus show up when it is scheduled? Does 
taxi provide a return trip as requested?  How much stress is caused by lack of certainty in 
how the service will performs? 

EASE of USE 

1. Ease of use: example - can seniors easily locate understandable information, or are they 
required to make call to multiple agencies and individuals? 

CONVENIENCE

1. Convenience: Does the service take seniors where they need to go when they need to go? 
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OTHER

1. Other: solutions to needs not already identified. 

TRANSPORTATION CONCEPT L (Categorizer) 

ADVANTAGES

1. one to one service 

reliability, accessibility,more personal service {#23} 

It always pleases the rider if they're the only one in the vehicle. It work fine if one has 
advanced notice of a need to go somewhere. {#32} 

senior customer can get the one to one attention needed; help with bags, getting in and 
out of the car, additional stops if needed. {#33} 

2. this is an excellent idea so long as the volunteers are provided liablity insurance 

3. easy to use 

4. personal service 

5. Flexible 

6. senior will most likely feel more comfortable 

7. isolated seniors become connected to their community 

8. easy to use and understand 

9. cost is low. 

10. human factor is beneficial' presumably volunteers are people oriented 

11. Insurance liability  

12. possible to develop a relationship with someone 

13. 1 on 1 attention - reliability - affordable 

14. people can be "matched" with people: men may request a man.   

15. enhances pesonal relationships between caring community members and seniors 
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16. Same day service could be used as back-up for missed trips 

17. members of the community become resposible for helping each other....neighbors 
helping neighbors in need 

18. You have the personal care of a trained volunteer who will know your needs.  Safe, 
reliable, simple and straight-forward service 

19. the cost seems within a range that's affordable. 

20. A Volunteer transportation program provided by a non-profit organization is a great, 
cost effective way of providing one on one transportation.  Local governments need to 
understand the gov't needs to help fund it!!! 

21. advantages: this has the potential to provide a low cost solution to a big need.  if the 
senior and volunteer are matched [and the same volunteer can be used for multiple trips] 
there would be a continuity of service. 

22. Language barriers can be responded to by people being matched with a person who 
speaks their language. 

23. some availability of same day service is good. there's a lot of interest in pursuing same 
day service 

24. senior and driver both gain.  Sets example for others to begin doing this. 

25. Bigger cars - SUVs may need stools for riders to use when boarding 

26. Can work with County to handle denied trips 

27. This is the ideal.  This is what would have happened long ago in a small town - and 
without the exchange of any money.  It's the "good old days" all over again! 

28. A volunteer system can be frustrting and unreliable because you must rely on 
recruiting and keeping the volunteers. 

29. Provides peoole who are looking for interesting volunteer opportunities to have them. 

30.  Disadvantages:  These volunteer services can get to be very complex logistical activites 
that can lead to unreliabilty and poor morale among the users of the services 

31. seniors will like not having to share a ride 

32. could be a non fee- for service.  the value of a volunteer hour is currently over $20.  If 
government supported these volunteer agencies, they would get "more bang for their 
buck"
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33. There are now a growing number of groups that do this for a fee - about $15-$25 per 
hour.

34. A GOOD WAY TO PROVIDE TRANSPORTATION WITHOUT HAVING TO HAVE 
A RARGE BUDGET. 

DISADVANTAGES

1. Volunteers will not be able to afford the gas. 

Age of some of the volunteers, most of the time they are seniors themselves because they 
are the ones not working and have the time to volunteer {#60} 

2. may be too costly for some low income seniors 

3. wheelchair accessibility 

4. are there any liability issues with volunteers using their own cars? 

5. carrying groceries 

6. Volunteers bear the burden of liability insurance. 

liability to driver, need training regarding disabilities, difficulty in knowing destinations 
of rider and special needs {#53} 

7. cost 

8. NOT ENOUGH VOLUNTEERS! 

9. accessibility of volunteers' vehicles for seniors who use wheelchairs or other mobility 
devices

10. the availablitlity of volunteers to provide this service 

11. cost 

There are several concerns: often, the volunteer is older than the rider; automobile 
liability is huge; there may not be enough volunteer riders when thyey're needed. {#58} 

12. vol may be older and not able to physically assist the person as much as needed. 

13. Shortage of volunteers who have the time to drive people places. In my experience, most 
people who would make excellent volunteers are working. 
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14. liability concerns? 

Agreed.  I don't know what the liability would be for the volunteer. {#54} 

15. based on

16. doesn't allow for those last minute appointments that come up 

17. why not underwrite cost  by government which\ 

18. Limited on wheelchair individuals 

19. volunteers need training in order for this to be successful 

20. availability?

21. liability needs to be picked up by larger org 

22. Can this service meet all types of pysical disabilitiey needs?  

23. none--it's a great idea 

24. Background checks 

25. would require extensive funding for the agency to recruit, train and manage volunteers.
agency would need to maintain liability insurance for the volunteers as well as the 
additional care insurance. 

26. Need a form that let's organization know the needs of the senior prior to setting up 
person with driver. 

27. wheel chair and excessively heavcy weight  

28. iWho will pay the increased liability nsurance? 

