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Dear Colleague:

As President Clinton said in his 1998 State of the Union address, “A society rooted in responsibility
must first promote the value of work, not welfare.” In order for families to transition from welfare
to work successfully, the Federal Government, States, communities, businesses, and non-profit
agencies must work together to create opportunities and remove barriers. Your involvement is
crucial to overcoming one of the biggest challenges facing those transitioning from welfare to work:
finding reliable, affordable, and efficient transportation to jobs, training, and support services such
as child care.

President Clinton recognizes the challenge this poses to job seekers, and has asked us to create new
strategies to help them get to where the jobs are. As he has said, “Each and every one of us has to
fulfill our responsibility, indeed, our moral obligation, to make sure that people who now must
work, can work.”

In February, the President wrote a letter to the Nation’s Governors highlighting the critical role of
transportation and urging them to use existing funds for transportation services wherever possible.
To encourage each State and community to take full advantage of current resources, the U.S.

s Departments of Health and Human Services, Labor, and Transportation are working closely together

on this issue and are jointly issuing the written guidance enclosed with this letter.

The guidance encourages coordination among transportation, workforce development, and social
.service providers to ensure the most efficient use of Federal funds. Such partnerships are an
excellent way to create new, more effective transportation alternatives and to enable businesses to
get the workers they need while stimulating local economies. We know some of you are already
engaged in such partnerships and applaud these efforts, many of which are described in a recent
publication by the Department of Transportation and the Community Transportation Association of
America entitled “Access to Jobs, A Guide to Innovative Practices in Welfare to Work
Transportation.” This publication is available on the Internet at http://www.ctaa.org/welfare.

We are confident that with adequate attention to, and investment in, transportation and other support
services, welfare recipients will have the resources they need to find and keep jobs. We greatly
appreciate your help in making welfare reform a success.

f Donna E. Shalala xig M. Herman

. Secretary of Transportation Secretary of Health and Sécrgtary of Labor
' Human Services
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welfare reform transporta-
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 portation, federal funding
sources for welfare trans-
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Introduction
to the Issue

Transportation’s Key Role in Welfare

Reform

The crucial role of public transportation in welfare reform is often
obscured by more obvious issues like job placement and child care. Yet
without effective transportation, the welfare-to-work transition is vir-
tually impossible.

Public transportation, as the innovative practices in this reporr il-
lustrate, has a pivotal role to play in many American’s journey from
welfare to work. Today, fewer than one in 10 recipients of public as-
sistance owns an automobile - so driving to that new job is rarely an
option. And nearly 40 percent of the 10 million daily public transic
riders in the U.S. are considered low-income. For these people, public
transit is more than merely a ride - it is a lifeline.

However, public transportation services, as they are currendy con-
stituted in many arcas, Cannot meet all the new transportation de-
mands that welfare-to-work transportation can be expected to gener-
ate. Although many job opportunities will continue to be available in
central cities and downtown areas that are well served by transit, the
growth of new jobs in suburban locations that are difficult, and often
impossible, to reach by conventional transit services remains a genuine
issue. a

This report summarizes welfare reform transportation challenges
and looks at the welfare-to-work transportation activities of several
states, metropolitan ‘planning organizations and transit agencies. In
addition, it details the most pertinent research relating to welfare trans-
portation, federal funding sources for welfare transportation and it high-
lights the current technical assistance efforts on the subject.

Welfare Reform is the Catalyst

President Clinton signed the welfare reform bill in August of 1996
with the intention of completely overhauling the previous program.
The Aid to Families with Dependent Children (AFDC) program was
replaced with the Temporary Assistance for Needy Families (TANF)

program. TANF is a state-administered block grant apportioned to
each state on a formula basis from the federal government. As its name
indicates, the funding is temporary in that recipients will have no more
than 60 months total (some states have chosen shorter periods) to find




employment. After 60 months of support, TANF benefits end.
Each state has submitted a plan to the Department of Health
and Human Services detailing how it intends to spend its TANF
allocation. A year into this great social experiment, many states
are reporting significant reductions in their welfare rolls.
These welfare reform successes present a unique challenge
for public transportation. Some states are secking to broker the
purchase of welfare-to-work transportation for TANF dlients,
others are combining their efforts with the Medicaid program,
while still others are experimenting with reverse-commute routes.
Regardless, the clock is ticking for public assistance recipients.

The Planning Challenge: Jobs Moved Faster
Than Transportation
Although the
downtown areas

of many U.S. cit-
ies continue to be

100 often, job

seekers are forced to prime employ-
ment locations,

continue on we.lﬁzre in virtually all
‘ metropolitan ar-

because they have n0  cas chere has
been explosive

Wd}’ 1o get 1707728 job growth in the

suburbs. Many
of these newly
created suburban
jobs will prove to
be very attractive to people who are making the transition from
welfare to work.

In many cases, there has actually been a significant reduction
in the overall number of jobs in downtown areas, making it all
the more important that effective transportation links be estab-
lished berween suburban job centers and urban residential neigh-
borhoods where the majority of people on welfare currently live.

from work

The Time Challenge: Work Hours and Service
Hours Don’t Match

Another impediment to public transportation’s successful role
in welfare reform is service hours. Years of diminishing federal
transit funding and cuts to operating assistance have led many
public transit providers to both cut routes and scale back hours
of operation. For many fixed-route transportation providers (in
urban and rural areas), service after 7:00 p.m. is too costy to
operate. But the jobs that many welfare recipients find them-
selves qualified to fill often involve shift work and evening hours.
Too often, job seckers are forced to continue on welfare because

they have no way to get home from work.

The Rural Challenge: Not Enough Public
Transit '

There is 2 myth among many that welfare-to-work transpor-
wation is only an issue for cities. Unemployment is equally criti-
cal in rural areas and small towns. In fact, the rate of unemploy-
ment is actually higher in non-metropolitan areas than in cities.
Nationally, one in four families receiving public assistance live
in rural areas and a disproportionate share of non-metropolitan
residents reside in poverty-level houscholds. In rural Somerset
County on Maryland’s Eastern Shore, for example, there are two
welfare recipients for every available job - an equation for failure
under the new welfare law.

Combine these figures with the startling fact that 40 percent
of all rural counties in the U.S. have no available public trans-
portation, and one recognizes the growing crises in our nation’s
small towns and countrysides.

v
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With even an 80-
minute commute,
residents from these
areas could reach less
than 44 percent of the
appropriate job
openings.

Determining
Transit

Needs

Research is a valuable tool in identifying whether spatial mismatches
(the term describing the phenomenon of welfare recipients living far from
job opportunities and having no transit to bridge the gap) or other barriers
exist in local areas that keep many welfare recipients from employment. In
the following innovative practices the research efforts of several regions are
profiled. These case studies are presented because they have taken exem-
plary steps to define the problem. While much of this analysis used com-
puter-based geographic information systems (GIS) mapping software, many
areas have completed effective analysis without relying upon computer sys-
tems.

Study Finds Jobs Not Accessible to Wel- |

fare Recipients

Cleveland, Ohio is an older industrial city that has suffered serious losses
in population, housing and jobs. Along with these changes - and also be-
cause of them - many of the city’s welfare recipients have become geo-
graphically isolated.

Last year, Case Western Reserve University’s Center on Urban Poverty
and Social Change (CUPS C), in collaboration with the Cuyahoga (Ohio)
County Departments of Entitdlement and Employment Services, studied
welfare participants. Intended to assist local government officials in antici-
pating the effects and challenges of the new federal welfare policics, the
study posed the following questions: What is the employment potential of
long-term public assistance recipients? Can the regional economy absorb
so many low-skill workers? What is the likely impact on local neighbor-
hood economies of time-limiting assistance?

By examining the public transit routes from selected locations in neigh-
borhoods with high concentrations of public-assistance recipients, the study
found that with even an 80-minute commute, residents from these areas
could reach less than 44 percent of the appropriate job openings. It should
be noted that these studies were conducted during rush-hour transic sched-
ules, when the connections are the closest together. Most entry-level, low-
skill jobs do not operate along conventional rush-hour schedules, therefore
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the actual commutes are potentially much longer.
In a later study also performed by Case Western, a local labor

marker information system was developed to assess the impact openings in the arca.
of welfare reform. Previous researchers had as- :
sessed local labor demand and labor supply, .
but had failed to analyze job-skill requirements Ina 40—mznute
and spatial mismatch. . public transit

To get a clear picture of the dynamics of ]
welfare entry and exit, the pre- reform study commaute, rejza’ent;
was conducted on two levels. The first looked .
at a 1995 cross- sectional caseload analysis to of dzsadvantaged
determine the potential consequences of se- neig}] b 0 7‘/7 00 df

lected policy changes for thar particular popu-

N

the available jobs in about 20 minutes. If these residents dou. .. 7
their commute times, they can access three-quarters of the job

lation. Additionally, the study tracked welfare CO%M reac/y an{y 8

system entry and exit statistics to obtain a pre-

reform basis for furure scudics. Wich all this 20 15 percent of

data amassed in a central and accessible way,
and with the help of geographic information,
system software, this research provided a valu-
able baseline to evaluate, predict and soften
the negative impacts of time limits on AFDC recipients.

Both studies discovered that jobs that match the skill levels
of most welfare recipients, regardless of occupation or field, are
likely to be low-paid and temporary. Equally important, they
found that jobs that are appropriate to the recipient’s skill levels
are not accessible within reasonable commute times. In the Cleve-
land area, inner-city residents with cars can reach one-third of

the jobs.

Neil Bania »
Case Western Reserve University

Mandel School of Applied Social Sciences

10900 Euclid Avenue

Cleveland, OH, 44106-7206

Phone (216)368-2290

Without cars however, (U.S. DOT
statistics have found that 6.5 percent
ofwelfare recipients own a car) employ-
ment accessibility declines precipi-
tously. In a 40- minute public transit
commute, residents of disadvantaged
neighborhoods could reach only eight
to 15 percent of the jobs in the metro-
politan area. After doubling their com-
mute time they can reach, at most,
only 44 percent of the jobs.

Such staistics are grim and present
an overwhelming need for'a new ap-
proach to address the transportation
needs of public assistance recipients.

For more information contact:

Percent of Entry-Level Jobs Accessible Within Various Commute Times
from Seclected Cleveland-Akron Metropolitan Neighborhoods

Average Commute 75th Percentile Commute 95th Percentile Commute

. 20 min. 37 min. 25 min. 45 min. 40 min. 80 min.
Neighborhood auto  public transit auto  public transit auto public transit
Cleveland - West Side 33.9% 11.5% 44.3% 16.6% 70.3% 43.4%
Cleveland - Near East Side 354% 12.7% 48.9% 16.5% 73.6% 43.3%
Cleveland - East Side 27.8% 8.3% 48.5% 11.1% 70.7% 39.5%
Cleveland - Mt. Pleasant 38.3% 9.2% 50.9% 17.0% 73.3% 40.9%
Cleveland - Empowerment Zone  35.0% 15.0% 51.0% 21.0% 75.0% 44.0%

Source: Leete, L & Bania, N. (1996). The Impact of Welfare Reform on Labor Markess. Cleveland: Center on Urban Poverty & So..

Change. Case Western Reserve University
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Studies Spotlight Spatial Mismatch
Given that only 6.5 percent of families receiving public assis-

tance own an automobile, can these people without cars reach
jobs and support services? Does public transportation provide
an adequate link to job sites? Given the many places that women,
the primary adult recipients of welfare funds, must go in a day
(e.g., shopping, social services, doctors, job sites, and day care),
can available transportation services help women coming off
public assistance? Do wransportation barriers to employmentand
the costs of overcoming these barriers act an a disincentive to
leave the welfare rolls?

Question like these were addressed by Joseph Coughlin, di-
rector of the New England University Transportation Center at
the Massachusetts Institute for Technology (MIT) in Boston, in
his rescarch offering reccommendations for transportation, com-
munity development and welfare reform planning.

Using geographic information systems (GIS) mapping soft-
ware to examine Georgia's Cobb County, Coughlin and Michael
Rich, associate professor of political science at Emory University
in Adanta, found further evidence of the spatial mismatch be-
tween job opportunities located in the suburbs and the large
number of unemployed people living in metropolitan Atanta.

Coughlin and Rich plotted the locations of available entry-

level jobs advertised in the employment section of one Sunday
newspaper, residences of welfare recipients, sites for support ser-
vices such as day care and training centers and the availability of
transportation in Adanta’s metropolitan area. They found that
only 43 percent of entry-level job opportunities in Cobb County
are accessible by the Metropolitan Atlanta Regional Transit Au-
thority (MARTA). Further, the majority of these jobs entail a
one- to two-hour commute time.

A similar study conducted in the Boston metropolitan area.
It shows that in this city where welfare recipients have good ac-

‘cess to transit from their homes, they still have a difficult time

reaching the high job-growth areas in the suburbs.

Coughlin’s report, Planning for Equity: Transportation and
Access 10 Jobs, stresses that current transportation services are
not adequate for accessing available jobs, training and related
support services. .

For communities to plan and implement successful access-

‘to-work strategies, Coughlin advocates a three-tiered approach.

First, communities should analyze transportation needs and
access-to-work issues from the customer level: What types of
people make up the population of people coming off public as-
sistance and entering the job marker? What is the extent of their
multiple or conflicting trip demands? Will they be traveling to a




dispersed job site? Do they have nontraditional work hours? Do
they have limited money? Do they have access to a car?

Coughlin recommends coordinating human service with
public transportation providers, as well as collaborating with
employers and employer associations to provide on-site services.

The second level of analysis is from the system level: To what
extent are the transit infrastructure and services available to serve
city-to-suburb trips? Is this service pro-

of this base, while the rest of the county is sparsely populated.
With welfare reform underway and thousands facing reduc-
tions or cessation in public assistance, St. Mary’s County, in con-
cert with the KFH Group, a consulting firm in Bethesda, Md.,
decided to udilize geographic information system (GIS) map-
ping sofcware to help make steady work a reality for welfare re-
cipients.
To betrer serve the community, the

id ide the 9:00 :00 p.m. St s Co D f So-
st e 990180 S0 | Cose ks camsee 57 Comt Dot
using GIS as a tool to analyze a particular wbere most public ping software to provide a clear vision

region and to plan for greater access to jobs.
He proposes instituting flexible, reliable
and increased transit options for city resi-
dents so that they can reach suburban jobs.

The third level of analysis is from the
facility level: Do suburban transit stops
facilitate pedestrian access as well as park-
and- ride options? Are office parks and
shopping plazas accessible by public tran-
sit? Is there security during off-hours?

Coughlin recommends shutde services,
heightened security and pedestrian en-
hancements as approaches to meeting a
metropolitan area’s transporrtation and ac-
cess-to-jobs needs from this level.

By documenting Boston’s spatial mismatch, Coughlin dem-
onstrates transportation’s role as a crucial element of successful
welfare reform.

For more information contact:

Joe Coughlin

New England University
Transportation Center

Massachusetts Institute of Technology
Room 1-235

Cambridge, MA, 02139

Phone (617)253-4978

GIS Mapping
Technology Helps Match Workers

with Transit, and Jobs
St. Mary’s County, in rural Southern Maryland, is marked by
sprawling farmlands and the occasional small town. Most of the

large private employers in the area are contractors supporting
activities at the Patuxent River Naval Air Warfare Center. The

majority of the county’s 80,000 inhabitants reside in the vicinity a5 facilitated a more seamless transition from welfare to work

assistance recipients
live, along with the
location of suitable
employment opportuni-

ties, daycare centers
and available public
transportation

of where employment opportunities
were located in relation to where the
people who needed transportation to
. work lived. Public transit has long been
recognized as a necessity in connecting
people to jobs and services, yet the ad-
vanced GIS technology has only recendy
been available to assist in effectively as-
sessing and making this link.
With the assistance of GIS mapping,
DSS case workers can see where most

ment opportunites, daycare centers 2

available public transportation. GIS mapping software makes it

possible to engineer the most efficient and plausible routes to
transport people to all of these services.

The St. Mary’s County DSS was able to develop a geographic
portrait of current welfare recipients and the available jobs and
services with GIS mapping in several simple and easily repli-
cared steps.

Step 1 - Enter the current addresses of welfare recipi-
ents in 2 computer database with coding to denote
single teenage mothers, families, etc.

Step 2 - Create a computer map of client locations that
is GIS-based, using off- the-shelf software.

Step 3 - Generate another computer map of major
employment and family service locations.

Step 4 - Compare the mapped data with existing
transit services, and then perform an analysis to
demonstrate where new service should be targeted.
Direct routes to affordable day care and other social
services can also be analyzed.

public assistance recipients live, alopo .
with the locadon of suitable emg ... .

.";.-—-

By making use of available technology, St. Mary’s County
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| in Maryland for the client.

For more information contact:
Libby Hayes

KFH Group, Inc,

4630 Montgomery Avenuc
Suite 520

* Bethesda, MD 20814

Phone (301)951-8660

Using GIS To Assess Mobility

It is by now well understood that people receiving welfare
face tremendous mobility challenges. Very few welfare families
own a car and 90 percent are headed by single mothers; about
half of these mothers have children under the age of five. Given
their need to retain their family responsibilities, these women's
transportation needs will be much greater once they are work-
ing. Moreover, welfare families are disproportionately concen-
trated in big cities, while many of the jobs for which mothers are
qualified are located in the suburbs. Because transit does not
typically serve these suburban areas, the transportation available
to welfare recipients is characterized by a job accessibility gap.

In general, three classes of deficiencies prevent public transit

' from providing welfare recipients with adequate access to avail-

able jobs; (1) many outer suburbs are either beyond the reach of
transit or served only by commuter rail, which often fails to pro-
vide direct access to employment sites and is morcover prohibi-
tively expensive; (2) in many suburban areas served by transit
there is a substantial gap between existing routes and growing

employment areas; and (3) even when transit does provide di- -

rect access to a suburban job, the trip takes too long or requires
several transfers, or transit schedules and hours do not match
work schedules.

Geographic information systems, or GIS, provide transpor-
tation agencies with a powerful tool for understanding the spe-
cific dimensions of these mobility problems: A spatial analysis
using GIS can determine the relative proximity of recipients and
employers to transit service; travel times and distances between
points or over the entire network; and any obvious gaps in tran-
sit service. Planners can then use this information to modify or
improve transit routes or to develop new services. If updated
regularly, the GIS data can also be used by welfare caseworkers
and employment counselors to help recipients find and reach
suitable jobs.

The most basic spatial analysis of access to jobs requires three
sets of data; (1) GIS maps of transit routes; (2) addresses of wel-
fare recipiénts who are required to find work; and (3) addresses

or potential employers. Ideally, the analysis also should include

the locations of day care centers, schools, job training programs,
and other critical services.

Transit Data

Many transic agencies use GIS for planning and mainuain
geographic data on their transit system. For those areas whose
transit agencies do not, the Bureau of Transportation Statistics
has available 2 CD-ROM with maps of all major transit Systems
in the U.S. However, because this data is somewhat out of date,
it may be necessary to work closely with the transic agency to
make sure that the maps are accurate. In any case, it will prob-
ably be necessary to add information on iny private transporta-
tion services, commuter services, or paratransit services, should

such information be desired for the analysis.

‘Welfare Recipient Data

The addresses of welfare recipients can be obtained from the
state agency responsible for administering welfare programs. To
protect privacy, the welfare agency may wish to remove recipi-
ents’ names beforchand. Should the agency choose not to release
the information, it is possible to substitute census data available
for city block groups. This data can be obtained from the Cen-
sus Bureau directly or from most large public or university li-
braries. (However, because the populations of suburban and ru-
ral areas are far more dispersed than those of cities, census data is
not adequate for an analysis of these recipients’ transportation
needs.) Another option is for the welfare agency itself to convert
the addresses to block-group-level dara, or for the transit agency
or MPO ro delete all addresses from the system after geocoding
them (converting the addresses to latitude and longitude coordi-

nates).

Employer Data

This third step, determining which businesses may poten-
tially hire welfare recipients and mapping them, is more compli-
cated than locating cither the transit system or welfare recipi-
ents. In general, the use to which the analysis will be put deter-
mines the most appropriate source of employer data. For a broad
system-level or policy analysis, employment projections indicat-
ing which industries in which areas are likely to hire recipients
are an appropriate place to start. However, if the objective is to
implement additional or complementary transportation services
or to assist recipients in finding and retaining a job, information
on actual job openings is preferable.

Employment Projections
Each state’s labor or employment department develops em-
ployment projections for the U.S. Department of Labor. Two




types of projections are available and can bé used in a spatial
analysis: projections of industry employment and projections of
occupational employment. These projections indicate which in-
dustries or occupations are likely to create the greatest number
of new jobs. Ideally, transportation agencies performing the spa-
tial analysis should use employment projections developed for
counties or service delivery areas, rather than for an entire state.

If industry employment data are used, the first step is to de-
termine which of the fast-growing industries will create the most
new entry-level jobs. This is achieved using the Department of
Labor’s industry/occupation matrix, which rank-orders the oc-
cupations employed by each industry (by Standard Industrial

Classification Code). The industries found to employ the
greatest percentages of entry-level workers are those that will be
included on the maps. The nex step is to obtain the addresses of
actual companies in these industries, either from the state labor
department or from a private directory or database.

Using occupational employment projections first requires a
determination of which of the growing occupations arc entry-
level. Then, the Department of Labor’s occupation/industry ma-
trix is used to determine the industries that hire these workers.
Company addresses are obtained from the same sources indi-
cated above: state labor departments or private services.

Actual Job Openings

There are many potential sources of information on job open-
ings at a given point in time. Classified ads are one such source.
Another is the one-stop job centers being set up across the coun-
try. The lawter is a particularly promising source of dara, particu-
larly given the potential to integrate the one-stop centers with
welfare employment and transportation brokerage services.

Other Data

As mentioned above, the GIS analysis should ideally include
the locations of child care centers, job training programs and
other services. Child care data can be obtained from the state
office responsible for licensing day care centers and after-school
programs. The state labor department or welfare agency should
maintain a list of all job training sites authorized for recipients.

Summary

GIS can be an invaluable tool for MPOs and transit agencies
seeking to assess the mobility options of welfare recipients and
others without access to an automobile. In particular, a spatial
analysis may suggest ways to modify the existing transit system
to meet recipients’ needs or indicate which types of improve-
ments may yield the greatest benefits. However, such an analysis
is only a starting point. Improving mobility, and thus helping

recipients to find and retain jobs, requires active collaborati.
and partnership among transportation agencies, state welfare
departments, human services agencies, one-stop job centers, pri-
vate industry groups, and local employers- in short, all of those
responsible for implementing and mecting the challenge of wel-
fare reform.

-~
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into new roles: designing
and managing welfare
programs.
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State
Welfare-To-
Work

Transportation
Efforts

A key component of the welfare reform law is devolution of power to
the states. States have been thrust into new roles: designing and managing
welfare programs. Each state, naturally, has developed its own unique pro-
gram. The following profiles derail several states’ efforts.

Michigan

The state of Michigan's welfare reform program, To Strengthen Michi-
gan Families, has been underway since 1992. Because Michigan was four
years ahead of federal welfare reform, many of its programs are serving as
models for other states.

One of the components of the state program, Project Zero, is 2 demon-
stration effort intended to reduce to zero the number of public assistance
households in the pilot areas without earned income. The pilot areas in-
clude Alpena, Menominee, Midland and Owawa Counties, and the Tireman
and Romulus Districts in Wayne County.

Building Coalitions

Michigan approached the challenge of Project Zero by building a coali-
tion of state agencies to help welfare recipients gain and retain employ-
ment. The Michigan Department of Transportation (MDOT), through
their Bureau of Urban and Public Transportation (UPTRAN), worked
closely with the Family Independence Agency (FIA), formerly the Depart-
ment of Social Services, and the Michigan Jobs Commission (MJC) on this
initiative. At the outset, a statewide information exchange effort introduced
cach county and district FIA director to their local transit agencies, the
MichiVan program (statewide vanpooling) and local ridesharing offices.

9




Ac the local level, UPTRAN staff arranged mectings with
county representatives from FIA, local transit providers, welfare
officials, local community action agencies and other interested
parties to overcome the barticrs that prevent welfare recipients
from accessing employment sites. These coordinated effores build
locally appropriate solutions.

Eliminating Barriers
For MDOT the chiallenge was to eliminate transportation as

a barrier for Project Zero participants. This challenge has been

met using the following mechanisms:

1. Providing rides for extended transportation service
hours. :

2. Providing transportation service to day care
centers.

3. Allowing children on MichiVan vehicles.

4. Allowing the lease of MichiVan vehidles for
purposes other than conventional vanpools.

5. Providing transportation to job interviews.
Providing vehicles to an FIA office in 2 county
where there is no general public transportation.

7. Providing more than $1 million in state money to
extend transit service hours and areas of operation.

While these service extensions focus on the trip needs of the

gram has been to bring all the stake- hold-
ers (both state and local) to the table to
discuss the client and develop services that
address their needs. Another critical fea-
ture has been o fund these services. While
Project Zero was a one year, intensive dem-
onstration project focussed on selected
areas, the mechanisms used to implement
the program will be used in the future
when Project Zero is expanded to include
additional sites.

develop
address

For more information contact:
Robin Pan necouck

holders to the table
(both state and local) to
discuss the client and

Administrator,

Office of Communications

Michigan Department of Transportation
(517)373-2160

Kentucky

On April 28, 1997 Kentucky Governor Paul Patton signed a
$5 million federal transic allocation for public transportation
agencies throughout Kentucky - the largest public transit allo-
cation that the state has ever seen. A portion of this funding will
flow through Kentucky’s new welfare initiative, Empower Ken-
tucky, to guarantee transportation for all TANF recipients
throughout the state.

As current welfare reform mandated that all recipients of state
services must have better access to transportation, Kentucky of-
ficials realized they needed to completely revamp their program.
Previously, many clients had been exempted from mandated pro-
grams such as job training and job placement because they were
in rural areas that simply had no access to public transportation.
A whopping 28 counties were completely exempted from train-
ing and work activities!

The EMPOWER Kentucky plan has set up a statewide trans-
portation network composed of 16 regions. The regions we~ .
determined by analyzing an existing transit provider's fleety,
and capacity. Additionally, an estimate of historical utilizatez"
of transportation was made by looking at the sparse pre-reform
welfare transportation data, but primarily by extrapolating from
Medicaid darta. C

welfare reform clients, all of the services &Ch Ofth.c 16 rcgim‘lswill con-
are open to the general public. m: :hnth 2 su.xgci; provider to fu.r-
Michigan has ched the chall . nish the required transportation.
| posed bywclfa:c-:z-P:vo:rk rcquiicmcnctsn'gcm T /%’ tmost mtl&llﬁdture These contraces will be bid comped-
dinated tively, and each provider will be re-
a coof m:::t both the state and local lev- of th 4 P rog’ am /7 as been sponsible for providing all of the
S : ion themselves or for

els. The most critical feature of the pro- 10 bring all the stake- transportation

contracting for the necessary ser-
vices on behalf of the customer.
State monitoring will be conducted
to ensure that consumers are being
provided with appropriate service.
All transportation providers must
meet vehicle safety standards and
driver qualification levels. EM-
POWER Kentucky estimates that
the network will be implemented
statewide within a one-year per "
and that demonstration regions will be operating by carly to
1998.