29. Driver might be needed at most

30. More cars on the road. 

31. VOLUNTEER 
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TRANSPORTATION CONCEPT M (Categorizer) 

ADVANTAGES

1. affordable 

drivers know most routes in area, have liability insurance {#17} 

do not have to plan way inadvance, can be spontaneous which gives a sense of normalcy 
to life {#25} 

Flexibility; unlimited hours of service; w/c accessible vehicles upon request; everyone 
loves a ride right in front of their home and at a substantial discount. {#30} 

more affordable than if they had to pay the full amount. {#70} 

2. easy to use 

3. wheelchair accessible 

4. this is a great idea for maneuverability in neighborhoods 

5. Only certain number of coupon books allowed within a timeframe. 

6. good that accessible taxis can be requested 

7. based on your own schedule 

8. This would be another option anbd the more options available the better.

9. the accessibility of the vehicles is good and wheelchair vehicles can be requested 

10. provides service to all levels of need 

11. taxi drivers are not all trained to show respect to seniors 

12. door to door service very desirable 

13. taxis aren't always on time  

14. available 24 hours a day 

15. It is wheelchair accessible, door to door service, drivers that will help you get in and out 
if taxi and from your door, cost effective with county coupons 

16. can speak with supervisor if there are problems. 
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17. why? 

18. would be able to get same day service 

19. THE RIGHT TYPE OF VEHICLE IS USED TO PROVIDE TRASPORTATION
DEPENDING ON THE LEVEL OF MOBILITY OR DISABILITY 

20. People are USED to taxis and likely to embrace this solution! 

DISADVANTAGES

1. How often do people only go "one-way?" 

cost is still expensive for low income seniors that would be $12.25 round trip {#50} 

2. expensive 

3. impersonal 

many drivers lack sensitivity to needs of seniors, unable to assist with disabilities, have 
heavy accents frequently and are not understood by seniors, different driver for each trip 
{#51}

4. not door to door 

5. Everyone needs round trip. 

6. $15 round trip, 2 or 3 times a week is costly for someone on fixed income 

7. drivers vary in their personal skills 

8. Drivers are independent contractors 

Limitations in number of coupons due to financial constraints; language and ethnic 
barriers deter ridership {#57} 

9. some drivers not so friendly & helpful 

10. are there a sufficient number of accessible taxis that can be used? Some jurisdictions do 
not have any or not many accessible taxis 

11. Fairfax limits taxi vouchers - not nearly enough available for each person each year - 
much more funding needed. 

12. advance  notice forw/c users wont improve availability 
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13. Background checks on drivers 

14. # of books available

15. Limited for people with developmental disabilities 

16. Currently it is unreliable: Drivers either do not show up or show up 30+ minutes late 
and seniors are freezing standing in front of their home or not there anymore. 

17. driver being paid for service 

18. Again, such plqns require the creation of a complex, structure, often difficult to manage 
and sustain. 

19. who are eligible seniors? 

20. language barriers 

21. Many people will need a GUARANTEE of door to door transportaition.   

22. Some drivers may not be willing to help seniors get in and out of the taxi and with their 
stuff

23. Would require training and high standard for the cab driver.  Inconsistency of how 
they treat people. 

24. drivers sometimes refuse or give passangers a hard time about the use of coupons 

25. Requires a lot of dialogue of from people who have "language issues" and cann easily 
be understood - either driver or drivee. 

26. attitude of taxi drivers is sometimes intimidating to seniors 

27. Private business seeking to maximize profits conflicts with public service transportation 

28. taxi vouchers are more affordable to many seniors

29. taxi drivers need to be trained to treat senior with respectr. 

30. This will not work for the people with "short term memory loss" or Alzheimer's. 

31. if a companion accompanes the client.....what is the addtional cost? 

32. not a shared trip. a lot of seniors don't like to share a trip 
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33. continue to have the same limitations of only curb to curb and not door-to-door.  new 
assurance that drivers are able to help passenger into and out of the vehicle.  not 
"escorted".  I think that the use of vouchers is not a good idea, though they are used in 
mnay juridisdictions 

34. where is accountability when things don't work  

35. need better institutional controls with recourse for poor taxi service 

36. Not door-to-door when someone might nned help. 

37. language 

38. Driver Training Issues 

39. tip issue not lcear to passenger 

40. same day service is good for most (except wheelchair users) 

41. Users have to be in touch with the sysytem twice ormore--one in lining up the original 
trip and then, later, in trying to get a ride back home or to a new destination. 

42. Not all drivers willing to help you with mobility issues, must tip driveron your own, 
scheduling amy be an issue. 

43. SOMETIME THERE IS NO RELATIONSHIP BETWEEN THE ACTUAL COST OF 
THE TRIP AND WHAT THE CLIENT PAYS 

TRANSPORTATION CONCEPT N (Categorizer) 

ADVANTAGES

1. for seniors that are mobile this is a great service. 

2. encourages people meeting people in their own facility 

3. Good idea 

4. a good adjunct but inadequate stand alone service 

good but need better hours of service; seniors could plan medical appts around bus 
schedules {#29} 
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5. seniors like structure and planning in advance 

This is good as long as there is accessibility on the streets to the buses. The cost is 
reasonable as well. {#32} 

6. "N" is a more useful approach for many reasonable able seniors--less so more more 
disbaled seniors. 

7. wheelchair accessibility a real plus 

8. Great idea 

9. seniors can assist each other

10. easy to use, no certification process 

11. great idea for those living along the route the bus takes 

12. I like this and feel it would be well received by seniors. 

13. encourages independence espeically the every 30minutes concept 

14. trying out this system may encourage seniors who are able to begin to use Metrobus or 
local bus service to get around for other trips as well 

15. Cost is very  doable. 

16. it's a scheduled event - they always know when the service is provided 

17. relatively inexpensive 

18. great for those who live in this type of building 

19. Sounds like system used by senior residences that have their own buses.  It works for 
apartment buildings. 

20. INEXPENSIVE MEANS TO PROVIDE TRANSPORTATION.  

21. very affordable 

22. this would be a great "gift" from famiy members for the senior.....a gift certificate idea 

23. do it now!  but as a supplement to other more specialized modes 

24. Provides choices for people who are in a physical condition to be able to take 
advantsage of these opportunities. 
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25. accessible for all seniors including wheelchair users 

26. individual doesn't need to ask for ride 

27. Good way for seniors to meet other seniors. 

28. I wuld hope that the system could be operated on a daily basis, and frequently during 
the day. 

29. open it to all with priorities to elders and pwd 

30. Given the limited time spans - each bus may want to have one or two helpers to assist 
people on and off the bus. 

31. I believe this idea should and could be mainstreamed, i.e., used by everyone. 

32. This type of community circulating servce should be encouraged 

33. excellent concept and good availiability.  regularness of the route system allows 
flexibility and independence for seniors who want to plan to come and go as they wish.  the 
cost of $2.00 is reasonable, especially when one considers the driver helps them to get off 
and on the bus

34. Bus schedule has regular times for pick up so seniors will know when they can use 
service. Seniors are within areas they are familiar, no prior requests for service, 2 different 
service routes. 