The selected transportation provider will be paid a flat (or

services that
their needs.
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capitated) rate of $3 per day for each welfare recipient that re-
sides within the designated service area - regardless of whether
or not the recipient uses the service. In return, the providers
tee

service for all public assistance recipients who need it. This
fee, it is hoped, will be sufficient to cover the transportation
costs of a limited number of consumers although many who live
in rural areas will need a great deal more. Since the payments are
made directly to the transit provider, the expenses of transport-
ing clients in rural areas should be compensated by payments for
recipients that do not use their wransportation stipends. It's a
gamble. :

FTA Section 5309 funds which require a 20 percent match
on the part of the participating transit agencies, will be used for

trations of welfare participants.

vy Overall, EMPOWER Kentucky's

B85 mission includes the general im-
provement of the present transpor-
tation to a system that is safe, effi-
cient, ecologically conscious and fi-
nancially responsible. The six-year
plan calls for vast improvements to

_highways and infrastructure, andto
a lesser extent, transit. Its ultimate benefits for welfare-to-work
transportation lie in the guarantee of transportation for all recipi-
ents that request it. If sustainable by the participating agencies,
the plan is a vast improvement over the previous system. It is
highly resistant to fraud and does aim at empoweting the im-
poverished. As the plan goes into effect, it merits close scrutiny
as one that may be highly effective and practical in other states
as well.

For more information contact:
Vickie Bourne

Kentucky Transportation Cabinet
Phone (502)564-7433

South Carolina

The State of South Carolina is implementing welfare reform
through the South Carolina Department of Social Services’ Of-
fice of Family Independence (FI). To effectively provide adequate,

..aooooacooooooooooooooJ00900000000““OOCOOCGCGOCQOCQ

individual service
providers vo provide
greater flexibility for

welfare transportation.

11

safe, reliable and cost-effective transportation resources for wel-
fare recipients, state officials hired a project administraror from
the South Carolina Department of Transportation (SCDOT) to
develop appropriate transportation planning and implementa-
tion strategies. '

Implementation Strategies

The project administrator for transportation has identified 2
number of steps in planning and implementation of welfare-to-
work transportation.

1. Assess and analyze the welfare transportation needs

at the state, regional and county levels. It is estimated

that 80 percent of the Fl caseload have ongoing
transportation needs. The office has

ital expenditures. The actual dis- "

:Il:u d;q;f the funding was based ] ] surveyed the wransporeation needs of all

on a variety of factors from the mile- The state is consider- 46 local counties.

age and age of existing vehicles w0 . . . . . 2. Identify short- and long-term

the provider’s service area. For in- mng P 01“)’ revisions in solutions to transportation needs. Some

stance, preference was given to Ap- rcbﬂsed transporta- solutions, policy changes and service
.palachian areas and agencies with Pu ) nq} designs have already been planned and/

ridership that include high concen- tion service rates ﬂﬂd or implemented, for example:

* The state Department of Social Services
(DSS) has provided technical assistance
through site visits and via the telephone to
assist county DSS offices. To meet welfare
transportation needs at the county level,
that state DSS js helping counties link with
existing transportation providers and
establish on-going transit arrangements
suitable to their local needs.

* The state is considering policy revisions in purchased
transportation service rates and individual service
providers to provide greater flexibility for welfare

transportation.

- * The state has provided temporary van rentals through
approved private vendors to county offices for trans-
porting public assistance recipients to jobs and training.
These van rentals have been made available, thus far, in

five counties.

¢ The Scare is investigating using certified Medicaid
individual transportation providers to handle low-volume
welfare transportation needs. Under this arrangement,
the cost of the trips would be billed to the Fl program.

* The State continues to coordinate and cooperate with

 the South Carolina DOT and the Interagency Com-
mittee on Coordinared Transit to ensure that transpor-
tation is provided in a coordinated manner.
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; portation operating costs along with the employees.

Job Fairs
Both the DSS and the DOT have encouraged local transit
systems to co-sponsor job fairs, along with local DSS offices,

{ocal community colleges (which typically provide job readiness

training for Work First clients) and employers. Ar least chree
such job fairs have been held in the past year. The goals of the
job fairs were:

nation with the school bus network. In May 1997, the North
Carolina Board of Education and the Department of Public In-
struction passed a resolution in support of welfare recipients,
which allows them to ride on school buses to access jobs pro-
vided by local school systems - when there are no other alter-
native methods of transportation available. The adule riders are
trained to serve asbus monitors when riding on the school buses.

For more information, contact:

: Rathy McGehee
To encourage employers to de- North Carolina Diviion of
ion plan for thei 2 3
e, | NowJerey © expanding s s
transit use and may include incentives services 1o wegﬁzr (4 one (919) 733-2100
such as commuter subsidy benefits . .
and flex time; to increase transit rid- _ P artzczp ants tbm ugb New Jers ey
ership by informing cm'ploxc.s and emp/mszzmg Pdﬂnmbl;ﬂf Through Work First New Jer-
employers about the availability and _' . ; sey .(WFN), the Smt.c of New Jer-
benefits of public transportation; to wzt/? tbe Publlf dﬂd przvdte sey isactively addressing the trans-
allow transit providers to receive in- ' . . portation challenges of persons
put from users and potential users of - Seciors — 1 nCludlng transitioning from public assis-

their services; and to allow attendees
to focus on job opportunities that are
accessible via public transit. Job fairs
have proven to be very successful and
will likely be repeated in the future.

business.

Ride Along Program

The DSS is encouraging counties that own vans purchased
under the Work First program to allow non-Work First partici-
pants to ride in the vans as long as the riders pay their fair share.
Allowing non-Work First participants on the vans allows other
economically disadvantaged people to have access to transporta-
tion, increases vehicle productivity and generates additional rev-
enue.

NCDOT Policies

The NCDOT, through the Transportation Development Plan
process (soon to be the Community Transportation Services
Plan), has long encouraged its grantees to coordinate local hu-
man service agency transportation programs with each other and
with local public transit systems. A recent focus of the DOT has
been to ensure that Work First programs are considered in the
planning and implementation of local human service and gen-
eral public transportation delivery.

Public School Bus Resolution

An innovative way in which North Carolina has helped im-
prove access to jobs and training for Work First clients is coordi-

tance to the job marker. Gov.
Christie Whitman has dedicated
nearly $4 million to augment ex-
isting transportation networks and

to provide welfare recipients with support scrvices so that they

can find and keep a job.

The transportation initiative was developed and will be ad-
ministered by the Departments of Human Services and Trans-
portation. The money will be divided into four categories: the

Ger a Job, Get a Ride program, a planning fund to develop
solutions to transportation needs, and the financing of welfare-
to-work demonstration projects in Gloucester and Monmouth
counties.

Get A Job, Get A Ride

The Get a Job, Get a Ride program, modeled after suburban
Detroit’s SMART transit system, will provide one month of free
transportation on NJ Transit, the state’s mass transit system, to
any welfare recipient engaged in work or work-training activi-
ties.

County Level Planning

Each county is responsible for developing a transportation
coordination plan that includes transportation for WFN] par-
ticipants, the senior population, people with disabilides, low
income job seekers and others needing transportation to work.
Each county’s eligibility for federal and state transit funds is con-
tingent upon submission of a coordination plan.
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The NJDOT Transportation Innovation Fund is available on
a competitive basis to counties and will be awarded for innova-
tive transportation solutions to address gaps in welfare-to-work
transportation service. For instance, welfare funds could be used
to operate van pools to transport WFN] recipients to UPS (which
has limited bus access and no train line).

Demonstration Projects

The two demonstration projects in Gloucester and
Monmouth counties will provide unique employment transpor-
tation solutions. The Monmouth County demonstration project
will integrate 'the job and job-training trips of former welfare
recipients with transit services already established for the eldedy
and people with disabilities. Gloucester County will provide a
feeder service - shuttling former welfare recipients from home to
public transit stations or from public transic stops to work sites.
The feeder service will strengthen

Gloucester County’s welfare-to-work program further. Cur-
rently, the county provides 61 welfare participants with free bus
passes to get to work. This replaces the $6-a-day transit voucher
previously given to participants and provides an incentive for
participants to use mass transit.

New Jersey is considered a national model for welfare-to-work
initiatives because the state has a broad-based transit network
with services in each county. It is improving on that network by
expanding services to welfare participants through emphasizing
partnerships with the public and private sectors (including busi-
ness), and through innovative programs such as a transportation
brokerage program in Hudson and Essex counties that combine
medicaid and welfare trips, a wotk-pass program and van pools
developed through transportation management associations.

For more information, contact:

Duke Storen

New Jersey Department of Human Services
Phone (609) 984-8189

Kyra Barry
New Jersey Department of Transportation
Phone (201) 491-71 OS

Ohio

Although the State of Ohio does not officially mandate that
local agencies coordinate their transportation services, their state-
level encouragement of coordination is innovative. The recently
passed state welfare reform plan, Ohio Works First, has as its
objective to move clients to self-sufficiency by placing a strong
emphasis on getting and maintaining gainful employment. As
the legislation takes effect over 100,00 TANF clients in Ohio

7

will need to join the labor force within the next three years (Os.
has placed a 36-month time limit on TANF recipients within 60
months). Transportation has been identified as the number one
barrier to this goal.

In response to this monumental challenge, Ohio wrote sev-
eral transportation-related provisions into their law. One inno-
vative aspect of the Works First effort is the planned funding
integration. Of the funds appropriated to the Department of
Human Services (DHS) in Ohio, some are expected not to be
used due to the dramatic caseload reductions. The Department
of Human Service will take all of the excess funding up to, but
not exceeding $5 million, for the purpose of enhancing trans-
portation services to Works First participants. This is an incen-
tive to. transit providers to enable TANF participants the great-
est possible access to cmploymcnt, as that will mean more money
for transit from Ohio DHS.- :

Another innovative aspect dictates that each mcmbcr of the
Board of County Commissioners must develop a written trans-
portation work plan that establishes policies regarding the trans-
portation nceds of the county’s low-income population. It is re-
quired that the commissioners consult with their County De-
partment of Human Services; the local Community Action

Agency (if their county is served by one); and representatives _
from private nonprofit and government entities working
issues related to economic development, employment, and PR
sons with disabilities.

A second proviso in the law requires the director of the state’s
department of transportation to apply for federal funds that are
or may become available under ISTEA for transportation ser-
vices for Works First participants. These funds will be used for
efforts led by the Statewide Transportation Coordination Task
Force, a group consisting of representatives from state agencies
who either purchase, provide or have a need for TANF dlient
transportation. The Task Force has been in existence since 1996,
but was written into law in 1997 in Ohio’s welfare reform legis-
lation.

Coordination will take place with the Deparement of Hu-
man Services as well. The director of Human Services will con-
vene a group composed of the directors of Transportation, Men-
tal Retardation, Developmental Disabilities, Employment Ser-
vices, and representatives of the regional transit authorities, the
County Commissioners Association and the Rehabilitation Ser-
vices Commission. This group is charged with reviewing state
transportation coordination resources and policies as well as con-
sidering new coordination initiatives to support local commu-
nity efforts to design transporration solutions for the uncmplOV“" :
and underemployed.

For more information, contact:
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Kim Kehl
Ohio Families and Chikiren First
Phone (614) 728.8482

Tennessee

As part of Tennessec’s welfare reform law, transportation (along
with child care, training and education) is guaranteed to Fami-
lies First participants. Accordingly, Tennessee has allocated $10.5
million for welfare-to-work transportation. As of September
1997, the Families First program has provided transportation
for over 39,000 participants. They have also exempred over 170
families from the work requirement because they have no trans-
portation alternatives. Most of those excused live in remote, ru-
ral areas unserved by any transportation services.

Tennessee’s success in linking Families First participants with
transportation is due to the individualized attention each par-
ticipant receives to overcome transportation barriers. It can also

' frdm local oil companies. Over 1,200 people have taken advan-

tage of the $5 per day gasoline voucher rather than the $5 per
day reimbursement.

" Families Fir_st Councils

In addition to the brokers, Tennessec’s welfare reform plan
establishes a Families First Council in each locality. Council
members come from a diverse group and include DHS social
workers, community leaders, businesses, transportation provid-
ers and dlergy. Through local Families First Councils, Tennessee
is implementing a variety of transportation initiatives to meet
the unique needs of individual areas.

Below are examples of other transportation solutions:

Wheels For Work: The First Wheels program, based on a
Georgia program called Peach on Wheels, allows Deparunent of
Human Services clients to purchase a vehicle through a revolv-

be attributed to the state’s empha- ing loan process. Eligible Families First par-
sis on using a variety of transpor- ticipants are those with a valid driver's license,
tation options. The Dgpdmnmt of funds to put towards their first insurance
. . payment and a determination to become self-

Regional Transportation Human Service will sufficient. Participants sign contracts agree-
Brokers Y k e d ll Oftb e excess ;ng to pay back the codslt of the vcludcs ata
The Deparcment of Human ow monthly rate, without paying interest.

Services (DHS) refers each Fami-
lies First participant to a broker
who creates a transportation plan
for the recipient. The trans-
portation brokers with which

funding up to, but not
exceeding $5 million,
for the purpose of "

The money paid back returns to the fund
and helps other participants afford cars. The
First Wheels program is designed to build
credit history and teach responsibility.

The First Wheels program in Warren

. enhancin transborta- - County demonstrates community partner-

gI'IIS cont;icm “232:)4 5 crv:}zl:e ] g m]) ' ship. The local Episcopal church provided
clivery Areas (ODA) for e tion services to Works the initial funding for First Wheels wich a
state. 2his coversa’l of the States . e $10,000 grant. The resource conservation
95 counties, including 4 urban re- First participants. and development council (RC&D), which

gions and 3 semi-urban regions.
The SDAs have the responsibility
of assessing the needs of each par- _
ticipant and contracting with transportation providers to arrange

services for those who do not have access to a vehicle to get to

job training, educational sites and employment.

The transportation brokers facilitate a variety of transporta-
tion alternatives: Participants can utilize a monthly bus pass, use
taxi service or participate in vanpools. Stops at daycare centers
are prearranged as part of vanpool services and the cost for
children’s ride on the service is provided by DHS.

Those who can arrange for their own transportation are eli-
gible for a $5 per day reimbursement. The reimbursement in
applicable for those who can drive their own vehicle or carpool.

DHS will also provide, through brokers, a gas voucher purchased

normally works with water and land re-

sources, serves as the administrative entity
of the program. It handles funds and holds the automobile liens.
Because of RC&D’s nonprofit status, they can also accept ve-
hicle donations and offer tax breaks to contributors. County case
managers work with welfare recipients to obtain driver's licenses
and assist them with schedules to keep cars in good working
condition. This program is currently being replicated in two other
counties.

In Blunt Co., 2 local car dealer donated used cars 1o a local
foundation. Once a car is given to a recipient, the foundation
retains the title of the vehide for 3 years, provided the recipient
keeps a job for that duration. With this program, recipients do
not need to pay back the cost of the car. Moreover, the founda-
tion pays the first two months of liability insurance on the car. .

15
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School Buses: The East Tennessee Private Industry Council
has convinced the local school board in Roane County to use
school buses to transport parents who are engaged in training
and educational opportunities. Since the adult trips are for edu-
cational purposes, their rides are covered by the school system’s
insurance. As safety measures, adules are not permitted to ride
with small children and the Roane County school system re-
serves the right to decline ridership to someone with a history of
violence.

For more information, contact:

Sherri Carrol/

Tennessce Department of Human Services
Phone (615)313-5758.
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Some MPOs are
facilitating the

. development of

coordinated employment
transportation systems
that meet the transit needs
of local welfare recipients

V.
Metropolitan
Planning
Organizations

" In many urban areas, metropolitan planning 6rganizations (MPOs) are
facilitating welfare-to-work transportation efforts. MPOs are regional trans-
portation planning bodics which administer federal surface transportation
funds. In addition, because MPOs coordinate a wide variety of planning
activities, some of these agencies are achieving success in creating coordi-
nated employment transportation systems that meet the transit needs of
local welfare recipients.

Capitol Region Council of Governments

Responding to the call to overcome the transportation barriers of those
moving from welfare to work, Connecticut’s Capitol Region Council of
Governments (CRCQG), the metropolitan planning organization (MPO)
for the city of Hartford and 28 surrounding municipalities, has formed a
Welfare-to-Work Transportation Access Work Group (Work Group).

Members of the Work Group include representatives from business and
industry groups; state Departments of Social Services, Labor and Transpor-
tation; the regional workforce development board; the City of Hartford;
CT TRANSIT (Hartford’s fixed-route service); the Greater Hartford Tran-
sit District and rideshate company and the MPO.

The goal of the Work Group has been to build consensus among agen-
cies on defining the gaps in transportation services which prevent workers
from reaching job sites, and to come up with practical solutions to bridge
these gaps. Like most of the country; the Greater Hartford area has experi-
enced an exodus of entry-level jobs from center city to suburbia and has
Seen the transic services in the region not keep pace with these changes.

Analysis of the region has shown that most available entry-level jobs are
for second and third shifts and/or weekends; jobs that job candidates from
the city without an automobile cannot access.

Transportation Solutions

To address these gaps, the CRCOG has proposed that the region might
use savings in federal welfare reform money (abour $300,000) as the first
step in a $2.1 million, two-year Greater Hartford effort to connect city
residents with suburban jobs. The Work Group agrees that solutions should
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be varied to address the wide variety of transportation needs of
those entering the job matket in suburban and other dispersed
work areas.
Here are two examples of short-term transportation improve-
ments already in progress: ’
*» Two new Connecticut Transit bus routes will provide
a peak-hour commuter service from Hartford to its
suburbs, where most new jobs in retail and service are
located. Besides the commuter buses, vans will be used
to transport city residents to smaller, more remote
suburban job sites. Connecticut Transit will also extend
service hours, alter routes and provide other viable
transportation alternatives for local
tesidents reentering the workplace.

;DThe G’mtcr . ord Tﬂn::s Two new Connecticut non- member employers to use the
striees para teystem aas . . ~vanpool service.

recently implemented special services Transit bus routes will Van Pool Sevvices, c. (VPST)

0 transport | ‘ord residents to 2 rovide a eak—bour a national commuter vanpool

training site in Bristol, Ct. - about 20 P P agengy, is contracted to handle the

miles away. commauter service ﬁ‘om day-to-day deétails of the vanpool

. rogram, including fleet manage-

The goal of the Work Group is to pro- - Hary%lfd 10 s Suburbs, zlcng:, operations, & keting, main-
vide more than 800 people with transporta- . . ¢ billi d N
ton tojobsin the iscyear of thepilov,and | WHETE moSt mew jobs in  tenancs blingand monthlyp

more than 1,600 in the second year. The retdil and Servi(,‘e are Transportation, Inc., 2 nonprofit

Work Group will first target areas which will
provide the most jobs to the largest group
of people who are transit dependent.

Planners at the Council of Government
expect that the types of service needed, route configurations and
areas to be served are likely to change over time. As a result, they
view flexibility and adaprability in service planmng as essential
to respond to shifting needs.

located

For more iry
Richard J. Porth
Capital Region Council of Governments -
241 Main Street

Hardford CT 06106

Phone (860) 522-2217

contact:

West Florida Vanpooling

On Florida’s panhandle, local hotels, retail oudets and res-
taurants were having trouble filling available jobs. Job seckers
were isolated from these opportunities by long commutes from
inland residential areas and a dearth of public transportation.
Responding to this situation, the Destin Area Chamber of Com-

-

merce, with support from the West Florida Regional Planni. _
Council (the Pensacola-area MPO), developed a vanpool service
designed to bring workers into the Destin area.

The vanpool program transports employees from Gulf Brecze,
Crestview and other areas along the Alabama border to Destin
and South Walton beaches. As the program grows, destinations
to other beaches and arcas inland will be added.

- With support from some 60 community businesses, local lead-
ers, and transporaation planners, the vanpool program began with
a three-month trial period in March 1997. And thus far, the
results have been positive More than 35 employers have joined
as members of the Emerald Coast Transportation vanpool pro-
gram. All four 15-passenger vans are
at full capacity daily. And there isa
growing demand from employees of

corporation, operates the three van
routes for ecmployees and employ-
ers in Okaloosa and Walton Coun-
ties. Vans are leased and operated

for $5,000 a month. Fees paid by the rider are matched by the

- employer. The fee is based on the number of passengers, the type

of vehicle and the daily round-trip mileage.

Emerald Coast Transportation is working hard to overcome
many of the typical welfare-to-work challenges - service is pro-
vided for riders around the clock and a Guaranteed Ride Home
program has been established. Park-and-ride lots at food stores,
a police station, a high school and a coffee shop are the pick-up
and drop-off points used for the three routes..

To advertise employment opportunities and recruit employ-

ees, the Destin Chamber of Commerce holds job fairs where .

potential employees are surveyed to determine the potential num-
ber of vanpool users.

Vanpooling is the option for this community because of its
flexibility and convenience. By providing easy, reliable and safe

access to the workplace, the service helps employers to recruir-.

and keep employees, and employer tax credits are incentives’

both employers and employees to rideshare. Participating eu.. .

ployees benefit because they have a reliable vehicle and a conve-
nient way to travel to work. Through vanpooling, commuters
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can save as much as $2,500 a year by not using their own vehicle
(if they have onc). The vanpool program is also a way to help
reduce traffic and parking problems.

For more information contact:

Daniel Deanda

West Florida Regional Planning Council
3435 N 12th Avenue

P0. Box 486

Pensacola, FL 32593-0486

Phone (904) 444-8910

St. Louis Metropolitan Area

In what has turned out to be a superior model of pubhc—
private coordination, the St. Louis area has engineered a work-
able welfare transportation systém with which to create a truly
livable and mobile community. A two-pronged strategy is at work
in the metropolitan area under the auspices of the Bridges to
Work program, co-sponsored by the U.S. Housing and Urban
Development and Department of Transportation, and the Cen-
ter for Mobility to Work project. Bridges to Work concentrates
on establishing and augmenting viable transportation connec-
tions between urban areas and suburban cmploymcnt sites (of-
ten called reverse commutes). Con-
versely, the Center for Mobility to Work
focuses on the unemployed or under-
employed populations within urban
areas and employment sites near exist-
ing transit facilities. The foundation for
both of these programs and the um-
brella organization for the St. Louis
Access to Jobs effort is the Easc-West
Gateway Coordinating Council - the
city’s MPO has established a board of
16 agencies and private organizations
to address labor force transportation is-
sues in the region. Board membership
includes, but is not limited to, the Ur-
ban League of Metropolitan St. Louis
and the Missouri Department of Labor
and Industrial Relations. The Board
collaborates with the MPO throughout
41 steps of the employment access initiatives. While the Mis-
souri Highway and Transportation Department is not a member
of the governing board, it works in conjunction with East-West
Gateway Coordinating Council.

The global approach of the access-to-jobs initiative includes
adual emphasis on customer focus and community involvement.

The Center for Mobility to
Work has as its goal to
provide job seckers with
placements in the job-
plentiful MetroLink (St.
Louis light-rail system)
corridor, which covers
more than 10,000 business
and 240,000 employees

Focusing on the customer means assessing the job-seeker’s needs,
potential capabilities 2nd possibilities. Involving the community
includes an often painstaking process of cliciting local par-
ticipation in concept development, planning and implementa-
tion throughour local leadership changes and a general ambiva-
lence that tends to pervade impoverished areas. The MPO f-
forts in this direction have been substantial and are only begin-
ning to emerge in the implementation stages and are therefore
t00 new to demonstrate measurable results.

Not to be overlooked is the general principle guiding the EWG
CC: The agency encourages existing services to beteer serve the
public at large rather than targeting of certain markets, such as
welfare recipients, with special services.

Planning and Implementation

The East-West Gateway Coordinating Council has been suc-
cessful in atracting funding from sources both public and pri-
vate — from the Missouri Department of Social Services and
the Missouri Department of Economic Development to phil-
anthropic organizations such as the Annie E. Casey Foundation.
The Bridges To Work grant from HUD accounted for 73 per-
cent of total project cost of $2.1 million.

Ultimately, the total cost of all of the jobs programs being
conducted by the MPO is $4.3 million, 60 percent of which is
being covered by state human ser-
vices agencies, the rest of which
is covered by the substantial pri-
vate foundation and organization
grants.

The MPO conducted eco-
nomic marker studies that fo-
cused on industries and areas
which provide good prospects for
employment growth. This in-
cluded collecting and analyzing
data on regional economic and
population growth by location,
occupartion and industry sector.
It also collected a great deal of in-
formation concerning the needs
and resources of the region, such
as the number of houscholds re-
ceiving Temporary Assistance for
Needy Families (TANF), available transit services, available health
and human services, vehicle ownership and unemployment rates.

The transportation aspects of the Bridges To Work project
include extensions of major bus routes and longer operating hours
to accommodate work shifts ending at 10:00 p.m., as well as
planned circulator van service to-and-from express bus stops.
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This service will provide feeder service, connecting several pick-
up and drop-off points with express bus routes, operations will
be reversed at night. Initially, program participants will be pro-
vided subsidies for the express bus service. Additionally the MPO
has ensured that participants will have a guaranteed taxicab ride
home for emergencies outside of the scheduled operation of the
shuttle.

Corollary to this, the Center for Mobility to Work has as its
goal to provide job seckers with placements in the job-plentiful
MetroLink (St. Louis light-rail system) cortidor, which covers
more than 10,000 businesses and 240,000 employees. The Cen-
ter for Mobility to Work will provide training, career planning,
job placement services and transit subsidies. These subsidies will
begin at 100 percent and decrease to zero over a period of two-
to-three months. This approach takes advantage of jobs withina
reasonable commute and also of existing transit systemas. It also
conveys the general experience of the East-West Gateway Coor-
dinating Council which has shown that lengthy inner-city-to-
suburb commutes are often unrealistic for working mothers.

A third partner program to these is called Business Service
Opportunities and it provides training, transportation and work-
support services for residents of three supported housing pro-
grams. Vans owned by private-sector businesses and housing pro-
grams provide transportation with the intent to place at least 30
participants in jobs. This project is being conducted in co-
operation with the MPO and several public and private organi-
zations. :

The St. Louis metropolitan area has developed a long-term
and comprehensive approach to heal ailing communities, incor-
porating local community input, local businesses and employ-
ers. The East-West Gateway Coordinating Council expects that
as these projects show successful results, other businesses and
local governmental agencies will provide more funding to help it
continue. The planning process emphasized the integration of
transportation with the broader needs of the welfare recipient.

For more information contact:

Blair Forlaw :

East-West Gateway Coordinating Committee
10 Stadium Plaza

St. Louis, MO 63102

Phone (314) 421-4220
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The innovative practices
presented in this section
represent a variety of
welfare-to-work trans-

wiines’  portation designs tested

in various areas and
environments, including

- major metropolitan aras

and rural areas.