35. I like the idea of seniors meeting other seniors - opportunity to make new friends (sho 
shop at the same time) - and not feel so isolated. 

36. like that seniors don't have to reserve in advance 

37. I favor service that helps connect seniors to a wide variety of destinations 

DISADVANTAGES

1. limitation of service area and hours of service 

service hours very limited, need to assist to building entrance; {#42} 

seniors would have to taylor their needs to those days only. {#44} 

what about seniors from different ethnic backgrounds that may not want to go to those 
stores and needs are in another area. {#75} 
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2. Does not get seniors to their specialists, and they have many. 

3. not available to the whole community, so if you live in a single family home you are out 
of luck. 

4. limited to those on the route 

5. does not address the rural community 

6. Seniors would have to live in a apartment complex 

7. getting groceries in and out of cuilding problematic 

8. CLIENTS WOULD BE REQUIRED TO SEAT ON A VEHICLE FOR EXTENDED 
PERIOD OF TIME 

9. Would require funding from feds, state, localities.  Localities are resistent and view 
transportation as "a big black hole" into where more and more $$$$ needs to be poured. 

10. will not benefit those who have appt's at different times 

11. segregattion of popolulations, why not have this be available for anyone, with reduced 
senior fee 

12. It is difficult for those in wheelchair (manual) 

Restricted hours when needs are not being met; restricted catchment service areas. {#63} 

13. Seniors are not grouped like this.  There is one senior or more in every block of our 
county.

14. may not be possible for some seniors to use this service if they are less able to get 
around independently 

15. if one is ill on the day the service comes, they miss opportunity to grocery shopping or 
the mall. 

16. limlted to destinations 

17. why should it cost more than a regular bus trip? 

18. Too many limitations . 

19. Limited pickup locations 
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20. what about seniors who want to remain in their own homes that aren't in clustered 
areas

21. what if the bus is full? 

22. limited to certain times and days of the week 

23. limitations imposed 

24. No evening services 

25. Time could be limited

26. Seniors, like the rest of us, do not use the obvious, closest shoppping center and medical 
facility.

27. wheel chaoir inaccess 

28. You must go when service is offered 

29. see none, except that drivers are limited to help off and on the bus and cannot do door-
to-door help 

30. No weekend services 

31. what about accessibility to other areas outside route. 

32. Biggest disadvantage seems to be for fragile seniors who have specific destinations and 
would require transfers. 

TRANSPORTATION CONCEPT O (Categorizer) 

ADVANTAGES

1. Excellent idea.  We use this same idea for bussing our children to school. 

2. a good adjunct to fixed route service 

This is the ideal system! With accessible bus stops, this is an idea that could meet the  

needs of a significant number of seniors. {#13} 

good if it isn't the only service available.  more cost advantages {#20} 

3. Currently exists in PW County 
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4. gives more options to the rider 

5. inexpensive 

6. Another option 

7. with general pop 

8. good for seniors who are pretty much independant 

9. Great alternative 

10. deviations are good and this might be an adjunct to other forms of transportation 

11. Great idea. Mainstream for all who travel--not just seniors. 

agree....we need to get the general public using public transportation {#43} 

12. affordable 

13. good idea for another option for tranasportation. 

14. Would work very well for those not needing an escort or assistance carrying a mjor 
batch of groceries. 

15. Good idea, flexible, sensitive to time 

16. THIS TYPE OF SERVICE WOULD REQUIRE FEWER VEHICLES AND DRIVERS 
IN ORDER TO PROVIDE THE SERVICE 

17. socialization w/ general public 

18. good for someone who otherwise would not take a bus because the stop isperceived as 
too far 

19. affordable cost.  good to interact with the general public.  free transfers are good 

20. using regular public transportation buses is very positive and is more cost effective for 
the jurisdiction that providing paratransit service 

21. Provides yet another option .  This is good as there are so many people who have 
varying needs.

22. using existing bus service rather than additional vehicles 

23. affordable 
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24. cost effective 

DISADVANTAGES

1. education about public transportation is needed for people used to having the 
independence of their own vehicle 

again I would ask how does a system like this get explained to the senior and for those 
nonenglish speaking seniors {#52} 

0 {#60} 

2. some elders reluctant to use bus, lack experience 

3. impersonal 

4. limited # deviations per day so one cannot count on service availability 

difficult for frail seniore to ride with general public. Need assisitance getting on and off 
{#37}

5. difficult for tose who are in need of more assistance. 

6. inconvenient 

7. need to make sure seating is available.....OR people observe the use of seats designated 
for seniors and adults with disabilities 

8. Wheelchair accessibility remains a major limitation 

9. limited driver help on and off the bus.  some walking required 

10. some seniors who need additional assistance would not be able to take advantage of this 
option

Those needing assistance would be at a disadvantage; how about a free ride for a 
companion to assist? Hours of availability would be important too so seniors can travel at 
times that are comfortable for them. {#54} 

11. Would the senior be able to be guarantted the deviation? 

12. lift reliability an issue 

13. requires advance planning 

14. not good for seniors who require more physical assistance 
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15. may seem too complicated to senior 

16. could not be only option as many seniors cannot climb stairs to bus seat 

17. potentially frustrating if senior feels rushed 

18. Need to know what part of the senior population this effects--is this the best way to 
provide for seniors or is their a larger group with different transportation needs...whose 
needs get met first? 

19. This is done in PWC, but it is so limited that most cannot be served.  Not always 
available becuase of the limit of deviations allowed on a route in a given period of time. 

20. Sounds a little costly. A deviation trip may not provide the door to door service that a 
senior needs 

21. but driver might not remember request for return 

22. Seniors still have to wait in the 95% heat, rain, subzero weather if it's not door to door. 

23. what about on the other end of the trip, can the route be deviated there also. 

24. Independent seniors would benefit a lot. 

25. need to be on bus route 

26. THE TIME OF ARRIVAL WOULD VARY DAY TO DAY FOR SOME CLIENT 
WHO MAKE TO SAME TRIPS OVER ANF OVER 

27. many seniors reluctant to travel on buses, attitudinal issues 

TRANSPORTATION CONCEPT P (Categorizer) 

ADVANTAGES

1. great idea....encourages independence 

good idea if seniors would be willing {#9} 

This is a important component to meeting the needs of our growing senior population. It
should be expanded and funded appropriately. {#12} 

education certainly would create more independence and comfort with the system {#17} 

Wonderful idea! {#20} 
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2. seniors will not be bothered to do training 

I disagree.  If promoted well, seniors will attend and have fun learning.  It needs to be a 
"social" gathering. {#48} 

3. encourages independence 

4. Great for those who are willing and able. 

5. excellent idea 

6. Everyone needs the class on how to navigate Metrorail. 

7. Excellent idea! Training is needed on both sides of this issue. 

8. Definitely encourages independence. 

9. Excellent, excellent, excellent.  Again - another option that will appeal to some and not 
others.

10. Fabulous idea and extremely effective. Metro's Office of ADA Programs provides this. 
Free bus and rail orientations for senior citizens and people with disabilities who want to 
learn how to travel by bus and rail. 

11. good idea for ALL riders, not just sseniors.  could make seniors feel more comfortable 
navigating the complex [and sometimes scary system] 

12. excellent for the younger senior and/or who do not have mobility issues. 

13. Provides seniors with the concept of regaining their lives to go where they want. 

14. those who are able to use the system would benefit from this training and make them 
less fearful of using 

15. I like the one-on-one concept - because each senior learns in a different way and at a 
different pace.

16. would need incentive to take training like a free lunch or movie 

17. very much in agreement 

18. Ideal - have trainer do a practice run from the senior's house with her/him. 

19. TRAVEL TRAINING WOULD PROVIDE AN OPPORTUNITY FOR PASSENGER 
TO LEARN TO USE PUBLIC TRANSPORTATION RATHER THAN TO DEPEND ON 
PARATRANSIT OR SENIOR TRANSIT SERVICES. 
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20. An option that would be useful to a small number I believe.  Pariticipating on a 
committee in Fairfax looking at needs of other ethnic groups of all ages, usingf the 
transportation system is particularly difficult to Hispanics and other who have no or 
limited English skills.  

21. It is helpful for seniors to learn how to navigate public transportation so it's not so 
overwhelming and scary 

22. Sounds good.  Effective implementation will be the key.  I think the best training 
location would be the senior centers, where there would be lesser distracttions that would 
likely be the case on a moving vehicle. 

DISADVANTAGES

1. Most seniors that I know will not use rail service. 

Would need to accomodate for different languages in the training {#29} 

metrorail may seem a little scary to some seniors {#38} 

2. only for those who would be able to navigate the system 

majority of seniors would not use metrorail--way too difficult and unreliable. {#30} 

3. does it take into account changes in mental and physical ability 

4. not feasible for seniors with special needs, but great for the "healthy" senior 

5. assumes that there is adequate public transportation 

Staffing is paramount. Outdated views regarding seniors and transit need to be addressed 
in transit facilities. {#53} 

6. most lack experience w/ bus and rail will take alot to overcome apprehensions 

7. may be hesitant to try this - training needs to be made fun 

8. It does not mention for those who wheelchair-bound individuals 

wheelchair users {#42} 

9. some seniors may not be able to take advantage of this opportunity if they are more frail 

10. I personally would love the opportunity of being one of the trainers.  What an
interesting volunteer opportunity! 
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11. Must be able to learn a variety of instructions to navigate the system. 

12. How this is taught is extrememly important to avoid frustration. 

13. Doesn't take into account traveling in heat like we have this summer. 

14. realistically, how many seniors could be trained.  this seems VERY labor and cost 
intensive. there is limited applicability for seniors who are impaired 

15. what about developing partnerships with other seniors 

16. Tailored for those who can handle this kind of independence.  This could prove 
stressful. 

17. Doesn''t work for seniors with short term memory loss and dementia and physical 
limitations. 

18. Most seniors are slow to move; metro rail will be a major challenge for them. 

19. Once learned, a senior could then help other seniors. 

20. makes a lot of assumptions about ability level 

21. Basically a very good idea for one segment. 

22. frail seniors probably couldn't use 

23. different languages required for the training 

24. could be confusing over time 

25. Probably would be used by only a small portion of the older population. 

26. SENIOR RIDERS MAY OVER ESTIMATE THEIR ABILITIES AND OVER TAX 
THEIR ABILITIES. 

27. 75 and older people who haven't used public transportation in the past will be a hard 
sell.