V.

Local
Innovative
Practices

The innovative practices presented in this section represent a variety of
welfare-to-work transportation designs tested in various areas and environ-
ments, induding major metropolitan areas and rural areas. Diversity is also
reflected in the populations served, which range from ordinary workers, to
welfare recipicnts, to Native Americans living on reservations.

While some of these initiatives have been in operation for a long time
and have gone through numerous refinements, others are relatively new.
Some offer transportation services, others focus on marketing and outreach
and still others present methods to incorporate welfare transporeation into
transportation system’s planning. With each of the following examples, the
type of welfare-to-work innovation is identified along with the area.

In reviewing the innovative practices presented in this document, it is
clear that there is no single welfare-to-work transportation solution. The
methods that work are responsive to the needs of local clients and employ-
ers, take into consideration the unique geography and resources of the re-
gions they serve and identify, coordinate with or build upon existing public
and human-service transportation. '

Baltimore, Md. - Reverse Commute
Baltimore is one of five cities involved in an employment transporta-

* tion initiative cosponsored by the U.S. Department of Housing and Urban

Development and the Federal Transit Administration known as Bridges to
Work. The program, operated by the Historic East Baltimore Community
Action Council (HEBCAC), identifies job-ready individuals, helps them
prepare for and obtain employment and provides them with rides to work.
The program aims to serve residents of East Baltimore, an area with a large
proportion of welfare recipients, but few employment opportunities. The
jobs-rich area near the Baltimore-Washington International (BW1) Airport
— 15 miles from East Baltimore — is the targeted employment destina-
tion.

When HEBCAC assists someone in obraining employment in the BWI
Airporr district, it then provides doot-to-door van rides from East Balti-
more to job sites. Since the project started in December 1996, two vans
have been picking up workers in East Baltimore each morning, dropping
them off at work, and transporting them back home in the evening. Many
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of the riders are former welfare recipients, and the opportunity
to obtain 2 good job has had a major impact on their lives.

Without the van service, residents of East Baltimore would
be unable to take advantage of the job opportunities near the
airport. While the City of Baltimore operates bus service be-
tween East Baltimore and the airport, the firsc bus arrives to0
late for most morning shift jobs.

For cach rider, the service is free for the first 30 days. Subse-
quendy, the full fare is $4 per round trip with the remaining
operating costs absorbed by HEBCAC as part of the Bridges to
Work program. For program participants
secking employment in the airport district,
HEBCAC also provides free van rides for

job interviews.

While significant j&b

Py

tems to explicitly take into account employment transportat./)
Hublink includes extensive research on transportation ncedsand .

alternatives, coordination opportunitics and creative financing.
The objective is to create a broad-based community consensus
regarding the best approach to improving public transportation.
To date, several service concepts have been developed to better
provide employment transportation: '

-

Late-Night Service
Many inner-city residents are employed in service industries,
which have night or evening shifts

outside traditional working hours.
To improve services for passengers

To helo iob HEBCAC LT, - traveling to-and-from work at night,
© help job seckers, HEBCAC collabo- opportunities in these ~ NFTAoperstesa roquesi-a-siop pro-
rates with the City of Baltimore Office of v ‘ afcer 9 .
. . gram after 9:00 p.m. which allows
Employment Development and a number fields are avaslable in iers co aighe anywhere dlong the
ofjob training and placement agencies. This b b dd : route if the bus can safely stop.
coordination allows HEBCAC to identify Suburps aajacent to '
i th ies find ri . .
:;d;r:;n; :liifr d:;if;ﬁ?;ﬁq als: :: Buﬁizlo, transit ser- Reverse Commuting
an arrangement with the BWI Business Part- vices have bZStOﬁCdlb’ Much of the central portions of
nership for outreach to employers in the air- " orve d 4 be re Buffalo and Wﬁt;fyn Niaga::(ially
port district. nders - are characrerized by transit- ™
The long- lan is to d t - dent populations who need i
e s Bouncialy viable, with 5 verse commaute mdrket access to suburban employment'in’

thar the service is finandially viable, with 2
farebox recovery ratio of at least 50 percent.
Baltimore's efforts showcase coordinated job
placement and transportation services and outreach to cmploy-
ers and prospective riders.

For more information contact:

Scot Spencer

Historic East Baltimore Community Action Coalmon
808 N Chester Street

Balcimore, MD 21205

Phone (410) 6144218

Buffalo, N.Y. — Planning, Reverse
Commute

Transportation providers in Western New York are restruc-

turing their mobility system to respond to job and population

shifts. The new service concept is called Hublink, and focuses
on berter coordination of all types of transportation services to
increase personal mobility and maximize the use of transporta-
tion dollars.

Led by the Niagara Frontier Transit Authority (NFTA), the
Hublink initiative is 2 model for planning transportation sys-

the retail, service and health-care
. fields. While significant job oppor-
tunities in these fields are available in suburbs adjacent to Buf-
falo, transir services have historically underserved the reverse com-
mute market. NFTA is exploring a variety of methods to im-
prove access to these jobs, from modifying existing routes to in-
troducing innovative services tailored to these markets. Service
modifications may include implementing timed transfers at sub-
urban hubs and key urban transfer points, expanding access to
reverse trips of existing and new suburban-to-city express routes
and introducing limited-stop services on key routes in reverse
directions. New services may include a region-wide vanpool pro-
gram, subscription buses to the largest employment centers and
employer shuctdes at suburban work sites.

Buffalo’s transportation planning process resulted from the
recognition of unmet needs and commitment from a broad-based
coalition to a variety of transit service concepts in which em-
ployment transportation is a significant component.

For more information contact:
Raren Rae .

Niagara Frontier Transportation
Authority

181 East Ellicotr Street

N’
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. ficulty filling entry-level, blue-collar

[ReOrEen

Buffalo, NY 14203
Phone (716) 855-7638

Chicago, lll. — Multiple Strategies
During the past few decades, the City of Chicago experienced

* theloss of thou- sands of full-time manufacturing jobs - the kind

needed to support a family with good pay, benefits and job secu-
rity. Many of the full-time jobs remaining in the city are filled by
workers commuting from suburbs.

A 1995 research project conducted by the Chicago Urban
League, Northern Illinois University and
the Urban Institute examined the im-
balance between jobs and job seckers in
the Chicago metropolitan area. It found
that for every enuy-level job opening in
Chicago, there are ten entry-level job
seekers. However, in relatively job-rich
suburban DuPage County, there is an
almost equal balance between entry-level
job seekers and entry-level job openings,
at least for white-collar jobs. Many sub-
urban manufacturers, however, have dif-

positions - largely because the prime la-
bor force lives in the city and is too poor

A 1995 research project
found that for every
entry-level job opening
in Chicago, there are ten
entry-level job seckers.
However, in suburban
DuPage County, there is

nity for upward mobility.

Suburban Job-Link offers both employment and transporra-
tion services, a combination which forms its worker mobility
strategy. It concentrates its resources in the following program
areas: running a suburban Job Qasis support facility which pro-
vides a serics of employment, work-readiness and transportation
scrvices under one roof; ensuring the mobility of workers be-
tween innercity neighborhoods and suburban areas through a
daily express bus service and a neighborhood-based rideshare
nerwork for reverse commutes; identifying full-time jobs with
benefits and decent wages for trainees; improving interpersonal

skills through coaching, training and
mentoring; incubating a neighbor-
hood empowerment program focused
on bringing full-time suburban job
openings to inner- city neighbor-
. hoods; and creating opportunities by
placing unemployed people in tem-
porary positions that provide work
experience, carned income and access
to employers.
. Specifically, Suburban Job-Link
offers the following transportation
services:

Express Bus Transportation Ser-

to own a reliable vehicle. The public
transit system has not provided a service
to bridge this gap. ‘

an almost equal balance
between entry-levek job
seekers and entry-lével

vices — Suburban Job-Link uses
cight buses to provide inner-city resi-
dents with commuter transportation
services between Chicago’s West Side
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Chicago has been a showecase for ef-
forts to overcome these sorts of chal-
lenges. Two different kinds of service
providers - a nonprofit organization
called Suburban Job-Link Corporation and a suburban transit
agency known as PACE - have each developed effective strate-

gies.

Suburban Job-Link Corporation

Suburban Job-Link Corporation, a nonprofit community
economic-development organization, was founded in 1971 wo
serve unemployed residents of Chicago’s West Side neighbor-
hoods which suffer from persistent unemployment and welfare
dependence. Suburban Job-Link seeks to connect residents of
inner-city neighborhoods with good employment opportunities
in Chicago’s suburbs, like job-rich DuPage County. The term

. “good employment opportunities” means that Suburban Job-Link

rargers jobs which are accessible within a reasonable commuting
time; provide enough take-home income and fringe benefits to
allow workers to escape poverty; and provide a realistic opportu-

job openings

and jobs in the northwest suburbs.
Half of the fleet is coach buses; the
remainder are converted school buses.

In 1996, Suburban Job-Link ini- .
tiated a corridor transportation strategy. There are two desig-
nated corridors currently in place: Roosevelt Road and Cermak
Road. Workers who live within three blocks of either road can
walk to any Chicago Transit Authority bus stop along the route
and catch a Suburban Job- Link bus to their workplace. The
organization uses custom computer software and scanning equip-
ment to automate bus passenger tracking. Riders are asked to
pay as much as $2 per ride, which covers part of the cost of bus
transportation while the remainder is covered by Suburban Job-
Link.

Shuttle Transportation Services - Suburban Job-Link uses
passenger vans and buses to provide free rides between innercity
neighborhoods and the Job Oasis in Bensenville, Il Free shuttles
are als6 provided for job interviews. Once the job seeker be-
comes employed, express bus service or ridesharing is used for
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long-term commuting. PACE Suburban Bus Service, part of the
regional public transit system, has become a vital partner in link-
ing Chicagoans with suburban employment (sce below for more
on PACE).

Ridesharing Management Services — Suburban Job-Link is
developing a program with PACE to provide vans for reverse
commuting. They hope that the vanpool program will provide a
natural transition to independent forms of transportation.

Suburban Job-Link has emerged as one of the organizations
that has developed an effective response to the problem of jobs
moving to the suburbs. The organization continues to seck out
innovative methods of bridging the gap between blue-collar jobs
and inner-city workers.

PACE Suburban Bus Service

Transit agencies based in the suburbs have traditionally pro-
vided radial service focused on central business districts. With
the shift in population to more distant suburbs and a growing
number of suburb-to-suburb trips, the traditional model failed
to meet the needs of PACE's traditional market. In response, the
agency developed 2 wide array of services to meet the needs of
niche markets, calling this approach the mass customization of
mass transit. The key clements of PACE's strategy include:

* Service coordination. Forty-two percent of PACE
riders transfer to Chicago Transit Authority (CTA) and
METRA (the transit agencies that serve metropolitan
Chicago). Coordinated schedules, timed transfers and
coordinated fares help to create a seamless system.

* Employer Qutreach. PACE representatives work with
employers to assess their needs and design custom
services. Providing transit service in conjunction with
business relocations to new suburban offices has been
particularly successful. PACE works with employers
and developers in the design of new buildings to ensure
that pavement thickness is appropriate for buses and
that driveways are large enough to accommodate
transit vehicles.

* Service Options. PACE operates eight types of
vehicles and offers many forms of service, including
subscription buses, vanpools and traditional fixed-route
service, and strives to create new options that match
particular market niches.

* Partnerships. In addition to working with employers,
PACE coordinates services with job-training programs,
social-service agencies, sheltered workshops and other
community organizations. For example, PACE
provides service in coordination with Suburban Job-

Zf //\
Link (see above).

In Chicago, employment transportation encompasses a wide
range of transportation and non-transportation services and pro-
vides mobility for ordinary workers as well as welfare recipients.
Partnerships between transportation providers, employers, job
training programs and other social service agencies have been
the key ingredicnt for success.

For more information contact:
John Plunkett

Suburban Job Link Corporation
2343 South Keoeic Avenue
Chicago, IL 60623

Phone (773)522-8700

Detroit, Mich. — Multiple Strategies |

Southeast Michigan is home to the City of Detroit and myriad
suburban municipalities. The City of Detroit, with just more
than one million residents, has suffered in the last two decades
from the decline of manufacturing and the pressure of foreign .
competition. In the wake of these changes, the city has endured
double-digit unemployment and higher-than-average rates,~ "
dependency on public assistance. Ironically the motor city is n{: .
a community in which 33 percent of all households lack an au="
tomobile.

In contrast to downtown Detroit, the suburbs have grown
and prospered. Light industry, warehousing, services and other
sectors have flourished in the outlying areas. In some cases, sub-
urban employers have even experienced labor shortages - caused
in parc by the difficuley of accasmg transpomuon to reach these
employment opportunities.

Transportation services in the City of Detroit are provided
by an urban transit agency. Whose services end at the city limits.
In the suburbs, Southeast Michigan Area Rapid Transit (SMART)
is the transit provider.

SMART's recent innovations emerged as a result of a threat
to its existence. With no local funding, shrinking federal dollars
and no increases in state support, SMART was running out of
money. In conjunction with its successful effort to pass a local
tax providing a source of dedicated funding, SMART redefined
its market and developed several effective employment transpor-
tation practices.

* Qutreach. SMART networks with employers through Buses
to Business breakfast forums. To launch these, SMART worked
with the Michigan Department of Employment Security; cha™
bers of commerce, county cconomic development departmer.
the Michigan Jobs Commission and others who helped get the
word out to the business community that SMART was willing
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~ market, uses one of its concert lines
¢ to advertise jobs. The Michigan

to work with employers to change schedules and routing, and
even to design special services to meet business needs.