SESSION FEEDBACK (Topic Commenter) 

Participant Instructions 

To answer a question, DOUBLE CLICK on it and key your comment in at the bottom of 
the sheet of paper.
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Click on the SUBMIT button when you are finished and then on the PREVIOUS or 
NEXT button to go to another question.

1. WHAT WENT WELL TODAY? 

reasonably well organized.  might to be good to prepare people with a more thouough 
overview of the work that has been done thus far and exactly what the goals of the 
session are {#36} 

everyone had a chance to speak and to be heard 
common needs and solutions did arise {#37} 

went well - you all were very easy to understand and animated {#42} 

I liked the diversity of group {#43} 

stayed on track with all questions--enough time for feedback but not so much that people 
rambled {#49} 

Thank you.  I thought the meeting was well run and gave us all an opportunity to share 
our ideas and listen to others. {#51} 

I apprecijate the fact that there was staff here in the CDSC to help us along. {#52} 
EVERYTHING WENT WELL {#53} 

Everyone had a chance to contribute and there a diversity of ideas to consider {#57} 
enjoyed the discussion at the end {#59} 

Good group participation led by facilitator.  Lots of good information shared by group 
members.  Learned a lot from others {#60} 

staff was very organized and helpful {#61} 
Wonderful way to glean a LOT of information in a short period of time. {#65} 

2. WHAT WOULD YOU CHANGE WHEN WE DO THIS AGAIN? 

begin on time and be respectful of the fact that we committed to being here for only 2  
hours.  snacks would have been a nice touch {#39} 

awesome technology - very interesting process. {#44} 
a longer session {#46} 

allow for a bit more time {#48} 

Need more time...maybe expand to 2 days {#50} 
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last part  needs work/focus {#56} 

Set up something without time constraints! {#63} 

N/A {#64} 

more instructions about parking {#66} 

ALLOW A LONGER TIME PERIOD {#71} 

Longer session to hammer through a more cohesive plan for the future.  Would have 
helped to know the results of the senior interview study. {#72} 

Give participants a preview of what's to come so they can think about it before hand. I 
think you'd have more thoughtful and throught-provoking ideas submitted. {#73} 

very impressive use of technology and discussion {#74} 

Take a little bit longer from mid-session on to gather all the input in writing.  There 
seemed to be more time per quesiton at the start.  I would really eliminate more of the 
spoken commentary to make time for more written replies and for time to read those 
replies and comment further. {#76} 

I couldnt get much info from the rear of the class {#77} 

3. WAS THIS TECHNOLOGY A USEFUL TOOL FOR DECISION MAKING? 

yes and no, I think it helped to get all the thoughts down on paper, but didn't leave time to 
really discuss issues. {#38} 

yes. {#40} 

it was an interesting experience and easy to use {#45} 

yes, however I feel that the explanations of use took up too much time {#47} 

yes - it worked very well for this - great tool {#54} 

I LOVE THIS TOOL!  I wish all the organizations I meet with used thjs format. {#55} 

without a doubt!!! very user friendly {#58} 

The tool was great and the teamwork of all the folks who put this together was terrific. 
{#62}

TECHNOLOGY ALLOW EVERONE TO SEE THE COMMENT OF OTHERS {#68} 
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Great tool.  Would be good for all meetings where input is wanted. {#75} 

4. OTHER COMMENTS? 

Facilitator and staff were helpful {#41} 

would like to see the results and comments {#67} 

Overall a well thought theough training {#69} 

My organization is planning a forum with the screening of the documentary of "The  
Open Road" addressing the aging of Baby Boomers and the impact on communities, 
including developing creativ solutions. I am looking for participation and funding). {#70} 
Want to see the results and comments. 

Thought the faciitator and organization of the meeting was excellent. {#78} 



 

Appendix 4 SERVICE ROUTE POTENTIAL FOR 

COMMUNITIES WITH  

CONCENTRATIONS OF SENIORS 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



A�-1

APPENDIX 4 Service Route Potential for Senior-
Concentrated Areas

To identify communities with concentrations of seniors that might benefit from service routes, or 
other specialized services, this study assessed census data within areas defined as Community 
Type 21 to find areas with a relatively high senior population and then reviewed existing transit 
services and general land use. Communities with concentrations of seniors have been defined for 
purposes of this assessment as census block groups with 300 or more persons age 75 and older, 
based on the 2000 decennial census.  The age of 75 was chosen to be consistent with the 
definition of senior for the telephone survey and focus groups.  The threshold of 300 was chosen 
based on the relative distribution of this age group across the Northern Virginia region.2    Using 
these parameters, this assessment found 12 communities with concentrations of seniors in the 
Northern Virginia region, referred to as senior concentrated areas. 

In transit service planning studies, the assessment of concentrations of seniors and other target 
populations who might be transit users typically uses not only the absolute number of the target 
population but also the density of the target population.  However, for this assessment, density 
has been included by virtue of the fact that the analysis has focused only on Community Type 2, 
which has been defined in part based on population density.  In order to avoid duplication of 
analysis, the identification of senior concentrated areas has used actual numbers of seniors within 
Community Type 2 areas. 

For each of the senior concentrated areas identified, brief descriptions are provided below that 
identify transit routes serving the area, specific locations of retirement communities and other 
senior housing which can help determine wherein the block group transit service may be most 
needed, and existence of shopping and other destinations within a walkable distance and 
environment, or specifically from senior housing complexes within that senior concentrated area.
Maps of the senior concentrated areas are attached.  To develop the maps, the following 
resources were used:  for retirement communities and other senior housing – The U.S. 
Department of Housing and Urban Development on-line Subsidized Apartment Database, 
information from NVTC, and public listings; and transit routes – as obtained from NVTC, or 
generated based on publicly available information. 

Additional analysis was directed toward those senior concentration areas that are located within 
Fairfax County, which hosts the majority of the regional population located in Community Type 
2.  Staff from FASTRAN, the major specialized transportation provider in Fairfax County, was 
contacted to review FASTRAN service within each of these areas in the county and review the 
potential for considering additional service. It is noted that the county’s FASTRAN program 
provides a range of specialized services within the county, including group trips, shopping trips, 

1 Community Type 2 is defined as moderate density/suburban areas with a separation of retail and commercial land 
uses from residential areas and an environment not conducive to significant pedestrian activity. 

2 As a reference point, a recent study of concentrations of seniors in the Baltimore region used a threshold of 250 
seniors in a census block group to define a concentration of seniors of “moderate intensity.” 



A�-�

and senior center trips and limited many-to-many dial-a-ride service.  There are thirteen senior 
centers in the county,  each of which is provided with one round-trip per week by FASTRAN to 
serve destinations at their discretion.  This trip is typically used for grocery shopping trips.  Some 
of the identified senior concentrated areas receive some FASTRAN service. 

Senior Concentrated Areas in Fairfax County

The senior concentrated areas within Fairfax County are briefly identified below.  

Lorton Senior Concentrated Area 

 Transit service to Springfield Mall, Springfield Metro, and Route 1 corridor to 
Huntington Metro 

 Retirement Communities: Belvoir Woods (participates in FASTRAN program, other 
transit nearby but not directly served) 

 Lower income communities served by FASTRAN dial-a-ride service 
 No shopping destinations within walking distance 

West Springfield Senior Concentrated Area 

 Transit service to west along Old Keene Mill, downtown Springfield, Springfield Metro, 
Western Alexandria, Van Dorn Street Metro 

 Retirement Communities: Greenspring Village (provides own transportation services, not 
served by other transit) 

 No shopping destinations within walking distance 

Burke Senior Concentrated Area 

 No fixed-route transit service 
 Retirement Communities: Heatherwood (small center, served by own transportation 

system, not served by other transit) 
 Burke Lake Gardens (subsidized) ½ mile south of block group (also not served by 

transit), participates in the FASTRAN program 
 Burke Cove, to the west of the block group, is a larger community that participates in the 

FASTRAN program 
 Shopping Destinations: Burke Town Plaza across from Burke Lake Gardens, long walk 

from Heatherwood and rest of the block group 

Mantua Senior Concentrated Area 

 CUE Transit service throughout Fairfax City area, and Metrobus service along Lee 
Highway corridor to Fair Oaks shopping areas to west and Ballston to east. 

 Retirement Communities: Virginia Continuing Care and Sunrise (adjacent to each other), 
both served by fixed-route transit 

 No scheduled group or shopping trips through FASTRAN 
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 Fairfax Circle shopping within walking distance of retirement communities, Pan Am 
Shopping Center (groceries) long walk to north 

 Based on existing conditions, community should be considered for possible additional 
specialized service for seniors 

Bailey’s Crossroads Senior Concentrated Area 

 Heavy transit service in all directions 
 Retirement Communities: Washington House, Goodwin House, Goodwin House West 

(all served by transit) 
 Goodwin House West and several other unrestricted apartment communities served by 

the FASTRAN shoppers shuttle, funded partly through an economic development 
authority grant 

 All retirement communities in walking distance to shopping for convenience groceries 
and specialty needs, though environment not conducive to walking for major groceries or 
drug stores. 

McLean Senior Concentrated Area 

 Fixed-route transit service along Old Dominion Drive (north end of block group) to 
Ballston, Shirlington, and Crystal City to east, and McLean and Tysons Corner to west. 

 Retirement Communities: Vinson Hall in block group (with own transportation service), 
the Sylvestery, just to west 

 Chesterbrook Shopping Center (grocery and drugstore) directly across from Vinson, not 
walkable from Sylvestery 

Other Senior Concentrated Areas

Occoquan Senior Concentrated Area 

 Served by one PRTC Route, with connections to the Potomac Mills shopping area and 
the Route 1 corridor in Woodbridge 

 Retirement Communities: Westminster @ Lake Ridge (not served by fixed route transit) 
 No shopping destinations within walking distance 

Landmark Senior Concentrated Area 

 Transit service to Springfield area, Mark Center, and Old Town Alexandria 
 No official retirement communities 
 Van Dorn Plaza (supermarket and drugstore) within walking distance 

Pentagon City Senior Concentrated Area 

 Heavy transit service and Metrorail access 
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 No official retirement communities 
 All types of shopping destinations within walking distance 

Western Arlington Senior Concentrated Area 

 Transit service at edges of the area, to Western Alexandria, Pentagon City, Rosslyn-
Ballston Corridor, and Fairfax 

 Retirement Communities: Sunrise, on Wilson Boulevard (served by east-west transit 
route)

 Small shopping center with convenience retail within walking distance, grocery shopping 
over ½ mile to east 

Ballston Senior Concentrated Area 

 Heavy transit service and Metrorail access 
 Retirement Communities: The Jefferson (in block group), Brighton Gardens and The 

Carlin just outside block group, all are served by transit 
 All types of shopping destinations within walking distance 

Cascades Senior Concentrated Area 

 No current fixed-route transit service 
 Paratransit service available through Virginia Regional Transit, and some service 

provided by Falcon’s Landing 
 Retirement Communities: Falcon’s Landing 
 No shopping within walking distance 
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NVTC – Senior Mobility Study Page 1 
Technical Memo #1    

Appendix 5 Methodology Underlying  
Community Type Classification 

Among the project goals of the Northern Virginia Senior Transportation and Mobility 
Study include two related to land use:  (1) to identify differences in the travel patterns of
seniors by the type of community (urban/town/mixed use vs. suburban/separation of land 
uses) where they reside; and (2) to assess the impacts of land use patterns and community 
type on senior mobility.  To accomplish these goals, the study has included efforts to 
categorize the region into a limited set of community types that reflect meaningful 
distinctions of land use patterns that may affect travel and mobility. 