At cach forum, held at 7:30 a.m., employers completed a
survey enquiring about number of employees, hours of business
and similar information. SMART compiles this information into
a database to guide the creation of new transit services. To find
the companies and invite them to the forums, SMART purchased
a commercially-available mailing list of companies in the area.
Another outreach practice saw the hiring of three ombudspersons
whose job is to sell SMART. When calls come in from busi-
nesses, the ombudspersons are responsible for answering ques
tions, setting up meetings with the employers and following
through inside SMART to make sure that employer necds are
met.

* Marketing. Among the most innovative of SMART’s em-
ployment transportation activities are its marketing programs.
The Get a Job, Get 2 Ride program gives new hires at least one
month's free bus fare. The program
is advertised through radio com-
mercials. Another marketing
mechanism is the WJOB jobline.
WJOB, the largest Detroit radio
station with an African-American

Department ofEmployment Secu-
rity worked with SMART to intro-
duce this service. Information from
any employer with a permanent job
available is fed to the radio station.
The information includes the na-
ture of the job, its pay rate and how to get there using SMART.
At 2 minimum, this generates 1,000 calls each week.

* Planning. Restructuring bus service to better match the
needs of employers required visualizing the spatial distribution
of work sites and residences, the network of streets and roads
and SMART s routes. Using geographic information system (GIS)
software helped SMART to identify new businesses and to reach
an additional 10,000 employers and an estimated 200,000 more
jobs.

* Operating good service. Another way that SMART serves
the employment transportation niche is by guaranteeing the
quality of its service. A widely-publicized unconditional money-
back guarantee costs SMART less than $100 per month, but
carns high marks from employers and riders. The guarantee is
also a good incentive for employees, since it encourages them to
keep the buses clean and on time. When a complaint comes in,
they know a supervisor will follow up with them.

* Coordination. In addition to SMART, numerous social ser-

commercials

The Get a Job, Get a
Ride program gives new
hires at least one month
free bus fare and is
advertised through radio

vice agencies in suburban Detroit provide transportation services.
Previously, even with 75 separate mobility providers, many dis-
advantaged members of the community faced transportation bar-
riers. The long distances to be traversed, the eligibility limita-
tions on social-service transportation and a constrained pool of
resources all inhibited the effectiveness of transit.

In compliance with MPO requirements to coordinate, all the
transportation providers had a history of cooperation. This foun-
dation led to the development of a computerized reservation sys-
tem allowing social-service agencies to schedule riders onto
SMART vehicles, and vice versa. To streamline coordination,
SMART employs 2 remote terminal of the QuoVadis real-time
scheduling and dispatch system at one community organization,
with plans of providing remote terminals at 50 agencies. The
pilot organization indicated that the QuoVadis system enabled
it to improve customer service to its clients by being their trans-
portation scheduler. This approach harmonizes with the general
- trend in social-service delivery to provide
all services ar a single one-stop location.

SMART also has coordinated with
social-service agencies to solve employ-
ment transportation problems. For ex-
ample, SMART teamed up with Opera-
tion ABLE, a human service agency that
provides personalized job search, job
placement, occupational training and ca-
reer-transition services for job seckers 45
years ofage or older. SMART had trouble
meeting the transportation needs of Op-
eration ABLE’s dlients in the City of De-

' troit, since those who lacked their own
transportation faced several transfers and a discouragingly long
travel time to take a position in the jobs-rich suburbs. Through
a CTAA JOBLINKS demonstration grant, Operation ABLE
leased a SMART vehidle to bring people from the City of De-
troit to one of the agency’s two training sites. Opcration ABLE
viewed the dedicated vehicle as a boon to customer service be-
cause it provided pick-up service at home, which represented 2
cut above other public transportation and was widely appreci-
ated by Operation ABLE’s clients, especially during the winter
months. Based on a survey of riders, the service was warmly re-
ceived - all of the patrons were satisfied or very satisfied with the
service, and used it four or five days a week.

The innovative practices evidenced in Detroit include an cre-
ative marketing program, restructuring service to better serve
the needs of employers, operating good transit service, and close
coordination of SMART with numerous social service agencies.

For more information contact:
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Dan Dirks

Southeast Michigan Area Rapid Thansit
Service Development and Paratransic Service
660 Woodwari’, Suite 950

Detroit, MI 48226-3515

Phone (313)223-2309

Glendale/Azalea, Ore. — Rural

Coordination

In recent years, as the timber industry hit hard times, south-
western Oregon has faced some of the worst unemployment in
the nation, accompanied by high wel-
fare enrollment and persistent poverty.
The residents of two communities in this
area, Glendale and Azalea, face a 50-mile
trek to non-timber jobs, medical services

Local residents ride school
buses for transportation to

pupil and community transportation was not prohibited by la. ) ,
It was, in fact, a priority of Oregon’s Superintendent of Educa- -
tion. Local residents ride school buses for transporeation to GED/
Adult Education programs at the

Skills Center, hopping on and off as the vehidles travel their
usual routes.

Bringing together agencies at all levels to address transporta-
tion needs was key to the success experienced in Glendale and
Azalea. The planning group included a Glendale School District
representative, the Glendale School District Business Manager,
the Oregon Department of Human Resources Volunteer Pro-
gram Manager, the Adult and Family Services District Manager,
a community member and a representative of the Douglas County
Deparrment of Health and Social
Services. This broadbased coali-
tion helped ensure support for the
unique transportation solutions.

« The success of efforts in Glen-

or shopping, and many faced a 10- 1o GEDMdult Eduaztibn dale/Azalea resulted from a strong
20-mile journey to the local Glendale- ‘ . commitment from the Glendale-
Azalea Skills Center. Pr ograms at the Skills Azalea Skill Center in incorporat-

Under the leadership of the Glendale- ing pupil and community trans-

Azalea Skills Center, the community Ceﬂtﬁ‘

adopted a2 combination of innovative

strategies, including the use of school

buses and development of volunteer carpools, to overcome its
transportation gap.

A total of28 volunteer drivers, including homemakers, retir-
ees and school bus drivers, provided rides for other members of
the community. This network allowed people to access various
education and employment opportunities located at the Skills
Center and/or in nearby cities such as Roseburg and Grants Pass,
as well as to attend medical appointments.

Effectively marketing the service and recruiting volunteer
drivers were the keys to success. A communications specialist
created posters, press releases and fliers for on-going recruitment
of volunteer drivers and riders. The service was highlighted by
the local newspaper and TV news stories, which also called for
volunteer drivers.

Skills Center staff attended numerous community fairs to
promote volunteerism, supply information to the community
on the project and solicit volunteer drivers and carpool partici-
- pants. They matched drivers with people who needed rides.

Another innovative practice to emerge from Glendale/Azalea
was the use ofschool buses to transport the general population.

While many communities have consid ered using school trans-
portation for a more general ridership, Glendale/Azalea is one of
the few that succeeded in convincing the local school district to
allow community members to ride along with students. Counter
to popular perception, research indicated that the integration of

_portation, effective marketing of _
the service and maintaininga;

work ofvolunteer drivers.

For more information contact:
Shaun Brink, Director
Glendale-Azalea Skills Center
POBoxE

Glendale, OR 97442

Phone (541) 832-2133

Louisville, Ky. — Reverse Com-

mute and Planning

The City of Louisville, Ky. is the state’s largest urban center
with a population of 665,000. Bluegrass Industrial Park, the third
largest development of its kind in the nation, is located in the
castern suburbs of the city It offers job opportunitics in 2 wide
variety ofindustries, at all levels of employment. The eastern area,
in which Bluegrass Industrial Park is situated, enjoys a relatively
high annual household income and low unemployment. In con-
trast, the west end ofdowntown Louisville is an area with few
job opportunities and a large pool of potential workers. The
western area has had double-digit unemployment, but tra”
dependent would-be workers from the inner city have lac.
direct bus service to the jobs-rich industrial fringe.

Employers in the Bluegrass Industrial Park claimed thar a
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, and promised assistance in referring
%# riders from the target group. A com-

major barrier to filling job vacancies was a lack o reation
for people living within the city. Faced with a shortage workers,
businesses took unusual steps, as exemplified by the $8.00 per
hour starting wage offered by 2 local fast-food establishment.
The Metropolitan Planning Organization in the area, the
Kentuckiana Regional Planning and Development Agency
(KIPDA) together with the local public transit property; the Tran-
sit Authority of River City (TARC), worked together to. estab-
lish 2 new express route between inner city Louisville and the
Bluegrass Industrial Park, as well as a local circulator shuttle within
the industrial park. Prior to this new reverse commuter service,
residents of the west end traveling to the Bluegrass Industrial
Park had to make three transfers and
walk a long distance from the bus
stop to the workplace, resulting in a
two-hour trip. :
In planning the new reverse com-
mute route, KIPDA and TARC
worked with a wide varicty of em-
ployers, community agencies and
local government entities. These or-
ganizations confirmed that there was
a market for the proposed service,

prehensive operational analysis ddlgy
undertaken by TARC further under-

scored the fact that there was a sizable unmet need for this ser-
vice. .
The new service includes two out-bound runs from the far
west end of Louisville to the Bluegrass Industrial Park, and an
additional eight runs starting from the central business district.

Eleven in-bound runs complement the out-bound service. The

‘travel time from the two endpoints of the express route is 45

minutes, with the bulk of the route traveled on Interstate 64.
The peak cash fare is $1.00.

In addition to the express service, two local circulator shutdes
operate within the Bluegrass Industrial Park. The huge size of
the park, combined with a lack ofsidewalks or streedights, could
impede a commuter’s ability to get to their workplaces without
the shuttles. Each of the shuttles operate on half-hour headways
in the morning and afternoon. With a free transfer from the
express route, there is no charge to ride the shuttes.

Specific activities were undertaken to develop ridership.
KIPDA and TARC held meetings with community agencies, the
Private Industry Council and employers in Bluegrass Industrial

Park to generate referrals. In addition, they made presentations

- toseveral chambers of commerce. TARC worked especially closely

with social service workers and employment counselors in the

TARC has also launched a
service it calls Nia Night
Owl Job Link to meet the
needs of late-night shifi
workers. It operates from
11:00 p.m. to 5:00 a.m.

inner city to identify potential riders. TARC produced attractive
brochures illustrating the express route and the local circulator
shuttles, as well as the schedules for each, and distribuced them
widely to employers, social service agencies and existing passen-
gers. When Job Fairs were held at the Bluegrass Industrial Park,
TARC provided free rides to the event and distributed informa-
tion about the routes. Finally, TARC coordinated press coverage
on the new route in the local newspaper.

Ridership surveys revealed that users of the express route
tended to be transit-dependent commuters who lacked a vehidle.
They worked in the food service, hospitality and retail indus-

.tries. An overwhelming percentage of those surveyed reported

that they rode the bus to work every
day. Slightly more than half lived in
the four zip codes of west Louisville
that comprised the target area for the
service. The success of the reverse com-
mute express service has allowed it to
become institutionalized.

In addition to cash fares, TARC
secured cash assistance from the mu-
nicipality and support from employ-
ces in the form of a commitment to
purchase employee bus passes.
Jefferson County also pledged fund-
ing from the local occupational tax
fund. Combined with federal operat-
ing assistance and local transit funds, these sources of funding
are expected to sustain the service for the foreseeable future.

The Nia Neighborhood Travel and Jobs Center, scheduled to
open on May 12, 1998, will become 2 focal point for public
transportation service and information in the west end ofLouis-
ville. The Nia Center is adjacent to the intersection of two of
TARC's most heavily traveled bus routes. Together these two
routes account for approximately 20 percent of TARC'’s average
daily ridership. In addition, three neighborhood circulator routes,
express service to Bluegrass Industrial Park, and TARC Night
Owl buses serve the Nia Center.

ATARC Nia Center coordinator will be available on site asa
liaison to the other tenant partners, and liaison to the commu-
nity including employers and governmerit agencies serving the
area surrounding the center. The TARC Nia coordinator will

- work cooperatively with employers to design and deliver special-

ized, cost-cffective transportation services for employers living
or working in the empowerment zone area.

Partners in the Nia Center and campus indude Workforce
Development Partnersship Center dedicated to providing em-
ployer driven training for residents in the Louisville Empower-
ment Zone, the LCBD Enterprise Group, providing a small busi-
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ness incubator and business management support services, and
the Louisville Business Resource Center providing information
and advice for small business owners.

TARC has also launched a service it calls Nia Night Owl Job
Link to meet the needs of late-night shift workers: People living
or working in Louisville’s Empowerment Zone can take a 20-
passenger shutte bus between home and work from 11:00 p.m.
to 5:00 a.m. daily. To be eligible for the service, all one needs to
do is pre-register.

The successful practices evidenced in Louisville include sound
planning to recognize unmet employment transportation needs,
coordination of transportation and social service resources, and
development of public-private funding partnerships.

For more information contact:

“Ralph Volpe

Kentuckiana Regional Planning and Development Agency
11520 Commonwealth Drive

Louisville, KY 40299

Phone (502)266-6084

Minneapolis, Minn. — Reverse
Commute

The Reverse Commute Program in Minneapolis had a
grassroots beginning. In 1990, companies in the suburbs of the
metropolitan Twin Cities area were exploring innovative ways to
transport inner-city job seekers to workplaces in the subusbs.
For example, one company used taxi-

cabs, while another bought 2 used car g

tation linkages to the suburbs. The Re-
verse Commute Committee consisted
ofrepresentatives of business, transit
agencies, government and training and employment agencies.
The reverse commute effort was intended to bridge the gap

berween Southwest Metro Communities, an area with one of

The bestpraczices

the fastest rates of jobs creation in the region, and the inner-ai,,
population, which has one ofthe highest rates of unemployment
in the Twin Cities. Prior to launching any service, a job fair was
held 1o identify and recruit sufficient riders with employment in
the suburbs - a key to establishing viable service. As a result of
the job fair, 85 inner—ity job scekers obtained employment. The
job fair was a considered a tremendous success because it radi-
cally changed the dynamic of reverse commuting and employ-
ment options for inner-city residents of Minneapolis.