Based on a preliminary assessment of community types and knowledge of the region, 
three community types were defined by NVTC: 

Type 1: Moderate density/suburban or town to high density/urban with a walkable 
environment and mixed land uses. 

Type 2: Moderate density/suburban with a separation of retail and commercial 
land uses from residential areas and an environment not conducive to significant 
pedestrian activity. 

Type 3: Low density exurban or rural land use with limited commercial and 
service activities. 

To determine the physical boundaries of these community types, the consultant used the 
following sources: 

1996 Metropolitan Washington Council of Governments (COG) Regional Land 
Use Plan, 

2000 Census block group data, 
Individual input from local land use planners at each of the nine jurisdictions in 

the NVTC study area. 

The COG Plan provided necessary information about types of land use in the region, 
helping to create an initial community type layer by separating suburban from rural areas, 
urban from suburban areas, and commercial from residential areas.  These land uses 
could not be used to identify community types on their own, however, because (1) the 
COG information is somewhat dated, (2) the document is a plan rather than an inventory 
of existing land uses, and (3) land use definitions vary slightly between jurisdictions. 

For this reason, Census block group data was overlaid with the COG Plan to help isolate 
those areas with current and particular land use characteristics that are consistent in 
definition across the region.  Several scenarios were developed based on different types 
of available census information, presenting a variety of options for community type 
designations.  The differences in the scenarios related to the definition of Type 1, the 
urban/town/mixed use category.  
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NVTC – Senior Mobility Study Page 2 
Technical Memo #1    

The different scenarios were provided to each of the nine jurisdictions in the study area, 
requesting review by the local land use planners to obtain any input they might have.  
Based on further assessment and after the review by the local planners, a preferred 
scenario was selected and minor modifications made to reflect the input of the local 
planners.  The resulting categorization includes three community types, described below 
and shown in Figure A5-1: 

Type 1  - includes all areas that are: 
o within a block group that contains some area considered to be “high 

density mixed use” according to the COG Plan. 
o within a block group where at least 10% of the existing housing units were 

built before 1940, and with a population density of at least 2,000 persons 
per square mile. 

o within an area that does not contain either of the above parameters, but 
was recommended to be included in the Type 1 category by local land use 
planners because of unique aspects of the local environment. 

Type 3  - composed of all block groups where a significant portion of the land use 
is considered “rural” according to the COG Plan, or where otherwise designated 
by local land use planners. 

Type 2  - includes all remaining land area. 

Essentially, community Type 1 includes those areas of the northern Virginia region 
characterized as higher density, mixed land use, and a more pedestrian environment 
relative to other parts of the region.  Community Type 2 is characterized as more 
suburban, with a greater separation of land uses.  Community Type 3 can be 
characterized as more rural or exurban.  This categorization of community types enables 
the study to assess differences in seniors’ trip-making and mobility across the region and 
provides for a relative differentiation of land use types. It is not intended to reflect or 
suggest land use implications or zoning for the jurisdictions.  The differentiation of 
community types is intended specifically to help the study understand whether there are 
differences in senior mobility that are affected by characteristics of the communities in 
which they reside and to help frame recommendations that might improve senior mobility 
in the future. 
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March 17, 2005 

[Planning and Zoning Director] 
[Address]

Dear [planning director]: 

The Northern Virginia Transportation Commission (NVTC) would like your 
land use expertise!  We have recently initiated a study to better 
understand the specific transportation needs of seniors in Northern 
Virginia, by jurisdiction and land use type.  To ensure a sound analysis, 
we’d like you to review our categorization of land use types. 

Through our study we hope to identify gaps in coverage of existing and 
future transportation services, as well as to better equip public transit 
operators and social service providers with detailed knowledge of the 
important and growing market for senior transportation. This study 
includes a demographic analysis, a scientific telephone survey of 1630 
Northern Virginia seniors age 75 and older, and follow-up focus groups 
with seniors.  

The mobility of our aging population is now a pivotal transportation policy 
issue. The number of Northern Virginia residents age 65 and older is 
expected to more than double between 2000 and 2030. Today, 
approximately one out of every thirteen Northern Virginia residents falls 
within this age cohort. By 2030, we expect this ratio to become one out of 
every seven residents. The increase of more than 200,000 seniors within 
this time span will have significant policy and programmatic implications 
for our region.  

Part of our research aims to test the hypothesis that seniors, especially 
those who do not drive, have greater levels of mobility if they live in 
walkable, mixed-use urban or town communities compared to single-use, 
residential communities in suburban, exurban, or rural areas. To test this 
hypothesis respondent addresses will be geocoded in ArcView and 
assigned a community type. We are asking that you review our 
preliminary categorization of three different land use/community 
types defined for the study: 

1. A walkable urban, or town, mixed-use community. For this 
category, density is not as important as character. A complete
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pedestrian network of sidewalks, crosswalks, and trails would 
encourage walking. Roads would generally be two to four lanes wide 
and intersections designed for safe pedestrian crossing. Street traffic 
should be slow enough as to not be intimidating to a senior pedestrian 
with limited agility. Examples of the walkable urban or town, mixed-use 
community type would include the Rosslyn-Ballston corridor in Arlington 
County; pedestrian friendly, mixed-use areas of Reston in Fairfax 
County; and the historic downtown area of Manassas. In order to draw 
the distinction between the mixed-use and suburban community types, 
an area should not be placed in the urban or town, mixed-use 
community type unless a fair amount of pedestrian activity can be 
observed today. Another criterion is an integrated mix of use. Ideally, 
residents would be within ½ mile of commercial retail and services.

2. A suburban residential community type characterized by a separation of 
retail and commercial services from the residential areas. Most of 
Northern Virginia’s land area and population will fall within this 
community type boundary. For instance, a residential subdivision 
bordered by a commercial strip shopping center that offers a grocery 
store and other services would qualify under the suburban residential 
community type. While sidewalks may link homes and the shopping 
center, seniors may find the distance too great or barriers such as 
surface parking lots, fast moving vehicular traffic, and wide intersections 
not conducive for walking.

3. A rural/exurban community type. This community type would be 
characterized by areas where farming, forestry, and ranchette activities 
occur and where single family homes on large lots are located. Few, if 
any, retail or service activities would be located in these areas, with 
most located at crossroads. Most of this community type will be found in 
Loudoun and Prince William counties, although Fairfax County may 
have some land area in this community type.  

I recognize that the built environment of our region is significantly more diverse 
than these three community types; however, we are constrained by the need to 
ensure a large enough sample size for each of the community types in order to 
produce statistically significant results by community type.  

NVTC requests your department’s assistance by reviewing the boundaries of these 
community types for your jurisdiction. It would be most helpful if someone from 
your staff knowledgeable about the current built environment could identify the 
community type boundaries using roads, census blocks or block groups, and/or 
other locator features that can be mapped in ArcView. As a starting point NVTC, 
with assistance from its consultant, the KFH Group, has mapped three possible 
options. A description of the methodology used for each is provided. The research 
team is leaning toward option two; however, we very much need the assistance of  
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jurisdictional land use planners to verify that the areas mapped meet the intent 
described in this letter.  

Please respond with any adjustments that you think should be made so that we 
can finalize the boundaries of the three community/land use types for the study. 
We would like to finalize the sampling methodology by the end of March; however, 
some flexibility in the schedule exists. If you have questions about the study or the 
development of the three options attached, please do not hesitate to contact me by 
phone (703) 524-3322 or email (jana@nvtdc.org). We can provide ArcView 
shapefiles upon request.  

Thank you for your assistance with this project. I hope that NVTC’s research will 
provide Northern Virginia’s jurisdictions and the planning profession with useful 
insights.  

Sincerely,

Jana Lynott, AICP 
Senior Transportation Planner 
Northern Virginia Transportation Commission 
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Scenario 1 
Urban area defined by mix of land uses and environments conducive to 
walking - per discussions between NVTC and KFH Group 

This scenario only includes, walkable, mixed-use areas as considered by the definition of 
an urban/mixed-use land use category described in the attached letter.  The areas 
highlighted were included based on brief discussions with NVTC.  They include 
communities in the Rosslyn-Ballston Corridor, the Jefferson-Davis Highway Corridor in 
Arlington and Alexandria, the Columbia Pike Corridor in Arlington, Old Town and Del 
Ray in Alexandria, and the Reston Town Center area in Fairfax County.  The primary
problem with this scenario is that the resulting sample size of persons 75 years and older 
and living in an urban/mixed-use area falls below the recommended 6%-7% as suggested 
by the market analysis team. It is likely this initial cut does not capture all walkable, 
mixed-use areas in this region.

Area
(SqMi) Population

Population
Density

Population
75+

75+
Sample

Size
RURAL 294.8 173,013 587 4,061 6.9%
SUBURBAN 584.2 1,576,140 2,698 51,277 87.6%
URBAN 6.1 68,287 11,176 3,207 5.5%

885.1 1,817,440 2,053 58,545
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Scenario 2 
Urban/mixed use area or town defined by age of housing stock – per year 
2000 census data 

This scenario increases the proportion of 75 and older residents living in an urban/mixed
use area by expanding the urban area to include older communities, which are presumed
to consist of more walkable street amenities and have better connectivity between land 
uses.  Based on year 2000 decennial census information, any block group with at least 
10% of the housing stock built before 1940, and a population density of at least 2,000 
persons per square mile has been included within the urban area land use classification in 
addition to those areas included in scenario 1.  This has resulted in the addition of more
inner suburban areas and the downtown areas of Leesburg, Herndon, Manassas, and 
Fairfax City.  Currently, this is the preferred scenario by the study team because the
sample size is adequate and the areas included in the urban/mixed use or town land use 
category are generally within the confines of the definition in the letter.

Area
(SqMi) Population

Population
Density

Population
75+

75+
Sample

Size
RURAL 294.8 173,013 587 4,061 6.9%
SUBURBAN 575.5 1,522,323 2,645 48,332 82.6%
URBAN 14.9 122,104 8,195 6,152 10.5%

885.1 1,817,440 2,053 58,545
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Scenario 3 
Urban/mixed use area or town defined by population density and 
proximity to commercial retail and services – per year 2000 census data 
and 1996 MWCOG land use data 

This scenario further increases the proportion of residents 75 years and older who live in 
an area classified as urban/mixed-use area or town by expanding that area to include all 
block groups with a population density of at least 5,000 persons per square mile and a 
commercial or mixed –use zone within or bordering the block group.  Though this 
identifies more residents who live in mixed-use areas, it may not take into account the 
walkability of the area, which could make it inconsistent with the definition of an 
urban/mixed use area or town described in the attached letter.

Area
(SqMi) Population

Population
Density

Population
75+

75+
Sample

Size
RURAL 294.8 173,013 587 4,061 6.9%
SUBURBAN 560.4 1,354,144 2,416 43,336 74.0%
URBAN 29.9 290,283 9,695 11,148 19.0%

885.1 1,817,440 2,053 58,545



Appendix 6 DETAILED ANALYSIS OF CENSUS 

MIGRATION PATTERNS 
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