Following the Job Fair, Destination Jobs, a two-leg reverse-
commute route was established. First an express bus picks up
riders in the city and drops them off at a suburban transit hub,
where a hub-and-spoke system takes over. Two small buses then
take riders to worksites. This service is available Monday through
Friday, currently serving approximately 75 riders per day. Riders
are required to make reservations for a2 round-trip at least 24
hours in advance. The one-way fare is $2.

The Hennepin County (Minn.) Department of Training and
Employment Assistance provides an Emergency Ride Home pro-
gram to every rider who needs to get back home in an emer-
gency. This Emergency Ride Home program serves as an inex-
pensive incentive for riders to participate in the reverse com-
mute program, although very few have used this benefit.

To take advantage of the mobility provided by Destinat;
Jobs, businesses have been willing to alter their shifts and co
munity service agencies have been willing to provide training in
targeted areas to meet business needs. Destination Jobs also has
helped riders make the transition to transportation self-suffi-
ciency. Program staff estimate thar, on average, a rider uses the

reverse commute service for six-to-nine

months before secking out his or her

;'or fcv;ral -szk-;r:]o share. Whil;cf_ own transporeation.
ccuve for individual Companics, these . . . . Overall, the key to the success of
piecemeal attempts did not meet the evidenced in Minneapolis  Destination Jobs has been the collabo-
larger need to connect inner-city work- .. . rative approach. The project has
ers with suburban employment; meet- mclua’e commitment brought together the suburban busi-
ing this need was the genesis for a re- . i
vc%sc commute progf(;ln knOW:l as ﬁ om colldbomtmg :_as c.ommumfy,d:‘:Southvrzztt?::t;o
> cor ‘ . . ransit Authority, the nonp -
Destination Jobs. transportation and social ~ cicyncighborhood employment agen-
In 1992, the Eden Prairic Cham- . . cies, various community organizations

ber of Commerce created a Reverse service agencies and a and local governmens. A key activity
Commurte Committee to facilitate . sustai everse

A employment opportunities for the in- well’COOle na ed ii::l;sis an ::.:l:a; Job F::er:;:l:;
ner city unemployed through transpor- annual ]obﬁlr provides a positive environment for

prospective employers to meet with

inner-city job seekers. The job fair pr
motes the concept of reverse: commuting and provides a :
influx of riders. Destination Jobs is also marketed through jou
training agencies and the schedules published by the Southwest
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Metro Transit Authority.

The demand for reverse commuting has been growing rap-
idly. Currendy, the Reverse Commute Commiteee is exploring
the possibility of establishing more fixed routes from early morn-
ing until 11:00 p.m., so that employees working the second shift
can also be served.

The innovative practices evidenced in Minneapolis include
commitment from collaborating transportation and social ser-
vice agencies, a well-coordinated annual job fair to help inner-
city residents obtain employment and to promote the reverse
commute concept and a service design that responds to local
needs and geography.

mote and most traditional of the 19 In-

dian Pueblos in the state. The people of

Zuni have maintained their unique culture by perpetuating both
their language afid religion. However, their efforts to preserve
their unique culture have not been without economic costs. Half
of the population have annual household incomes below the fed-
cral poverty level, while the unemployment rate hovers at 67
percent. Nearly one- fifth of all households in the community
have no vehicle.

Recognizing the high demand for employment and educa-
tion transportation, the Zuni Entreprencurial Enterprises Inc.
Public Transportation Program (Z.E.E.), obtained afJOBLINKS
grant from the Community Transportation Association of
America to develop, implement and maintain a transportation
program linking unemployed individuals to job training and
meaningful employment. Z.E.E. is committed to providing trans-
poruation service to people who are curréntdy unemployed/ un-
deremployed, individuals requiring specialized transportation
assistance, individuals who are not able to attend vocational train-

- . ing due to lack of transportation and persons with disabilities.

To accomplish the goal of developing a responsive and spe-
cialized transportation system, Z.E.E. has established the fol-
lowing objectives:
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« To provide daily transportation services for a mini-
mum of 25 individuals secking employment or
attempting to retain employment; a minimum of 25
students to institutions of higher education; and, 2
minimum often persons with disabilities to and from
local job sites.

* To develop memorandums ofagreement and service
agreements with agencies in the community respon-
sible for vocational training and education. These
agencies include Zuni Vocational Rehabilitation,
Pucblo of Zuni Higher Education Program, University

. . ; of New Mexico Zuni Branch
le‘;r ";;:. énformation consact: and the Zuni Public School
n White . A
Hennepin County Training and ZEE. r ecogmzed t/?f District.
Employment Assistance * To develop a model for
300 South Gth Street neea’fo r bot;] em.p loymen z employment and education
Minneapolis, MN 55487 ; . transportation services that can
and education transpor e e o
tation in t}je mﬂre td}get Nartive American communities
i — ' . in the country.
Zuni, N.M. — Rural area, and bas designed
The Pueblo of Zuni is located in ru- ] g * To develop a volunteer
. ral Northwestern New Mexico in services to address t]yese network to continue project
McKinley County, 150 miles west of df operation beyond the grant
Albuquerque. It is the largest, most re- unment nee funding period.

Specifically, Z.E.E. plans to op-
erate employment/education transportation services within the
Zuni reservation and to Gallup, New Mexico (a center for shop-
ping, employment, entertainment, banking and other support
services) five days a week, from 7:00 a.m. to 7:00 p.m. Dispatch
will be coordinated with all collaborating agencies.

The project will keep track of the impact of the transporta
tion program through a database of individuals served. Follow-
ing the completion of the demonstration period, Z.E.E. plans to
publish a report which can be used by other Native American
communities desiring to initiate similar services. This report will
discuss cost of services, challenges encountered, stratcgies and
recommendations on how to initiate and maintain services.

In summary, Z.E.E. recognized the need for both employ-
ment and education transportation in the entire target area, and
hasdesigned services to address these unmet transportation needs.

For more information contact:

Larry Aflen

Zuni Entreprencurial Enterprises, Inc.
Public Transportation Program

PO. Box Drawer 989

Zuni, NM 87327

Phone (505)782-5798
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VI.

Technical
Assistance

Community Transportation Association of
America (CTAA)

The Community Transportation Association of Americas (CTAA) Na-
tional Transit Resource Center provides in-depth technical assistance on all
aspects of welfare-to-work transportation efforts.

Transit Hotline

The toll-free Community Transportation Hotline (800.527.8279) pro-
vides direct access to resource specialists and the vast information collec-
tion of the Resource Center. Whatever the topic - funding, legislation,
vanpools, wheels-to-work programs, state welfare transportation plans, etc.
— the Resource Center will be able to help you.

Also, through the Hodline, callers access CTAA staff members who be-
gan working on employment transportation activities long before welfare
reform. In recent months, CTAA staff have travelled the country attending
welfare-to-work meetings and conducting special workshops explaining the
new law and its mobilicy implications.

‘Web Site

CTAA has developed a site on the Internet’s World Wide Web that
houses articles, reports, proceedings and more dealing exclusively with wel-
fare-to-work transportation. All of the documents on this web site are in-
cluded in complete form to make printing and downloading easy.

Make sure you check back to hetp:/fwww.ctaa.org/welfare often for the
site’s regular updates. Also, look for interactive forums on crucial welfare-

~ to-work transportation topics which will soon be added to the site.

Publications

The Resource Center has already developed several publications cover-
ing the welfare transportation issue. Each of these publications is available
through either the toll-free Transit Hotline or the web site.

Transportarion and Wdfar’ Reform: States on the Move — This report
describes the Personal Responsibility and Work Opportunity Reconcilia-
tion Act, details crucial state obligations under the new act, offers an in-
depth state-by-state analysis which includes each states welfare transporta-
tion provisions and spotlights several state welfare transportation programs.
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The Link to Employment: Case Workers as Mobility Managers
— Local-level welfare case managers are becoming de-facto travel
agents, linking prospective job seekers with work and training.
This newsletter highlights several state programs at the caseworker
level and details how caseworkers can best determine available
transportation resources in the community.

Mobility: Key to Wdfare Reform — This newsletter provides
an analysis of several state employment transportation initiatives
and the impact these programs are having on their community.

Peaple, Jobs and Transportation: Confrrence Proceedings —
CTAA held its first national conference on employment and
transportation in October, 1996. This report summarizes all of
the two-day conferences sessions and includes the speeches given
by numerous experts in the field.

The Resource Center will also continue to augment this In-
novative Practices publication by collecting data and anecdotal
information from various states and adding those profiles to the
Best Practices Report on-line.

Peer Training

'CTAA’s National Transit Resource Center includes a peer-to-
peer training program in which resource specialists connect call-
ers with experts in the ficld. Peer trainers are certified by the
Resource Center and have direct operational experience. They
typically help through phone calls, though the peer trainers may
travel to provide more direct help in cerrain circumstances.

Funding

Many of the calls to the Resource Center concern prospec-
tive funding for welfare transportation efforts. CTAA's resource
specialists keep up-to-date with the most recent legislative pro-
posals and their potential funding impact on public transporta-
tion. In addition, CTAA has prepared a handbook, Building
Mobility Partesships, on federal fanding opportunities for public
transportation which includes many sources for employment-
related trips.

National Conference of State

Legislatures (NCSL)

The National Conference of State Legislatures (NCSL) and
the Federal Transit Administration have formed a cooperative

agreement on a welfare reform project designed to promote and

support customer-oriented full service public transportation.

The NCSL will track state legislation with the goal of high-
lighting state policy and legislation which are models in address-
ing the transportation problems associated with getting people
from welfare to work.

Through a number of means, the NCSL will provide iw.
mation and develop materials about welfare-to-work transpor-
tation issues:

KN

* State legislators and key staff will receive articles in
the State Legislatures magazine that will treat welfare-

to-work transportation issues.

* NCSL will also prepare a State Legislative Report
(SLR) which will be sent to key state legislative
members involved in appropriations and commirtees
on transportation, welfare, employment and economic
development,

* NCLS will operate and maintain an information
clearinghouse on transportation and welfare reform.

+ NCSL will incorporate transportation issues on its

welfare reform website.

National Governors’ Associatibn
(NGA)

Twenty- five states are involved in 2 program of the National
Governors’ Association (NGA), designed to promote transpor;
tation planning for welfare reform. State transportation an;
man service agencies and local planning organizations wilkeigs
velop comprehensive plans for welfare-to-work transpomuon
These plans will include the coordinated delivery oftransporta-
tion services as the means to support state welfare and health
care reform.

NGA will develop a comprehensive planning approach wel-
fare-to-work transportation, and will provide technical as well as
financial support to the states as they proceed with their plans.

This pilot project is the result ofa cooperative agreement with
the Federal Transit Administration.

Federal Transic Administration Regional Contacts

Region 1

M. Richard Doyle

Region I Administrator

55 Broadway Ste 920
Cambridge, MA 02142-1001
617.494.2055

Region 2

Thomas J. Ryan
Regional Administrator
26 Federal Plaza

New York, NY 10278
212.264.8162
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Region 3
Sheldon Kinbar

Regional Administrator
1760 Market Street
Philadelphia, PA 19103
215.656.7100

Region 4
Susan E. Schruth
Regional Administrator

-61 Forsyth Street, S.W

Adanta, GA 30303
404.562.3500

Region 5

Joel Extinger

Regional Administrator
200 West Adams Street
Chicago, IL 60606
312.353.2789

Region 6

Blas Uribe

Acting Regional Administrator
524 East Lamar Boulevard
Atlington, TX 76011
817.860.9663

Region 7
Lee Waddleton

Regional Administrator
6301 Rock Hill Road
Kansas City, MO 64131
816.523.0204

Region 8

Louis Mraz, Jr.
Regional Administrator
216 16th Street
Denver, CO 80202
303.844.3242

Region 9

Mr. Leslie Rogers

Regional Administrator

201 Mission Street

San Francisco, CA 94105-1831
415.744.3133
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Region 10
Helen Knoll

Regional Administrator
Jackson Federal Building
Scarde, WA 98174
206.220.7954

Welfare-to-Work Sites on the World Wide Web

Federal Transit Administration (FTA)
hup:/iwerw.fra.doc.goviwew!

" Department of Labor (DOL)

hup:/fwtw.doleta.gov/

Administration for Children and Families (ACF)
hup://wvv.acf  dhhs.govinews/welfare  heep

www.acf.dhhs.gov/news/tables

1l
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VII.
Funding
Sources

The cornerstone of welfare reform is the Temporary Assistance for Needy Families,
or TANE, program. This $16.4 billion program was created in the 1996 Personal Re-
sponsibility and Work Opportunities Reform Act, which revamped the nation’s welfare
system. States reccive their TANF funds as block grants, and establish their own pri-
orities for providing assistance. States often consider using a portion of TANF funds to
provide transportation assistance to persons on — or moving off of — public assis-
tance.

The potential impact of transportation on employment and training for people on
welfare was not lost on the U.S. Department of Transportation (DOT). Long before
President Clinton signed the new welfare legislation into law, the Federal Transit Ad-
ministration (FTA) had launched an innovative demonstration program called Joblinks.
Beginning in 1995, 16 demonstration projects have been underway in 12 states. The
projects, ranging in scope from coordination efforts to new technology implementa-
tion, have all focused on innovative methods of taking people to work.

Then, in 1996, the U.S. Department of Housing and Urban Development (HUD),
in cooperation with FTA, launched Bridges to Work (details below), to explore new
ways to link urban welfare recipients with suburban jobs.

FTA’s Livable Communities Initiative, too, has had a profound impact on access to
jobs. Effective transportation can improve the quality of life for everyone in the com-
munity. A particular focus of the Livable Communities Initiative has been developing
transportation in Empowerment Zones and Enterprise Communities - areas often in
dire need of access to jobs. Also, the Livable Communities Initiative supports joint-use
facilities where transit and services child care come together.

The federal government is poised to make a significant contribution to the funding
pool for welfare-to-work transportation. Both the Senate and the House of Representa-
tives have Access to Jobs programs in their funding proposals. Anywhere from $40 to
$100 million may become available when Congress passes Intermodal Surface

Transportation Efficiency Act (ISTEA) legislation in the spring of 1998. ‘

The following information highlights many of the currently available federal fund-

ing sources for welfare-to-work transportation.
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Department of Agriculture (USDA)

Intermediary Relending Program
(RP)

IRP is a program of revolving loans that finance businesses
and community development projects in rural communities and
towns with less than 25,000 population. Nonprofits, public bod-
ies, Indian tribes, and cooperatives are eligible. Transportation is
among the cligible uses of borrowed funds.

Funding Level: $3715 million
Contact: Wayne Stansbeey (202) 720-1400

Community Transportation Development Fund
(CTDF)

CTDF can assist rural communities in improving or expand-
ing local transit services, purchasing vehicles, building facilities
and promoting economic development. Funded by the Rural

Business and Cooperative Services Division.
Available Fund: $2.1 million
Contact: Pasrick Kellogg (202) 661-0210

Business and Industrial Guaranteed Loan Program
(B &1)

The Business and Industrial Loan program of direct and guar-
anteed loans is designed to create and save rural jobs and to im-
prove the economic and environmental climates of rural com-
munities under 50,000 population. This may include financing
for transportation-related facilities, vehicle acquisition or other
infrastructure investments. Any legally organized entity is cli-
gible.

Funding Level- $738.2 million

Contact: Dwight Carmon (202) 690-4100

Rural Business Enterprise Grants (RBEG)

RBEG supports rural economic and community development
projects, including transportation facilities, infrastructure im-
provements, and the capital costs of transportation services.

Funding Level: $41 million

Contact: Carole Boyko (202) 720-1400

Fali

Rural Economic Development Loans and Grants |

Grants are targeted to certain purposes such as community
development, medical care, educational technology, job train-
ing, business incubators and technical assistance, and can be used
for transportation activities that fit with those purposes.

Funding Level: $32.3 million
Contace: Mark Wyatt (202) 720-1400

Rural Empowerment Zones/Enterprise Communities

The Rural EZ/EC program is an initiative that is dcsigr.xed t
help distressed areas improve themselves through a comprchen-
sive, coordinated approach integrating local initiatives with fed-
eral support.

Contact: Victor Vasquez (202) 619-7980 .

Department of Education (DoEd)

Vocational Rehabilitation Grants

Funds are provided to state rehabilitation agencies onxﬂﬁu-
mula basis to provide a full range of rehabilitative services to
eligible individuals with disabilities.

Funding Level: $2.2 billion
Contact; Roseann Ashby (202)205-8719

Centers for Independent Living

This program provides support to local nonprofit centers for
independent living, enabling them to provide training, counsel-
ing, advocacy and supportive services to individuals with signifi-
cant disabilities. Transportation services are provided through
this program.

Funding Level: $42.8 million

Contact: John Nelson (202)205-9362
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vv Even Start

Transportation services may be included if necessary to en-
sure participation in the adult literacy component of this pro-

gram.
- Funding Level: $102 million
Contact: Patricia McKee (202) 260-0991

Education for Homeless Childfcn and Youth

Funds from this program are used to overcome all identified
barriers to homeless children’s participation in public education,
and may be used to provide transportation to homeless children
not otherwise able to participate in appropriate public educa-

tion programs.
Funding Level: $23 million

Contact: Linda Mount (202)260-0960

Department of Health and Human
Services (HHS)

s Administration for Children and Families

Temporary Assistance for Needy Families
(TANF)

This eliminates the AFDC program, JOBS, and Emergency
Assistance and creates a block grant to states. States may use the
funding in any manner “reasonably calculated to accomplish the
purposes of TANE” These purposes include moving welfare re-
cipients to work opportunities.

Funding Level: $164 billion
Contact: Paul Maiers (202) 401-5438

Community Services Block Grant

Under this program, states and Indian tribes receive funding
to provide a broad range of social services for low income per-
sons. Transporrtation services commonly are provided by many

of these local programs.
Funding Level: $490.6 million

Contact: Margarer Wshnirzer (202) 401-2333

Social Services Block Grants

Funds may be used for transportation projects that improve
the delivery and effectiveness of human services programs.

Funding Level: $2.3 billion
Contact: Margaret Washnitzer (202) 401-2333

Substance Abuse and Mental Health Services
Administration
Substance Abuse Treatment for Rural and Remote

Persons

The program supports six project sites, each of which usesaa
coordinated approach integrating substance abuse treatment,
health and social service and related services including transpor-
tation.

Funding Level: $1.8 million

Contact: Tom Edward’ (202) 443-8802

-

Department of Housing and Urban
Development (HUD)

Office of Community Planning and
Development

Community Development Block Grants

Some communities have used CDBG funds to assist in the
construction of transportation facilities, operating expenses and
vehicle acquisition for community transportation services.

Funding Level: $4.6 billion
Contact: Ricbard Kennedy (202) 708-3587

Bridges to Work

Demonstration program to connect inner-city residents with
suburban employment opportunities by providing job placement,
transportation services, and other support services. Program is
on-going in five cities.

Funding Level: No new finding

Contact: James Hoben (202) 708-3700
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Supportive Housing (Homeless) Demonstration
Program

Transportation to link supportive housing residents with other
necessary services may be funded.

Funding Level: $82.3 million
Contact: Jean Whaley (202) 708-2140

Urban Empowerment Zones Enterprise Communities

To be designated an EZ/EC, an area had to submit a strategic
plan for revitalization, which could incorporate strategies for
addressing transportation needs and services. '

Contact: Dennis Kane (202) 708-0614

Tenant Opportunities Program

Funding is allowed for transportation if public and Indian
housing resident organizations are involved in job training.

Funding Level: §5 million
Contact: Michael Levine (202) 708-3611

Welfare to Work/EDSS
Eighty percent of the funding in the welfare to work grants

will fund supportive services and economic development efforts
that will enable residents of public housing developments to be-
come self-sufficient, including employment training, counsel-
ing, transportation and child care. Public housing authorities
are cligible applicants.

Funding Level: $31 million

Contact: Patricia Aranado (202) 619-8201

Department of Labor (DOL)

Welfare to Work Grants

This new formula and competitive grant program provides
funding for those who are the most difficult to move from wel-
fare to work. The States are recipients of the grants while the
local Private Industry Councils administer the grants.

Funding Level: $3 billion

Contact: Dennis Lieberman (202) 219-0181
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Primarily, chis is 2 program of temporary benefits to workers
whose employment has been adversely affected by increased im-
ports. It also provides benefits for job training and necessary re-
lated services, specifically including transportation to training
programs. ’

Funding Level: $8.5 million

Trade Adjustment Assistance

Contact: Anthony Meyer (202) 482-2127

Employment Training Research and
Demonstration Programs

Transporration services that are part of these projects will be
supported.

Funding Level: $10.2 million

Contact: Steven Wandner (202) 219-5677

Depértment of Transportation
(DON

Federal Highway Administration (FHW)

Highway Planning and Construction

The program of federal aid for highways has many compo-
nents, most of which can only be used for highway construction
and rehabilitation projects. However, funding is available to
Metropolitan Planning Organizations and States for planning
activities including those addressing welfare to work. Funding

for other related activities such as ridesharing programs are also
available through these organizations.

Funding Level: $19.7 billion
Contact: Thomas Ptak (202) 366-0371
Federal Transit Administration (FTA)
Capital Program
Formerly known as “Section 3,” this program provides capi-

tal assistance for new rail systems, modernization of existing:~ ™.
systems, and for new and replacement buses and facilities’
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= Towa 601 E. 12th St. 601 E. 12th St., Room 210
Kansas o Kansas City, MO 64106
: . Kansas City, MO 64106
Missouri 816 426 3981 (vh 816-426-2821 (ph)
Nebraska (ph) more...
) 816 426-2888 (fax)
— Website
£ REGI,OrI:dvm Beverly Tumbo, RA M Carev. RD
Colorado argaret Carey,
Montana Federal Office Bldg. 1961 Stout St., Room 1076
1961 Stout St., Rm. 1185
North Dakota Denver CO 80294
Denver, CO 80294-3538
South Dakota 303 844-2622 (ph) 303-844-3372 (ph)
Utah more...
D Wyoming 303 844-3642 (fax)
= REGION IX 4
r;: Arizonia Sharon M. Fujii, RA Grantland Johknson, RD
: California 50 United Nations Plaza Federal Office Building
LI_] Guam Rm. 450 50 United Nations Plaza
] Hawaii San Francisco, CA 94102 San Francisco, CA 94012
ﬁg Nevada 415 437-8400 (ph) 415-437-8500 (ph)
=< Samoa (American) 437-8444 (fax) more...
Territory of Pacific Islands
LT, RA
— i
r REGION X Blanchard Plaza Jay R. Inslee, RD
&) " Alaska 2201 Sixth Ave. 2201 Sixth Avenue, RX-01
ldaho Rm. 610-M/S RX-70 Seattle, WA 98121
{ Oregon Seattle, Washington 98121 206-615-2010 (ph)
Washiﬁgt on 206 615-2547 (ph) 206-615-2087 (fax)
615-2574 (fax) more..
Website
@ Return to the Organizational Structure and Staff Information Page

This page was updated on 9/25/97 11:40:34 am

Note: this page may be more up to date than pages to which it links




Sk

REGION 1
Boston

Mary Beth
Mello

REGION 2
New York

Clara Wallace-
Douglas

REGION 3
Philadelphia

Herman
shipman

Philadelphia
Metropolitan
Office

REGION 4
Atlanta

Tom Thompson

REGION 5
Chicago

Doug Gerleman

Chicago
Metropolitan
Office

REGION 6
Ft. Worth
Blas Uribe
Peggy Crist
REGION 7
Kansas City

Joan Roeseler

Federal Transit Administration Regional Contacts

Welfare to Work

Transportation Systems Center

Kendall Square

55 Broadway, Suite 920

Cambridge, MA 02142-1093

Areas served: Maine, New Hampshire, Vermont,
Massachusetts, Rhode Island, and Connecticut

26 Federal Plaza, Suite 2940

New York, NY 10278-0194

Areas served: New York, New Jersey,
and U.S. Virgin Islands

1760 Market Street

Suite 500

Philadelphia, PA 19103-4124

Areas served: Pennsylvania, Virginia, West Virginia,
Delaware, Maryland, and District of Columbia

1760 Market Street
Suite 500 ,
Philadelphia, PA 19103-4124

Atlanta Federal Center Suite 17T

5061 Forsyth St., S.W.

Atlanta, GA 30303

Areas served: North Carolina, Kentucky, Tennessee,
South Carolina, Alabama, Georgia, Florida, Missippi,
and Puerto Rico

200 West Adams Street

Suite 2410

Chicago, IL 60606

Areas served: Illinois, Ohio, Minnesota, Wisconsin,
Indiana, and Michigan

200 West Adams Street
Suite 2410 (24th floor)
Chicago, IL. 60606

524 East Lamar Boulevard

Suite 175

Arlington, TX 76001-3900

Areas served: Texas, Oklahoma, Arkansas, Louisiana,
and New Mexico

6301 Rockhill Road

Suite 303

Kansas City, MO 64131-1117

Areas served: lowa, Kansas, Nebraska, and Missouri

Tel. No.617-494-2055
Fax No.617-494-2865

Tel. No.212-264-8162
Fax No.212-264-8973

Tel. No.215-656-7100
Fax No.215-656-7260

Tel. No.215-656-7070
Fax No.215-656-7260

Tel. No.404-562-3500
Fax No.404-562-3505

Tel. No.312-353-2789
Fax No.312-886-0351

Tel. No.312-886-1616
Fax No.312-886-0351

Tel. No.817-860-9663
Fax No.817-860-9437

Tel. No.816-523-0204
Fax No.816-523-0927




REGION 8
Denver

Chik Dolby

REGION 9
San Francisco

Paul Page

Los Angeles
Metropolitan
Office

REGION 10
Seattle

Shelley Brown

Federal Transit Administration Regional Contacts

Welfare to Work

Columbine Place

216 16th St., Suite 650

Denver, CO 80202-5120

Areas served: Colorado, Utah, Montana, Wyoming,
South Dakota, and North Dakota

201 Mission Street Room 2210

San Francisco, CA 94105-1926

Areas served: California, Arizona, Nevada, Hawaii,
Guam, American Samoa, and the Northern Mariana
Islands

201 N. Figueroa, Suite 1460
Los Angeles, CA 90012

Jackson Federal Building

915 Second Avenue, Suite 3142

Seattle, WA 98174-1002

Areas served: Washington, Oregon, Idaho, and Alaska

Tel. No.303-844-3242
Fax No.303-844-4217

Tel: No.415-744-3133
Fax No.415-744-2726

Tel. No.213-202-3950
Fax No. 213-202-3961

Tel. No.206-220-7954
Fax No.206-220-7959




